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GO Bus Service

GO Transil Inler-Region
Bus Rapid Transit (BRT)
Study

The Milton GO station is the only station within Halton located on this
line.

The Georgetown GO Rail Line provides weekday peak-period, peak
direction train services between Guelph and Union Station through the
City of Brampton and Mississauga supplemented by train-bus services.

The Georgetown GO station is the only station within Halton located on
this line.

GO Bus routes provide interregional express services within the Greater
Toronto Area, typically operating on the provincial highway network and
major arterials. There are five GO Bus routes that provide service within
the Region of Halton:
Route 15 McMoster U1Iiversity GO Bus Service - connecting to the
Burlington GO station with a link to the Lakeshore West GO Train line
into Union Station.
Route 19 Oakville Hwy 403 GO Bus Service - connecting Oakville GO
station to Finch subway station with stops at the Mississauga City Centre
and Yorkdale subway.
Route 27 Milto1l Hwy 40/ GO Bus Service - with service between the
Milton GO station and the York Mills subway station with connections to
Meadowvale and Yorkdale subway station.
Route 33 Gue/ph - Georgetow1l GO Bus Service - service between the
Guelph Bus Terminal and York Mills subway station with limited
connections to Acton, Georgetown GO station, Brampton GO station,
and Yorkdale subway station.
Route 46 Hwy 407 GO Bus Service - connecting Hamilton and Halton
Region to Durham Region along Highway 407. One run connects the
Hamilton Bus Terminal with the Pickering GO station with stops along
Highway 407 in Burlington at Dundas Street/Appleby Line, Oakville at
Bronte Road and Trafalgar Road, Mississauga City Centre, the Bramalea
GO station, York University, Scarborough Town Centre, and the
University ofToronto Scarborough Campus.

In December 2002, a GO Transit Inter-regional Bus Rapid Transit (BRT)
Study was completed. This study was initiated to identitY a feasible
inter-regional bus rapid transit alignment and implementation strategy
that complements and supports GO Transit's existing rail and bus
network. Resulting trom the study was an interregional BRT network
throughout the GTA from Oakville to Pickering. This BRT network
would be supported by buses in mixed traffic and in HOV lanes, where
ridership does not warrant BRT. Extensions and connections to the TIC
subway and GO Rail lines were also proposed through the BRT study.
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Via Rail Sen1ice VIA Rail operates passenger rail services through Halton Region, which
allows passengers to travel by train across Canada and to the United
States through connections with AMTRAX. The rail line operates on the
same corridor as the GO Train Lakeshore West Line, with stations at
Aldershot station in Burlington and Oakville station in Oakville. A line
also runs along the Georgetown line with stops at the Brampton GO
station and Guelph. There are no stops in the Region of Halton on this
line.

2.3 Haltoll Residell1s' Travel Behaviour

Halton Region has the highest auto driver modal split in the Greater
Toronto Area, at 80 percent. This is followed by transit ridership at
9 percent (including GO Transit), auto passenger at 6 percent and an
estimated seasonal 2 percent by cycling. The following figures illustrate
the modal split of each of the municipalities in Halton. It is evident in
these figures that the municipalities within Halton with the most transit
services (both local and GO Transit) have the highest transit modal splits.

Figure 2 illustrates the travel mode choice by local municipality.

Compared to the other GTA municipalities, Halton Resident's:
• have one of the highest car ownership (0.82 cars per driver);
• use transit least frequently;
• are increasing their usage of the automobile for travel;
• use transit the most, along corridors with the highest frequency and

fastest service;
• have longer work trips - primarily to the City of Mississauga and

downtown Toronto.

Within the Region of Halton proper, there is also a trend towards an
increase in:

• discretionary trips;
• the number of trips per day; and
• the number of trips made by seniors.

These trends can be attributed to the fact that transportation is a key to
social interaction within a community. Viable transportation choices are
required to allow for seniors, the disabled, and low-income families to
integrate within the community and access required services.
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Tra"el Demand
Projections

Central to the development of a transportation strategy for the future is
the accurate forecasting of future travel demands over the transportation
network. The Regional Travel Demand Model (the Model) is the source
of travel demand forecasts. The Model is based on the population and
employment levels enumerated in the 2001 Transportation Tomorrow
Survey, and the 200 I Canada Census. The model was recently calibrated
against the 200 I Greater Toronto Area Cordon Count Program. Future
travel demands are projected based on regional Best Planning Estimates
offuture population and employment levels.

