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Executive Summary 
Introduction  

This report is the second interim report for this TMP update.  The first interim report overviewed 

existing conditions, identified key issues and discussed opportunities and challenges.  It also 

presented the following three possible strategic directions for the City:  Sustaining Existing 

Service Levels; Taking a More Balanced Approach; or Creating a Transit Focus. This 

second interim report documents the results of a two part Phase 2 of the TMP update.  During 

the first part, discussion papers on four key topics were prepared:  Land Use and Transit 

Oriented Development; Transit (including Bus Rapid Transit and Light Rail Transit); 

Parking Management; and Active Transportation & Transportation Demand Management 

(TDM).  These papers were posted on the project web-site, summarized in Newsletter #2 and 

discussed at the second series of workshops in May 2010.  

 

Key Messages Heard from Stakeholders and the General Public 

Scenario 1: 

(Sustain Existing Levels) 

Least expensive and easiest to achieve, but does not do enough to 

increase transportation choice. 

Scenario 2:  

(More Balanced) 

More choice, more inclusive, reduces pollution and improves health, 

but may not be enough to get people out of cars. 

Scenario 3:  

(Transit Focus) 

More choice, more inclusive, increases transit ridership and promotes 

a transit culture, but requires a large investment and growth may not 

be sufficient to support it. 

 

A progress report was presented to Council in July 2010, which included transportation related 

Principles and Goals, Council recommended pursuing the TMP on the basis that the Transit 

Focus (Scenario 3) is the ultimate goal, with Scenarios 1 and 2 as interim milestones. 

 

In the second part of Phase 2, the three scenarios have been assessed in more detail with the 

benefit of the full results of the 2009/2010 Travel Survey and the application of the Cityôs travel 

forecasting model.   

 

Important Insights From the 2009/2010 Travel Survey 

 Transit modal share increased from 7% in 2002 to 11% 

 UWO and Fanshawe student trips represent close to half of LTCôs daily ridership 

 Transit modal shares low for: 

 Downtown Trips = 11% 

 Work Trips = 6% 

 Average trip length for all modes = 5.2 km 
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In assessing the scenarios in more detail, transit supportive allocations of growth have been 

prepared, alternative rapid transit corridors assessed and specific directions for supportive 

Active Transportation, TDM and parking proposed.  These new materials were presented to 

stakeholders and the public in Newsletter #3 and at the third series of workshops in November 

2010 and January 2011.  There was overall general support for the proposals and most felt that 

the City should move as quickly as possible to Scenarios 2 and 3. 

 

The focus of this second interim report is on transportation conditions in the year 2030 and what 

needs to be done, from both land use and transportation perspectives, to achieve the higher 

transit modal shares of 15% and 20% associated with Scenarios 2 and 3, respectively. 

 

Transportation in London in 2030  ï Scenario 1:  The Base Case  

Since it sustains existing service levels, Scenario 1 represents a base case for transportation in 

the year 2030.  Peak period modal shares would remain essentially the same as today at about 

75% auto, 10% transit and 9% Active Transportation. 

 

The number of auto peak hour trips in 2030 would increase by about 19% and total vehicle-km 

of travel would increase from about 503,000 to 595,000, representing an increase of 18%.  

Looking at congestion levels, the percentage of the total road network near or beyond capacity 

in the morning peak hour would increase from about 16.5% in 2009 to about 31.8% in 2030, 

almost double if only committed road improvements were implemented.  Even if all the road 

improvements identified in the 2004 TMP were implemented, existing congestion levels would 

still increase to 24.4%.  Forecasts for the evening peak hour are not yet available, but would 

typically be 10 to 15% higher than the morning peak, which would be in line with recent City 

estimates of 20% of the road network currently being congested.  To address these expected 

deficiencies will place a significant financial burden on the City. 

 

On the transit side, some significant improvements would be needed just to hold the modal 

share at the 10% level.  In this regard, it was assumed that two semi-express routes would be in 

place and operate with transit priority measures (signal priority and Q jump lanes) at major 

intersections.  Extensions of existing routes into new development areas on the fringe of the 

City would occur, as well as a continuation of system-wide technology upgrades, such as real-

time displays at bus stops and cell phone connections to schedule and route information. 

 

TDM activities would continue as they have in the past, with a focus on education and 

promotion programs. 

 

More Transit Supportive Land Use  Needed 

The City of London is experiencing slow but steady growth.  By 2030, Londonôs population will 

have grown by approximately 64,000 people, to a total population of 429,500 people.  As the 

population grows, it is projected that over 37,000 new residential units will be required.  The 

Cityôs Growth Management Implementation Strategy (GMIS) has provided an analysis of where 
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new growth should occur; nearly 29,000 new units have been allocated to the urban fringe in 

new greenfield development, and the balance, approximately 22%, is to be located within the 

existing built area. 

