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The following information is provided in partial response to Information Request 4.1 received from 
the Review Panel on October 11, 2017 to address IR4.6 to IR4.22. Additional information pertaining 
to IR4.1 and IR4.23 to IR4.58 was provided under separate cover to the Panel dated March 21, 
2018 (CEAR #632). Additional information pertaining to IR4.2 to IR4.5 was provided under separate 
cover to the Panel dated May 18, 2018 (CEAR #646). 

SOCIO-ECONOMIC 

IR4.6 Summary of Strategic Projections Report (2013) 

Rationale: In the EIS, CN referenced the report: Strategic Projections Inc. 2013: The Need for an 
Intermodal Facility on CN’s Lands in Milton to support the described purpose of the Project. 
Referenced statements include the following: 

• The Project positions CN to serve the growing demand for logistics support in the Greater 
Toronto Hamilton Area and western Ontario markets. 

• Intermodal is […] the fastest growing mode of transportation in North America. 

• CN has determined that a satellite intermodal terminal is required to accommodate western 
Greater Toronto Hamilton Area intermodal market growth. 

• Intermodal transport is less vulnerable to variances in individual industries. 

• [The west Greater Toronto Hamilton Area] population and employment growth will double 
demand for goods and intermodal activities. 

• It is estimated that the Brampton Intermodal Terminal, which services the region, will reach 
capacity by 2018. 

A high level summary of this report was provided by CN in Section 2.1 of Appendix E.11 of the EIS 
(Planning Justification Report). However, more specific information on container volume traffic is 
required to substantiate the statements drawn from the Strategic Projections report. 

Information Request:  

a) Provide a detailed summary of information from the report Strategic Projections Inc. 2013: The 
Need for an Intermodal Facility on CN’s Lands in Milton prepared for CN, September 2013. 
Include sources, and a description of the current and future estimates of container volume 
traffic in the Greater Toronto Hamilton Area. Qualify the current and expected future demand 
for intermodal services. 

CN Response: 

Clarification 

In its 2013 report, entitled The Need for an Intermodal Facility on CN’s Lands in Milton, Strategic 
Projections Inc. (SPI) analyzed data available from Statistics Canada, as well as information from 
the Intermodal Association of North America (IANA) and other sources as noted below to identify 
trends in trade, production, goods movement, intermodal rail transportation, population, 

http://www.ceaa.gc.ca/050/documents/p80100/122057E.pdf
http://www.ceaa-acee.gc.ca/050/documents/p80100/122751E.pdf
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employment, and consequential demand for goods. The objective of the report was to 
understand the current and expected future demand for intermodal services in the Greater 
Toronto Area (GTA) 1. SPI did not specifically estimate current or future container volume traffic in 
the GTA. The information in the SPI report is summarized below, followed by a brief discussion of 
estimates of container volume traffic. 

Summary of Strategic Projections Inc. Report 

Trends in Canadian Trade, Production, and Transportation 

Using data from Statistics Canada2, SPI examined trends in Canadian trade turnover (exports + 
imports) with the United States, Europe, and the rest of the world over the period from 1988 to 
2012. SPI found that trade with the US grew quickly between 1988 and 2000, following the 
implementation of the North American Free Trade Agreement (NAFTA), and in 2012 was about 
three times what it was in 1988. SPI also found that, although trade with Europe and the rest of the 
world initially grew less quickly than trade with the US in the 1990s, trade with Europe and the rest 
of the world increased significantly since 2002. In 2012, trade with Europe and the rest of the world 
(excluding the US) was about 4.5 and 4 times, respectively, what it was in 1988 (Figure IR4.6-1). 

                                                      
1 SPI’s report focused on data for the Greater Toronto Area (GTA), not the Greater Toronto and Hamilton 
Area (GTHA) referenced in the IR. 
2 SPI obtained relevant data from Statistics Canada’s free, publicly available on-line socio-economic 
database, CANSIM (http://www5.statcan.gc.ca/cansim/). The table numbers used by SPI in its analysis at 
the time of writing of the report included: Table 376-0006 Balance of international payments, current 
account, goods, annual, Table 376-0106 Balance of international payments, current account, goods, 
quarterly; Table 380-0064 Gross domestic product, expenditure-based; and Table 228-0058 Merchandise 
imports and exports, customs and balance of payments basis for all countries, by seasonal adjustment and 
principal trading areas.  
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Figure IR4.6-1 Growth in Canadian Trade 1988 to 2012 (Indexed to 1988 = 100) 

 

Using data from Statistics Canada, SPI examined the share of Canada’s total trade with the US, 
Europe, and the rest of the world over the same time period (1988 to 2012), and found that 
Canada’s trade with Europe and the rest of the world in 2012 was almost 40% of Canada’s total 
trade, up from 20% to 30% in the 1990s. SPI noted that Canada is pursuing trade agreements with 
Europe and Asian countries, which is likely to lead to future growth in Canadian trade with those 
markets. SPI concluded that the increased orientation of Canada’s international trade toward 
overseas markets is contributing to the fast growth of goods movement through intermodal 
facilities; these goods are moved through marine ports to and from Canada’s major market areas 
(including the GTA) by rail and inland intermodal terminals. SPI also noted that Canada is 
supporting the building of infrastructure facilitating the continuation and expansion of trade with 
the US. They concluded, this too, will lead to increased use of rail and intermodal facilities to 
transport goods. 

Using data from Statistics Canada, SPI compared the growth in productivity (real GDP) in goods 
and services (excluding goods transportation) to the growth in productivity in goods distribution 
(including the transportation of goods, warehousing, wholesale trade, and retail trade), and found 
that productivity in goods distribution more than doubled from 1988 to 2012, outpacing significant 
growth in productivity in both goods and services (excluding goods transportation) (Figure IR4.6-
2). SPI concluded that this growth trend reflects the rising importance of international trade in the 
provision of goods to Canadians and the off-loading by manufacturers and importers of their 
inventories to logistics specialists. SPI also found that warehousing and wholesale trade more than 
doubled in volume from 1988 to 2012, while goods transportation and retail trade both almost 
doubled over that period.  
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Figure IR4.6-2 Growth in Real GDP of Goods Distribution Compared to Goods Production and 
Services  

 

Using data from Statistics Canada, SPI examined trends in rail transportation from 1999 to 2012 and 
found that growth in truck and rail transportation significantly outpaced growth in all other forms 
of goods distribution. Further, intermodal rail tonnage grew faster than all other rail tonnage from 
1999 to 2008 and intermodal’s relative importance returned to its pre-recession levels by 2012 
(Figure IR4.6-3). 
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Figure IR4.6-3 Growth in Intermodal Transportation Compared to Non-Intermodal 
Transportation  

 

SPI noted that the trends identified based on the Statistics Canada data are similar to those 
observed in the US. Specifically, referring to information from the IANA3, SPI noted that intermodal 
is growing faster than any other mode of transportation. 

Trends in People, Jobs, Production, and Logistics Activities 

SPI forecast4 population in the Golden Horseshoe area5 would increase from 8.8 million people in 
2013 to 12.3 million people by 2031, and the number of jobs in the area would grow from 4 million 

                                                      
3 The IANA report, Intermodal Factbook: An Introduction to Intermodal Freight Transportation, is available 
on the IANA website, http://intermodal.org/sites/default/files/IntermodalFactbook.pdf. The report has been 
updated since the time of SPI’s report (current publication date of 2017); however, the cited information is 
still contained within the report on page 6. 
4 Most of the projections of population and employment referenced in the SPI report were prepared by SPI 
using their proprietary sub-provincial projections system, except as otherwise noted in this response. 
5 Comprising the GTA (including the City of Toronto and the four adjacent regions of Durham, York, Peel, 
and Halton) and the adjacent and contiguous urban areas of Barrie, Hamilton, Brantford, Guelph, 
Waterloo, and Niagara. 
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to 5.2 million over the same time period6. SPI concluded that, between 2013 and 2031, the Golden 
Horseshoe area would account for: 

• more than 40% of Canada’s population growth; 

• a third of Canada’s employment growth; 

• more than 30% of Canada’s real GDP growth; 

• almost 88% of Ontario’s population growth; 

• almost 84% of Ontario’s employment growth; and, 

• almost 80% of Ontario’s real GDP growth.  

SPI noted that the GTA would account for 70% of the Golden Horseshoe area’s population, 
employment, and GDP growth over that same time period. 

SPI examined the Province of Ontario’s Growth Plan, Places to Grow, and Halton Region’s Best 
Planning Estimates (June 2011) to understand the forecast population and employment growth in 
the Halton Region and Town of Milton. SPI noted the following in their review: 

• The provincial government’s forecast population growth in Halton Region is from 390,000 
people in 2001 to 780,000 in 2031, with an employment growth from 190,000 to 390,000 over 
the same time period; 

• The Province of Ontario updated its forecast in November 2012, forecasting additional growth 
in Halton Region’s population (+36,000 by 2031 and an additional 171,000 by 2041), with 
employment growth of +1,000 by 2031 and an additional 76,000 by 2041; 

• Halton Region forecasted that the Region’s population would reach 752,000 and employment 
would reach 390,000 in 2031; and, 

• Halton Region allocated to the Town of Milton 54% of the Region’s population growth, taking 
Milton’s population from 31,000 in 2001 to 228,000 in 2031, and allocated 46% of the Region’s 
employment growth to the Town of Milton, increasing Milton’s employment by 92,000. 

SPI developed its own population, employment, and GDP projections for the GTA between 2013 
and 2041, concluding that GTA population would grow by 49%, employment would grow by 39%7, 
and real GDP would grow by 99%8. 

SPI examined employment in the logistics sector (including goods transportation, warehousing, 
and wholesale trade) and found that the number of jobs provided by the logistics sector in the 
GTA (300,000) was higher than the number of jobs typically found on a per capita basis in most of 

                                                      
6 SPI noted that the Province’s updated population and employment projections forecast population in the 
GTA to reach 8.3 million in 2031 (compared to its original forecast of 8 million) and 9.4 million in 2041 and 
the level of employment to reach 4.1 million in 2031 (compared to its original forecast of 4 million) and 4.5 
million in 2041. 
7 SPI attributed the lower growth rate in employment to expected retirement of workers in the “Baby Boom” 
generation. 
8 SPI attributed the high growth rate in real GDP to an increase of 43% (1.3% per year) in output per worker. 
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Canada’s metropolitan areas. SPI attributed this to the role of the logistics sector in the GTA in 
serving not only the GTA but other areas of Ontario and Canada outside the GTA. SPI noted that 
227,000 logistics sector jobs are in Peel (about 41,000 jobs), York (about 19,000), Halton (about 
8,000), and Durham (about 5,000) regions, and that 75,000 of those jobs (about one quarter of the 
logistics sector jobs in the GTA) serve the logistics needs of people residing outside the GTA. SPI 
concluded that the (suburban) logistics sector in the GTA plays a vital role in distributing goods not 
only to the GTA, but also to 7.1 million residents of other parts of Ontario and 21.7 million residents 
of other parts of Canada. 

Based on the above information, including the forecast population growth, SPI concluded that 
demand for goods and therefore of goods movement will increase in the GTA. SPI noted there is 
considerable potential for growth in the logistics sector in the GTA’s suburbs—especially in Peel, 
York, and Halton regions where such facilities are now concentrated—for several decades to 
come. SPI predicted that logistics activity in the GTA, mostly in the GTA’s suburbs, will double over 
the period from 2013 to 2031; but this was not quantified as to current or future container traffic 
volumes in the GTA. Based on these findings, SPI concluded new logistics and intermodal facilities 
will need to be established—specifically a doubling of intermodal capacity over the next three 
decades—in the GTA to ensure the growing number of people and employers can continue to 
access the goods they require. Based on information from CN that the Brampton Intermodal 
Terminal would be operating at 100% of its capacity “within the next 5 years” (of 2013), SPI also 
concluded a new CN facility would be required in the GTA in less than five years (from 2013).  

Logistics Activities as an Engine for Economic Growth 

In addition to this analysis of growth in the intermodal sector in the GTA, and drawing on work by 
a supply chain management expert (Sheffi 2012) and academic literature (Woudsma 2012), SPI 
identified benefits associated with the logistics sector and intermodal facilities, including direct 
and induced employment, local job retention, diversification, resilience (including less vulnerability 
to specific industry downturns), clustering of associated services and manufacturing, 
diversification of employment opportunities, and attraction of other development. Drawing on 
information from the IANA and available literature (Rodrigue and Slack 2017), SPI identified 
additional advantages of intermodal goods movement, including fuel efficiency, reduced 
emissions, reduced highway congestion, reduced damage to and loss of freight, improved safety 
and security, lower insurance costs, greater efficiency (lower volume, less packaging, stacking), 
reliability, reduced wait times, improved tracking, facilitated management, reduced 
transportation costs, and increased speed and flexibility.   

The Case for and Economic Impacts of an Intermodal Facility on CN’s Lands in Milton 

Taking the above information into account, SPI considered the case for an intermodal facility on 
CN’s lands in Milton. SPI noted that the majority of both population and employment growth in 
Halton Region has been and would be assigned by the Region to Milton, due in part to the 
relatively built-out nature of the Region’s most populated municipalities (Oakville and Burlington) 
and to the abundance of undeveloped land in Milton. Based on provincial and regional 
population and employment growth forecasts, as well as SPI’s own growth forecasts, and an 
assumed growth in output per worker of 43 percent (1.3 percent per year), SPI projected that real 
GDP in the GTA would increase by 99 percent from 2013 to 2041. SPI noted that the observed 
faster growth trend in goods transportation/distribution is likely to continue into the future, meaning 
that logistics activities in the GTA – mostly in the GTA’s suburbs – will double over this period. 
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Given this growth, and the expected increase in logistics activities noted above, SPI concluded 
new logistics and intermodal facilities will need to be established in less than five years (from the 
year of the report, 2013) to ensure people and employers in the area have continued access to 
required goods. SPI further concluded the development of an intermodal facility on CN-owned 
lands in Milton and the induced development in the logistics sector would assist the Town of Milton 
to achieve its allocated employment target, including attracting diverse businesses that would 
benefit from proximity to intermodal facilities. SPI also noted that these new businesses would 
employ significant numbers of people, and pay good wages and municipal and regional property 
taxes. 

Estimates of Container Volume Traffic 

As noted previously, SPI did not specifically estimate current or future container volume traffic in 
the GTA. Rather, SPI predicted expected future demand for intermodal services based on 
observed trends and forecast growth in trade, production, goods transportation, intermodal rail 
transportation, population, employment, and consequential demand for goods. As explained 
above, their findings substantiate the need for increased intermodal capacity in the GTA. 

CN considers market-specific container volume forecasts to be competitively sensitive data, the 
public disclosure of which could cause direct and substantial harm to CN. To substantiate the 
requirement for the Project, CN therefore provided information regarding trends in container 
volumes in Part V of its application to the Canadian Transportation Agency (CTA) (CEAR #395). 
Specifically, in article 88 of the CTA application, CN provided data from the World Bank and 
United Nations Conference on Trade and Development’s Handbook of Statistics (UNCTADstat) 
showing world container throughput growth from 225 million twentyfoot equivalent units (TEUs) in 
2000 to almost 700 million TEUs in 2014, outpacing growth in the world economy. Article 89 of the 
CTA application indicates growth of 1.6 times in container throughput in the US from over 28 million 
TEUs in 2000 to over 46 million TEUs in 2014, and growth almost doubling in Canada from 2.9 million 
TEUs in 2000 to over 5.5 million TEUs in 2014. Articles 91 and 92 of the CTA application indicate 
railway container traffic in Ontario in 2013 amounted to about 15 million tonnes (44 percent of the 
more than 34 million tonnes handled nation-wide) (based on Statistics Canada data, which 
measure tonnage instead of TEUs).  

IR4.7 Summary of Cushman and Wakefield Report (2014) 

Rationale: In the EIS, CN included multiple references to the report: Economic and Financial 
Impact of an Intermodal Terminal in Milton, Cushman & Wakefield 2014. 

In Appendix E.11, CN provided a summary of a 2015 report entitled Economic and Financial 
Impact of an Intermodal Terminal in Milton. In the EIS, a Cushman & Wakefield report dated 2015 
was referenced entitled Land Availability Review for Satellite Intermodal Terminal Facility. It is 
unclear which report this summary is referring to. 

http://www.ceaa-acee.gc.ca/050/document-eng.cfm?document=116623
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Further information is needed to support the statements in the EIS that were attributed to this 
report: 

• The Project would create more than 1,000 opportunities for employment (including 130 direct 
jobs and indirect and induced effects) locally during operation. 

• The Project would allow Halton Region to benefit from the recently signed Canada-
European Union trade agreement and the strengthening of the U.S. economy. The western 
GTHA is becoming known as a key logistics hub as the gross domestic product increases in 
the GTHA. The Town of Milton and Halton Region can benefit from this growth. There is a 
preference for these users to avoid the GTHA to access markets in southwestern Ontario. 

• Over the next 20 years, it is anticipated that the Project has the potential to generate up to 
$230 million in municipal revenues to Halton Region and the Town of Milton through 
intermodal oriented development. 

• Development charges from anticipated intermodal oriented developments would produce 
$42.2 to $85.9 million for the Town of Milton, Education Board, and Halton Region. 

• Milton’s vacancy rates and rental rates are supportive of this development. 

Information Request:  

a) Clarify which Cushman and Wakefield report is summarized in Appendix E.11. 

b) Provide a summary of the report Economic and Financial Impact of an Intermodal Terminal in 
Milton information on the data, modelling or academic literature that was used in the report 
or otherwise supports the statements referenced in the EIS. 

CN Response: 

a) Clarify which Cushman and Wakefield report is summarized in Appendix E.11. 

Section 2.3 of the Planning Justification Report (EIS, Appendix E.11) summarizes the report 
prepared by Cushman & Wakefield entitled, Economic and Financial Impact of an Intermodal 
Terminal in Milton.  The correct date of publication of the report is 2014. 

b) Provide a summary of the report Economic and Financial Impact of an Intermodal Terminal in 
Milton information on the data, modelling or academic literature that was used in the report 
or otherwise supports the statements referenced in the EIS. 

CN retained Cushman & Wakefield to evaluate the economic and financial impact of an 
intermodal terminal located in the Town of Milton. Specifically, Cushman & Wakefield examined 
The Town of Milton’s industrial real estate market, including its industrial inventory (square footage), 
new supply (square footage), vacancy rate, rental rates, and industrial land and building sales 
compared to competitive markets to determine its capacity to absorb intermodal-oriented 
development (IOD).  Cushman & Wakefield also examined the impact of other existing intermodal 
terminals on IOD within their respective industrial markets. Based on this information, Cushman & 
Wakefield examined the impact of an intermodal terminal, in terms of employment, property tax 
revenues, and development charges.  Key findings of the report are summarized below.   
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Overview of the GTA and Milton Industrial Real Estate Market 

Cushman & Wakefield tracks the Greater Toronto Area’s (GTA)9 industrial real estate markets at a 
municipal level through quarterly research surveys10. At the time of the 2014 report, the GTA 
industrial market had an overall industrial inventory of approximately 792 million square feet (sf), 
comprising four primary submarkets: GTA West (including Milton and Halton Hills, which were 
tracked together) with 343 million sf; GTA Central with 264 million sf; GTA North with 156 million sf; 
and GTA East with 29 million sf. The Milton/Halton Hills submarket within GTA West had an inventory 
of almost 22.5 million sf, roughly 6.5% of the GTA West industrial market and about 3.0% of the total 
GTA industrial market. Milton/Halton Hills had the seventh largest industrial real estate inventory 
among GTA municipalities, comparable to Oakville (6th largest) and Burlington (8th largest). 

Cushman & Wakefield found the Milton/Halton Hills market added 8.5 million sf of industrial real 
estate to its inventory in the decade since 2004, accounting for 38% of its then-current (2014) 
inventory of industrial space, compared to the lower rate of growth (new supply as a share of 
inventory) of about 12% observed in the total GTA West market inventory and 8% in the overall 
GTA market over the same time period. Cushman & Wakefield found that Milton added more 
than 1 million sf in four of the ten years from 2004 to 2014, and accounted for more than 70% of all 
new industrial space added across the GTA between 2012 and 2014. Cushman & Wakefield 
concluded the significantly higher observed growth rates in Milton/Halton Hills compared to other 
GTA municipalities reflect very rapid growth in Milton/Halton Hills. 

Cushman & Wakefield found significant additions of new industrial real estate supply had been 
absorbed in the Milton/Halton Hills market during the few years prior to the report, as indicated by 
vacancy rates that rebounded from a spike in 2006 (25% vacancy rate) to a more normalized 
range of 6.0% to 10.0% since 2008. 

Cushman & Wakefield compared industrial rental rates in the Milton/Halton Hills market with those 
in the broader GTA West and total GTA markets and found there was a premium in rents in 
Milton/Halton Hills ($5.70 per sf, compared to $5.55 per sf in Mississauga (the municipality with the 
next highest rental rates in the GTA West market) and $5.25 per sf in the overall GTA). Cushman & 
Wakefield also found that rental rates in the Milton/Halton Hills market recovered more strongly 
following the recession than in the GTA West and overall GTA markets (at 18% from the low in 2011, 
compared to 8% and 9%, respectively). Cushman & Wakefield attributed the rent premium 
enjoyed by Milton/Halton Hills to its newer industrial supply, which offered modern buildings with 
ample ceiling height, good truck turning and access, and overall building condition. 

Cushman & Wakefield examined sales of industrial land and buildings11 in Milton over the decade 
from 2004 to 2014 and found an average of four land sale transactions annually, with an average 
price per acre of $330,000 from 2006 to 2013. The average sale price for industrial buildings ranged 

                                                      
9 Cushman & Wakefield’s report focused on data for the Greater Toronto Area (GTA), not the Greater 
Toronto and Hamilton Area (GTHA) referenced in the EIS. 
10 The inventory, vacancy, new supply, and rent statistics summarized in this response were compiled by 
Cushman & Wakefield’s research department and these statistics and the underlying data are proprietary 
to Cushman & Wakefield. 
11 The industrial land and building sales data were sourced from RealNet, a property transactions database 
to which Cushman & Wakefield subscribes; these data are proprietary to RealNet. 
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from about $90 to $105 per sf from 2005 through 2012. Cushman & Wakefield concluded these data 
indicate Milton/Halton Hills is regarded as an attractive market for industrial real estate investment. 

Cushman & Wakefield also examined industrial employment in the manufacturing, transportation, 
and warehousing sectors in the Toronto Census Metropolitan Area (TCMA)12. Cushman & 
Wakefield found that following a recent peak in 2004, manufacturing employment in the TCMA 
declined by 31% from almost 487,000 jobs to about 335,000 jobs, while employment in warehousing 
and distribution rose steadily from 135,000 jobs in 2004 to 173,000 in 2014, a growth rate of 28%. 
Cushman & Wakefield concluded this reflected a shift in the GTA’s industrial economy away from 
a predominantly manufacturing market towards a goods warehousing and logistics market. 

Based on the above information, Cushman & Wakefield concluded that Milton/Halton Hills had 
emerged as one of the most active industrial markets in the GTA in the decade between 2004 and 
2014, and is a prime location for warehousing and logistics facilities to serve the eastern Canadian 
market, due to generally good availability of land, land prices that are more affordable than other 
more central GTA locations, a labour pool provided by a growing population base, good multiple 
highway access, and a short distance to GTA West markets, southwestern Ontario and the US 
border. Achievable rental rates made the community an attractive location for industrial 
investment, and supply and demand conditions were balanced.  Industrial building and land sales 
indicated investors and developers viewed Milton as a desirable market poised to continue to grow.   

Cushman & Wakefield observed that the balanced vacancy levels observed in Milton/Halton Hills 
would lead to new IOD to serve the needs of tenants and users that wish to take advantage of 
proximity to an intermodal terminal, and that rental rates may be high (as observed in other 
municipalities hosting intermodal facilities), depending on tenant demand, vacancy levels, and 
the quality of available industrial space. 

Examination of Other Intermodal Terminal Examples 

Cushman & Wakefield examined five other existing intermodal terminals, including CN’s terminals 
in Brampton and Calgary, and Canadian Pacific Railway’s (CP) terminals in Vaughan, Calgary, 
and Regina13.  For each of these terminals, Cushman & Wakefield examined14: 

• existing IOD (including multi-tenant buildings that have intermodal-oriented occupancy (IOO) 
and non-intermodal-oriented occupancy (non-IOO) facilitated by IOO) in proximity to the 
terminal and in a broader market area;  

• future IOD, including sites that are currently under construction, firmly proposed, or generally 
planned;  

                                                      
12 Data sourced from Statistics Canada. 
13 Cushman & Wakefield also examined an intermodal terminal in Avon, Indiana, but their report and this 
summary focuses on the findings from other Canadian terminals, as they were considered to be most relevant 
and comparable to the Project.   
14 In carrying out their analysis, Cushman & Wakefield relied on information from Cushman & Wakefield 
industrial brokers regarding industrial development in the vicinity of the subject terminals, as well as 
information from economic development authorities for the municipalities within which the other terminals 
are located, GoogleEarth, Geowarehouse, MPAC PropertyLine, C&W Matrix, Google Search, and other 
sources. 
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• assessment value of IOD (including the assessment value of IOO as a proportion of IOD);  

• annual property taxes (based on applicable tax rates multiplied by the assessment value);  

• present value of annual property taxes projected over a period of 30 years (assuming 2.5% tax 
inflation per year and then present valued at a 5% discount rate);  

• number of jobs supported, assuming a range of employment of one job per 1,000 sf to 2,500 
sf of space for both existing and future IOD (based on typical employment densities of 14 jobs 
per net acre of land for manufacturing (one employee per 1,075 sf of space) and six jobs per 
net acre of land for warehousing and distribution facilities (one employee per 2,500 sf)15; and,  

• the capture rate (proportion of IOD that occurs within the host municipality, versus outside the 
host municipality).   

Table IR4.7-1, taken from the Cushman & Wakefield 2014 report, summarizes the results of their 
examination of these factors for the five Canadian intermodal terminals for existing IOD, including 
both IOO and non-IOO (facilitated by IOO). Table IR4.7-2, also taken from the Cushman & 
Wakefield 2014 report, summarizes the results of their examination of these factors for the five 
Canadian intermodal terminals for future IOD, including IOD under construction and firmly 
proposed. Table IR4.7-3, also taken from the Cushman & Wakefield 2014 report, summarizes the 
results of their examination of these factors for the five Canadian intermodal terminals for both 
existing and future IOD. 

Table IR4.7-1 Assessment Value, Property Tax and Employment Associated with Existing IOD 
at Five Canadian Intermodal Terminals 

Case Example  Development Location 
(Million SF)  

Intermodal 
Oriented 

Assessment  

Property Tax 
($ millions)  

No. of Jobs 
Supported By  

 Proximity Broader 
Market 
Area  

Total  For Existing Space  
($ Millions)  

Annual Tax  Present Value 
of 30 Year  

Current 
Developments  

Brampton, ON - CN 
INT  

1.6  6.3  7.9  $580.4  $13.9  $284.6  3,160 to 7,900  

Vaughan ON - CP 
INT  

1.6  1.8  3.4  $217.5  $4.4  $90.0  1,360 to 3,400  

Calgary, AB - CP INT  1.6  0  1.6  $151.5  $2.2  $44.6  640 to 1,600  
Calgary, AB - CN INT  0  2.3  2.3  $264.4  $3.2  $66.5  920 to 2,300  
Regina, SK - CP INT  1.1  0  1.1  $52.0  $1.2  $23.8  440 to 1,100  

Source: Cushman & Wakefield (2014) 

                                                      
15 Cushman & Wakefield noted that these employment rates are supported by business surveys undertaken 
by GTA municipalities and are based on a typical site coverage of 35% for industrial development. 
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Table IR4.7-2 Assessment Value, Property Tax and Employment Associated with Future IOD at 
Five Canadian Intermodal Terminals 

Case Example  Development 
Potential 

(Million SF)  

Intermodal 
Oriented 

Assessment  

Annual 
Property Tax  

30 years of 
Property Tax 

(PV) 

No. Of Jobs 
Supported By  

 Under Construction 
and Firmly Proposed 

$ Millions $ Millions $ Millions Under Construction 
and Firmly Proposed 

Brampton, ON - CN INT  0.4 $35.0 $0.8 $17.1 160 to 400 
Vaughan ON - CP INT  1.9 $182.4 $3.9 $80.4 760 to 1,900 
Calgary, AB - CP INT  1.2 $164.9 $2.4 $48.5 480 to 1,200 
Calgary, AB - CN INT  1.3 $186.4 $1.1 $22.3 520 to 1,300 
Regina, SK - CP INT  0.2 $29.0 $0.6 $13.2 80 to 200 

Source: Cushman & Wakefield (2014) 

Table IR4.7-3 Assessment Value, Property Tax and Employment Associated with Existing and 
Future IOD at Five Canadian Intermodal Terminals 

Case Example  Existing and 
Future IOD  

Intermodal Oriented 
Assessment Potential 

Annual 
Property Tax 

Potential 

Present Value 
of 30 Years of 
Property Tax 

Potential No. 
of Jobs 

Supported 
 Million SF $ Millions $ Millions $ Millions  

Brampton, ON - CN INT  8.3 $615.4 $14.7 $301.7 3,420 to 8,300 
Vaughan ON - CP INT  5.3 $399.9 $8.3 $170.4 2,120 to 5,300 
Calgary, AB - CP INT  2.8 $316.4 $4.6 $93.1 1,120 to 2,800 
Calgary, AB - CN INT  3.6 $450.8 $4.3 $88.8 1,440 to 3,600 
Regina, SK - CP INT  1.3 $81.0 $1.8 $37.0 520 to 1,300 

Source: Cushman & Wakefield (2014) 

Based on their findings, Cushman & Wakefield drew the following conclusions: 

• the existing IOD within each case example ranged from 1.1 million sf to 7.9 million sf, and 
averaged 3.3 million sf; 

• the IOO ranged from 1.1 to 6.6 million sf, and averaged 2.6 million sf; 

• this existing IOD generated property taxes (for each individual case example) with a 30-year 
present value ranging from $23.8 million to $284.6 million, averaging $102.0 million; 

• future (under construction and firmly proposed) IOD (within each case example) ranged from 
0.2 million sf to 1.9 million sf, averaging 1.0 million sf; 

• this future IOD had the potential to generate property taxes with a 30-year present value 
ranging from $13.2 million to $80.4 million, averaging $36.3 million (for each individual case 
example); 

• total IOD (existing and future) ranged from 1.3 million sf to 8.3 million sf, averaging 4.3 million sf; 
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• this total IOD (existing and future) had the potential to generate property taxes with a 30-year 
present value ranging from $37 million to $365 million, averaging $36.3 million (for each 
individual case example); and, 

• the amount of IOD development (and associated property taxes) captured by the host 
municipality ranged from 30% to 100% and averaged 79%16. 

The total existing IOD space presented in the above analysis covered major intermodal oriented 
facilities (and their respective tenants and users) that were developed as a result of the 
construction of the intermodal terminal.  However, additional IOD was not included in the analysis, 
such as many small tenants and users that rely on the intermodal terminals.  Cushman & Wakefield 
concluded the construction of an intermodal terminal results in substantial IOD, all or a very 
substantial proportion of which occurs within the host municipality. 

Positive Impacts in Milton 

Drawing on its examination of the industrial real estate market in Milton and the GTA, Cushman & 
Wakefield identified attributes of Milton that reflect its suitability for an intermodal terminal, 
including the strong performance of its industrial market, its location and highway accessibility, 
labour availability, and land costs. Cushman & Wakefield concluded that, in its view, the 
necessary preconditions exist for a future intermodal terminal facility to have a positive impact on 
industrial demand in Milton. They identified the following key considerations: 

• Milton has been arguably the strongest performing industrial real estate market for the past 
several years in the GTA, from a new construction perspective, reflecting already proven 
demand from industrial users; 

• Milton’s current vacancy rate and rental rates are supportive of new development; 

• Target’s decision to locate its 1.3 million sf distribution centre in Milton is a boost to the market’s 
perception as a desirable warehouse and distribution location17 – which would obviously be 
enhanced by the development of an intermodal terminal; and, 

• many of the GTA’s most active markets have been in the west (Mississauga, Brampton, Milton, 
Oakville, and Burlington), reinforcing the preference of industrial users to avoid the traffic 
congestion of the central GTA to access markets in southwestern Ontario and across the US 
border, and Milton’s location is well suited from this perspective. 

Table IR4.7-4, taken from the Cushman & Wakefield report, compares the industrial land inventory 
of Milton with those of the other municipalities hosting intermodal terminals examined by Cushman 
& Wakefield (as well as providing the existing, future, and total IOD observed in those other 
municipalities). Based on their findings, Cushman & Wakefield concluded that it is reasonable to 
expect that an intermodal terminal in Milton would lead to a range of 3 million sf to 5 million sf of 
IOD, and that Milton’s rapid industrial growth (8.5 million sf between 2004 and 2014) and healthy 
demand levels (800,000 sf per year over the same time period) demonstrates its competitive ability 
to capture that IOD.  

                                                      
16 The capture rates of IOD within the host municipality were 65% for Brampton, 30% for Vaughan, and 100% 
for each of the two terminals in Calgary and the terminal in Regina. 
17 Target’s occupancy in this development has since been replaced by Lowe’s. 
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Table IR4.7-4 Comparison of Industrial Land Inventory and IOD Activity at Canadian 
Intermodal Terminals 

Case Example  Inventory  Avg. Annual 
New Supply 
(10 years)  

Avg. Annual 
Supply Growth 
Rate (10 years)  

Avg. Annual 
Demand 

(10 Years)  

Existing 
IOD  

Future 
IOD  

Total IOD  

 (Millions SF)  (Million SF)    (Million SF)  (Million SF)  (Million SF)  

Brampton, ON - 
CN INT  92.1  1.0  1.1%  0.7  7.9  0.4  8.3  

Vaughan, ON – 
CP INT  92.7  1.0  1.1%  0.7  3.4  1.9  5.3  

Calgary, AB - 
CP INT 
(southeast)  

52.2  1.0  2.0%  1.8  1.6  1.2  2.8  

Calgary, AB - 
CN INT 
(northeast)  

35.5  0.9  2.4%  0.5  2.3  1.3  3.6  

Regina – GTH, 
SK - CP INT  1.1  0.1  10.0%  0.1  1.1  0.2  1.3  

Milton, ON  22.5  0.9  3.8%  0.8  

Source: Cushman & Wakefield (2014) 

Using the same employment assumptions noted above, Cushman & Wakefield concluded that 
the projected IOD would generate a range of 1,500 to 2,500 jobs, assuming an approximate mix 
of one-third manufacturing jobs and two-thirds warehousing and distribution jobs. For the purposes 
of the EIS, CN adopted a more conservative job creation estimate, including direct employment 
and employment associated with IOD, of “more than 1,000”. This latter number was derived 
internally by CN prior to commencing the environmental assessment process, by using Statistics 
Canada’s standard input-output multipliers to estimate the number of direct, indirect, and 
induced jobs that could be supported in Ontario by an increase in the output of the wholesale 
and distribution sectors (which would be expected to follow the development of a new 
intermodal terminal).  

Using a benchmark tax rate of $97 per sf, Cushman & Wakefield estimated the assessment value 
of 3 million sf to 5 million sf of IOD, respectively, would be $290.8 million to $484.7 million, the 
projected annual property tax would be $7.7 million to $12.9 million. For the purposes of the EIS, 
CN adopted a conservative value within this range of $230 million in tax revenue in 20 years. 

Table IR4.7-5, taken from the Cushman & Wakefield report, summarizes the development charges 
that could be generated from 3 million sf to 5 million sf of IOD. The table shows the total development 
charges for 3 million sf to 5 million sf of IOD would range from $42.2 million to $85.9 million.  
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Table IR4.7-5 Summary of Potential Development Charges Associated with Future IOD in 
Milton and Halton Region 

Category  Projected IOD 
(Million SF)  

Development 
Charges ($ PSF)  

Total development 
Charges  

($ Millions)  

Present Value of 
Development 

Charges 
($ Mmillions)  

Town of Milton, DC      
 3.0  $3.43 to $3.53  $10.3 to $10.6  $8.8 to $9.1  
 5.0  $3.43 to $3.53  $17.2 to $17.7  $14.7 to $15.1  
Education, DC      
 3.0  $1.07  $3.2  $2.8  
 5.0  $1.07  $5.4  $4.6  
Region of Halton, 
DC  

    

 3.0  $9.56 to $12.58  $28.7 to $37.7  $24.6 to $32.3  
 5.0  $9.56 to $12.58  $47.8 to $62.9  $40.9 to $53.9  
Total Development 
Charges  

    

 3.0  $14.06 to $17.18 psf  $42.2 to $51.5  $36.1 to $44.2  
 5.0  $14.06 to $17.18 psf  $70.3 to $85.9  $60.2 to $73.6  

Source: Cushman & Wakefield (2014) 

IR4.8 Organization of Appendix D 

Rationale: In subsection 4.1.2 of the EIS CN noted that comments received during the 
environmental assessment process were considered during the preparation of the EIS, and specific 
comments and records of consultation were included in Appendix D of the EIS. Appendix D itself 
contains eight separate sections. While in some cases CN indicated that its responses to specific 
communications could be tracked with a communication ID, and some communication ID 
responses were provided in Appendix D3.1 of Appendix D3, these do not match the 
communication ID numbers in Appendix D4.2 of Appendix D4. It is unclear where communication 
ID responses for Appendix D4.2 concerns can be found elsewhere within Appendix D. 

CN does not explain how Appendix D is organized. 

In Section 4.3 of the EIS, CN indicated that it has transparently documented input and comments 
received, how the Project team responded, and how the input and comments were considered, 
if applicable. If input could not influence the study or the design, the rationale was documented. 
CN did not provide a clear, high-level summary to describe how it considered and incorporated 
the comments from the public into the EIS. 

Information Request:  

a) Describe how Appendix D is organized and where responses to all concerns raised in this 
appendix can be found. 

b) For each topic for which a concern by the public was raised, provide a consolidated high-
level summary to show how CN considered those concerns. Explain whether and how CN 
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incorporated those comments into the EIS, appendices or subsequent submissions to the 
Review Panel’s information requests. If the input did not influence the study or design of the 
Project, provide a rationale to explain why this was the case. 

CN Response: 

a) Describe how Appendix D is organized and where responses to all concerns raised in this 
appendix can be found. 

Appendix D includes the results of CN’s consultation and engagement efforts conducted prior to 
and during completion of the Environmental Impact Statement (EIS), which informed the design 
of the Project, content of the EIS and considerations made during the assessment of potential 
effects and identification of mitigation measures and other commitments. Appendix D includes 
summary tables identifying the issues and concerns raised by project stakeholders (i.e., public, 
municipalities, agencies and Aboriginal communities), as well as copies of correspondence 
received by CN (i.e., emails, letters, minutes and notices). The results of the consultation process 
are summarized in EIS Section 4 (Community and Stakeholder Consultation) and Section 5 
(Aboriginal Engagement and Concerns). 

Appendix D has been organized as follows: 

• Appendix D1 - Project Contact Lists: This appendix includes the stakeholder consultation lists 
prepared based on the individuals and/or groups who were contacted by CN to provide 
information or to solicit feedback regarding the Project, as well as individuals and/or groups 
who requested or provided information to CN during the EIS consultation: 

− Appendix D1.1 – Interest Groups Contact List: provides a list of residential and 
commercial developers, business associations and other interest groups 

− Appendix D1.2 – Agency and Municipal Contact List: provides a list of contacts from 
various federal, provincial, municipal and conservation authority agencies, as well as 
contacts from local distribution companies and other government agencies, including 
elected officials  

− Appendix D1.3 – Aboriginal Community Contact List: provides a list of contacts from the 
applicable Aboriginal communities identified in the EIS Guidelines 

• Appendix D2 – Project Notices and Advertisements: provides project notices, advertisements 
and press releases about the Project 

• Appendix D3 – Public and Interest Group Consultation: provides list of correspondence with 
project stakeholders, including members of the public and interest groups, summarizing the 
comments, concerns and responses provided during preparation of the EIS 

− Appendix D3.1 – Public Correspondence: provides a list of comments made by the 
public including comment date, comment source, Project team response and response 
date. 

