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1. Summary

1.1 Purpose of the Undertaking

The proponent {s the Ministry of Transportation and Communications.
The purpose of the undertaking s to ultimately provide a new fully
grade separated freeway facility to:

1. Improve access to the recently expanded Hamilton Civic Airport.

2. Encourage industrial and residential growth in Townsend/Nanticoke
and Hamilton-Wentworth Region.

3. Alleviate operational deficiencies on existing Highway 6.

To fulfill the purpose of the undertaking, Highway 6 (New) has the
following objectives:

1. Provide access fram the airport to the existing Provincial freeway
system to improve accessibility to the west and east of Hamilton
and to Hamilton itself.

2. Increase use of the Caledonia Bypass.

3. Improve atcess to and provide flexibility for development in
Townsend/Nanticoke .

4. Improve access to the industrial area of lower Hamilton, such
access currently provided by the local road system.

5. Select a route which can be stage constructed in a realistic and
economical manner.

1.2 Description of the Undertaking

The undertaking is a new, ultimate six-lane, fully grade separated,
divided, rural freeway with a 120 kn/h design speed [RFO 120). &
description of the recommended plan for Kighway 6 (New) is included in
Chapter 6; detailed plans and profiles of the recommended design along
with the Preliminary Design component of the study are found in
Part 11,



The following briefly describes the recommended alignment and profile
for Highway 6 {New) from Highway 403 in Ancaster to the north end of
the Caledonia Bypass at Greens Road (refer to Exhibit 1.1},

Starting at Greens Road (the north end of the existing (aledonia
Bypass), a full interchange would be provided for access to Caledonia.

The alignment proceeds northerly towards Unity Road, a designated rural
hanlet and an area determined to be environmentally significant for the
purposes of this study. The crossing at Unity Road is in an area of
deep cut, approximately 7 to 9 m, and thus mitigates visual and noise
effects.

From Unity Road the alignment follows existing
possible.
Roads .

lot Tlines wherever
Overpasses are provided at Townline, Leeming and Chippewa

Between Chippewa and White Church Roads there is an overpass at White
Church Road and an interchange with a connection to existing Highway 6.
In addition to local access, the interchange serves a major traffic
movement from Highway 6 (New) onto Highway 6 Existing and into
Hamilton. The location and function of this interchange was judged to
be environmentally significant for the purpose of this Study.

An interchange is provided opposite the existing access to the parking
area of the Hamilton Civic Atrport. This interchange is intended, in
the short term, to serve all of the facilities associated with the
Hamilton Civic Airport; and in the long term, will serve traffic to the
Airport's air cargo and general aviation facilities.

The alignment proceeds to the west where it crosses Glancaster and
Butter Roads. Overpasses will be provided at both these roadways.

The alignment praceeds northerly toward Book Road. At Book Road, an
interchange is provided for local access and to serve airport-related
industries and the long-term requirements of Transport Canada for a
terminal on the north side of the Airport. The Book Road area was
judged to be environmentally significant for the purposes of this
Study.

The alignment proceeds northerly from Book Road to join the existing
designated Tands. This designation was 1afd down by the MTC in 1975 to
protect Tand for a future interchange between Highway 403 and Highway &
(Hew).

The interchange provided at Highway 403 serves all movements between
Highway 403 and Highway 6 (New). In addition, ramps are provided to
and from Highway 53 serving movements to and from the east on Kigh-
way 403,

1t is proposed that Highway 6 (New) be staged constructed as follows:

Stage 1 - two-lane undivided arterial highway;
Stage 2 - four-lane divided rural freeway;
Stage 3 - six-lane divided rural freeway.

Proposed staging is discussed in detail in Chapter 6.

1.3 Justification for the Undertaking

The identified need for a new transportation corridor between Hamilton
and Nanticoke relates to municipal, provincial and federal desires to
create an environment which will encourage planned development in the
area. The new route is also needed to alleviate deficiencies in the
access between the provincial freeway network and the existing and
Planned developments in the Hamilton/Nanticoke corridor.

Specifically, the need for Highway 6 (New) is based upon:
L. Improving access to the recently expanded Hamilton Civic Afrport.

2. Encouraging industrial and residential
Townsend and Hamilton-Hentworth.

growth in  Manticoke/

3. Alleviating operational deficiencies on existing Highway 6.

The need and
Chapter 2.

Justification for the undertaking is detailed in

14 and

of the ing

The advantages are:

- direct access from the airport to the Provincial freeway system;
- increased use of the Caledonfa Bypass;

- improved access to Townsend/Nanticoke;







- improved access to the industria) area of Jower Hamilton;

- flexibility for staged construction to provide traffic service in
accordance with available funding; N

- the reduction of through and truck traffic from congested urban
areas;
Provincial economic

- encourages objectives for

growth;

and  Wonicipal

- addresses needs and concerns of the trucking industry
- improved operational safety on the Provincial highway system.
The disadvantages are:

- removal of 166 ha of agricultural land including 34 ha of woodlot
and 11 ha of waterfowl nesting area;

- removal of four residences;

- the creation of proximity impacts (noise, visual intrusion) in a
largely rural area;

- reduction in traffic on existing Highway 6 may affect existing
businesses.

These advantages and disadvantages are elaborated throughout the
docunent .

1.5 Alternatives to the Undertaking

Alternatives to the undertaking consist of:

- modal {transit, rail, air);

- upgrading of existing facilities;

- "o nothing”.

These alternatives to the undertaking were compared to the transporta-
tion objectives outlined above.

The transit, rail and air alternatives do not provide for improved auto
and truck access to the airport, Townsend/Nanticoke or the industrial

area of Tower Hamilton, and they do not increase use of the Caledonia
Bypass-

Either upgrading of existing facilities or “do nothing" will nat
improve access to the airport, Haldimand-Norfolk or the industrial area
of Tower Hamilten. They do not increase use of the Caledonia Bypass.
These alternatives do not provide for a new connection to Highway 403
and thus do not improve accessibility beyond that currently provided by
the existing road system.