 

This modest increase in population translates into relatively few new housing units to be 

constructed every year.  Of the total of approximately 1,900 new residential units to be 

constructed annually, only 22%, or approximately 420 units per year, are currently allocated to 

existing built up areas.  With an overall relatively slow annual growth rate, such a low rate of 

intensification would not have a significant enough impact on the urban structure to support 

dramatic improvements in efficient transit and Active Transportation networks.  Even if the rate of 

intensification were to be increased, the amount of development forecasted for London will have 

to be carefully directed to strategic locations in the City, including downtown and designated 

ñnodesò where transit lines, key destinations, and more intense land uses are grouped together.  

 

To assist in the more detailed assessment of the three 2030 scenarios, two alternative growth 

scenarios were developed, specifically to help understand the land use implications on transit 

ridership and therefore the viability of rapid transit investments for London.  The current GMIS 

projections were considered to be consistent with the definition of Scenario 1. 

 

Alternative Growth Al locations ï Scenarios 2 and 3  

The first alternative was structured around achieving 40% intensification, which is the current 

policy in the Greater Toronto Area Growth Plan.  This was considered compatible with the 

definition of Scenario 2.  Of the total amount of growth allocated to the developed areas, it was 

assumed that three quarters would be directed to the downtown, key nodes and transit corridors. 

 

A second alternative growth scenario assumed a higher overall growth rate (2% vs. 1% with 

Scenario 2), while maintaining the 40% intensification factor.  With significantly more growth in 

developed areas, this scenario was considered to be compatible with the more extensive 

network of rapid transit services associated with Scenario 3.  The allocation of growth within the 

developed areas was assumed to be in the same proportion as for Scenario 2.   

 

The reallocation of population growth for Scenarios 2 and 3 both recognize that there are 

significant planning commitments in place which will make change difficult over the next decade.  

Accordingly, it was assumed that most of the shift from greenfields to developed areas would 

occur in the 2020 to 2030 decade.   

 

Alternative Transit Network Improvements  ï Scenarios 2 and 3  

Consistent with the London Council support for Scenario 3 (Transit Focus) as the basis for 

further public consultation and technical analyses, the potential for rapid transit investment has 

been assessed in eight corridors.  Recognizing the importance of integrating transportation and 

land use planning, the corridors were assessed from both transportation and land use 

perspectives, to arrive at a short-list of preferred candidates for rapid transit corridors.  Overall, 
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the highest rated corridors were Richmond and Wellington, followed closely by 

Dundas/Oxford East and Western/ Richmond in that order.  Of the remaining four, 

Fanshawe Park Road was rated ñpoorò (from both transportation and land use perspectives), 

while the other three (Oxford, Wharncliffe and Sarnia/Wonderland) were rated ñmoderateò.   

 

Rapid transit networks for Scenarios 2 and 3 were then developed by combining the best 

individual corridors into integrated routes.  Four of the corridors were combined into a two route 

Bus Rapid Transit (BRT) network for both Scenario 2 and Scenario 3:  the Richmond and 

Wellington corridors were combined into a north-south route, and the Oxford West and 

Dundas/Oxford East corridors were combined into an east-west route.  Keeping in mind that 

Scenario 3 was defined as a more extensive network, additional semi-express routes along most 

of the remaining corridors, operating with transit priority at major intersections, would supplement 

the BRT routes. 

 

Assessment of Alternative 2030 Transit Networks  

Ridership estimates for proposed major transit investments are essential to determine their 

financial and operational viability.  The Cityôs travel forecasting model was upgraded to reflect 

the latest travel characteristics (from the 2009/2010 Travel Survey) and to incorporate LTCôs 

network of transit services.  The assumed network improvements for the three scenarios to be 

tested were similar in that they all focused improvements in the same two corridors, Richmond/ 

Wellington and Oxford/Dundas.  However, the transit modal share assumed for each scenario 

differs, progressing from 10% in Scenario 1 to 15% and 20% in Scenarios 2 and 3 respectively.  

To achieve the higher modal splits of 15% and 20% would require service frequency 

improvements throughout the transit system.  Further analysis will be needed to determine 

appropriate frequencies of service to support Scenarios 2 and 3.  The more fundamental 

difference among the three scenarios tested, however, was with respect to the assumed growth 

levels and the geographic allocation of that growth as previously discussed.   

 

With the aid of the Cityôs computerized travel demand model, preliminary forecasts of a.m. peak 

hour ridership were developed for the Richmond/Wellington and Oxford/Dundas corridors.  With 

Scenario 1 (semi-express bus service), only the Oxford/Dundas corridor would support 

consideration of BRT service, since it marginally exceeds the 1,000 passengers/hour/direction 

threshold normally considered for significant capital investments in transit.  The ridership forecasts 

for the Oxford/Dundas corridor are more substantive for Scenarios 2 and 3.  In addition, the 

Richmond/Wellington corridor begins to support BRT with Scenario 2, and more fully supports 

BRT with Scenario 3.  While these estimates are preliminary and need to be confirmed with a fully 

upgraded model, the results clearly indicate that a revised growth scenario for the City (similar to 

Scenario 2 or 3, or something in between) will be needed to support BRT investments. 

