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1

Introduction

The Ministry of Transportation, Ontario (MTO) and the Ministry of Northern
Development and Mines (MNDM) are developing a Northern Ontario Multimodal
Transportation Strategy, which is a key initiative to support the implementation
of the Growth Plan for Northern Ontario, 2011. The Growth Plan sets out a
vision and directions to support economic
development in Northern Ontario over the
Transportation planning must take into
next 25 years.
account the Aboriginal and treaty rights of
First Nation, Métis and Inuit peoples and
The Northern Ontario Multimodal
communities. Ontario respects Aboriginal
Transportation Strategy (NOMTS) will
and treaty rights, as recognized and
adopt an integrated multimodal approach
affirmed under s. 35 of the Constitution
that considers road, rail, air, marine, and
Act, 1982, and is committed to meeting
other key aspects and modes of
the province’s obligations in respect of
transportation. NOMTS will include
Aboriginal peoples.
recommended improvements for the
movement of people and goods over the
Through collaborative relationship building
next quarter century. The strategy will
with Ontario’s Aboriginal partners,
build on the existing Northern Ontario
transportation planners come to
transportation system shown in Exhibit
understand how unresolved matters
1.1.
specific to treaties (i.e. treaty land
entitlement claims) could impact
infrastructure investment in Ontario.
A transportation strategy, therefore, has to
consider a variety of governance, legal
and policy conditions, as well as a range
of interests from a variety of stakeholders
and First Nations, Métis and Inuit peoples
and communities. Coupled with this is the
need to foster, maintain and enable future
enhancements to economic development
in Northern Ontario. This includes the
sustainable development of natural
resource industries in a manner that
balances the rights and interests of all the
residents of the region.
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This paper describes the Northern Ontario
contextual background and landscape for
the NOMTS study. This includes the
physical geography, climate and
settlement patterns that have shaped the
transportation system in the North today. It
also summarizes key implications of these
factors for future transportation planning
decisions, taking into account the unique
features of Northern Ontario and how its
people and industries interact and
interconnect. The report also provides an
overview of the region’s governance
systems and the planning and policy
context.
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Exhibit 1.1: Map of Northern Ontario Transportation System Elements
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The report is organized into six sections, including this introduction, as follows:


Section 2 describes the physical geography characteristics of
Northern Ontario. This section discusses the transportation
implications of the physical geography, climate, wildlife
considerations, and settlement patterns.



Section 3 is an overview of the current transportation infrastructure in
Northern Ontario.



Section 4 describes the governance structures applicable to
transportation and land use planning in Northern Ontario.



Section 5 provides an overview of the transportation and land use
policies and programs that are relevant to transportation planning in
the region, including those of the provincial, federal, and municipal
governments, as well as First Nations- and Métis-specific
policies/programs.



Section 6 summarizes next steps for this report and related reports.

December 18, 2015
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2

Geographic, Social, and Economic
Features of Northern Ontario

Northern Ontario covers a vast area of over 802,000 km2, extending from the
southern boundaries of Parry Sound and Nipissing, northward to the southern
shores of Hudson Bay and James Bay. The region comprises almost 90% of
Ontario’s land mass and over 8% of Canada’s total land area, larger than all four
Canadian Atlantic Provinces combined.
About 24,000 of the approximately 807,700 residents of Northern Ontario live in
the Far North. This area, whose boundary was shown in Exhibit 1.1 and is
described in the Far North Act, 2010, makes up about half of Northern Ontario.
Access to and from the area is provided by air connections to 29 remote airports
serving Far North communities and by a few road and rail links. In the winter
months of January through April a network of winter ice roads also serve the Far
North, as discussed in later sections.
The Near North, comprising the southern half of the region, was home to some
807,700 people in 2011, and is served by an extensive multimodal
transportation network of roads, rail lines, airports and ports.
Northern Ontario is rich in natural resources, though the rugged terrain, climate,
scattered settlement patterns and varied demographic composition present
challenges to developing effective transportation policies and infrastructure to
support the needs of diverse industry and community stakeholders, and the
residents of Northern Ontario.
The remainder of this section describes Northern Ontario in terms of the
following:


Physical Geography;



Climate;



Wildlife and Ecosystems; and



Socio-Economic Overview.

December 18, 2015
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2.1 Physical Geography
2.1.1 Key Features
Northern Ontario is made up of two main physiographic regions, as shown in
Exhibit 2.1:


The Canadian Shield, which is bounded in the south by Lake
Superior and Lake Huron and extends partly into Southern Ontario;
the Clay Belt is a significant sub-region of the Canadian Shield near
the eastern boundary with the Hudson Bay Lowlands (below); and



The Hudson Bay Lowlands, which covers the area north of the
Shield to the shores of Hudson Bay and James Bay.

The other major physical feature of the region is the dense boreal forest that
covers most of the land. As seen in Exhibit 2.1, there is an extensive and
largely undeveloped Boreal forest region in Northern Ontario. The forest serves
as habitat for a wide variety of wildlife, a major carbon sink, and a valuable
source of forest products.
The region’s highest elevations are in the southern part of the Canadian Shield,
north and east of Lake Superior, and east of Georgian Bay, as shown in the
topographic map of Northern Ontario in Exhibit 2.2. Northward from there, the
land slopes down to the Clay Belt in the east and the Hudson Bay Lowlands in
the north.
Situated between Hudson Bay/James Bay to the north and the Great Lakes-St.
Lawrence Seaway system to the south, Northern Ontario has direct marine
access to both the Arctic and Atlantic Oceans during ice-free months. Current
facilities on Hudson Bay/James Bay support only limited barge traffic for
resupply of coastal communities.
Permafrost1 is present in the more northerly areas of Northern Ontario.
Permafrost is continuous within about 50 km inland from the Hudson Bay
shoreline, and becomes more discontinuous for another 300 to 400 km further
south, to the approximate permafrost boundary shown in Exhibit 2.1 (Natural
Resources Canada, 1995). Isolated patches of permafrost representing about
10% of the area can be found as far south as Sandy Lake and Moosonee
although the southern limit has been retreating north as the climate warms.

1

Permafrost occurs when the ground remains at or below a temperature of 0° C for a minimum
period of two years, though most permafrost has been frozen much longer. Permafrost can vary
in thickness from a few decimeters to many metres. The top part of the ground that thaws each
summer and refreezes each winter is called the active layer. (Natural Resources Canada, 1995)
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Exhibit 2.1: Map of Geographic Regions and Boreal Forest in Northern Ontario
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Exhibit 2.2: Topographical Map of Northern Ontario

Source: IBI Group adapted from (Baldwin, Desloges, & Band, 2000)
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The Canadian Shield
The Canadian Shield consists of some of Canada’s oldest rocks and represents
more than half of Northern Ontario. Lake Superior and Lake Huron border the
Shield on the southern end, connecting the area to the Great Lakes-St.
Lawrence Seaway and the Atlantic Ocean. Exhibit 2.3 shows typical landscapes
of the Canadian Shield in Ontario.
Exhibit 2.3: Typical Landscapes of the Northern Ontario Canadian Shield
Typical Rocky Outcrop

Typical Boreal Forest

Photo Credit: Gerry Cariou

Photo Credit: Resolute Forest Products

Elevations in the Canadian Shield are higher than the Hudson Bay Lowlands.
Ontario’s highest point, Ishpatina Ridge (693 m above sea level), is in the
southeast part of the Shield north of Sudbury. The area is relatively flat and
marked by thousands of rivers and lakes. Exposed rocky outcrops are common,
but the dominant feature is a 50 million-hectare ribbon of boreal forest stretching
across the province. Three-quarters of the land is covered with coniferous and
mixed-wood forests, and forestry is one of the main industries in the region
(CPCS, 2013).
Rich mineral deposits are characteristic of the Shield, making it one of the most
significant mining regions on Earth2. Mining cities such as Greater Sudbury and
Timmins have developed around the mining industry despite the rocky terrain
and dense forests that could otherwise hinder infrastructure development and
settlement.
Recent findings of mineral deposits in the Ring of Fire — a 5,100 km2 area
centred about 540 km northeast of Thunder Bay and just east of the Webequie
First Nation — present a potential opportunity to expand the natural resource
economy in Northern Ontario (Hjartarson, McGuinty, Boutilier, & Majernikova,
2014). The Ring of Fire is located in the transition area between the Canadian
Shield and the Hudson Bay Lowlands.
2

The Sudbury Basin, for example, provides about 15% of global nickel production (Sudol, 2004).
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The Clay Belt
The Clay Belt is a sub-region of the Canadian Shield, and is located at the
northeastern end of the province just south of the Hudson Bay Lowlands. The
area is quite flat and is at a lower elevation than the Canadian Shield to the
south and west but not as low as the Hudson Bay Lowlands to the north. Like
the Shield, it is heavily forested with coniferous and mixed tree types where the
land has not been cleared for agriculture. It comprises clayey and loamy3 soils,
notably different from the tundra farther north (Lalonde, et al., 2012). Exhibit 2.4
shows images typical of the landscape of the Clay Belt region.
Exhibit 2.4: Typical Landscape in the Clay Belt
Typical Forest Wetlands

Typical Farmland

Photo Credit: Henry Kisor

Photo Credit: Gowganda Photography

The fertile soil of the Clay Belt supports agriculture to an extent. Only 700,000
acres of land in Northeastern Ontario is currently farmed, mostly for dairy and
cattle production but there are over 4 million acres of fertile soil suitable for
cultivation in the Clay Belt area (Ministry of Agriculture, Food and Rural Affairs
Ontario, 2013). The primary deterrent to agriculture is not the geology, but the
Northern Ontario climate that offers a shorter growing season and colder winters
relative to other agricultural regions in Ontario and Canada.

3

Loam consists of roughly 40% sand, equal parts silt, and 20% clay. It retains water and
nutrients well and drains better than clay.

December 18, 2015
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Hudson Bay Lowlands
The Hudson Bay Lowlands is a coastal plain bordered by the Canadian Shield to
the south and sloping gently toward Hudson Bay and James Bay to the north, as
could be seen in Exhibit 2.1 and Exhibit 2.2. Being closer to sea level, drainage
is generally poor. The area is characterized by extensive wetlands dotted with
thousands of small lakes and ponds (not generally conducive to road or rail
infrastructure). Lichen and moss cover are typical of arctic tundra, as shown in
Exhibit 2.5. Better-drained areas near rivers support open woodlands.
Exhibit 2.5: Typical Landscapes in the Hudson Bay Lowlands
Typical Wetlands

Typical Tundra

Photo Credit: K. Ruhland

Photo Credit: Ontario Biodiversity Council

As one of the largest wetlands in North America, the Hudson Bay Lowlands are
an important ecological region that is home to many species of birds of prey and
seabirds, as well as woodland caribou, polar bears, and arctic foxes. Wildlife will
be discussed further in Subsection 2.3.
There are extensive peatlands4 in Northern Ontario, particularly in the buffer
areas between forested uplands and the region’s many lakes. Peat is a carbon
store, and can be extracted (also called “mining” or “harvesting”) for use as fuel
or fertilizer. Since it stores carbon, it is a potential concern for releasing
greenhouse gases and contributing to climate change. For example, if ongoing
warming trends cause the peatlands to dry out, substantial amounts of methane
— a potent greenhouse gas — could be released. Similar concerns exist about
the release of carbon stored in permafrost under the boreal forest.
The gentle slope of the Lowlands extends into Hudson Bay and James Bay,
which accounts for the relatively shallow coastal waters. In Hudson Bay, a
shallow shelf extends for about 100 km from the Ontario shore, reaching
average depths of 80 m. Beyond the shelf, the sea floor gradually reaches
depths of 160 to 250 m (Stewart & Lockhart, An Overview of the Hudson Bay
Peatland refers to terrain that consists mostly of peat — a soil-like substance made up of plant
material that has partially decomposed in a wet environment in the absence of oxygen.
4
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Marine Ecosystem, 2005). James Bay is shallower and flatter than Hudson Bay:
the average depth is less than 50 m and depths of more than 6 m are not
reached within 15 km of the shore (Parks Canada, 2013). The Winisk Trough is
a notable feature in Hudson Bay, extending north from the Winisk River and
reaching depths of over 350 m and widths of 1.6 km in the centre of the Bay.
Post-glacial rebound continues to raise the land in the area by approximately 1
m per century (Stewart & Lockhart, Summary of the Hudson Bay Marine
Ecosystem Overview, 2004). Past trends and climate change models suggest
that increased precipitation, glacial melting, and thermal expansion may, in
future, accelerate the rate at which sea levels are rising and therefore slow the
rate at which the Bays become shallower (Stewart & Lockhart, Summary of the
Hudson Bay Marine Ecosystem Overview, 2004). Tidal gauge records for the
past 60 years at Churchill, Manitoba indicate an average net drop in water levels
of 9.7 mm per year, with an ongoing linear trend (Bush, Loder, James, Mortsch,
& Cohen, 2014).

2.1.2 Transportation Implications Related to the Physical
Geography
The physical geography of Northern Ontario poses some challenges for
transportation, but also some opportunities, as outlined below:
Canadian Shield:


The rugged topography, long distances, dense forest cover and many
lakes and swampy areas of the Canadian Shield make construction,
maintenance and operation of roads, rail lines and airports
challenging and expensive.



The alignment of much of the provincial highway system generally
avoids the higher-elevation heart of the Canadian Shield (i.e., in
Northeastern Ontario, Highway 17 follows a lower-elevation contour
close to the Great Lakes shoreline, while Highway 11 runs along a
lower-elevation area on the north side of the Canadian Shield
including the Clay belt area).



Mineral developments in the Ring of Fire area may generate private
and public sector funding for the necessary major road or rail
extensions into that part of the Far North, which could greatly
enhance and strengthen opportunities to replace some winter roads
with all-season roads to better serve remote communities.

December 18, 2015
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Hudson Bay Lowlands:


Poorly drained wetlands, inconsistent soil structure due to patchy
permafrost, and the extensive tundra present engineering challenges
for construction, maintenance, and operation of roads, railways, and
airports.

The Great Lakes and James/Hudson Bay:


Key ports along the coasts of the Great Lakes continue to process
tonnes of cargo annually, with port traffic being dominated by grain,
coal, and fertilizer delivered by rail from Western Canada for export.



The proximity to US ports via Lake Superior and Lake Huron provides
potential opportunities for cruise tourism from port cities in the Near
North. At the same time, Canadian customs and trade regulations
make it challenging for cruise operators to serve the Great Lakes.



The shallow depth and relatively low salinity of the Hudson Bay and
James Bays mean that the waters freeze quickly in the winter, making
marine navigation challenging.



Potential development of a deep water port along Ontario’s northern
coast is challenged by the shallow water depth and (currently) by the
length of the ice-free season in Hudson Bay and James Bay.