A more detailed comparison of the alternatives to the undertaking is
presented in Chapter 5.

1.6 forridor Alternatives
(Alternative Methods of Carrying Out the Undertaking)

During earlier studies for Highway 6 (New) between Caledonfa and
Hanilton (including the 1976 Highway 6 Nanticoke to Hamilton Joint
Use Corridor Study}, three basic corridors were identified for poten-
tial alignments between Caledonia and Hamilton. These corridors were:

1. The "West Corridor”, located west of existing Highway 6 connecting
o existing Highway 403 i Ancaster.

2. The “Central Corridor" generally
existing Higmay 6 and connecting
Arterial in Hamil ton-entworth.

Tocated
to the

inmediately east of
proposed East-West

3. The "East Corridor" generally east of the CMR tracks connecting to
the proposed North-South Parkway in Hamilton-Wentworth.

In order to identify the Study Area for the Caledoniz to Hamilton
Study, it was decided to analyze the above three corridors in terms of
their ability to meet the transportation objectives.

It was decided that if any of the three basic corridors did not meet
the wrequired objectives of the new facility, then they would be
considered to be unacceptable alternatives and would be abandoned
without any further study.

Based on this analysis (presented in Chapter 5), it was concluded that
the East and Central Corridors do not adequately meet the required
transportation objectives and, consequently, the Central and East






Issue/Concern

Report
Section

TABLE 1.1

Future wWork Proposed

GEMERAL SUMMARY OF ENVIRONMENTALLY SIGNIFICANT AREAS/ISSUES

Agencies/Groups
Involved In
Future Work

Comments

Noise

Agriculture

Unity Road

White Church Road

Book Road

Property

Vegetation

Detailed barrier calculations
during final design.

Access to be provided t0 new
farm units created

Landlocked parcels to be
offered for sale to adjacent
owners

Investigate advanced tree
planting

None required.

Provide access to historic
abandoned human cemetery
{Parkin}

Obtain residences prior to

construction

Malk R-0-W to identify
significant species

Property Owners/
MOE

Property Owners

Haldimand/
Norfolk Board
of Education

N/A

Town of Ancaster

Property Dwners

Mitigation to be investigated
and provided based upan HTC/MOE
noise protocol.

Standard MTC practice.

To reduce visual impacts
associated with the crossing,
advanced tree planting will be
investigated at the time of
detail design.

Mitigation incorporated in
design.

Town requires access to the
cemetery in order to undertake
maintenance.

Residences preferably obtained
on a willing seller, willing
buyer basis at fair market
value.

To be undertaken during detail
design.

'S



1.11 External Contacts

Forma) Municipal Council presentations were made during May 1985,
October 1985, February 1986 (Glanbrook Council only), and April 1986.
Numerous working meetings and correspondence were conducted with
municipal staff members from all affected municipalities.

An External Team was formed of all government agencies and ministries
which have formal review of the Environmental Assessment Report.
Formal External Agency presentations were made in June 1985, October
1985 and April 1986. In addition, several working meetings were made
with individual ministries and agencies for a specific project-related
concern. These were:

- Ministry of Agriculture and Food;
- Ministry of the Environment;

- ministry of Citizenship and Culture;

- Ministry of Matural Resources;

- Grend River Conservation Authority;

- Niagara Peninsula Conservation Authority;
- Transport Canada;

- ontario Hydro.

Contact was made with the following utility companies to determine
Tocation of existing plants, planned improvements or expansion, and
relocation or plant moditication requirements:

- ontario Hydro;

- Union Gas;

- 8ell Canada;

- TransCanada Pipelines;

- Interprovincial Pipelines;
-~ Trans Northern Pipelines.

Additional information on external contacts is presented in Chapters
3 and 4.
1.12 Sub-studies Carried Out in Relation to this Project

As part of this route location and prelfminary design study, the
following interim reports were prepared:

- Interim Report: Study Area Determination and Traffic Analysis,
M.M. Dillon Limited;

Results of the First Series of Public Information Centres,
.M, Ditlon Limited, June 1985;

Results of the Second Series of Public Information Centres,
#.M. Dillon Limited, October 1985;

Results of the Property Owners' Meeting (White Church Road area),
M.M. Dillon Limited, February 1986;

Results of the Third Series of Public Information Centres,
H.M. Dillon Limited, April 1986;

Report W86-204, No. 1, Nofse Environment Study, Highway 6 (New),
Hamilton to Caledonia, March 10, 1986, S.S. Wilson and Associates
Ltd.;

Revision I, Report W86-204, No. 2, Noise Environment Study,
Wighway 6 (New), Hamilton to Caledonia, September 15, 1986,
5.5, Wilson and Associates Ltd.;

Heritage Report, Ministry of Transportation and Communications,
January 19875

Effects to Farm Operations, M.M. Dillon Limited, September 1986.






2. Introduction

2.1 The Environmental Assessment Report
- One-Stage Submission

This report is a One-Stage Environmental Assessment Submission. The
one-stage process allows for a one-time only Environmental Assessment
to be carried out for a Group "A" project.

Part 1 of this report will document the following:
- the study purpose;

- the environmental assessment process followed;
- environmental conditions;

- alternative alignments evaluated, their environmental effects and
potential mitigating measures;

- description of the recommended plan and its effects and mitigating
measures ;

- commitments to be undertaken for identified ‘environmentally
significant areas/issues".

Part 1 of this report will document the following:

- traffic forecasts;
- design alternatives;

- general mitigation measures for construction;
- detail design requirements.

This Environmental Assessment Report is for submission to the “inister
of the Environment for approval. Its approval will allow the #iristry
of Transportation and Communications to:

- designate the recommended route;
- purchase property necessary for project implementation;
- complete the design and construct and operate the facility.






According to Transport Canada, the level of service offered by the
upgraded Hamilton Civic Airport will make it a viable alternative to
Lester B. Pearson International Afrport for passengers and freight from
the Hamilton-Niagara-Brantford area.