− Appendix D3.2 – Public Information Centre Comment Cards: provides a summary of 
comments and concerns identified during discussions with the Project Team staff at the 
CN Public Information Centre between March 28, 2015 and October 14, 2015. 
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− Appendix D3.3 – Interest Group Correspondence: provides a list of correspondence with 
interest groups, including the date, communication method, interest group 
representative and a summary of the communication. 

• Appendix D4 – Open House: provides information presented and collected during the open 
house held July 16, 2015 

− Appendix D4.1 – Open House Panels: provides copies of the Panels used during the 
Open House 

− Appendix D4.2 – Open House Comments and Responses: provides public comments 
provided during the Open House, including name of person, and comments made  

− Appendix D4.3 – Petitions: provides a copy of a petition addressed to CN Rail 

• Appendix D5 – Agency Consultation 

- Appendix D5.1 – Agency Correspondence: provides a list of correspondence with 
federal and provincial agencies, including communication date, communication 
method, agency representatives and a summary of the communication 

• Appendix D6 – Municipal Consultation 

- Appendix D6.1 – Municipal Correspondence: provides a list of correspondence with 
municipal agencies, including communication date, communication method, agency 
representatives and a summary of the communication 

• Appendix D7 – Aboriginal Community Consultation 

- Appendix D7.1 – Aboriginal Community Correspondence: provides a list of 
correspondence with Aboriginal Communities, including communication date, 
communication method, agency representatives and a summary of the communication 

• Appendix D8 – Correspondence Documentation (DVD) 

− Appendix D8.1 – Public Documentation: provides copies of the correspondence 
received from the public, including responses 

− Appendix D8.2 – Public Information Centre Comment Card Documentation: provides 
copies of completed PIC comment cards 

− Appendix D8.3 – Interest Group Documentation: provides copies of documentation used 
to communicate with interest groups 

− Appendix D8.4 – Open House Comment and Response Documentation: provides the 
responses to public comments made during the Open House held on July 16, 2015 

− Appendix D8.5 – Agency Documentation: provides copies of the correspondence 
between CN and federal and provincial agencies 

− Appendix D8.6 – Municipal Documentation: provides copies of the correspondence 
between CN and municipal agencies 

− Appendix D8.7 – Aboriginal Community Documentation: provides copies of the 
correspondence between CN and Aboriginal communities 

EIS Section 4.4 provides a summary of stakeholder comment topics, as well as the issues raised 
and where they have been addressed in the EIS, as follows: 
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• Graph 4.1 (EIS Section 4.4.1): provides a high-level summary of the key topics (areas of 
concern) of the comments received by CN as of November 6, 2015, which were considered 
for the purposes of preparing the Record of Consultation 

• EIS Section 4.4.1: identifies the key concerns considered in shaping the EIS, including general 
description and reference to where stakeholders can obtain relevant information regarding 
each key concern 

• EIS Table 4.3: provides a more detailed description of the comments provided by 
stakeholders, organized by concerns / topics, including specific references where 
stakeholders can obtain relevant information regarding each comment (illustrating how the 
EIS was shaped as a result of public and stakeholder comments). 

An update of the key concerns raised by stakeholders prior to and during the preparation of the 
EIS, as well as during supplemental consultation undertaken by CN since submission of the EIS, is 
provided in response to IR4.8 (b).  

b) For each topic for which a concern by the public was raised, provide a consolidated high-
level summary to show how CN considered those concerns. Explain whether and how CN 
incorporated those comments into the EIS, appendices or subsequent submissions to the 
Review Panel’s information requests. If the input did not influence the study or design of the 
Project, provide a rationale to explain why this was the case. 

Attachment IR4.8-1: Consideration Response Table summarizes key topics—based on input 
provided by the public, stakeholders, local governments and agencies regarding the proposed 
Milton Logistics Hub, including input documented in Appendix D of the EIS and more recent input 
from the public and stakeholders since the EIS was submitted —and how CN has considered them 
through further project planning and design. Attachment IR4.8-1 is intended to show consideration 
of concerns related to the proposed Project, grouped according to theme/topic area. It does not 
include specific questions, comments, or requests for information; where these have been raised, 
information has been provided accordingly. Topics include: 

• Truck Traffic 

• Safety 

• Air Quality 

• Noise and Vibration 

• Light 

• Human Health 

• Site Location 

• Rail Traffic 

• Land Use and Socio-Economic Effects 

• Local Employment 

• Water Quality 

• Flood Control 
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• Visual Impacts 

• Natural Environment 

• Birds and Wildlife 

• Fish and Fish Habitat 

• Environmental Monitoring 

• Archaeological and Cultural Heritage Resources 

• Cumulative Effects 

• Other Design Considerations 

• Project Benefits 

• Alternative Means of Carrying Out the Project 

• Construction and Operating Timelines 

• Approval Process 

References in Attachment IR4.8-1 are made to subsections of Appendix D (Record of 
Consultation) of the EIS, including Appendix D3 – Public and Interest Group Consultation; D5 – 
Agency Consultation; and D6 – Municipal Consultation. These appendices include the comments 
received, sources of comments and CN’s responses prior to submission of the EIS in December 
2015, which have been referenced by theme in EIS Table 4.3 (Public and Interest Groups Issues) 
and Table 4.4 (Agency and Municipality Issues). Further information about the organization of 
Appendix D is provided in response to IR4.8 (a).  

During the public consultation which commenced in the fall of 2017 and built off of previous 
consultation efforts, CN sought feedback on proposed mitigation measures and potential 
additional community benefits that the Project could provide. CN continues to seek collaboration 
with local government partners and the community and to refine the list of potential additional 
benefits that the Milton Logistics Hub could bring to the community. Attachment IR4.8-1 includes 
key themes/topics from input documented in Appendix D, and also considers more recent input 
from the public and stakeholders since the EIS was submitted (December 2015). Under the column 
entitled CN Consideration/Response, references have been provided to where further information 
can be found on how the issue, concern or interest has been considered by CN—including how 
it was addressed in the EIS, in subsequent responses to information requests (IRs) from CEAA and/or 
the Review Panel, and in consideration of input from government / stakeholder engagement 
(May-August 2017), public consultation in the fall of 2017 and community benefits roundtables in 
2018. A 2017 Consultation Summary Report has been prepared summarizing input heard during 
fall 2017 consultation, and CN has responded in a 2017 Consideration Memo (CEAR #620), also 
available at cnmilton.ca.  

Information sources used to identify the concerns listed in Attachment IR4.8-1 and summarize key 
topics and input by the public include: 

• CN-led Public and Interest Group Consultation, EIS Appendix D3 (2015) 

• Municipal Correspondence, EIS Appendix D6 (2015) 

• Public Correspondence to CN (2015-2017) 

http://www.ceaa-acee.gc.ca/050/evaluations/document/121596?culture=en-CA
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• Agency Correspondence to CN (2015-2017) 

• CN-led Fall Public Consultation (2017) 

• Agency Correspondence, EIS Appendix D5 (2015) 

• Public Correspondence to the Review Panel (Nov. 2015 – Nov. 2017) 

• Municipal Correspondence / Meetings with CN (2015-2017) 

• CN-led Government / Stakeholder Engagement (2017) 

• Community Benefits Roundtables (2018) 

Further information about influences on the Project - based on consideration of input prior to and 
since the EIS was submitted - is provided below.  

Project Influences  

EIS Section 3.7 presents a summary of influences on Project design that were incorporated in the 
EIS (December 2015) based on input from the public and Aboriginal communities.  These changes 
included the following: 

• Site layout and design refinements have occurred to improve efficiencies and minimize the 
footprint area proposed for development to the extent practicable; 

• Adjustments to the location of the administration building and maintenance garage to 
accommodate shifts in the location of SWM Pond 2 to avoid the meander belt and 
floodplain along Indian Creek; 

• Refinement of restoration and naturalization areas and measures; 

• Determination of power supply/electrical connection. Potential for electrical connection 
from either Tremaine Road or Lower Base Line with overhead transmission to be used where 
possible and the transformer and switchgear to be located on CN property; 

• Connection to proposed fibre optic cables as part of planned upgrades to CN’s 
communication network; 

• Identification of on-site communication system alternatives; 

• Inclusion of an emergency access road to access the work pad area; 

• Widening of main road connecting the truck gate/maintenance garage area to the work 
pads (to accommodate equipment including bidirectional reach stackers); 

• Identification of preliminary construction laydown/staging areas, one near Britannia Road 
and another near the maintenance garage, as well as additional areas that may be 
disturbed within the PDA; 

• Identification of proposed berm locations; 

• Re-sizing of SWM ponds for optimal collection of run-off from Project components; and, 
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• Refinements to watercourse diversions to reduce the overall environmental effects to flow 
regimes, water transfer between subwatersheds, fish and fish habitat, and to maximize 
Project efficiencies.  

In response to early community feedback regarding traffic on local roads, the Project design was 
also refined to: 

• Move the access road for trucks to Britannia Road (from Tremaine Road);  

• Align the truck entrance with the proposed intersection of the collector road for the Boyne 
Survey Secondary Plan and Britannia Road north of the Project;  

• Include a 1.7-kilometre inbound/outbound access road and overpass on CN property to 
keep queuing trucks off local roads; 

• Include a proposed grade separation on Lower Base Line to eliminate conflict between road 
traffic and train operation at that crossing; 

• Include an employee access on Tremaine Road, designed following Halton Region 
guidelines; 

• Direct trucks under CN control (i.e., CNTL) to use Highway 407 wherever practical and 
feasible; 

• On-going discussion with the Region of Halton regarding the Britannia Road overpass to 
ensure a compatible design between the project and the overpass. 

Additional efforts by CN in response to early feedback, and also since the EIS was submitted, CN 
has commissioned four additional traffic-related studies to collect more information on project-
related traffic and safety for consideration (see response to IR2.33 (CEAR #592)). 

Provincial and Municipal Planning 

IR4.9 Summary of Transportation Master Plan (2011) 

Rationale: 

In Appendix E.12 (Socio-Economic Baseline), CN referenced the report: The Road to Change - 
Halton Region Transportation Master Plan 2031 and two of its appendices: Goods Movement 
(Appendix F4) and Level of Service (Appendix F5) when discussing a number of topics, including: 

• demography, and projected population growth of the Town of Milton; 

• projections of employment increase in the Town of Milton; 

• current locations of employment of the labour force, within or outside Halton Region; 

• truck transportation within Halton Region; 

• congestion in Halton Region; 

http://www.ceaa.gc.ca/050/evaluations/document/120379?culture=en-CA
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• public transit, including municipal and inter-regional transit; and 

• existing rail Infrastructure, including passenger and freight, and projections for growth in 
demand for rail transport of containerized goods. 

CN provided a high level summary of the Halton Region Transportation Master Plan in subsection 
5.3.5.7.2, of Appendix E.12 but more information is required, specifically how the information used 
in this report informed project design and mitigation measures. 

Information Request:  

a) Provide a summary of the information from the Transportation Master Plan that was used by 
CN, and describe how this was used to inform its project design and mitigation measures. 

CN Response: 

Information in the report, The Road to Change – Halton Region Transportation Master Plan (2031) 
(TMP) (Dillon Consulting Ltd. et al. 2011), including its appendices, was used by CN primarily to 
inform the assessment of alternative site locations and alternative transportation corridors and 
routes for Project-associated truck traffic, in accordance with Section 2.2 of Part 2 of the 
Guidelines for the Preparation of an Environmental Impact Statement (EIS Guidelines). In 
particular, information in the TMP regarding CN’s ownership of land, acknowledgment of plans for 
a new intermodal facility, acknowledgement of the value of improved access to intermodal 
facilities, and planned capacity of regional roads for truck traffic was used to confirm the 
compatibility of the Project at the South Milton site with the TMP. 

The information was also used to inform the assessment of potential effects of the truck 
entrance/gate and vehicular activity awaiting access to the Project site, in accordance with 
Section 3.1 of Part 2 of the EIS Guidelines. In response to community concerns, as described in the 
response to IR2.33, the information from the TMP was also used to inform the assessment of potential 
effects of Project-associated truck traffic on regional roads beyond the Terminal entrance.  

The findings of these assessments were used to inform the design of the Project and the 
identification of measures to mitigate potential adverse effects of the Project and of Project-
related truck traffic.  

Thus, the information in the TMP was not always used directly to inform project design and 
mitigation measures; rather, the information in the TMP was mainly used to inform the assessments 
of alternative means and of potential effects, and the findings of these assessments were then 
used to inform project design and mitigation measures.   

Information from the TMP was also used to inform the characterization of potential regional 
benefits of the Project.   

Table IR4.9-1 summarizes the information from the TMP that was used by CN and indicates how 
that information was used in the assessment and/or to inform project design and mitigation 
measures. As indicated in the table, particular consideration was given to Appendix F4 Goods 
Movement due to the relevance of that appendix to the overall subject matter of the Project. 
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Table IR4.9-1 Summary of TMP Information Used in the Assessment 

Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

The Road to Change – Halton Region Transportation Master Plan (2031) – Sections of Main Report 

Section 1.1 Introduction – The Road to Change  

This section explains that the TMP “provides the 
strategies, policies and tools for the development of 
a balanced and sustainable transportation system 
that will support the objectives of Sustainable Halton 
and meet the Region’s transportation needs safely, 
effectively and cost efficiently to 2031.” As such, this 
section highlights that the TMP is a foundational 
document that sets out broadly the multimodal 
transportation goals of the region and the 
corresponding strategy and plan to attain those 
goals.  

This section of the TMP also refers to projected 
population and employment growth in the Region 
and the planned shift in transportation modes. 

This section of the TMP also refers to the role of the 
Region in establishing a transportation system and 
providing transportation services to meet the needs 
of residents and businesses in Halton Region.   

The information in this section of the TMP was used 
to inform CN’s understanding of the Region’s 
transportation goals and the strategies and plan to 
attain those goals.  

In particular, the information was used to inform the 
consideration of alternative means of carrying out 
the Project, specifically the Project site location. In 
this regard, the information about projected growth 
in the Region informed the principles on which the 
site selection was based, as described in EIS, 
Appendix F, Section 3.1 (Site Selection Study), and 
further explained in the response to IR2.8 (CEAR 
#592).   

When considering the South Milton alternative, the 
compatibility of the Project with existing plans, 
including the TMP, was considered, as documented 
in the following: Planning Justification Report TDR 
(EIS, Appendix E.11); Site Selection Study (EIS, 
Appendix F); EIS, Section 2.2.1. In this regard, the 
information in this TMP section regarding the broad 
transportation goals, including a planned modal 
shift, were used to confirm the compatibility of the 
Project at the South Milton site with the TMP (as well 
as with other plans). 

The information in this TMP section also was used to 
inform the consideration of alternative means of 
carrying out the Project, specifically the approved 
transportation corridors and routes for Project-
associated truck traffic (documented in EIS, Section 
2.2.2 and in the Review of Terminal-Generated 
Truck Traffic Technical Data Report (TDR) (EIS, 
Appendix E.17), and the effects of Project-
associated traffic (documented in the additional 
traffic studies undertaken by BA Group and 
additional safety studies undertaken by 30 Forensic 
Engineering, described in the response to IR2.33 
(CEAR #592)) (BA Group 2017a, 2017b; 30 Forensic 
Engineering 2017a, 2017b). Specifically, the 
information about the transportation system and 
the Region’s role in it (together with information 

http://www.ceaa.gc.ca/050/evaluations/document/120379?culture=en-CA
http://www.ceaa.gc.ca/050/evaluations/document/120379?culture=en-CA
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

from other parts of the TMP) was used to understand 
how the regional road network is managed.  

Section 2.2 Guiding Principles 

This section sets out the following five guiding 
principles at the forefront of decisions which 
defined key components of the TMP: 

• balanced needs -- provide choice for the 
travel needs of residents; 

• healthy communities -- support a healthy and 
active lifestyle; 

• economic vitality -- transportation will be a 
major contributor to the Region’s prosperity; 

• sustainability -- balance economic, social and 
environmental goals; and, 

• well maintained infrastructure -- keep the 
Region’s infrastructure in a good state of 
repair. 

A more detailed definition of the guiding principles 
was also provided, the relevant aspects of which 
are as follows: 

• balanced needs -- provide a high-quality 
network that supports active transportation, 
transit, automobile and goods movement by 
offering a safe, convenient, accessible, 
affordable and efficient transportation system 
to meet the daily needs of all residents. 

• economic vitality -- support economic 
development and enable the efficient 
movement of goods and services to 2031. 

This section was used to inform CN’s understanding 
of the guiding principles, which was then used to 
inform the consideration of alternative means of 
carrying out the Project, specifically the Project site 
location. When considering the South Milton 
alternative, the compatibility of the Project with 
existing plans, including the TMP, was considered. 
Specifically, the information regarding the role of 
transportation as a major contributor to the 
Region’s prosperity, the desire for a balanced 
network that supports goods movement (among 
other purposes), and the desire to support 
economic development and enable the efficient 
movement of goods was used to confirm the 
compatibility of the Project at the South Milton site 
with the TMP.   

The information in this section regarding the desire 
for economic vitality was also used to inform the 
description of regional and local economic benefits 
of the Project in EIS, Section 8.3.2. 

The information in this section regarding the desire 
for healthy communities has been used (since the 
EIS was prepared) to inform community 
engagement regarding additional benefits the 
Project could provide to the community. 
Specifically, CN is exploring the community’s 
interest in new recreation infrastructure as a possible 
community benefit to be delivered by CN in the 
event the Project proceeds.   

Section 3.1.1 Roads 

Regional Road Network 

In this section, the TMP confirms that: “Halton Region 
is responsible for planning, constructing, operating, 
maintaining and improving a network of major 
arterial roads for the transport of goods and people 

This section was used to confirm CN’s 
understanding of the responsibility of Halton Region 
in the planning, design, and operation of the 
regional arterial road network for the transport of 
goods in trucks and, specifically, for providing 
connections to 400-series highways. This information 
was used to inform the assessment of alternative 
transportation corridors and routes for Project-
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

in a safe and efficient manner.” It is also indicated 
that: the “Regional road system connects the 
Region’s rural and urban centres and provides 
conductivity to the provincial highway system.”  

This section identifies the primary east-west and 
north-south regional arterial roads providing 
connectivity to the 400-series highways and 
Highway 7.  

associated truck traffic, including identifying the 
regional arterial roads that would be used by 
Project-related trucks traveling between the Project 
and 400-series highways. 

Section 3.3 Halton Region - 2031 

Roads 

In this section, the TMP generally describes the road 
system by jurisdiction (provincial, regional). 

The section indicates that: the “Ministry of 
Transportation (MTO) is planning to widen Highway 
401 by two lanes in each direction from Highway 
407 ETR to James Snow Parkway and one additional 
lane from James Snow Parkway to Regional Road 
25.” 

It is further indicated that: “Halton Region currently 
has a Capital Roads Program to address 
transportation needs to 2021. The program is a 
budget of over approximately $1 billion and is 
planned to be implemented by 2021. The TMP has 
been developed with the assumption that all of the 
planned improvement identified in the Capital 
Roads Program will be in place by 2021.” 

The Capital Roads Program is illustrated in the TMP 
in Figure 3.6 - Halton Region 2021 Capital Roads 
Program. 

This section was used to confirm CN’s 
understanding of the means by which Halton 
Region implements the planned road 
improvements outlined in the TMP (i.e., through the 
Capital Roads Program). This information was used 
to identify the appropriate information regarding 
the road network to use in the assessment. 

Specifically, it is understood that the Halton Region 
Capital Roads Program is updated annually. 
Therefore, reference was made to the most current 
version of the Capital Roads Program available at 
the time the assessment was undertaken. That 
information was used to inform the assessment of 
alternative transportation corridors and routes for 
Project-associated truck traffic, as well as the 
assessment of potential effects of Project-
associated truck traffic at the Terminal 
entrance/gate and on regional roads beyond the 
entrance. 

The information in this section about the planned 
schedule of road network improvements in the 
Region, i.e., by 2021, was also used to inform the 
assessment of alternative transportation corridors 
and routes for Project-associated truck traffic and 
the potential effects of truck traffic at the Terminal 
entrance/gate and on regional roads beyond the 
entrance. For example, knowing when the planned 
improvements of Britannia Road, Tremaine Road, 
and other regional roads would be in place 
(relative to the timing of commencement of Project 
operation) allowed CN to evaluate which routes 
trucks would likely use when traveling between the 
Project and 400-series highways and to assess the 
effects of Project-associated truck traffic on those 
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

routes, assuming the expected capacity of those 
routes (e.g., four or six lanes instead of two).   

This information (together with information from 
other sections of the TMP, including Section 7.4.3) 
was used to inform the design of the Terminal 
entrance/gate and on-site access roads. Measures 
to mitigate potential adverse effects on traffic and 
safety—such as turning lanes to facilitate safe and 
efficient vehicular and truck turning and on-site 
capacity to accommodate waiting trucks (i.e., off 
public roads)—were integrated into the design, as 
described in EIS, Section 3.3.5.  The information 
derived from the TMP was also used in the 
additional traffic and safety studies described in the 
response to IR2.33 to determine future traffic flows 
at the Terminal entrances and on regional roads 
and, subsequently, to further refine measures to 
mitigate potential adverse effects on traffic and 
safety at the Terminal entrances and at other 
intersections on regional roads beyond the Terminal 
entrance. 

4.3.3 Goods Movement 

In this section, the TMP indicates that: “effective 
and efficient movement of goods is an important 
element of the Regional transportation system 
benefiting customers as well as the economy of the 
Region, the Greater Toronto and Hamilton Area 
(GHTA) and beyond.” The section indicates that: 
“within Halton Region the road network captures 
the vast majority of goods movements.”  The section 
also notes that initiatives identified through the TMP 
must consider the ability of the road network to 
support shipping of goods. 

This section was used to confirm CN’s 
understanding that Halton Region considers the 
safe and efficient movement of goods by truck on 
regional arterial roads to be an important role of the 
regional transportation system, and the TMP aims to 
advance a road network that supports goods 
movement. 

This information was used to confirm the 
compatibility of the Project at the South Milton site 
with the TMP, supporting the assessment of 
alternative means of carrying out the Project (site 
selection).   

The information about goods movement on the 
regional road network was also used to inform the 
assessment of alternative transportation corridors 
and routes for Project-associated truck traffic, 
including confirming that the regional arterial roads 
would be used by trucks traveling between the 
Project and 400-series highways. 
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

The information in this section regarding the benefits 
of goods movement for the regional economy was 
used to inform the description of regional and local 
economic benefits of the Project in Section 8.3.2 of 
the EIS. 

5.7 New Roadway Capacity 

In this section, the TMP sets out conditions for the 
widening and improvement of regional Roads 
indicating, in particular, that: “widening beyond six 
lanes for general purpose travel is not 
recommended and was not considered an option 
to address capacity needs in the TMP.”  It is also 
indicated that “this respects the Guiding Principles 
of the TMP and comments provided at the study’s 
numerous public consultation sessions.” 

This section was used to confirm CN’s 
understanding that Halton Region does not plan for 
the widening of regional arterial roads beyond six 
lanes. 

This information about the maximum capacity of 
regional roads was used to inform the assessment of 
alternative transportation corridors and routes, 
including which routes would likely be used by 
Project-associated truck traffic traveling between 
the Project and 400-series highways, and the effects 
of Project-associated truck traffic on those routes, 
assuming their expected capacity (i.e., up to six 
lanes, depending on planned improvements by the 
Region). 

The information about (maximum) future road 
capacity was also used to inform the design of the 
Terminal entrances/gate and on-site access roads, 
including the design of measures to mitigate 
potential adverse effects of vehicular and truck 
traffic on traffic flow and safety (such as turning 
lanes and on-site accommodation of waiting 
trucks, as noted above).  

7.4.1 Provincial Roadway Improvements 

In this section, the TMP elaborates its underlying 
assumptions with respect to the road improvement 
program of the MTO. In particular, the TMP indicates 
that: “the MTO had recently initiated a Preliminary 
Design and Class EA study for the widening of 
Highway 401 through the Milton area to consider an 
ultimate 12 lane cross-section to James Snow 
Parkway and a 10 lane cross-section west to 
Regional Road 25.” It is also indicated that: “it is 
assumed through the TMP that more freeway 
capacity will be available by 2031 via additional 
improvements to Highway 401.”  

This section was used to confirm CN’s 
understanding of the scale and timing of MTO’s 
commitment to improve Highway 401, which will 
result in additional capacity through Milton by 
increasing the currently existing 6-lane cross-section 
to 12 lanes east of James Snow Parkway and 10 
lanes between James Snow Parkway and Regional 
Road 25, to be completed before the year 2031. 
This information was used to inform the assessment 
of alternative transportation corridors and routes 
and considering the available capacity of 400-
series highways when the Project is in operation, 
including which routes would likely be used by 
Project-associated truck traffic traveling between 
the Project and 400-series highways. 
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

7.4.3 Regional Roadway Improvements 

In this section, the TMP identifies required regional 
roadway improvements to 2031, in addition to those 
identified in the then-current Capital Roads 
Program (to 2021). 

Figure 7.2 illustrates the 2031 transportation system. 

Figure 7.4 sets out the Halton Region Capital 
Projects [2012 - 2031], outlining the planned 
improvements (i.e., number of lanes to be added) 
over specific segments of regional roads and the 
timing of those improvements (by year). 

This section was used to inform and confirm CN’s 
understanding of the scope and content of the 
regional road capital improvement plan for the 
period between 2021 and 2031, as set out in the 
TMP.  

This information was used to inform the assessment 
of alternative transportation corridors and routes 
(EIS, Section 2.2.2) and the potential effects of 
Project-associated truck traffic, taking into account 
the potential future road network capacity (in the 
traffic studies described in the response to IR2.33). 
This information (together with information from 
other sections of the TMP) was then used to inform 
the design of the Terminal entrance/gate and on-
site access roads, including measures to mitigate 
potential adverse effects on traffic and safety, as 
described in relation to Section 3.3 of the TMP. 
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

7.6 Phasing Plan – Road Network 

In this section, the TMP confirms that: “projects 
currently scheduled per the 2021 Halton Region 
Capital Roads Program were found to be 
(programmed appropriately (within the context of 
the available population and employment data).” 

The phasing plan for the combined 2012 to 2021 
projects and 2021 to 2031 projects (as defined 
through the TMP) are presented in Figure 7.4. 

The TMP also makes the important point that: 
“notwithstanding the Project phasing plan defined 
through these processes, as illustrated in Figure 7.4, 
there may be instances when the Region may wish 
to revisit the phasing plan. Some examples of such 
instances include: 

• new funding opportunities become available; 

• reprioritizing project phasing due to changes 
in the rate of development in the Region; 

• adjusting phasing due to findings from Class 
Environmental Assessment and Detailed 
Design Studies; 

• future economic outlook or trends; 

• project financing opportunities through 
changes in roadway costing or construction 
delivery methods; 

• Region’s annual review and Council approval 
of the Roads Capital Programme; and  

• update to the Halton Region Transportation 
Master Plan, typically undertaken every five 
years.” 

This section of the TMP was used to inform and 
confirm CN’s understanding of the scope and 
priorities for the implementation of road system 
improvements by Halton Region within the time 
frames 2012 to 2021 and 2021 to 2031.  

This information was used to inform the assessment 
of alternative transportation corridors and routes 
and the potential effects of Project-associated 
truck traffic, taking into account the potential future 
road network capacity and the timing of that 
capacity.  This information (together with 
information from other sections of the TMP) was 
used to inform the design of the Terminal 
entrance/gate and on-site access roads, including 
measures to mitigate potential adverse effects on 
traffic and safety, as described in relation to Section 
3.3 of the TMP. 

The section of the TMP also confirmed the schedule 
and priorities set out in the TMP would be subject to 
change as new information became available or 
underlying circumstances changed. This 
information was used to guide us to the appropriate 
information regarding the road network to use in 
the assessment. 

Specifically, it is understood that the Halton Region 
Capital Roads Program is updated annually. 
Therefore, reference was made to the most current 
version of the Capital Roads Program available at 
the time the assessment was undertaken, as 
described in relation to Section 3.3 of the TMP. 
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

8.2.3 Goods Movement 

In this section of the TMP, it is recommended that:  

• “the Region continue to foster joint working 
relationships with Metrolinx and the GTHA 
municipalities regarding the Metrolinx Urban 
Freight Study”;  

• Metrolinx be encouraged to continue to 
provide a forum for improved collaboration 
between municipalities and provide an 
opportunity to identify and engage key 
stakeholders in local and regional goods 
movement including manufacturing, resource 
and agricultural businesses; and 

• the Region undertake a Region-wide goods 
movement study.” 

This section of the TMP informed CN’s understanding 
of the TMP’s recommendations regarding goods 
movement studies and collaboration between and 
engagement with stakeholders in regional goods 
movement. This information was used to inform 
proposed mitigation measures, specifically CN’s 
various commitments to engage with municipalities 
regarding road infrastructure near the Project, as 
noted in the following sections of the EIS: Section 
2.2.2 (page 28); Section 3.3.14 (page 52); Section 
4.4.1 (page 80); Section 4.5 (page 87); Table 6.34 
(page 241); and Section 6.6.2.6.1 (page 298). 

The Road to Change – Halton Region Transportation Master Plan (2031) – Sections of Appendix 
F4 Goods Movement 

2. Introduction and Background 

This section of Appendix F4 of the TMP states, in part: 

“Goods movement is a vital element of the Region’s 
transportation system. Proper planning for goods 
movement is important to support healthy and 
economically sustainable communities.” 

“Goods movement is an important part of 
transportation demand in Halton Region, 
benefitting consumers, as well as the economy of 
the Region, the Greater Toronto and Hamilton Area 
(GTHA) and beyond. The GTHA generates about 
30% of Canada’s economic activity, and more than 
400 million tonnes of goods are transported to, from 
or through the GTHA each year. In 2001, wholesale 
trade and transportation logistics industries 
accounted for some 287,000 jobs in central Ontario, 
comprising approximately 7% of area 
employment.” 

“Goods are shipped by a variety of transportation 
modes in the GTHA – road, rail, air and marine, 
although there are no major air and marine facilities 

This section of the TMP was used to inform and 
confirm CN’s understanding that Halton Region 
considers goods movement to be a vital element of 
the region’s transportation system, that the road 
network captures the vast majority of goods 
movements, that other modes (i.e., rail) are integral, 
and that regional planning includes policies to 
promote a safe and efficient network for goods 
movement in Halton Region.    

This information was used to inform the assessment 
of alternative means of carrying out the Project 
(both site selection and transportation corridors and 
routes), specifically to confirm the compatibility of 
the Project at the South Milton site with the TMP, as 
described in relation to Sections 1.1 and 2.2 of the 
TMP.   

The information in this section regarding the benefits 
of goods movement for the regional economy was 
also used to inform the description of regional and 
local economic benefits of the Project in the EIS, 
Section 8.3.2. 
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

within Halton Region. The road network captures 
the vast majority of goods movements. Roads 
generally carry the largest share of goods moved in 
Ontario (approximately 70% of export value and 
85% of import value). For lower value, bulkier goods, 
rail’s role increases: approximately 50% of the total 
freight tonne‐kilometres in Ontario, as a whole, are 
assigned to rail. Therefore, much of the focus of 
goods movement policies and initiatives in Halton 
Region should be focused on the road network; 
however, other modes are also integral to the 
goods movement network. As discussed above, the 
Regional Official Plan includes policies to promote 
a safe and efficient network for goods movement 
in Halton and the surrounding region, in 
collaboration with the Province and local 
municipalities.” 

2.1 Road 

This section of Appendix F4 of the TMP states: 

“Trucking is the primary mode for goods movement 
in Halton Region. Each shipment must use the road 
network for at least part of its journey from origin to 
destination. Trucking is typically used for consumer 
goods and household products, especially for 
journeys less than 500 km in length and where “just 
in time” delivery is needed. Provincial freeways 
(Highways 401, 403, 407 ETR and the QEW) carry 
much of the longer distance and “pass‐through” 
truck traffic through the central and southern 
portions of the Region. There is a relatively good 
distribution of arterial roads in Halton, which provide 
connections for goods movement throughout the 
area, including connections to the more rural parts 
of the Region. All Regional roads are classified and 
designed to accommodate truck traffic.” 

“Trucking is likely to continue to be the predominant 
mode for goods movement in the GTHA. This 
contributes to and is affected by growing traffic 
volumes and congestion on the roadways and 
highways in Halton. The regional and local road 
network often provides the initial and final trip 
components for goods that originate in or are 
destined for places within the region, therefore, the 

This section was used to confirm there is a relatively 
good distribution of arterial roads in Halton Region, 
which provide connections for goods movement, 
and all regional roads are classified and designed 
to accommodate truck traffic. This information was 
used to inform the assessment of transportation 
corridors and routes as described in relation to 
Sections 3.1.1 and 3.3 of the TMP. 

The information in this section regarding mode 
integration was used to confirm the compatibility of 
the Project at the South Milton site with the TMP as 
part of the assessment of alternative means of 
carrying out the Project (site selection), as 
described in relation to Section 1.1 of the TMP.  
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

opportunities to reduce this part of the demand is 
somewhat limited. Nevertheless, opportunities to 
enhance mode integration should be explored.” 

2.2 Rail 

This section of Appendix F4 of the TMP states:  

“The GTHA is served by the main Canadian National 
(CN) and Canadian Pacific (CP) Railways, as well 
as shortline railways. Halton Region’s rail lines carry 
both freight and passenger traffic. As the railways 
are operated by private companies, the availability 
of data on rail activity is somewhat limited, given 
the commercial sensitivity of this information. Rail is 
typically used for transporting long‐distance bulk 
goods, containers and inter‐modal shipments. The 
growth in rail traffic has been steady, with much of 
it driven by continued growth in the containerized 
movement of goods. The trend towards continued 
growth in imports from Asia‐Pacific countries 
suggests that there will be a continued increase in 
goods movement by rail.” 

“Inter‐modal freight is defined as goods movement 
carried by more than one mode. The CP 
Expressway inter‐modal rail freight terminal, located 
in Milton, offers national and cross‐border truck/rail 
service. CN also owns land in Milton for which it has 
a long range plan for an inter‐modal facility. It is 
understood that the current emphasis is on utilizing 
existing rail infrastructure and facilities; a new facility 
is considered to be a longer term project. To the 
east, CN has an inter‐modal facility in Brampton. 
Other facilities in the GTHA include the CP facilities 
at the Vaughan and Obico intermodal terminals 
and at Trafalgar Road‐Rail Terminal, and the CN 
MacMillan Yard Road‐Rail Terminal. Improved 
access to inter‐modal facilities such as these would 
also serve to improve the environmental 
performance of goods movement within Halton 
Region, facilitating efficient transfer of goods from 
road to rail.” 

This section was used to inform and confirm CN’s 
understanding of existing rail and intermodal 
facilities in Halton Region and the anticipated role 
of rail and intermodal infrastructure in meeting the 
Region’s transportation goals.   

The information in this section of the TMP regarding 
anticipated growth in rail traffic, containerized 
movement of goods, and imports from Asia-Pacific 
countries was used to inform the consideration of 
alternative means of carrying out the Project, 
specifically the principles guiding selection of the 
Project site location, as described in relation to 
Section 1.1 of the TMP. 

The information in this section was also used to 
inform the assessment of alternative means of 
carrying out the Project (site selection), as 
described in relation to Sections 1.1 and 2.2 of the 
TMP. Specifically, the information regarding CN’s 
ownership of land and acknowledgment of plans 
for a new intermodal facility, as well as the value of 
improved access to intermodal facilities, was used 
to confirm the compatibility of the Project at the 
South Milton site with the TMP.  

The information in this section about the role of 
intermodal in improving the environmental 
performance of goods movement within Halton 
Region was used to inform the description of 
environmental benefits of the Project, discussed in 
the EIS, Section 8.2.  It was also used to inform the 
assessment of alternative transportation corridors 
and routes. 
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

3. Official Plan Policies 

This section of Appendix F4 of the TMP states, in part: 

“Halton Region does not have a specifically 
designated truck route network as the purpose of a 
major arterial is to carry truck traffic.”  

The information in this section was used to confirm 
CN’s understanding that the purpose of all major 
regional arterial roads in Halton is to carry truck 
traffic. This information was used to inform the 
assessment of transportation corridors and routes, 
including identifying which routes may be used by 
Project-associated truck traffic traveling between 
the Project and 400-series highways, as described in 
relation to Sections 3.1.1, 4.3.3, 5.7, and 7.4.1 of the 
TMP.   

5.3 Impacts on Residential Areas 

This section of Appendix F4 of the TMP states: 

“One of the effects of a congested provincial and 
regional arterial road network is the potential for 
heavy commercial vehicles to use local roads that 
are not designed nor intended for such types and 
volumes of traffic. Trucks make such diversions to 
avoid overall congested conditions and the 
intermittent congestion due to non‐recurring 
incidents such as collisions, road maintenance and 
inclement weather. Diversion of trucks to local 
roads results in localized impacts, such as air 
pollution from vehicle emissions, noise pollution and 
safety concerns. Within the local municipalities in 
Halton Region, trucks are often prohibited from 
using non‐arterial streets in residential 
neighbourhoods. Drivers of heavy vehicles are 
exempt from this restriction if their destination 
cannot be reached via unrestricted streets, which 
can be of concern to local residents.” 

This section was used to inform and confirm CN’s 
understanding that heavy trucks should be 
confined to the regional arterial road network and 
provincial highway network whenever possible. 

This information was used to inform the assessment 
of transportation corridors and routes, including 
identifying which routes may be used by Project-
associated truck traffic traveling between the 
Project and 400-series highways, as described in 
relation to Sections 3.1.1, 4.3.3, 5.7, and 7.4.1 of the 
TMP.   

This information was also used to inform the design 
of the Project, specifically the intersection at the 
Terminal entrance/gate, to incorporate measures 
to mitigate potential effects of truck traffic, such as 
restricted turning movements to prevent truck 
traffic from accessing local roads north of the 
Project. The proposed design of the Terminal 
entrance intersection, and other mitigation 
measures concerning local roads are described in 
the additional traffic report prepared by BA Group 
(2017a) and included with the response to IR2.33.  
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Summary of information from the TMP that was 
used by CN 

How the information was used in the 
assessment 

7. Directions 

7.1 Develop Strategic Goods Movement Network 

This section of Appendix F4 of the TMP states, in part: 

“The function of the Regional road system is to 
provide arterial linkages between the Provincial 
higher order facilities and multi modal nodes that 
provide for longer distance goods movement. 
Regional roads (major arterials) serve inter‐regional 
and regional travel demands, connecting urban 
areas in different municipalities. These roads 
accommodate most truck traffic, higher order 
transit services and high occupancy vehicle (HOV) 
lanes, with a high degree of access control and 
right‐of-way requirements up to 50 metres.” 

“Some Regional roads, including Tremaine Road 
and Britannia Road, have been identified as 
inappropriate for heavy loads under today’s 
conditions. However, as these roads are upgraded 
they will be designed to accommodate trucks.” 

The information in this section was used to inform 
CN’s understanding that the function of the 
regional road system is to accommodate truck 
traffic and provide linkages to the provincial 
highway system. The information further confirmed 
that Tremaine Road and Britannia Road would, 
when they are upgraded, be designed to 
accommodate trucks.  

This information was used to inform the assessment 
of transportation corridors and routes, including 
identifying which routes may be used by Project-
associated truck traffic traveling between the 
Project and 400-series highways, as described in 
relation to Sections 3.1.1, 4.3.3, 5.7, and 7.4.1 of the 
TMP.   

 

IR4.10 Clarification of Town of Milton Official Plan and status of amendments 

Rationale: In Section 3.3 of Appendix E.11, CN stated that the Town of Milton Official Plan, as 
amended by the Growth Plan conformity amendment Official Plan Amendment 31, was adopted 
in 2010 and is still pending approval by the Halton Region. CN concluded that this represents the 
most current policies for the Town. 

In its submission to the Review Panel on the sufficiency of the EIS (CEAR# 556), the Government of 
Ontario noted that the Official Plan Amendment 31 has not yet been approved by Halton Region 
and, as such, is not in effect. 