 

An assessment of the need for a Downtown Transit Exchange or Terminal concluded that a central 

facility would integrate the various forms of transit in London by making it easier to transfer both 

between various LTC routes and between LTC and inter-city rail and bus services.  In addressing 

the issue of an on-street versus off-street facility, it was determined that the arrival of High Speed 
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Rail (HSR) service to London would be the impetus for an integrated multi-modal off-street facility.  

The fewer transfers associated with Scenario 2 could be accommodated with an on-street facility, 

especially with Scenario 3.  In both scenarios, the location of the terminal should be close to the VIA 

Rail station and the Greyhound inter-city bus terminal.  This would require short diversions for some 

routes, but the extra costs would be offset by the additional convenience to passengers. 

 

Implications for Road Network Improvements , AT and TDM  

A City-wide assessment of deficiencies in Londonôs 2030 road network has been conducted 

and, based on these, road capacity needs defined throughout Londonôs major travel corridors.  

This is a preliminary analysis at this stage; further analysis with Londonôs fully upgraded model 

is required to confirm that the assumed modal shares are in fact attainable.  The proposed long-

term (2030) plan will be presented at the final series of workshops in the Spring. 

 

Using the Cityôs model, 2030 traffic forecasts were prepared for each of the three scenarios.  

The forecasts differ due to growth assumptions and assumed modal shares.  Traffic 

assignments on the modelôs road networks are used to calculate volume-to-capacity ratios for 

each roadway segment.  Categories of v/c ratios are defined to indicate the severity of 

congestion with any v/c ratio greater than 1.0 representing an over capacity situation.   

 

Scenario 1 (Sustaining Existing Service Levels) uses the Cityôs GMIS growth projections (about 

1% annually) and assumes 73.5% of all travel by auto.  This represents the ñbase caseò.  With 

Scenario 2 (more intensification, and higher transit and Active Transportation use) the auto 

modal share declines to 68.5%, and the resultant road network deficiencies are about 10% less 

than for Scenario 1.  With Scenario 3, road network deficiencies are 7% greater than for 

Scenario 1, even though the auto modal share declines further to 62.5%, since the annual 

growth rate (2%) is double that of Scenarios 1 and 2.   

 

Ideally, the entire lengths of BRT (or LRT) routes should have exclusive lanes dedicated to 

transit vehicles all day.  This could happen in one of two ways.  First, if traffic concerns were 

considered crucial, the affected roads should be widened.  If traffic concerns are not as serious, 

existing travel or on-street parking lanes could be dedicated exclusively for transit vehicles.  

Given the variety of urban environments that the proposed RT services traverse, no one 

approach is likely to be recommended.  Thus, in pursuing the implementation of BRT services 

on Richmond/Wellington and on Oxford/Dundas, these alternatives for exclusive transit lanes 

would need to be explored in detail, likely through Environmental Assessment studies.   

 

At this point in the TMP update, a worst case assumption is made for costing purposes that all 

roadway segments outside the Downtown would eventually be widened to 6 lanes to support at-

grade rapid transit.  This amounts to a length of about 23.5 km.  Within the Downtown, there is 

very little, if any, room to widen roadways, but because the road network is a tight grid system 

(providing many routing alternatives), existing traffic and/or parking lanes could be dedicated for 

transit use.  This conclusion is supported by preliminary analysis of 2030 forecasts, which show 

some congestion along routes approaching the Downtown, but not much within the Downtown. 
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Managing congestion in 2030 will be a significant challenge for the City, even under the most 

favourable road network conditions represented by Scenario 2, which requires achievement of a 

15% transit modal share through implementation of BRT and other transit service 

improvements, and an 11% Active Transportation modal share.  For Active Transportation, this 

would represent a 30% increase in walking and cycling trips during weekday peak periods.  

Some of this increase would be achieved naturally through more intensification of development, 

which should facilitate shorter active trips.  However, infrastructure improvements and 

supportive programs, based on a strong policy foundation will also be required.   

 

Active Transportation (AT), Transportation Demand Management (TDM) and parking are critical 

elements in any Transportation Master Plan (TMP).  Within this 2030 TMP, AT, TDM and 

parking management strategies will help to provide real transportation options for all Londoners, 

while working to support transit initiatives and integrating with land use planning to create a 

sustainable transportation system and community.  Proposed directions for AT, TDM and 

parking, including a broad range of specific short-term actions have now been prepared, based 

on Londonôs current experience, the characteristics of the City, experiences of other 

jurisdictions, and public & stakeholder comments. 

 

While proposed directions and short-term actions have been proposed for Transportation 

Demand Management, the effects of TDM initiatives have not yet explicitly been accounted for 

in the analyses of road network requirements.  Based on experience elsewhere, well co-

ordinated TDM initiatives could reduce peak hour travel demand by up to 5%.  In finalizing the 

TMP, sensitivity testing will be conducted to determine what impact a 5% reduction in demand 

would have on overall road network deficiencies.   