The following statements were made in a letter dated August 17, 1982 to
the Ontario Minister of Transportation and Communications from the
Minister of Transport Canada:

Transport Canada's forecasts for the utilization of Hamilton
anticipate a significant improvement of carrier service
following the upgrading of the airport. Lt is my depart-
ment's view that the more extensive the services, the greater
the traffic and the greater the incentive to carriers to
offer yet better service. With more services being offered
at Hamilton, more travellers in the area should regard it as
a viable alternative to Toronto International Airport (TIA),
especially given the forecast increase in airside delays at
TIA, and the increased traffic on the access highway.

In order to adequately serve this regional market and to realize the
full potential of the airport, Transport Canada concluded that improved
road access was required. The Minister's letter of August 17, 1982
continued as follows:

S0 as to exploit the full potential of the Hamilton Airport,
it is essential that the road access be improved, not only
for passengers from the City of Hamilton itself, but also
from other cities and municipalities in the Hamilton-
Niagara-Brantford area. (learly, one of the most effective
improvements would be to provide direct access to the
Hamilton Airport from Highway 403.

This position was reiterated in a January, 1983 letter from the Federa)
Minister of Transport to the Ontario Minister of Transportation and
Communications as follows:

With respect to long-term development of the Hamilton
airport, 1 would like fo reiterate the views of my Department
that, should ajr traffic activity at Hamilton increase as
forecast, it will be mecessary to further improve road access
to the airport by construction of the proposed new Highway 6
corridor to ensure that direct highway access is available to
the airport.

Accordingly, Transport Canada has urged MTC to ensure direct highway
access to the Hamilton Civic Airport from Highway 403. In his letter
to the Chairman of the Regional Mumicipality of Hamilton-wentworth
dated 27 July 1982, the Federal Minister of Transport mentioned their

discussions concerning the “need for direct highway access to the
Hamilton Airport, ideally from Highway 403."

Recent communication from the Minister of Transport Canada to the
Ontario Minister of Transportation and Communications dated 9 April
1986 confirms the Ministry's position that “provision of
access to Hamilton Afrport would be a beneficial instrument for
increasing the utilization of the airport." To that end, it is
suggested that possible improvements to highway access to the airport
would be desirable.

regional

Copies of the Minister of Transport Canada‘s letters on this matter are
included in Appendix A,

A Highway 403 to Highway 6 (New) connection would provide direct high-
way access to the airport and significantly increase its accessibility
for the entire Hamilton/Haldimand-Norfolk/Niagara Peninsula/Brantford
area. The Draft Hamilton Airport Master Flan confirms this need for
regional accessibility. Transport Canada's regional planning staff are
also concerned about under-utilization of the afrport i highway access
is not improved.

The Regional Municipality of Hamilton-Mentworth recognized the need for
improving accessibility to the airport in thefr Official Plan palicies,
Section 9.5.5 of the Gfficial Plan states that it is the policy of
Regional Council:

To encourage the appropriate Federal and Provincial
authorities to provide a controlled access road facility
connecting the airport terminal to the freeway system in the
Hami] ton-Wentworth area in order to ensure a high degree of
accessibility to the afrport from all arees in the Region.

The Council of the Regional Municipality of Hamilton-Wentworth passed
the following resolution on 15 October 1985:

That the Province of Ontario be urged to comp]ete the first
stage of No. § Highway to Hamilton Airport

The City of Hamilton
31 January 1984:

Council passed the fallowing resolution on

That Council take prompt steps to approach the Provincial
#inister of Transport, The Honourable James Snow, with a view
to obtaining a commencement upon the implementation of a full
interchange on Highway 403 and the Nanticoke Righway Corridor



as far as the Airport Road extension, at as early a date as
possible.

The Hamilton and District Chamber of Commerce, im a letter dated
3 January 1984, encouraged the study of Highway 6 (New) to provide
direct access between the Airport and Highway 403:

“We believe it is now the time to resolve the Tocation of ‘the
north terminus of the Nanticoke-Hamilton Corridor (High-
way 6). Me believe it is important to provide a more direct
access to the expanded Afrport than is now being provided via
Fiddier's Green Road at Highway 403, and that this should be
one of the criteria for the study of this corridor terminus.®

A report prepared by Regional staff, investigating existing and pro-
posed access to the airport, concluded that:

The proposed full interchange at Highway No. 403 and the
Nanticoke Highway Corridor to the Airport Road Extension is
required as soon as possivle to ensure an efficient and
direct route from and o the Airport.

2.2.2 Haldimand-Norfolk Region

In 1968, The Steel Company of Canada {Stelto} acquired severa) thousand
acres of land on the north shore of Lake Erie to develop a new steel
making plant and the Lake Erie Industrial Park. There are now 9,000
acres of land commonly known as Nanticoke. It also Contains an Ontario
Hydro thermal generating station, a major Texaco Canada ofl refinery,
and a few small-scale steel related industries. Since the early 1970s,
there has been little additional industrial development. There now
remains approximately 4,000 acres of readily available, zoned,
industrial land.

Tnis land has good rail and ship access and most of it is fully ser-
viced.  Mydro power is readily available fron the nearby therma)
generating station. Tne lands are zoned for virtually all types of
jndustrial uses, including the large-scale steel and refining activi-
ties currently underway. There is little other development nearby, and
a buffer zone, a 3 km Industrial Influence Area, has been designated
around the exterior properties of the Stelco mill, Hydro and Texaco
sites in the City of Nanticoke District Plan so that new land uses
which are incompatible with heavy industrial operations are restricted.
In summary, the Manticoke area is an ideal location for large-scale,
heavy industrial uses. The services are provided and there are no
other nearby conflicting land uses. However, the one missing piece of

infrastructure for these industrial operations is the lack of good
highway access.

At the time of the development of the Lake Erie Industrial Park, the
Gntario Government proceeded with the planning of Townsend as a major
new community to accommodate the forecasted residential growth. In the
official Pian for the Haldimand-Norfolk Planning Area, Townsend was
planned to accommodate a population of approximately 40,000 persons.
Today, it contains a population of less than 2,700 persons.

