
5. TRANSPORTATION AN D CLIMATE CHANGE OPTIONS PAPER -
TRANSPORTATION CLIMATE CHANGE TABLE

COMMITTEE RECOMMENDATIONS

That Council:

1. Endorse the general direction of the Transportation Climate Change
Table;

2. Forward this report to the Transportation Association of Canada (TAC).

DOCUMENTATION

1.  Commissioner, Planning and Development Approvals Department report dated
31 January 2000 is immediately attached.
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SUBJECT/OBJET TRANSPORTATION AND CLIMATE CHANGE OPTIONS
PAPER
TRANSPORTATION CLIMATE CHANGE TABLE

DEPARTMENTAL RECOMMENDATION

That the Transportation Committee recommend Council:
1. Endorse the general direction of the Transportation Climate Change Table;
2. Forward this report to the Transportation Association of Canada (TAC).

PURPOSE

This report provides information on the options identified by Transportation Climate Change Table (the
Table) within the jurisdiction of  the Region or having an impact on our operations.

BACKGROUND

The Transportation Climate Change Table was created in May 1998 by the Federal, Provincial,
Territorial Ministers of Transportation to analyse options to meet or exceed the Kyoto Protocol
commitment to reduce Greenhouse Gas (GHG) emissions by 6% from 1990 levels by 2008 to 2012.
Transportation is one of 15 issues being examined and represents the single largest source of GHG
emissions in the nation.  The Table examined all aspects of transportation. The membership of the Table
was very broad based including members of the air, marine, railway, trucking, transit, and intercity bus
associations, the petroleum, pulp and paper, and automotive industries, three levels of government,
transportation and automobile associations, and environmental groups.
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Annex A provides a summary of the Table’s Options for Action pertinent to the Region.  It discusses
the urban issues and includes information on the national transportation system that may be of interest.
The Table’s report is an excellent document that provides a compendium of measures with their
associated costs and benefits.  It does not recommend strategies but provides a neutral examination of
issues.  A final version will be submitted to Ministers of Transport and the National Climate Change
Secretariat.  Following integration with other issues tables, broader consultations and analysis, this will
be considered by First Ministers.

Promising Measures:  The report quantifies the impact on GHG emissions of various transportation
measures.  It covers all modes of transportation.  The Most Promising Measures identified, related to
urban passenger transportation, included the tax-exempt transit pass. This measure involves employers
being able to provide to employees a tax-exempt transit benefit or to be able to purchase transit passes
with pre-tax income.  This is followed by the transit smart card, telecommuting and car sharing.  On the
road infrastructure side, enforcing existing speed limits, followed by intelligent transportation systems
(ITS) and synchronising traffic signals make up the Most Promising Measures.  These are followed by
Promising Measures which include enhanced transit, pedestrian and bicycle facilities; voluntary
ridesharing programs; high occupancy vehicle lanes; expanded ITS and better road maintenance.  The
only pricing mechanism cited was parking pricing for Montreal, Toronto and Vancouver.  This particular
measure was cited as being highly effective and having considerable potential.

Less Promising and Unlikely Measures: Some of the relevant Less Promising Measures cited
included parking pricing for other urban areas (population over 125,000), urban road pricing and
mandatory ridesharing.  Unlikely Measures included the High-speed rail in the Quebec-Windsor
corridor (proposals for which have included Ottawa), parking cash-out, distance based vehicle charges
and parking supply restrictions.  These measures were put in these categories because they were more
difficult, more expensive, less effective or involved large transfers in the economy.  The Table would be
interested in input on these and the other measures.  The Table states that although they have had a
significant number of stakeholders represented in the study, “the measures have not had the benefit of a
peer review or broader input from the transportation community."  Thus the need for the consultation
process in February.