 

Parking management should be viewed as a critical component of TDM, particularly as a key 

support to increased use of transit to the downtown and to emerging nodes within transit 

corridors.  In conjunction with the staff report to Council in July 2010, Council proposed, as the 

basis for further public consultation, a strategy to maintain or increase short-term municipal 

downtown parking supply over the next 10 years, to limit short-term municipal downtown parking 

in the 10 to 20 year timeframe, and to charge the Downtown Parking Working Group (or the 

proposed London Downtown Development Corporation) with the resolution of long-term parking 

in the downtown.  Further work is required to create a comprehensive strategy. 

 

Capital and Operating Cost Implications of the 3 Scenarios  

With the new information generated from Phase 2 analyses, it is now possible to compare the 

three scenarios from a cost standpoint, albeit at a relatively high level.  At this stage, all cost 

estimates are considered order of magnitude costs.  More detailed estimates for the 

recommended TMP will be prepared during the upcoming final phase of work.   

 

On the road network side, capital costs are directly related to the lane-kilometres of new and 

widened roadways.  Assuming a per lane-kilometre cost of $2.5 million results in capital cost 

requirements of $798 million, $725 million and $933 million for Scenarios 1, 2 and 3, respectively.  
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Transit capital requirements include BRT infrastructure, intersection improvements for transit 

priority, new buses, a new maintenance/storage facility, and a new Downtown transit terminal. 

 

Total transportation capital costs for each scenario are compared in the table below.  At this 

time, an allowance of 2% of the road capital costs has been assigned to Active Transportation 

and parking infrastructure combined for Scenario 1, and 5% and 6% for Scenarios 2 and 3 

respectively.  Within this allowance, a further split between AT and parking was estimated 

based on exiting levels of expenditures and likely future needs. 

 

Comparison of Total Transportation Capital Costs  (over 20 year period)  

 Millions in 2010 $ 

Scenario 1 Scenario 2 Scenario 3 

Roads 798 725 933 

Transit* 44 339 469 

Parking (Allowance) 8 25 42 

AT (Allowance) 8 11 14 

Total (over 20 years) 858 1,100 1,458 

Average Annual Cost 42.9 55.0 72.9 

Note:  *  Assumes BRT @ $10M/km.  LRT would add $750M to Scenario 3. 

 

The transit and parking capital costs for Scenarios 2 and 3 are significantly higher than for 

Scenario 1, as substantially more investment (particularly BRT but also municipal parking 

facilities) is required to attain transit modal shares of 15% and 20%, respectively.  No allowance, 

however, has been made for reductions in bus requirements due to re-structuring the system of 

routes, but this would undoubtedly happen with the implementation of the BRT network included 

in Scenarios 2 and 3.  In addition, new funding sources for rapid transit projects would likely be 

available to lessen the financial impact of Scenarios 2 and 3. 

 

Transit operating costs are directly proportional to the total amount of service provided, 

measured in annual vehicle-kilometres or vehicle-hours.  Scenario 1 provides for two new 

express services, plus route extensions into newly developed areas on the fringe of the City.  

Overall levels of service, however, would not be significantly enhanced from the existing peak 

period range of 10 to 30 minute frequencies.  In Scenario 2, two new BRT routes are 

introduced, plus greater frequency of service provided across-the-board resulting in peak period 

frequencies ranging from 7.5 to 20 minutes.  This represents approximately a 50% increase in 

overall service.  A new bus maintenance and storage facility would also require additional 

operating costs.  In Scenario 3, the increased operating costs associated with Scenario 2 would 

be incurred, in addition to those for 4 new semi-express services, for even greater improved 

frequencies for the routes across-the-board (assumed to be in the 5 to 15 minute frequency 

range), and for a new Downtown transit terminal.  This represents approximately a 100% 

increase in service levels.  Again, no allowance has been made for savings in operational costs 

due to the restructuring of routes in Scenarios 2 and 3. 
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Similarly, road network operating and maintenance costs are directly proportional to the lane-

kilometres of road network assumed to be in place for each of the scenarios.   

 

The table below compares estimated total annual operating costs for the City in 2030 

associated with the three scenarios.  Upgrade factors were determined for each mode based on 

the best estimates of system-wide needs under each scenario and these were applied to 

existing operating costs to arrive at the 2030 estimates. 

 

Comparison of Total T ransportation Operating Costs  for 2030  

 

Scenario 1 Scenario 2 Scenario 3 

Upgrade 

Factor 

Annual Cost 

($M) 

Upgrade 

Factor 

Annual Cost 

($M) 

Upgrade 

Factor 

Annual Cost 

($M) 

Base Transit (2010 Municipal)  21.2  21.2  21.2 

Transit Upgrade to 2030 1.15  1.50  2.00  

2030 Transit  24.4  31.8  42.4 

Base Roads 2010  31.3  31.3  31.3 

Road Upgrade to 2030 1.18  1.16  1.21  

2030 Roads  36.9  36.3  37.9 

Base Parking 2010  2.25  2.25  2.25 

Parking Upgrade to 2030 1.10  3.0  4.0  

2030 Parking  2.50  6.75  9.00 

Base AT and TDM 2010  0.125  0.125  0.125 

AT and TDM Upgrade to 2030 2.00  4.00  6.00  

2030 AT and TDM   0.25  0.5  0.75 

Total Transportation 2030  64.05  75.35  90.05 

 

 

Conclusions  

A ñTransit Focusò future for London represents a fundamental shift in the way the City shapes its 

urban structure and integrates it with the development of its transportation system.  No longer 

would the City conceive and implement its transportation system in a reactive manner following 

growth traditionally located in the outer rim of the municipality.  Rather, this TMP contemplates 

strengthening and revitalizing the Downtown, together with the creation of hubs of urban growth 

and economic vitality along natural corridors where transit service can be significantly improved.  