Townsend/Nanticoke is thus an area of considerable unrealized potential
in both industrial and residential growth.

It is widely held among municipal politicians, municipal staff, provin-
cial civil servants, and industry representatives that a major reason
for this growth not cccurring is the poor access and that improving the
accessibility of Nanticoke by the construction of Highway 6 (New) will
encourage an acceleration in industrial development in Nanticoke and
the corresponding residential development in Townsend.

In addition, many reports have concluded that the existing Highway 6,
which is the main access route from Nanticoke to Hamilton, Toronto and
points beyond, is inadequate.

In order to investigate these concerns, interviews were held (as part
of this Study) with representative industries and trucking firms in the
Highway 6 Corridor. Information was solicited from 14 representative
firms in the areas of steel production, transportation, mining and
refining. Those surveyed ranged in size from 20 to 1,400 #mployres and
were generally located in Nanticoke, Caledonia, Hagersville, Sincoe,
Cayuga, Port Dover, and Delhi.

Problem areas cited by many, if not all, of those interviewet wora:

1) Many truckers avoid Highway 6 where possible due to congestion in
Hamilton and other communities. Truckers will travel :cnsiderable
distance on other routes to avoid Highway § through urban ureas.

11) There is very poor access from Nanticoke to the Proviacial frecway
system. Most notably Highway 6 does not commect to Highway 403.
Such a comnection would provide direct access to tne Provincial
freeway system.

1ii) There are significant operational problems relating to additional
travel ~distance and turning movements, and speed change



requivements on the Caledonia Bypass. Many truckers remain on
Highway 6 through Caledonia to avoid the Bypass.

Due to the nature of the industries in the Nanticoke area, mainly
steel, mining and refining, trucks used for moving these goods are
generally the largest and heaviest allowed by law. These types of
trucks have considerable impact on urban areas by adding to congestion,
noise, dust, vibration, and visual intrusion. These types of trucks
are best carried by a freeway facility that avoids urban areas.

Many of the trucking firms have shown growth in recent years, adding
considerably to their fleet of trucks and trailers. Representative
industries attributed this growth to increased use of trucks for
transporting finished goods. Recently manufacturers have modified
inventory procedures and demand that material be supplied within very
short time frames. This procedure, referred to as "just in time" or
JIT inventory, has placed increasing demand on truck hauling as it is
the only mode of transport that can meet these new stringent delivery
requirements.

Thus, trucking firms and industries forecast increased reliance on
truck movements even at existing production levels. In addition, many
firms were “cautiously optimistic" sbout their growth, believing that
they would grow along with the vest of the economy in general,

Most of those interviewed believed that a new Highway 6 facility would
significantly improve their current and future operations. They
believed improved access to Nanticoke is vital to increased economic
development of the area and that historically, poor growth in the
Nanticoke area can at least partially be attributed to the poor highway
access.

The Director of Industrial Development for the Regional Municipality of
Haldimand-Norfolk was also interviewed. He stated that many of the
firms considering Nanticoke for new fndustrial sites have expressed
concern about the area’s lack of good highway access. There is a
strong perception in the area that, as a result of this poor sccess,
industries have selected sites other than Manticoke.

The Director of Industrial Development feels strongly that improving
the accessibility of Nanticoke by developing Highway 6 (New) would
attract move industries and generate additional development, and help
vealize the growth potential of the area.

2-5

2.2.3 Hamilton-Wentworth

Highway 6 (New) is also seen as providing access to and stimulating
development in the Hamilton-Wentworth Region.

Within the Town of Ancaster a major fndustrial business park has been
designated at Duff's Corners (Highway 2 at Highway 53). It will be
approximately 1,200 acres in size comprised of mainly lignter type
industrial uses with some commercial/business use. Accessibility was a
major factor in the planning of this business park and Highway 6 (New)
was fdentified as a contributor to its success. The direct link via
Highway 6 (New) to the Hamilton Civic Airport and Nanticoke emhances
the business park's accessibility.

Also within Ancaster, a major residential development is planned just
east of Highway 6 (New}. This development, known as Scenic Woods, will
ultimately support some 17,000 persons. Investigations have indicated
that traffic generated by this additional development will overioad the
Mohawk Road/Highway 403 interchange, severely limiting access to
Highway 403. Highway 403 serves areas to the west in Ancaster and
8rantford and also Tower Hamilton and points beyond in Burlington and
Toronto. Additional access provided at the Highway 403/Highway 6 (New)
interchange will offload the Mowhawk Road/Highway 403 interchange, thus
increasing regional accessibility to the future residents of Scenic
Woods and improving the viability of the development.

To support Highway 6 (New), the Town of Ancaster Council passed a
resolution on 13 May 1985, citing the strong need for a new M arway to
alleviate the increasing amount of traffic requiring access to ind from

Lake Erie destinations, and to serve the expended Hamilton Civic
Airport.
In the Township of Glambrook, an industrial business park ~3 aeea

approved to encourage complementary airport-related industries. T-e
business park is 300 acres and is located west of existing 4 jrway o,
north of the Afrport. This is adjacent to the area set aside wnder tne
Draft Hamilton Airport Master Plan for future long-term expansion and a
new air terminal buildings. Highway 6 (New) will provide access to and
from Highway 403 for both the Afrport expansion area and the industrial
business park, thus avoiding travel through the urban areas of Hamiltan
and Ancaster,

In addition, the Regional Muncipality of Hamilton-Wentworth's OFficial
Plan supports Highway 6 (New) by stating that it will improve



accessibility from Caledonia into Hamilton by accommodating traffic
from Nanticoke to Hamilton-Wentworth, Toronto, and points east.