2.2 Climate
2.2.1 Key Features
Northern Ontario’s climate is heavily influenced by cold, dry arctic air from the
north in the winter, especially in the Far North, with warm, moist sub-tropical air
from the Atlantic Ocean and Gulf of Mexico being more influential during the
summer. Pacific polar air from the western prairies also influences the climate
(Baldwin, Desloges, & Band, 2000). The result is that most of Northern Ontario
has a subarctic climate, with points near the southern limits having a slightly
milder, humid continental climate.
The Far North has average annual temperatures of -0.5°C (averaging about 18°C in the winter and 15°C in the summer). The warmer sub-tropical air flowing
north yields milder average annual temperatures of 3.5°C (averaging -12°C in
the winter and 17°C in the summer) in the Near North. The Great Lakes help
moderate temperatures in the Near North, resulting in warmer winter
temperatures and cooler summer temperatures than are experienced at similar
latitudes elsewhere in Canada. Northwestern Ontario, being farther from the
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Great Lakes than more easterly locations, tends to have a climate more similar
to that of the Prairies and US mid-west. Exhibit 2.6 shows normal climate
conditions for several Northern Ontario locations.
Exhibit 2.6: Average Annual Climate Normals between 1981 and 2010 for Select Northern
Ontario Locations

Far North

Near North

Average
Annual
Temperature
Location
(°C)
*Gore Bay
5.2
Kenora
3.1
North Bay
4.2
Sault Ste. Marie
4.7
Sioux Lookout
2.1
Sudbury
4.1
*Thunder Bay
2.5
Timmins
1.8
Average
3.5
*Big Trout Lake
-2.7
Moosonee
-0.5
Pickle Lake
0.5
Smoky Falls
0.7
Average
-0.5

Average
Daily Max.
Temperature
(°C)
9.8
7.7
9.0
10.0
7.3
9.2
8.5
7.9
8.7
2.5
5.5
5.7
6.0
4.9

Average
Daily Min.
Annual
Annual
Frost-Free
Temperature Rainfall Snowfall Period
(°C)
(mm)
(cm)
(Days)
0.6
625
267
-1.5
565
164
144
-0.6
803
300
135
-0.6
651
321
123
-3.2
574
210
128
-1.0
676
263
136
-3.6
559
188
-4.3
558
311
90
-1.8
626
253
126
-7.8
399
227
-6.4
503
227
58
-4.6
522
257
124
-4.5
563
288
104
-5.8
496
250
95

*Notes:
No data available for 1981-2010 period for these locations. Data shown are for the 1971-2000 period.
‘-’ indicates that data are not available.
Source: Environment Canada 30-year climate normals data

Historic weather patterns and trends of Northern Ontario are shifting and
evolving as the effects of climate change occur. For example, Exhibit 2.7 shows
that the 30-year normal average daily temperature for the period 1981 to 2010
was 0.5°C higher than in the period between 1961 and 1990.
The trend of warming temperatures is expected to continue in future decades:
average temperatures in the province are expected to increase by 2.3°C to
3.0°C by the year 2050 relative to the 1961 to 1990 period shown in Exhibit 2.7
(Expert Panel on Climate Change Adaptation, 2009). The effects of this increase
will potentially be most noticeable in the Far North, where increases of 3.2°C to
4.0°C are projected.
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Exhibit 2.7: 30-Year Average Annual Temperatures in Northern Ontario: 1961-1990 Period
and 1981-2010 Period

*Note: No data available for 1981-2010 period for these locations. Data shown are for the 1971-2000 period.
Source: IBI Group analysis of Environment Canada 30-year climate normals data.

In terms of precipitation, total annual precipitation is generally lower in the far
northwest of Northern Ontario than in the southeast. Prevailing westerly winds
across the Great Lakes have a noticeable impact on precipitation — the eastern
shores of Lake Superior and Lake Huron usually have total annual precipitation
of over 1,000 mm while the northern and northwestern shores usually have 600
to 900 mm. Climate change is also projected to bring about changes in
precipitation patterns. The Far North will likely be most impacted by effects of
changing precipitation patterns, with a 5 to 15% increase in precipitation forecast
for that area, mostly during the winter and spring. Little to no increase in summer
precipitation is foreseen for the southern edge of the Near North. (Government
of Ontario, 2009).
To note, Ontario released its long-range Climate Change Strategy in November
2015, which aims to reduce greenhouse gas emissions to 80% below 1990
levels by 2050, and build a prosperous low-carbon economy in the province.
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2.2.2 Transportation Implications Related to Northern Ontario’s
Climate and the Effects of Climate Change
The climate of Northern Ontario, and the changing climate over time, has
implications on the various transportation modes across the region:
Climate:


Colder average annual and winter temperatures affect the level of winter
maintenance work required in Northern Ontario relative to warmer region of
the province; from more road de-icing, to frequent snow ploughing, to the
need for specific analysis on the types of surface asphalt materials used on
Northern roads and highways experiencing numbers freeze-thaw cycles
annually.



Northern Ontario also experiences a shorter construction season relative to
other regions of the province due to its longer winters.

Climate Change:


Deteriorating permafrost, primarily in the Far North, due to higher
average temperatures leads to subsidence and embankment failure
on roads, rail lines, and airport runways in the Far North.



For remote communities in the Far North that rely on winter roads,
shorter operating seasons could reduce the availability and increase
the costs for fuel, food, heavy equipment and other supplies usually
delivered by land during winter months.



Across Northern Ontario, increased precipitation, particularly melting
winter ice and spring rainfall, increases the risk of flooding and
washout events.



More freezing rain events can cause more frequent network closures
due to ice buildup on roads, rail lines, and airport runways, in addition
to increasing the risk of more fallen trees and power lines.



Longer ice-free seasons on some current and potential marine routes
through the Great Lakes-St. Lawrence Seaway and James
Bay/Hudson Bay could open up new economic opportunities.
However, falling water levels in the Great Lakes-St. Lawrence
Seaway are expected (Warren and Lemmen, 2004) and could reduce
the allowable cargo loads and increase marine shipping costs.



Maintenance of winter roads is becoming more difficult as average
temperatures increase and there are more freeze-thaw cycles in a
winter season. Moreover, it is not clear whether new practices for
construction and maintenance need to be developed to better adapt
to and mitigate the effects of climate change. The net effect of the
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changing climate has been a shortening of the winter road season in
recent years.
IBI and MTO are currently preparing a Climate Change Context Working Paper,
which provides a more detailed assessment of the effects of climate change on
transportation in Northern Ontario, as well as potential adaptation strategies that
can be adopted.

2.3 Wildlife and Ecosystems
2.3.1 Key Features
Northern Ontario can also be described in terms of its wildlife and ecosystems5,
and how these features must be considered in transportation planning
exercises. Wildlife refers to a population and ecosystems refer to the ecological
system in which species exist.
For instance, water systems perform a variety of vital ecological functions.
Healthy water systems support ecosystem processes, biodiversity and human
health. Many wildlife populations, including species at risk, have specific habitat
requirements related to water quality and water quantity (Draft Far North
Strategy, MNRF, 2015). The Far North alone provides essential habitat for
species at risk like Forest-dwelling Woodland Caribou and wolverine, as well as
lake sturgeon and habitat for Ontario’s only populations of polar bears, beluga
whales and snow geese.
Various studies and reports on conservation planning in the North American
boreal region, including the Canadian Boreal Forest Conservation Framework
(Canadian Boreal Initiative), highlight the importance of the boreal region and
the need for large protected areas. As discussed in more detail in MNRF’s Draft
Far North Strategy, large protected areas help provide for the following:


sufficient intact habitats;



healthy ecological functions to promote continued ecosystem
integrity;



viable and abundant fish and wildlife populations, and



enhanced resilience to climate change.

MNRF’s Draft Far North Land Use Strategy describes stewardship as “the
responsibility that we all have — individuals, communities, companies, and
governments — in managing and protecting the land’s natural and cultural
5

Ecosystem: A dynamic complex of plant, animal and micro-organism communities and their
physical environment functioning as an ecological unit.
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wealth, both now and for future generations.” A Stewardship approach to
planning requires consideration of broad-scale matters as well as local matters.
The broad-scale component of planning is essential to maintaining the functions
of healthy ecological systems while also enabling development and economic
opportunities.

2.3.2 Transportation Implications Related to Northern Ontario’s
Wildlife and Ecosystems
During the Strategy development stage of this transportation planning project, it
will be important to recognize and take into account the existing ecozones6 and
ecoregions,7 watersheds,8 caribou migration ranges, and species at risk that
have specific habitat requirements, among a number of other key wildlife and
ecosystem factors.

2.4 Socio-Economic Overview
This subsection provides a broad overview of the population, communities and
industry in Northern Ontario.

2.4.1 Key Aspects
Population Features
Northern Ontario had just over 807,700 residents in 2011 according to Statistics
Canada figures (excluding undercount), with about 97,000 or 12% identifying as
Aboriginal.
There are 10 cities in Northern Ontario, all in the Near North, with populations
ranging from as large as 160,400 to approximately 8,000:
1.
2.
3.
4.
5.

Greater Sudbury – 160,400 residents;
Thunder Bay – 111,100 residents;
Sault Ste. Marie – 75,100 residents;
North Bay – 53,700 residents;
Timmins – 43,200 residents;

6

Ecozone: A very large area of land and water characterized by a distinctive bedrock domain
that differs in origin and chemistry from the bedrock domain immediately adjacent to it.
7
Ecoregion: A unique area of land and water nested within an ecozone that is defined by a
characteristic range and pattern in climatic variables, including temperature, precipitation, and
humidity. The climate within an ecoregion has a profound influence on the vegetation types,
substrate formation, and other ecosystem processes, and associated biota that live there.
8
Watershed: The area of land that drains into a river, lake or other water body.
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6.
7.
8.
9.
10.

Kenora – 15,400 residents;
Elliot Lake – 11,300 residents;
Temiskaming Shores – 10,400 residents;
Fort Frances – 8,000; and
Dryden – 7,600 residents.

These cities are home to over 60% of the population in Northern Ontario. The
remaining 298,300 people live in the region’s 26 towns, 18 municipalities, over
200 townships, First Nation reserves, settlements, and unincorporated areas. To
note, there are two municipalities located in the Far North of Ontario (Pickle
Lake and Moosonee).
A total of almost 140,000 people, or approximately 1 in 6 Northern Ontario
residents, are francophone9. Northern Ontario, primarily Northeastern Ontario, is
home to 22% of Ontario’s overall francophone population. The entirety of
Northeastern Ontario is a French-Designated Area for Ontario services, with the
exception of areas within Parry Sound outside of the municipality of Callandar.
Certain areas have particularly high proportion of francophones, including
Sudbury (29%), Timmins (41%), Hearst (over 90%), among others. A few
Northwestern Ontario municipalities are also French-designated areas10.
Exhibit 2.8 shows how the population is distributed across the region’s Census
Divisions, and notes the proportion of population who identify as Aboriginal.
The exhibit also shows the proportion of Aboriginal population living on reserves.
While most Aboriginal people in the North do not live on reserve year round, the
proportion of Aboriginal people living on reserve in the North is more than twice
the provincial average. Specifically, 41% of Aboriginal people in Northern
Ontario live on-reserve, compared to 16% across the province as a whole who
live on-reserve.
Despite Ontario’s net population growth of over 12% between 2001 and 2011,
some regions of Ontario experienced declines, including Northern Ontario. Over
2001-2011, the population in Northern Ontario reduced by 0.4%, and from 1996
to 2011, the net decline was 5.2%.The average age of Northern residents is
increasing at a faster rate than that of the province as a whole (i.e., average age
was 43.9 in 2011 for Northern Ontario vs 40.0 for Ontario as a whole). This trend
is linked to the shrinking labour force in the region. Key Northern Ontario
industries, such as mining and forestry, have reported labour shortages and
alternative methods have been used to fill labour gaps.

9

Francophone: French is mother tongue and/or have a particular knowledge of French and/or
use French at home.
10
namely Geraldton, Longlac, Marathon, Manitouwadge, Beardmore, Nakina and Terrace Bay
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Exhibit 2.8: Population by Northern Ontario Census Division, Including Proportion Identifying
as Aboriginals

Source: Hemson Consulting Ltd. and IBI Group analysis of 2011 Census and National Household Survey data

Regarding the need for people to travel within the region, between communities
and to Southern Ontario or Manitoba to access important services, many
Northerners assert that there are few transportation options available to them.

Industry and Economic Features
Exhibit 2.9 summarizes the number of workers by job location, industry type,
and Northern Ontario District in bar chart form. Exhibit 2.10 compares the
distribution of jobs by industry type for Northern Ontario with that of the Ontario
total.
The charts show a variety of industry in the North, with a distribution in many
ways similar to the Ontario-wide total. Most notably, the North has higher
proportions of mining, health care, and public administration jobs than the
Ontario-wide total, and a lower proportion of manufacturing, finance and
professional/scientific/management jobs, which are more prominent in Southern
Ontario.
The first three bars on the left side of these charts show primary industries
(agriculture, forestry, mining, etc.) and manufacturing, which generate wealth in
communities rather than providing services to residents. Jobs directly related to
mining make up 5% of jobs in Northern Ontario, and manufacturing, almost 6%.
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Exhibit 2.9: Place-of-Work by Industry and Census Division, 2011

Source: IBI Analysis of 2011 National Household Survey: Data tables, industry groupings based on North American Industry
Classification System (NAICS) 2007 (102)
Data downloaded from website : https://www12.statcan.gc.ca/nhs-enm/2011/dp-pd/dt-td/Rp-eng.cfm?
LANG=E&APATH=3&DETAIL=0&DIM=0&FL=A&FREE=0&GC=0&GID=0&GK=0&GRP=0&PID=105618&PRID=0&PTYPE=105
277&S=0&SHOWALL=1&SUB=0&Temporal=2013&THEME=96&VID=0&VNAMEE=&VNAMEF=#fnb3
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Exhibit 2.10: Proportion of Jobs by Industry, Northern Ontario and Ontario Totals, 2011

Source: IBI Analysis of 2011 National Household Survey: Data tables, industry groupings based on North American Industry
Classification System (NAICS) 2007 (102)
Data downloaded from website : https://www12.statcan.gc.ca/nhs-enm/2011/dp-pd/dt-td/Rp-eng.cfm?
LANG=E&APATH=3&DETAIL=0&DIM=0&FL=A&FREE=0&GC=0&GID=0&GK=0&GRP=0&PID=105618&PRID=0&PTYPE=105
277&S=0&SHOWALL=1&SUB=0&Temporal=2013&THEME=96&VID=0&VNAMEE=&VNAMEF=#fnb3
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Tourism also generates wealth, and is represented largely by the information,
arts, entertainment and recreation bar and the accommodation and food
services bar, together totalling 10% of jobs in Northern Ontario. Health care and
social assistance-related jobs represent 15% of the Northern Ontario
employment total, which is a larger share than the Ontario-wide proportion of
almost 11%.
Mining and Forestry