In doing so, the City can take maximum advantage of its existing road and servicing 

infrastructure to create exciting mixed-use redevelopment opportunities that will improve the 

overall liveability of the City. 
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Based on Phase 2 TMP analyses, the following specific conclusions are made: 

 

1. Londonôs growth management strategy will need to be revised to support investments in 

rapid transit.  Recognizing that planning commitments are in place affecting the bulk of 

growth over the next decade, the revised growth management strategy should be 

developed as quickly as possible and would focus on changes during the 2020 to 2030 

decade.  A minimum intensification rate of 40% (consistent with Scenarios 2 and 3) should 

be the key objective. 

2. With intensification in the range of 40%, a basic 2 route rapid transit system can be 

supported by 2030 and the routes should serve the Downtown, UWO and Fanshawe 

College.  Richmond/Wellington and an Oxford/Dundas combination are the best routes to 

pursue, although refinements to the north-south route are needed to better serve UWO 

and the Victoria Hospital complex. 

3. Overall, the key to realizing Scenario 3 ñTransit Focusò is achieving a 20% transit modal 

share.  While not easy to achieve, this is a realistic target, but will also require:  

· other transit system improvements including semi-express services with 

transit priority in other key corridors and across-the-board increases in regular 

bus service frequencies; and 

· strong transit supportive policies and programs in the areas of AT, TDM and 

parking management.   

 

The annual growth rate and the degree of land use intensification are two factors that are critical 

to determining the viability of a bus rapid transit system.  The traditional growth rate for the City 

of London is about 1%.  Notwithstanding, it has been informative to consider the effects that a 

2% growth rate might have, and clearly any growth rate greater than 1% would present 

additional opportunities for intensification and therefore further support rapid transit investment. 

 

Focusing on intensification, current projections embedded in the GMIS would generate an 

intensification rate of about 22%. This rate is insufficient for creating street corridors and 

development nodes that are strong enough to support the substantial investment needed for 

introducing a bus rapid transit system. Analysis indicates that an intensification factor of 40% 

with a 1% growth rate is sufficient to support a BRT system, if directed in such a way as to 

support the new routes that might be introduced.  

 

A progress report was submitted to the new City Council in March 2011, which presented Phase 2 

results and conclusions, and sought Council concurrence on directions for completing this major 

TMP update.  Council supported the directions of the study, but directed staff to assess additional 

scenarios with annual growth greater than 1% and intensification factors lower than 40%.  As a 

result of this additional work, the final set of workshops originally planned for the Spring will be 

delayed to the Fall, and the study completion is now expected to be late Fall 2011. 
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Remaining Steps  

A report to Council will be submitted on the assessment of the additional growth scenarios.  

With Councilôs further direction, the various elements of the 2030 TMP can be finalized and 

detailed, including transit, roads, Active Transportation, TDM and parking elements.   

 

Other Phase 3 activities include preparing a funding strategy, developing phasing plans 

(addressing short term 2015 and medium term 2020 requirements), identifying top priorities, 

proposing an action plan to kick-start implementation, and holding a final round of consultation 

in the Fall. 
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I. Introduction 
This is the second interim report for the Cityôs Transportation 

Master Plan Update.  It focuses on identifying the initial 

elements of a new more sustainable long-term transportation 

plan.  Such a plan must include a significantly improved 

public transit system and much greater support for active 

forms of transportation.  With more meaningful transportation 

choices, City residents and workers can reduce their 

dependence on the automobile, contribute to cleaner air, and 

at the same time achieve a healthier lifestyle.  Transportation 

Demand Management (TDM) will also be a key ingredient.  

Through TDM initiatives, the City aims to minimize the growth 

in peak hour travel demands, thus together with increased 

use of transit and Active Transportation, reducing the need 

for costly road capacity upgrades.  Parking management is 

another important element, which can assist the City in 

achieving a more sustainable transportation plan.  These four 

transportation elements (Transit, Active Transportation, TDM 

and Parking) will be discussed in this report together with the 

critical land use changes needed to support them.  All of 

these, and public reactions to them, will form the basis for the 

new long-term transportation Plan, which will come forward in 

the Spring of 2011. 