In its response to Package 2 Information Requests, CN identified the Town of Milton Official Plan 
Amendment 31 (2010) as a municipal plan that was considered in the EIS. CN identified the 
following sections that the Milton Official Plan helped to inform: 

• existing and future land uses in the area (Appendix E.11 - Planning Justification Report, and 
Appendix E.12 - Socio-economic Baseline Report); 

• major arterial roads (Appendix E.17 - Terminal-generated truck traffic) 
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• Compatibility of new infrastructure with future adjacent land uses (Appendix E.11 – Planning 
Justification Report) 

It is unclear whether any of the information that CN relied on for its EIS was information that has 
not yet been approved by the Halton Region. 

Information Request:  

a) Describe the differences between the Town of Milton Official Plan and the Official Plan 
Amendment 31 and clarify which policy currently applies. 

b) Identify any differences between the two versions that have implications to statements that 
CN has made in Appendices E.11, E.12 and E.17. 

CN Response: 

a) Describe the differences between the Town of Milton Official Plan and the Official Plan 
Amendment 31 and clarify which policy currently applies. 

The Town of Milton Official Plan, as approved by the Ontario Municipal Board in 1997 (the 1997 
Official Plan), is the in-force Official Plan. The 1997 Official Plan has been amended several times 
since 1997, including Official Plan Amendment (OPA) 31, which dealt with bringing the 1997 
Official Plan into conformity with the Growth Plan and the in-force Halton Region Official Plan.  

Given that OPA 31 has not yet been approved by the Region of Halton, it is not in force. However, 
per section 27 of the Planning Act, the 1997 Official Plan must be amended to conform to the in-
force Region Official Plan. Therefore, until OPA 31 is in force, the 1997 Official Plan does not 
conform to the in-force Region Official Plan and therefore does not comply with the Planning Act. 

The policies of OPA 31, while not in force, are the most current policy direction at the Town level 
and are the relevant policies and designations that identify the southwest Milton employment 
area at the Town level. OPA 31 also implements the in-force Regional OPA 38, which implemented 
the Growth Plan at the Regional level. To consider the 1997 Milton Official Plan (without OPA 31) 
as current would require consideration of conflicting designations in Regional OPA 38, which 
designates portions of the CN lands as Urban Area and outside of the Prime Agricultural Area. 

The most relevant difference between the 1997 Official Plan and OPA 31 as it would relate to EIS 
Appendices E.11, E.12 and E.17 is that, according to the 1997 Official Plan, the CN lands are not 
located within the urban settlement boundary of Milton; instead, that plan designates the CN 
lands as “Agricultural Area” (371 ha, 95%) and “Greenlands A” Area (19 ha, 5%). The Agricultural 
Area designations would permit agricultural and associated uses, as well as transportation and 
utility facilities. The policies of the 1997 Official Plan provide that non-farm uses be directed to 
Urban Areas. In contrast, ROPA 38 and OPA 31, which are compliant with the Growth Plan and 
the Planning Act, designate a portion of the CN lands within the Milton Urban Boundary (22% of 
the overall CN Lands and 45% of the total PDA). 

By including of a portion of the CN lands within the Urban Area, ROPA 38 and OPA 31 include the 
CN lands within the designated Greenfield Area. While OPA 31 now includes targets for population 
and jobs within designated Greenfield Areas, there is no minimum density required in either Official 
Plan.  
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In terms of road network, it is noted that both the 1997 Milton Official Plan and OPA 31 consider 
Tremaine Road and Britannia Road as Major Arterials that are planned to accommodate truck 
traffic, as set out in Appendix E.17.  

With respect to planned surrounding land uses, the primary difference between the two plans 
would be that, under the 1997 Milton Official Plan, the land use designations to the west would be 
Agricultural, as opposed to Employment Area land uses as set out in OPA 31. There would be no 
other differences between the 1997 Milton Official Plan and OPA 31 in relation to planned land 
uses to the south, north or east, except that the lands to the east are shown as Future Strategic 
Employment uses in OPA 31.  

b) Identify any differences between the two versions that have implications to statements that 
CN has made in Appendices E.11, E.12 and E.17.  

As explained in part a), EIS Appendices E.11, E.12 and E.17 appropriately considered OPA 31 as 
the current policy document for evaluation to avoid considering conflicting land use designations 
which would not in any case be compliant either with the in-force Region Official Plan, the Growth 
Plan, or the Planning Act. There are no implications or changes proposed to the statements made 
in EIS Appendices E.11, E.12 and E.17 resulting from the differences outlined in part a). 

It is noted that Appendix E.12 does not include a figure for the Milton Official Plan as amended by 
OPA 31. However, this does not alter any of the statements made in the appendix. 

IR4.11 Quantification of effects on designated land use areas 

Rationale:  

In subsection 6.3.9 of the EIS, CN stated that the Project Development Area intersects designated 
land use areas defined as urban area, agricultural area, regional natural heritage system, 
employment area and future strategic employment area. 

In Appendix A of Appendix E.12, CN presented a map to depict the project development area 
superimposed over Halton Region’s Official Plan areas (Figure 5) and the Town of Milton Official 
Plan Areas (Figure 6). 

In subsection 6.5.5.9.3 of the EIS, CN indicated that the land designated as Agricultural Area under 
the Halton Region Official Plan would be reduced by 30 hectares as a result of the Project. CN did 
not indicate the size and percentage of other designated land use areas within the project 
development area that would be converted if the Project is built. 

Without specific numbers regarding the size and percentage of each designated land use area 
within the project development area and on CN’s property, it is unclear how much of each 
designated land use area will be converted by the Project. 

Information Request:  

a) Provide a table that includes the number and percentage of hectares for each designated 
land use area that overlaps the project development area and CN’s property. This information 
should be presented based on the classifications in both the Halton Region Official Plan and 
the Town of Milton official plan. 
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CN Response: 

The following tables provide the areas (in hectares) and percentages of hectares for each 
designated land use area that overlaps CN-owned land and the project development area (PDA) 
for the: 

• Town of Milton Official Plan; 

• Town of Milton Official Plan Amendment 31; and, 

• Halton Region Official Plan. 

As per response to IR4.10, Official Plan Amendment 31 for the Town of Milton represents, while not 
in-force, the most current policy direction at the Town level and is therefore included in the Table 
IR4.11-1 and Table IR4.11-2 for completeness. See Attachment IR4.11-1: Figures for a compilation 
of all figures outlining the various designated land use overlap with the PDA. 

Table IR4.11-1 Areas and Percentages of Designated Land Use within CN-Owned Lands 

Town of Milton Official Plan Town of Milton Official Plan 
Amendment 31 

Halton Region Official Plan 

Schedule A (Land Use Plan) 
– Figure 1 in Attachment 
IR4.11-1 
 
Agricultural Area: 370.766 
ha (95.11% of Total Site 
Area) 
Greenlands A Area: 19.061 
ha (4.89% of Total Site Area) 

Figure C (Town Structure Plan) -  
Figure 2 in Attachment IR4.11-1 
 
Agricultural Rural Area: 260.552 ha 
(66.84%) 
Urban Area: 85.158 ha (21.85%) 
Greenbelt Plan Protected 
Countryside: 23.577 ha (6.3%) 

Map 1 (Regional Structure) -  
Figure 14 in Attachment IR4.11-1 
 
Agricultural Area: 135.027 ha 
(34.64%) 
Urban Area (Employment Area): 
87.753 ha (22.51%) 
Regional NHS: 167.048 ha (42.85%) 

 Schedule A (Rural Land Use Plan) -  
Figure 3 in Attachment IR4.11-1 
 
Agricultural Rural: 157.057 ha 
(40.29%) 
Urban Area: 87.203 ha (22.37%) 
Natural Heritage System: 145.568 
ha (37.34%) 

Map 1C (Future Strategic 
Employment Areas) -  
Figure 15 in Attachment IR4.11-1 
 
Urban Area (Employment Area): 
87.753 ha (22.51%) 
Future Strategic Employment 
Areas: 175.303 ha (45%) 

 Schedule B (Urban Area Land Use 
Plan) -  
Figure 4 in Attachment IR4.11-1 
 
SHP Growth Area – Employment: 
85.158 ha (21.85%) 
Natural Heritage System: 20.232 
(5.2%) 

Map 1E (Agricultural System and 
Settlement Areas) -  
Figure 16 in Attachment IR4.11-1 
 
Urban Area: 87.753 ha (22.5%) 
Prime Agricultural Areas: 188.224 ha 
(48.28%) 

 Schedule D1 (Urban and Rural 
Districts) -  
Figure 5 in Attachment IR4.11-1 
 

Map 1G  (Key Features within the 
Greenbelt and Regional Natural 
Heritage Systems) -  
Figure 17 in Attachment IR4.11-1 
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Town of Milton Official Plan Town of Milton Official Plan 
Amendment 31 

Halton Region Official Plan 

SHP Urban Area: 85.158 ha (21.9%) 
Trafalgar: 260.552 ha (66.84%) 
 

 
Urban Area – 87.753 ha (22.5%) 
Key Features – 163.728 ha (42%) 
Prime Agricultural Areas in NHS 
Enhancements/Linkages/Buffers – 
3.320 ha (0.85%) 

 Schedule D2 (Urban Districts and 
Neighbourhoods) -  
Figure 6 in Attachment IR4.11-1 
 
SHP Growth Area: 85.158 ha 
(21.85%) 

Map 5 (Regional Phasing) -  
Figure 18 in Attachment IR4.11-1 
 
Urban Area with Regional Phasing 
between 2021 and 2031: 109.391 
ha (28.06%) 

 Schedule E (Rural Area 
Transportation Plan) -  
Figure 7 in Attachment IR4.11-1 
 
Urban Area: 85.158 ha (21.85%) 

 

 Schedule F (Urban Area 
Transportation Plan) -  
Figure 8 in Attachment IR4.11-1 
 
Urban Area: 85.158 ha (21.85%) 

 

 Schedule H (Urban Area Structure 
Plan) -  
Figure 9 in Attachment IR4.11-1 
 
SHP Growth Area – Employment: 
85.158 ha (21.85%) 
Natural Heritage System: 20.232 
(5.19%) 

 

 Schedule K (Intensification Areas) -  
Figure 10 in Attachment IR4.11-1 
 
Urban Area: 85.158 ha (21.85%) 
Intensification Corridors: 4.213 ha 
(1.08%) 

 

 Schedule M (Key Features Within 
the Greenbelt and Natural 
Heritage System) -  
Figure 11 in Attachment IR4.11-1 
 
Urban Area: 87.203 ha (22.37%) 
Key Features + Enhancement 
Areas, Linkages and Buffers: 163.733 
ha (42%) 
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Town of Milton Official Plan Town of Milton Official Plan 
Amendment 31 

Halton Region Official Plan 

 Schedule N (Future Strategic 
Employment Areas) -  
Figure 12 in Attachment IR4.11-1 
 
SHP Employment Area: 87.203 ha 
(22.37%) 
Future Strategic Employment Area 
– 120.426 ha (30.9%) 

 

 Schedule O – Prime Agricultural 
Areas -  
Figure 13 in Attachment IR4.11-1 
 
Urban Area – 87.203 ha (22.37%) 
Prime Agricultural Areas – 284.556 
ha (73%) 

 

Total Site Area = 389.828 h Total Site Area = 389.828 ha Total Site Area = 389.828 ha 

 

Table IR4.11-2 Areas and Percentages of Designated Land Use within the PDA 

Town of Milton Official Plan Town of Milton Official Plan 
Amendment 31 

Halton Region Official Plan 

Schedule A (Land Use Plan) 
- Figure 1 in Attachment 
IR4.11-1 
 
Agricultural Area: 147.179 
ha (79.56%) 
Greenlands A Area: 17.744 
ha (9.59%) 

Figure C (Town Structure Plan) -  
Figure 2 in Attachment IR4.11-1 
 
Agricultural Rural Area: 65.309 ha 
(35.3%) 
SHP Urban Area: 82.480 ha (44.58%) 

Map 1 (Regional Structure) -  
Figure 14 in Attachment IR4.11-1 
 
Agricultural Area: 29.287 ha (15.8%) 
SHP Employment Area: 83.122 ha 
(44.9%) 
Regional NHS: 50.540 ha (27.32%) 

 Schedule A (Rural Land Use Plan) -  
Figure 3 in Attachment IR4.11-1 
 
Agricultural Rural: 46.555 ha 
(25.17%) 
Urban Area: 82.480 ha (44.58%) 
Natural Heritage System: 34.875 
(18.85%) 

Map 1C (Future Strategic 
Employment Areas) -  
Figure 15 in Attachment IR4.11-1 
 
Urban Area (Employment Area): 
83.122 ha (44.9%) 
Future Strategic Employment 
Areas:  56.639 ha (30.62%) 

 Schedule B (Urban Area Land Use 
Plan) -  
Figure 4 in Attachment IR4.11-1 
 
SHP Growth Area – Employment: 
82.480 ha (44.59%) 
Natural Heritage System: 17.145 ha 
(9.27%) 

Map 1E (Agricultural System and 
Settlement Areas) -  
Figure 16 in Attachment IR4.11-1 
 
Urban Area: 83.122 ha (44.9%) 
Prime Agricultural Areas: 31.221 ha 
(16.87%) 



June 13, 2018 

 

  

 41 

 

Town of Milton Official Plan Town of Milton Official Plan 
Amendment 31 

Halton Region Official Plan 

 Schedule D1 (Urban and Rural 
Districts) -  
Figure 5 in Attachment IR4.11-1 
 
SHP Urban Area – 83.146 (44.9%) 
Trafalgar – 90.094 ha (48.7%) 

Map 1G (Key Features within the 
Greenbelt and Regional Natural 
Heritage Systems) -  
Figure 17 in Attachment IR4.11-1 
 
Urban Area – 83.122 ha (44.9%) 
Key Features – 47.841 ha (25.68%) 
Prime Agricultural Areas in NHS 
Enhancements/Linkages/Buffers – 
3.416 ha (1.9%) 

 Schedule D2 (Urban Districts and 
Neighbourhoods) -  
Figure 6 in Attachment IR4.11-1 
 
SHP Growth Area: 80.660 ha (43.6%) 

Map 5 (Regional Phasing) -  
Figure 18 in Attachment IR4.11-1 
 
Urban Area with Regional Phasing 
between 2021 and 2031: 97.883 ha 
(52.9%) 

 Schedule E (Rural Area 
Transportation Plan) -  
Figure 7 in Attachment IR4.11-1 
 
Urban Area: 83.146 ha (44.9%) 

 

 Schedule F (Urban Area 
Transportation Plan) -  
Figure 8 in Attachment IR4.11-1 
 
Urban Area: 83.146 ha (44.9%) 

 

 Schedule H (Urban Area Structure 
Plan) -  
Figure 9 in Attachment IR4.11-1 
 
SHP Growth Area – Employment: 
82.756 (44.73%) 
Natural Heritage System: 19.226 ha 
(10.39%) 

 

 Schedule K (Intensification Areas) -  
Figure 10 in Attachment IR4.11-1 
 
Urban Area: 83.146 (44.9%) 
Intensification Corridor: 1.422 ha 
(0.77%) 

 

 Schedule M (Key Features Within 
the Greenbelt and Natural Heritage 
System) -  
Figure 11 in Attachment IR4.11-1 
 
Urban Area: 82.480 ha (44.58%) 
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Town of Milton Official Plan Town of Milton Official Plan 
Amendment 31 

Halton Region Official Plan 

Key Features + Enhancement 
Areas, Linkages and Buffers: 52.245 
ha (28.24%) 

 Schedule N (Future Strategic 
Employment Areas) -  
Figure 12 in Attachment IR4.11-1 
 
SHP Employment Area: 82.480 ha 
(44.58%) 
Future Strategic Employment Area: 
28.790 ha (15.56%) 

 

 Schedule O – Prime Agricultural 
Areas -  
Figure 13 in Attachment IR4.11-1 
 
Urban Area: 82.480 ha (44.58%) 
Prime Agricultural Areas: 65.309 ha 
(35.3%) 

 

IR4.12 Greenfield density targets 

Rationale:  

In subsection 3.1.2 of Appendix E.11, CN stated that policies 2.2.7.2 and 2.2.7.3 of the Growth Plan 
for the Greater Golden Horseshoe stipulate that upper tier municipalities (such as Halton Region) 
will be planned to achieve a minimum density target that is not less than 50 residents and jobs 
combined per hectare, measured over the entire designated greenfield area. 

In the final paragraph of subsection 3.1.2 of Appendix E.11, CN noted that the Project would not 
be included in the calculation of greenfield density given that it is infrastructure rather than 
developable land. 

However, in its submission to the Review Panel on the sufficiency of the EIS (CEAR #556), the 
Government of Ontario stated that infrastructure is not excluded from density calculations in 
designated greenfield areas as per the Growth Plan policy 2.2.7.3, and that the project 
development area must be considered with respect to the provincial density targets. The 
Government of Ontario noted that as the Project is proposed to be situated on a large portion of 
Milton's southwest employment lands, the Project may affect the Region's ability to achieve its 
employment density targets on surrounding lands. 

Information Request:  

a) Describe whether and how the Project may affect Halton Region’s ability to meet the Greater 
Golden Horseshoe Growth Plan target of not less than 50 residents and jobs combined per 
hectare, measured over the entire designated greenfield area. 
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CN Response: 

In responding to the Greater Golden Horseshoe Growth Plan policies released in 2006, the Region 
of Halton undertook studies through the Sustainable Halton process to ensure that sufficient lands 
were made available to accommodate forecast population and employment growth per 
Schedule 3 of the Growth Plan. Through the Sustainable Halton process, the Region determined that 
it required 1,100 ha of new employment land in order to meet the overall greenfield target of 50 
people and jobs per hectare in its designated greenfield lands. The relevant excerpts from these 
studies are attached hereto as Attachment IR4.12-1: Excerpt from Hemson Report, dated April 2009 
and Attachment IR4.12-2: Excerpt from Sustainable Halton Working Paper #2, dated April 2009. 

Subsequent to the supporting studies confirming the required employment land, Regional Official 
Plan Amendment (ROPA) 38 was approved and included approximately 1,300 ha of new 
employment land surrounding Milton (excluding natural heritage designated lands). Attachment 
IR4.12-3: Project Location presents the location of these lands. The designation of approximately 
1,300 ha of new employment land results in a surplus of approximately 200 ha of designated 
employment land compared to the 1,100 ha needed to meet forecast employment per the 
Sustainable Halton land needs studies. 

The portion of the CN Project Development Area designated as Employment Area and located 
within the designated greenfield area through ROPA 38, equates to 83.12 ha. Therefore, while 
83.12 ha of employment lands would be occupied by the Project (which will create 130 direct 
jobs), there remains over 1,200 ha of designated Employment Area lands to accommodate the 
required 1,100 ha determined by the Region to be required to meet forecast growth set out in the 
Growth Plan. Therefore, the Project is not expected to adversely affect the Region’s ability to meet 
the 2006 Growth Plan target. 

IR4.13 Economic costs for community services and infrastructure 

Rationale: As part of its socio-economic assessment, in subsection 6.3.9 of the EIS, CN assessed the 
effects of the Project on community services and infrastructure, including solid waste management 
and recycling, wastewater service, and the demand that labour requirements may place on those 
community services. As part of its summary of economic benefits, in subsection 8.3.2 of the EIS, CN 
presented the anticipated municipal revenues to Halton Region and the Town of Milton through 
intermodal oriented development which could then be used to support public services, such as 
health care, education and infrastructure. CN did not estimate what additional costs for 
infrastructure and services, if any, the Project could impose on the municipalities and the province. 

In its submission to the Review Panel on the sufficiency of the EIS, the Halton Municipalities (CEAR 
#549) raised a concern that additional costs could be incurred at the municipal or provincial level 
as a result of the Project which were not considered in the EIS. Specifically, the Halton 
Municipalities identified potential additional costs associated with: 

• accelerated wear and deterioration of existing public roads caused by increased heavy 
truck traffic; 

• fire-fighting services; and 

• snow removal. 
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Information Request:  

a) Provide information about the additional costs that the Project could impose on provincial 
and municipal authorities in order to provide: 

• additional maintenance of roads affected by terminal generated truck traffic; 

• additional fire-fighting services necessary for the Project; and 

• any additional snow removal on local or regional roads to accommodate terminal-
generated truck traffic. 

CN Response: 

CN does not anticipate there will be additional costs to the public services identified in the 
information request as a result of the Project. Further discussion on each element identified in the 
information request is provided below.  

Maintenance of Roads Affected by Terminal-Generated Truck Traffic 

Section 3.1 of the Halton Region Transportation Master Plan (TMP) confirms that the “Halton 
Region is responsible for planning, constructing, operating, maintaining and improving a 
network of major arterial roads for the transport of goods and people in a safe and efficient 
manner.” It is also indicated that the “Regional road system connects the Region’s rural and 
urban centres and provides conductivity to the provincial highway system.”  

Section 3.3 of the TMP indicates that the  

“Halton Region currently has a Capital Roads Program to address transportation needs 
to 2021. The program has a budget of over approximately $1 billion and is planned to be 
implemented by 2021. The TMP has been developed with the assumption that all of the 
planned improvement identified in the Capital Roads Program will be in place by 2021.”  

It is anticipated that truck traffic generated by the project will be handled in the same capacity 
as other truck traffic currently travelling within the Region of Halton using Regional arterial roads.  
As described in EIS, Appendix E.17 and the Transportation Consideration report submitted with 
IR2.33 (CEAR #592), with these capital improvements, the road network will be capable of 
handling both the background traffic (existing and future cars and trucks) generated by other 
development projects and Project-related traffic. None of the relevant key intersections in the 
Halton Region road network will experience a change in traffic volumes or patterns as a result of 
this Project that will generate a need for any new infrastructure or create a new traffic operating 
condition requiring special or particular attention (i.e., no need for new turn lanes, extended turn 
lane length, extra through lanes or other geometric design modifications) with the exception of 
the two entrances, the truck entrance on Britannia Road and the employee entrance on 
Tremaine Road (Attachment IR2.33-3). The operational response to the growth in traffic volumes 
arising from the current planned development in Milton will also be sufficient to address the added 
volumes generated by the Project. Trucks are anticipated to move along arterial roadways, which 
are designed to accommodate this use. The Province of Ontario is responsible for the 400-series 
highway network and it is anticipated that truck traffic generated by the Project will be treated in 
the same manner as all truck traffic currently utilizing the 400-series network. The purpose of the 
additional rail capacity to be added by the Project is to facilitate the movement of goods into 

http://www.ceaa.gc.ca/050/evaluations/document/120379?culture=en-CA
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the GTHA market from international or other domestic locations and to support movement of 
goods manufactured within the GTHA destined to other domestic and international markets. This 
demand is largely driven by the expanding population within the GTHA, particularly, in the western 
GTHA as described in the response to IR2.8 (CEAR #592).  

In the absence of additional intermodal rail capacity within the GTHA, this growth will be 
accommodated by increased truck movements, whether that be to/from another inland 
intermodal terminal or the coastal facility itself (e.g., CN’s Montreal Intermodal Terminal or the Port 
of Montreal). To understand the overall potential impact of this modal shift on the GTHA road 
network, CN evaluated two modal scenarios: the movement of containerized goods both with 
and without the Project (these scenarios are described in more detail in the “Report on 
Greenhouse Gases” submitted to the CEAA as Part of the Sufficiency Review (IR10, CEAR #81).  

1) In scenario 1, containerized goods would be moved in or out of the GTHA by train, leaving 
only the “last mile” or “first mile” movement to be handled by truck. 

2) In scenario 2, containerized goods would be moved in or out of the GTHA by truck to the 
next nearest CN terminal (Montreal Intermodal Terminal) or the Port of Montreal itself. 

The destination of Mississauga was selected for comparison purposes for both scenarios because 
it is the most frequent destination for existing traffic. 

In scenario 1, there would be approximately 25 km (Project site to Mississauga) of truck route 
kilometers18 to get the container to its destination/ultimate origin. 

In scenario 2, there would be approximately 565 km (Montreal to Mississauga) truck route 
kilometers1 travelled per container, with approximately 484 km within Ontario (Bainsville – 
Mississauga) along 400 series highways. 

Comparing the two scenarios, a modal shift of goods movement to intermodal rail, such as 
provided by the Project, would provide a reduction of 459 (484 km in Ontario in scenario 2 less 25 
km in Ontario in scenario 1) truck route kilometers per trip per container. When applied to the 
450,000 containers anticipated at the Terminal, this is a reduction of just over 200 million route-
kilometers annually on 400 series highways.  

Fire-Fighting Services Necessary for the Project 

It is not anticipated that provincial or municipal authorities would need to increase their capacity 
for firefighting services as a result of the Project. CN staff will be trained, and equipment will be on 
site for basic fire suppression. 

CN’s Emergency Response Core Plan, under Section 1.1, states  

“The purpose of this emergency response plan is to explain the framework and 
procedures in place for CN’s operations to safely and effectively respond to 
emergencies. An emergency consists of any accident, incident, or act of nature 

                                                      
18 Truck distances were provided by using the truck module of PC*MilerTM routing 

http://www.ceaa.gc.ca/050/evaluations/document/120379?culture=en-CA
http://www.ceaa-acee.gc.ca/050/documents/p80100/114729E.pdf
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outside of regular CN operations requiring outside emergency resources or involving 
dangerous goods.”  

CN is required to report any incident and/or accident to CN Police Service (CNPS). The CNPS 
would review information received and dispatch the required internal departments and contact 
external resources as necessary. This would also include the courtesy notifications to the local 
Police and Fire Departments or have them respond as the incident demands. 

As outlined in response to IR5.20, in 2017, there were only three incidents in Ontario at an 
intermodal facility that involved a fire, but only one case required fire suppression.  These incidents 
involved a crane fire or other on-site equipment and were contained on CN property.  No major 
fires or incidents requiring an evacuation of an intermodal terminal have occurred at any CN 
intermodal terminal.  

CN works closely with all municipalities in which it operates with the aim of making safety a 
systematic part of all railway activities, including preparation for the unlikely event of a fire. This is 
accomplished by meeting with first responders in different municipalities and preparing for these 
events through response planning and training. CN earned a National Achievement Award from 
Transportation Community Awareness and Emergency Response (TRANSCAER®) in recognition of 
CN’s ongoing work to help communities in this regard.   

As described in the March 6 Orientation Hearings presentation by CNPS, a joint mock training 
exercise was completed in the Halton Region in 2016 (page 129, CEAR #550) to review roles and 
responsibilities in emergency response, including for fire.  

Snow Removal on Local or Regional Roads to Accommodate Terminal-Generated Truck Traffic 

Responsibility for snow removal services for the entire public road network within the Town of Milton 
rests with the Town of Milton. As per the Town of Milton website, “roads are maintained in a priority 
sequence beginning with Regional Roads, arterial and collector roads. During a snowstorm, road 
crews will keep these roads as clear as possible to ensure the safety of drivers” (Town of Milton, n.d.).  

As described in EIS, Section 2.2.2, the Halton TMP indicates that Halton Region “does not have a 
specifically designated truck route network as the purpose of a major arterial is to carry truck 
traffic.” Therefore, as identified in EIS, Appendix E.17, it is anticipated that Terminal generated truck 
traffic will be contained to the regional arterial road network within the Town of Milton, a network 
which is currently prioritized for snow removal. 

The movement of trucks to and from the Project will not require any specific snow removal 
requirements on public roads beyond those currently established and in place by the Town of Milton. 

Snow removal on CN property will be managed by CN using either CN employees or a certified 
contractor. All snow collected during snow removal operations will be stored on-site in designated 
snow storage areas within the paved surface and allowed to melt. Runoff will be directed to the 
stormwater management ponds and managed, as described in the EIS, Section 2.2.3.6 and the 
Stormwater Management Strategy (EIS, Appendix E.15, Appendix B).    

http://www.ceaa-acee.gc.ca/050/documents/p80100/118409E.pdf
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Employment 

IR4.14 Direct employment 

Rationale: In Section 3.5 of the EIS, CN stated that during operation, approximately 130 direct, full-
time jobs would be created by the Terminal. In addition, CN indicated that the Project would 
require approximately 150 to 200 workers during construction, with the numbers varying over the 
course of the construction period. For the construction phase of the Project, CN specified that 
employment would include typical construction professionals and occupations such as project 
managers, engineers, administrators, superintendents, surveyors, carpenters, pipefitters, crane 
operators, equipment operators and ironworkers. 

In its submission to the Review Panel on the sufficiency of the EIS, the Halton Municipalities 
indicated that details about onsite employment should be provided. 

Additional information is required on the direct employment that would be generated by the 
Project. 

Information Request:  

a) Provide a list of anticipated positions required for the operation phase of the Project. 

b) For construction phase and operation phase employment, indicate approximately how many 
staff CN anticipates to employ per occupation type. 

CN Response: 

a) Provide a list of anticipated positions required for the operation phase of the Project. 

Table IR4.14-1 outlines the anticipated positions required for the operation phase of the Project 
upon opening. 

Table IR4.14-1 Anticipated Positions Required for the Operation Phase 

Position Title 
Number of 

Anticipated 
Employees 

Job Description 

Heavy Equipment Operator 40 Responsible for the operation of reach stacker 
cranes required for the Project – will facilitate all lift 
operations for the Project 

Equipment Operators 40 Responsible for the safe handling of hostlers (shunt 
trucks) in the Terminal – will facilitate the 
movement of containers around the Terminal and 
support the loading and unloading of trains 

Helpers 9 Support loading and unloading activities 
throughout the Terminal (for example, will place 
and remove inter-box connecting units to facilitate 
the loading/unloading of railcars) 

Gate Staff 14 Responsible for monitoring the gate flows and 
providing any required support to ensure the fluid 
movement of traffic to/from the Project 
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Position Title 
Number of 

Anticipated 
Employees 

Job Description 

Lead Hand 5 Manages the staff on the ground to ensure 
prioritization of activities and support the fluid 
movement of containers in the Terminal  

Operations Officers 5 Manage the flow of train movements in/out of the 
Terminal in relation to other operational activities 
on the network  

Terminal Coordinator 5 Coordinate the different activities in the Terminal 
Terminal Manager 1 Responsible for all staff and activities at the 

Terminal 
Garage Supervisor 1 Response for all equipment maintenance staff and 

activities required as part of the Project 
Garage Staff 9 Responsible for the inspection and maintenance 

of all equipment required as part of the Project 
CN Police officer 1 Monitor overall security at and around the Project 
Approximate number of CN 
employees during operations 

130  

 

b) For construction phase and operation phase employment, indicate approximately how many 
staff CN anticipates to employ per occupation type. 

See part a) for an overview of anticipated employment during the operations phase of the Project. 

For the construction phase, while the number of employees to complete the individual tasks will 
be determined by the contractor selected to complete the work, Table IR4.14-2 presents the 
approximate number of staff CN anticipates to employ per occupation type. 

Table IR4.14-2 Anticipated Positions Required for the Construction Phase 

Position Title 
Number of 

Anticipated 
Employees 

Job Description/Duration  

Construction Managers 4 Responsible for overseeing all construction 
activities on-site. Will be employed for the full 
construction period 

Environmental Monitoring 5 Responsible to implement and monitor the 
environmental protection plan (EPP) throughout 
construction. Would consist of a site inspector, 
environmental monitor and several 
biologists/ecologists (on a part-time basis 

Demolition Construction  4 Will be responsible for any demolition or removal of 
existing structures on site.  Expected to be on site 
for approximately 2 months 

Track Construction 30 Work gangs responsible for all track construction 
activities on-site. Expected to be on site for 
approximately 19 months 
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Position Title 
Number of 

Anticipated 
Employees 

Job Description/Duration  

Signals & Communications 
Construction/Installation 

20 Responsible for the installation and the 
commissioning of all signalling and 
telecommunications equipment.  Expected to be 
on site for approximately 12 months 

Grading and Drainage 
Construction 

25 Responsible for the preparatory grading activities 
and preparing ditches and other drainage 
elements.  Expected to be on-site for 
approximately 13 months 

Structures construction 10 Required for the construction of the smaller 
structures on-site such as culverts, small retaining 
walls. Expected to be on-site for approximately 6 
months. 

Pavement and concrete 
construction 

40 Responsible for all concrete works for structures, as 
well as the construction of the Terminal pad areas.  
Expected to be on-site for 14 months  

Electrical Construction 35 Responsible for the development of all electrical 
needs throughout the administration buildings and 
throughout the Terminal (lights, signs, buildings, and 
garage). Expected to be on-site for approximately 
6 months. 

Facilities Construction 50 Responsible for the construction of the 
administration building and garage. Expected to 
be on-site for 8 months 

Fencing Construction 5 Responsible for the fencing and/or wall 
construction around the site. Expected to be on-
site for approximately 4 months 

Environmental Construction 10 Responsible for the environmental monitoring 
during construction and the restoration of creeks 
and other wetland areas. Expected to be on-site 
for approximately 12 months 

Roads Construction 15 Responsible for the Project entrance locations 
(both truck gate entrance and the administration 
entrance off Tremaine Road) as well as any other 
internal roads.  Expected to be on-site for 
approximately 5 months 

Underpass Construction – Lower 
Base Line 

60 Responsible for the construction of the Lower Base 
Line underpass. Expected to be on-site for 
approximately 16 months. 

Overpass Construction – Internal 
overpass for truck access road 

50 Responsible for the construction of the gate 
entrance overpass. Expected to be on-site for 
approximately 6 months. 

Engineering 10 Responsible for the finalization of the design and 
any modifications required throughout the 
construction of the Project. Will also be responsible 
for the inspection of works completed. Expected 
to be on-site for the duration of the Project. 

Approximate number of direct 
construction jobs 

373  
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As noted, the construction staff required for each activity will be established by the selected 
contractor. It is expected that each activity will include specialty specific tradesmen, laborers, 
support staff, equipment operators, managers and subject specific engineers. While the total 
number of workers is shown as 373 in Table IR4.14-2, it is expected that at any given time, the 
number of employees on site will vary between 150-200, as outlined in Section 3.5 of the EIS. 

In addition to the external (contractor) staff identified in the table above, CN will dedicate a team 
to monitor and inspect all aspects of the Project throughout construction. This team will include a 
community liaison who will be available for consultation with the public and local officials to 
ensure any concerns regarding construction can be reviewed and addressed. 

IR4.15 Indirect employment 

Rationale: In subsection 8.3.2 of the EIS, CN stated that the Project would create more than 1,000 
opportunities for employment, including 130 direct jobs and indirect and induced effects, locally 
during operation. 

In its submission to the Review Panel on the sufficiency of the EIS, the Halton Municipalities 
indicated that details of indirect employment should be provided. 

Additional information is required on the indirect employment that would be generated by the 
Project. 

Information Request:  

a) Provide details of the expected indirect employment, including: 

• a description of indirect and induced employment opportunities; 

• how indirect and induced employment was calculated and what factors were considered 
in this calculation; 

• how many indirect jobs per type were predicted by CN to be generated by the Project; 
and  

• the number of indirect opportunities for employment and the type of employment that 
the Project would generate: 

i. on CN lands outside of the Project site; 

ii. within the Town of Milton; 

iii. within Halton Region; and 

iv. outside of Halton Region. 

CN Response: 

The potential for the Milton Logistics Hub to generate new employment was examined by 
Cushman & Wakefield in their report, Economic and Financial Impact of an Intermodal Terminal 
in Milton, dated 2014 (see the response to IR4.7 for a summary of that report). To understand the 
potential indirect employment impact of an intermodal terminal, Cushman & Wakefield 
examined the number of jobs supported in the manufacturing, warehousing, and distribution 
sectors at five other existing Canadian intermodal terminals. Cushman & Wakefield assumed a 
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range of indirect employment of one job per 1,000 square feet (sf) to 2,500 sf of space of 
intermodal-oriented development (IOD), based on typical employment densities of 14 jobs per 
net acre of land for manufacturing (one employee per 1,075 sf of space) and six jobs per net acre 
of land for warehousing and distribution facilities (one employee per 2,500 sf)19. Their findings are 
summarized in Table IR4.15-1 below. 

Table IR4.15-1 Summary of Potential Jobs Supported by IOD 

Intermodal Terminal Existing and Future IOD 
(Million SF) 

Potential Jobs Supported* 

Brampton, ON 8.3 3,420 to 8,300 
Vaughan, ON 5.3 2,120 to 5,300 
Calgary, AB (CP) 2.8 1,120 to 2,800 
Calgary, AB (CN) 3.6 1,440 to 3,600 
Regina, SK 1.3 520 to 1,300 
* Considers jobs in goods manufacturing, warehousing, and distribution sectors. 

Cushman & Wakefield projected the Milton Logistics Hub would attract between 3 million sf and 
5 million sf of IOD. Using the same assumptions of employment range (jobs per sf) for 
manufacturing and warehousing and distribution noted above, Cushman & Wakefield concluded 
the Milton Logistics Hub would generate between 1,500 and 2,500 indirect jobs, assuming an 
approximate mix of one-third of jobs created in the manufacturing sector and two-thirds of jobs 
created in the warehousing and distribution sector. As explained further below, Cushman & 
Wakefield did not estimate induced employment.  

The location of these indirect jobs would depend on the location of IOD attracted to and by the 
Milton Logistics Hub, which Cushman & Wakefield noted would depend on the availability of 
developable employment land, as well as other factors, such as incentives that may be offered 
by municipalities to attract and encourage economic development. Cushman & Wakefield 
observed that some markets it examined, including Calgary and Regina, captured all (100%) of 
IOD generated by the intermodal terminals, while others captured less (i.e., Brampton captured 
65% and Vaughan captured 30%). In examining future IOD that would be attracted to and by the 
Milton Logistics Hub, and taking potential economic development incentives into account, 
Cushman & Wakefield concluded Milton (and the Halton Region) could capture all (100%) of the 
IOD generated by the Milton Logistics Hub, provided that sufficient employment land is available 
or created within Milton. If so, all of the predicted IOD jobs (1,500 to 2,500) would be located on 
employment lands within the Town of Milton and Halton Region. The remainder of CN-owned land 
(outside the PDA and excluding the lands which CN has agreed in principle to sell to Halton Region 
(as described in the response to IR2.33) is designated in the Halton Region Official Plan as 
employment land or future strategic employment land; while CN currently has no plan to sell or 
develop those lands, as described in the response to IR2.45, those lands could accommodate 
future IOD, and therefore some of the IOD jobs predicted by Cushman & Wakefield could be 
located on CN-owned lands outside the PDA.  

The analysis undertaken by Cushman & Wakefield did not estimate induced employment (i.e., 
jobs created through the spending and re-spending of direct and indirect employment income) 

                                                      
19 Cushman & Wakefield noted that these employment rates are supported by business surveys undertaken 
by GTA municipalities and are based on a typical site coverage of 35% for industrial development. 
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that would be generated by the Project. In the EIS (Section 8.3.2), CN took a conservative 
approach and assumed the total number of jobs created by the Project, including direct, indirect, 
and induced jobs, would be “more than 1,000”, as discussed in response to IR4.7, which includes 
the 130 direct jobs, as described in the response to IR4.14. As demonstrated by the indirect 
employment projections developed by Cushman & Wakefield, the actual number of direct and 
indirect jobs that would be generated by the Milton Logistics Hub would likely be considerably 
higher, from 1,630 (130 direct jobs plus 1,500 indirect jobs) to 2,630 (130 direct jobs plus 2,500 
indirect jobs). The number of induced jobs would be in addition to this range. 

Property Value 

IR4.16 Effects of the Project on property value 

Rationale: In Graph 4.1 of the EIS, CN reported the topics most frequently raised in comments 
submitted during its consultations. Approximately 10% of the comments concerned property 
values (the fifth most frequently raised issue). Appendix D (Record of Consultation) of the EIS 
contains many of those comments, provided either from comment cards, emails, or by individuals 
visiting the project information centre. 

Although CN provided responses to public concerns raised during its consultation process it did 
not indicate what response it had made to comments regarding property values, or describe the 
predicted effect of the Project on property values. 

Information Request:  

a) Describe what effect the Project is expected to have on property values for properties within 
the socio-economic local and regional assessment areas. Provide information to support any 
conclusions, including information based on experiences at other similar operations if 
available, and a description of what steps, if any, CN commits to in order to minimize negative 
effects. 

CN Response: 

The assessment areas were defined in the Socio-Economic Baseline Report (EIS Appendix E.12), as 
follows:  

• The Local Assessment Area (LAA) was established as the Town of Milton Boundary (see Figure 
2, EIS Appendix A)  

• The Regional Assessment Area (RAA) was established as the Halton Region (see Figure 4, EIS 
Appendix A), which includes the Town of Milton, City of Burlington, Town of Oakville and the 
Town of Halton Hills. 