Mining and forestry in the North are export-driven industries, and activity
levels fluctuate with global demands. Much manufacturing in the North
directly supports these industries, and manufacturing output is directly tied
to the fortunes of the natural resource industries. Approximately 80% of
manufacturing activity directly relates to the
mining and forestry industries (CPCS, 2013).
Historically, First Nation
Regarding the forestry sector, Ontario’s
communities in the Far North have
forestry industry was valued at $11.5 billion in
been less involved in mining and
2012 (Ministry of Natural Resources and
other natural resource
Forestry Ontario, 2015), with the vast
development, outside of some
majority of the output coming from the
more recent examples including
North’s boreal forests.
Attawapiskat First Nation on the
Mining activity is currently focused on the
James Bay coast with the
Sudbury and Cochrane areas, though mining
DeBeers Victor Mine, as well as
activity has arisen in Red Lake and
the First Nation communities in
Musselwhite in recent years. In 2011, $10.7
the areas surrounding the
billion in minerals was mined in Ontario
Goldcorp Inc. Mussel White Mine
(Dungan & Murphy, 2012), almost all of
and Detour Gold Corp.’s Detour
which came from Northern Ontario mines.
Lake Gold Mine.
Other studies, such as The Future of Mining
For traditional semi-nomadic
in Canada’s North (The Conference Board of
peoples, community settlement
Canada, 2013), reports that the long term
was largely the result of
global demand for mined resources is
increasing European influence,
increasing. This and other reports, including
and many communities and
Beneath the Surface: Uncovering the
peoples continue to rely on
Economic Potential of Ontario’s Ring of Fire
subsistence lifestyles where
(Hjartarson, McGuinty, Boutilier, &
hunting, trapping and fishing form
Majernikova, 2014), emphasize that there is
a critical aspect of their livelihood.
a deficit of physical infrastructure to support
With land-based access to most of
mining development in Northern Ontario. The
the Far North limited to winter
majority of the Ring of Fire, for example, is
roads between January and April,
330 km away from the nearest highway.
winter roads are important to the
There are opportunities to invest in current
cultural and family life for First
infrastructure, however, which support provincial
Nation communities living in
policy directions. Mined aggregates, logging, and
dispersed locations.
agriculture rely almost exclusively on large trucks
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to move goods, making the provincial highway system an essential connection.
Rail is also used to move higher-valued outputs from sawmills, pulp and paper
facilities, large manufacturers, and base metal mines but the majority of rail
movements in the region are through-trips between Southern Ontario and
western Canada.
The air and marine modes are less heavily used for transporting locally
produced freight: remote mining and forestry camps often rely on flights to
nearby airports to move personnel and small equipment from the urban centres,
while grain, coal, potash and other products from western Canada are typically
shipped through the region via CN and CP rail to the Port of Thunder Bay, and
onward via the Great Lakes-St. Lawrence Seaway.
Agriculture

Agriculture is somewhat independent of the resource industries but growth has
been limited in recent years. The small size of farms, long transportation
distances, and competition from more southerly operations has tempered growth
in agriculture. There are over 2,500 farms in Northern Ontario that generated
over $190 million in revenues in 2010 (Ministry of Agriculture, Food and Rural
Affairs Ontario, 2013).
Tourism

The tourism industry is also significant to Northern Ontario. The approximately
8.1 million visitors to Northern Ontario in 2012 spent $1.5 billion in the region,
supporting an industry that employed about 15,000 people (Ministry of Tourism,
Culture and Sport Ontario, 2014). Two-thirds of visitors live in Northern Ontario,
12% come from Southern Ontario, and a similar number travel north from the
US. Most tourists arrive by private car, although regional airlines, charters,
intercity buses, and passenger rail are all used. In recent years however, the
higher Canadian dollar, and higher fuel prices have caused declines in tourism.
Provincial parks are a unique draw for visitors to the area; these are shown in
Exhibit 2.11.
Approximately 44% of the tourists were people who live in other parts of Ontario,
equivalent to 2.8 million people. Their trip purpose was usually visiting friends
and family in the region, followed by pleasure trips (36%), which includes
hunting, fishing, and other activities. Overall, visiting friends and family and
pleasure trips each represented about 40% of all visits to Northern Ontario in
2012.
Cruising on the Great Lakes is a small but evolving tourism product in Northern
Ontario. The MS Chi-Cheemaun ferry connects Tobermory on the Bruce
Peninsula to South Baymouth on Manitoulin Island. To combat declines in
ridership over the years, the Owen Sound Transportation Company embarked
on a significant tourism campaign in 2015 marketing the Chi-Cheemaun and
Manitoulin Island experience. The result was a significant increase in passenger
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Exhibit 2.11: Map of Provincial Parks and National Parks in Northern Ontario

Note: Polar Bear Provincial Park, Ontario’s largest and most northerly park has no visitor facilities and is generally accessible only by air.
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traffic (up 10.8%) in 2015, and in terms of riders, over 180,000 passengers
sailed in 2015 compared with 168,500 in 2014. To note, tourists can also drive
to Manitoulin Island, and ongoing improvements to Highway 69, such as fourlaning, have made driving a comparatively attractive alternative to the ferry
(CPCS, 2013).
Tourism is a core industry for many communities in Northern Ontario. The
Official Plan of the Sault Ste. Marie North District goes as far as saying that
many communities in the district have a “dependence on tourism” (1.3) and
supporting the industry and its associated transportation infrastructure is
therefore vital. In that district, continued operation of the passenger rail line is a
key priority.
Across the North, municipalities and districts also recognize the role of
snowmobiling in encouraging year-round tourist activity. Kapuskasing District,
for example, includes snowmobile trails among its list of external links
(Kapuskasing and District Planning Area, 1998) and calls for the provision of
additional infrastructure to support snowmobiling as a winter tourism activity.
The East Nipissing Planning Area similarly identifies snowmobile trails as key
access routes (The East Nipissing Planning Area, 2010).

2.4.2 Transportation Implications Related to Socio-Economic
Features in Northern Ontario
The development of settlements across the region has been shaped over the
centuries by a number of factors including, the location of natural resources, the
signing of treaties and creation of reserves, and the development of the
transportation system. The larger urban centres in Northern Ontario — Thunder
Bay, Sault Ste. Marie, Sudbury, North Bay, and Timmins — have developed as
locations for transportation and expertise to support natural resource industries.
Skilled labour, supplies, and equipment are routinely transported from the urban
centres out to the smaller communities and remote mining and forestry camps.
Key transportation links that connect these urban centres include the following:


Road: Highways 11 and 17, the primary road corridors across the
entire region;



Rail: The CN and CP transcontinental rail lines, Ontario Northland
Railway, as well as the short line railways in Northeastern Ontario;
and



Marine: The Port of Thunder Bay and the Port of Algoma in Sault Ste.
Marie.

Along with the municipal and remote airports across the region, these
transportation links are essential to the economies of the communities they
serve.
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Near North:


Highways 11, 17, and other provincial highways, serve as the main
links between urban centres and smaller communities in the Near
North, and they must provide sufficient capacity to safely
accommodate passenger and commercial traffic.



Many towns have developed along major highways. As natural
resource industries have grown, the truck traffic has become
incompatible with urban street traffic.



Intercity bus and passenger rail links help move people between
population centres for work, leisure, essential services (i.e., medical),
and education. However, it can be challenging for bus and rail
companies to recoup costs for these services given the features and
characteristics of transportation in Northern Ontario, including the
sizable distances between population centres and the small client
markets.



Some airports in the large urban centres are seeing increasing need
to support larger warehousing facilities, as air travel to mining and
forestry camps increases.



Selective upgrading may be required on highway routes used by
oversize/ overweight vehicles, including bridge improvements, power
line relocation, and applying enhanced road construction standards.



Marine shipping on the Great Lakes has largely centred on bulk cargo
such as grain, coal, iron ore and fertilizer, however the feasibility of
using marine shipping to transport forestry products to US markets
may also be explored in future.



Driving is the main way to access most tourist activities due to limited
passenger rail service and the cost of intra-regional flights. High
quality rest stops, information centres, and consistent way-finding are
essential planning considerations.

Far North:


The greater cost of air travel to, from and between remote
communities relative to the cost of travelling similar distances in other
parts of Ontario and Canada has been noted as a challenge to
accessing air transportation. The Province currently full funds the
operation of remote airports and does not charge carrier landing fees.



Equipping some remote airports used by industry to handle the large,
modern aircraft that are increasingly being used by industry to move
people and equipment.
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3

Overview of Northern Ontario’s
Transportation Infrastructure and
Modes

Road, rail, air and marine transportation modes are all represented in Northern
Ontario, as was shown in Exhibit 1.1. A brief overview of each mode is provided
below, and the existing conditions of the modes and key related topics will be
described in depth in Phase 2 of NOMTS.

3.1 Roads
3.1.1 Provincial Highways
The road network in the North includes some 11,000 km of provincial highways.
Highway 11 and Highway 17 are the primary corridors, running east-west and
connecting the region’s cities, smaller population centres, and industrial sites to
the rest of the province. They are two-lane highways for most of their length,
widening to four lanes near large urban centres. In the south east, Highway
400/69 and Highway 11 form two north-south corridors that link Greater Sudbury
and North Bay respectively to Central and Southern Ontario. Highway 17
continues east from North Bay through the Ottawa Valley and provides direct
access to Eastern Ontario.
Highways 400/69 and Highway 11 link Northern and Southern Ontario via Parry
Sound and Huntsville, respectively. Highway 17 continues east from Northern
Ontario to connect to Eastern Ontario, Ottawa and beyond. A typical fall
weekday sees about 16,000 cars as well as intercity buses travelling between
the regions along these highways.
In the 2015 – 2016 fiscal year MNDM budgeted $560 million for capital
construction and maintenance of this vast network. The cost per vehiclekilometre carried on Northern highways is an important consideration when
budgeting for capital construction and maintenance, as well as noting the costs
to operate and maintain the existing highway system are large and ongoing.
Considerations in expansion of the road network include an increased risk of
forest fires and ecosystem disruptions linked to expanding road access into
sensitive wilderness areas to support mineral development. In addition, safe
routes that minimize risks when transporting hazardous materials must also be
considered for any road expansion.
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Given the long travel distances that are common for both passenger and
commercial travel in Northern Ontario, coupled with the long distances between
urban centres, the provision of accessible rest stops is of special interest in the
region.

Commercial Travel
In 2011, an average of 54,000 trucks used the Northern Ontario provincial
highway system every week (IBI Group, 2013). About 48%, or 26,000, of these
truck trips were internal to Northern Ontario while 7,500 trips were through
traffic. However, as through trips involve extremely long travel distance, they
represent about half of Ontario vehicle-kilometres in the North. This is a key
indication of the prevalence of through trips and their impact on the Northern
Ontario road network.
Highways 11 and 17 carry weekly truck volumes of about 3,000 to 5,000 trucks,
while the highest truck volumes (and overall highest traffic volumes) are found
on the north-south corridors linking Northern and Southern Ontario. Highways
400/69 and 11 each serve over 10,000 trucks every week moving freight to and
from Southern Ontario.
Commercial vehicle considerations for transportation planning in Northern
Ontario include the following:


Some key routes may require spot improvements to better
accommodate oversize/overweight vehicles, including bridge
improvements, power line relocation, and applying higher road
construction standards for heavy vehicles;



Safety and maintenance cost concerns exist related to high truck
traffic volumes near and through city centres; and



Selective widening of two-lane highways and/or the provision of more
passing lanes may be required in some areas.

Passenger Travel
Northern Ontario’s urban centres are a common focus for passenger vehicle
travel in Northern Ontario. Residents from rural areas travel to the larger urban
centres for shopping, services, medical needs, and social and entertainment
purposes, while urban residents travel out of town primarily for social and
recreation purposes.
Corridors to/from Southern and Eastern Ontario and to/from Manitoba also carry
significant tourism traffic, especially during summer and fall seasons.
Intercity bus services connect several communities in the North, and link
Northern Ontario to cities in Central and Southern Ontario, as well as to
Manitoba and Quebec. Service providers include the following:
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Ontario Northland offers scheduled bus service between Toronto and
Sudbury, Toronto and North Bay, Sudbury and Timmins, North Bay
and Timmins, Timmins and Hearst, and Cochrane and Matheson (on
Highway 11 north of North Bay) and serves communities in between.



Greyhound Canada offers service between Toronto and Winnipeg,
with the route following Highway 17 from Sudbury through Sault Ste.
Marie; and between Thunder Bay and Kenora. This provides the only
intercity bus connection between Northeastern and Northwestern
Ontario. Greyhound also provides service between Sudbury and
Ottawa via Highway 17, providing the only direct intercity bus
connection between Sudbury and North Bay.



Autobus Maheux serves a network in Western Quebec and provides
a bus service between North Bay and Rouyn-Noranda in Quebec.



Caribou Coach provides service along Highway 11 between Thunder
Bay and Fort Frances to the west, and between Thunder Bay and
Longlac to the east.



Kaspar provides a weekday mini-bus service between Thunder Bay
and Sioux Lookout along Highway 17.



A. J. Bus Lines is contracted by Elliot Lake to provide daily service
between Elliot Lake and the closest Greyhound stop on Highway 17.



Porky’s Shuttle Service runs from Thunder Bay to Longlac Monday to
Friday and returns the same day. This service stops in Geraldton,
Beardmore and Nipigon.

Prices can be lower than air travel, making the bus an important mode for
intercity travel. However, the rising costs of operating transportation services
between communities are becoming more challenging to meet in the face of
declining populations and demand levels. Greyhound and Ontario Northland
have both recently reduced service in Northern Ontario, and Caribou no longer
provides service east of Thunder Bay.

Linkages to Southern Ontario
Exhibit 3.1 shows transportation connections between Northern and Southern
Ontario, of which provincial roads play a key role. Highways 400/69 and
Highway 11 link Northern and Southern Ontario via Parry Sound and Huntsville,
respectively, while Highway 17 serves as the main connection to Eastern
Ontario and beyond. A typical fall weekday sees about 16,000 cars as well as
intercity buses travelling between the regions along these highways, while about
10,000 commercial trucks per day can be seen on both Highway 400/69 and
Highway 11 for trips to and from the Greater Toronto and Hamilton Area (IBI
Group, 2013).
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Exhibit 3.1: Map of Transportation Connections between Northern and Southern Ontario

3.1.2 Interprovincial and International Connections
Exhibit 3.2 shows the Ontario roadway network in the context of other Canadian
roads, showing the potential role of Northern Ontario roads in serving an eastwest connection. The northern extent of Ontario roads relative to how far north
some other provincial highways/roads go can also be seen, though it should be
noted that the climates and physical context vary by latitude by
province/territory; for example, the permafrost boundary is much further south in
Ontario than in the territories.
Exhibit 3.3 shows these four road-based border crossings to the US along with
international rail crossings and interprovincial crossings.
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Exhibit 3.2: Map of Ontario Road Network in National Context
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Exhibit 3.3: Map of Transportation Infrastructure Serving Interprovincial and International Traffic in Northern Ontario
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Northern Ontario is directly connected to the US via road-based border
crossings at Rainy River, Fort Frances, Pigeon River and Sault Ste. Marie. The
International Bridge at Sault Ste. Marie is the most heavily used crossing,
handling about 54% of the 75,000 vehicles that crossed the four bridges every
week in 2011, representing $2.2 billion in trade annually (IBI Group, 2013).
Taken together, the four crossings serve about $3.7 billion in trade annually.
Passenger vehicles dominate the cross-border traffic, accounting for 95% of
vehicles. Eight in 10 cross-border passenger vehicles are Canadian. In contrast,
only half of cross-border commercial vehicles are Canadian. The International
Bridge in Sault Ste. Marie is the busiest, carrying 1.9 million passenger vehicles
and nearly 100,000 trucks in 2012, which is about 45% of all truck traffic using
the four crossings. Overall there is an imbalance of trade, with approximately
$2.2 billion in goods shipped annually to Canada, but $1.6 billion in goods
shipped to the United States across the Northern borders by road. On average
almost half of US-bound trucks are empty compared to just over a quarter of
Canadian-bound trucks, reflecting the many specialized vehicles that haul loads
in one direction but are not suitable to transport goods in the opposite direction.
Ownership of the four international bridges varies:


The Sault Ste. Marie International Bridge is jointly owned by the US
State of Michigan and the Canadian Federal Bridge Corporation Ltd.,
with no provincial ownership.