2.2.4  Purpose of the Undertaking

In summary, the purpose of the undertaking fs to provide a fully grade
separated freeway facility to:

1. Improve access to the recently expanded Hamilton Civic Airport.

2. Encourage industrial and residential growth in Townsend/Manticoke
and the Hami)ton-Wentworth Region.

3. Alleviate operational deficiencies on existing Highway 6.

2.3 Transportation Issues

2.3.1 Transportation Objectives

To fulfill the purpose of the undertaking, Highway 6 (New) has the
following abjectives:

1. Provide access from the airport to the existing Provincial freeway
system to improve accessibility to the west and east of Hamilton
and to Hamilton itself.

2. Increase use of the Caledonia Bypass.

3. Improve access to and provide flexibility for development in
Townsend/Nanticoke .

4. Improve access to the industrial area of Tower Hamilton, such
access currently provided by the local road system.

5. select a route which can be stage constructed in a realistic and
economical manner.

The following sections will elaborate upon the objectives by outlining
their rationale.

Objective 1 - Provide access from the airport to the existing
Provincia) freeway system to improve accessibility
to the west and east of Hamilton and to Hamilton
tself

The first objective is in response to the strong requests from
Transport Canada, The City of Hamilton, The Regional Municipality of

Hamilton-Wentworth and Tocal businesses for improved Airport access.
Access today is only available via municipal roads, and local residents
object to the use of such roadways as major transportation routes.

Objective 2 - Increase use of the Caledonia Bypass.

In response to municipal and local residents concerns over the use of
the existing Highway 6 through the Town of Caledonia by heavy truck
traffic, the Ministry of Transportation and Communications opened the
Kigway 6/Caledonia Bypass in 1983. Today, due to the extra turns and
the additional distance required to use the Bypass, some truck traffic
has elected to remain on old Highway 6 through the Town. The comple-
tion of Highway 6 (New) north of the Bypass will encourage truck
traffic to completely avoid existing Highway 6 through Caledonia and
thus will increase use of the Bypass.

The south end of the Bypass Js the subject of another study, and
improvements are planned in the near future that will encourage use of
the Bypass.

Objective 3 - Improve access o and provide flexibility for
development in Townsend/Nanticoke .

Municipal politicians, municipal staff, provincial civil servants, and
industry representatives have been strong in stating that a new
Highway 6 Corridor comnection to the provincial freeway system will
encourage an acceleration in industrial development in Nanticoke and
the corresponding residential development in Townsend.

Objective 4 - Improve access to the industrial area of lower
Kamilton, such access currently provided by the
Tocal road system.

Interviews with trucking firms and industries indicate that a major
problem with existing Highway 6 is its poor connection to the provin-
cia) freeway system. These connections now require considerable travel
through the urban areas of Hamilton. With Highway 6 {New) connected to
Highway 403, most of the urban area of Hamilton is bypassed and truck
traffic is carried by a route designed to carry heavy trucks.

Objective 5 - Select a route which can be stage constructed
in a realistic and economical manner

Construction of Highway 6 {New) is considered to be in the long term.
However, pressure from area municipalities, Transport Canada, and



Jocal businesses may require that Highway 6 (New) be built in stages.
It is therefore desirable to select an alignment which will facilitate
the incremental meeting of transportation objectives, while at the same
time demanding only a reasonable level of capital investment.

2.3.2 Traffic Forecasts
In order to assess the travel demand between Caledonia and Hamilton, a
corridor traffic forecasting and transportation analysis was under-
taken. Population and employment forecasts were prepared for two
growth scemarios:  “anticipated” and "high" growth.  From these,
traffic projections were made for the three corridors discussed in
Chapter 5.

2.3.2.1 Population and Employment Forecasts

The population and employment forecasts were prepared for the Highway 6
Corridor from Hamilton to Lake Erfe, including the communities of:

- Hamilton Mountain
- Dundas

- Ancaster

- portions of Stony Creek
- caledonia

- Jarvis

- Hagersville

- Townsend

- Manticoke

- simcoe

- Port Dover.

These forecasts were based upon information provided by the following
agencies:

- Regional Municipality of Hamilton-Wentworth

- Regional Municipality of Haldimand-Horfolk

- The Ontario Ministry of Transportation and Communications

- The Ontario Ministry of Treasury and Economics

- statistics Canada

The anticipated population and employment projections assume that
growth will proceed in accordance with past trends.

However, the Highway & Corridor also has the potential to go beyond
past trend growth. The factors contributing to the potential for high
growth include:

- complete expansion of Hamilton Civic Airport and total development
of the Afrport Industrial Business Park;

- completion of the development of plans for the
Townsend;

new town of

- predicted potential development of the Nanticoke (Stelco) works in
the Lake Erfe Industrial Park.

2.3.2.2 Airport Benerated Traffic

Future traffic for the Hamilton Civic Afrport was estimated based upon
Transport Canada’s projected four times increase in passenger travel
above the 1980 levels. The forecast is for flight-related traffic
only, it does not reflect traffic generated by the Airport Industrial
Business Park. The total Airport vehicle trip generation in the year
2001 is estimated to be 4,300 vehicles per day.

2.3.2.3 Truck Traffic

Truck volume forecasts for the year 2001 were based on existing truck
volumes factored by the change in employment levels. These volumes
were assigned to the different corridors based on a truck origin-
destination survey conducted in June 1984. Most truck traffic is
comparatively long-distance trips from south of Caledonia to the
industrial regions of Hamilton and to points beyond. Highway & {New)
was assigned the majority of truck traffic in the area as it will
provide good access to the freeway system to facilitete long-distance
trips. In addition, the trips bound for Hamilton's industrial area
will be able to avoid the congestion experienced through central
Hami} ton.

2.3.2.4 Automobile Traffic

To forecast automobile traffic, trip tables were developed for both the
anticipated and high growth scemarios. For the new trip tables, trip
production and attraction data, and gateway volumes were produced for
both scenarios. The productions and attractions represent the number



of trips extting (produced, entering, attractive) a zone. The gateways
allow for trips to and from the areas external to the Study Area.

In addition to the existing provincial highways and regional roads, the
network included the following major future roads:

- the North-South Parkway/East-West Arterial;
«  the Highway 403 extension to Brantford and Woodstock;
= the Hamilton Industrial Perimeter Road.