Feedback received throughout the consultation period and highlighted more generally in Graph 
4.1 of the EIS regarding property values varied by type (i.e., employment land or residential) and 
location, within the LAA and RAA.  

It is CN’s experience that the introduction of an intermodal terminal within a region similar to the 
LAA and RAA has a positive influence on the employment areas surrounding it. As highlighted in 
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CN’s response to IR2.8, the Halton Region and, in particular, the Town of Milton, have experienced 
substantial growth in the logistics and warehousing industry and has been identified in the Town 
of Milton’s Employment Land Needs Assessment Study (MHBC and Watson & Associates, 2016) as 
having “a very strong logistics and warehousing sector that is highly competitive due to its 
locational advantages”.   

It can be reasonably expected that the introduction of the Project in this region will attract many 
other types of industry and business that depend on efficient intermodal transportation. This can 
include logistics and warehousing for wholesale and retail industries, but also a diverse range of 
small and medium-sized enterprises that are producing goods for export and seeking national and 
international market access.  

The Halton Region recently opened a Global Business Centre to attract and support such 
businesses in the Region (Halton Region 2018). The Project would facilitate market access for such 
enterprises. The attraction of intermodal-oriented development to the areas around the Project 
will likely improve employment land values within the LAA and the RAA. Cushman & Wakefield 
(2014) examined the impacts on intermodal oriented development as a result of the installation 
of an intermodal terminal. A detailed summary of this report is provided in the response to IR4.7. 

CN does not have any data regarding the effects of its other terminals on property value of 
residential areas within geographic regions as broad as the LAA or RAA. However, there are 
examples around CN’s network where residential neighborhoods continue to grow and thrive within 
similar geographic areas as that of the LAA and RAA, such as around the Vancouver Intermodal 
Terminal, as highlighted in CN’s letter to the Review Panel on March 15, 2017 (CEAR #547). 

The multitude of parameters affecting property values, and the interplay between them, varies 
over time and by area. As a consequence, it is not feasible to draw meaningful conclusions about 
the likely impact (positive or negative) of any one variable. Having said that, in our experience, 
the introduction of an intermodal facility like the one in Milton is a net positive for the business 
prospects of the surrounding area, which would reasonably be expected to contribute to local 
prosperity and indirectly improve local land values. We do not, therefore, see a rationale for 
property value reduction mitigation measures.  

Other Rail Services 

IR4.17 Effects on passenger, commuter and freight rail services 

Rationale: In subsection 5.3.5.4 of Appendix E.12, CN stated that rail infrastructure in the Halton 
Region includes railways operated by CN and Canadian Pacific Railway Limited and that rail 
services include both passenger service (VIA and GO-Train) as well as freight services. 

In their respective submissions to the Review Panel on the sufficiency of the EIS, the Ontario Ministry 
of Transportation (CEAR #556) and the Halton Municipalities (CEAR # 549) identified that existing 
freight, passenger and commuter rail service could be affected by the Project. The Ontario 
Ministry of Transportation noted that negative effects on transit or freight movement along the 
Brampton-Georgetown corridor could result in socio-economic effects on neighbouring 
communities. 

http://www.ceaa.gc.ca/050/documents/p80100/118351E.pdf
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In subsection 6.5.5 of the EIS, CN assessed the socio-economic effects of the Project, in part, by 
measuring the change in demand for community services and infrastructure. CN noted in its 
response Package 2 Information Request 2.29 that there are no passenger train movements along 
the portion of the Halton Subdivision where the Project is located, therefore movements 
associated with the Project would not affect passenger train service. However, CN did not assess 
the potential effects of the Project on passenger, commuter and freight rail service (for example 
scheduling of trains) for lines that intersect the Halton Subdivision in the local assessment area for 
economic and community services, as depicted in Figure 2 of Appendix E.12 (Socio-Economic 
Technical Data Report) or the regional assessment area in Figure 2 of the EIS. Additional 
information is required to determine how the Project is anticipated to affect other rail services, the 
social and economic implication of those changes and any measures CN would put in place to 
reduce those effects. 

Information Request:  

a) Identify all other rail activity (existing and planned) including third party passenger and 
commuter services along the Brampton-Georgetown corridor. Provide a map to show this 
information together with the rail lines that would be used by the Project. 

b) Explain the potential effects of the Project on passenger, commuter and freight service 
including the scheduling of those trains as well as effects on neighbouring communities. 

c) Describe the measures CN would put in place to reduce the social and economic effects on 
other rail services and neighbouring communities. 

CN Response: 

a) Identify all other rail activity (existing and planned) including third party passenger and 
commuter services along the Brampton-Georgetown corridor. Provide a map to show this 
information together with the rail lines that would be used by the Project. 

A map showing the Halton Subdivision and other rail lines is provided as Attachment IR4.17-1: 
Milton Brampton Intermodal Linkage. The section of the Halton Subdivision between Brampton 
(Mile 11) and Georgetown (Mile 24) (shown on Attachment IR4.17-1) is owned and operated by 
CN. Metrolinx (GO) has trackage rights to operate trains along this segment of the Halton 
Subdivision. Currently, there are approximately 25 to 30 freight trains (including two trains which 
interchange to the Goderich-Exeter Railway (GEXR) at Mile 24) that operate along this segment 
per day (EIS, Section 3.4.2 (Operations)). There are 32 commuter trains (GO) and 4 passenger trains 
(VIA) that operate along this portion of the Halton Subdivision per day. The number of trains per 
day of all types is currently 61 to 66. All traffic moving along the Halton Subdivision (passenger and 
freight) is managed by CN Rail Traffic Control (RTC) based in Toronto. 

The Owen Sound Subdivision (shown in blue in Attachment IR4.17-1) intersects CN’s Halton 
Subdivision at Mile 15.9 with an at grade railway interlocking. This interlocking is remotely controlled 
by CN RTC.   

The proposed Project will be served by four intermodal trains per day. Two of the trains to be 
handled by the proposed Project are part of the 25 to 30 freight trains per day currently moving 
along the Halton Subdivision. The other two trains, which are currently moving to/from the east 
coast to/from the Brampton Intermodal Terminal (BIT) will instead continue further to the west of 
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BIT along the Halon Subdivision to the Milton Logistics Hub once it is operational. Thus, there is 
expected to be only two incremental trains per day on the segment of track between Brampton 
and Georgetown. The portion of the Halton Subdivision where these two incremental trains per 
day will pass is shown in black in Attachment IR4.17-1. The two additional trains from the proposed 
Project are the only known planned trains in addition to the total number of freight and passenger 
trains (61 to 66 per day) identified above. 

b) Explain the potential effects of the Project on passenger, commuter and freight service 
including the scheduling of those trains as well as effects on neighbouring communities. 

No potential effects are expected on passenger, commuter or freight service as a result of the 
operation of the proposed Project.  

As discussed in part a), the Project will be served by four intermodal trains per day. Two of the 
trains to be handled by the proposed Project are part of the 25 to 30 freight trains per day currently 
moving along the Halton Subdivision. Today, these two trains stop at the BIT to drop-off and pick-
up railcars and then continue to the United States using the Halton Subdivision. Once the Project 
is operational, these two trains will stop in Milton instead of BIT prior to continuing to the United 
States using this same segment of the Halton Subdivision. For these two trains, there is no expected 
scheduling effects on passenger, commuter and freight service or on neighbouring communities 
because these trains are currently moving over this portion of the track. 

The other two trains per day will represent an increase in the total number of trains along the 
Brampton-Georgetown corridor when compared to today’s operating conditions. However, the 
type of train movements along this portion of the mainline will not differ from those already 
experienced by the neighbouring communities (i.e., pass through traffic). The two incremental trains 
on the segment between BIT and Georgetown fall within the expected variability for this segment 
of the Halton Subdivision and no new effects are anticipated on the neighbouring communities.  

At the immediate project vicinity, train movements will differ as trains enter and exit the proposed 
Terminal. The effects of these train movements on each VC are considered in the EIS and 
supplemental IR responses.  

When scheduling the rail traffic, the commuter service is given fixed time slots, as defined in an 
existing agreement between Metrolinx and CN, as well as an agreement between VIA and CN. 
Once these timeslots are established, freight movements are scheduled around the fixed 
commuter/passenger time slots so as to not interfere with passenger movements. These fixed time 
slots will remain in place after the Project is operational; therefore, there will be no effect on 
commuter/passenger traffic from adding two additional trains per day on the portion of the 
Halton Subdivision between BIT and the Project. 

With respect to freight movements, CN regularly revisits the overall network train schedules to ensure 
that train movements are optimized relative to customer demand at any given time. As the 
proposed Project is brought on-line, the overall network demand will be re-visited and adjusted to 
accommodate the additional traffic based on demand for goods at that time. As a result of this 
continuous optimization of train movements, there is some variability in the number of trains running 
along this portion of the Subdivision. The addition of two incremental trains per day along this 
segment falls within this expected variability without any impact to the existing freight service.  
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c) Describe the measures CN would put in place to reduce the social and economic effects on 
other rail services and neighbouring communities. 

CN will continue to coordinate with Metrolinx and VIA to ensure that the obligations outlined within 
the existing agreements are met (i.e., train time slots agreed upon are adhered to) after the 
Project becomes operational.  

As discussed in part b), the addition of two incremental trains per day along the segment between 
Brampton and Georgetown falls within the expected variability of trains along this corridor and as 
such there is not expected to be a noticeable change to neighbouring communities. 

The following design elements have been incorporated to reduce the impact of Terminal 
movements on other rail service in the vicinity of the proposed Project:  

• Service tracks will have sufficient length to allow trains destined to or originating from the 
Terminal to fully clear the mainline tracks, ensuring fluid movement of the mainline; 

• The twinning of the mainline through this section of the Halton Subdivision will ensure the fluid 
movement of trains; 

• Installation of the Lower Base Line underpass will reduce the potential for train movements to 
affect traffic flow; 

• Installation of long pad tracks will reduce the number of train movements required when 
dropping off railcars or picking up railcars; 

• A flat Terminal with low entrance/exit grades will enable easier locomotive acceleration and 
deceleration minimizing locomotive noise; and, 

• CN will continue to collaborate with the Halton Region to complete the installation of a 
grade separation at Britannia road to eliminate the existing grade crossing as per the 
Britannia Road EA. 

As outlined in Appendix G, where rail service activities differ (i.e., at the Terminal), the following 
mitigation measures will be implemented (as described in the EIS, Appendix G) to mitigate the 
effects on other rail service and on neighbouring communities:  

• Berms will be constructed around the Terminal to mitigate noise effects during operation. 
These berms will be created during on-site grading activities; 

• Implementation of speed limits during operations;  

• CN will work with the Town of Milton towards the construction of the underpass at Lower Base 
Line; and, 

• Equipment will be inspected and properly maintained to avoid potential malfunction.  
Infrastructure will be regularly maintained as per Transport Canada requirements. 

When equipped, locomotives will use Automatic Engine Smart Start (AESS) to limit idling on the 
project site. 
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IR4.18 Brampton-Milton freight corridor 

Rationale: In Appendix A of its submission to the Review Panel on the sufficiency of the EIS, the 
Halton Municipalities (CEAR #549) presented information on a proposal by Metrolinx and the 
Government of Ontario to build a new 30 kilometer freight corridor between Brampton and Milton. 

In its submission, the Halton Municipalities indicated that the new corridor would be intended to 
allow CN to shift freight traffic from the CN-owned section of the Kitchener corridor to the new 
bypass line. This shift would free up capacity for more GO-Train commuter rail service through 
Brampton to Kitchener. The Brampton-Milton Rail Corridor concept includes two mainline tracks 
initially, and up to six tracks in the longer term. 

This proposal, the Agreement-in-Principle and its possible effects on the Project’s design and 
operations are not discussed by CN in the EIS. 

Information Request:  

a) Describe the anticipated function of the Metrolinx Brampton-Milton Rail Corridor including the 
planned timing of its construction, its location and its purpose. 

b) Provide an update on the status of the Agreement-in-Principle. 

c) Describe how the Metrolinx proposal would relate to train traffic from the proposed Project 
and whether it would alleviate Project effects on other rail services and neighbouring 
communities, as discussed in Information Request 4.17 (Effects on passenger, commuter and 
freight rail services). 

CN Response: 

a) Describe the anticipated function of the Metrolinx Brampton-Milton Rail Corridor including the 
planned timing of its construction, its location and its purpose. 

The Metrolinx Brampton-Milton Rail Corridor project referenced in the Review Panel’s rationale to 
this IR is known as the Freight Bypass project. This project is led by Metrolinx; CN is continuing to 
work collaboratively with Metrolinx in advancing this project. While CN is not the proponent of the 
Freight Bypass project, following are the details to the best of CN’s knowledge. 

Location 

Today, the GO Transit Kitchener commuter service uses a segment of CN’s rail corridor (the Halton 
Subdivision) between Mile 11 (Silver Junction) and Mile 24 (Halwest). This 13-mile segment is shared 
between CN freight trains, GO commuter trains and VIA passenger trains, as described in the 
response to IR4.17. To effectively increase the commuter rail capacity of the Brampton-Kitchener 
corridor at the scale Metrolinx is seeking, major upgrades would be required to the existing 
infrastructure in that corridor. In a preliminary assessment completed by Metrolinx, they 
determined the best option was to instead develop a new corridor (Freight Bypass project) near 
the 407 ETR to accommodate CN freight traffic, allowing the original Halton Subdivision segment 
to transition to supporting commuter/passenger rail traffic alone (see the figure, Attachment 
IR4.18-1: Freight Bypass Project). 
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Purpose 

Metrolinx’s objective is to move CN freight rail traffic onto the new corridor and transition the 
segment of the CN Halton Subdivision to an electrified, bi-directional, frequent transit services and 
provided seven days per week for the Kitchener corridor. To achieve this level of service, a fully 
dedicated separate commuter corridor is required. The Halton Subdivision is also CN’s core route 
through the GTHA that connects the GTHA to the rest of Canada and the US. Therefore, the 13-
mile shared segment is critical to both passenger and freight operations; maintaining a contiguous 
route through the GTHA for freight purposes must be retained in order to fulfill CN’s operational 
mandate in supporting local business and the Canadian economy. 

The new corridor would replace CN’s current freight corridor with the same type of two-track 
infrastructure that currently exists if the project were to proceed. CN would take ownership of this 
new corridor and Metrolinx would then take ownership of the existing corridor, separating the 
freight movements from the Metrolinx commuter/VIA passenger movements. This would allow 
Metrolinx to achieve their service objectives while at the same time maintaining this critical 
contiguous CN freight corridor through the GTHA. 

Planned timing of Construction 

Preliminary planning is underway by Metrolinx while discussions with CN continue. While a finalized 
project schedule has not been developed, Metrolinx provided high level timelines in their most 
recent community update on April 2, 2017 (Metrolinx 2017). Table IR4.18-1 is an excerpt from the 
presentation provided by Metrolinx and outlines their most recent schedule. 

Table IR4.18-1 High Level Timelines for the Freight Bypass Project 

Phases Duration  
(*some can be done in parallel) 

- Technical and feasibility studies 
- Planning studies 
- Design studies 
- Project planning 

2-3 years (approx.) 

- Community engagement 
- Community impact and mitigation 
- Environmental Assessment 
- Permit and approvals 

3 years (approx.) 

- Procurement 
- Construction  
- Commissioning 

4 years (approx.) 

- Community impact and engagement On-going 
Source: Metrolinx, 2017. 

b) Provide an update on the status of the Agreement-in-Principle. 

An Agreement-in-Principle was signed between Metrolinx and CN on June 30, 2016. This 
Agreement-in-Principle defines:  

• high level objectives of the project; 
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• the parameters of the agreement (to be further refined);  

• the additional work (studies) to be completed; and,  

• the commitment to work out the details of a final agreement.   

Within this Agreement-in-Principle, CN has committed to working with Metrolinx as they progress 
this project. Discussions on the development of a final agreement have begun between CN and 
Metrolinx. Metrolinx is currently completing several studies along the potential corridor as defined 
in the MOU. 

c) Describe how the Metrolinx proposal would relate to train traffic from the proposed Project 
and whether it would alleviate Project effects on other rail services and neighbouring 
communities, as discussed in Information Request 4.17 (Effects on passenger, commuter and 
freight rail services). 

The Freight Bypass would have no effect on train traffic associated with the proposed Project. The 
Freight Bypass corridor would reconnect with the existing CN mainline north of Milton and, 
therefore, will not have an impact on the operations at the proposed Project itself. Once built, the 
new segment would have the same physical capacity as the existing corridor, which will ensure 
that CN freight service is maintained at the time the proposed Project is operational.     

Agriculture 

IR4.19 Identification of designated agricultural lands 

Rationale: In subsection 5.4.1.2.3 of the EIS, CN reported that the Agricultural System within the 
Halton Region Official Plan consists of two components: lands designated as Agricultural Area and 
associated lands that are part of the Region’s Natural Heritage System. The Halton Region Official 
Plan objectives for lands designated as Agricultural Areas include, among others, the preservation 
of Prime Agricultural Areas, and the maintenance of agricultural lands for future use. 

CN further noted that Prime Agricultural Areas can include lands within both the Agricultural Area 
and the Regional Natural Heritage System, and that local municipalities are required to designate 
Prime Agricultural Areas in the official plans and include supporting policies. 

Figures 5 and 6 of Appendix E.12 depict land use designations from the Halton Region Official Plan 
(2015) and the Town of Milton Official Plan respectively; however, both maps identified lands only 
as Agricultural Areas. The Agricultural Areas identified in each figure are not the same, and there 
is no corresponding description to explain the difference, or any indication of which information 
was used in CN’s environmental assessment. CN also did not provide an indication of whether the 
lands in either or both figures had been designated as Prime Agricultural Areas. 

Figures 26 to 28 in the Halton Municipalities’ first submission to the Review Panel (CEAR #405) 
depicted Prime Agricultural Areas in relation to the project development area, which initially 
appear to be similar to the Agricultural Areas presented in Figure 5 of Appendix E.12. 
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Information Request:  

a) Clarify whether the Agricultural Areas depicted in Figures 5 and 6 in Appendix E.12 are 
designated as Prime Agricultural Areas within the Halton Region and Milton Official Plans. 

b) Clarify which lands in the project development area that are currently used for agricultural 
purposes are classified as Agricultural Area, classified as part of the Natural Heritage System, 
or specifically classified as Prime Agricultural Areas within the Halton Region and Milton Official 
Plans. Identify all lands currently used for agricultural purposes that are not classified in one of 
these three ways, and provide their current land use designation. 

c) Quantify the total hectares of Agricultural Areas and Prime Agricultural Areas in the Project 
Development Area, Local Assessment Area, and Regional Assessment Area as identified within 
both the Halton Region Official Plan, and the Town of Milton’s Official Plan. 

CN Response: 

a) Clarify whether the Agricultural Areas depicted in Figures 5 and 6 in Appendix E.12 are 
designated as Prime Agricultural Areas within the Halton Region and Milton Official Plans. 

The “Agricultural Areas” identified on Figures 5 and 6 in EIS, Appendix E.12 reflect the applicable 
land use designations from the corresponding official plans. With the exception of a narrow strip 
of land along the south side of Britannia Road, all Agricultural Areas within the PDA are considered 
“Prime Agricultural Areas” by the Region of Halton. “Prime Agricultural Areas” are not defined in 
the Town of Milton OP.   

Figure 5 in Appendix E.12 identifies the approved land uses from the Halton Region Official Plan 
(Halton ROP), specifically Map 1 – Regional Structure, which identifies Agricultural Areas but does 
not distinguish between prime agricultural areas and non-prime agricultural areas. That distinction is 
provided on Map 1E of the Halton ROP. To assist the Review Panel, Attachment IR4.19-1: Agricultural 
System and Settlement Areas, Map 1E has been prepared showing the distinction between “Prime 
Agricultural Areas” (dark purple) and “Agricultural Systems outside of Prime Agricultural Areas” (light 
purple) as identified by the Region of Halton on Map 1E of the Halton ROP.   

Figure 6 in Appendix E.12 identifies the approved land uses from the Town of Milton Official Plan 
(Milton OP), specifically from Schedule A: Land Use Plan and Schedule B: Urban Area Land Use 
Plan.  “Prime Agricultural Areas” are not defined in the current Town of Milton OP.   

In some cases, lands that are designated as “Prime Agriculture Areas” in the Halton ROP have 
already been developed for other purposes, such as the Halton Region Waste Management 
Facility (see response to IR4.20). 

b) Clarify which lands in the project development area that are currently used for agricultural 
purposes are classified as Agricultural Area, classified as part of the Natural Heritage System, 
or specifically classified as Prime Agricultural Areas within the Halton Region and Milton Official 
Plans. Identify all lands currently used for agricultural purposes that are not classified in one of 
these three ways, and provide their current land use designation. 
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Based on the Halton ROP, areas within the PDA that are currently used for agricultural purposes 
are designated as Employment Areas (existing and future), Prime Agricultural Areas, or key 
features within the Greenbelt and the Regional Natural Heritage System (Halton ROP, Map 1G). 
Attachment IR4.19-2: Current Agricultural Practices within the PDA shows the location of these land 
use designations from the Halton ROP and the currently used agricultural lands within the PDA. No 
other land use designations from the Halton ROP are identified within the PDA for lands currently 
used for agricultural purposes.  

According to the Milton OP, the lands currently used for agricultural purposes are classified as 
“Agricultural Area”. 

c) Quantify the total hectares of Agricultural Areas and Prime Agricultural Areas in the Project 
Development Area, Local Assessment Area, and Regional Assessment Area as identified within 
both the Halton Region Official Plan, and the Town of Milton’s Official Plan. 

Calculations of the total hectares of Agricultural Areas and Prime Agricultural Areas in the Project 
Development Area, Local Assessment Area and the Regional Assessment Area, as identified within 
the Milton OP and Halton ROP, are included in Table IR4.19-1. 

Table IR4.19-1 Agricultural Areas 

 
 Milton OP Halton ROP Total Land 

Area (ha) 

 

Agricultural Areas (ha) Prime 
Agricultural 
Areas2 (ha) 

Agricultural System 
Outside Prime 

Agricultural Areas (ha) 
 

PDA 147 30 0 185 
LAA  1,502 1,141 0 3,183 
RAA N/A1 26,307 9,704 96,923 
Notes: 
Data were extracted using raster calculations from pages extracted from the Milton and Halton Region 
OPs 
 - Town of Milton OP - Schedule A (Land Use Plan) 
 - Halton ROP - Map 1E (Ag System and Settlement Areas) 
1 Milton OP does not extend to the full RAA 
2 Prime Agricultural Areas in the Halton ROP were used to designate the Agricultural Areas in the EIS 

 

Less than 16% of the land within the PDA (30 of 185 ha) is designated as “Prime Agricultural Areas” 
(Halton ROP).  The remaining agricultural areas within the PDA have been designated in the Halton 
ROP primarily as employment or as future employment, Regional Natural Heritage System and a 
small area within the Greenbelt plan along the existing main rail line. 
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IR4.20 Project-induced changes on designated agricultural lands 

Rationale: In subsection 6.5.5.9.3 of the EIS, CN reported that the Project would result in a loss of 30 
hectares of designated agricultural areas. However, no additional information was provided to 
support this conclusion, and there was no description of what specific Project components would 
result in the loss of these areas, or the location of the lands that would be converted within the 
project development area. 

CN further stated that the loss of 30 hectares of designated agricultural areas represented 
approximately 0.1% of the total agricultural land within the regional assessment area. Use of the 
regional assessment area to describe the magnitude of an effect is appropriate for a cumulative 
effects assessment. However, for the assessment of Project effects on agriculture, CN did not 
compare the loss of 30 hectares of designated agricultural areas in the project development area 
to those available within the local assessment area. 

Information Request:  

a) Provide additional details to indicate how CN calculated that the Project would result in a loss 
of 30 hectares of designated agricultural areas. Include a map of the Project that clearly 
depicts the lands used for the calculation. 

b) Describe how the 30 hectares of converted planned agricultural areas compares with 
available agricultural lands within the project development area and local assessment area. 

If applicable, in developing the response to this information request, consider responses to other 
information requests in this package, namely information request 4.19 (Identification of 
designated agricultural lands). 

CN Response: 

a) Provide additional details to indicate how CN calculated that the Project would result in a loss 
of 30 hectares of designated agricultural areas. Include a map of the Project that clearly 
depicts the lands used for the calculation. 

As per the EIS, Section 6.5.5.9.3, CN stated: 

“Agricultural land use is the dominant activity in the Local Assessment Area (LAA). Site 
preparation, construction of facilities within the Project Development Area (PDA) and 
their continued presence throughout operation will result in the loss of 30 ha of planned 
Agricultural Area (as per the Halton Region Official Plan [Halton Region 2014a]) that 
overlaps the PDA. This represents approximately 0.1 % of the total planned Agricultural 
Areas in the RAA.” 

CN calculated the development of the Project would result in a loss of 30 hectares (ha) of 
designated agricultural areas by calculating the number of ha within the Project Development 
Area (PDA) that were designated as “Prime Agricultural Areas”, as identified by the Halton ROP. 
A map outlining the PDA that overlaps the “Prime Agricultural Areas” used to calculate the loss 
has been included as Figure IR4.20-1(see Attachment IR4.20-1: Designated Prime Agricultural 
Areas in the PDA). The two areas of overlap between the PDA and areas designated as “Prime 
Agricultural Areas” (shown in blue in Figure IR4.20-1) by the Halton ROP are described below. 
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• The lands located north of the CN mainline near Britannia Road (i.e., location of the proposed 
access road and associated construction / laydown areas), are designated as “Prime 
Agricultural Areas” in the Halton ROP.   

• The lands located adjacent to Lower Base Line, including lands adjacent to Indian Creek, near 
the intersection of Tremaine Road and Lower Base Line, and a portion of the CN mainline itself, 
are also designated as “Prime Agricultural Areas” in the Halton ROP (see Attachment IR4.20-
1). As part of the Project, a portion of this area will accommodate the creek realignment and 
associated habitat enhancement opportunities (see EIS Appendix B, Figure 4 Preliminary 
Watercourse Realignment and Naturalization), as well as additional lands that may potentially 
be used during construction.  

Both areas are also identified as “Future Strategic Employment Lands” within the Halton ROP (Map 
1C), which suggests these lands are to be developed as employment lands as part of the Region’s 
long-term growth plan and would not be available for agricultural land use in the future, regardless 
of whether the Project proceeds. 

b) Describe how the 30 hectares of converted planned agricultural areas compares with 
available agricultural lands within the project development area and local assessment area. 

As depicted in Attachment IR4.20-2: Agricultural Lands on Designated Prime Agricultural Areas in 
the PDA and LAA), 147 ha of land within the PDA are currently used for agricultural purposes. 
However, the majority (80 ha) of these agricultural lands are designated as Employment Lands in 
the Halton ROP, suggesting that these lands are to be developed as employment lands as part of 
the Region’s long-term growth plan and would not be available for agricultural land use in the 
future.  Further, the agricultural lands north of the CN mainline and portions near Lower Base Line, 
including the 30 ha of agricultural land to be lost due to the Project, are identified as Future 
Strategic Employment Lands in the Halton ROP, suggesting these lands are to be developed as 
employment lands as part of the Region’s long-term growth plan and would not be available for 
agricultural land use in the future.  

In the LAA, a total of 1,141 ha of “Prime Agricultural Areas” are designated by the Halton ROP. The 
loss of 30 ha of designated “Prime Agricultural Areas” (in the PDA) represents a reduction of 0.3% 
of total “Prime Agricultural Areas” in the LAA.  

IR4.21 Project-induced changes on agricultural activities 

Rationale: In subsection 6.5.5.7 of the EIS, CN noted that agricultural land use dominates both the 
local and regional assessment areas. CN indicated that within the project development area, 
lands consist primarily of active agricultural lands that are mostly used to cultivate row crops (i.e., 
soybeans, corn, wheat, etc.) with some of the fields also used to grow hay. CN stated in Section 
2.0 of the EIS that it owns the lands within the project development area and local assessment 
area and currently leases these lands to individual farmers. 

In its submission to the Review Panel on the sufficiency of the EIS (CEAR #556), the Government of 
Ontario suggested that CN provide additional information on the location and type of farm 
operations (including farm buildings), to help determine the Project's potential effects on 
agriculture. In its submission to the Review Panel on the sufficiency of the EIS, Halton Municipalities 
(CEAR #549), suggested that an Agricultural Impact Assessment to determine the effects of 
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development on agricultural uses in or near agricultural designations in Halton Region’s Official 
Plan is required. 

The Ontario Ministry of Agriculture, Food and Rural Affairs noted that "Agricultural land use" is 
identified in the EIS as a socio-economic condition included as a valued component in CN’s 
assessment, but that more information was required to enable assessment of the potential effects 
of the Project on farm operations and agricultural land use. 

In the EIS CN only examined the overall conversion of 30 hectares of planned agricultural areas, 
but did not discuss whether the Project would have any other effects that could limit agricultural 
productivity or efficiency, or the economic effects of such changes to farmers in the area, 
regardless of whether the agricultural activity was occurring on land designated as an Agricultural 
Area. 

Information Request:  

a) For all CN-owned lands, and the local assessment area, describe the location and type of 
current farm operations, including farm buildings, and lands that are currently rented or leased 
by CN for agricultural purposes. Provide maps that depict these features and compare these 
to the Prime Agricultural Areas from the Halton Region Official Plan and the Town of Milton 
Official Plan. 

b) Describe changes the Project would have on lands currently used for agricultural purposes, 
regardless of whether or not these lands are classified as Agricultural Areas or Prime 
Agricultural Areas. Describe changes that may result from Project lighting, noise, air quality or 
changes to surface and groundwater quality and quantity. Indicate which Agricultural Areas 
on CN’s property would remain available for farming throughout the construction and 
operation of the Project. 

c) Further to part b) of this information request, describe the possible adverse effects of the 
Project-related changes to agricultural productivity, efficiency, farm operations and 
agricultural land use. Identify whether abutting agricultural operations would experience 
effects that would limit agricultural productivity or efficiency as a result of the Project. 

d) Discuss the social and economic implications of the changes and effects described above 
for farmers or communities in the area. 

CN Response: 

a) For all CN-owned lands, and the local assessment area, describe the location and type of 
current farm operations, including farm buildings, and lands that are currently rented or leased 
by CN for agricultural purposes. Provide maps that depict these features and compare these 
to the Prime Agricultural Areas from the Halton Region Official Plan and the Town of Milton 
Official Plan. 

As described in the EIS, Section 3.2 - Project Setting, the Project Development Area (PDA) primarily 
consists of agricultural land, the majority of which is row crops (i.e., soybeans, corn, wheat, etc.) 
with some of the fields also used to grow hay. Properties owned by CN within and outside of the 
PDA are currently leased to 5 local farmers and 9 single family residents. Existing agricultural 
operations and crops currently in operation (i.e., based on Fall 2017 observations) within the CN 
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owned lands include soy bean in the northeast, corn throughout the PDA, smaller hayfields in the 
southwestern area and limited wood lots or other operations (including an apple orchard and a 
horse paddock). Comparison of the agricultural areas within the PDA from the Halton Region 
Official Plan and the Town of Milton Official Plan are provided in the response to IR4.19. 
Attachment IR4.21-1: Agricultural Land Use Types outlines locations of current agricultural 
operations and varying crops within the PDA (based on observations from Fall 2017) and on the 
balance of CN lands. Areas represented as ‘natural’ on Attachment IR4.21-1 are not currently in 
agricultural use including natural areas adjacent to Indian Creek, tributaries, woodlands or other 
grassed areas, distinguishable based on review of aerial imagery and not available to the crop 
level/locations based on publicly available data. Agricultural operations within the LAA primarily 
consist of row crops (i.e., corn, soybeans, hay), except for 3 horse farms (i.e., riding stables, 
facilities) located on CN property (and identified on Attachment IR4.21-1): 

• South of Lower Base Line, east of Tremaine Road (adjacent to proposed track realignment); 

• West side of First Line, north of Lower Base Line, east of the Terminal; and, 

• West side of First Line, south of Britannia Road, across from the Halton Waste Management 
facility, east of the Terminal. 

b) Describe changes the Project would have on lands currently used for agricultural purposes, 
regardless of whether or not these lands are classified as Agricultural Areas or Prime 
Agricultural Areas. Describe changes that may result from Project lighting, noise, air quality or 
changes to surface and groundwater quality and quantity. Indicate which Agricultural Areas 
on CN’s property would remain available for farming throughout the construction and 
operation of the Project. 

Within the PDA, all areas will be converted from agricultural use through development of the 
Terminal and associated infrastructure. Removal of these agricultural practices in the PDA 
represents a small change (approximately 0.1% of the total designated Prime Agricultural land 
within the Socio-Economic Regional Assessment Area (RAA), EIS, Section 6.5.5.9.3) in agricultural 
land cover. As part of the Project, areas owned by CN outside of the PDA will be permitted to 
continue as agricultural practices (see Attachment IR4.21-1). 

For other lands within the LAA, including but not limited to properties owned by CN, the predicted 
changes to light, noise, air quality, groundwater or surface water and implications for lands 
currently used for agricultural purposes are discussed below: 

• Light – Light will be generated from the Terminal during construction and operation of the 
Project.  Light from the Project, as modelled for nearby receptors (including agricultural 
residences) is estimated to be below 10% of the E3 environmental zone allowable 2 lux light 
spill guideline (EIS, Section 6.4.1.3; Light TDR, EIS, Appendix E.8). As light from the project is 
expected to be below the guidelines for the zone allowable light spill, nearby agricultural users 
are not anticipated to be affected by a change in light conditions from the Project.  

• Noise – Noise will be generated by Terminal equipment (i.e., locomotives, on-site mobile 
equipment, generators) during operation, and temporarily by equipment (i.e. graders, dump 
trucks) during construction. Noise effects on area receptors (including nearby agricultural 
residences) were identified during the EIS process as being within acceptable limits for Health 
Canada, Canadian Transportation Agency and Federal Transit Administration standards 
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(Noise Effects TDR, EIS, Appendix E.10). As limits are expected to be within guidelines, nearby 
agricultural activities are not anticipated to be affected by a change in noise from the Project.  

• Air Quality – Changes in air quality resulting from Project emissions (primarily as a result of the 
combustion of fossil fuels) were predicted in the Air Quality TDR (EIS, Appendix E.1). These 
changes would not preclude agricultural activities or land uses within the LAA. Contaminants 
of concern from the Project and associated risks are inhalation-based (i.e., are not absorbed 
by plants). It would be expected that any agricultural products would be washed or 
processed prior to consumption. Therefore, there are no anticipated effects on agricultural 
activities from changes in air quality resulting from Project emissions. Further changes in air 
quality have been discussed in the Air Quality TDR (EIS, Appendix E.1), EIS (Section 6.4.1.1 and 
6.5.4) and the response to IR3.16, whereby receptors including nearby residences to the 
Terminal have been considered. Residual effects on human health were determined to be 
negligible and not significant.  

• Groundwater – Changes in groundwater quality and quantity during construction are 
anticipated to be localized (within the PDA) and temporary (i.e., associated with dewatering 
activities). The amount of drawdown resulting from dewatering is expected to be low and 
isolated to a small distance around the excavation (within the PDA) because of low hydraulic 
conductivity of soils in the PDA (EIS, Appendix E.8, Section 5.3).  Further, since excavations will 
be shallow relative to the depth of surrounding wells, potential interference effects on local 
private well quantities are not anticipated (EIS, Appendix E.8, Section 5.3). Since local private 
wells draw their water supply from either deep overburden deposits or the bedrock aquifer, a 
reduction in infiltration throughout the PDA post-construction is very unlikely to affect 
groundwater quantities in these wells (EIS, Appendix E.8, Section 5.1).  Further, a change in 
groundwater quality is unlikely given the low permeability of surficial soils, low hydraulic 
conductivity of existing soils within the PDA, combined with mitigation measures incorporated 
into the design (i.e., stormwater management) and operations (i.e., spill response) of the 
Terminal. As such, changes in groundwater conditions within the PDA are not anticipated to 
adversely affect water supply or quality at adjacent agricultural operations.   

• Surface Water – Changes to water quality during construction are expected to be mitigated 
by the implementation of erosion and sediment control measures (Surface Water TDR, EIS, 
Appendix E.15). Although catchment areas will change due to development within the PDA, 
no changes in water quality outside the PDA are expected (see IR3.23 and IR3.35). During 
operations, water quality and quantity will be managed through the implementation of a 
treatment train approach to stormwater management (see response to IR2.22). Further, 
drainage from the site has been accommodated in the drainage design of the Terminal to 
avoid potential effects on surrounding agricultural operations. Surface water changes within 
the PDA are not anticipated to adversely affect surface water (either quality or quantity) at 
adjacent agricultural operations.  

c) Further to part b) of this information request, describe the possible adverse effects of the 
Project-related changes to agricultural productivity, efficiency, farm operations and 
agricultural land use. Identify whether abutting agricultural operations would experience 
effects that would limit agricultural productivity or efficiency as a result of the Project. 

All agricultural areas within the PDA will be removed from agricultural productivity. Agricultural 
areas outside of the PDA may continue as agricultural productivity areas for some time; however, 
these lands have already been identified by the Region of Halton (in the Halton ROP), Town of 
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Milton (in the OPA 31) and the Province of Ontario (in the Places to Grow: Growth Plan for the 
Greater Golden Horseshoe (MMAH 2017)) for planned growth through urbanization, independent 
of the CN project. Areas outside of the PDA that are designated as agricultural areas, current and 
future, are anticipated to continue in their use as agricultural areas and will not be affected by 
any changes in light, noise, air quality (and human health), groundwater or surface water quality 
or quantity, as discussed in part b). Therefore, no changes to productivity of those lands are 
anticipated. No changes to farm operations and agricultural land use are anticipated from the 
Project. Notification prior to construction will be provided to farmers in the area as advanced 
warning on short-term route impacts that would have the potential to limit agricultural activity 
(such as access restrictions, lane reductions). CN does not anticipate any limitations at this time. 
No other Project-related effects are anticipated to abutting agricultural operations for agricultural 
productivity or efficiency.  

d) Discuss the social and economic implications of the changes and effects described above 
for farmers or communities in the area. 

Social and economic implications of the changes and effects associated with the removal of 
agricultural lands within the PDA are limited to the current leaseholder who farms lands within the 
CN owned lands including the PDA. Any income or revenue from agricultural activities on these 
lands will be lost based on development of the PDA; however, the current leaseholder is aware of 
the upcoming changes and has expanded his business to other services in anticipation of the 
change in land availability. While CN-owned land is currently leased to a local farmer, any 
landowner (farmer) who sold their land to CN has already been compensated. Current lease 
agreements between CN and tenant farmers recognize the temporary nature of the 
arrangements.   

Further, the removal of this land from agricultural productivity has been planned by the Region of 
Halton and the Town of Milton in their planning for future development, as reflected in the 
designation of this land in the Regional Official Plan and/or the Town of Milton Official Plan as 
employment areas or future strategic employment areas, and by the Province in their approval 
of the Growth Plan for the Greater Golden Horseshoe (2006). Sixty-three percent of the PDA used 
currently for agricultural productivity is already designated as Employment Land in the Halton ROP. 
An additional 28 ha of “Prime Agricultural Areas” in the PDA are designated as future Employment 
lands in the Halton ROP. The designation of these lands as employment lands and future strategic 
employment lands in the ROP was guided by the Region’s own Sustainable Halton: Agricultural 
Countryside Vision (2007), which addressed how the Region would balance growth in the Region 
along with the protection of agricultural lands. The Region’s designation of CN-owned lands as 
employment lands or future strategic employment lands suggests the Region anticipates 
achieving its sustainability goals, including the protection of agricultural lands, even with the 
conversion of these lands to employment uses in the future. 

IR4.22 Mitigation options for effects on agriculture 

Rationale: In Table 6.35 and Appendix G of the EIS, to mitigate the loss of agricultural land as a 
result of the Project, CN committed to work with Halton Region and Town of Milton to stay within 
the designated land use areas and work with local farmers for agricultural lease opportunities 
where they may exist. In Table 7.1 CN elaborated that mitigation measures could include 
rehabilitation or improvement of adjacent lands or providing a contribution to agricultural 
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research in the area. CN further noted that design elements such as berms and planted trees and 
shrubs would shield views of the Project site and provide barriers to noise emissions. 