The Fort Frances International Bridge is also jointly owned: the owner
of the Canadian half of the bridge remains the Résolu Produits
forestiers, and the owner of the American portion of the bridge is
Boise Paper Holdings Company. The bridge is managed and
operated by the Minnesota Dakota and Western Railway Company, a
subsidiary of Boise Paper Holdings.



The Rainy River/Baudette Bridge is jointly owned by the US State of
Minnesota and MTO and is therefore partly funded by the Province.



Pigeon River International Bridge is the only border crossing that is
fully owned and funded by the Province.

Highway 17 west of Thunder Bay is a gateway to Western Canada, and there
are 78% more westbound trucks compared to eastbound. This imbalance is
indicative of the triangular trade pattern where trucks deliver goods from
Southern Ontario then continue to the US Midwest to collect goods bound for
Southern Ontario from the US. Highway 17 also serves through traffic between
Quebec and major US trading points via Sault Ste. Marie.
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The higher traffic volume through Sault Ste. Marie reflects some unique
characteristics of that crossing:


Canadians travelling to the US for shopping are the largest category
of cross-border travellers. With a population of 75,000, Sault Ste.
Marie is by far the largest of the Northern Ontario border
communities. With such close proximity to shopping opportunities in
Sault Ste. Marie, Michigan (population 14,000), cross-border
shopping is a common activity.



It is the only border crossing in Northeastern Ontario and therefore
serves a larger population (Sault Ste. Marie, Greater Sudbury, North
Bay and Timmins are all in the northeast).



The crossing provides a shorter route for commercial vehicles
travelling between Northeastern Ontario, Eastern Ontario and Quebec
on the Canadian side, and key trading points in Minnesota, Wisconsin
and Michigan on the US side. Rather than travelling north around the
lake, vehicles can enter the US and take a southern route.

Among US-bound trucks crossing at the Northern international borders, about
44% are returning empty, and almost half of the loaded trucks are carrying
relatively raw wood products to US markets. At Sault Ste. Marie Bridge, trucks
carrying metal products from the steel industry in Sault Ste. Marie, Ontario
accounts for about a quarter of loaded trucks.
Among Canada-bound trucks, 27% are returning empty, Loaded trucks
commonly carry wood products, though these tend to be more finished
compared to the Canada-US direction, such as paper products. At Pigeon River
and Sault Ste. Marie, cement and glass for construction are common
commodities, and Sault Ste. Marie also receives scrap metal being shipped from
the US for recycling in Ontario.
A significant 20% of truck trips crossing at Sault Ste. Marie travel to/from
Quebec, as Highway 17 provides the shortest travel distance between the
Montreal area and several US trade locations (IBI Group, 2013).
Key issues and needs that transportation policies in this area could address
include the following:


Slow travel times on two-lane highways that carry significant truck
traffic; ongoing need for more passing lanes and/or four-laning where
appropriate;



Infrastructural investments at some international crossings to improve
travel flows and address potential border security concerns; and
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Lack of commercially viable marine, truck and rail intermodal facilities
resulting from – and contributing to – low volumes of container traffic
currently moving to/from Northern Ontario.

3.1.3 Local Roads
Local roads within municipal boundaries are built and maintained by municipal
governments with assistance from the Province. In unincorporated areas, 191
Local Roads Boards (LRBs) are responsible for 4,300 km of local roads (Ministry
of Northern Development and Mines Ontario, 2011). MTO administers the Local
Roads Boards program with funding from MNDM and the Federal Gas Tax
Fund. Where there is no LRB, the Province assumes direct responsibility for
local roads serving these smaller communities.
Movement of heavy equipment by mining and forestry companies along local
roads can drive up road maintenance costs, but Local Roads Boards cannot
levy charges on companies that are not based in their jurisdictions.
Access roads linking First Nations communities to the provincial highway
network are inconsistently maintained. For example, where an access road runs
through a municipality, the municipality may not have sufficient funds to be able
to include maintenance of the access road in its scope of feasible services.

3.1.4 Winter Roads
The provincial highway system in Northern Ontario is almost entirely in the Near
North; relatively few communities in the Far North have any all-season road
connections, largely due to the challenging terrain and climate described in
Chapter 2. The only paved highway that crosses into the Far North is Highway
599, which links Savant Lake on the CN transcontinental line northward to Pickle
Lake. Continuing north of Pickle Lake is the Northern Ontario Resources Trail
(NORT) or Pickle Lake Road, which is a gravel road extending about another
200 km northward from Pickle Lake to Windigo Lake. Similarly, a gravel road
(going by both/either names of NORT and Nungessor Road) extends north from
Red Lake about 100 km to Pikangikum.
With virtually no all-season roads, most remote communities are dependent on
the 3,100 km of winter roads; that is, unpaved, un-graveled roads usable only
during deep-freeze conditions that allow vehicles to travel over frozen earth,
wetlands, lakes and rivers. From approximately mid-January to spring thaw
(March-April), winter roads provide essential ground transportation links
between remote northern communities and the highways and rail lines further
south (or west via Manitoba), enabling heavy equipment and supplies to be
moved into remote communities that have no other means of overland vehicle
access.
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The town of Moosonee and 29 First Nations communities11 throughout the Far
North build and maintain winter roads with technical and financial assistance
from the Ontario Ministry of Northern Development and Mines (MNDM) and
Aboriginal Affairs and Northern Development Canada (AANDC).
As a warming climate creates shorter operating seasons for winter roads and
reduces the availability of fuel, food, heavy equipment and other supplies now
delivered overland during winter months, there is a growing need to replace
select winter roads with all-season roads where appropriate. However, the
locations, designs and timing of implementation of new all-season roads will
require balanced consideration of the benefits of providing year-round over-land
access to remote communities and resource sites relative to implementation
costs and potential negative environmental impacts.
First Nations communities may vary in their desire for all-season road access.
Cat Lake First Nation, currently accessible by winter road from Pickle Lake, has
expressed interest in having all season road access, for example. The
community supports the minimum number of routes needed for economic
development while maintaining the current land use in the area (Cat Lake First
Nation; Slate Falls First Nation; Ministry of Natural Resources Ontario, 2011).
Other communities may wish to maintain the current level of transportation
access provided by seasonal winter roads and a remote airport.
In the near term, improvements to winter road construction and maintenance
practices, as well as potential alignment adjustments, could help to extend the
operating seasons in some areas, postponing the high costs and environment
disruption involved in constructing all-season roads.
When the winter road season results in a shortened travel season, the remote
airports are the only other transportation infrastructure linking remote
communities to the remainder of the province.

3.1.5 Forest Access Roads
Forest access road infrastructure is identified under the Forest Management
Planning process. There are over 29,000 km of primary roads and over 17,000
km of branch roads identified in Northern Ontario. Forest access roads
infrastructure serve as an important component of Northern Ontario’s
Transportation System.
These roads not only support the forest industry, but are also utilized by the
mining and exploration industry, the tourism industry, anglers, hunters, First
Nations, utilities, railways and for emergency management.

11

While there are additional communities beyond these 30 in the Far North, they do not
participate in building or maintaining winter roads. http://www.mndm.gov.on.ca/en/northerndevelopment/transportation-support/northern-ontario-winter-roads
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3.2 Rail
CN and CP operate the two trans-continental rail lines spanning the region from
Sudbury to the east to Winnipeg to the west, and beyond. The CN line follows a
more northerly routing through Nakina and Sioux Lookout, while the CP line
follows a more southerly routing through Thunder Bay. An additional CN line
connects Thunder Bay and Winnipeg via Minnesota.
The CN and CP rail lines service mostly through traffic between Southern
Ontario/Quebec and western Canada. VIA Rail’s Toronto-Vancouver route
operates on the CN tracks and also mostly caters to through traffic.
Northeastern Ontario also has several shorter lines:


Huron Central Railway between Greater Sudbury and Sault Ste.
Marie;



Ontario Northland Railway along the Highway 11 corridor between
North Bay and Hearst, with additional connections to Moosonee in the
north from Cochrane—the only line that crosses into the Far North—
and with Rouyn Noranda just across the Quebec border to the east
from Kirkland Lake;



Algoma Central Railway between Sault Ste. Marie and Hearst; and



Ottawa Valley Railway between Sudbury and Mattawa.

The Ontario Northland Transportation Commission (ONTC) Polar Bear Express
service between Cochrane and Moosonee is the only year-round ground
transportation link connecting Moosonee to the other James Bay coast
communities. The Province has committed to continuing Ontario Northland
Transportation Commission’s intercity bus and Polar Bear Express passenger
rail services in Northeastern Ontario (Ministry of Northern Development and
Mines Ontario, 2014). Over $20 million in investments have been announced to
renew the motor coach fleet and refurbish Polar Bear Express passenger
coaches.
Taken together, there are well over 8,000 km of rail lines in Northern Ontario.
Only CN crosses the Northern Ontario-US border, with one bridge at Sault Ste.
Marie and the other at Fort Frances.
Rail traffic in Northern Ontario is dominated by freight. CN and CP generally
serve through traffic between Western Canada and Southern Ontario/Quebec.
The most significant inter-provincial rail link in the North brings grain from
Western Canada to the port at Thunder Bay for export. The high volumes of bulk
grain and fertilizer that come from Western Canada make the Thunder Bay Port
the busiest in the region. With the exception of Thunder Bay, rail facilities in
Northern Ontario cannot handle intermodal containers, though much of what
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travels along the Northern rail lines is intermodal containers. Relatively little
traffic is generated within Northern Ontario.
The short-line operators in Northeastern Ontario provide key freight connections
in that region and support the steel, pulp and paper, and mining industries.
Further analysis is required to understand the role that intermodal facilities serve
in connecting Northern industries to the two transcontinental rail lines passing
through the region.
There are few passenger rail options in the North:


VIA Rail’s Toronto-Vancouver train, which offers twice-weekly service
in the winter and three times per week in the summer, operates on
the CN line and makes several stops in Northern Ontario. The route
travels through Northern Ontario during night-time hours.



VIA Rail also offers service on CP track between Greater Sudbury
and White River three times per week, with several stops on request
along the route.



Ontario Northland’s Polar Bear Express line offers the only passenger
rail service into the Far North, connecting Cochrane to Moosonee with
daily two-way service on weekdays.



The Agawa Canyon tour train is a one-day wilderness tour that runs
return from Sault Ste. Marie to the Agawa Canyon. The Agawa
Canyon tour train does not serve passengers bound for destinations
other than the Canyon. Historically, the line did serve passengers
bound for remote camping, fishing and hunting sites between Sault
Ste. Marie and Hearst.

Wide spacing of population centres and relatively low travel demand make
intercity passenger rail economically challenging to provide, even though these
links could help to move people between population centres, for work, medical
and other services, and leisure.
Further analysis is needed to understand the multimodal business models of CN
and CP and the needs of businesses in Northern Ontario.
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3.3 Air
There are 67 public airports in Northern Ontario, including 1 international, 37
municipal and 29 remote airports. Communities with airports generally
encourage development of air travel in the North and recognize the importance
of airports for both passenger and cargo movement. The larger urban centres
acknowledge their role as providing hub airports to connect the region’s people
and industries to larger centres in the South.
The Province has direct responsibility for the 29 remote airports that offer the
only year-round connection to most remote northern communities in the Far
North. These airports are important to the provision of forest firefighting, justice,
and aerial policing services along with medical, social, education and other
government based services. Especially for communities in the Far North,
airports are important to enabling emergency evacuations and response to
floods and forest fires.

3.3.1 International Airport
Thunder Bay is the only international airport in Northern Ontario and is the only
one that serves scheduled international flights. It is by far the busiest of the
Northern Ontario airports, serving about 740,000 passengers and 1,500 tonnes
of cargo in 2013 (Statistics Canada, 2014).

3.3.2 Municipal Airports
There are 37 public airports in the region that are owned and operated by
municipalities or by airport authorities. These airports mainly serve to connect
municipalities to the larger urban centres but some also act as regional hubs,
offering connecting services between nearby smaller communities and larger
urban centres. These range in size from very large regional airports to much
smaller airports that have difficulty being financially viable due to a small
population base in spite of the essential service they provide to the community.
The network of northern municipal airports play an important role in delivering
vital government services, such as, forest firefighting, air ambulance, and
emergency management.

3.3.3 Remote Airports
The Province has direct responsibility for the 29 remote airports that offer the
only year-round connection to the many remote communities in Northern
Ontario. They typically have gravel runways that can, in some cases,
accommodate large aircraft. Between April and December, the closure of the
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winter roads makes these airports essential links for these First Nations and
Métis communities. These airports are mostly located on reserve land.
In addition to the residents of the remote communities, the mining industry also
relies on remote airports to ferry labour and freight from regional hubs such as
Thunder Bay and Sudbury to remote sites, particularly in early stage mine
development.
Remote airfields receive 100% of their operating funds and most of their capital
expenditure funds from the MTO.
The airports most commonly service cargo and passenger traffic. Existing
scheduled service is provided by smaller turboprops including 19 passenger
Beechcraft1900D, and 9 passenger Cessna 208 and Pilatus PC-12
aircraft. Though many remote airstrips can also accommodate larger aircraft,
such as the Hercules C-130, the movement of very large pieces of equipment
may in some cases still be restricted to winter when ice roads are open.
It is also common for the mining industry to use these remote airports to move
labour and freight from regional hubs to mine sites in early stage development.
As mines become productive, however, all-season road or rail access becomes
essential to move mined products to markets and refineries
Considerations for strategic planning regarding Northern Ontario’s remote
airports include the following:


Selective upgrades of remote airports used by industry would allow
them to handle larger aircraft that are increasingly being used to
move people and equipment. These upgrades require coordinated
investments from private and public sector interests to support mining
development. First Nations communities have also expressed the
need for updated navigation landing systems to assist in poor weather
conditions.



There is the potential for increasing maintenance costs for airport
facilities due to deteriorating permafrost, and resulting subsidence
and embankment failure on airport runways and taxiways in the Far
North.



Shipment of illegal substances, such as drugs, into remote
communities via remote airports is a significant security concern for
these communities.
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3.4 Marine
The St. Lawrence-Great Lakes Seaway in the south and Hudson Bay and
James Bay in the north provide marine access to Northern Ontario. However,
the main ports are all on the northern shore of Lake Superior and Lake Huron,
and include Thunder Bay, Sault Ste. Marie, Meldrum Bay, and Whitefish on
Manitoulin Island.
The shipping season in the northern waterways may be restricted to the warmer
months in some areas, whereas other areas experience shipping for upwards of
nine months per year.