2.3.2.5 Future Traffic Yolumes

Ihe forecasted volumes for Highway 6 (New} are shown in Table 2.1 along
with the resulting leve)l of service for a two, four and six-lane
facility. Although approval is being sought for a six-lane freeway, it
is likely that Highway 6 (New) will be built in stages. The tadle
shows the resulting level of service for each of these stages based on
year 2001 traffic projections. Traffic congestion will occur with a
two-lane facility. Good levels of service, however, would be provided
with a four or six-lane facility.

TABLE 2.1
YEAR 2001 TRAFFIC PROJECTIOKS

Level of Service+

Percent Two  Four Six
Scenario A1 Comercial  lane Lane Lane
Anticipated:
North of Ajrport 7,000 20 c A A
South of Airport 9,900 12 DA A
High:
North of Airport 9,000 2 o A A
South of Ajrport 13,000 13 E B A

* Annual Average Daily Traffic

+ Level of Service is a rating of the amount of congestion and ease of
teaffic movement; Level A is the highest and best traffic service,
Level F represents the worst traffic condition and is beyond the
capacity of the facility.

Table 2.1 also shows the percentage of commercial vehicles (trucks).
Generally highways carry approximately 10% commercial vehicles.
However, due to the large industrial areas served by Highway 6 (New),
the commercial vehicles represent 12% to 24% of the total traffic.
This indicates the importance of Higmway b (New) for providing access
for industries in the Highway 6 Corridor to the Provincial freeway
system.

Future daily traffic volumes [AADT) and design hourly volumes (DHV) are
shown on Table 2.2 for the "do nothing” alternative. Congestion will
be experienced under both growth scenarios.

2.4 Background

In 1974, the Ministry of Transportation and Communications undertook
the "Highway 6 ~ Manticoke to Hamilton Joint Use Corridor Study'. The
prime objective of that study was to identify an acceptable route for a
new joint use transportation corridor (including a highway and major
utilities such as Hydro and pipelines) between the Nanticoke area and
Hamilton. The report on this study was issued in 1976,

TABLE 2.2
EXISTING HIGHWAY § LEVEL OF SERYICE
YEAR 2001, DO NOTHING TRAFFIC FORECASTS

ARDT* Level of Service
Scenario Luph) Existing 4 Lanes
Anticipated:
North of Afrpart 22,449 3
South of Afrport 15,080 0
High:
North of Airport 29,400 F

South of Airport 20,120 [}

* Average Annual Daily fraffic

+ Level of Service is a rating of the amount of congestion and ease of
traffic movement; Level A fs the highest and best traffic service,
Level F represents the worst traffic condition and is beyond the
capacity of the faciliiy.



At approximately the same time the MIC designated lands along
Highway 403, between Fiddler's Green Road and Mohawk Road to protect
land for an interchange with Highway & {New), should the west corridor
be selected.

The Joint Use Corridor Study recomiended an alignment for a new route
between Nanticoke and Caledonia, including the now completed Caledonia
Bypass.

However, the study concluded that the alignment for Highway 6 (New)
between Caledonia and the Hamilton area should not be determined
until:

- the Hamilton-Wentworth Official Plan was completed; and
= plans for the expansion of the Mount Hope Airport were confirmed.

With these 1issues resolved, the Ministry of Transportation and
Communications in 1984 commissioned M.M. Dillon Limited to undertake
"The Highway 6 (New) Hamilton to Caledonia Route Location and
Preliminary Design Study".






3. Study O ization and the i A Process

3.1 Study Organization
3.1.1 Study Team

The project was headed by the Ministry of Transportation and Communica-
vions Centra) Region Plamning and Design Section through a Project
Manager and an Environmenta) Planner as indicated in Exhibit 3.1. This
exhibit also illustrates the senior Dillon staff assigned to the Study.

S.5. Wilson and Associates, acoustical engineers, were used as noise
subconsultants on this project.

3.1.2 pre-Study

This section outlines work undertaken to allow for the preparation of
the detailed study design. The following documents were reviewed in
order to determine the background of the study:

- Justification Report;
- Consultant Terms of Reference;

- Highway 6, Nanticoke to Hamilton Joint Use Corridor
Feasibility Study, March 1976;

- Municipal Official Plans.

In order to identify major factors affecting the project, discussions
were held with senior MTC and Regiona) staff. These discussions
identified the following factors as having particular significance:

- the Caledonia Bypass;

Hamilton Civic Airport;

Hamilton Mountain North-South Parkway and East-wWest Arterial;
existing MTC designation on Highway 403;

- the strong agricultural community;

- the need for a comprehensive public invelvement process.

ggg
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In addition, field visits were made to assess the general nature and
character of the area.















3.2.2 Municipal Invo)vement

At the start of the project, cach municipality designated a contact
individual, Mectings were held with the contact individual and
appropriate staff members throughout the study to review concerns and
identify appropriate solutions. The schedule for these meetings are
shown on Exhibit 3.3. The municipalities supplying assistance were:

- The Regional Municipality of Hamilton-Wentworth
- The City of Hamilton

- The Town of Ancaster

- The Township of Glanbrook

- The Regional Municipality of Haldimand-Norfolk
- The Town of Haldimand.

Elected representatives were kept fully informed of the status of the
project through formal council presentations. The timing of these
presentations is shown in Exhibit 3.3.

Appendix B to this report summarizes all the major comments made by the
various municipa) staffs and elected representatives, together with the
methods in which these concerns were handied.

3.2,3 Government Agencies

Representatives of all government ministries and agencies who have the
responsidility for review of and comment on environmental assessments
were constituted into an external agency team. The external agency
contacts are shown on Exhibit 3.3.

In addition to this format, several working meetings and contacts were
held with individual ministries and agencies who had specific project-
related concerns. Ministries and agencies with whom such meetings were
held included:

- Ministry of Agriculture and Food;

- Ministry of the Environment;

- Ministry of Citizenship and Culture;

- Ministry of Hatural Resources;

- Grand River Conservation Authority;

- Niagara Peninsula Conservation Authority;

- Transport Canada;

- Ontarfo Hydro.