CN did not describe whether any off-site compensation for agricultural areas for the loss of Prime 
Agricultural Areas was planned, or whether any additional mitigation measures, beyond general 
project design, would be required to eliminate or reduce the effects of the Project to agriculture. 

Information Request:  

a) Describe any plans CN has to create on- or off-site compensation for agricultural areas to 
mitigate the conversion of 30 hectares of designated agricultural areas. 

b) Based on the response to information request 4.21 (Project-induced changes on agricultural 
activities), above, describe what mitigation measures, if any, beyond general project design 
CN would implement to eliminate or reduce the effects of the Project on agricultural activities. 

c) Provide details on the level of confidence CN has that the proposed measures would be 
effective to mitigate the socio-economic effects of the Project to agricultural users. Describe 
any additional measures that CN could undertake if the mitigation described above is not 
effective. 

CN Response: 

a) Describe any plans CN has to create on- or off-site compensation for agricultural areas to 
mitigate the conversion of 30 hectares of designated agricultural areas. 

CN does not plan to provide compensation for the conversion of land within the PDA.  CN owns 
the land within the PDA and leases these lands to farmers under contract for agricultural purposes.  

The conversion of these lands away from an agricultural use to urban, commercial and industrial 
development (i.e., Employment Lands or Future Strategic Employment Lands) is planned by the 
Region of Halton (Halton ROP), Town of Milton (OPA 31) and the Province of Ontario (Places to 
Growth: Growth Plan for the Greater Golden Horseshoe (MMAH 2017)) for growth through 
urbanization independent of the CN project. This Project has taken into account the stated planning 
policies and objectives of all three levels of government (Planning Justification Report, EIS Appendix 
E.11) (see the response to IR4.9 for further information regarding goods movement within the region 
and province and the response to IR4.10 for further information regarding OPA 31). 

b) Based on the response to information request 4.21 (Project-induced changes on agricultural 
activities), above, describe what mitigation measures, if any, beyond general project design 
CN would implement to eliminate or reduce the effects of the Project on agricultural activities. 

As indicated in response to IR4.21, all agricultural areas within the PDA will be removed from 
agricultural use and there are no additional Project effects on agricultural lands or agricultural 
activities based on Project changes to light, noise, air quality, and ground and surface water 
beyond the limits of the PDA. As there are no other Project effects on agricultural land use or 
agricultural activities, no additional mitigation measures are proposed to address agricultural land 
changes, productivity, or efficiencies beyond those already listed in the EIS Section 6.5.5.9 and 6.6.1.  
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c) Provide details on the level of confidence CN has that the proposed measures would be 
effective to mitigate the socio-economic effects of the Project to agricultural users. Describe 
any additional measures that CN could undertake if the mitigation described above is not 
effective. 

As described in the EIS, Section 6.5.5.9 and Section 6.6.1, the Project will result in the loss of 30 ha 
of Prime Agricultural lands within the PDA (as discussed in the response to IR4.11), which represents 
approximately 0.1% of the total agricultural land within the RAA. These lands are planned for 
development (i.e., conversion away from agriculture) by the Region of Halton, Town of Milton, 
and Province of Ontario, as reflected in the designation of the lands within the PDA and 
surrounding areas as “Employment” and “Future Strategic Employment” by both the Halton ROP 
and Milton OPA 31. As such, the conversion of 30 ha of agricultural land is anticipated 
independent of the Project. In addition, other non-agricultural activities currently exist within lands 
designated as prime agricultural lands including the Regional Municipal Waste Management 
Facility, Rattlesnake Point Golf Course and the Burlington Airpark (see Attachment IR4.20-2). 

Table 7.1 (EIS, p. 317) provides a summary of mitigation measures. These measures may include 
rehabilitation or improvement of adjacent lands or providing contribution to agricultural research 
in the area.   

CN is confident that continuing to consult with the municipalities regarding research opportunities, 
and with farmers who have leases on CN-owned land outside the PDA regarding improvements 
to farming practices, will help to mitigate the 0.1 % loss of agricultural land within the RAA. The 
magnitude of the loss is low and limited in extent to the PDA for agricultural users, and the loss is 
already anticipated by the Region, regardless of whether the Project proceeds. The Project is 
infrastructure to be added to an existing transportation corridor and is consistent with the 
objectives of planning policy (EIS, Appendix E.11, p. 17, bullet (i)).   

For agricultural land users within the LAA adjacent to the PDA and outside of CN-owned lands, no 
additional Project effects based on project-induced changes to light, noise, air quality (or human 
health), groundwater or surface water quality and quantity are anticipated (see response to IR4.21). 
No additional mitigation measures beyond the mitigation measures described above are proposed. 
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Summary of Topics Source of Input CN Consideration/Response 
1. Truck traffic 
a) Terminal access/on-site traffic 
• Concern about trucks stopping on area 

roads while waiting to enter the facility, 
resulting in traffic congestion. 

Public correspondence – EIS Appendix 
D3.1 (emails; open house) 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 
 
Government/ stakeholder engagement 
(2017) 
 
Fall public consultation (2017) 
 
Community Benefits Roundtables (2018) 
 

• CN has considered this concern in the design of the Terminal and have addressed truck queuing in the EIS, TDRs and subsequent IRs by the 
Review Panel. The access road and truck entrance have been designed to address concerns raised by the public regarding trucks queuing on 
area roads (EIS Section 2.2.3.2; Table 2.2). Key design features in this regard include:  

o The construction of a new two-lane 1.7-kilometre inbound/outbound access road and an overpass on CN property.  
o Change of the location of the entrance gate for trucks from Tremaine Road to Britannia Road. In addition, by locating the entrance gate 

at the end of the internal access road, and with the incorporation of six gate-entry lanes, truck movement into the Terminal will be 
facilitated, while preventing back-ups onto public roads, and providing space for queuing trucks (EIS Section 3.4.2.1).  

o Trucks will enter/exit the Terminal at the proposed intersection on Britannia Road, which has been designed to align with the collector 
road intersection proposed to provide access to the planned development area north of Britannia Road (Boyne Survey Secondary Plan) 
(see IR2.33; Attachment IR2.33-1, and Attachment IR4.4-1). Further consideration regarding the access road and truck gate has been 
provided in responses to IR2.19, IR2.20 and IR2.33.  

• Furthermore, after submitting the EIS and to address concerns, CN commissioned four additional traffic studies, including two specifically 
related to Terminal access (see response to IR2.33):  

o The report Terminal Road Access Study (BA Group 2017a) concluded that, with Halton Region’s planned infrastructure improvements, 
the proposed intersections (truck entrance and employee entrance) will provide sufficient capacity to accommodate foreseen peak hour 
traffic volumes. 

o The report Safety Assessment of Site Accesses at the Proposed CN Logistics Hub (30 Forensic Engineering) (Attachment IR2.33-2), 
considers the proposed access location and configuration of traffic data, as well as Halton Region’s planned infrastructure 
improvements. Conclusions were consistent with the findings of the EIS (Section 6.6.2.6.5), that the residual effect on road traffic safety 
due to the risk of traffic collisions at the entry points to the Terminal will be not significant.  

• Results of the traffic studies indicate that, other than at the access road intersections, no other key intersections in the Halton Region road 
network would experience a change in traffic volumes or patterns that would cause a need for road upgrades beyond those already planned; 
nor would they result in new traffic operating conditions requiring special or particular attention (EIS Section 2.2.2; response to IR2.33). These 
findings were provided to the Halton Region along with recommendations including improvements to the intersection on Britannia Road at the 
proposed truck entrance, with a westbound left-turn and eastbound right-turn lane to accommodate trucks, which would minimize disruption to 
traffic flow and help manage vehicle movement and safety of other vehicle operators, cyclists and pedestrians (EIS Appendix E.17; Appendix 
G.7). CN is committed to compensating the Region for incremental costs associated with modifying the Terminal entrance intersection design to 
include these recommendations.  

• CN will continue to work with the municipalities to inform on-going traffic planning efforts (EIS Section 2.2.2).  
 
Note: Concerns related to safety, noise and light effects of truck traffic are addressed under topic 2 – Safety, topic 4 – Noise, and topic 5 – Light, 
below.  

b) Local traffic impacts (Milton) 
• Question regarding traffic studies, 

including how traffic is predicted/regulated, 
and what areas have been included in the 
study.  

Public correspondence – EIS Appendix 
D3.1 (emails; open house) 
 
Municipal correspondence – EIS Appendix 
D6.1 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017)  
 
Municipal meeting with CN (2015-2017) 
 
Municipal correspondence to CN (2015-
2017) 
 
Government/ stakeholder engagement 
(2017) 
 

• CN has engaged with the public since the early project stages in many different formats (see Source of Input column) and, as such, has been 
able to clarify and inform the public about Project details (e.g., how the traffic studies were conducted, study areas) during these public 
engagement events. 

• Since submitting the EIS, in response to community input, CN commissioned four additional traffic-related studies. These studies show that 
Terminal-generated truck traffic will not substantially affect either traffic or safety at the entry points or on regional roads (see response to IR2.33 
for details). 

• The number of trucks arriving at and 
leaving the Terminal. 

• As described in the EIS, up to 800 trucks per day are expected to enter and exit the Terminal at full operation (Section 3.4.2.1). See responses 
to IR2.30 and IR2.32 for more details.  

• Project-related truck traffic has been considered in the traffic-related studies, and it is anticipated that the proposed intersections (with the 
Region’s planned infrastructure improvements, including planned expansions of Britannia Road and Tremaine Road, in place) will provide 
sufficient vehicular capacity to accommodate the foreseen peak hour traffic volumes. 

• The design of the Terminal entrance intersections would be developed in consultation with Halton Region and could include signaling, signage, 
adjustment to queuing lanes, turn lanes and provisions to ensure pedestrian and cyclist safety (EIS Section 2.2.2; Appendix E.17). 

• A number of measures have been proposed by CN related to this concern, including: 
o Designing the entrance on Britannia Road instead of Tremaine Road and constructing a new two-lane private access road on CN 

property to provide space for queuing trucks and avoid back-ups onto public roads;  
o Implementing a gate reservation system (SpeedGate™) to regulate truck activity, reduce queuing and manage traffic movement (EIS 

Section 3.4.2.1). See response to IR2.35 for details.  
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Summary of Topics Source of Input CN Consideration/Response 
Fall public consultation (2017) 
 
Community Benefits Roundtables (2018) 
 

• CN anticipates that most (but not all) truck traffic will arrive at and depart from the Terminal between 06:00 and 21:00. (see Table 1, EIS 
Appendix E.17 and responses to IR2.25 and IR2.34(c) for details).  

• Trucks will use existing Regional arterial roads/routes that are designed to accommodate trucks, and not Town of Milton streets (EIS Appendix 
E.17; Section 2.2.2). 

• Concerns about truck routes. • CN has addressed this concern by evaluating which routes trucks would likely use when traveling between the Project and the 400-series 
highways and by assessing the effects of Project-associated truck traffic on those routes (see response to IR4.9 for details). 

• Trucks are expected to travel along existing Regional arterial roads/routes that are designed to accommodate trucks, and not Town of Milton 
streets (EIS Appendix E.17; Section 2.2.2). As described in the Halton Region Transportation Master Plan 2031 (2011), Regional arterial roads 
are classified/designed to accommodate truck traffic, and trucks are not permitted by local laws to use Town of Milton streets that are not 
designated routes. (See responses to IR2.13, IR2.33 and IR4.9). 

• As noted in the EIS (Section 2.2.2) and in responses to IR2.24, IR2.34 and IR4.60, to address concerns raised by the public and stakeholders, 
CN is committed to routing CNTL’s truck trips to/from the Project on Highway 407 when practical and feasible. To ensure CNTL trucks comply 
with these routes, the specific routing requirements will be included in the protocols for any pick-up or delivery. 

• The preferred truck access location for the Terminal is on Britannia Road, an arterial Regional road on which truck traffic is and will be permitted 
at the time of Project opening (EIS Appendix E.17; IR2.13). By routing traffic along Britannia Road, scheduled to be a 6-lane arterial road at the 
time of Project operation, it is anticipated that trucks would stay at the periphery of Milton.  

• BA Group (EIS Appendix E.17) determined that, by following rules and regulations for flow of traffic and using Regional arterial roads, it would 
be feasible for trucks to use the following four routes (see response to IR2.24):  

o Britannia Road east to Highway 407; 
o Britannia Road east to Regional Road 25 and south to Highway 407 and Queen Elizabeth Way; 
o Britannia Road east to Regional Road 25, James Snow Parkway, or Trafalgar Road, and north to Highway 401;  
o Britannia Road west to Tremaine Road and north to Highway 401.   

• By the time the Project commences operation, it is anticipated that improvements to the road network will have been made by the province, 
Region, and Town, including:  

o Widening, extension and improvement of Tremaine Road, with a new interchange at Highway 401; 
o Widening and improvement of Britannia Road; 
o Widening and improvement of the RR25 and Highway 401 interchange.  

• The response to IR4.60 highlights the customer base shift from locations northeast of the Project along the Highway 401 and Highway 407 to 
areas in North Milton is not expected to significantly change the general pattern of truck movement from the Terminal within Milton, as described 
in the EIS, Appendix E.17. This is because the predominant movements will remain oriented toward the Highway 401 interchanges at Trafalgar 
Road, James Snow Parkway and Tremaine Road (once constructed), as assessed in both the EIS, Appendix E.17 and the Transportation 
Considerations Report (see response to IR2.33 for details) 

• Concern about the capacity of the regional 
road network to accommodate traffic 
associated with the Terminal, and the 
timing of planned regional road network 
improvements. 

• CN has considered this concern in the EIS and in its subsequent additional traffic-related reports. Of note, as described in the Halton Region 
Transportation Master Plan 2031 (2011), regional arterial roads are designed to accommodate truck traffic, and trucks are not permitted by local 
laws to use Town of Milton streets that are not designated routes. (See responses to IR2.13, IR2.33 and IR4.9). 

• The report Draft CN Logistics Hub Transportation Considerations (BA Group) (IR2.33; Attachment IR2.33-3) included estimates of anticipated 
future total traffic volumes, as well as the implications of Terminal-generated traffic for the regional road network. This study concluded that, 
when the traffic generation that would occur from a comparably sized parcel in a different land use (retail, residential, office park, industrial park, 
distribution centre) is estimated and compared with the traffic generation anticipated from the proposed Project, the Project is shown to generate 
less traffic than any of the other types of land use.  

• Off-site road infrastructure to support the proposed Project is limited to the intersections between the Terminal access roads and Britannia Road 
and Tremaine Road, and the grade separation between CN’s right-of-way and Lower Base Line, all located in the PDA (IR2.33(c)). 

• Results of the traffic-related studies indicate that, other than at the access road intersections, no other key intersections in the Halton Region 
road network would experience a change in traffic volumes or patterns that would cause a need for road upgrades beyond those already 
planned; nor would they result in new traffic operating conditions requiring special or particular attention (EIS Section 2.2.2; IR2.33). 

• The planning, design, development, maintenance and control of the road system within Milton is the responsibility of the Halton Region and the 
Town of Milton (EIS Section 2.2.2). CN has considered that, as part of the Town of Milton and Halton Region’s capital plans to improve roads 
and accommodate anticipated traffic growth, the following are expected to be completed by the time the Terminal is in operation (EIS Section 
6.3.9): 

o Expansion of Tremaine Road to a 4- or 6-lane road between Britannia Road and Steeles Ave., and extension to interchange with 
Highway 401; 

o Widening of Britannia Road to a 6-lane Regional arterial road between Tremaine Road and Highway 407, with a potential overpass at 
the CN rail crossing on Britannia Road (CN continues to work with Halton Region regarding the overpass – see response to IR2.33(c)); 

o Widening of Regional Road 25 between Derry Road and Highway 407. 



Attachment IR4.8-1 – Consideration/Response Table June 13, 2018 

Page 3 of 30 
 

Summary of Topics Source of Input CN Consideration/Response 
• Subject to the Project proceeding, CN will continue to work with the Town of Milton towards an underpass at Lower Base Line to improve traffic 

flow and facilitate east-west passage for emergency vehicles (EIS Appendix G). CN would be responsible for the costs of this grade separation 
(EIS Section 2.2.3.3).  

• As good community partners, CN has contributed more than $8.5M to a number of projects in the Halton Region between 2013 and 2017 
considered to be beneficial to the community, including: 

o Derry Road grade separation 
o Louis St-Laurent Avenue grade separation 
o King Road grade separation 
o Halton LED Program (13 signalized crossings in the region) 
o Crossing restorations at 5th Line, 10 Side Road, Tremaine Road, Side Road 1 

• Concern that roundabouts on Tremaine 
Road would be problematic for trucks to 
navigate.  

• CN has considered this concern and, as noted in EIS Appendix E.17 and in response to IR2.15, IR2.33 and IR4.63, traffic studies have 
considered the four existing roundabouts along the route on Tremaine Road.  

• The Region of Halton confirmed during meetings with CN that the roundabouts in place along Tremaine Road have been designed to 
accommodate truck traffic.  

• Concern regarding how road-use changes 
and truck traffic may impact municipalities 
(including potential damage to roads), and 
who would be responsible for road 
improvements/repairs. 

 
 

• CN has considered possible impacts to community services and infrastructure and does not anticipate there will be additional costs to public 
services as a result of the Project. Project-related trucks are anticipated to move along arterial roadways, which are designed to accommodate 
this use. 

• As stated in the response to IR4.13, it is anticipated that truck traffic generated by the Project will be handled in the same capacity as other truck 
traffic currently travelling with the Region of Halton using Regional arterial roads. As described in EIS, Appendix E.17 and the Transportation 
Considerations Report submitted with IR2.33 (CEAR #592), with Halton Region’s road improvements, the road network will be capable of 
handling both the background traffic (existing and future cars and trucks) generated by other development projects and Project-related traffic. 

• Regional and local municipalities are responsible for funding road improvements and repairs. CN is committed to continuing to work with the 
Halton Region and Town of Milton to consider the impacts of the change in truck traffic on the Region’s arterial road network (EIS Section 
2.2.2). 

• CN will liaise with local and regional service providers throughout the life of the Project to identify and address issues pertaining to the demand 
for community services and infrastructure, including keeping service providers aware of Project activities (EIS Section 9.4.10), such as the 
location and scheduling of construction activities. 

• Concern about how truck traffic could 
affect commuters and first-responders.  

• CN has considered this concern and, as stated in response to IR4.61, the impact of Project-related trucks on the travel times for the vast 
majority of the routes is extremely small: six seconds or less additional delay, on average, per trip. For a few routes where the travelers’ origin or 
destination are adjacent to the Project — where there is the highest concentration of trucks on a particular route — the delay is twelve to sixteen 
seconds, on average, per trip. 

• Traffic studies have considered the Town of Milton and Halton Region’s capital plans to improve roads and accommodate anticipated traffic 
growth, and it is anticipated that the impact of truck volumes on Britannia Road and Tremaine Road, related to gate entrance, can be mitigated 
through reasonable and conventional traffic engineering and operational control measures that would not result in a significant increase in road 
congestion. These would be developed in consultation with Halton Region and could include signaling, signage, adjustment to queuing lanes, 
turn lanes and provisions to ensure pedestrian and cyclist safety (EIS Section 2.2.2; Appendix E.17). 

• The access road and truck entrance have been designed to address concerns raised by the public regarding trucks queuing on area roads (EIS 
Section 2.2.3.2; Table 2.2), including:  

o The construction of a new private two-lane 1.7-kilometre inbound/outbound access road and an overpass on CN property.  
o Change of the location of the entrance gate for trucks from Tremaine Road to Britannia Road. In addition, by locating the entrance gate 

at the end of the internal access road, and with the incorporation of six gate-entry lanes, truck movement into the Terminal will be 
facilitated, while preventing back-ups onto public roads, and providing space for queuing trucks (EIS Section 3.4.2.1).  

• For the 400-series highways, the small proportion of total traffic volume and total long truck volume that the net change in Project-related trucks 
would represent, would result in delays that are so small that they would be indiscernible, outlined in IR4.61. A memo comparing existing and 
future traffic volumes along section of Highway 401 in Milton with and without Project-related trucks is provided for reference in Attachment 
IR4.61-1, Appendix A. For other section of 400 series highways beyond Halton Region, the proportion of total future traffic represented by 
Project-related trucks would be even smaller. 

• In addition, the grade separation planned by CN for Lower Base Line will remove an existing at-grade crossing and provide free flowing access 
for emergency responders in the area around the Terminal. 

• Concern about how CN would mitigate 
effects of traffic during construction, and 
request that residents be kept informed of 
trucking routes and construction traffic. 

• CN has considered this concern and has proposed mitigation measures in the EIS (Appendix G) and in response to CEAA IR23 and IR5.1, 
including: 

o Prior to initiating construction activities, CN will communicate the location and schedule of construction activities to the community and 
stakeholders. 
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Summary of Topics Source of Input CN Consideration/Response 
o On-site vehicle traffic during construction will be restricted to approved access routes to and from the Project site area. (Appendix E.10, 

page 63) 
o A Traffic Management Plan will be implemented during Project construction, which will include signage and traffic control measures. 

• Concern about challenges for cyclists and 
pedestrians with respect to truck routes, 
and about the lack of recreation 
infrastructure in Milton. 

• Cycling and recreation infrastructure were considered in EIS Section 6.3.9 and Appendix E.12. There are five established cycling routes in the 
Local Assessment Area (LAA), of which only the Lower Base Line route intersects with the PDA. 

• Traffic studies commissioned by CN considered other road uses including by cyclists and pedestrians. BA Group and 30 Forensic considered 
the regional infrastructure development and improvements planned by Halton Region, and also provided recommendations regarding 
intersection design at the Terminal access roads to safely accommodate automobile, public transit, bicycle and pedestrian traffic (see response 
to IR2.33). 

• CN has provided recommendations to, and will seek collaboration with, Halton Region to install a signalized intersection, as necessary, on 
Britannia Road with a turning lane for trucks entering the Terminal from the east to manage vehicle movements and the safety of other road 
users, including motor vehicle operators, cyclists and pedestrians (EIS Appendix G.7).  

• Improvements to the road network planned by Halton Region include the incorporation of bicycle lanes and multi-use paths along Tremaine 
Road between Britannia Road and the planned interchange with Highway 401; and on Britannia Road between Tremaine Road and its 
interchange with 407ETR (EIS Appendix E.17). 

• During fall 2017 public consultation, CN asked for and received feedback regarding potential additional community benefits that the Project 
could provide. CN continues to engage with the community to refine a list of potential additional benefit ideas that the Project could provide, 
including through a series of multi-stakeholder Community Benefits Roundtables held in February and March2018. Additional engagement is 
being undertaken in Halton Region in June 2018 to gather community input regarding priority areas for potential community benefits (i.e., 
possible bicycle trail on CN property) 

c) Impacts to 400-series Highways 
• Concern about the potential impact of 

increased truck traffic on 400-series 
highways, and suggestion for further study.  

Public correspondence – EIS Appendix 
D3.1 (emails; open house) 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 
 
Government/ stakeholder engagement 
(2017) 
 
Fall public consultation (2017) 
 
Community Benefits Roundtables (2018) 
 

• A benefit of the proposed Project is that it would help remove long-haul trucks from regional 400-series highways, because one intermodal train 
can transport the same number of containers as 280 long distance heavy trucks. In the absence of additional intermodal capacity in the GTHA, 
forecast increased volumes of containers would continue to move by long-haul trucks, increasing congestion on regional highways. 

• In addition, as compared to heavy trucks, rail is four times more fuel efficient and produces 75% less GHG emissions. 
• Concern about the impact of congestion on 

commuters and supply chain networks. 
• CN has considered this concern in the EIS (Appendix E.17) and in its additional traffic-related studies conducted post-EIS submission, including 

two that assessed the regional road network between the Project and 400-series highways. 
• The Project is proposed to help facilitate a growing demand for goods in the west GTHA; intermodal allows for safe, efficient and 

environmentally responsible transportation of goods. It is anticipated that the Project would assist with reducing congestion on regional 
highways and support the Province’s plans for improving transportation infrastructure (EIS Section 8.3.2). 

• Section 2 of the TMP, Introduction and Background, was used to inform and confirm CN’s understanding that Halton Region considers goods 
movement to be a vital element of the region’s transportation system, that the road network captures the vast majority of goods movements, that 
other modes (i.e., rail) are integral, and that regional planning includes policies to promote a safe and efficient network for goods movements. 

• The Project will improve supply chain networks by increasing intermodal capacity in the area with highest forecast growth in population and 
demand for goods (and therefore need for goods movement).  

• In response to IR4.61, CN commissioned the BA Group to examine the impact of Project-related trucks on the travel times between Milton and 
locations within the GTHA, which determined that for the vast majority of the routes the effect is extremely small: six seconds or less additional 
delay, on average, per trip. For a few routes where the travelers’ origin or destination are adjacent to the Project, the delay is twelve to sixteen 
seconds., on average, per trip. The impact on travel time is not significant in the context of the overall duration and variability of existing travel 
times (see response to IR4.61). 

• As stated in response to IR4.60, CN will provide routing directions to its CNTL drivers to route via Highway 407 where practical and feasible and 
to access Highway 407 by way of the most direct point of access.  

• In addition, the new two-lane private access road on CN property will provide space for queuing trucks and avoid back-ups and congestion on 
public roads. 

• Concern about potential impacts to 
adjacent municipalities (e.g., Mississauga) 
as a result of increased truck traffic. 

• The Project is proposed to help facilitate a growing demand for goods in the west GTHA. Intermodal allows for safe, efficient and 
environmentally responsible transportation of goods. It is anticipated that the Project would assist with reducing congestion on regional 
highways and support the Province’s plans for improving transportation infrastructure (EIS Section 8.3.2). 

• The Project is anticipated to remove long-haul trucks from regional 400-series highways by getting them closer to market by train (one 
intermodal train can transport the same number of containers as 280 long distance trucks) creating a more fluidity highway network in the 
vicinity of Mississauga.   

• As stated in response to IR4.61, the impact of Project-related trucks on the travel times for the vast majority of the routes examined is extremely 
small: six seconds or less additional delay, on average, per trip. For a few routes where the travelers’ origin or destination are adjacent to the 
Project the delay is twelve to sixteen seconds, on average, per trip. 
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• The report Terminal Road Access Study (BA Group 2017a) concluded that, with Halton Region’s planned infrastructure improvements, the 

proposed intersections (truck entrance and employee entrance) will provide sufficient capacity to accommodate foreseen peak hour traffic 
volumes (see response to IR2.33). 

• CN evaluated two modal scenarios: the movement of containerized goods from the Port of Montreal to the western GTHA both with and without 
the Project and the conclusion was that there would be a 95% reduction in the total truck-route kilometres a container would have to travel to get 
to Mississauga, reducing the 565 km trip within Ontario down to 25 km (see response to IR4.61). 

 
Further reference for traffic-related topics: 
• EIS Chapters 2, 6, 7 and 9 and Appendix E.17; 2017 Public Consultation Consideration Memo; IR2.19; IR2.20; IR2.30 to IR2.35; IR4.9; IR4.59 

to IR4.63. 
2. Safety 
Concerns about safety and risks to the public 
related to increased truck traffic (e.g. for other 
vehicles/cyclists/pedestrians), including near 
school zones, residential areas and proposed 
university campus. 

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Municipal correspondence – Appendix 
D6.1 
 
Public correspondence – Appendix D3.1 
(emails; open house) 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 
 
Government/ stakeholder engagement 
(2017) 
 
Fall public consultation (2017) 

• In response to further public input about safety related to truck traffic, additional traffic-related studies were undertaken following submission of 
the EIS, including two that address safety:  

o Safety Assessment of Site Accesses at the Proposed CN Logistics Hub (30 Forensic Engineering) (Attachment IR2.33-2) – the 
conclusions of this study were consistent with the findings of the EIS that the residual effect on road safety due to the risk of traffic 
collisions at the entry points to the Terminal would be not significant. The study also concluded that the employee vehicle gate 
intersection would meet or exceed applicable sight distances, and the proposed turn lanes would effectively reduce conflicts between 
through and turning traffic. Recommendations were also provided for intersection design to safely accommodate bicycle and pedestrian 
traffic.  

o Safety Assessment of the Proposed CN Logistics Hub (30 Forensic Engineering) (Attachment IR2.33-4). This study provided a safety 
assessment of Terminal-generated truck traffic on the primary truck routes providing access to 400-series highways. The assessment 
concluded that: 

 The addition of the truck entrance gate on Britannia Road would have a negligible effect on overall intersection safety; and  
 Terminal-generated truck traffic is not expected to noticeably affect the existing operation or safety of schools or emergency 

facilities, and would have an insignificant effect on the feasibility, operation and safety of the Milton Education Village. 
• Section 3.2.3 of the Safety Assessment report (see Attachment IR2.33-4) includes a discussion regarding safe bicycle and pedestrian access to 

the Milton Education Village along Tremaine Road using the roundabouts. 
• CN has provided recommendations to, and will seek collaboration with, Halton Region to install a signalized intersection, as necessary, on 

Britannia Road with a turning lane for trucks entering the Terminal from the east to manage vehicle movements and the safety of other road 
users, including motor vehicle operators, cyclists and pedestrians (EIS Appendix G.7).  

• Standard road rules apply to Project-related vehicle traffic and other road users, and will be enforced by local authorities to protect road user 
safety (EIS Section 6.6.2.6.5). The CN Police Service will be used to promote public safety by monitoring truck traffic and enforcing traffic rules 
on property owned, operated or managed by CN. 

• Within the Local Assessment Area (LAA) there are five established cycling routes. Of these routes, only the Lower Base Line route intersects 
with the Project Development Area (PDA). No dedicated bike lanes or paths currently occur within the PDA (EIS Section 6.3.9), although bike 
lanes are proposed in conjunction with future roadway improvements around the Terminal.  

• The Safety Assessment report found that 1,319 intersection collisions have occurred in the area road network over a five-year period, 10 
involved pedestrians and 17 involved bicycles. Among the 10 pedestrian collisions, no heavy vehicles were involved. Among the 17 bicycle 
collisions, 2 heavy vehicles were involved (which translates to 0.4 truck-bicycle collisions annually). The increase of heavy vehicle volumes from 
the Project in 2021 is expected to result in an annual average increase of 1.87 collisions annually, of which 0.01 collisions per year involve 
pedestrians and 0.017 collisions per year involve cyclists. In 2031, an increase in collision frequency of 1.6 collisions annually is expected due 
to the increase of heavy vehicle volumes from the Project (slightly less as Project-related traffic will comprise a lower percentage of overall 
vehicles on the road).  For context, these annual increases are less than the yearly collision frequency fluctuation observed at most major 
intersections located within the study area. (see response to IR4.62). 

• CN is committed to reducing potential impacts on other road users. As discussed in response to IR2.34, CN is committed to routing CNTL trucks 
(i.e., those in CN’s care and control) along specific routes to and from the Terminal, when feasible. As discussed, in response to IR2.24, the 
preferred route for CNTL trucks will be along Britannia Road, east to Highway 407, which will avoid the use of roundabouts along Tremaine 
Road. 

• It is anticipated that the truck traffic generated by the Project will be handled in the same fashion and will be subject to the same laws as the 
truck traffic currently circulating on regional arterial routes. The report Terminal Road Access Study (BA Group 2017a) concluded that, with 
Halton Region’s planned infrastructure improvements, the proposed intersections (truck entrance and employee entrance) will provide sufficient 
capacity to accommodate foreseen peak hour traffic volumes (see response to IR2.33). As such, no additional measures are anticipated. 

• As discussed in the response to IR2.33, increased traffic at the intersection of Britannia Road and the truck entrance gate would result in a 
negligible (i.e., very small) increase in traffic collision potential, no greater than what would be expected at similar intersections within Halton 
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Region. This is consistent with the findings of the EIS (Section 6.6.2.6.5), which concluded that the residual effect on road safety due to the risk 
of traffic collisions at the entry points to the Terminal will be not significant. 

• As stated in Attachment IR2.33-4, a total of 30 elementary and secondary schools were identified, of which only 4 had either a direct connection 
to or were adjacent to a potential truck travel route (i.e., Ontario Street and Derry Road) in our study area. Based on the operations of the 
existing schools’ properties, there were no potential safety effects of the additional truck traffic that would be generated along Ontario Street and 
Derry Road as a result of the proposed CN facility. 

• Concern about driving behaviors/ 
competencies of truck drivers.  

• To address this concern, all trucks and drivers picking up or dropping off containers at the facility will have to comply with CN Terminal operating 
rules governing access to and presence in the Terminal, which are established to promote safe and efficient Terminal operation while 
competitively meeting customer needs. However, CN’s Terminal operating rules do not apply to trucks or drivers outside the Terminal (see 
response to IR2.34 for details). 

• On-board GPS units would allow CN driver managers to monitor compliance with these routing protocols through “spot checks” as required. 
Appropriate disciplinary action would be taken if routing protocols are not being respected.  

• Truck drivers will be required to register through the driver registration system, which allows CN to track driver compliance with Terminal 
operating rules and can be used to restrict driver access or their ability to make a reservation (EIS 3.4.2.1, IR2.25, IR2.34).  

• All drivers must hold valid driver licenses and are subject to rules of road, enforced by regulatory authorities. 
• Concerns related to rail safety/risk of 

accidents. 
• CN has considered the potential effects of accidents and malfunctions in the EIS Section 6.6.2, and further in response to IR5.19 to IR5.24. 
• In addition, the response to IR5.17 provides a draft outline of the CN Milton Logistics Hub Emergency Response Plan (ERP), which will describe 

the organizational structure, procedures, processes and management practices to handle and respond to emergencies, including medical 
emergencies, evacuations, fires, spills, and natural hazards.  

• The ERP will be developed to achieve the following objectives: 
o  To prevent injuries and save lives 
o  To minimize environmental damage 
o  To minimize property damage 
o  To ensure and provide for the continuity of business 

• CN will work with local municipalities and emergency responders to understand processes that would be implemented in any emergency event, 
including local training of emergency personnel for specific onsite equipment handling and materials that may be present in construction or 
operations of the Terminal. While CN will maintain a process to be able to respond to emergency situations, employee and public safety are the 
first priority in all emergency situation. Preventive measures including pre-planning and communication are key components of success for all 
emergency plans. 

• CN maintains regular review of all safety and emergency plans based on preventive measures and the commitment of CN to be the Safest 
Class 1 Railway.  

• Relevant employees will complete and maintain dangerous goods training 
• Concern regarding potential for the facility 

to be a target of security threats or criminal 
activity. 

• CN Police will play an active role in the Milton Logistics Hub helping CN maintain on of its core values – to provide the safest environment 
possible for railway operations.  They will: 

o Ensure public safety on and around the facility for pedestrians, cyclists and vehicle traffic 
o Deliver education regarding railway safety to minimize the likelihood of non-compliance or illicit activity that could result in an accident or 

malfunction 
o Share intelligence with other police forces and emergency responders 
o Protect people, resources and property 
o Crossing and trespassing enforcement – work closely with local and national policing and intelligence agencies to ensure potential 

threats are averted 
• CN Police will work with local and national Agencies in the sharing of security and threat information on an ongoing basis. Potential risk to the 

Project will be included in these ongoing discussions as necessary. 
• Concerns about trucks/trains moving 

hazardous materials; hazardous materials 
stored on-site.  

• CN has considered this concern in the EIS and subsequent Information Requests by the Review Panel. The Terminal would only handle goods 
shipped in intermodal containers. Some containerized goods may be categorized as dangerous goods, such as household cleaning products, 
automotive parts and maintenance products, lawn care equipment, which account for approximately 2.7% of the shipments of intermodal 
containers. These containers would be placarded accordingly and handled in accordance with the Transportation of Dangerous Goods Act. The 
Terminal will not handle dangerous goods in bulk (EIS Section 3.4.2).  

• CN will develop and implement a comprehensive approach to managing hazardous materials on site, including the development and 
implementation of the Hazardous Materials Action Plan, Emergency Response Plan, Environmental Protection Plan, and Spill Response and 
Contingency Plan. These documents will specify procedures for safe and proper placarding, handling, and storage of hazardous materials. CN’s 
approach to hazardous materials management is described in detail in EIS Section 6.6.2.4, and further detailed in response to IR5.22. 

• Employees handling a dangerous goods container must be in possession of a valid Transportation of Dangerous Goods card confirming that 
they have received training for the handling of Dangerous Good equipment. At the check in gate, the clerks will validate that the proper 
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dangerous goods paper work has been filed and that the container has the appropriate placard. Once stacked on a car for departure, crane 
operators ensure placards are visible. (IR2.37).  

• Storage of hazardous materials will be restricted to designated areas with proper containment and in accordance with appropriate safety 
procedures and requirements. Safe and proper handling and storage of hazardous materials, and implementation of spill contingency 
procedures (EIS Appendix G). There will be no bulk storage of reagents or solvents on-site. 

• Concern about the adequacy of mitigation 
measures for spills.  

• A comprehensive suite of mitigation measures have been proposed to prevent spills from happening and to minimize the impact of any spill, if 
one should occur (as described in EIS Appendix G, in response to IR5.1 and IR5.22). 

• Attachment IR5.1-1 provides a consolidated table with all of the mitigation measures and commitments presented in the EIS, including the TDRs 
and Appendix G, response to CEAA’s IR23 and response to additional information requests provided to the Review Panel (IR1 through IR5, 
inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 and is considered reflective of all identified 
mitigation measures and commitments proposed by CN for this Project.  

• As outlined in EIS Appendix G, and further in response to IR5.24, an Emergency Response Plan will be developed and implemented during, 
which will include a Spill Response & Contingency Plan.  

o  
• As stated in the EIS Section 6.6.2.5.3, to minimize the potential for intermodal container spills, the following measures will be implemented by 

CN in cooperation with contractors and subcontractors: 
o Regular maintenance of all equipment will be conducted to avoid potential equipment malfunction 
o Proper construction and maintenance of access roads will be undertaken and speed limits will be established 
o The Terminal will have emergency response equipment to limit the consequence of intermodal spills by prompt containment and clean-

up actions 
o Intermodal containers will be properly handled within the Terminal 

• Containers will be placarded accordingly and handled in accordance with the Transportation of Dangerous Goods Act.  
 
Further reference for safety-related topics:  
EIS Section 6.6.2; Section 3.3.14; Section 3.3.15; Section 3.4.2; Section 2.2.3.7; Section 3.4.2.4; Appendix G; IR 2.37; IR 2.33; IR 4.1; IR 5.19 to 
5.24. 

3. Air quality 
• Concern about air emissions produced by 

the Project (i.e., facility/trucks/rail).  
 

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Agency correspondence to CN (2015-
2017) 
 
Fall public consultation (2017) 

• CN conducted an air quality assessment to determine how emissions from construction and operation may affect current air quality conditions in 
the vicinity of the proposed Project, detailed in Chapters 6.0, 7.0 and in the Air Quality TDR (EIS Appendix E.1). More information regarding air 
quality, existing conditions and associated assessments was provided in response to CEAA IR10 to IR13 (CEAR #72), and Panel IR3.1 to 
IR3.16 (CEAR #613). 

• Determining predicted changes to air quality with the Project (EIS Section 6.4.1.1; Appendix E.1) followed a conservative approach in terms of 
establishing existing conditions and predicting emission source estimates.  

• In response to CEAA IR13-2, CN provided an assessment of cumulative air quality effects of the Project in combination with past, present and 
reasonably foreseeable future projects (Attachment IR13-2). This assessment concluded that the Project’s contribution to cumulative air quality 
effects is predicted to be not significant. Air quality exceedances are attributed in large part to existing conditions. 

• Responses to CEAA IR10 (GHGs) and CEAA IR13 noted that the Project would reduce the need for long haul trucks by transferring 450,000 
containers to rail, in turn reducing GHGs. This, in combination with other federal, provincial and municipal efforts to combat air emissions, will 
facilitate a decrease in cumulative air emissions for the area (response to CEAA IR10).  

• A review of potential air quality effects of the number of the trucks at the entrance of the Project was conducted, along with the total using 
Britannia Road to and from the Project (EIS Section 2.2.2; Appendix E.1). 