3.4.1 The Near North
Over 95% of the freight shipped on the Seaway is bulk cargo. Exports from
Thunder Bay accounted for about 40% of the approximately 17 million tonnes of
cargo handled by Northern Ontario ports in 2010 (CPCS, 2013). Thunder Bay’s
port traffic is dominated by grain, coal, and fertilizer delivered by rail from
Western Canada for export and bound for ports in the US, Southern Ontario,
and overseas markets.
Sault Ste. Marie’s port is the second busiest, handling 30% of the tonnage
shipped through Northern Ontario ports. It is privately owned and handles coal,
iron ore, steel, and other products associated with Essar Steel Algoma’s
productions in the city. The port also serves other manufacturers in the area,
and exports aggregates from the region. The other ports in Northern Ontario
ship mostly aggregates.
The Owen Sound Transportation Company operates the MS Chi-Cheemaun
across Georgian Bay between Tobermory at the tip of the Bruce Peninsula in
Southern Ontario, and South Baymouth on Manitoulin Island.
Some cruise operators offer itineraries that connect ports in the Greater Golden
Horseshoe and the US to Sault Ste. Marie, Thunder Bay and Manitoulin Island.
This is still a small sector with potential for growth.

3.4.2 The Far North
The shallow waters near the shores of Hudson Bay and James Bay hinder deep
water shipping along the northern shore. Marine activity in the Far North is
limited to Arctic resupply barges operating from Churchill, Manitoba for a 14week period annually, July 15-October 31, and from Moosonee from summer
through early fall, with service to communities such as Fort Albany,
Attawapiskat, and Fort Severn.
The Owen Sound Transportation Company operates the Niska 1 Ferry in
summer and fall between Moose Cree and Moose Factory.
December 18, 2015

41

IBI GROUP WORKING PAPER #1: GEOGRAPHIC AND POLICY CONTEXT
Prepared for Ministry of Transportation, Ontario

4

Governance

This Chapter provides an overview of the responsibilities of those involved in the
governance of Northern Ontario: provincial government, Aboriginal organizations
and communities, local governments and the federal government. The various
governance roles are summarized as follows:


The Province has significant responsibility over matters relating to
transportation and land use planning. This includes, for example, the
maintenance of provincial highways, issuing policy governing land
use planning, and developing overarching plans such as The Growth
Plan for Northern Ontario, with which all municipal plans must be
consistent. Provincial plans and policies will be discussed in
Section 5.



In Northern Ontario, the Province is directly responsible for the
provision of local roads and other transportation services, such as the
29 remote airports, in unincorporated areas outside of municipal
jurisdiction.



Under the Far North Act, 2010, the Province of Ontario works with
First Nations who indicate their interest in initiating planning, to
prepare and jointly approve community based land use plans
(CBLUPs).



Aboriginal communities and organizations have a central role in
planning in Ontario. There are numerous reserves in Northern
Ontario, in addition to treaty rights that are protected under the
Canadian Constitution. There are several organizations that represent
First Nations peoples in Ontario.



The Métis Nation of Ontario aims to represents the collective
aspirations, rights and interests of Métis people and communities
throughout Ontario, and also plays an important role in planning.



Municipalities in Ontario are directly responsible for the
implementation of land use plans and local transportation plans, with
the exception of Provincially-owned highways. Municipalities create
their own Official Plans and zoning by-laws, and approve new
developments.



The role of the federal government is primarily one of regulation. The
federal government does not have direct control over land use
planning with the exception of planning on federal land. Federal
regulations include statutes relating to air transportation, railway
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safety, marine port regulations, the transportation of dangerous
goods, and border crossing facilities.


The Federal legislation First Nation Land Management Act provides
for First Nations to plan and manage their land. There are a few First
Nations in Northern Ontario with this power (noteworthy is Nipissing
First Nation) and others who are working towards this authority.

These governance structures and jurisdiction as they relate to
transportation planning are described in further detail below.

4.1 Provincial Jurisdiction
The Provincial government has the majority of responsibility for transportation
and service delivery in Northern Ontario.
In terms of transportation the Province is responsible for the following:


The maintenance and policing of all provincial roads, including the
TransCanada Highway;



In unincorporated areas outside of the jurisdiction of municipalities
and local roads boards, the Province is directly responsible for the
road networks serving small communities, resulting in a network of
provincial secondary highways rather than county or district roads;



The Province plays a key role in licencing shortline railways (Shortline
Railways Act);



MNDM administers the Winter Roads Program in partnership with
Indigenous and Northern Affairs Canada (INAC);



The Owen Sound Transportation Company, also an agency of the
Province, provides seasonal passenger ferry and vehicle service
between Tobermory and South Baymouth and Moosonee and Moose
Factory;



The Ontario Northland Transportation Commission (ONTC), an
agency of the Province, provides bus and train service; and



The Ministry of Transportation owns and funds 29 remote airports in
Ontario’s Far North.

The Province regulates land use planning through a variety of legislation
that will be discussed in the next section, as well as Provincial funding
programs
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4.2 First Nations and Métis Governance
Treaties are foundational legal documents in the relationships between First
Nations and the Crown. They formalize the relationship between the Crown and
First Nations based on principles of trust and mutual respect. Legally binding
agreements, treaties set out the rights, responsibilities and relationships of First
Nations and the federal and provincial governments. Ontario is covered by 46
treaties and other agreements such as land purchases by the Crown.
Historically, the Crown referred to the reigning British Crown; today it refers to
the federal and provincial government.
Treaty rights are specific rights, embedded in treaties entered into by First
Nations and the Crown. These rights often address the creation of reserves for
the exclusive use of First Nations and their right to hunt, trap or fish on provincial
Crown lands. Treaty rights are protected by subsection 35(1) of the Constitution
Act, 1982. Currently in Northern Ontario, there are 118 reserves.
Many communities also assert rights to areas of Crown lands beyond the current
boundaries of their reserve lands. Claims to traditional territories can be
addressed through land claims processes. In a land claim, a community asks
Ontario to address historic wrongs. The community provides historical and legal
documents to prove the following:


that the community is legally entitled to reserve land and/or to
financial compensation, or



that the community never surrendered to the Crown its original rights
in lands and natural resources.

A First Nation community may pursue a Reserve Land Claim which addresses
the size or location of a reserve or the improper use of reserve land by others,
including governments; the return of lands surrendered to the federal
government that have never been sold or claims to traditional territories which
the community asserts was never surrendered or sold. Ontario is currently
negotiating 50 land claims. Several others are being considered for inclusion in
the claims process. Eleven agreements are being implemented.
In Ontario several different political forums and organizations represent the
rights and interests of First Nation and Métis peoples and communities. Typically
they engage in collective decision-making and political advocacy. This includes
the following:


Chiefs of Ontario, which facilitates the discussion, planning,
implementation and evaluation of all local, regional and national
matters affecting the First Nations peoples of Ontario; and a number
of Provincial Territorial Organizations (PTO). In Ontario, the PTOs
provide political advocacy and include:
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The Nishnawbe Aski Nation (NAN) — one of the largest PTOs
in Ontario — represents 49 Treaty 9 and Treaty 5 First Nations
in Northern Ontario. Among other objectives, the organization
implements policy directives from the NAN Chiefs-in-Assembly
(Nishnawbe Aski Nation, 2015).



Grand Council Treaty #3 (GCT3) is the traditional government
of the Anishinaabe Nation in the Treaty # 3.area. The PTO
spans the Ontario-Manitoba border and includes 29 First Nation
communities.



The Union of Ontario Indians (UOI) is the oldest political
territorial organization in Ontario. The Anishinabek Nation
incorporated UOI as its secretariat, and it advocates on behalf
of 39 member First Nations across Ontario.



The Independent First Nations Alliance (IFNA) provides
advisory services to five independent First Nations in the
Treaties 3, 5 and 9 areas.



PTOs are typically comprised of a number of smaller, regional bodies
sometimes called Tribal Councils. Tribal Councils typically provide
technical advice and/or deliver a range of programs and services to
member communities. NAN has seven Tribal Councils including
IFNA; GCT3 has three; UOI has five.



The Métis Nation of Ontario (MNO) is the biggest of the organizations
which represent the rights and interests of Métis peoples in Ontario.
Other Métis organizations include the Red Sky Independent Métis
(RSIM) and the Historic Saugeen Métis (HSM). The Ontario
Federation of Indigenous Friendship Centres (OFIFC) is a provincial
organization which represents the collective interests of member
Friendship Centres located in towns and cities across the province.
Friendship Centres are not-for-profit corporations, mandated to serve
the needs of all Aboriginal people regardless of legal definition, and
provide a range of culturally appropriate programs and services in
urban communities.
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4.3 Local Governance Structures and Jurisdiction
4.3.1 Municipalities
Northern Ontario is divided into eleven territorial Districts that are primarily
geographic divisions; they do not serve a regional government function. A total
of 144 municipalities within these districts focused on the more populated areas
manage local matters, such as transportation policy and service delivery.
Northern Ontario districts and municipalities are shown in Exhibit 4.1.
Municipalities are listed by District in Exhibit 4.2.
The territory outside of these municipalities — which represents the majority of
the territory in Northern Ontario — is unincorporated.
Municipalities have limited revenue raising power, as they cannot impose taxes
other than property taxes (the City of Toronto is an exception, under the City of
Toronto Act). Municipalities can impose Development Charges,12 but they are
unlikely to be widely feasible in Northern Ontario - few municipalities in Northern
Ontario have a Development Charge by-law and few municipalities are likely
growing fast enough to make Development Charges feasible. Municipalities
therefore rely on financial contributions from other orders of government to fund
many infrastructure projects. It should also be noted that municipalities may
borrow for capital projects from Infrastructure Ontario and potentially other
lenders.
Municipal governments in Ontario are responsible for implementing land use
plans. Municipalities develop official plans that are approved by the Ministry of
Municipal Affairs and Housing. Municipal governments also write zoning by-laws
that conform to their official plans, and approve new developments. Official
plans have the following functions:


determine where different land uses will be located, ensuring that
neighbouring land uses are compatible;



outline what future infrastructure will be needed, such as roads,
sewers, and parks; and



outline what parts of the community will grow, when, in what order,
and what kind of infrastructure will be needed to accommodate future
growth.

12

Development Charges are fees levied on a developer to help fund increased capital costs
related to growth. Municipalities may choose whether or not to impose these charges (Ministry of
Municipal Affairs and Housing, 1997).
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Exhibit 4.1: Map of Northern Ontario: Far North Boundary, Statistics Canada Census Districts and Municipalities
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Exhibit 4.2: Northern Ontario Municipalities
NORTHEAST
Nipissing
Bonfield, Township of
Calvin, Municipality of
Chisholm, Township of
East Ferris, Township of
Mattawa, Town of
Mattawan, Township of
North Bay, City of
Papineau-Cameron, Township of
South Algonquin, Township of
Temagami, Municipality of
West Nipissing, Municipality of

Parry Sound
Armour, Township of
Burk's Falls, Village of
Callander, Municipality of
Carling, Township of
Joly, Township of
Kearney, Town of
Machar, Township of
Magnetawan, Municipality of
McDougall, Township of
McKellar, Township of
McMurrich/Monteith, Township of
Nipissing, Township of
Parry Sound, Town of
Perry, Township of
Powassan, Municipality of
Ryerson, Township of
Seguin, Township of
South River, Village of
Strong, Township of
Sundridge, Village of
The Archipelago, Township of
Whitestone, Municipality of

Timiskaming
Armstrong, Township of
Brethour, Township of
Casey, Township of
Chamberlain, Township of
Charlton and Dack, Municipality of
Cobalt, Town of
Coleman, Township of
Englehart, Town of
Evanturel, Township of
Gauthier, Township of
Harley, Township of
Harris, Township of
Hilliard, Township of
Hudson, Township of
James, Township of
Kerns, Township of
Kirkland Lake, Town of
Larder Lake, Township of
Latchford, Town of
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Matachewan, Township of
McGarry, Township of
Temiskaming Shores, City of
Thornloe, Village of

Greater Sudbury
Greater Sudbury, City of

Sudbury
Baldwin, Township of
Chapleau, Township of
Espanola, Town of
French River, Municipality of
Killarney, Municipality of
Markstay-Warren, Municipality of
Nairn and Hyman, Township of
Sables-Spanish Rivers, Township of
St.-Charles, Municipality of

Manitoulin
Assiginack, Township of
Billings, Township of
Burpee and Mills, Township of
Central Manitoulin, Municipality of
Cockburn Island, Township of
Gordon/Barrie Island, Municipality of
Gore Bay, Town of
Northeastern Manitoulin and The
Islands, Town of
Tehkummah, Township of

Algoma
Blind River, Town of
Bruce Mines, Town of
Dubreuilville, Township of
Elliot Lake, City of
Hilton Beach, Village of
Hilton, Township of
Hornepayne, Township of
Huron Shores, Municipality of
Jocelyn, Township of
Johnson, Township of
Laird, Township of
Macdonald, Meredith and Aberdeen
Additional, Township of
Plummer Additional, Township of
Prince, Township of
Sault Ste. Marie, City of
Spanish, Town of
St. Joseph, Township of
Tarbutt and Tarbutt Additional,
Township of
The North Shore, Township of
Thessalon, Town of
Wawa, Municipality of
White River, Township of

Cochrane
Black River-Matheson, Township of
Cochrane, Town of
Fauquier-Strickland, Township of
Hearst, Town of
Iroquois Falls, Town of
Kapuskasing, Town of
Mattice-Val Côté, Township of
Moonbeam, Township of
Moosonee, Town of
Opasatika, Township of
Smooth Rock Falls, Town of
Timmins, City of
Val Rita-Harty, Township of

NORTHWEST
Thunder Bay
Conmee, Township of
Dorion, Township of
Gillies, Township of
Greenstone, Municipality of
Manitouwadge, Township of
Marathon, Town of
Neebing, Municipality of
Nipigon, Township of
O'Connor, Township of
Oliver Paipoonge, Municipality of
Red Rock, Township of
Schreiber, Township of
Shuniah, Municipality of
Terrace Bay, Township of
Thunder Bay, City of

Rainy River
Alberton, Township of
Atikokan, Town of
Chapple, Township of
Dawson, Township of
Emo, Township of
Fort Frances, Town of
La Vallee, Township of
Lake of the Woods, Township of
Morley, Township of
Rainy River, Town of

Kenora
Dryden, City of
Ear Falls, Township of
Ignace, Township of
Kenora, City of
Machin, Township of
Pickle Lake, Township of
Red Lake, Municipality of
Sioux Lookout, Municipality of
Sioux Narrows-Nestor Falls,
Township of
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Official plans are developed through consultation with the community. Official
plans must be consistent with the Provincial Policy Statement and with any other
applicable Provincial plans. For Northern Ontario, this means that municipal
official plans must be consistent with the Growth Plan for Northern Ontario.
Many municipalities (and boards, described further below) in Northern Ontario
are further organized into the following associations to provide research
assistance, advocate for legislative and policy actions, and generally promote
the interests of their members


Federation of Northern Ontario Municipalities (FONOM) –
Membership includes Northeastern Ontario municipalities; and



Northwestern Ontario Municipal Association (NOMA) – Membership
includes Northwestern Ontario district associations (namely Kenora
District Municipal Association, Rainy River District Municipal
Association, and Thunder Bay District Municipal League) and the City
of Thunder Bay.