By applying the Model to projected future population and employment
levels and assigning the future trips over the existing transportation
network, it is possible to identifY future capacity deficiencies and
network constraints.

The Halton P.M. Peak Model Documentation and User's Guide
documents the development and calibration of the Regional Travel
Demand Model. The calibration of the Model involved ensuring a
consistency between the projected existing travel demands on study area
roadways with the traffic volumes enumerated in the 200 I Greater
Toronto Cordon Count Program. This document forms Appelldix B of
this report.

The model was calibrated on a "screenline" basis. A screenline is a
cross-section through a principal transportation corridor. At key
roadways along the screenline, the roadway capacities and traffic
volumes are noted. It is then possible to compare the volume moving
across the screenline with the screenline capacity.

Figure 3 present the anticipated capacities in the network in 2021 with
the "do-nothing" scenario; that is, a scenario where the population and
employment growth takes place without any improvements to the base
(200 I) roadway network.
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Figure 3,1: East-West Screcnline Analysis
of Projected Traffic Demand (Year 2021)
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Figure 3b: NOTlh-Souch Screcnlinc Analysis
of Projected Tmffie Demand (Year 2021)
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Breaking the" Vicious
Cycle"

Whal has la Change?

HTMP Vision

Development in the Greater Toronto Area (GTA) has traditionally
followed a predictable cycle. Acres and acres of uniform lower density
housing is developed further and further away from where residents
work; leading to more dependence on auto use and low efficiencies of
transit services. This leads to congestion, which leads to building and
maintaining more roads, which leads to extending development ­
accommodating more auto use, and so on. This "Traditional approach"
(building more roads and providing less transit) encourages low transit
use and single occupant vehicle (SOY) travel.

Iwe need to break this "Vicious Cycle'~1

A new Growth Management transportation approach, which encourages
and supports pedestrian-friendly developments, provides more cost­
efficient service and higher transit usage, and provides transportation
choices, is required. Alternative non-auto travel choices, such as transit
and cycling, need to be made more competitive (i.e. convenient, cost
effective) with the automobile.

We need to change (or evolve) the current thinking. To some degree this
is happening through the Growth Management/Smart Growth initiatives,
which encourage pedestrian friendly developments, which provide more
cost efficient services and provide more transportation choices.
Alternative non-auto travel choices, such as transit, are made competitive
(i.e. convenient, cost effective) with the automobile. The Smart Growth
approach does not look only at transit revenue-to-cost ratios. It provides
for improved transit service, which leads to higher usage, which results in
increased ridership per capita.

In reality, while the automobile is here to stay, for ride sharing and
commercial activity, with the anticipated residential and employment
growth, the transportation system in Halton cannot continue to rely on
single occupant auto travel as the dominant transportation choice,
especially in the peak periods. Halton residents and the community at­
large need to recognize they are part of the vicious cycle and the key to
the solution.

In terms of a "vision", the HTMP must be different than traditional
master plan studies and encourage people to change their travel
characteristics and be aware of the consequences if they do not change.
The HTMP should be driven by Goals, Constraints, and Consequences.
It should have an alternate approach on how to prioritize the Region's
capital program and ensure that transit and other alternatives to the single
occupant vehicle are maximized.
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On the development and policy side, the Region is in a position to
influence development and services to development. It must recognize
that although "sprawl" development has been the norm to-date, this
cannot continue - it is not sustainable. Halton has recognized that this
continued type of development will drive higher levels of congestion and
a consumption of our landscape. The recent Halton Urban Structure Plan
put in place requirements for a land use form that would help us curtail
this predictable cycle. However, changes in the way in which we travel
cannot be successful if the full range of transportation solutions is not
utilized. Policy and development decisions must support non-auto modes
and must withstand the "not-in-my-backyard" concerns from the existing
community about higher density and pedestrian friendly developments.
Major employers and commercial nodes need to be concentrated and
easily accessible to transit and other alternatives to the single occupant
auto.
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