Ancillary Issues:  The Table’s report highlights the concerns around funding acknowledging the
benefits of pricing strategies and dedicating fuel taxes but failing to reach agreement.  It also
recommends better integration of land-use policies and improved public awareness.  One of the
contributing studies examined combined strategies for major cities.  As has become evident in many
studies recently, there is increasing evidence that a variety of strategies and policies will have to be
implemented to effect a large change in emissions.  Montreal, Vancouver and Toronto were studied
separately from the general urban study through case studies.  Measures were identified in workshops
and were quite consistent across these three major cities.  They identified barriers and called for the
following changes to improve the situation:

• strong federal, provincial and regional partnerships
• centralised responsibility for funding and planning/decision making with respect to both land

use and transportation planning
• a stable, dedicated funding source for transportation measures.



3

Effectiveness:  To date, the Kyoto target has not been disaggregated by sector.  However, if it is
applied according to how much the sector generates, transportation will have to reduce its emissions by
54 Mt by 2010.  According to the Table’s study, the top two categories of measures would not quite
meet this target.  The supporting study on passenger transportation in urban Canada identified the
Kyoto target (if applied equally to urban transportation) would be 10.2 Mt in 2010.  If the urban
passenger measures are isolated and added up, the Table’s study indicates that it is feasible to reach this
target if the Most Promising and Promising Measures are applied.

Accuracy:  The Table states there is little empirical evidence upon which to base estimates.  The report
later states during the discussion of the fuel tax results that the effects may be overstated or the costs of
other measures have been understated.  This highlights the need for improved local analytical tools to
assess the cost-effectiveness of measures.

Fuel Taxes:  The report states that there was no consensus on the issue of fuel taxes but most members
of the Table felt that large increases in the fuel tax were not warranted.  Instead most but not all the
members thought that a small increase in the fuel tax to support the other measures and to fund urban
transit was warranted.  The two options that received the most discussion were an additional fuel tax of
1 cent per litre per year for 10 years (total of 10 cents per litre by 2010), or a fuel tax applied to urban
areas only of 4 cents per litre.

Dedicated Funding:  A number of Table members recommend the approach taken by the United
States in the Transportation Efficiency Act for the 21st Century which outlines funding priorities and
mechanisms for funding transportation with dedicated gasoline taxes.

IMPLICATIONS FOR THE REGION

The Table’s measures will be integrated with the 14 other issue tables and thus it is difficult to predict
what the outcome will be of the combined analysis.  Transportation may take a more major or minor
role than was contemplated in the report and thus the measures required may be more or less onerous.
Also, it is unknown whether the federal government will allow the measures to be adopted on a
voluntary basis or whether they will mandate legislative changes.

CONFORMITY TO OFFICIAL PLAN AND TRANSPORTATION MASTER PLAN

The Table’s recommendations are in keeping with the general strategy and spirit of the Official Plan
(OP) as outlined below with the possible exception of HOV.  The two highest categories of measures
do not, however, include the parking or automobile user costs supported in the OP and the
Transportation Master Plan (TMP).

Tax-exempt transit benefits and parking pricing are supported in the TMP in Section 2.4 in which it
states that other responsible governments will be encouraged to change legislation that inequitably
subsidises automobile travel relative to public transit use.  More specifically, Section 2.4.1 (7) urges the
federal government to cut subsidized parking for its employees, enforce the taxable benefit status of
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employer-provided free or subsidized parking, designate employer-provided transit fare subsidies as
non-taxable benefits.  It urges the provincial government to enable municipalities to introduce taxes on
parking.

In section 4.1.2 of the OP, policy 4 states “investigate and support initiatives to improve the
information-technology and telecommunication infrastructure of Ottawa-Carleton…."  Section 9.5 (1)
discusses implementing telecommuting either alone or in collaboration with others.  Section 2.5.1 of the
TMP identifies an afternoon peak hour reduction of 4% due to teleworking.  This value is similar to that
used in the Table’s study.  Partnerships with private and public sector agencies are contemplated in
Section 2.5.1 (6e) of the TMP.

The pedestrian, bicycle, and transit measures are supported in the OP and TMP. Section 9.1 of the OP
details network requirements and modal split targets for each mode and sets as a goal to ensure that the
implementation and operation of transportation facilities is consistent with environmental and social
objectives.  These are echoed in Section 2 of the TMP.

Car sharing is specifically supported in the TMP in Section 2.5.1 (3b).