The above form the Northern Caucus of the Association of Municipalities of
Ontario (AMO).

4.3.2 Unincorporated Areas
Unincorporated (or “unorganized”) areas are lands outside of municipal
boundaries. Local services that are typically provided by municipal governments
for areas within municipal boundaries, such as water, sewage, and waste
collection, are instead handled in unincorporated areas by volunteer-run Local
Services Boards (LSBs) where so inhabitants have elected to form one. There
are 46 LSBs in Northern Ontario, as well as 191 volunteer-run Local Roads
Boards (LRBs) that are responsible for local road networks across the region.
Roads on First Nations reserves are maintained by the First Nation community.
In other areas of the region where none of these governance structures exist,
the Province is directly responsible for the road networks serving small
communities. Similarly, the Province provides other transportation services such
as remote airports where these cannot be provided by municipalities.
The Ministry of Municipal Affairs and Housing (MMAH) creates planning boards
to deliver a variety of land use planning services within their planning areas,
such as preparation of an official plan, zoning administration and land division.
There are 15 planning boards in Northern Ontario. Planning boards can
represent areas both inside and outside of municipal boundaries. MMAH is also
responsible for private land where no municipality or planning board exists.
The Ministry of Natural Resources and Forestry is responsible for land use
planning on, and management of, Crown lands under the Public Lands Act, and
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works with First Nations to develop and implement community based land use
plans under the Far North Act, 2010.

4.4 Federal Jurisdiction
The federal government’s role in Northern Ontario planning is somewhat limited,
as planning is a provincial responsibility with the exception of Federal land. The
federal government holds fundamental authority over the use of the 118
reserves in Northern Ontario.
While there are many Federal policies that apply to Northern Canada, these do
not apply to Northern Ontario, as much of Northern Ontario is not considered to
be part of Northern Canada.
The federal government role in Northern Ontario is largely regulatory, including
the following regulations by transportation mode.


Although the TransCanada Highway is part of a national network,
individual provinces are responsible for maintenance of roads, with
the exception of sections that pass through national parks.



Air transportation is federally regulated through the Aeronautics Act,
which establishes Canadian Aviation Regulations (CARs), but most
airports in Northern Ontario are locally owned and operated.



Rail transportation is also federally regulated through legislation such
as the Railway Safety Act, but carriers — except for the ONTC — are
private.



Via Rail Canada, a federal Crown corporation, runs passenger rail
service through Northern Ontario.



Ports are federally regulated through legislation such as the Canada
Marine Act.



The Coasting Trade Act regulates Canada’s domestic commercial
marine activity, supporting domestic marine interests; for example,
the Act ensures that no non-domestic vessel serves two Canadian
ports in succession.



All international border crossings are the responsibility of the federal
government.



The transportation of dangerous goods on all modes is subject to
Transport Canada regulations and the Transportation of Dangerous
Goods Act ;



The Canada Transportation Act outlines national transportation policy.
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The federal government funds infrastructure through a variety of funding
programs outlined in Subsection 5.6.
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5

Transportation and Land Use Policy
Context

This chapter provides an overview the policies and programs relevant to
transportation and land use planning in North Ontario. Policies are directions for
the Province, set out in guiding strategic documents and legislation. Programs
are the operational mechanism for implementing the directions set out in
policies.

5.1 Provincial Policies
Land use and transportation planning in Northern Ontario can be guided by
several provincial planning documents including:


the Provincial Policy Statement (PPS);



the Growth Plan for Northern Ontario;



the Far North Act, 2010 (which is the legislative foundation for land
use planning in the Far North); and



the Public Lands Act, and The Provincial Parks and Conservation
Reserves Act which applies to provincial Crown land that makes up
over 95% of the land base in Northern Ontario.

Each of these documents applies in certain situations, depending on the
location, governance structure, and ownership of the land in question.
The Province also assembles project-specific units, offices or secretariats from
time to time in order to help manage the planning and implementation of major
initiatives. Of note for NOMTS, the Ring of Fire Secretariat established to
coordinate the range of issues related to new mineral development in the Far
North. The Ring of Fire Infrastructure Development Corporation was also
created to finance, build, operate, and maintain strategic transportation
infrastructure serving mining sites and communities in the area (Ministry of
Northern Development and Mines, 2014). The Province has committed $1 billion
in infrastructure funding and the Corporation’s role is to engage with key
stakeholders to finalize agreements on additional funding and cost sharing.
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5.1.1 Provincial Policy Statement (PPS)
The Provincial Policy Statement (PPS) is issued under the Planning Act and
“provides policy direction on matters of provincial interest related to land use
planning and development (p.1)”. It was most recently updated in 2014.
The PPS is intended to provide for “appropriate development
while protecting resources of provincial interest, public health
and safety, and the quality of the natural and built
environment (p.1).” The policies are outcome-oriented rather
than describing processes that need to be followed, allowing
for these outcomes to be achieved in ways that make sense
for different local contexts.
The PPS policies were designed to be implemented in a
municipal land use planning context. While much of the land
in Northern Ontario is outside of municipal boundaries, the
PPS is considered by MNRF in Crown land use planning. In
the Far North, Crown land use planning is conducted instead
under the Far North Act.
While the PPS does not directly regulate planning issues that
are under municipal jurisdiction, the Planning Act requires
that decisions on planning matters shall be consistent with the PPS, such as
municipal official plans, zoning by-laws and decisions on development
applications.
Local conditions must be taken into account when applying the policies of the
PPS and when developing official plan policies. For example, policies
encouraging public transit may not be applicable to all communities in Northern
Ontario. That said, policies regarding public transportation could also be drafted
with innovative and creative thinking to address place-based transportation
needs. For instance, some northern municipalities operate public transit systems
in addition to accessibility transit services.
The PPS’s vision for land use planning in Ontario begins with the following:
The long-term prosperity and social well-being of Ontario depends
upon planning for strong, sustainable and resilient communities for
people of all ages, a clean and healthy environment, and a strong and
competitive economy.
The PPS lists policies under the four sections: building strong, healthy
communities; wise use and management of resources; protecting public health
and safety; and implementation.
Some specific and overarching PPS policies of particular relevance to
development of the NOMTS are noted below.
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Policy 1.1.6.2 offers guidance on infrastructure in unincorporated areas, stating
that development should be suited to the existing infrastructure, or any planned
infrastructure. The intent is generally to avoid “unjustified and/or uneconomical
expansion” in these rural areas.
Policy 1.6.1 applies to the coordination of planning transportation and all other
infrastructure, and states:
Infrastructure… shall be provided in a coordinated, efficient, and costeffective manner that considers impacts from climate change while
accommodating projected needs.
Planning for infrastructure … shall be coordinated and integrated with
land use planning so that they are:
“(a) financially viable over [its] life cycle, which may be demonstrated
through asset management planning;
(b) available to meet current and projected needs.
Policy 1.6.3 prioritizes investment in current infrastructure, stating that “the use
of existing infrastructure and public service facilities should be optimized” before
consideration is given to developing new infrastructure.
Sections 1.6.7 Transportation Systems, 1.6.8 Transportation and Infrastructure
Corridors and 1.6.9 Airports, Rail and Marine Facilities directly address
transportation planning in the province.
The PPS encourages the development of a transportation network that not only
addresses current needs, but is also appropriate for future demands that may be
placed on the system, as stated in early defined in Policy 1.6.7.1:
Transportation systems should be provided which are safe, energy
efficient, facilitate the movement of people and goods, and are
appropriate to address projected needs.”
Connectivity and connections between transportation modes and systems are
encouraged:
1.6.7.3 As part of a multimodal transportation system, connectivity
within and among transportation systems and modes should be
maintained and, where possible, improved including connections
which cross jurisdictional boundaries.
The PPS calls for the protection of transportation infrastructure and corridors,
with a particular emphasis on the protection of major goods movement facilities.
1.6.8.2 Major goods movement facilities and corridors shall be
protected for the long term
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1.6.8.3 .... New development proposed on adjacent lands to existing
or planned corridors and transportation facilities should be compatible
with, and supportive of, the long-term purposes of the corridor and
should be designed to avoid, mitigate or minimize negative impacts
on and from the corridor and transportation facilities.
Policies in Section 1.6.9 also call for protection of lands around airport, rail, and
marine facilities, recognizing the need to safeguard key areas to serve future
transportation needs.
The PPS contains a definition for “development,” which states that development
does not include creation of “infrastructure authorized under an environmental
assessment process.” This point helps to acknowledge the extent to which PPS
policies for natural heritage protection (and other natural resource interests) are
relevant to transportation planning.
Finally, from the perspective of long-term economic health, Policy 1.7.1(a) states
that “Long-term economic prosperity should be supported by promoting
opportunities for economic development and community investment-readiness.”

5.1.2 Growth Plan for Northern Ontario
The Growth Plan for Northern Ontario (Ministry of
Infrastructure; Ministry of Northern Development, Mines and
Forestry, 2011) was developed under the Places to Grow
Act, 2005, which enables the Province to identify and
designate growth plan areas and develop growth plans for
these areas. The Places to Grow Act, 2005, set out that a
growth plan takes precedence over the PPS wherever there
is a conflict, except in matters relating to the natural
environment or human health. In those cases, the direction
that provides more protection prevails.
The Growth Plan expands on the PPS and addresses the
unique setting of Northern Ontario, providing planning
direction through the year 2036 in the areas of economic
development, infrastructure investment, labour market
development, and land use. The Growth Plan is multidimensional, recognizing that economic success depends
on actions taken across a number of pillars: economy, people, communities,
infrastructure, environment, and Aboriginal peoples.
The vision articulated in the Growth Plan is as follows:
It is the year 2036 and there's a new Northern Ontario.
Northern Ontario has a skilled, educated, healthy and prosperous
population that is supported by world-class resources, leading edge
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technology and modern infrastructure. Companies scan the world for
opportunities to create jobs, attract investment and serve global
markets.
Communities are connected to each other and the world, offering
dynamic and welcoming environments that are attractive to
newcomers. Municipalities, Aboriginal communities, governments and
industry work together to achieve shared economic, environmental
and community goals.
Of particular relevance to NOMTS, Section 5.3 of the Growth Plan (under the
Infrastructure pillar) is entitled “A Multimodal Transportation System” and is
comprised of the following 5 policies:
5.3.1 Transportation system planning, land-use planning, and
transportation investments will be co-ordinated to implement this Plan.
5.3.2 The transportation system within Northern Ontario will be
planned and managed with an emphasis on opportunities to:
a) optimize the capacity, efficiency and safety of the existing
transportation system
b) link major markets, resource development areas, and economic
and service hubs
c) meet the needs of the existing and emerging priority economic
sectors and help implement regional economic plans
d) enhance connectivity among transportation modes including rail,
road, marine and air
e) create or strengthen linkages between economic and service hubs
and rural and remote communities
f) reduce emissions and other environmental impacts associated with
transportation.
5.3.3 In recognition of the vital role that the air transportation network
plays in Northern Ontario with respect to economic development,
mobility, and access to core services such as health care and fire
protection, the Province will participate in efforts with the federal
government and municipalities to develop business development
strategies for northern airports that address capital and operating
needs and financing options.
5.3.4 The Province will work with partners to optimize the freight
transportation and tourism development potential of northern
waterways and ports in an environmentally responsible way.
5.3.5 The Province will work with remote communities and other
orders of government to realign winter roads and work towards
improved access for residents of these communities.
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Infrastructure investments are to be coordinated across fields:
5.2.1 Infrastructure planning, land-use planning, and infrastructure
investments will be co-ordinated to implement this Plan. Infrastructure
includes, but is not limited to: transportation systems, water and
wastewater infrastructure, waste management systems, energy
infrastructure, community infrastructure, and information and
communications technology infrastructure.
Balance between infrastructure development and preservation of ecosystems is
also considered in the Environment pillar of the Growth Plan. It acknowledges
that the region’s non-resource based economy and its heritage are also closely
linked to its natural environment and therefore depend on sustainable
development of the land.
There are few provincial policies related to the airport network in Northern
Ontario. Generally the Provincial Policy Statement and the Growth Plan highlight
the need to protect airport lands from incompatible uses and both documents
highlight the need for strong connections between communities. The Growth
Plan specifically recognizes that airports are essential for economic
development as well as mobility in the North. Notably, the Province has no direct
support role for municipal airports in the North.
There are also few provincial policies related to ports in Northern Ontario.
Generally the Provincial Policy Statement and the Growth Plan highlight the
need to protect lands near marine facilities from incompatible uses and both
documents support connectivity between modes to build a multimodal system.

5.1.3 Unincorporated Areas
In unincorporated areas in the Near North, planning is coordinated by the
following:


MNRF, which manages Crown Land according to the directions of the
Guide for Crown Land Use Planning (Ministry of Natural Resources
Ontario, 2011). This guide provides the land use planning policies
referred to in the Public Lands Act, under which land use planning on
Crown Land is governed.



Planning Boards, which are created by the Minister of Municipal
Affairs and Housing under the Planning Act to prepare official plans,
decide on planning applications, pass zoning by-laws, and develop
planning policies for areas without municipal governments. The
Ministry of Municipal Affairs and Housing is responsible for private
land where no municipality or planning board exists.
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One common theme observed in a review of local policies is concern about the
safety and increased road maintenance costs resulting from trucks passing
through their residential or urban areas.
In addition, given that most remote communities are not connected to the
electricity grid the Province made connection of these communities a priority
area (Ministry of Energy Ontario, 2013). That plan recognizes that coordinated
planning of transportation, broadband, and electricity transmission infrastructure
to remote communities could deliver a suite of much needed connectivity
solutions with lower overall cost and environmental impact.

Public Lands Act
South of the Far North of Ontario, MNRF undertakes land use planning on
Crown Land under the authority of the Public Lands Act.
South of the Far North line, the Crown land use planning process under the
Public Lands Act assigns a primary land use designation to specific areas, such
as provincial parks, conservation reserves, forest reserves, provincial wildlife
areas, enhanced management areas, wilderness areas, and general use areas.
MNRF also establishes permitted land uses such as recreational hiking, ATV
use, and power generation
The Ontario Crown Land Use Policy Atlas shows land use area boundaries and
can be used to search for an area-specific land use policy or amendment.

5.1.4 Provincial Parks and Conservation Reserves Act
The Provincial Parks and Conservation Reserves Act governs planning and
management of these protected areas, which are planned and managed to
protect natural and cultural features, maintain biodiversity and provide
opportunities for compatible uses.