Major comments and concerns raised by these agencies are noted in
Appendix B which also explains how these concerns were dealt with,

3.2.4 The General Public, Organized Interest Groups
and_the Private Sector

These three categories of external contact were dealt with through the
project’s organized public participation program.

In summary, public contacts were made at the following study phases:

Start of Pr

2pril 1985 - Newspaper announcement and brochure mailing informing
the public of the start of the project

preliminary of Feasible Alternatives

May 1985 - Newspaper announcement and Public Information Centre
brachure distribution

June 1985 - First Series of Public Information Centres held in
ancaster and Mount Hope

Detailed Evaluation of Feasible Alternatives and Presentation
of a Technically i

October 1985 - Newspaper announcement and Public Information Centre
brochure distribution

Sctober 1985 - Second Series of Public Information Centres held in
the Unity Road Hamlet and Ancaster

Special Property Dwners Meeting - White Church Road Area

February 1986 - Direct maflfng to affected Property Owners informing
them of the special meeting

February 1986 - Property Owners Meeting, White Church Road Arca




Presentation of Recommended Alignmert in Preliminary Design
Level of Detail

March 1986 - Newspaper announcement and Public Information Centre
rochure distribution
April 1986 - Third Series of Public Information Gentres held in

Ancaster and the Unity Road Hamlet,

Uuring the June and Octaber 1985 and April 1386 series of information
centres, the centres were open to the general public from 2:00 p.m. to
5:00 p.m and 7:00 p.m. to 9:00 p.m. Prior to one of the afterncon and
evening sessions, special morning meetings were held with cxterna) team
members during each serfes.

Detailed reports of the results of tre Public Information Centres and
the Property Owners Meeting are shown in Appendices C, D, E, and ¥ of
this report. These reports are entitled:

L. Summary of the Results of the First Series of Public Information
Centres, Highway 6 {New) Hamiltan to Caledonia, June 1985.

2. Summary of the Results of the Second Series of Public Information
Centres, Highway & {New) Kamilton to Caledonia, Octeber 1985.

3. Result of the Property Owners Meeting (White Church Road Area),
Highway 6 (New), February 1986.

4. summary of the Results of the fhird Series of Public Information
Centres, Highway 6 (New), Hamilton to Caledonia, April 1986.

In addition, intervies were held with 14 representative trucxing firms
and industries in the Wighway 6 Corridor to solicit information on
existing truck movements and problems, forecasted growth, type and
extent of operation, and need for a new highway facility.

In addition, the Six Nations Indian Band was contacted throughout the
Study so that any comments and concerns they might have could be
identified. At the request of the Dntario Native Affairs Dircctorate,
the New Credit 8and was advised of the Study during the finalization of
the Environmental Assessment Report.

3.2.5 Utility Compapies
The following utility companies:

- Ontario Hydro;
- Unfon Gas;

- Bell Canada;

- TransCanada PipeLines;

- Interprovincial Pipelines;
- Trans Northern Pipelines;

were contacted or net with during the course of the Study to determine:

- the.location of existing plants;
- any planned expansion or improvements of existing facilities;
- relocation or plant modification requirements and costs.

Information on municipally owned and operated services was obtained
through the sppropriate municipal officials.

Chapter 4 of this Report details the information received concerning
major utilities within the general study area.

3.3 Process for Determining Environmentally
Significant Areas/Issues

The NTC has, in conjunction with the Hinistry of the Environnent (MOE),
developed guidelines for the preparation of Environment Assessment
Report One-Stage Submissions. With the one-stage submission process,
it is important to deal with environmental issues at an appropriate
Tevel of detail to meet the concerns of the reviewing agencies and
allow them to accept the document, leading to the eventual approval of
the project. The study process and timing will obviously not permit
that every single issue be dealt with at a final design level of
detail. Consequently, to ensure that the more significant areas are
appropriately dealt with, the one-stage submission guidleines have
defined a procedure for identifying “environmentally significant areas
and issues”. These areas and issues must be dealt with satisfactorily
in the Environmental Assessment Report.

The guidelines define environmentally significant areas/issues as
follows:



reas/Issues of the natural, cultural, economic and social
environment for which the reviewing ministries/agencies/the
public require detail relative to specific environmental
impacts and commitment to mitigation. This information is
necessary to facilitate decision-making relative to the
acceptance to the environmental assessment and approval of
the undertaking.”

In the pre-submission process for the preparation of this Environmental
Assessment, issues or areas of the natural and socio-economic
environment were considered to be environmentally significant (in teems
of the requirements of a One Stage Environmental Assessment) §f one or
more of the following applied:

1 The area or issue was identified as environmentally significant in
provincial, regional or local plans, policies or studies and was
likely to be affected by reasonable alternative methods of
carrying out the undertaking.

2. The area or issue was demonstrated as environmentally significant
during the consultation process by any of the following:

- external ministries or agencies;
- municipalities;

- interest groups;

- the general public.

3. The area or issue was identified as environmentally significant
during field surveys and i i and analysis by
the project team for the project.

Based on this approach, Environmentally Significant Areas and Issues
(ESA/ESI’s) have been identified for which additional analyses or
investigation were required to achieve the selection of a recommended
alternative and its preliminary design. ESA/ESI's are identified in
Chapter 4. Chapter 5 outlines the evaluation of the alternatives,
including the component elements of the ESA/ESI's used in the
assessment. Chapter 6 provides a sumary statement of the resolution
of concerns for individual ESA/ESI's.

3.4 Commitment to Further ¥ork

Throughout the study process of external team contacts, internal team
meetings, and the organized public participation program, concerns

raised by any of these groups that required further work were
documented. No concerns were identified that were unique and could not
be accommodated through standard highway design technigues.  These
techniques will be documented in the Ministry of Transportation and
Communications Design and Construction reports. These reports should
be suitable for dealing with all concerns raised. The Design and
Construction Reports will be submitted to the Minfstry of the
Environment & minimum of 30 days prior to construction. In addition,
relevant agencies will be involved during the final design process.