• CN has proposed a number of measures to mitigate air emissions during construction and operation, and Best Management Practices to reduce 
emissions will be incorporated into Project design wherever feasible, including: 

o Construction and Terminal equipment will be properly tuned and maintained and will use ultra-low Sulphur fuel (EIS Appendix G). 
o Dust will be controlled through the use of dust suppressants, minimizing the area of activity, minimizing activities that generate large 

quantities of dust during high winds, covering truck-loads of materials which could generate dust (as necessary), and paving areas as 
required (EIS Appendix G).  

o Non-road mobile and stationary equipment equipped with low emissions and high fuel combustion efficiency engines should be used 
(EIS Appendix E.1).  

o A no-idling policy would be implemented during construction and operation where possible and appropriate (EIS Appendix E.1).  
o Automatic Engine Start Stop technology has been developed and installed on newer locomotives, and would be used as much as 

possible to reduce excessive idling during warm months (EIS Appendix E.1; IR 2.29). As CN proceeds with fleet replacement, it will use 
Tier 3 locomotives, which currently meet regulatory requirements for emissions (IR3.13)  
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• Attachment IR5.1-1 provides a consolidated table with all of the mitigation measures and commitments presented in the EIS, including the TDRs 

and Appendix G, response to CEAA’s IR23 and response to additional information requests provided to the Review Panel (IR1 through IR5, 
inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 and is considered reflective of all identified 
mitigation measures and commitments proposed by CN for this Project. 

• Question regarding air quality 
assessments, including more information 
about how air quality can be 
predicted/assessed, and how emissions 
were derived. 

• CN has engaged with the public since the early project stages in many different formats and, as such, has been able to clarify and inform the 
public about Project details (e.g., how air quality was assessed) during these public engagement events. 

• An air quality assessment was conducted to determine how emissions from construction and operation may affect current air quality conditions 
in the vicinity of the proposed Project (EIS Section 6.0, Section 7.0 and Air Quality TDR, Appendix E.1). The methods used to predict effects on 
air quality are described in the Air Quality TDR and further in response to IR3.1 and IR3.4. 

• Two sources of ambient air quality monitoring were considered for the assessment. The sources of data were explained in the response to 
IR3.1, which also reviewed and reaffirmed the conclusions of the Air Quality TDR. 

• CN used a robust approach to the Air Quality assessment, explained in the TDR (Appendix E.1), EIS, and relevant IR responses reviewed and 
reaffirmed these findings. In Addition, these documents explain how air quality effects were predicted and how emissions were derived.  

• Concern regarding dust generated by the 
Project. 

• Dust was considered in the Air Quality TDR (EIS Appendix E.1), and measures to mitigate dust during construction and operation were provided 
in Appendix G, response to IR23 and further in response to IR5.1. Refer to Attachment IR5.1-1 for a consolidated table with all of the mitigation 
measures and commitments presented in the EIS, including the TDRs and Appendix G, response to CEAA’s IR23 and response to additional 
information requests provided to the Review Panel (IR1 through IR5, inclusive).  

• Dust will be controlled through the use of dust suppressants, minimizing the area of activity, minimizing activities that generate large quantities 
of dust during high winds, covering truck-loads of materials which could generate dust (as necessary), and paving areas as required (EIS 
Appendix G.1). 

• Further information about on-site storage of excavated material has been provided in response to IR3.41.  
• An Erosion and Sediment Control plan will be prepared during detailed design (see IR5.17), based on preliminary information outlined in the 

Stormwater Management Strategy (Appendix B of EIS, Appendix E.15), further described in the responses to IR2.27, IR3.41, and IR5.17.  
 
Further reference for topics related to air quality:  
EIS Chapter 6 and 7; Appendices E.1 and E.7; CEAA IRs 10 to 13 – Atmospheric Environment (2016); Panel IRs (Air Quality) 3.1 to 3.16; Panel IRs 
(Human Health) 4.23 to 4.31, and 5.5. 
 
Note: Concerns related to the effects of air quality on human health are considered below under topic 6. 

4. Noise and Vibration 
• Concern about noise impacts from trains 

and trucks. 
Public correspondence – Appendix D3.1 
(emails; open house) 
 
Municipal correspondence – Appendix 
D6.1 
 
Public correspondence to Review Panel 
 
Public correspondence – Appendix D3.1 
(emails; open house) 
 
Government/ stakeholder engagement 
(2017) 
 
Fall public consultation (2017) 

• CN has considered and assessed potential noise effects in the EIS (Section 3.4.3, 6.3.1.3, and 6.4.1.2), TDRs (EIS Appendix E.9 and Appendix 
E.10) and subsequent Information Requests (IR4.64 to IR4.82) by the Review Panel. More specifically, sources of noise are described in 
Section 3.4.3 of the EIS. A characterization of existing noise conditions was provided in Appendix E.9 and an assessment of the possible effects 
of Project-related noise from construction and operation were provided in Appendix E.10.  

• Mainline railway traffic, which currently contributes to the acoustical environment of most receptors in the area, is not expected to change 
considerably as a result of the Project (EIS Appendix E.10).  

• Operations will be conducted 24 hours a day, 7 days a week, however, it is anticipated that most of the truck movements will occur during the 
daytime (EIS Section 3.4.3.2).  

• CN will install strategically located berms and barriers around the property to mitigate noise effects of the Terminal. The berms will be capped 
with topsoil and planted with local vegetation to further minimize visual impacts and noise propagation. 

• The Noise Effects Assessment (EIS Appendix E.10) indicated that with the implementation of mitigation measures, the Project is expected to 
meet both Federal Transit Administration and Health Canada criteria during operation and construction. 

• Attachment IR5.1-1 provides a consolidated table with all of the mitigation measures and commitments presented in the EIS, including the TDRs 
and Appendix G, response to CEAA’s IR23 and response to additional information requests provided to the Review Panel (IR1 through IR5, 
inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 and is considered reflective of all identified 
mitigation measures and commitments proposed by CN for this Project.  

• After submission of the EIS, low frequency noise effects related to idling locomotives were reviewed and, as stated in the response to IR4.79, 
the low frequency noise from the idling locomotives on-site are below the 70 dB criteria identified in ANSI (2005). As for off-site idling, it was 
concluded that low frequency noise in the 31.5 and 63Hz shows that at closest Points of Reception, the sound pressure level at these 
frequencies is below the 65 dB criteria identified by ANSI (2005). 

• Off-site truck traffic noise impacts associated with the Project were considered by performing a comparison to Britannia Road, summarized in 
Table IR4.66-1. Project off-site truck values are provided in Attachment IR4.66-2.  
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• Britannia Road truck volumes at four road segments were identified based on the Class EA (Valcoustics Canada Ltd 2014) and the % heavy 

trucks compared to the off-site Project-associated truck traffic. It was noted that the % heavy trucks assumed in the Class EA is not enough to 
account for the Project associated off-site truck traffic. However, Project associated off-site truck traffic on these road segments would result in 
an increase in future Britannia Road traffic noise levels (based on a 50 m setback reference) of only 1.5 dB or less.  

• Results of the noise assessment suggest that potential effects from Project noise to human health are expected to be negligible (modelled 
Project related noise levels are lower than the Health Canada limits for evaluating human health impacts from noise). 

• Concern that the noise study does not 
account for the elevation of the track as it 
crosses the CP rail line (north of the 
Project).  

• The Noise Effects Assessment (EIS Appendix E.10) considered potential noise sources associated with the proposed Project within the project 
development area.  

• The location of the CN / CP crossing is located more than 2.5 km north of the PDA and outside of the area within which Project components and 
activities will occur. Noise associated with existing conditions along the CN mainline were captured in EIS Appendix E.9. 

• Concern about whether the noise studies 
account for the coupling/uncoupling of 
trains. 

• Noise sources associated with the Terminal are detailed in the Noise Effects Assessment TDR (EIS Appendix E.10) and include idling, 
crossovers and shunting. Further consideration has been provided in response to IR2.29. 

• The Terminal is not designed for train assembly similar to what would take place is a switching yard; as described in the EIS as well as IR2.9 
and IR2.29. The Terminal has been designed with a through Terminal design and long service and pad tracks, which minimizes the need for 
coupling/uncoupling of trains. Train operations, including the limited train assembly that may be required, was considered in the noise effects 
assessment (EIS Appendix E.10).  

• Measures will be taken to minimize the amount of shunting and/or train movement within the Terminal, such as by grouping railcars into blocks 
based on their destination. Railcars may be disconnected and reconnected as necessary to fit onto the pad tracks for loading/unloading.   

• Further information regarding noise sources is provided in response to IR4.68  
• Concern that mitigation measures do not 

adequately address effects of facility-
generated noise and vibration (including 
from trains/trucks).  

• The Noise Effects Assessment (EIS Appendix E.10) indicated that with the implementation of mitigation measures, the Project is expected to 
meet both Federal Transit Administration and Health Canada criteria during operation and construction.  

• While the proposed Terminal would operate 24 hours/day, it is anticipated that most train/truck activity would take place during daytime hours. 
• Noise mitigation measures during construction and operation were proposed in the EIS, in response to CEAA IR23 and IR5.1. Refer to 

Attachment IR5.1-1 for a consolidated table with all of the mitigation measures and commitments presented in the EIS, including the TDRs and 
Appendix G, response to CEAA’s IR23 and response to additional information requests provided to the Review Panel (IR1 through IR5, 
inclusive).  

• CN has committed to conduct an acoustic audit during construction and operation to assess the effectiveness of noise mitigation 
• measures. (see response to IR4.82, IR5.14 and 5.15) 
• A vibration effects assessment was completed for the Project, which considered the potential effects of new vibration sources as a result of the 

Project, as well as effects of the change in vibration due to the mainline realignment and extension. The assessment found that vibration from 
Project operation is not predicted to create a vibration level higher than what already exists on the mainline. Vibration levels from the Project 
construction are also predicted to be within an acceptable range. Therefore, the assessment concluded that no vibration mitigation measures 
are required (Appendix E.18). 

• CN has committed to conduct a vibration audit, once the Milton Logistics Hub is operational, to verify that the vibration from railway activity in 
the area where changes in rail infrastructure occurred (i.e. Rail realignment area) does not exceed those measured at various setbacks. If post-
Project levels exceed the pre-Project levels, further investigation would be required to confirm that the vibration at PORs meet the criteria 
discussed in the vibration effects assessment (Appendix E.18). 

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures.  

• Concern that noise and vibration from the 
Project may affect nearby residences, 
utilities and natural features such as Indian 
Creek.  

• The assessment found that vibration from Project construction and operation is not predicted to create a vibration level higher than what already 
exists. Therefore, the assessment concluded that no vibration mitigation measures are required (Appendix E.18). 

• CN has committed to conduct a vibration audit, once the Milton Logistics Hub is operational, to verify that the vibration from railway activity in 
the area where changes in rail infrastructure occurred (i.e., Rail realignment area) does not exceed those measured at various setbacks. If post-
Project levels exceed the pre-Project levels, further investigation would be required to confirm that the vibration at PORs meet the criteria 
discussed in the vibration effects assessment (Appendix E.18). 

• As noted in response to CEAA IR19, the Noise Effects Assessment found that during construction, noise levels are expected to increase 
between 0 to 6 dB at various receptors, and these changes will be temporary in nature. Noise levels during construction will be similar to 
baseline conditions; above the minimum threshold for physiological response in wildlife, but within levels to which wildlife can become 
habituated. As such, species habituated to baseline noise levels are not anticipated to experience displacement from construction or operation.  
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• Noise modelling was completed at four reference wildlife habitat locations to compare baseline and operational conditions. The noise modelling 

shows minimal change in noise and in wildlife habitat between baseline and operating conditions. Implementation of mitigation measures, such 
as berms, is expected to reduce the baseline noise levels at some grassland habitats within the LAA (CEAA IR19; Attachment IR19).  

• As described in the EIS, TDR, and subsequent IRs, studies were conducted to assess the effects of noise on fish and determine the need for 
mitigation. Corresponding effects on fish and fish habitat are anticipated to be not significant. As such, no mitigation is warranted specific to 
noise and vibration as it related to fish and fish habitats.  

• While targeted mitigation measures to reduce noise and vibration effects on fish and fish habitat are not warranted, incidental benefits will be 
achieved through realignment of Indian Creek away from the CN mainline, which will reduce noise and vibration effects for fish within Indian 
Creek.  

• As stated in response to IR4.84, utility crossings have been designed and constructed in accordance with applicable standards to account for 
existing vibration from the existing track, railway operations and loadings, the addition of the double-track at these locations, with similar trains 
operating at speeds similar to existing conditions, will affect these existing pipelines beyond what they already experience. Further track-work at 
these locations is expected to be a minor disturbance with standard construction activity, such that construction vibration effects should be well 
below the Ontario Provincial Standard Specification (OPSS).  

• As noted in response to IR3.16 (CEAR #613) the dwellings located within the PDA will be vacated and removed prior to Project construction 
(specifically W5, W11, W12, W13 and W17 as per attachment IR4.77-1: Participating Receptors). As such, there will be no impact due to noise 
or vibration on these dwellings as a result of Project construction or operations activities. 

• Outside the PDA, there are 6 participating receptors located on CN property within 100 m of the mainline, which are the closest receptors to the 
vibration source. Comparing the 3 receptors (W9, E19, E20) - located within the 25 m of the PDA - the vibration levels are below residential 
nighttime limits. Similarly, comparing the 3 receptors (W10, W18 and W19) – located within 50 m of the PDA – the measured vibration levels are 
below residential nighttime limits.  

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

 
Further reference for noise-related topics:  
EIS Chapter 6 and 7; Appendices E.2, E.9, E.10 and E.18; IR4.35, IR4.46; IR4.64 to 4.85.  
 
Note: Concerns related to noise and human health are considered below under topic 6. 

5. Light 
• Concern about the effects of light from the 

facility. 
Public correspondence – Appendix D3.1 
(emails; open house) 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 
 
Fall public consultation (2017) 
 

• A light effects assessment was conducted, which considered the Project light effects from construction and operation of the Terminal and 
mainline rail operations, and compares the predicted levels to the current ambient light environment to quantify potential effects (EIS Appendix 
E.8).  

• To meet CN’s service obligations, the Terminal is proposed to operate 24 hours a day, 7 days a week, and will be lit during nighttime hours to 
enable safe and efficient operations (EIS Section 3.4.2). 

• Once operational, the Terminal will add additional background light to the area, but the additional light is expected to be below 10% of the 
allowable guidelines available from international sources (EIS Section 6.4.1.3).  

• Preliminary lighting design for the Project is being carried out in accordance with IES (Illuminating Engineering Society) and IDA (International 
Dark Sky Association) Recommended Practices (see IR4.5 for details). 

• Attachment IR4.2-1 describes an assessment of future sky glow resulting from existing lighting, project lighting and known future lighting. From 
this assessment, it is concluded that the sky quality is expected to be < 1% brighter with the project in place. Stargazing or astronomy is and will 
still be possible (i.e., approximately 500 stars) on nights with good viewing conditions. The assessment concluded the Project could result in 
sensory disturbance to migrating birds through attraction to Project lighting; however, with implementation of lighting mitigation measures as 
defined in response to IR4.2, this change is anticipated to be minimized, whereby the residual effects of the Project on migratory birds were 
predicted to be not significant (EIS Section 6.5.2.9; CEAA IR25, CEAR #374). Mitigation measures include: 

o Downcast lighting 
o Selecting luminaires and associated lighting profiles with side shielding and full cut off 
o Employing the ability to only light the areas requiring site lighting to carry out Project activities safely 

• The light assessment concluded that, while the Terminal will add additional background light to the area, it can operate without adverse light on 
nearby receptors (EIS Appendix E.8).  

• CN’s response to IR4.5 includes further information regarding light mitigation measures. As detailed in that response, berms and landscaping 
elements will reduce the potential impact of light from the Project to nearby receptors. Light mitigation measures were proposed in the EIS and 
in response to CEAA IR23 – Supplemental Mitigation Measures, including: 
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Summary of Topics Source of Input CN Consideration/Response 
o Landscaping and shading elements (including berms) will be incorporated (EIS Appendix E.8). 
o Lighting during construction will be temporary and directed to local work areas (EIS Section 6.4.1.3). 
o Terminal lighting will be as efficient as possible, while providing enough light to make the site safe and secure (EIS Appendix G). 
o If nighttime construction is required, lighting will be directed at the specific construction location (EIS Appendix G). 
o Perimeter lighting will be directed inward towards the Terminal to minimize light trespass as much as possible.  
o The majority of night work will occur after shading elements such as the berms are constructed, which would mitigate the effects of 

temporary lighting during nighttime operations. 
o Perimeter lighting will be directed inward towards the Terminal to minimize light trespass to the environment and surrounding areas as 

much as possible (EIS Appendix G). 
o Where permissible under safety requirements, outdoor lights (i.e., Terminal light standards) will be shielded to minimize light spillage 

beyond the required areas (EIS Appendix G). 
• The effects of lighting from headlights of on-site vehicle traffic and from headlights of the Project vehicles at the Britannia Road access point will 

be mitigated. The observations and mitigation measures include: 
o Project traffic volumes are low compared to other non-Project traffic 
o  Additional street lighting for travel along the new arterial roadway will makes passing vehicle headlight impacts 
o  Use and expansion of the intersection that has already been established helps to improve traffic flow and minimize disruptions 

associated with vehicles and vehicle lighting 
o  The design includes effective separation distances and berms to minimize light exposure 

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

• Concerns about potential sky glow and 
glare.  

• Sky glow and glare were considered in the Light TDR. Mitigation measures have been proposed to address the potential effects of light from the 
Project, including sky glow and glare. Impacts to glare and sky glow will be mitigated by the use of shielded lighting, as well as other measures 
such as landscaping and shading elements (Appendix E.8, 5.2.2; Appendix G; CEAA IR23). 

• Attachment IR4.2-1 describes an assessment of future sky glow resulting from existing lighting, Project lighting and known future lighting. From 
this assessment, it is concluded that the sky quality is expected to be < 1% brighter with the project in place in 2021. 

• Further information to address concerns about sky glow and glare has been provided in response to IR4.2. As noted in that response, 
consistent with the EIS (Appendix E.8), while the Project will add additional background light to the area there will be no adverse light trespass 
effect on receptors during operation.  

• The Project lighting plan is intended to minimize glare and be as “dark sky friendly” as possible. CN’s response to IR4.5(a) provides information 
regarding mitigation measures for light, including the use of lighting fixtures that employ shielding and/or which are directed to areas intended to 
be illuminated to mitigate light trespass and glare, and the use of fixtures designed to prevent light from being directed upward into the sky to 
mitigate sky glow. It will still be possible to continue viewing approximately 500 stars on nights with good viewing conditions. 

• Additional light barriers, such as berms or vegetation screening will also be strategically placed to further mitigate the effect of lighting. 
• Concern about the effects of light from 

truck traffic.  
• CN has considered this concern in response to IR4.4. Trucks entering and exiting the Terminal will do so at the proposed intersection on 

Britannia Road, which has been designed to align with the collector road intersection proposed to provide access to the planned development 
area north of Britannia Road (Boyne Survey Secondary Plan), as identified on Attachment IR2.33-1 and Attachment IR4.4-1. Arriving vehicles 
would use the eastbound right lane or westbound left lane proposed by CN, at which point vehicle headlights would shine into the facility. 
Vehicles exiting the site would utilize the proposed northbound approach to the intersection and turn left or right, at which point vehicle 
headlights would shine northward towards the planned mixed-use development north of Britannia.  

• As stated in the response to IR4.4, the effects of lighting from headlights of on-site vehicle traffic and from the headlights of the Project vehicles 
at the Britannia Road access point will be mitigated. The observations and mitigation measures include: 

o the Project traffic volumes are low compared to other non-Project traffic;  
o the additional street lighting for travel along the new arterial roadway will mask passing vehicle headlight impacts;  
o the use and expansion of the intersection that has already been established helps to improve traffic flow and minimize disruption 

associated with vehicles and vehicle lighting; 
o the design includes effective separation distances to minimize light exposure; and,  
o the design includes berms or physical barriers between the activities at the site and the nearby receptors, and this helps to minimize 

light exposure. 
• With implementation of mitigation measures, the potential effects of a change in lighting from the Project on nearby receptors are expected to be 

noticeable, but not substantive to a point where the change is likely to be disruptive. 
• IR5.1 presents a consolidated table with all of the mitigation measures proposed for the Project 
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• Concern that light from the facility and 

trucks will affect migratory birds and other 
wildlife. 

 
 

• The impacts of lighting on migratory birds were assessed in the EIS. The Project is not considered to be sited in a high risk area for migratory 
bird collisions (EIS Section 6.5.2.9.1).  

• The assessment concluded that the Project could result in sensory disturbance to migrating birds through attraction to Project lighting; however, 
with implementation of lighting mitigation measures as defined in IR4.2, this change is anticipated to be minimized, whereby the residual effects 
of the Project on migratory birds were predicted to be not significant (EIS Section 6.5.2.9; CEAA IR25, CEAR # 375).  

• Impacts from lighting on provincial populations of amphibians, fish, carnivores, small rodents and insects are not anticipated. Predicted light 
effects analysis determined that increases in ambient light or noise are not anticipated to negatively affect Little Brown Myotis (species at-risk 
bat). Additional light sources may benefit bats by increasing foraging opportunities for bats in the PDA (EIS Section 6.5.3.9.3). 

• Measures have been proposed to mitigate the potential effects of light from the Project, including to wildlife: 
o During construction, the use of site flood lighting during migration periods will be limited (EIS Appendix G.4); if nighttime construction is 

required, lighting will be directed at the specific location. 
o Perimeter lighting will be directed inward towards the Terminal to minimize light trespass to the environment and surrounding areas as 

much as possible.  
o Where permissible under safety requirements, outdoor lights will be shielded to minimize light spillage.  
o The majority of night work will occur after shading elements such as berms are constructed, mitigating the effects of temporary lighting 

during construction.  
• Refer to topic 15 in this table for further consideration related to birds and wildlife.  
 
Further reference for light-related topics:  
EIS Chapter 6; Appendix E.8 and E. 12; IR4.2 to IR4.5.  
 
Note: Concerns related to the effects of light on human health are considered below under topic 6 (Human Health). 

6. Human health 
• The potential effect of Project-related air 

emissions on human health and the 
environment. 

 

Public correspondence – EIS Appendix 
D3.1 (emails; open house) 
 
Public correspondence to CN (2015-2017) 
 
Agency correspondence to CN (2015-
2017) 
 
Public correspondence to Review Panel 
 
Fall public consultation (2017) 

• A Human Health Risk Assessment (HHRA) (EIS Appendix E.7) was conducted to evaluate potential health risks associated with exposure to 
emissions. The results indicate that Project-related emissions are not expected to result in changes to human health at special receptor 
locations (areas where people live, work or visit) between current conditions and with the proposed Project (EIS Appendix E.7).  

• CN has undertaken additional work since submitting the EIS, to address public concerns and in response to information requests from the 
Review Panel. Additional information and consideration can be found in CN’s responses to IR4.23 to IR4.31, and further in response to IR5.5.  

• Possible risk to people from exposure to chemicals was assessed in the EIS (Appendix E.7) by comparing modelled maximum ground level 
concentrations of chemicals in the LAA to relevant air quality standards and criteria. In response to IR4.26 (consideration of health effects on 
sensitive receptors), CN stated that the approach taken in the EIS is consistent with Health Canada guidance (2016) for evaluating human 
health impacts in environmental assessments when dealing with air quality, and appropriately considered sensitive receptors who may live near, 
work at, or visit the proposed Project.  

• As noted in response to IR3.1, ambient air quality monitoring was conducted at an on-site monitoring station established by CN from July 2015 
to August 2016. This work started during preparation of the EIS and Air Quality TDR and continued beyond their publication.  

• A cumulative effects assessment for human health was conducted as part of responding to IR4.29. As CN’s IR4.29 response notes, overall, 
results of the cumulative HHRA for the years 2021 and 2031 indicate that Project-related emissions are not expected to result in changes to 
human health compared to the conditions predicted for that area that are independent of Project operations. 

• In response to IR4.30, with respect to the identified recreational use (i.e., infrequent and transient bicycle riding or walking through the proposed 
underpass on Lower Baseline Road), it is concluded that there are no unacceptable risks from Project-related COPCs during Project Operations 
for any of the participating receptors 

• Concern about the potential effects of 
Project-related noise, including on human 
health and socio-economic conditions in 
the area. 

• A characterization of baseline noise was provided in EIS Appendix E.9 and an assessment of the possible effects of Project-related noise was 
provided in Appendix E.10. The Noise Effects Assessment concluded that, with mitigation measures in place, the change to the acoustical 
environment with the Project can be considered acceptable.  

• Acoustic monitoring of ambient noise will be conducted during the first four weeks of the construction phase and equipment siting, operations, 
auditing, and reporting will be consistent with CTA methodologies (EIS Appendix G). 

• Consistent with Health Canada guidance (2017), CN has been engaging in community consultation, and is preparing a Complaint Response 
Protocol. If noise complaints occur, they will be logged and investigated to assess whether they are linked with Project activities (EIS Appendix 
G). 

• During construction, nearby residents will be advised of significant noise-causing activities and these will be scheduled to create the least 
disruption to receptors (EIS Appendix G). 

• Construction during nighttime hours and on weekends will be avoided, where practicable (EIS Appendix G). 
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• Further consideration of Project-related noise as it relates to human health is provided in response to IR4.77 to IR4.81. The next topic discusses 

concerns related to sleep disturbance. 
• Concern that light from the facility and 

trucks will affect nearby residents (i.e., 
sleeping patterns). 

• The light assessment concluded that the project area can be classified, in terms of ambient lighting, as suburban. Neighbouring lands to the 
north of the proposed Terminal are currently being developed with Britannia Road expanding to a six-lane road. Lamp posts associated with 
road expansion and development in this area is likely to have a greater effect on this residential development than Terminal lighting (EIS 
Appendix E.8). While the Terminal will add additional background light to the area, it can operate without adverse light on nearby receptors.  

• In EIS Appendix E.8, terrain was modeled with no buildings (other than receptors), trees or other obstructions present. Therefore, the study 
represents a conservative assessment of illuminance at nearby receptors, since model runs did not include shading elements such as berms 
and trees that are included in Terminal design (EIS Section 4.4.3).  

• Further consideration of Project-related noise as it relates to human health is provided in response to IR4.77 to IR4.81. Conclusions of these 
assessments show that effects of the Project on sleep disturbance would be negligible at all receptors.  

• IR4.78 notes that the community is already experiencing background noise levels that are higher than the Health Canada limit for short-term 
night-time construction-related to sleep disturbance. The expected increase in night-time noise during the short-term overnight construction is 
generally no more than 2dB, which is not a perceptible increase in background noise (Hassal & Zavarie 1979). As such, additional sleep 
disturbance because of construction noise at night is not expected to occur. 

 
Further reference for human health-related topics:  
EIS Chapter 6; Appendix E.7; IR3.1 (Attachment IR3.1-2: HHRA Update), IR3.6 to IR3.8, IR3.11, IR4.77 to IR4.81, and IR5.5.  

7. Site location 
• Concerns about the proposed project 

location; whether the assessment of 
alternative locations was adequate; 
whether the Project should be located 
closer to 400-series highways and 
busier/larger streets and whether more 
appropriate alternate sites are available.    

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Municipal correspondence – Appendix 
D6.1 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 
 
Government/ stakeholder engagement 
(2017) 
 
Fall public consultation (2017) 
 
Community Benefits Roundtables (2018) 

• The Site Selection Study (EIS Appendix F) identified South Milton as the preferred location for the proposed Project. This is further supported by 
the Land Availability Review (Cushman & Wakefield 2015; see response to IR2.7).  

• A comprehensive alternatives assessment was conducted (Section 2.2.1; Appendix F; further detailed in responses to IR2.8 to IR2.15) which 
determined that the South Milton site was the preferred alternative. 

• In EIS Section 4.3 of Appendix F, South Milton is considered the best option for the majority of site selection criteria and was found to be the 
preferred site, “as it requires less environmental mitigation, has high land use compatibility based on the existing land use patterns and 
established land use designations for future development”.  

• As clarified in response to IR2.11, property ownership was not explicitly considered in the Site Selection Study in the EIS. The identification and 
evaluation of alternative locations took into consideration other technical and economic feasibility criteria, as well as environmental or socio-
economic factors that can affect technical and/or economic feasibility criteria.  

• As stated in the response to IR4.13, it is anticipated that truck traffic generated by the Project will be handled in the same capacity as other truck 
traffic currently travelling with the Region of Halton using Regional arterial roads. As described in EIS, Appendix E.17 and the Transportation 
Considerations Report submitted with IR2.33 (CEAR #592), with Halton Region’s road improvements, the road network will be capable of 
handling both the background traffic (existing and future cars and trucks) generated by other development projects and Project-related traffic. 

• CN’s response to IR2.13 provides further clarification regarding future planned land use compatibility with respect to the South Milton site. CN 
considers these lands to be of high compatibility; as stated in Section 4.3.4.2 of Appendix F, the majority of lands at the South Milton site are 
currently designated as agricultural in the Town of Milton Official Plan (Town of Milton 2008) and will be incorporated within the Urban Boundary 
as employment lands as of 2021. 

• Further discussion on the planning implications of the South Milton Site is provided in the Planning Justification Report (Bousfields, Appendix 
E.11). A number of planning documents were referenced and considered in the EIS. The Town of Milton’s Employment Land Needs 
Assessment Study (October 13, 2016) states, “a large share of future industrial employment growth [in Milton] is expected to be driven by the 
Goods Movement sector, which includes transportation activities as well as warehousing, storage and logistics companies and transportation 
support activities” (which, the report notes, includes logistics hubs) (refer to IR2.8 response). 
 

Further reference for site selection:  
EIS chapters 1, 2 and 6; Appendices E.11 and F; CEAA IR6 (2016); IR2.8 to IR2.15. 

8. Rail traffic 
• Concerns about increased train traffic 

along the mainline (volumes and 
frequency), including concerns about an 
increase in the number and length of 
trains.  

Public correspondence to CN (2015-2017) 
 
Municipal correspondence to CN (2015-
2017) 
 
Fall public consultation (2017) 

• The proposed Project is expected to be served by four intermodal trains per day, including the two trains that currently operate on the Halton 
Subdivision, as described in the EIS. This would include one additional train eastbound and one additional train westbound per day, stopping at 
the Milton Logistics Hub. 

• As described further in response to IR2.29, it is not anticipated that more than four trains per day would use the Terminal  
• Although the specific schedule of train arrival and departure at the Terminal has not yet been confirmed, the trains are projected to arrive and 

depart mainly during morning and evening hours. This schedule is necessary to meet the needs of customers, most of whom primarily operate 
during day-time hours.  
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• The train characteristics (length, number of cars and locomotives) of existing trains varies daily, based on customer volumes and requirements. 

As noted in response to IR2.29, the trains entering and exiting the facility will vary based on demand, but typically range between 8,000 feet and 
14,000 feet in length. 

• Of note, to avoid disruption to vehicular traffic while trains enter or exit the Terminal, a grade separation is proposed where Lower Base Line 
crosses the existing mainline, just east of Tremaine Road. The proposed grade separation will route Lower Base Line beneath the existing 
tracks and will maintain existing traffic flow along Lower Base Line in a safe and efficient manner. 

• Concerns about effects of the Project on 
other passenger and freight rail traffic.  

• CN has considered this concern in response to IR4.17 and concluded that no potential effects are expected on passenger, commuter or freight 
service as a result of the operation of the proposed Project.  

• Metrolinx has proposed expanding GO commuter rail service to Kitchener. As outlined in response to IR4.18, in order to facilitate this expansion 
while still preserving crucial freight access into the GTHA, Metrolinx is proposing a new 30 km Brampton-Milton Freight Bypass Corridor 
between Mile 11 and Mile 24 on the existing Halton Subdivision rail corridor. 

o An Agreement-in-Principle was signed between Metrolinx and CN on June 30, 2016. 
o The Freight Bypass would have no effect on train traffic associated with the proposed Project. The Freight Bypass corridor would 

reconnect with the existing CN mainline north of Milton and, therefore, will not have an impact on the operations at the proposed Project 
itself. Once built, the new segment would have the same physical capacity as the existing corridor, which will ensure that CN freight 
service is maintained at the time the proposed Project is operational.     

 
Further reference for rail traffic:  
IR2.29, IR4.17, IR4.18. 

9. Land use and socio-economic effects  
• Concern that the Project may affect 

housing markets and property values 
Public correspondence – EIS Appendix 
D3.1 (emails; open house) 
 
Municipal correspondence – Appendix 
D6.1 
 
Public correspondence – Appendix D3.1 
(emails; open house) 
 
Public correspondence to Review Panel 
 
Public correspondence to CN Milton (2015-
2017) 
 
Municipal Correspondence to CN (2015-
2017) 
 
Government/ stakeholder engagement 
(2017) 
 
Community Benefits Roundtables (2018) 

• Housing markets are difficult to predict. CN is not aware of any evidence that the facility will have a negative impact on surrounding property 
values. However, there are examples around CN’s network where residential neighborhoods continue to grow and thrive within similar 
geographic areas as that of the LAA and RAA, such as around the Vancouver Intermodal Terminal (see response to IR4.16). 

• The Halton Region, and Milton in particular, have experienced significant growth over the last number of years, alongside considerable industrial 
and commercial development.  

• In addition, as stated in response to IR4.7, Cushman & Wakefield (2014) examined sales of industrial land and buildings in Milton over the 
decade from 2004 to 2014 and concluded that Milton/Halton Hills had emerged as one of the most active industrial markets in the GTA and is 
regarded as an attractive market for industrial real estate investment. 

• Concern that further industrialization may 
be triggered as a result of the Project.  

• The Project is in response to a demand for this kind of infrastructure and represents a much-needed infrastructure investment for a wide range 
of sectors dependent on logistic services including warehousing, wholesale trade and retail trade (EIS Section 8.3.2). As such, the Project may 
act as a catalyst for further growth and job creation within the planned employment lands through intermodal oriented development (EIS Section 
8.3.2). 

• This project aligns strongly with the view expressed by Halton Region in the Transportation Management Plan (2011) that goods movement, 
and the businesses that support goods movement, are vital to the local economy, and will continue to play a role in the economic prosperity of 
the town and region. 

• As stated in the Draft Town of Milton Employment Lands Needs Assessment Study (Section 3.8, p. 42, 2016), “It is anticipated that the 
development of an intermodal facility in Milton would be the catalyst for the development of an industry cluster centered around the 
transportation/logistics sector.” 

• In addition, as stated in response to IR4.7, Cushman & Wakefield (2014) examined sales of industrial land and buildings in Milton over the 
decade from 2004 to 2014 and concluded that Milton/Halton Hills had emerged as one of the most active industrial markets in the GTA and is 
regarded as an attractive market for industrial real estate investment. 

• The proposed Project would be located in designated Employment Areas and Strategic Future Employment Areas, according to Halton Region 
ROP. 

• The Project represents a much-needed infrastructure investment for a wide range of sectors dependent on logistic services including 
warehousing, wholesale trade and retail trade (EIS Section 8.3.2). 

• Note: Local employment is covered further in this table under topic 10. 
• Concern that the Project would occupy 

lands that could have other employment 
uses, or that could create better revenue 
through employment/taxes. 

• CN has considered this concern in the EIS, TDRs and subsequent IRs from the Review Panel. As stated in the EIS, the proposed Project is 
expected to create approximately 1,000 jobs, including 130 direct jobs at the site. The Cushman & Wakefield study (Economic and Financial 
Impact of an Intermodal Terminal in Milton, 2014), is summarized in section 2.3 of Appendix E.11, and further clarification is provided in 
response to IR4.7, IR4.14 and IR4.15. 

• As outlined in IR4.7 and IR4.15, the projected intermodal-oriented development (IOD) would generate a range of 1,500 to 2,500 jobs, assuming 
an approximate mix of one-third manufacturing jobs and two-thirds warehousing and distribution jobs.  For the purposes of the EIS, CN adopted 
a more conservative job creation estimate, including direct employment and employment associated with IOD, of “more than 1,000”.  This latter 
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number was derived internally by CN prior to commencing the environmental assessment process, by using Statistics Canada’s standard input-
output multipliers to estimate the number of direct, indirect, and induced jobs that could be supported in Ontario by an increase in the output of 
the wholesale and distribution sectors (which would be expected to follow the development of a new intermodal terminal).  

• Cushman & Wakefield concluded that Milton (and the Halton Region) could capture all (100%) of the IOD generated by the Milton Logistics Hub, 
provided that sufficient employment land is available or created within Milton. If so, all of the predicted IOD jobs (1,500 to 2,500) would be 
located on employment lands within the Town of Milton and Halton Region. 

• Information related to the planning implications of the South Milton site is provided in the Planning Justification Report (Bousfields, Appendix 
E.11). A number of planning documents were referenced and considered in the site selection study. (see response to IR2.8 for details).  

• A summary of economic benefits is provided in Section 8.3 of the EIS, including the potential benefits of IOD to Milton and Halton Region. 
Based on spending estimates and their effects (i.e., employment opportunities, property taxes, and development charges), the Project is 
expected to have a positive benefit on local, regional, provincial and national economies.   

• Local and regional businesses stand to benefit from both direct and indirect Project spending. Project expenditures on labour, goods and 
services during construction and operation will result in a positive effect on the economy by supporting local and regional businesses and 
allowing them to build capacity and experience in the intermodal services sector (EIS Section 8.3.2). 

• Using a benchmark tax rate of $97 per sf, Cushman & Wakefield estimated the assessment value of 3 million sf to 5 million sf of IOD, 
respectively, would be $290.8 million to $484.7 million, the projected annual property tax would be $7.7 million to $12.9 million.  For the 
purposes of the EIS, CN adopted a conservative value within this range of $230 million in tax revenue in 20 years, as per response to IR4.7. 

• As stated in response to IR 4.12, subsequent to the supporting studies confirming the required employment land, Regional Official Plan 
Amendment (ROPA) 38 was approved and included approximately 1,300 ha of new employment land surrounding Milton (excluding natural 
heritage designated lands). The designation of approximately 1,300 ha of new employment land results in a surplus of approximately 200 ha of 
designated employment land compared to the 1,100 ha needed to meet forecast employment per the Sustainable Halton land needs studies. 

• While 83.12 ha of employment lands would be occupied by the Project (which will create 130 direct jobs), there remains over 1,200 ha of 
designated Employment Area lands to accommodate the required 1,100 ha determined by the Region to be required to meet forecast growth 
set out in the Growth Plan. Therefore, the response to IR4.12 demonstrates that the Project is not expected to adversely affect the Region’s 
ability to meet the 2006 Growth Plan target. 

• Concern that the EIS does not adequately 
address effects to people/communities. 

• CN has considered potential effects to people and communities since the early stages of project development. These were incorporated 
throughout the EIS, TDRs and subsequent IRs by the Review Panel. 

• The EIS is focused on the identification and assessment of potential adverse environmental effects of the Project on Valued Components (VCs) 
– attributes potentially affected by the Project that are of particular value or interest because they have been identified to be of concern to 
Aboriginal peoples, regulatory agencies, stakeholders, the general public and others (EIS, p. ii). 

o VCs identified in the EIS include Human Health, Socio-Economic Conditions, and Archaeological and Cultural Heritage Resources, in 
addition to environmental VCs including Fish and Fish Habitat, Migratory Birds, and Species at Risk.  

• For more information on how effects to people / communities have been considered and incorporated in the EIS and subsequent Information 
Requests by the Panel, refer to the following topics in this table: 

o topic 1 – truck traffic 
o topic 2 – safety 
o topic 3 – air quality 
o topic 4 – noise and vibration 
o topic 5 – light 
o topic 6 – human health 
o topic 10 – local employment 
o topic 11 – water quality 
o topic 13 – visual impacts 
o topic 19 – cumulative effects 
o topic 21 – project benefits 
o topic 23 – construction and operating timelines 

• In addition, CN undertook additional consultation and engagement with local government, stakeholders and the public in 2017 and has 
considered that input in a 2017 Consideration Memo (CEAR #620). During fall 2017 public consultation, CN asked for and received feedback 
regarding potential additional community benefits that the Project could provide. CN continues to engage with the community to refine a list of 
potential additional benefit ideas that the Project could provide, including through a series of multi-stakeholder Community Benefits Roundtables 
held in February and March 2018. Additional engagement is being undertaken in Halton Region in June 2018 to gather community input 
regarding priority areas for potential community benefits. 
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• Concern that the Project is not compatible 

with local land use plans. 
• CN has referenced and considered a number of local and regional planning documents in development of the EIS. Objectives and goals of the 

plans that overlap the assessment areas are discussed in Section 6.3.9, with a more detailed description of land use plans in Section 5.4.1 of 
Appendix E.11 and Appendix E.12. Further clarification has been provided in response to IR2.5 and IR2.13.  

o Land use plans considered in the EIS include: Halton Region Official Plan; Halton Region Transportation Master Plan; Town of Milton 
Official Plan; Boyne Survey Secondary Plan; The Niagara Escarpment Plan; Parkway Belt West Plan. 