 

Engaging and consulting the public and key stakeholders 

is a critical part of the London TMP work.  People who live, 

work and play in London have important knowledge about 

existing transportation conditions and can help the 

technical team in understanding the unique needs of 

different users and how best to address these needs.  A 

User Vision Group and a Sustainable Roundtable were 

therefore created to assist the technical team.  The TMP 

work plan provides for four sets of workshops during the 

three phases of the project.  As part of Phase 2 of the 

study, the second and third sets of workshops have been 

conducted.  Each set consists of three workshops, one 

each with the User Vision Group, the Sustainable 

Roundtable, and the general public.  The consultation 

program also provides for the preparation of newsletters 

prior to each round of workshops, and the continuous 

updating of a TMP (Smart Moves) web-site.  Furthermore, 

Scenario 2  

Scenario 1 

Scenario 3 
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to assist the public and keep them informed, five fact 

sheets were prepared and made available to the public: 

 

1. Moving from Place to Place; 

2. Londonôs Growth; 

3. Rapid Transit for London:  Bus or Rail; 

4. Cycling in London; and 

5. Parking. 

 

In the final chapter of Interim Report #1, three possible 

long-term transportation futures or scenarios were set out: 

 

· Scenario 1:  Sustaining Existing Service Levels; 

· Scenario 2:  More Balanced Approach; and 

· Scenario 3:  Transit Focus. 

 

To assist with the analysis and evaluation of these 

scenarios, the following four discussion papers were 

prepared and made available to stakeholders and the 

public in general: 

 

1. Land Use and Transit Oriented Development (TOD); 

2. Transit (including assessments of Bus Rapid Transit 

(BRT) and Light Rail Transit (LRT) technologies); 

3. Parking Management; and 

4. Active Transportation and TDM.  

 

Three workshops were subsequently held in May, 2010. 

Meeting reports are attached to this report as Appendix A.  

The key messages heard from stakeholders and the 

general public are summarized below: 

 

Key Messages Heard from Stakeholders and the General Public 

Scenario 1: 

(Sustain Existing Levels) 

Least expensive and easiest to achieve, but does not do enough to 

increase transportation choice. 

Scenario 2:  

(More Balanced) 

More choice, more inclusive, reduces pollution and improves health, 

but may not be enough to get people out of cars. 

Scenario 3:  

(Transit Focus) 

More choice, more inclusive, increases transit ridership and promotes 

a transit culture, but requires a large investment and growth may not 

be sufficient to support it. 

1. Sustain Existing Service Levels 

(10% transit) 

} GMIS growth allocation (current 

estimates) 

} Express Buses in 2 corridors; 

transit priority 

} More service frequency 

improvements on other routes 

2. More Balanced Approach  

(15% transit)  

} Double % of intensification in  

built-up areas 

} Rapid Transit in 2 corridors 

} Some express routes in other key 

corridors, plus service improvements 

3. Transit Focus (20% transit)  

} Double the rate of growth, plus 

double % of intensification in  

built-up areas 

} Rapid Transit in 2 corridors 

} More express routes in other key 

corridors, plus significant service 

improvements network-wide 
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A City staff progress report containing ñTransportation 

Related Principles and Goalsò was then submitted to 

London Council in July, 2010.  Council approved in 

principle as the basis for further public consultation an 

ultimate Scenario 3 (Transit Focus) goal with interim 

milestones denoted as Scenarios 1 and 2.  The staff report 

is attached as Appendix B, and includes the proposed 

Principles and Goals. 

 

Further assessment of the three scenarios has recently 

been completed and forms the basis for this report.  This 

new information was recently presented and well received 

at the third round of workshops held in November 2010 

and January 2011.  Key messages from stakeholders and 

the general public included: 

 

· The City should move towards Scenarios 2 and 3 as 

quickly as possible; 

· General support for a 2-route rapid transit system, both 

serving the Downtown; 

· Support for the Cityôs growth plan being revised to 

increase intensification; 

· Marketing and education are keys to overcoming public 

resistance to providing transit priority on London 

roadways; and 

· General support for the proposed directions in Active 

Transportation, Transportation Demand Management 

and parking. 

 

Reports documenting these most recent workshops are 

attached in Appendix C. 

 

The third set of workshops 
have recently been held with 
stakeholders and the public. 
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Chapter II of this report begins with a description of what 

transportation in London would be like in the year 2030 

under Scenario 1 conditions.  This will form the basis for 

comparisons with the other two scenarios.  Chapter III sets 

out alternative growth scenarios that differ from the Growth 

Management Implementation Strategy (GMIS) currently 

being pursued by the City.  Directions for Active 

Transportation, TDM and parking are proposed in 

Chapter IV, while Chapters V and VI focus on Rapid 

Transit corridors and networks, and Chapter VII presents 

implications for road network requirements, as well as 

Active Transportation, TDM and parking.  Chapter VIII sets 

out and compares initial estimates of transportation costs 

for the three scenarios.  Finally, Chapter IX draws 

conclusions and outlines the remaining tasks for the last 

phase of the TMP update. 

 

While the results of the 2009/2010 Household Travel 

Survey are captured throughout this report, a separate 

survey report has been prepared and is attached to this 

report as Appendix D. 