5.1.5 Far North Act
The Far North Act (Ontario. Legislative Assembly, SO 2010, c. 18) is the
legislative foundation for land-use planning in the Far North. Under the Far North
Act, the Crown must do the following:


work with First Nations who indicate their interest in initiating
planning, to prepare and jointly approve community based land use
plans (CBLUPs), CBLUPs are discussed further in Section 5.4 and



ensure that a Far North Land Use Strategy is prepared to assist in the
preparation of CBLUPs and guide the integration of matters that are
beyond the geographic scope of individual plans.
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MNRF is working jointly with many local First Nations to prepare land use plans
that will help enable the creation of jobs and growth while ensuring the
protection of areas of cultural significance and ecological value.
Land use planning in the Far North clarifies where
development, including roads and other infrastructure, can
occur and where land is dedicated for protection.
The Draft Far North Land Use Strategy, which is currently
being developed by the Ministry of Natural Resources and
Forestry, will provide guidance to planning teams developing
CBLUPs to help them consider broad-scale planning matters
such as the need for roads and energy corridors. It could
also contain guidance that developers and resource
managers will be encouraged to consider as they plan and
approve projects in the Far North.
The Draft Far North Land Use Strategy would also help
provide a strategic framework for community based land use
planning in the Far North of Ontario similar in some ways to
the role the PPS plays for municipal land use planning. It will
complement the Far North Act, 2010 and community based
land use plans in supporting orderly development in the Far North. The Draft Far
North Land Use Strategy aims to provide guidance to planning teams on issues
that cross planning area boundaries, such as major transportation infrastructure
planning.

5.2 First Nation – Provincial Planning
5.2.1 Community-Based Land Use Plans
To date, five communities have completed the following four community-based
land use plans in accordance with the Far North Act:


Pikangikum First Nation;



Cat Lake and Slate Falls;



Pauingassi; and



Little Grand Rapids.
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Planning areas for these four plans are highlighted in Exhibit 5.1. The main
settlements for Pauingassi and Little Grand Rapids are in Manitoba, though their
area of interest extends into Ontario. To date, more than 30,000 square
kilometres are covered by approved community based land use plans, or 7% of
the Far North.
In the event of a conflict, land use plans developed under the Far North Act,
2010 take precedence over other growth plans that may conflict, including the
Province’s Growth Plan for Northern Ontario.
The Deer Lake CBLUP was completed in draft in June 2015, and Terms of
Reference have been approved for an additional five plans representing six
communities. Plans completed to date include direction regarding access to Far
North communities, as well as noting that remoteness may also be valued.
Among the completed plans are the following views:


The Draft Deer Lake plan states that an all season road is a priority
for the community but “routing design will promote remoteness and
minimize development footprints” (Deer Lake First Nation; Ministry of
Natural Resources and Forestry Ontario, 2015).



Little Grand Rapids First Nation “affirms access to culture and special
sites will be solely for community members unless otherwise
designated” (Little Grand Rapids First Nation; Ministry of Natural
Resources Ontario, 2011).

The CBLUPs developed so far are not near the area where the most significant
new infrastructure related to the Ring of Fire will be needed. The communities
the vicinity of the Ring of Fire may have varying needs and objectives for
planning. The following CBLUPs have approved Terms of Reference
documents, and will have a direct influence on what transportation systems may
be feasible in the Ring of Fire areas:


Webequie First Nation Land Use Plan represents the land in the
immediate vicinity of the Ring of Fire;



Taashikaywin Land Use Plan – a joint plan by Eabamatoong and
Mishkegogamang First Nations, which includes Pickle Lake and the
area north of Nakina; and



the Marten Falls Land Use Plan will cover the area southeast of the
Ring of Fire13.

13

Areas of Interest for these community based land use plans are described in the Terms of
Reference published by the relevant First Nations.
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Exhibit 5.1: Land Use Designations in Completed Community-Based Land Use Plans (CBLUPs)
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Any planned infrastructure connecting the Ring of Fire to the transportation
system farther south will need to be consistent with the direction and
designations in these land use plans.
In terms of how CBLUPs interact with tourism, access for tourism in the context
of the Far North may not necessarily require that roads be built. In this sense,
tourism and recreation are treated differently than mining and forestry. Far North
CBLUPs prepared to date are supportive of limited access for recreation and
tourism for economic development. Two examples are noted:


Little Grand Rapids First Nation, for example, states that while the
entire planning area is designated as a protected area where mining
and forestry are excluded uses, existing and new tourism
opportunities will be supported and enhanced (Little Grand Rapids
First Nation; Ministry of Natural Resources Ontario, 2011).



The Pauingassi First Nation similarly designates tourism and
recreation as permitted — and encouraged — land uses on protected
land, with emphasis on maintaining traditional uses such as hunting
and fishing (Pauingassi First Nation; Ministry of Natural Resources,
2011).

As noted in Section 5.1.5, MNRF is preparing the Far North Land Use Strategy,
currently in draft, to help provide a strategic framework for the development of
CBLUPs.
The four completed CBLUPs are now incorporated into the Crown Land Use
Policy Atlas, as was shown in Exhibit 5.1. The three designations used to date
in the CBLUPs are as follows:


General Use Area (GUA) – This designation allows for a full range of
resource uses, enabling development opportunities that are both
desirable and compatible with the First Nation-Ontario goals and
objectives.



Enhanced Management Area (EMA) – This designation provides
more detailed land use direction in areas having special features or
values. A wide range of uses can occur in EMAs.



Dedicated Protected Area (DPA) – This designation is applied
where there is an interest in keeping areas free from industrial
development.

The Ministry of Natural Resources and Forestry’s Guide for Crown Land
Use Planning (which applies to land use planning on Crown land outside of
the Far North of Ontario) also provides a tool that the Ministry can use to
limits the extent to which access to remote areas on Crown Land can be
improved, which aligns with the PPS. Within Enhanced Management
Areas, Remote Access areas may be designated to retain the remote
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character of an area (Section 16.5.3). While this designation does not
prevent mining or forestry, or the construction of roads to support these
industries, the guideline states that:
“Standards should be lower than those that would normally be applied to
primary access roads, while still allowing permitted activities and
considering the health and safety of users.”

5.3 Provincial Programs
5.3.1 Overall Funding
The Northern Ontario Heritage Fund Corporation has several programs to
assist projects that align with the Growth Plan. For example, in 2011 the
Corporation provided $1 million in funding to help the Port of Thunder Bay
acquire new equipment14.
The Province also provides business support through the tax system to support
primary resource and manufacturing industries. The Ontario Resource Tax
Credit supports corporations that maintain permanent establishments in the
province through non-refundable tax credits to offset corporate income tax
payable. Similarly, the Ontario Tax Credit for Manufacturing and Processing
supports those sectors through a similar tax credit process.

5.3.2 General Infrastructure
The Building Together infrastructure plan launched in 2011 includes widening
sections of Highways 11, 17, and 69 to four lanes (Ministry of Infrastructure
Ontario, 2011), which directly addresses travel delays and safety concerns with
heavy truck traffic on two-lane roads in the North. This widening program is
underway.

5.3.3 Road
The Northern Ontario Winter Roads program provides about $5 million
annually to construct about 3,100 km of winter roads in the Far North.
The Provincial Forest Access Roads Funding Program supports the
construction and maintenance of primary and branch roads to forests on crown
land. The program provides reimbursement for 100 % of the primary road
14

The Port of Thunder Bay. (2011). Crane ribbon cutting ceremony [Press Release]. Retrieved
from http://www.portofthunderbay.com/article/september-5-2012-crane-ribbon-cutting-ceremony113.asp
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construction and maintenance costs and 50% of the branch road construction
and maintenance costs. In addition to the forest industry, these roads are also
utilized by the mining industry, the tourism industry, anglers, hunters, First
Nations, utilities, railways and for emergency management. This program as
provided over $605 million in funding since 2005.
The Northern Highways Program guides the Province’s investment in highway
and bridge construction and rehabilitation in 5-year intervals. The 2015-2016
funding year committed to $560 million in investments, including widening
highways to four lanes where appropriate. Given the vast size of the network,
which includes 11,000 km of provincial highways, and the relatively low traffic
volumes, the cost per vehicle-km travelled is relatively high. Large operations
and maintenance expenditures each year simply to keep the existing highway
network safely operational and in good repair represent a major financial
commitment which can limit the availability of additional funds for system
expansion.
The Connecting Links program helps municipalities pay the construction and
repair costs for municipal roads that connect communities to provincial highways
and border crossings.
The Unincorporated Areas Program is administered by the Ministry of
Northern Development and Mines to provide capital funding for roads in
unincorporated areas through Local Roads Boards, where they exist.
The Ministry of Transportation also maintains an Oversize/Overweight Permit
program that allows vehicles that exceed the limits set out in the Highway Traffic
Act to travel on provincial highways. This permit program allows northern
industries to benefit from using a single vehicle to transport oversize/overweight
loads rather than splitting loads across several smaller vehicles. Industry
stakeholders report, however, that the permitting process is too restrictive and
costly, thereby hindering the competitiveness of Northern Ontario industries
(CPCS, 2013).
The Northern Ontario Resource Transportation Roads Program provides
operational funding for the Pickle Lake and Nungesser roads that link these Far
North communities to the rest of the provincial highway system. New all season
routes extending farther north would likely connect to these roads to move
extracted resources to market.
The Ministry of Tourism, Culture and Sport works with the Ministry of
Transportation to deliver the Tourism Oriented Directional Signage program
on Ontario’s roadways. This program is intended to help motorists to find
services and tourist attractions along provincial highways.
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5.3.4 Air
Under the Remote Airports Program, MTO operates all 29 remote airports and
provides capital and operational funding to remote communities to ensure yearround connectivity to the rest of the province.
Some municipal airports receive funding from their local municipalities and
corporate investors. Some airports also levy airport improvement fees on
travellers to raise funds where they offer scheduled passenger service.

5.3.5 Rail
There are few programs in place that directly fund rail lines in the North. This is
largely because most rail lines in the region are privately owned and operated.
However, the Ministry of Northern Development and Mines provides capital and
operational funding to support the Polar Bear Express and rail freight business
lines of the Ontario Northland Transportation Commission.

5.3.6 Marine
The Northern Ontario Heritage Fund Corporation (NOHFC) provides funding for
port development in the North. Waterfront redevelopment community
infrastructure projects that have potential to contribute to economic development
and job creation are also eligible for funding through the NOHFC. For example,
the NOHFC funded the preliminary engineering and site plan studies for the
proposed Port of Algoma project in Sault Ste. Marie.
Private sector investors, municipal governments, and the federal government
also help to fund port facilities, although there are few dedicated marine
transportation programs in place.

5.3.7 Aboriginal Specific Programs and Funding
The First Nations Road Program is administered by the Ministry of
Transportation Ontario and provides an annual fiscal subsidy to participating
First Nations communities for maintenance of on-reserve roads and bridges.
The Ontario Ministry of Aboriginal Affairs’ New Relationship Fund provides
support to enable Aboriginal organizations to better engage with external
stakeholders on land use and resource issues. This is particularly important for
remote communities near to potential mining and forestry sites as they engage
with industry and government to plan new access routes.
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Several programs administered by the Ministry of Aboriginal Affairs, including
the Aboriginal Economic Development Fund and the Aboriginal Community
Capital Grants Program, help Aboriginal communities to build their capacity to
cater to tourists looking for cultural experiences in the region.

5.3.8 Tourism
The Ministry of Tourism’s establishment in 2011 of the Northern Ontario
Regional Tourism Organization (RTO 13) has provided for a single organization
mandated to improve all aspects of tourism development in the region. This
allows more strategic development of the marketing programs, workforce
training, and investments that align with the unique Northern Ontario tourism
product.

5.4 Local Policy
5.4.1 Municipal Official Plans
Municipalities develop and implement plans to provide specific transportation
and planning policies for lands within the municipality, consistent with the
Growth Plan and the PPS.
Thunder Bay’s Official Plan, for instance, states that “The City's role as a
transportation hub with high quality, affordable air, road, port and rail service will
be encouraged, maintained and supported” (sec.7.8). Greater Sudbury’s Official
Plan Policy 1.3.1 states that one of the five engines for growth in the municipality
is providing “the best mining and supply services in the world” (City of Greater
Sudbury, 2015).
Generally, however, the official plans of municipalities and planning boards do
not have jurisdiction over the areas where major new mining related
infrastructure will be required. There are few policies that identify a role for these
communities in supporting new resource development beyond their current roles
as hubs to move supplies and labour to the mines and to ship mined products to
market.
A few transportation mode-specific directions from municipal plans are noted
below.
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Road Mode
Some municipalities have highlighted potential bypass routes in order to better
accommodate heavy trucks passing through communities by routing them
around urbanized areas.
Several communities in the North have raised the issue of heavy commercial
vehicles using local roads without contributing to their maintenance costs. The
Township of Tarbutt and Tarbutt Additional in Algoma District east of Sault Ste.
Marie on Highway 17, acknowledges this directly in its Official Plan with a policy
to “ensure heavy users of local roadways share in maintenance costs” (policy
D2.1c) (The Corporation of the Township of Tarbutt & Tarbutt Additional, 2012).
Thunder Bay’s Official Plan states the City’s objective to “accommodate interregional and cross-country traffic with minimal disruption to local motorists”
(Section 10.8(c)), referencing the challenge of heavy trucks passing through city
centres.
Many municipalities in the region have policies to maintain the integrity of the
provincial highway system by discouraging direct access to the provincial
highways that pass through the communities. Policy 7.1c in Kenora’s Official
Plan, for example, states that such access will often be prohibited, with
preference given to using local roads in the city. Policies like this recognize that
these highways are intended to connect communities rather than provide local
transportation routes within communities. The official plans of planning boards
for unincorporated areas such as Smooth Rock Falls Planning Board and Sault
Ste. Marie North Planning Board also adopt similar policies regarding access to
provincial highways.
The Town of Cochrane has also identified the issue of re-routing heavy truck
traffic around downtown to reduce potential conflicts. Cochrane is a gateway to
mining and forestry sites in Northeastern Ontario and several roads, as well as
rail lines, pass through the town. Section 10.5 of Cochrane’s Official Plan
recognizes the role of the provincial highways as through routes for truck traffic
(Town of Cochrane, 2014). To maintain the commercial traffic flow and reduce
the need to travel through residential areas, the Town is examining the feasibility
of a by-pass road to re-route through traffic around the town.

Air Mode
Airports are generally recognized by official plans as an important element in the
transportation system of the municipalities. For example, Greater Sudbury
encourages the development of airport-related services on airport lands, as well
as improvements to facilities to better accommodate more flights and different
aircraft types (Section 11.5) (City of Greater Sudbury, 2015).
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Rail Mode
In Cochrane, the Official Plan recognizes the importance of the rail network, not
only in maintaining the Town’s position as a gateway to the Far North but also
as a part of the Town’s history (Town of Cochrane, 2014).
The Official Plan of the Sault Ste. Marie North Planning Board is similarly
supportive of passenger rail infrastructure in its planning area. Policy 3.5.11
supports Algoma Central Railway’s line to Hearst as a preferred alternative for
accessing remote sites rather than constructing new access roads (Sault Ste.
Marie North Planning Board, 2014).
In Timmins the city has identified the importance of preserving a potential eastwest rail corridor to help move forestry products through the city without relying
on heavy truck traffic through downtown (City of Timmins, 2010).