• The proposed Project conforms to the applicable Official Plans (Further clarification has been provided in response to IR4.10). 
• Further discussion on the planning implications of the South Milton site is provided in the Planning Justification Report (Bousfields, Appendix 

E.11). A number of planning documents were referenced and considered in the Site Selection Study. (refer to IR2.8 response).  
• The response to IR2.13 provides clarification regarding future planned land use compatibility with respect to the South Milton site. CN considers 

these lands to be of high compatibility; as stated in the Site Selection Study (Section 4.3.4.2), the majority of lands at the South Milton site are 
currently designated as agricultural in the Town of Milton Official Plan (Town of Milton 2008) and will be incorporated within the Urban Boundary 
as employment lands as of 2021.  

• Additionally, the Project is a permitted use in employment areas as per the Planning Act, as it represents a much-needed infrastructure 
investment for a wide range of sectors dependent on logistic services including warehousing, wholesale trade and retail trade (EIS Section 
8.3.2). 

• CN has owned the property in Milton since 2001 and the Project has been explicitly acknowledged in various local plans and studies since 
2002. Many of these planning documents recognize the importance of intermodal infrastructure in supporting goods movement and economic 
growth in the region. CN’s response to IR2.5 notes some of the planning documents that have been referenced for the proposed Project, and 
how these plans have considered the Project.  

• The Growth Plan for the Greater Golden Horseshoe (2006) states that upper tier municipalities (such as Halton Region) will be planned to 
achieve a minimum density target that is not less than 50 residents and jobs per hectare, measured over the entire designated greenfield area. 
The Sustainable Halton Reports established a target of 30.5 jobs per gross hectare on the Milton Employment lands to achieve the overall 
greenfield area target (Sustainable Halton Working Paper #2). This jobs target can be achieved through higher densities on some lands and 
lower densities on other lands to offer diversified employment. The Halton Official Plan does not contain any policies specifically requiring a 
minimum density on individual properties. Additionally, the Project may act as a catalyst for further growth and job creation within the planned 
employment lands (EIS Appendix E.11). 

• The Halton Regional Official Plan was amended in 2009, following the ROP Amendment (ROPA) 38 process in 2008. During this process, CN 
submitted documents to the Regional Municipality of Halton describing CN’s then-current plans to develop a direct rail-serviced industrial park 
on CN’s lands in Milton. While CN’s plans have since evolved to better serve the needs of customers in the western GTHA, CN’s intention to 
develop rail-based infrastructure on its lands in Milton remains consistent (see response to IR2.5).  

• In response to CN’s submission to the ROPA 38 process, the ROP designated the CN-owned lands (and other lands straddling Tremaine Road 
north and south of Britannia Road) as an Employment Area within the Urban Area.  

• The Project is explicitly anticipated in the Halton Region Transportation Master Plan (Appendix F4: Goods Movement; p. 3), in which it states: 
“CN also owns land in Milton for which it has a long range plan for an inter-modal facility. It is understood that the current emphasis is on 
utilizing existing rail infrastructure and facilities; a new facility is considered to be a longer term project… Improved access to inter-modal 
facilities such as these would also serve to improve the environmental performance of goods movement within Halton Region, facilitating 
efficient transfer of goods from road to rail.”  

• Portions of the CN-owned lands west of the existing mainline are located within Halton Region’s Urban Boundary for the Town of Milton and are 
designated as employment lands while the CN-owned lands to the east of the existing are designated future strategic employment areas. 

• CN will work with Halton Region and Town of Milton to stay within the designated land use areas (EIS Section 6.5.5.9.3). 
• Comment that developments such as the 

Derry Green Business Park may become 
less desirable due to trucks. 

• As noted in response to IR2.8, in Milton, existing and new warehouse developments and distribution centres are primarily located within the 401 
Industrial and Business Park extending from Tremaine and Campbellville roads in the northwest to the junction of Highway 401 and James 
Snow Parkway in the southeast (about 10 km by road from the proposed Terminal gate entrance).  

• It is acknowledged that future warehouse and distribution centre growth is planned for the Derry Green Corporate Business Park east of James 
Snow Parkway (about 6 km by road from the proposed Terminal gate entrance). Additional warehouse and distribution centre expansion is 
occurring in Halton Hills, in the Premier Gateway Employment Area northeast of the junction of Highway 401 and James Snow Parkway.  

• As described in the EIS, the South Milton site has the potential for a variety of truck routes, and provides the greatest diversity of available truck 
routes, to access several 400-series highways in the area to move containers to and from CN customers (Section 2.2.2; Appendix F). A number 
of potential routes used by truck traffic to/from the Terminal were identified in the Review of Terminal-Generated Truck Traffic (Appendix E.17).  

• Since submitting the EIS, in response to community concerns related to truck traffic, CN commissioned four additional traffic-related studies. 
These studies show that Terminal-generated truck traffic will not substantially affect either traffic or safety at the location of the truck and 
employee and service vehicle gates or on regional roads (see response to IR2.33). As noted in IR2.33, only one of these potential truck routes 
would include the James Snow Parkway, which is the main route servicing the Derry Green Corporate Business Park to Highway 407. 
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• Concern about impacts to/loss of 

agricultural lands.  
• CN has considered agricultural land use in the EIS (Section 6). The PDA primarily consists of agricultural land, the majority of which is row 

crops. Properties owned by CN are currently leased to local farmers and residents (EIS Section 3.2). 
• Halton Region has designated the lands located west of the CN mainline as employment lands and the lands located east of the existing 

mainline as future strategic employment areas (EIS Section 6.5.5.7). 
• Site preparation, construction of facilities and their presence throughout operation is expected to result in the loss of 0.1% of the total Prime 

Agricultural Areas in the RAA (30 ha of Prime Agricultural Area, per the Halton Region Official Plan) and no loss of Agricultural System Area 
(per the Halton Region Official Plan).  

• For additional details and methodology on CN’s calculations on agricultural land usage in the LAA, as well as CN’s consideration of future 
agricultural land conversions, see response to IR5.6. 

• Impacts on adjacent farm land in the LAA, but not included in the PDA, will be limited to temporary and mild impacts during the construction 
phase on air quality, ground water and surface water, as well as noise pollution. CN has implemented a full mediation strategy, which is 
included in the response to IR4.21.  

• Notification prior to construction will be provided to farmers in the area as advanced warning on short-term route impacts that would have the 
potential to limit agricultural activity (such as access restrictions, lane reductions). 
 

Further reference regarding agriculture: 
Responses to IR4.11, IR4.19, IR4.20, IR4.21, IR4.22, IR5.6. 

• Concern that the Project may negatively 
impact local tourism. 

• CN has considered socio-economic conditions in Section 6 of the EIS, including land use and tourism. Cycling, recreation facilities and tourism 
are considered in Section 6.3.9 and Appendix E.12. There are five established cycling routes in the Local Assessment Area (LAA), of which only 
the Lower Base Line route intersects with the PDA. 

• Objectives and goals of the land use plans that overlap the assessment areas are discussed in Section 6.3.9, with a more detailed description of 
land use plans in Section 5.4.1 of Appendix E.11 and Appendix E.12. 

• There are no trails, parks, conservation areas or reserves, campgrounds, boat launches or golf courses in the PDA.  
 
Further reference regarding land use and socio-economic conditions:  
EIS Chapters 2, 6, 8 and 10; Appendices E.11, E.12, E. 17 and F. 

10. Local employment 
• Concern that few employees will be hired; 

that the proposed Project will yield fewer 
jobs than the minimum employment 
density, per the Ontario Growth Plan; and 
that employment opportunities will not be 
local. 

Public correspondence to Review Panel 
 
Municipal Correspondence to CN (2015-
2017) 
 
Fall public consultation (2017) 
 
Community Benefits Roundtables (2018) 

• CN has considered this concern in the EIS, TDRs and subsequent IRs from the Review Panel.  
• The potential for the Milton Logistics Hub to generate new employment was examined by Cushman & Wakefield in their report, Economic and 

Financial Impact of an Intermodal Terminal in Milton, dated 2014 (see response to IR4.7 for more details). 
• During operation, the Project is expected to create more than 1,000 opportunities for local employment. Employment during construction is 

estimated at 150 to 200 jobs (EIS Section 8.3.2). Further information regarding direct employment during construction and operation is provided 
in response to IR4.14. Further information regarding indirect employment is provided in response to IR4.15.  

•  Cushman & Wakefield (2014) projected that the Project would attract between 3 million sf and 5 million sf of IOD. Using assumptions of 
employment range (jobs per sf), the report concluded that the Milton Logistics Hub would generate between 1,500 and 2,500 indirect jobs, 
assuming an approximate mix of one-third of jobs created in the manufacturing sector and two-thirds of jobs created in the warehousing and 
distribution sector.  

• Cushman & Wakefield concluded that Milton (and the Halton Region) could capture all (100%) of the IOD generated by the Milton Logistics Hub, 
provided that sufficient employment land is available or created within Milton. If so, all of the predicted IOD jobs (1,500 to 2,500) would be 
located on employment lands within the Town of Milton and Halton Region, as per IR4.15. 

• Cushman & Wakefield did not estimate induced employment. In the EIS (Section 8.3.2), CN took a conservative approach and assumed the 
total number of jobs created by the Project, including direct, indirect, and induced jobs, would be more than 1,000, as discussed in response to 
IR4.7, which includes the 130 direct jobs, as described in the response to IR4.14.  As demonstrated by the indirect employment projections 
developed by Cushman & Wakefield, the actual number of direct and indirect jobs that would be generated by the Milton Logistics Hub would 
likely be considerably higher, from 1,630 (130 direct jobs plus 1,500 indirect jobs) to 2,630 (130 direct jobs plus 2,500 indirect jobs).  The 
number of induced jobs would be in addition to this range. 

• The Growth Plan for the Greater Golden Horseshoe (2006) states that upper tier municipalities (such as Halton Region) will be planned to 
achieve a minimum density target that is not less than 50 residents and jobs per hectare, measured over the entire designated greenfield area. 
The Sustainable Halton Reports established a target of 30.5 jobs per gross hectare on the Milton Employment lands to achieve the overall 
greenfield area target (Sustainable Halton Working Paper #2). This target can be achieved through higher densities on some lands and lower 
densities on other lands to offer diversified employment. The Halton Official Plan does not contain any policies specifically requiring a minimum 
density on individual properties. Additionally, the Project may act as a catalyst for further growth and job creation within the planned employment 
lands (EIS Appendix E.11). 
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• The response to IR4.14 outlines the number and type of workers required during construction. While the total number of workers is shown as 

373 in Table IR4.14-2, it is expected that at any given time, the number of employees on site will vary between 150-200, as outlined in Section 
3.5 of the EIS. 
 

Further reference regarding employment:  
EIS Chapters 3 and 8; IR4.7; IR4.12; IR4.14; IR4.15. 

11. Water quality 
• Concern about potential water pollution 

and depletion (i.e., groundwater; drinking 
water). 

Public correspondence – EIS Appendix 
D3.1 (emails; open house) 
 
Agency correspondence – EIS Appendix 
D5 
 
Municipal correspondence – EIS Appendix 
D6.1 
 
Public correspondence to Review Panel 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel and concluded that the Project is intended to result 
in a low magnitude increase in water quality as a result of channel alterations, riparian enhancements, and construction of Stormwater 
Management (SWM) facilities. Potential for change in water quality will be confined to the LAA (Section 6.5.1.9.5). 

• The design of the Project, including the suite of proposed mitigation, restoration and enhancement measures proposed in the EIS, integrates the 
recommended actions outlined in the Bronte Creek Watershed Study, as described in the letter from CN to Conservation Halton dated March 
17, 2017 (see Attachment IR3.19-1: Letter to CH) (IR3.19).    

• The recommendations to increase existing riparian habitat to improve water quality and thermal regime, as well as to improve fish habitat, 
recommended in the Bronte Creek Watershed Study (2002) were also considered in the EIS. The naturalization and restoration activities 
described in EIS Section 3.3.15, and further defined in the Channel Realignment TDR (EIS Appendix E.2), identify the establishment of riparian 
vegetation, meandering channels and habitat structure associated with the proposed realignments of Indian Creek and Tributary A. Further 
details will be prepared during detailed design (IR3.19). 

• The SWM system, including proposed monitoring, will ensure water discharges will not impair water quality while also increasing base flows and 
reducing hydrograph peaks in both Indian Creek and Tributary A to minimize erosion and protect downstream stream morphology. Hydrological 
modeling indicates the Project will not adversely affect flood line elevations (IR3.19). 

• As presented in the Technical Data Report Geotechnical Investigation (EIS, Appendix E.5, Section 8.2), all boreholes drilled and not equipped 
with groundwater monitoring wells were backfilled with a mixture of granular bentonite and auger spoils in accordance with provincial regulations 
(IR3.29). 

• CN will decommission residential water supply wells and monitor wells that are no longer in use consistent with those methods outlined in 
provincial regulations to prevent any movement of water, contaminants, or other materials from the existing grade to the subsurface and 
between subsurface formations (IR3.29).  

• The low permeability sandy to silty clay deposits that form the subsurface of the PDA provide a natural barrier to the infiltration of spill materials, 
so adequate time will be available to mitigate a spill before it reaches the groundwater table, should one occur (EIS Appendix E.6). 

• In addition, best management protocols will be implemented for the Project to minimize the effect of potential contaminant spills or releases at 
ground surface including:  

o secondary containment of any fuel storage;  
o storage of all oils, lubricants and other chemicals in suitable containers and handling in accordance with applicable regulations;  
o refueling of equipment in dedicated locations away from areas located in close proximity to shallow private wells;  
o optimization and management of salt and implementation of practices to minimize the loss of salt to the environment; and,  
o development and implementation of emergency spill response protocols.  

• Road de-icing activities within the paved surfaces in the PDA will likely use salt compounds. Due to the low groundwater recharge potential that 
characterizes the PDA, the bulk of salt applied is expected to be transported in dissolved form within surface run-off to the SWM infrastructure 
rather than infiltrate to the subsurface (EIS Appendix E.6). 

• CN has considered the water depletion concern in the Hydrogeology TDR (Section 5.3 in EIS Appendix E.6), stating that where groundwater 
dewatering is required, the extent of water level drawdown expected to occur due to pumping will be limited to an isolated area around a given 
excavation, likely less than 10 m. 

• Effects on groundwater recharge rates and flow patterns are expected to be negligible. Overall, the residual effects of dewatering will be 
reversible once pumping ceases. Groundwater levels will recover as local groundwater levels reequilibrate with the local water table (Appendix 
E.6). 

• Interference on private wells is expected to be minimal due to the shallow depth of proposed excavations and given that the shallowest well 
recorded was 9 m bgs (approximately 120 m south of the PDA) (Appendix E.6). Private well monitoring will be implemented during construction 
to verify prediction. Providing affected well owners with temporary potable water supplies or reducing construction dewatering rates and/or 
duration would be required if notable interference effects were observed (Appendix E.6). 

• If dewatering is negatively impacting local water quantities (i.e., reducing yields of offsite private wells), the reduction or cessation of pumping 
will correct this effect (Appendix E.6). 

• Attachment IR5.1-1 provides a consolidated table with all of the mitigation measures and commitments presented in the EIS, including the TDRs 
and Appendix G, response to CEAA’s IR23 and response to additional information requests provided to the Review Panel (IR1 through IR5, 
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inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 and is considered reflective of all identified 
mitigation measures and commitments proposed by CN for this Project. 
 

Further Reference regarding water quality: 
EIS Section 6.5.1.9.5; Appendix E.6; IR3.19; IR3.29, IR5.1. 

• Concern about the appropriate 
management of dirty water, including 
stormwater management considerations. 

• CN has incorporated a Project Water Management Plan, the Stormwater Management Strategy (Appendix E.15), which has been developed to 
manage the surface water in the PDA and mitigate potential Project effects on surface water. The SWM Strategy describes how water on-site 
will be diverted, collected, treated and/or stored so as to avoid adverse environmental effects (Appendix B of Appendix E.15). 

• To maintain water quality and quantity, stormwater run-off from the Terminal, including work pads, access roads, parking areas, gate area and 
administration building, will be collected and conveyed through a network of storm sewers and drainage swales to two SWM ponds before 
draining into Indian Creek or Tributary A (EIS Section 3.3.7). 

• Permanent SWM ponds (Pond 1 and Pond 2) will be constructed during the first stage of construction to manage construction site run-off and 
drainage (EIS Appendix E.15). 

• The SWM system will be equipped with oil grit separators and shut-off valves will be installed on the SWM pond outlets (EIS Appendix G). 
• Water quantity and quality will be measured at Tributary A and Indian Creek quarterly and will be used to determine effluent discharge from 

SWM Pond 1 and SWM Pond 2 against applicable regulatory standards, for 3 years post construction (EIS Appendix G). 
• The SWM Pond effluent water quality monitoring program will include the following recommended parameters that would be sampled at the 

outlets of SWM Ponds #1 and #2, based on water quality parameters in the baseline study, expected contaminants (response to CEAA IR16-1) 
and monitored parameters from a similar facility (response to CEAA IR16-2): 

o chloride; 
o total phosphorus; 
o total suspended solids; 
o phenol; 
o chromium, lead, copper, zinc; and 
o hydrocarbons: benzene, toluene, ethylbenzene, xylenes, total petroleum hydrocarbons, total oil and grease. 

• Other details for monitoring will be established during detailed design and incorporated as part of the final SWM Plan, including monitoring 
frequency, which would be, at a minimum, annually. The response to IR3.31 presents regular maintenance and monitoring plans for the SWM 
system to mitigate against water quality deterioration. 

• In addition, during construction, temporary and permanent drainage swales and ditches, installation of culvert crossings, rock check dams and 
straw bale/silt sock filters will be used to prevent sediment laden water from entering surface water features (EIS, Appendix E.15, Appendix B). 

• SWM ponds have been designed to store up to the 100-year return period event and manage up to the Regional storm event with an 
appropriately sized overflow spillway (EIS, Appendix E.15, Appendix B) (Additional discussion of SWM pond design detention times and 
sequential storm management is presented in the response to IR3.32) 

• The design of the SWM ponds accommodates increased precipitation, including potentially from climate change. For more information, please 
refer to IR3.33. 

• Additional information on the sizing of the SWM pond storage volumes and designing outlet discharge rates is provided in CN’s response to 
IR3.32. 

• Along with the above design features that are incorporated into the SWM system during the construction phase, erosion and instability 
mitigation measures that have been incorporated into the operation phase of the SWM system, as presented in the EIS, Appendix E.15, Section 
6.3.2, and CN’s response to IR2.22. In addition, measures to mitigate erosion and instability would be applied to the construction and operations 
of the channel realignment. The measures are from EIS, Appendix E.15, Section 6.3.2 and Sections 6.2.2.1; EIS, Appendix E.2, Section 8.2, 
and CN’s response to IR2.39.  

• Attachment IR5.1-1 provides a consolidated table with all of the mitigation measures and commitments presented in the EIS, including the TDRs 
and Appendix G, response to CEAA’s IR23 and response to additional information requests provided to the Review Panel (IR1 through IR5, 
inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 and is considered reflective of all identified 
mitigation measures and commitments proposed by CN for this Project. 

 
Further reference regarding water management: 
EIS Section 3.3.7; Appendix E.15; IR2.39; IR3.32; IR3.33, IR5.1. 

• Concern about the potential effects to 
natural water features (i.e., wetlands; 
creeks). 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel. Within the Project footprint, two existing 
watercourses were identified as being potentially affected by the proposed Project: Indian Creek and an unnamed tributary referred to as 
Tributary A. As a result, realignment and enhancement measures have been proposed and designed to stabilize the watercourses, improve and 
diversify habitat and restore natural conditions (post-construction) that support fish habitat as well as reduce long term maintenance.  
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• Tributary A will be realigned to pass beneath two mainlines, work pad and gate area. The section of Tributary A beneath the two mainlines will 

be replaced by two parallel concrete box culverts. Tributary A will flow through a constructed drainage channel, between the mainlines and work 
pad and gate areas. Two concrete boxes will convey flow beneath the gate area (see EIS Appendices E.2 and E.15). 

• The Tributary A culvert that outlets from beneath the gate area will connect into a 513 m long new channel that passes around the proposed 
stormwater management (SWM) pond, reconnecting to the original channel upstream from the confluence with Indian Creek. The existing on-
line agricultural pond will be removed and riparian wetlands and habitat features will be installed on the floodplain throughout the length of the 
realigned channel (EIS Appendix E.2) 

• The estimated area of existing riparian vegetation for Tributary A, within the PDA, is 4.2 ha. Following realignment of the creek and 
implementation of riparian enhancements, the area of riparian vegetation will be 2.0 ha (IR3.24). 

• The realignment of Indian Creek is proposed to include 570 m of new and enhanced channel which reconnects with the original creek 
approximately 150 m upstream of the Tremaine Road bridge crossing. Riparian wetlands and habitat will be installed on the floodplain 
throughout the length of the realigned channel. Upstream of the realignment, 300 m of Indian Creek will be subject to in-stream and riparian 
habitat enhancements (EIS Appendix E.2). 

• The estimated area of existing riparian vegetation along Indian Creek, within the PDA, is 12.7ha. Following realignment of the creek and 
implementation of riparian enhancements, the area of riparian vegetation will be 13.9ha, representing a gain of 1.2ha (IR3.24).  

• The planting of riparian vegetation along the watercourses provides an opportunity to remove/eradicate non-native and invasive species (e.g. 
buckthorn, Manitoba maple) and establish more habitat diversity with species that are native to the area. In addition, the incorporation of habitat 
elements such as connected and off-line wetlands and features such as turtle nesting areas serves to qualitatively increase the value of the 
future riparian zone, post-construction, as viable habitat.  

• The post-construction channel realignments, and accompanying riparian plans, address restoration and enhancement recommendations of the 
Bronte Creek Watershed Study (CH 2002) (IR3.24).  

• Attachment IR5.1-1 provides a consolidated table with all of the mitigation measures and commitments presented in the EIS, including the TDRs 
and Appendix G, response to CEAA’s IR23 and response to additional information requests provided to the Review Panel (IR1 through IR5, 
inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 and is considered reflective of all identified 
mitigation measures and commitments proposed by CN for this Project.  

• A channel realignment monitoring program will be developed and executed within the PDA to assess the post-construction condition of the 
channel realignment sections for a three-year period (IR5.14). 
 

Further Reference regarding wetlands and riparian / water features: 
EIS Appendix E.2; IR3.24; IR5.1; IR5.14. 

12. Flood control 
• Concern regarding potential effects to 

drainage/flood control on adjacent lands. 
Public correspondence – EIS Appendix 
D3.1 (emails; open house) 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel. As stated in the EIS (Section 3.3.7), flow diversion 
channels will capture off-site or external run-off draining from adjacent properties and will convey it around the Terminal to Indian Creek and its 
tributaries. 

• Stormwater sewers and drainage swales will be used to ensure stormwater run-off from the Terminal drains into two SWM ponds equipped with 
shut-off valves before draining into Indian Creek or Tributary A (EIS Section 1.2.1). 

• As stated in response to IR3.24, riparian wetlands are proposed with the floodplain. Floodplain widths were designed to reduce constricting 
flows and high flood velocities. Floodplains also were designed to spread flows out over a wide floodplain that exceeds the meander belt width 
to further reduce flood velocities within floodplains. (EIS Appendix E.15). 

• Based on the predicted floodplain velocities and vegetation permissible velocities, it is not anticipated that established wetland plantings would 
be detached by flows, nor would flood flows result in wetland erosion with the rooted vegetation (IR 3.24). 

• Additional erosion mitigation measures listed in the EIS that will be applied within the channel realignment and enhancement floodplain areas 
include planting live stakes of native tree and shrub species, placing of natural fiber erosion control matting within disturbed areas and planting 
native seed mixes with appropriate cover crops using hydroseed techniques. Within the riparian wetlands, additional stabilization measures are 
proposed to be installed, consisting of log tangle mounds and rock piles with native shrub plantings (EIS Section 6.1.3.10, Appendix E.2). 

• Receding flood waters will drain down and across the floodplain to the watercourse and downstream. Riparian wetlands within the floodplain are 
and will be adapted to tolerate such short-term inundation and would not be expected to be damaged by relatively short-term flooding 
conditions. Excess water during flood events will be stored within the floodplain and conveyed to the watercourse and downstream (IR 3.24).  

• When flood waters recede at isolated wetlands, standing water will eventually evaporate, but may also recharge groundwater (Appendix E.2, 
Section 6.1.3.10). EIS Appendix E.2 identifies the channel realignment and associated in-channel and riparian habitat enhancement for these 
watercourses. 
 

Further reference regarding surface water:  
EIS Section 6.1.3; Appendix E.2; Appendix E.15; IR 3.24. 
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13. Visual impacts 
• Concern regarding potential visual impacts 

of the Milton Logistics Hub (including from 
the facility and truck traffic), and effects to 
the natural beauty of the area. 

Public correspondence – EIS Appendix 
D3.1 (emails; open house) 
 
Community Benefits Roundtables (2018) 

• CN has considered changes to the existing rural landscape in the EIS. 
• The change in the quality of viewscape in the PDA is permanent; however, it will be reduced after construction is completed through the use of 

berms, trees and vegetation, grade separations and placement of infrastructure within the Terminal. As development continues in the LAA and 
RAA, the viewscape will change from rural based to urban based (EIS Section 6.6.1.5.4). 

• As per Project design, berms will be constructed in key locations around the PDA and will be vegetated to provide quality experience for land 
and resource users (EIS Appendix G).   

• The minimum height of a berm, barrier or combination of a berm and barrier is 5 m (EIS Appendix E.10, Section 5.1.2.1)  
 
Further reference regarding visual impacts:  
EIS Section 6.6.1; Appendix G; Appendix E.17. 

14. Natural environment  
• Concern regarding potential effects to 

sensitive and protected natural features 
(e.g., Trafalgar Moraine, Protected Natural 
Heritage Systems, the Greenbelt, the 
Niagara Escarpment and Rattlesnake 
Point). 

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Public correspondence to Review Panel 
 
Government/ stakeholder engagement 
(2017) 
 
Fall public consultation (2017) 
 
Community Benefits Roundtables (2018) 
 

• CN has considered this concern and is committed to developing the Project in an environmentally responsible manner consistent with the 
general principles for responsible transportation development retaining the resource-based character of the region while affording benefits to the 
community, region, province, and the economy of Canada (EIS Section 1.5). 

• Project layout has been designed to avoid effects on natural features, including: 
o Trafalgar Moraine Earth Science ANSI; 
o North Oakville-Milton West Wetland Complex; and 
o Protected Countryside land use designation under the Greenbelt Plan (EIS Section 6.5.2.9.2). 

• CN will implement Project planning and management strategies that avoid or minimize the adverse environmental effects of the Project, and 
enhance positive ones, in a manner that complies with all applicable laws and regulations (EIS Section 1.5). 

• The location selected to develop the Project comprises sufficient land to accommodate development outside of major natural features/areas and 
to incorporate avoidance and mitigation measures through detailed design (EIS Section 2.2.1). 

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

• Comment regarding the need for a 
baseline assessment and concern about 
effects assessment on woodlands, 
wetlands, natural heritage features, 
vegetation communities, wildlife and 
wildlife habitats. 

• CN considered this concern and conducted an environmental effects assessment which is included in Section 6 of the EIS. The effects 
assessment included predicted effects on valued components, and incorporated potential effects to woodlands, wetlands, natural heritage 
features, vegetation communities, wildlife and wildlife habitats. 

• To meet the requirements of CEAA, 2012, the EIS describes the components of the Project and the associated activities that will be carried out, 
and describes the potential environmental effects of the Project (including cumulative environmental effects). 

• Baseline conditions were identified in EIS Section 6.3, and subsequent identification of potential effects to natural heritage features, wildlife and 
wildlife habitat was conducted (Section 6 and Appendix E.16). 

• VCs identified as relevant and important to the EIS of the Project included migratory birds and species at risk, which include consideration for 
the species and their habitats. 

• Project interactions with all VCs were analyzed to determine potential environmental effects associated with Project. The environmental effects 
assessment for each VC was carried out for all Project phases as well as for potential accidents and malfunctions and the effects of the 
environment on the Project.  

• The analysis used qualitative and, where possible, quantitative information available from existing knowledge and appropriate analytical tools, 
as well as the consideration of identified mitigation measures. To eliminate or reduce anticipated environmental effects, mitigation measures 
were incorporated into the Project design (EIS Section 10.5). 

• Further to the information provided in the EIS, IR4.53 provides additional details on natural heritage features, discussing potential effects, 
mitigation measures and residual effects on the following features: 

o Trafalgar Moraine Provincially Significant Earth Science ANSI; 
o Britannia Wetlands Candidate Provincially Significant Life Science ANSI; 
o Oakville-Milton Wetlands and Uplands Candidate Provincially Significant Life Science ANSI; 
o North Oakville-Milton West Provincially Significant Wetland Complex; 
o Indian Creek Provincially Significant Wetland Complex; and, 
o Greenbelt Protected Countryside Area. 

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
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Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

• Concern about effects to the environment 
and biodiversity. 

• CN has considered this concern and is committed to developing the Project in an environmentally responsible manner consistent with the 
general principles for responsible transportation development retaining the resource-based character of the region while affording benefits to the 
community, region, province, and the economy of Canada (EIS Section 1.5). 

• To meet the requirements of CEAA, 2012, the EIS describes the components of the Project and the associated activities that will be carried out, 
and describes the potential environmental effects of the Project (including cumulative environmental effects). 

• CN will implement Project planning and management strategies that avoid or minimize the adverse environmental effects of the Project, and 
enhance positive ones, in a manner that complies with all applicable laws and regulations (EIS Section 1.5). 

• VCs identified as relevant and important to the EIS of the Project included migratory birds and species at risk, which include consideration for 
the species and their habitats. 

• Overall, based on the results of this EIS, it is concluded that with planned mitigation, the residual environmental effects of the Project, including 
cumulative effects and the effects of the environment on the Project, during all phases are considered not significant. 

• An appropriate follow-up program has been developed to verify the predictions of this EIS and to verify the effectiveness of mitigation. As well, 
monitoring measures have been developed to ensure compliance with regulatory requirements, and to assist in the identification of adaptive 
management measures, as necessary, to avoid or minimize any potentially significant adverse environmental effects if they occur (EIS Section 
10.5). 

• Concern about removal of trees. • CN has considered this concern and incorporated measures to avoid tree removal as much as possible. For example, project layout was 
designed to avoid effects on natural features, including: 

o Trafalgar Moraine Earth Science ANSI; 
o North Oakville-Milton West Wetland Complex; and 
o Protected Countryside land use designation under the Greenbelt Plan (EIS Section 6.5.2.9.2). 

• CN has committed to a number of mitigation measures in this regard, including avoiding unnecessary vegetation clearing around the facility, 
access roads and rail wherever practicable and retaining vegetation wherever possible to provide nesting opportunities for cavity-dependent 
birds. This includes retaining natural habitat features such as wildlife trees (EIS Section 6.5.2.9.2). 

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

• In addition, a Planting Plan will be developed that outlines the revegetation efforts for the long-term establishment of vegetation within the 
Project, specifically for restoration and naturalization areas, SWM ponds and other areas to be naturally vegetated (i.e., berms). Species 
selected will include native Ontario species and non-invasive grass species for the seed mixes (EIS Section 9.8, Table 9.2). 

• Concern regarding potential 
littering/pollution from debris off CN trains 
and trucks, and that CN should be 
responsible for clean-up due to 
construction traffic and waste. 

• CN has considered this concern and recognizes pollution and littering as a potential effect from transporting material in trucks and, as such, has 
developed mitigation measures to reduce the potential for contamination and impacts on air quality. 

• Truckloads carrying material capable of blowing or creating dust will be covered (as necessary) (EIS Section 6.5.4.9.2). 
• Stabilized construction access and roadways will be implemented to reduce the tracking of construction sediment (mud and dirt) onto public 

roads by construction equipment. (EIS Appendix E.1) 
• Construction debris will be managed on site and removed to approved facility (by licensed contractor) 
• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 

Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

 
Further reference regarding natural heritage features: 
EIS Section 1.5; Section 2.2.1; Section 6; Section 10.5; Appendix E.16; IR4.53; IR5.1. 

15. Birds and wildlife 
• Concern regarding potential adverse 

effects to wildlife and birds (including 
SAR). 

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Agency correspondence – Appendix D5.1 
 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel.  
• VCs identified as relevant and important to the EIS of the Project included migratory birds and species at risk, which include consideration for 

the species and their habitats. 
• Project interactions with all VCs were analyzed to determine potential environmental effects associated with Project. The environmental effects 

assessment for each VC was carried out for all Project phases as well as for potential accidents and malfunctions and the effects of the 
environment on the Project. EIS Section 6 provides the effects assessment conducted for all VCs. 
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Municipal correspondence – Appendix 
D6.1 
 
Agency correspondence to CN (2015-
2017) 
 
Fall public consultation (2017) 

• Assessments involved determining the presence of, and potential effects of, the Project on migratory birds and SAR including Bobolink, Eastern 
Meadowlark, Barn Swallow, Little Brown Myotis bat, Snapping Turtle, Western Chorus Frog and Eastern Wood-Peewee.  

• Further to the information provided in the EIS, a Conceptual Habitat Enhancement Plan has been prepared and is provided in Attachment 
IR4.56-1: Conceptual Habitat Enhancement Plan (and associated figure, (Attachment IR4.56-2: Wetland Migratory Bird and Monarch Habitat 
Enhancement Areas), which provide details on the wildlife habitat enhancements for the other groups of species (IR 4.56). 

• Further to the information provided in the EIS, a Snapping Turtle Conceptual Management Plan has been prepared and is provided in 
Attachment IR4.58-1: Snapping Turtle Conceptual Management Plan (and the associated figure, Attachment IR4.58-2: Snapping Turtle Habitat 
Enhancement Areas). The plan was developed in discussion with Environment and Climate Change Canada (ECCC), and in consideration of 
their comments provided to the Panel (IR 4.58).  

• With proposed habitat offsetting (see responses to IR4.56 and IR4.58) and the implementation of mitigation measures (see response to IR5.1), 
the Project is not expected to cause measurable effects to migratory birds or to the local and provincial SAR populations.  

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

 
Further reference regarding migratory birds and wildlife: 
EIS Section 6 (Section 6.3.6 and 6.3.7 and 6.5.2 and 6.5.3); IR1.3; IR1.4; IR3.49; IR4.52 to IR4.58; IR5.1. 

• Concern regarding effects to terrestrial 
species, including options/considerations 
for enhancement.  

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel. 
• The Terrestrial Technical Data Report (EIS Appendix E.16) includes: 

o Habitat assessment and area searches targeting Eastern Milksnake. 
o Grassland breeding bird habitat assessment and surveys targeting Bobolink, Eastern Meadowlark, Barn Swallow and Grasshopper 

Sparrow; 
o Woodland breeding bird surveys targeting Wood Thrush and Eastern Wood-Pewee; 
o Maternity roost habitat assessments, exit surveys and acoustic monitoring surveys targeting Little Brown Myotis, Northern Myotis, 

Small-footed Myotis, and Tri-coloured Bat; 
o Turtle surveys for general habitat use and specifically for Snapping Turtle; 
o Amphibian call and egg mass surveys for general habitat use and specifically for Jefferson Salamander habitat; and, 
o Update to ELC surveys, with spring/summer botanical surveys (EIS Appendix E.16). 

• Species at Risk (SAR) observed during these surveys included Barn Swallow, Bobolink, and Eastern Meadowlark. The Little Brown Myotis was 
identified as occurring in the area. Eastern Wood-Pewee and Snapping Turtle were also observed in the area. The habitat locations for these 
species were identified and are generally restricted to the wetland, woodland, and grassland (hay/pasture/meadow) features found on and in the 
vicinity of the site. 

• Other SAR identified through the background review, including Butternut, Eastern Milksnake, Jefferson Salamander, Northern Myotis, Small-
footed Myotis and Tri-coloured Bat, but were not recorded within the LAA, nor was suitable habitat for these species identified. 

• Additional surveys were conducted post-EIS submission (see responses to IR1.3. IR1.4 and IR1.6) targeting Western Chorus Frog, Basking 
Turtles, and Eastern Milksnake. 

• Construction and operation of the Project is not anticipated to directly affect critical habitat for SAR, specifically the Western Chorus Frog, since 
the habitat occurs outside of the PDA, with most outside the LAA. Indirect effects during construction and operation are predicted to be 
negligible with implementation of mitigation measures.  Direct effects of Project construction on the residences of Bobolink, Eastern Meadowlark 
and Barn Swallow will be offset with habitat compensation. With the implementation of mitigation measures, indirect effects to their habitats 
within the LAA are expected to be very low to negligible. 

• The results of these surveys were considered in the design of the Project and appropriate mitigation measures determined through the 
assessment of environmental effects.  

• With proposed habitat offsetting and the implementation of mitigation measures, the Project is not expected to cause measurable effects to 
terrestrial species.  

• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 
Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

 
Further reference regarding wildlife, specifically species at risk: 
EIS Section 6.5.3; IR3.46; IR3.47; IR3.48; IR4.56; IR4.58; Appendix E.16; IR5.1. 

16. Fish and fish habitat 



Attachment IR4.8-1 – Consideration/Response Table June 13, 2018 

Page 24 of 30 
 

Summary of Topics Source of Input CN Consideration/Response 
• Concern regarding potential for adverse 

effects on fish and fish habitat. 
Public correspondence – Appendix D3.1 
(emails; open house) 
 
Agency correspondence – Appendix D5.1 
 
Municipal correspondence – Appendix 
D6.1 
 
Fall public consultation (2017) 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel.  
• Six VCs were identified as relevant and important to the EIS of the Project. They were: 

o fish and fish habitat; 
o migratory birds;  
o species at risk; 
o human health;   
o socio-economic conditions; and,  
o archaeological and cultural heritage resources. 

• Project interactions with all VCs were analyzed to determine potential environmental effects associated with Project. The environmental effects 
assessment for each VC was carried out for all Project phases as well as for potential accidents and malfunctions and the effects of the 
environment on the Project. EIS Section 6 provides the effects assessment conducted for all VCs. 

• Potential effects to fish and fish habitat, such as changes in fish mortality, habitat, water quality and movement, migration and passage, are 
assessed in Section 6.5.1 of the EIS. 

• IR4.42 outlines in detail how CN has followed guidelines and protocols from Fisheries and Oceans Canada (DFO), the Ministry of Natural 
Resources and Forestry (MNRF), and used background information from Conservation Halton (CH) reports to characterize watercourses in the 
PDA. 

• To minimize effects on fish and fish habitat, work in- or near-water will be carried out following the conditions and mitigation measures outlined 
in Section 6.5 of the EIS.  

• Habitat altered or destroyed as a result of Project-related activities during construction will be offset by:  
o Direct measures in PDA, such as: natural channel design and an increase in diversity of habitat types – e.g., grass spawning areas with 

suitable hydrology to permit egg deposition, maturation and movement of young-of-year (YOY) back to the main branch  
o Indirect measures in PDA, LAA, and RAA, such as: improved water quality through the removal of an on-line agricultural pond and 

construction of a SWM system (which will improve water quality and decrease average water temperature); riparian cover along the 
watercourse (which will decrease average water temperature, increase bank stability, increase cover, increase and diversify 
allochthonous inputs); and reforestation in subwatershed (which will improve water quality and flow regime (less erosion, more 
baseflow, lower peak flows)), and improve habitat conditions to facilitate the future re-establishment of Silver Shiner (SAR) 

• Potential operational effects will be mitigated through successful implementation of the SWM plan. 
• In addition to the recommended measures presented above, activities near water will be carried out following standard guidance (e.g., DFO 

Measures to Avoid Causing Harm to Fish and Fish Habitat [DFO, 2013b]) that reduce effects on fish and fish habitat (EIS Section 6.5.1.9.2). 
• Attachment IR5.1-1 provides a consolidated table with all the mitigation measures and commitments presented in the EIS, including TDRs and 

Appendix G, response to CEAA’s IR23 (Attachment IR23) (CEAR #72) and responses to the additional information requests provided to the 
Panel (IR1 through IR5, inclusive). This table provides an update to Attachment IR23 provided in response to CEAA’s IR23 (CEAR #72) and is 
considered reflective of all identified mitigation measures. 