 

Important Insights from the 2009/2010 Travel Survey 

 Transit modal share increased from 7% in 2002 to 11% 

 UWO and Fanshawe student trips represent close to 

half of LTCôs daily ridership 

 Transit modal shares low for: 

 Downtown Trips = 11% 

 Work Trips = 6% 

 Average trip length for all modes = 5.2 km 

 

 

Travel by Time of Day 

Period Total Trips Share 

Average 

Trips Per 

Hour 

AM Peak Period 6 am ï 9 am 179,894 27% 59,964 

Mid Day Period 9 am ï 3 pm 234,355 35% 39,059 

PM Peak Period 3 pm ï 6 pm 191,651 28% 63,884 

Evening/Overnight 6 pm ï 6 am 69,055 10% 5,755 

Total Daily Trips 674,955 100%  
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II. Transportation in London in the 
Year 2030 ð Scenario 1: The Base Case 

Scenario 1 identified in Interim Report #1 is characterized 

as sustaining existing transportation service levels.  This is 

considered a base case scenario from which to compare 

Scenarios 2 and 3.  The implications of Scenario 1 need to 

be considered carefully.  The Sustaining Existing Service 

Levels scenario is summarized as follows: 

 

· it represents implementation of the Cityôs current 

Growth Management Implementation Strategy (GMIS) 

where about 22% of new growth would occur in existing 

built-up areas with the remainder as new ñgreenfieldò 

development; 

· transit service would be modestly enhanced to maintain 

existing service levels as the City continues to grow.  In 

this scenario, it would be unlikely that the current modal 

share (11% from the 2009/2010 Travel Survey) could 

be maintained.  This scenario would not support the 

proposed Bus Rapid Transit (BRT) network, but 

includes two semi-express bus routes (Richmond/ 

Wellington and Oxford West/Dundas); 

· the Downtown would continue to play a strong role as 

an employment, cultural and business centre; however, 

limited growth would reduce the need to take 

aggressive actions to address parking issues; 

· if High Speed Rail (HSR) is introduced in the Quebec 

City-Windsor corridor, London would support a 

Downtown station location;  

· active transportation infrastructure and supporting 

programs would continue essentially matching todayôs 

levels, with the City working to maintain the current 8 to 

9% modal share (2009/2010 Travel Survey); 

· TDM activities would continue as they have in the past, 

with a focus on education and promotion programs; and 

· road network improvements would be implemented to 

address future capacity deficiencies consistent with 

Capacity Enhancement Strategy outlined in the 2004 

TMP. 
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Travel 
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Model

Growth 
Projections

Existing Travel 
Patterns

Road & Transit 
Netowrks 
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Peak Hour 
Transit 

Ridership

Peak Hour 
Traffic 

Volumes

The remainder of Chapter II will focus on the changes that 

can be expected between now and 2030, assuming the 

Sustaining Existing Service Levels scenario. 

 

Forecasting Travel in 2030  

The City currently has a computerized travel forecasting 

model that is being upgraded as part of this TMP study.  Its 

key outputs are projected volumes on the Cityôs road and 

transit networks for a typical weekday a.m. peak hour.  The 

model is first calibrated to replicate existing conditions and 

then confidently applied to forecast travel by mode for 

future horizon years (in this case 2030).  The model 

requires three main inputs:  population and employment 

growth by small areas (referred to as traffic zones); travel 

characteristics for various trip purposes; and speed and 

capacity characteristics of the road and transit networks.  

The London model has recently been re-calibrated to 2010 

conditions and applied to forecast 2030 travel for 

Scenario 1.  Further refinements are yet to be made to 

improve the modal split component.  This will allow better 

estimates for all modes of travel based on trip lengths, 

travel times and travel costs, and will be particularly helpful 

for analysis of Scenarios 2 and 3.  For Scenario 1, our 

focus will be on travel by private automobile as this would 

represent almost three quarters of all peak hour travel, 

similar to todayôs situation. 

 

Projected Travel Changes to 2030  

Table 1 below summarizes key trip statistics for Scenario 1 

in 2030 and compares them with those for 2010.  The table 

shows that the overall increase in a.m. peak hour person 

trips is 21%, which is consistent with the average annual 

1% growth rate in population.   The increases in trips by 

mode are generally consistent with the total increase.  

However, the relatively small increase in transit trips 

represents a drop in modal share to about 10.4%, which is 

a realistic outcome for Scenario 1 where holding existing 

service levels will not be sufficient to maintain the current 

modal share. 
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Table 1. 2010-2030 Changes in A.M. Peak Hour 

Travel  

A.M. Peak Hour Trip Summary 
2010  

Calibration 

2030  

Scenario 1 

%  

Change 

1. Person Trips by Auto 54,600 66,500 21 

2. Auto Vehicle Trips* 47,150 55,900 19 

3. Total Vehicle-km of Travel 503,200 594,800 18 

4. Trips by Transit 8,800 9,300 6 

5. Walk/Cycle Trips 5,700 8,000 40 

6. Trips by Other Modes 4,650 5,500 18 

7. Total Person Trips 73,750 89,300 21 

8. % Work Trips 62 61 -2 

9. % School Trips 22 24 9 

Note: * Excludes external auto trips. 