Marine Mode
Of particular interest to the City of Sault Ste. Marie is expanding marine
transportation. The City is moving forward with plans to develop a deep water
port. The need for this expansion of marine transportation capacity is supported
by a KPMG study (KPMG, 2013). This will expand Sault Ste. Marie’s position as
a transportation hub for trade along the Great Lakes-St. Lawrence Seaway (City
of Sault Ste. Marie, 2006, Policy MT.3). In 2014, the Federal and Provincial
governments announced that they would each contribute over $2 million to
planning and design of the port, with the city contributing $300,000 and Essar
Steel Algoma investing $800,00015. Support for expansion is written into Section
2.2.3 of the City’s Official Plan.
Sault Ste. Marie and Thunder Bay, being the cities with the largest ports, have
clear policies highlighting their intent to take full advantage of their role as
transportation hubs. While the port in Sault Ste. Marie is owned by a private
company, the City has invested in its expansion and is keen to grow its marine
shipping capacity. It is notable that communities like Thunder Bay, Red Rock,
and Sault Ste. Marie, which are served by the small Great Lakes Cruise Tourism
sector, do not propose any policies expressing direct support for the sector.

15

Taylor, D. (2014, September 26). Port has huge potential says Essar Steel Algoma CEO.
Sootoday. Retrieved from http://www.sootoday.com/content/news/details.asp?c=79064
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5.5 Federal Policy
As outlined in Subsection 4.4, regulatory legislations form the bulk of federal
government policy relating to Northern Ontario.
With the exception of international border infrastructure, the federal
government does not generally plan specific infrastructure projects. In the
recent past though, the federal government made additional funding
available for infrastructural improvements under the Economic Action Plan.
The Infrastructure Stimulus Fund, for example, allocated $4 billion between
2009 and 2011 for infrastructure improvement projects, including
investments in roads.
The federal government role is more to regulate the use of all current
transportation infrastructure through a variety of legislation, including the
following:


The Aeronautics Act, which governs air travel in Canada through
Canadian Aviation Regulations (CARs);



The Railway Safety Act, which governs railway transportation;



The Canada Marine Act governs marine safety, in addition to the
Coasting Trade Act, which regulates domestic commercial marine
activity; and



The Transportation of Dangerous Goods Act, which legislates the
safe transportation of dangerous goods by all modes.

To note, a recent report of the Canadian Senate’s Standing Committee on
Transportation and Communications recognized that regional airports like
those in the North’s urban centres not only improve accessibility and
mobility, but are also a boon to tourism, manufacturing, and the
establishment of corporate offices to diversify economies (Canada.
Parliament. Senate. Standing Committee on Transport and
Communiciations, 2013).
At the same time, that Senate Committee cautioned against aggressively
pursuing increased competition in the airline industry in the North in an
effort to lower costs. Demand in the North is typically low and a substantial
proportion of airline operating costs in the region are fixed costs.
Introducing more service, which is typically the net effect of increased
competition, in such an environment tends to drive up airfares as each
operator seeks to recover costs. Rather, the committee recommends
improving aviation infrastructure to boost operational efficiency thereby
lowering costs. This involves reconsidering aviation regulations that drive
up airport capital and operating costs in the North, as well as providing
additional funding to enable airports to make key capital investments.
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5.6 Federal Programs
Industry Canada’s Federal Economic Development Initiative for Northern
Ontario (FedNor) supports economic development in Northern Ontario by
providing business support services and financial aid to Northern businesses.
FedNor’s approach is not sector-driven. In 2015, FedNor partnered with the
Ontario Government to provide almost $800,000 in funding for First Nation
communities near the Ring of Fire to study the benefits of all-season
transportation links16.
The Building Canada Fund makes financial resources available for projects of
national, regional, and local significance. Of note for Northern Ontario the fund
reserves $1 billion for projects in communities with fewer than 100,000 people.
Discussions are ongoing between the Federal and Provincial governments as to
how best to support transportation and other infrastructure investment in
Ontario’s Far North. Multiple billions of dollars are required—beyond the scope
of existing provincial and municipal programs—so new partnerships between all
levels of government, as well as private sector stakeholders, are needed.
The Airport Capital Assistance Program helps to fund up to 100% of the cost
of capital projects and safety improvements at airports that offer year-round
scheduled commercial passenger service. This program is oversubscribed and
most airports in Northern Ontario are not eligible because they do not have
scheduled service. Remote airports are exempt from this requirement and two
remote airports in Northern Ontario received funding in 201017.
As discussed in Section 5.1.3, the Senate’s Standing Committee on
Transportation and Communications recognizes the integral role of remote
airports in the country’s northern regions and calls for funding programs and
regulatory changes to improve the efficiency of remote airports.
The Remote Passenger Rail Program administered by Transport Canada
provides operational and capital funding to ensure reliable and sustainable
passenger rail service to communities across the country. Access to funding is
restricted to those communities where rail provides the only year-round means
of land transportation and allocates $11.2 million per year through the 20162017 financial year. In April 2015, the Government of Canada announced $5.3
million in funding over three years through this program for the Algoma Central
Railway line between Sault Ste. Marie and Hearst18.
16

Government of Canada. (2015). Harper and Wynne Governments Invest in First Nations and
Economic Development in Ring of Fire Region [Press Release]. Retrieved from
http://news.gc.ca/web/article-en.do?nid=941259
17
Ministry of Transportation Ontario. (2010). Briefing on Municipal Airports in Ontario.
Unpublished presentation.
18
Government of Canada (2015). Harper government approves funding for continued passenger
rail service between Sault Ste. Marie and Hearst [Press Release]. Retrieved from
http://news.gc.ca/web/article-en.do?nid=957389
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The First Nations Infrastructure Fund helps with planning and development of
transportation infrastructure on reserves and can provide support for building
connections in remote communities.
The Border Infrastructure Investment Plan adopted by Canada and the US
(US Department of Homeland Security; Transport Canada; US Department of
Transportation; Canada Border Services Agency, 2014) lays out the investment
plans that the two federal governments have for the international border
crossings. This plan is based on consultation with Canadian Provincial and US
State governments but the federal governments are responsible for its
execution.
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6

Next Steps

Please share any feedback or new information for topics contained within this
report with the NOMTS team through the project website:
http://nomts.ca/contact-us/ .
Two forthcoming working papers will accompany this paper to inform a report on
our first phase of work on the Strategy. The forthcoming working papers are
expected to be posted on the project website by February 2016, and will focus
on the following topics related to Northern Ontario:


Socio-Economic Context; and



Climate Change Context.

A draft report of findings from the first phase of our work on the Strategy is
expected to be posted on the project website for review and comment by March
2016.
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Alternate Text for Exhibits
Exhibit 1.1: Map of Northern Ontario Transportation System Elements
This map shows the roads, railways, and airports that make up Northern
Ontario’s transportation system. Airports are classified as either remote,
municipal, or international. Roads are classified as primary, secondary, other allseason, winter, or major out of province. Active railways are distinguished by
owner.
Return to Exhibit 1.1
Exhibit 2.1: Map of Geographic Regions and Boreal Forest in Northern
Ontario
This map shows the Hudson Bay Lowlands, Canadian Shield, and Clay Belt,
with the boreal forest boundary and the permafrost southern limit. Other labelled
features include: select population centres, primary and secondary highways,
local secondary highways, major out of province roads, and railways.
Return to Exhibit 2.1
Exhibit 2.2: Topographical Map of Northern Ontario
This map shows the topography of Northern Ontario with height reported in five
categories in 100-metre increments. The lowest lying areas of the region border
James Bay and Hudson Bay. The highest topography is spread across southern
portions of the Canadian Shield.
Return to Exhibit 2.2
Exhibit 2.3: Typical Landscapes of the Northern Ontario Canadian Shield
These two photos show typical landscapes of the Canadian Shield in Northern
Ontario. There is a typical rocky outcrop and a typical boreal forest landscape.
Return to Exhibit 2.3
Exhibit 2.4: Typical Landscape in the Clay Belt
Typical landscapes of the clay belt include forest wetlands and farmland
resembling a prairie landscape.
Return to Exhibit 2.4
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Exhibit 2.5: Typical Landscapes in the Hudson Bay Lowlands
Typical landscapes in the Hudson Bay lowlands include wetlands and tundra.
The wetlands are photographed from above, displaying their vast expanse.
Return to Exhibit 2.5
Exhibit 2.6: Average Annual Climate Normals between 1981 and 2010 for
Select Northern Ontario Locations
This table shows average annual climate normals with data from Environment
Canada for Gore Bay, Kenora, North Bay, Sault Ste. Marie, Sioux Lookout,
Sudbury, Thunder Bay, and Timmins in the Near North; and Big Trout Lake,
Moosonee, Pickle Lake, and Smoky Falls in the Far North. There are no data
available for the 1981 – 2010 period for Gore Bay, Thunder Bay, and Big Trout
Lake, in these cases data are shown for the 1971 – 2000 period instead.
Categories displayed include: Average Annual Temperature, Average Daily
Maximum Temperature, Average Daily Minimum Temperature, Annual Rainfall,
Annual Snowfall, and Frost-Free Period measured in days. Temperatures are
reported in degrees Celsius, rainfall is reported in millimetres, and snowfall is
reported in centimetres.
Return to Exhibit 2.6
Exhibit 2.7: 30-Year Average Annual Temperatures in Northern Ontario:
1961-1990 Period and 1981-2010 Period
This graph shows 30-Year Average Annual Temperatures for 1961 to 1990 and
1981 to 2010 for Gore Bay, Kenora, North Bay, Sault Ste. Marie, Sioux Lookout,
Sudbury, Thunder Bay, and Timmins in the Near North; and Big Trout Lake,
Moosonee, Pickle Lake, and Smoky Falls in the Far North. There is no data
available for the 1981-2010 period for Gore Bay, Thunder Bay, and Big Trout
Lake in which case data are shown for the 1971-2000 period.
Return to Exhibit 2.7
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Exhibit 2.8: Population by Northern Ontario Census Division, Including
Proportion Identifying as Aboriginals
This bar graph shows the population by Northern Ontario census divisions with
the proportion of the population in each division identifying as Aboriginal. In
order from the highest population to the lowest population the census divisions
are Greater Sudbury, Thunder Bay, Algoma, Nipissing, Cochrane, Kenora, Parry
Sound, Timiskaming, Sudbury, Rainy River, and Manitoulin. 41% of Aboriginal
people in the North live on reserve compared to 16% across Ontario. Data
drawn from the 2011 National Household Survey.
Return to Exhibit 2.8
Exhibit 2.9: Place-of-Work by Industry and Census Division, 2011
This bar chart demonstrates the diversity of place of work by industry and
census division for 2011. Census Divisions include Greater Sudbury, Thunder
Bay, Algoma, Nipissing, Cochrane, Kenora, Parry Sound, Timiskaming,
Sudbury, Rainy River, and Manitoulin. The industry categories are Agriculture,
Forestry Fishing, and Hunting; Mining, Quarrying, and Oil and Gas Extraction;
Manufacturing; Utilities and Construction; Wholesale and Retail Trade;
Transportation and Warehousing; Finance, Insurance, Real Estate;
Professional, Scientific, Technical, Management; Administrative, Waste
Management, Remediation; Educational Services; Health Care and Social
Assistance; Information, Arts, Entertainment, and Recreation; Accommodation
and Food Services; Other Services (except Public Administration), Public
Administration. Data are from the 2011 National Household Survey and industry
groupings are based on North American Industry Classification System (NAICS)
2007.
Return to Exhibit 2.9
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Exhibit 2.10: Proportion of Jobs by Industry, Northern Ontario and Ontario
Totals, 2011
This bar chart displays the proportion of jobs by industry, comparing Northern
Ontario and Ontario totals. The industry categories are Agriculture, Forestry
Fishing, and Hunting; Mining, Quarrying, and Oil and Gas Extraction;
Manufacturing; Utilities and Construction; Wholesale and Retail Trade;
Transportation and Warehousing; Finance, Insurance, Real Estate;
Professional, Scientific, Technical, Management; Administrative, Waste
Management, Remediation; Educational Services; Health Care and Social
Assistance; Information, Arts, Entertainment, and Recreation; Accommodation
and Food Services; Other Services (except Public Administration), Public
Administration. Data is from the 2011 National Household Survey and industry
groupings are based on North American Industry Classification System (NAICS)
2007.
Return to Exhibit 2.10
Exhibit 2.11: Map of Provincial Parks and National Parks in Northern
Ontario
This map shows Provincial and National Parks in Ontario with the Far North
boundary and district boundaries included. Other features on the map include
roads and select population centres. Note: Polar Bear Provincial Park, Ontario’s
largest and most northerly park has no visitor facilities and is generally
accessible only by air.
Return to Exhibit 2.11
Exhibit 3.1: Map of Transportation Connections between Northern and
Southern Ontario
This map shows transportation connections between Northern and Southern
Ontario. Map features include select population centres, First Nations Reserves,
municipal airports, and district boundaries. Roads are distinguished by primary
and secondary highways, local secondary highways, and major out of Province
roads. Railways are distinguished by owner.
Return to Exhibit 3.1
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Exhibit 3.2: Map of Ontario Road Network in National Context
This map shows Ontario’s road network in a Canadian context, distinguishing
between Ontario roads and roads from other provinces. The map highlights the
sparse road network in Northern Ontario compared to some other provinces, in
particular the Prairie provinces.
Return to Exhibit 3.2
Exhibit 3.3: Map of Transportation Infrastructure Serving Interprovincial
and International Traffic in Northern Ontario
This map shows the transportation infrastructure serving both interprovincial and
international traffic in Northern Ontario. The map classifies roads as major
provincial highways, secondary provincial highways, and major out of province
roads. Railways are classified by owner; out of province lines are all classified
only as out of province railways. The map contains select population centres,
First Nations Reserves, major ports, district boundaries, distinguishes Northern
and Southern Ontario, and includes the Far North boundary. The map also
marks interprovincial and international border crossings distinguishing between
both road and rail.
Return to Exhibit 3.3
Exhibit 4.1: Map of Northern Ontario: Far North Boundary, Statistics
Canada Census Districts and Municipalities
This map depicts Northern Ontario administrative divisions, including municipal
boundaries, Statistics Canada census districts, and the Far North boundary. The
map includes select population centres, other population centres, highways –
primary, secondary, and local, - in addition to out of province roads.
Return to Exhibit 4.1
Exhibit 4.2: Northern Ontario Municipalities
This table lists all Northern Ontario Municipalities, categorized by District and by
Northeast vs. Northwest.
Return to Exhibit 4.2
Exhibit 5.1: Areas in Northern Ontario Represented by Community-Based
Land Use Plans (CBLUPs)
This map shows the land use designations in completed First Nations
Community Based Land Use Plans. Primary land use areas include:
conservation reserve, enhanced management area, forest reserve, general use
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area, protected area – Far North, Provincial Park, and Recommended Provincial
Park. The map includes population centres greater than 5,000 people, other
population centres, First Nations Communities, the Far North Boundary, District
boundaries, the Northern Ontario boundary, and Community Based Land Use
Plan Boundaries. Road are classified as primary, secondary, secondary local,
other all-season, and winter.
Return to Exhibit 5.1
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