• Concerns related to realignment of Indian 
Creek and the construction/excavation of a 
new permanent stream. 

• CN has considered this concern in the EIS, TDRs and IRs by the Review Panel. The following design objectives and considerations are 
intended to satisfy potential requirements under the Fisheries Act to mitigate, or partially offset potential serious harm caused by Project-related 
activities: 

o Apply natural channel design principles to appropriately design and dimension the realigned channels, including incorporating natural 
bed morphology (pools, riffles) and planform geometry; 

o Design the channel realignments such that they do not excessively aggrade or degrade; 
o Convey existing flows such that flood elevations are not increased and bankfull frequency is maintained, and downstream channel 

morphology is not altered; 
o Design the channels to limit barriers to fish migration; and 
o Provide aquatic and riparian habitat that is functional over a range of flows (EIS Section 6.5.1.9.2).  

• As stated in response to IR4.49, the proposed footprint of the Project will require 1,075 m of Indian Creek to be removed through realignment. 
To offset this, 10,624 m2 of new/altered and enhanced channel will be constructed, which will reconnect with the existing Indian Creek channel 
approximately 150 m upstream (north) of the Tremaine Road bridge crossing. Refer to Attachment IR4.49-1, Figure 1.1 for the location of 
habitat removal and conceptual offsetting plan in Indian Creek. 

• The estimated area of existing riparian vegetation along Indian Creek, within the PDA, is 12.7 ha. Following realignment of the creek and 
implementation of riparian enhancements, the area of riparian vegetation will be 13.9 ha, representing a gain of 1.2 ha (IR3.24). 

• Specifically, habitat altered or destroyed as a result of Project-related activities during construction will be offset by direct measures in the PDA 
and indirect measures in the PDA, LAA and RAA. For more information related to direct measures and habitat features to offset Indian Creek, 
please refer to IR4.49. 
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• Habitat created as offsetting for Indian Creek is anticipated to be higher quality than existing habitat because there will be increased channel 

bed and bank stability, improved in-water habitat features such as pools and riffles, enhanced riparian vegetation and additional seasonally 
connected wetland areas (potential spawning and rearing habitat). 

• In addition to the recommended measures presented above, activities near water will be carried out following standard guidance (e.g., DFO 
Measures to Avoid Causing Harm to Fish and Fish Habitat [DFO, 2013b]) that reduce effects on fish and fish habitat.  

• A channel realignment monitoring program will be developed and executed within the PDA to assess the post-construction condition of the 
channel realignment sections for a three-year period (IR5.14). 

• Concern regarding potential impacts to 
fauna and flora that rely on Indian Creek 
(i.e., concern that disturbance could have a 
ripple effect). 

• As stated in response to IR4.49, the proposed footprint of the Project will require 1,075 m of Indian Creek to be removed through realignment. 
To offset this, 10,624 m2 of new/altered and enhanced channel will be constructed, which will reconnect with the existing Indian Creek channel 
approximately 150 m upstream (north) of the Tremaine Road bridge crossing. Upstream of the realignment, 300 linear m of Indian Creek will be 
subject to in-water and riparian habitat enhancements. Refer to Attachment IR4.49-1, Figure 1.1 for the location of habitat removal and 
conceptual offsetting plan in Indian Creek. 

• The effects of the Project on Fauna and Flora were assessed in terms of the six VCs identified in the EIS (see EIS Section 6). 
• As indicated in response to IR4.49, habitat created as offsetting for Indian Creek is anticipated to be higher quality than existing habitat because 

there will be increased channel bed and bank stability, improved in-water habitat features such as pools and riffles, enhanced riparian 
vegetation and additional seasonally connected wetland areas (potential spawning and rearing habitat). 

• As discussed in EIS Section 6.5.1.9, habitat altered or destroyed as a result of Project-related activities during construction will be offset by 
newly created habitat and the improvements to overall habitat quality in Indian Creek (and Tributary A) through direct measures in the PDA, and 
indirect measures in PDA, LAA and RAA (IR4.49). 

 
Further reference regarding fish and fish habitat: 
EIS Section 6.5.1; IR2.39; IR2.43; IR3.24; IR4.42; IR4.49; IR5.14. 

17. Environmental monitoring 
• Comment that environmental monitoring 

should be undertaken during operation. 
Public correspondence – Appendix D3.1 
(emails; open house) 
 
Agency correspondence to CN (2015-
2017) 
 
Fall public consultation (2017) 

• CN has considered this concern in the EIS and subsequent IRs by the Review Panel and has proposed monitoring during operation. For 
example:  

o CN will conduct ambient air quality monitoring for airborne particulate matter during the Project construction phase and for 12 months 
after the start of operation to confirm the modeling and the effectiveness of the mitigation measures for dust suppression. 

o CN has committed to an acoustic verification process to assess operational noise for the Project, as referenced in the response to 
IR4.82. 

o A surface water quantity and quality monitoring program will be developed and executed within the PDA to record changes in water 
quantity (flow rates) for a minimum of three years following completion of the construction phase of the Project  

o a channel realignment monitoring program will be developed and executed within the PDA to assess the post-construction condition of 
the channel realignment sections for a three-year period (see response to IR5.14) 

• As stated in the response to IR5.14, CN will confirm that fisheries offsetting measures meet their intended objectives as per response to IR4.50 
(CEAR #632). This program will consist of compliance reporting (which will confirm that planned habitat offsets are constructed in accordance 
with the Milton Logistics Hub Technical Data Report - Channel Realignment (EIS, Appendix E.2) and that conditions of the Fisheries Act 
authorization are met) and habitat effectiveness monitoring (which will confirm that habitat offsets are functioning as intended after construction). 

• In addition, a Project specific Environmental Protection Plan (EPP) will be developed to outline the proposed environmental protection 
measures, mitigation measures and commitments to be undertaken by CN, its contractors and subcontractors, during construction and 
operation to avoid or reduce potential adverse environmental effects. The EPP will form part of the contract document with the successful 
construction contractor (EIS Section 9.8). See IR5.17 for more information on the proposed EPP. 

• Compliance with all environmental approvals, permits and authorizations will be tracked by CN and communicated to appropriate agencies, 
identifying whether required mitigation measures and commitments were implemented. Deviations or revisions to the mitigation measures 
resulting from follow-up and monitoring programs will be identified (EIS Section 9.5.2). 

• Concern regarding the appropriate 
response if monitoring determines that 
impacts are exceeding acceptable levels. 

CN provides the following information in response to this concern: 
• Follow-up and monitoring programs have been proposed for the Project to verify the accuracy of predicted effects and effectiveness of proposed 

mitigation measures. 
• The objectives of the follow-up and monitoring program are to: 

o verify the accuracy of predicted environmental effects identified in the EA 
o confirm that, where identified, appropriate mitigation or compensation measures provided to minimize the environmental effects have 

been effectively implemented; 
o determine the effectiveness of mitigation measures and need for modification or implementation of alternate measures, if required; 
o ensure that the conditions set at the time of the project's authorization and the requirements pertaining to the relevant laws and 

regulations are met; 

http://www.ceaa.gc.ca/050/documents/p80100/122057E.pdf
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o provide for adaptive management measures and contingency planning should environmental effects differ from that predicted, or as a 

result of new information; and 
o support the management of environmental effects of the Project (EIS Section 9.1). 

• Adaptive management will be inherent in the design of the EIS follow-up programs. Adaptive management will subsequently become a 
fundamental aspect in the implementation of the follow-up program. The purpose of the program is to ensure that the monitoring elements 
remain valid, meet regulatory requirements and responsive to evolving objectives. See IR5.14 for more information on adaptive management. 

• Adaptive management is a planned and systematic process for continuously improving environmental management practices by learning from 
their outcomes. It provides the flexibility to address/accommodate new circumstances, to identify and implement new mitigation measures or to 
modify existing measures throughout all phases of the Project (EIS Section 9.3).  

• EIS Section 9.4 provides a description of preliminary follow-up programs for each technical discipline. 
• Compliance with all environmental approvals, permits and authorizations will be tracked by CN and communicated to appropriate agencies, 

identifying whether required mitigation measures and commitments were implemented. Deviations or revisions to the mitigation measures 
resulting from follow-up and monitoring programs will be identified (EIS Section 9.5.2). 

• The results of the follow-up program will be formally documented for submission to CEAA and other applicable agencies, as required (EIS 
Section 10.2). 

• Concern regarding environmental 
monitoring during construction and 
operation (e.g., noise monitoring, 
complaints and remediation). 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel.  
• A qualified Environmental Monitor will oversee general construction activities, conduct regular assessments of protection measures and verify 

compliance with environmental requirements.  
• The Environmental Monitor will also provide guidance on compliance should issues arise during construction, documenting any revisions that 

are made to design and mitigation plans and documenting the results. The roles and responsibilities of the Environmental Monitor will be 
included in the Environmental Protection Plan (EPP) (EIS Section 9.5.1). 

• CN has committed to a communication protocol where the local community will be kept informed of planned construction activity (for example, a 
website will be set up, newspapers ads will be placed, nearby residents will be notified by mail, and there will be dedicated ways to contact CN 
including an information centre, 1-800 phone line, email address and website)  (EIS Appendix E.10) 

• In case of a complaint during construction, CN will investigate expeditiously and take appropriate action to ensure that the issue is managed 
responsibly. (Appendix E.10, page 63) 

• CN will develop a noise monitoring protocol prior to major construction.  If a concern of exceedances is established, continuous monitoring may 
be required. If the sound levels are within the limits discussed in this report, a periodic or complaint-based monitoring should be considered. 

• CN will conduct a round of acoustic ambient noise monitoring during the first four weeks of the construction phase and will conduct an acoustic 
audit once the Milton Logistics Hub is operational, to verify compliance.  

• Preliminary plans have been prepared in support of the EIS (Appendix E) and will be developed and revised as necessary as the Project moves 
through the phases of design, construction and operation.  

• Inherent in this management system is the provision for continual environmental improvement, ongoing periodic monitoring, consideration of 
stakeholders, and adaptability of these documents to respond to environmental concerns. 
 

Further reference to environmental monitoring: 
EIS Section 9; IR4.50; IR5.14; IR5.17. 

18. Archaeological and cultural heritage resources 
• Interest in ensuring archaeological and 

cultural heritage resources are properly 
protected, and that mitigation measures be 
implemented.  

Fall public consultation (2017) • CN is committed to protecting archaeological and cultural heritage and has incorporated this concern in the EIS, TDRs and subsequent IRs by 
the Review Panel. Archaeological assessment has been completed (up to Stage 4, where required; see IR4.32) with the participation of and 
input from Aboriginal communities (see IR4.37). 

• After Stage 2 AA was completed, additional archaeological assessment (i.e., Stage 3) was completed for 17 archaeological locations and 
archaeological mitigation by excavation was completed for 14 archaeological locations. Based on the implementation of these measures, and 
through implementation of the additional mitigation measures described in IR4.32, no residual environmental effects of the Project on 
archaeological resources are expected.  

• Based on the completion of the necessary follow-up work and mitigation measures, including Stage 3 AAs and, when necessary, Stage 4 
assessment or avoidance of the site, the Project-related environmental effects on archaeological resources are assessed to be neutral. In 
addition, with the accumulation of new knowledge regarding the archaeological environment could be considered positive.  

• CN is responsible and committed to avoiding impacts to cultural heritage resources and plans to implement the measures recommended in the 
Cultural Heritage Assessment TDR (EIS, Appendix E.3) to mitigate potential impacts to cultural heritage resources, as stated in IR4.36. Based 
on the completion of the necessary follow-up work and mitigation measures, including the use of buffer zones and selective documentation and 
salvage, the Project-related environmental effects on cultural heritage resources are assessed to be neutral (EIS Section 6.5.6.9.4). With 
respect to cultural heritage resource site(s), mitigation measures are based on guidelines provided by the MTCS and supplemented by those 
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developed by Parks Canada. In addition, the requirement to recommend technically and economically feasible mitigation measures was 
considered as described by CEAA in the CEAA Technical Guidance for Cultural Heritage. 

• Four cultural heritage resources are located on CN property: CHR-1, CHR-3, CHR-4 and CHR-5 (refer to Attachment IR4.35-1: Distance from 
Identified Heritage Resources to Project), with only one of these cultural heritage resources (CHR-4) located within the PDA. 

• As part of the Project, the mitigation measures that will be implemented for cultural heritage resources located on CN-owned lands (as identified 
in the Cultural Heritage Assessment TDR (EIS, Appendix E.3)) are summarized below, and further outlined in IR4.36: 

o CHR-1 – proposed retention of the barn on CN-owned property; protect and monitor during construction (note: this barn is located 
outside of the PDA); 

o CHR-4 – proposed retention of the abandoned residence and barn on CN-owned property; protect and monitor it during construction; 
and, 

o CHR-4 – proposed removal of the shed to accommodate construction of SWM Pond 2; documentation and salvage of the structure prior 
to construction. 

• If an archaeological resource is discovered during the construction phase, all construction will cease within a 20 m radius of the archaeological 
resource. In the event of a discovery, CN will stop work immediately and inform MTCS prior to the implementation of procedures and mitigation. 
A licensed archaeologist will be retained by CN and a Stage 2 AA will be conducted with the participation of any interested Aboriginal 
communities. Follow-up Stage 3 or Stage 4 archaeological investigations will be conducted as required. Once any archaeological resources of 
cultural heritage value or interest have been mitigated through excavation, construction will proceed. 

• In addition, key construction staff will be trained in the recognition of basic archaeological artifacts such as Aboriginal material culture (e.g., clay 
ceramics, lithic artifacts, and faunal remains), and Euro-Canadian material culture (e.g., refined ceramics, glassware, construction 
debris, and personal effects) in case any archaeological resources are found during Project construction. The staff training would also include a 
brief history of potential and documented historic use and occupation of the PDA.  

• Although it is not anticipated that human remains will be found, if a discovery is made, CN will stop work immediately and contact the police or 
coroner, registrar or Deputy Registrar of the Cemeteries Regulation Section of the Ontario Ministry of Government and Consumer Services, as 
well as the Archaeology Programs Unit (EIS Section 6.5.6.9.2). 
 

Further reference to archaeology and cultural heritage:  
EIS Section 6.5.6; Appendix E.3 and E.14; IR4.32 to 4.37, IR5.10. 

19. Cumulative effects 
• Concern regarding potential for significant 

adverse cumulative effects of the Project, 
when combined with existing and other 
foreseeable future projects. 

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Public correspondence to Review Panel 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel (IR5.2 to IR5.10).  
• Cumulative environmental effects have been assessed in Section 6.6.1 of the EIS, to determine whether there is potential for the residual 

environmental effects of the Project to interact cumulatively with the residual environmental effects of other past, present, and future (i.e., certain 
and reasonably foreseeable) physical activities in the vicinity of the Project. The significance of any identified cumulative environmental effects 
is also assessed in EIS Section 6.6.1. After the EIS submission, the responses to CEAA IR13, and IR5.2 to IR5.10 have further developed and 
updated the cumulative effects assessment. 

• EIS Table 6.2 identifies the list of specific past, present and future certain and reasonably foreseeable projects that have been identified for 
potential cumulative interaction with the Project, which are shown on Figure 7, Appendix B. The list of projects considered in the cumulative 
effects assessment was updated post EIS submission and is further explained in IR5.3. 

• With the implementation of the mitigation measures proposed for each valued component (VC), the cumulative environmental effects on each 
VC from Project-related activities in combination with other past, present, and certain and reasonably foreseeable future projects and activities 
have been evaluated to be not significant (EIS Section 6.6.1). In addition, the response to IR5.2 concludes that the Project contribution to 
cumulative effects is: 

o not anticipated to cause serious harm to fish in consideration of implementation of the proposed habitat offsets and enhancements; 
o not anticipated to threaten the long-term persistence or viability of migratory birds or SAR species in consideration of implementation of 

the proposed habitat offsets; 
o anticipated to be positive economically and is not anticipated to result in demands for community services or infrastructure that exceed 

current capacity or not be compatible with adjacent land use activities. 
• Comment that cumulative impacts of traffic 

in the region should be considered. 
• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel.  
• Traffic studies conducted for the Project have considered the cumulative effects of planned development and infrastructure improvements in the 

region (see EIS Appendix E.17; response toIR2.33). 
• In response to CEAA IR13-2, CN provided an assessment of the cumulative air quality effects of the Project in combination with air quality 

effects from past, present and reasonably foreseeable future physical activities, including the increase in truck traffic in the RAA.  
o The Project’s contribution to cumulative air quality effects is predicted to be not significant. Air quality exceedances are attributed in 

large part to existing conditions. The Project would accommodate the movement of 450,000 containers by rail, which would otherwise 
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move via long-haul trucks. This, in combination with other federal, provincial and municipal efforts to combat air emissions, will facilitate 
a decrease in cumulative air emissions for the area (CEAA IR 10). 

• Since submitting the EIS, in response to community concerns related to truck traffic, CN commissioned four additional traffic-related studies 
(IR2.33): 

o Terminal Road Access Study (BA Group 2017a) (See IR2.33; Attachment IR2.33-1), concluded that the proposed intersections (with the 
Halton Region’s planned infrastructure improvements, including expansions of Britannia Road and Tremaine Road) will provide 
sufficient capacity to accommodate peak hour traffic volumes.   

o Safety Assessment of Site Accesses at the Proposed CN Logistics Hub (30 Forensic Engineering) (see IR2.33; Attachment IR2.33-2), 
was consistent with the EIS that the residual effect on road safety due to the risk of traffic collisions at the entry points to the Terminal 
would be not significant.  

o Draft CN Logistics Hub Transportation Considerations (BA Group) (IR2.33; Attachment IR2.33-3) included estimates of anticipated 
future total traffic volumes, as well as the implications of Terminal-generated traffic for the regional road network. This study concluded 
that, when the traffic generation that would occur from a comparably sized parcel in a different land use (retail, residential, office park, 
industrial park, distribution centre) is estimated and compared with the traffic anticipated from the Project, the Project is shown to 
generate less traffic than any of the other types of land use.  

o Safety Assessment of the Proposed CN Logistics Hub (30 Forensic Engineering) (see IR2.33; Attachment IR2.33-4) concluded that 
Terminal-generated truck traffic is not expected to noticeably affect the existing operation or safety of schools or emergency facilities, 
and would have an insignificant effect on the feasibility, operation and safety of the Milton Education Village. 

• In addition, the response to IR3.16 provides COPC ground level concentrations for Baseline conditions, the CN Project Case (no off-site traffic), 
Project-related offsite truck traffic, the CN contribution (Project + Project-related offsite truck traffic), future regional traffic, and a cumulative 
effect assessment (CN contribution + future traffic + baseline) for 2021 and 2031.   

• The response to IR4.29 indicates that Project-related emissions are not expected to result in changes to human health compared to the 
conditions predicted for that area that are independent of Project operations (i.e., Baseline conditions and non-Project related traffic expected in 
the future). 

• As noted in the response to IR 5.5, results of the cumulative HHRA indicate that Project-related emissions are expected to result in negligible 
changes to human health,  
 

Further reference to cumulative effects:  
EIS Section 6.6.1; CEAA IR10 and 13-2; IR4.29; IR5.2 to IR5.10. 

20. Other design considerations 
• Concern regarding pipeline crossings and 

relocations. 
 • CN has considered this concern in the EIS and subsequent IRs by the Review Panel. Project components are discussed in EIS Section 3.3 and 

shown on Figure 3 (Appendix B). 
• The two existing pipelines owned by Sun-Canadian Pipe Line Company (Sun-Canadian) will need to be re-located to accommodate the 

Terminal. The location of the re-alignment and the protection required has been finalized.  
• The work will be constructed and at all times maintained in accordance with the Railway Safety Act, 1985 and regulations, plans or 

specifications in force, adopted or approved by Transport Canada respecting pipe crossings under Railways, including the latest Standards 
Respecting Pipeline Crossings Under Railways, TC E-10.  

• The location of the proposed pipeline re-alignment is shown in Attachment IR2.26-1 and is identified as “diverted 200 mm Sun Canadian oil 
pipeline” and “Diverted 300 mm Sun Canadian Oil Pipeline”. 

• As stated in response to IR4.1, through on-going discussions with (Sun-Canadian), the owner and operator of the pipeline, CN has entered into 
an agreement to complete the pipeline relocations. CN will be responsible for the design and construction of the relocation of the two existing 
pipelines to accommodate the Project. 

• CN will retain a qualified pipeline contractor to relocate the pipelines and will retain an environmental monitor during construction. Sun-Canadian 
will review the proposed design and construction plans to ensure they are satisfied with the proposed work.   

• This construction process would be completed using trenchless technology (i.e., horizontal directional drill (HDD)).  
• Potential effects resulting from interactions between the physical activities associated with the relocation of the Sun-Canadian pipelines and 

each VC were identified in the EIS, including potential change in water quality, change to migratory bird and Species at Risk (SAR) bird habitat, 
mortality of SAR birds, change in human health and disturbance of archaeological resources.  

• See IR4.1 for additional details and a description of potential environmental effects associated with the pipeline relocations and how CN would 
mitigate these effects. 

• As noted in the EIS Section 1.2.1, two existing natural gas pipeline crossings (owned by Union Gas) and one electrical transmission crossing 
located north of Britannia Road do not require upgrades to accommodate the Project. 
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Further reference to pipelines: 
EIS Section 3.3; Appendix G; IR2.37; IR4.1. 

21. Project benefits 
• Concern regarding the adequacy of 

benefits from the Project, including 
concern that there are no clear benefits to 
the community. 

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 
 
Government/ stakeholder engagement 
(2017) 
 
Fall public consultation (2017) 
 
Community Benefits Roundtables (2018) 
 

• The Project has a number of economic, community, and environmental benefits. 
• The Project will strengthen local, regional, and national economies by: 

o improving Canada’s overall access to key domestic and trans-border markets, as well as markets in the Pacific, Atlantic and Gulf coast 
trade gateways; 

o helping local residents access markets, and local businesses to be more competitive in the global market, making Milton and the GTHA 
a more attractive place to invest and grow a business; 

o creating infrastructure to service a growing population and a growing transportation and logistics industry in the west GTHA. 
• The Project is expected to create 1,000 local jobs during operation (including 130 direct jobs), and 150-200 jobs during construction. CN 

continues to work with Aboriginal groups to identify and take advantage of employment and contracting opportunities associated with the 
Project. Further information regarding local employment opportunities is provided in response to IR4.7 to IR4.15.  

• Over the next 20 years, it is estimated that intermodal oriented development would generate up to $230 million in municipal revenues to the 
Halton Region and the Town of Milton, which would help to provide public services such as health care, education and infrastructure. 

• CN is partnering with Wilfrid Laurier University to provide education hands-on training opportunities in Supply Chain Management, an in-
demand skill in Halton Region’s fast-growing economy through:  

o support for the University’s Centre for Supply Chain Management; 
o co-op and summer jobs programs for students at the existing BIT and the future Milton Logistics Hub; 
o hosting an annual conference in Milton to bring together experts from around the world to share best practices; and recruitment of 

Wilfrid Laurier University graduates of logistics for positions at CN (EIS Section 8.4.2). 
• In addition, the Project will help people lead healthier lives and help improve environmental conditions in the area by: 

o Working with local government and other community partners to explore the possibility of building a bike path connecting new and 
existing trails in the area, helping families lead healthy, active lives; 

o Enhancing vegetation along Indian Creek and through Tributary A realignments to increase vegetation diversity, increase shade to the 
watercourses, provide bank stability, and improve water quality and habitat for fish and wildlife; 

o Creating improved off-site habitat in partnership with a non-profit environmental organization to offset habitat loss to bird species, 
including Bobolink and Eastern Meadowlark. 

• As part of its ongoing consultation, engagement, and work in the Milton area, CN is considering additional benefits for the area. 
• CN held a series of Community Benefits Roundtable meetings in Milton and Oakville in February and March 2018, to further engage with 

members of the community on additional community benefits that the Project could provide. Further engagement regarding community benefits 
is being undertaken in June 2018 in Halton Region, and CN continues to consider input from the community regarding potential benefit ideas.  

• Concern that local residents will be 
impacted while CN benefits from the 
Project.  

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel. 
• Consideration of impacts to local residents has been provided in relation to many different aspects, including: 

o Truck traffic (see topic 1) 
o Safety (see topic 2) 
o Air quality (see topic 3) 
o Noise and vibration (see topic 4) 
o Light (see topic 5) 
o Human Health (see topic 6) 
o Land use and Socio-economic effects (see topic 9) 
o Local employment (see topic 10) 
o Water quality (see topic 11) 
o Visual Impacts (see topic 13) 
o Natural environment (see topic 14) 
o Cumulative effects (see topic 19) 
o Construction and Operating timelines (see topic 23) 

• Consideration of Project benefits has been provided in Section 8 of the EIS, including regional and local environmental and economic benefits.  
• During fall 2017 public consultation, CN asked for and received feedback regarding potential additional community benefits that the Project 

could provide. CN continues to engage with the community to refine a list of potential additional benefit ideas that the Project could provide, 
including through a series of multi-stakeholder Community Benefits Roundtables held in February and March 2018. Additional engagement is 
being undertaken in Halton Region in June 2018 to gather community input regarding priority areas for potential community benefits.  

22. Alternative means of carrying out the Project 
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• Concern about the need for the Project 

and whether CN has considered/is 
considering other ways of expanding 
intermodal capacity. 

Public correspondence to CN (2015-2017) 
 
Municipal meeting with CN (2015-2017) 
 
Community Benefits Roundtables (2018) 
 

• CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel. 
• CN currently services the GTHA through the Brampton Intermodal Terminal (BIT); however, BIT is nearing capacity, and CN’s ability to expand 

or further increase the capacity of BIT to meet growing demand for container goods in the region is severely constrained. BIT will remain CN’s 
primary regional intermodal hub, but additional capacity is required, particularly in the western GTHA, as described in the EIS. 

• CN considered alternatives (IR2.17) for both BIT and the Project when evaluating how to meet the growing demand for intermodal capacity in 
the western GTHA. To effectively serve the growing GTHA market, it was determined that a second Terminal in the west GTHA was the 
preferred alternative, as described in IR2.17.  

 
Further reference regarding alternative means: 
EIS Section 2.2; Appendix F; IR2.6, IR2.7, IR2.17. 

23. Construction and operating timelines 
• Concern that the Project could be delayed.  Public correspondence – Appendix D3.1 

(emails; open house) 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 

• Construction of the Terminal and associated facilities will commence once all required permits, approvals or other forms of specific 
authorizations are obtained. (EIS Section 3.6).  

• Attachment IR2.28-1: Revised Conceptual Project Schedule reflects an anticipated start date in Q4 of Year 1, as this was the most likely timing 
for the Project when the project schedule was developed. If the start 
date changes from Q4 of Year 1 based on the timing of the Review Panel process, the activities will be completed in the same order as shown, 
while still respecting the timing restriction windows identified on the schedule (see IR2.28 for details). 

• Concern regarding the potential length of 
the construction period. 

• Construction of the Terminal and associated facilities will commence once all required permits, approvals or other forms of specific 
authorizations are obtained. (EIS Section 3.6).  

• Attachment IR2.28-1: Revised Conceptual Project Schedule reflects an anticipated start date in Q4 of Year 1, as this was the most likely timing 
for the Project when the project schedule was developed. If the start 
date changes from Q4 of Year 1 based on the timing of the Review Panel process, the activities will be completed in the same order as shown, 
while still respecting the timing restriction windows identified on the schedule (see response to IR2.28 for details). 

• Concern about Terminal operating hours. • CN has considered this concern in the EIS, TDRs and subsequent IRs by the Review Panel. 
• The Project will be designed to allow efficient transfer of containerized cargo between trains and the Terminal. Once completed, the Terminal 

will operate 24 hours a day, 7 days a week and is projected to handle approximately 350,000 containers annually at the start of operation and is 
designed for approximately 450,000 containers annually at full operation (EIS Section 3.4.2). 

• Based on the existing CN customer base, the Terminal is planned to be served by four intermodal trains per day, including two existing trains 
that currently operate on the Halton Subdivision (EIS Section 3.4.2.2). 

• It is estimated that approximately 650 trucks per day will be entering and subsequently exiting the Terminal at the beginning of operation and 
approximately 800 trucks per day each way at full operation.  

• While Terminal operation is driven by customer demand/requirements, at this time, it is anticipated that the majority of truck movements will 
occur during the daytime. More specifically, it is estimated that approximately 85% of truck movements will occur between 06:00 and 21:00 as 
identified in the Review of Terminal-Generated Truck Traffic (EIS Appendix E.17; Section 3.4.2.1). See response to IR2.29 for additional 
information on Project activities during operation. 

 
Further reference regarding Project timelines: 
EIS Section 3.4.2; IR2.28. 

24. Approval process 
• Comment that CN should be consulting 

with and seeking the approvals of the 
municipalities affected by the Project. 

Public correspondence – Appendix D3.1 
(emails; open house) 
 
Agency correspondence – Appendix D5.1 
 
Municipal correspondence – Appendix 
D6.1 
 
Public correspondence to Review Panel 
 
Public correspondence to CN (2015-2017) 
 
Community Benefits Roundtables (2018) 

• As noted in the responses to IRs 2.1 through 2.4, although CN is a federally regulated undertaking, it’s typical practice, and intention for this 
case, is to consider the interests of local authorities in project planning, including through consideration of local laws and regulatory documents.  
For further information, see the aforementioned IR responses.  
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Figure 1 - Rural Land Use (Schedule A, Town of Milton Offical Plan, 2008)



Figure 2 - Town Structure (Schedule C, Town of Milton Offical Plan Amendment 31)



Figure 3 - Rural Land Use (Schedule A, Town of Milton Offical Plan Amendment 31)



Figure 4 - Urban Land Use (Schedule B, Town of Milton Offical Plan Amendment 31)



Figure 5 - Rural Districts (Schedule D1, Town of Milton Offical Plan Amendment 31)



Figure 6 - Urban Districts and Neighbourhoods (Schedule D2, Town of Milton Offical Plan Amendment 31)



Figure 7 -  Rural Area Transportation Plan (Schedule E, Town of Milton Offical Plan Amendment 31)



Figure 8 - Urban Area Transportation Plan (Schedule F, Town of Milton Offical Plan Amendment 31)



Figure 9 - Urban Area Structure Plan (Schedule H, Town of Milton Offical Plan Amendment 31)



Figure 10 - Intensification Areas (Schedule K, Town of Milton Offical Plan Amendment 31)



Figure 11 - Key Features within the Greenbelt and NHS (Schedule M, Town of Milton Offical Plan Amendment 31)



Figure 12 - Future Strategic Employment Areas (Schedule N, Town of Milton Offical Plan Amendment 31)



Figure 13 - Prime Agricultural Areas (Schedule O, Town of Milton Offical Plan Amendment 31)



Figure 14 - Regional Structure (Map 1, Halton Region Offical Plan)



Figure 15 - Future Strategic Employment Area (Map 1C, Halton Region Offical Plan)



Figure 16 - Key Features within the Greenbelt and Regional NHS (Map 1G, Halton Region Offical Plan)



Figure 17 - Agricultural System and Settlement Areas (Map 1E, Halton Region Offical Plan)



Figure 18 - Regional Phasing (Map 5, Halton Region Offical Plan)
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4. 1,100 Gross Hectares of Employment Land Now Recommended to Accommodate
Demands of the Logistics–Distribution Concentration in the Highway 401 Corridor

It was noted in the Phase I work and throughout the subsequent process to date that
much of the new employment land development, particularly in Milton and Halton
Hills along Highway 401 corridor, has a much lower employment density than
elsewhere in the Region because of the preponderance of highly automated distribution
and warehousing facilities. As discussed above, these have a very low on-site
employment density: 

• For these types of facilities, the density is often in the 12 to 15 employees per net ha
range, compared to Halton’s work, based on an average of 37.5 employees per net ha
for employment land uses.

• The employment densities for recent development of distribution centres are based
on reviews of small areas and some individual building records from various sources
in Milton, Mississauga and Brampton. A complete study of these uses, from a land
use planning perspective, has not, to our knowledge, been undertaken. As well, this
issue is widely discussed in the industry and there is much anecdotal evidence around
these low employment densities in distribution centres. 

• Some facilities can have on-site permanent employment as low as one or two
employees per net hectare. However, on any given day, there may well be dozens of
others in the building including truckers and the employees of the firms whose goods
are being managed by the logistics facilities. 

• A related matter of some interest may be that the building density, measured by site
coverage or Floor Space Index (FSI), is often higher than other types, because so
little employee parking is required. Consequently, the low job density may actually
result in more building space in proportion to the site and therefore higher property
assessment than might be yielded by some uses with a higher employment density.

The planning challenges associated with logistics facilities are not unique to Halton, but
rather are figuring prominently in neighbouring Brampton and, to some degree,
Mississauga, both also in the 401 Corridor where these uses have concentrated in recent
years. While noting the challenge of accommodating these uses in the Phase I and
subsequent work, we did not alter the overall employment density assumption.

An additional attribute of this area is the concentration of energy-related uses which
have an exceedingly low employment density. For the purpose of the employment land
analysis, we have excluded hydro corridors, the Trafalgar Sub-Station and the new
power plant being built on the north side of Highway 401 in Halton Hills. All of these
energy-related uses are very low-density from an employment perspective. Given that
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the Trafalgar Sub-Station in Milton is a critical junction in southern Ontario’s power
distribution grid, the vicinity may well  need to accommodate other low-density energy-
related uses, beyond the current power plant under construction.

Through further collaboration between the study team and Regional and local
municipal staff, including much discussion with the Towns of Milton and Halton Hills,
it was determined that the plan should try to recognise actual rather than hoped-for
densities of development. 

Given the existing types of development in established employment areas in Burlington
and Oakville, and given the large amount of new land supply on Highway 407 (a toll
road with high truck tolls), we would not expect a greater concentration of these lower-
employment-density, truck-orientated facilities in southern Halton. This discussion is
strictly limited to expectations for development in Milton and Halton Hills.

In order to appropriately recognise the type of development expected to continue in the
Highway 401 corridor, the employment land need analysis has been revised to take
account of these uses. This alternative is best demonstrated by thinking of the areas
where distribution, logistics and energy predominate as a distinct sub-category of
employment. This approach is the basis for the 1,100 gross hectare employment land
need shown in Table 24.

It is notable that even at the higher land area shown in Table 24, the lower density of
17.5 jobs per gross hectare, or 23 per net occupied hectare, still remains an assumption
of employment density far higher than being observed for the major warehouse and
distribution facilities currently locating in Halton. There is still a measure of assumed
change in employment land density achieved through Provincial policy changes
underpinning this analysis.
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Table 24
Employment Land Incorporating the Distribution–Logistics Cluster along Highway 401

Base Scenario 33,600 jobs
35 employees per gross ha (approximately 45 employees per net ha at post-

2031 capacity development and accounting for long-term vacancy)
               

960 gross hectares of new urban land

Recommended 
Scenario

28,700 jobs at standard employment density 
35 employees per gross ha (approximately 45 employees per net ha at post-

2031 capacity development and accounting for long-term vacancy)
                 

820 gross ha of new urban land

4,900 jobs at Distribution–Logistics–Energy Cluster employment density 
17.5 employees per gross ha (23 per net ha)

                 
280 gross ha of new urban land

1,100 Total land required (gross ha)

30.5 employees per gross ha overall

Source: Hemson Consulting Ltd.

Based on this analysis, the Region of Halton should plan for the addition of  1,100 gross
hectares of employment land within the PSA.
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3.4 New Employment Lands

Employment Areas are designated areas for business and 

economic uses that require some degree of separation from 

residential areas, either to facilitate their operations or to prevent 

negative impacts on other land uses.  Halton Region maintains a 

supply of readily available employment lands to meet its strategic 

goals for economic growth and prosperity.  In planning for the 

future, the Region will continue to ensure that there is an adequate 

supply of employment land to support its prosperity and ensure a 

healthy balance of living and working opportunities. 

The Phase I Sustainable Halton employment land analysis (May 

2007) concluded that the majority of employment land required 

to meet 2031 projections is already available within the Region’s 

existing urban areas, and only a small amount of additional land is 

required (estimated at 600 gross ha).  

Since the initial analysis was conducted, updated census 

information and more detailed inventories of available employment 

land were completed (see Report 3.07 -  Sustainable Halton 

Accommodating Growth to 2031, Hemson Consulting Ltd. April 13 

2009).  The result of these studies is an increase in the Region’s 

forecasted employment land need to 1,100 gross ha, an increase 

of 500 gross hectares from initial forecasts (May 2007). Two of 

the primary reasons for this change are summarized below, and 

additional details are  provided in  Report 3.07 - Sustainable Halton 

Accommodating Growth to 2031, Hemson Consulting Ltd, April 13 

2009.

Increased Demand for Employment Land In The PSA

The most recent analysis indicates that the number and density 

of jobs on existing employment land is lower than anticipated,  

which has the combined effect of reducing the capacity of existing 

employment areas to accommodate new jobs, and increasing the 

number of jobs to be planned for in order to meet the employment 

targets set by the Places To Grow Plan.  

Updated Density Assumptions

The updated employment land analysis also found that the 

employment density assumptions used to calculate future land 
5 Source: Report 3.07 - Sustainable Halton: Accommodating Growth to 2031, Hemson Consulting Ltd, 
April 13 2009.

needs did not recognize the current pattern of employment 

development in Milton and Halton Hills, particularly along the 

Highway 401 corridor. Recent employment development in these 

municipalities has been at a signifi cantly lower employment density 

than the assumptions that were used in the initial employment 

lands studies conducted in 2007. The employment land density 

assumptions used for Sustainable Halton have been updated as a 

result (See Table 3.3).

New Employment Lands to planned in
the Primary Study Area:
1,100 ha at 30.5 jobs per gross hectare

Job Type Number 

of Jobs

Jobs 
Density 
(jobs/ha 

gross)

Land 

Area 

(ha)

Total

Land 

Need

Base Scenario All types 33,600 35 960 960 ha

(gross)

Alternate 
Scenario
(Continued 
demand for low 
density logistics/ 
warehouse uses)

Highway-
related 
logistics

4,900 17.5 280 1,100 ha
(gross)

(30.5 
jobs/ha)

All others 28,700 37.5 820

Table 3.3: Employment Land Density Assumptions

Figure 3.5 Milton Employment Lands: James Snow Parkway & Highway 401.

Source Data:  Hemson Consulting Ltd., April 13 2009
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Figure 3.7: Summary of Land Needs Analysis Based on Meeting the Places to Grow Plan Greenfi eld Density Target.
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ATTACHMENT IR4.12-3  
 PROJECT LOCATION 

 





H A L T O N  M U N I C I P A L I T I E S  B R I E F :  A P P E N D I X  A  |  3 8

CN Milton Logistics Hub Project Panel Review

Project location in relation to designated employment areas in the Halton Region. 



3 9  |  H A L T O N  M U N I C I P A L I T I E S  B R I E F :  A P P E N D I X  A

CN Milton Logistics Hub Project Panel Review

Project location in relation to  newly designated employment areas in the Town of Milton. The majority of the Project 
footprint overlaps with these lands.
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CN Milton Logistics Hub Project Panel Review

Project location in relation to future strategic employment areas identified by the Region. This Figure is based upon a 
portion of ROP Map 1C.
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ATTACHMENT IR4.17-1  
 MILTON BRAMPTON INTERMODAL 

LINKAGE 
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 AGRICULTURAL SYSTEM AND 

SETTLEMENT AREAS, MAP 1E 
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ATTACHMENT IR4.21-1  
 AGRICULTURAL LAND USE TYPES 
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