 

Since transit, walking, cycling and other mode shares 

remain low, our focus of analysis is on the road network, 

where significant increases in vehicular travel and vehicle-

kilometres of travel are projected.  Figure 1 is a plot of 

2030 a.m. peak hour volumes by direction for Londonôs 

arterial and collector road network.  The band widths for 

each road link are proportional to the volumes and the 

colours represent various categories of volume/capacity 

ratios:  green represents a good level of service; black is 

very poor with red also unacceptable; yellow is not as good 

as green, but still acceptable.   

 

Transit
10%

Walk/Cycle
9%

Other
6%

Auto
75%

Base 2030 Mode Shares
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Figure 1.   2030 Scenario  1 Forecast Road Network 

Assignment ï Committed Improvements 

Only  (see Appendix E, Table 1)  

 
 

Many of the arterials are yellow-red with a few short 

sections of black, indicating a fairly congested network.  

Most of the collector roads are projected to operate at a 

good level of service, including most streets within the 

Downtown.  The road network tested, however, assumes 

very few improvements, only short-term projects which 

already have a degree of funding commitment.  Figure 2 is 

a similar plot, assuming all of the road improvements 

Scenario 1 
Road Network Deficiencies 

2030 AM Peak 
 GMIS Land Use  
 10% Transit TMS 
 9% Walk-Cycle MS 
 Express Routes Only 
 Headway 10 min  

Preliminary 
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identified in the 2004 TMP are implemented.  This shows a 

significantly improved level of service for 2030, but is still 

much worse than the plot for 2010 shown in Figure 3.   

 

Figure 2.   2030 Scenario  1 Forecast Road Network 

Assignment ï With All 2004 TMP 

Improvements  (see Appendix E)  

 

Scenario 1 
Road Network Deficiencies 

2030 AM Peak 
 GMIS Land Use  
 10% Transit TMS 
 9% Walk-Cycle MS 
 Express Routes Only 
 Headway 10 min  

Preliminary 
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Figure 3.   2010 Simulated Road Network Deficiencies  

 
 

Table 2 below compares deficiencies in the two 2030 road 

networks tested with those in todayôs 2010 network. 

 

2010 Simulated 
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Table 2. Road Network Deficiencies (2010 and 2030) 

 
2010  

Simulated 

2030 Scenario 1 

(Committed 

Improvements) 

2030 Scenario 1 

(2004 TMP 

Improvements) 

Auto Vehicle Trips 47,150 55,900 55,900 

Vehicle-Km Travel 503,200 594,800 590,150 

Lane-Km Congested 313 613 497 

% of Major Roads 

Congested 
16.5% 31.8% 24.4% 

 

The specific road improvements assumed in each of the 

2030 road networks are listed in Appendix E.  More 

detailed analysis of road system requirements at a corridor 

level of detail is necessary.  This will be done in the spring 

of 2011. 

 

A plot of forecast 2030 a.m. peak hour transit flows is 

shown in Figure 4 and compared with simulated 2010 

transit flows (see Figure 5) in Table 3 below. 

 

Table 3. Transit Ridership Change (20 10 to 2030)  

A.M. Peak Hour  

Transit Summary 

2010  

Simulation 

2030  

Scenario 1
(1)

 

Total Transit Trips 8,800 9,300 

Peak Point Corridor Ridership 

(peak direction) 

  

· Richmond south of Huron 1,045 1,700 

· Wellington north of Horton 850 2,075 

· Oxford west of Wharncliffe 760 1,000 

· Oxford  east of Highbury 2,050 3,500 

Note:   (1)  Committed Road Improvements 

 

The peak points were selected from high ridership 

corridors.  While the increases at these points are 

substantial, the ridership represents the total for all routes 

operating at that location.  For example, on Oxford east of 

Highbury, there are four LTC routes serving different parts 

of the City. 

 

 
Cleveland, OH  

 

Even with all the road 
improvements from the 
2004 TMP, the level of 
congestion will be about 
50% greater by 2030. 
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Figure 4.  2030 Scenario  1 Forecast Overall Transit 

Flows ï AM Peak Hour  

 
 

Scenario 1 
Overall Transit Flows 

2030 AM Peak 
 GMIS Land Use  
 10% Transit TMS 
 9% Walk-Cycle MS 
 Express Routes Only 
 Headway 10 min  

Preliminary 
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Figure 5.   2010 Simul ated Overall Transit Flows ï 

AM Peak Hour  

 
 

Figures 4 and 5 look similar in network patterns since no 

changes in basic route structure were assumed.  As noted 

previously, it was assumed that for 2030 Scenario 1 semi-

express bus routes would operate north-south in the 

Richmond/Wellington corridor and east-west in the 

Oxford West/Dundas-Oxford East corridor, and these new 

higher level routes have not surprisingly attracted a greater 

share of corridor ridership.  Projected ridership flows for 

these semi-express routes are shown in Figure 6. 

 




























































