The transit pricing measure is supported in Section 2.4.1(6) which seeks to base fares upon the
objective of maximizing transit usage.

Section 3.4.2 (17) of the OP states Council will “work with the City of Ottawa to support the provision
of moderately-priced, short-term parking to serve the retail and commercial sectors and limit the
provision of long-term parking to discourage the use of private vehicles for work trips.”  In Section 9.4
(15), area municipalities are required to amend parking requirements to support transit in the vicinity of
rapid transit stations.  In Section 9.4 (16), area municipalities are to be encouraged to amend parking
requirements in areas served by transit.

Voluntary ridesharing is supported in Section 9.5(7).  The TMP contemplates ridematching programs,
employer-provided incentives and carpool lots (Section 2.5.4).

In Section 9.4 (13), the OP supports transit priority measures, such as traffic signal priority and bus
lanes but is silent on HOV lanes.  Section 2.5.4 of the TMP discusses HOV in detail stating it does not
have wide applicability in the Region.  However, HOV could be considered as a transitional measure to
eventually introducing a bus lane.  Also, a specific case for transit priority purposes was identified as
necessary on the Queensway for the introduction of a rapid cross-town transit service linking the East
and Southeast Transitways to the West and Southwest Transitways.  It was considered as an HOV
only due to physical constraints and prevailing traffic flows.  In Section 2.5 of the TMP it suggests a
framework is required for consideration of HOV lanes. The Table’s report recommends additional
work to determine feasibility of high-occupancy vehicle lanes in congested urban areas and to assess
concerns about enforcement and whether they induce additional traffic.  Also the cost is considered to
be significant and warrants additional analysis.
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Section 9.5 (2) calls for implementing transportation system management measures similar to those five
Most Promising and Promising Measures suggested under ITS in the Table’s report.  The Region’s
studies assume a 5% increase in road capacity to 2021 due to implementation of these measures (TMP
Section 2.5.2).  However, it is not easy to compare between studies.  The estimates produced in the
Table’s report are based on extrapolations from limited case studies using the National Highway System
data. The penetration rates were based on the consultant's best knowledge and are not detailed.

Section 2.4.2 (1) of the TMP also supports a Promising Measure for Road Vehicles which calls for
incentives for alternative fuels for fleets and buses.  The TMP transit priority principles support the
suggested road and passenger measures.

Regional Council declared its commitment to climate change action in 1997 by joining the Federation of
Canadian Municipalities Partners for Climate Protection Program.  The Region pledged to reduce
GHG emissions from municipal operations by 20% within 10 years and to reduce community-wide
GHG emissions to 80 % of 1990 levels by 2007.  The plan for the former municipal operations
objective is being finalized.  The latter objective is in the OP.  If the Kyoto target is applied equally
across sectors, which is not clear at this time, the Kyoto target roughly translates to a reduction of
emissions from the urban passenger transportation in cities the size of Ottawa of 20% by 2010 (Hagler
Bailly, 1999).  Therefore, the Region’s current objective matches the Kyoto Protocol.

The TMP, in Section 2.5.1, supports initiatives for increasing automobile user costs including
investigating use-based registration and insurance fees, municipal fuel taxation, and supporting them if
desirable.  The Table examined parking supply management in which reductions in the supply of parking
at new employment sites were modelled.  These measures did not make it into the Table's Most
Promising or Promising Measures lists.

CONSULTATION

No consultation by the Region is required at this time.  The Climate Change Table will be holding open
forums to collect comments on the report in early February.  There will not be a forum in Ottawa,
however, the there will be one in Toronto on 17 February 2000.  Geoff Noxon, currently Manager,
Mobility Management, co-chaired the urban passenger study and was a member of the urban passenger
working group.

FINANCIAL IMPLICATIONS

Due to the preliminary nature of this process, it is difficult at this time to foresee the financial implications
of the Table’s work.  However, since none of this work was done specifically for the Ottawa area, the
costs and benefits do not translate directly.  There would need to be further analysis to determine the
local and administrative impacts of the recommended measures.

Approved by
Nick Tunnacliffe, MCIP, RPP
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