To ensure that the commitments are carried out during construction, the
Ministry of Transportation and Communications will undertake a program
of construction monitoring.



4. Existing and Future Condi

2.1 Introduction
The purposes of this Chapter are as follows:

1. To provide a description of the natural enviromment, socio-
economic and cultural environment, transportation facilities, and
major utilities within the identified Study Area.

2. To identify potential “environmentally significant areas/issues"
(terms defined in Section 3.3).

WOTE: An actual listing of environmentally significant areas/issues
affected by the eventually recommended plan is included in
Chapter € of this report.

4.1.1 Definition of Study Area

The Study Area is shown on Exhibit 3.2.

The Study Area runs from Ancaster in the north to the north end of the
Caledonia Bypass in the south. On the east the Study Ares is defined
by existing Highway 6, and on the west the Study Area s rougnly
bounded by Fiddler's Green Road and Glancaster Road.

During the early 1970s the MIC became aware of the increasing neecsurs
to permit land development adjacent to Highway 403 in Ancas the
1976 Joint Corridor Feasibility Study identified only oac wrsibie
Tacation for an interchange on Highway 403 between Fiddler's frown Hoad
and Mohawk Road. Hence, in order to protect the location int 1l<¢ to
allow appropriate adjacent development to proceed the MTC cw:tpeatad
the interchange area from Highway 403 to Book Road. The rev’

this study are still valid and there are no other feasibls
for a new freeway-to-freeway interchange on this section 1f Kigh-
way 403,

In 1984, the Caledonia Bypass was opened as a two-lane facility, by-
passing Caledonia on the west side. Ultimate plans are to twin the
facility to provide a divided four-lane freeway. The Bypass currently
terminates at Greens Road with an at-grade intersection.



The Study Area includes a portion of the City of Hamilton, the recently
expanded Hamilton Civic Airport, the Village of Hount Hope, and the
Unity Side Road Hamlet. The remaining portions of the Study Area are
Targely rural in nature with a strong agricultural base and some
scattered residential development.

4.1.2 Organization of Sections

The documentation of existing and future conditions fs divided into
five sections:

4.2 - HMatural Environment

4.3 - Socio-economic and Cultural Environment

4.4 - summary of Environmentally Significant Areas/Issues
4.5 - Transportation facilities

4.2 Natural Enviromment
(See Exhibit 4.1 and Appendix 1)

4.2.1 Climate
i) Data Sources, Reliability and Data Gaps

The source of climatic data for the Study Area is The Climate of
Southern Ontario (8rown, D.M., G.A. McKay and L.J. Chapman, Environment
Tanada, 1980). The authors have used an internationally accepted
interval, 1931 to 1960, for the computation of averages, thereby
obtaining. values which are comparable to those prepared for other
areas. large deviations from the mean may occur both daily and
seasonally.  This is a recognized reliable source and provides
sufficient detail for this study.

11) General Description

The Study Area is within the Lake Erie Counties Ciimatic Region, and
the climate is moderated by proximity to the lower Great Lakes. The
northern part of the Study Area is within 10 km of Lake Ontario,
although it is considerably higher than the lake because of the Niagara
Escarpment. Higher elevations west of the area create a slight rain
shadow effect. The topography in the morthern part of the Study Area

increases microclimatic variation because of differences in slope
position, aspect and natural air drainage.

11) Significance and Sensitivity

In the past, the climate has proved amenable to the establishment of a
variety of natural species, general and specialized farming, and human
settlement. It is anticipated that Wighway 6 (New) will not affect the
general climate. There are no significant or sensitive climatic condi-
tions in the Study Area which would affect the design and functioning
of Highway 6 (New).

v) Identified Environmentally Significant Areas/Issues

Climate is not considered to be an Environmentally Significant Issue
for the purposes of this study.

4.2.2 physiography
i) Data Sources, Reliability and Data Gaps

The_Physiography of Southern Ontario (Chapman, L.J. and D.F. Putnam,
Ontario Research Foundation, University of Toronto Press, 1966) and Map
2226 (scale 1:253,440) pubiished to accompany that book are the main
authorities on the generalized physiography of Southern Ontario.
£levations were established from maps of the Matfonal Topographic
System at a scale of 1:25,000. The available level of detail is suffi-
cient for interpretation of general sensitivity of physiographic
conditions in the Study Area.

11} General Description

The Study Area is located primarily on clay plains of the Haldimand
Clay Plain Physiographic Region. Inclusions of till moraines, kame
moraines, and sand plafns occur in the northern part of the Study Area.
Several drumlins occur near the southern edge of the Study Area.

Topographic relief is generally low. [t is greatest in the northern
part where elevations range from 190 m above mean sez level near
Tiffany Falls to 256 m in the Hamilton Golf and Cauntry Club (both
areas being recognized Environmentally Sensitive Areas in the Study
Area).



The physiographic types have provided a land base with the capability
for the development of a considersble range of land uses, including
soils for agriculture and materfals for building.

i11) Significance and Sensitivity

In muich of the Study Area, the low topographic relief indicates a
fairly low sensitivity of landforms to disturbance from highway con-
struction. Local areas of topographic variahility, such as stream
vallays and the ridge north of Book Road, provide a greater degree of
Jandforn diversity and sensitivity. This contributes to the environ-
mental significance of these areas.

iv) Identified Environmentally Significant Areas/Issues

The physiography is not considered to be an Environmentally Significant
Issue for the purposes of this Study.

4.2.3 soils
i} Data Sources, Reliability and Data Gaps

The basic source of soil information for the area is Report No. 32 of
the Ontario Soil Survey (Presant, E.M., R.E. Wicklund and B.C.
Mathews, 1965, The Soils of Wentworth County). The soils mapping is at
2 scale of 1:63,360,

Canada Land Inventory (CLI) interpretations of capability for agricul-
ture are based on this mapping. The CLI mapping for the Study Area was
supplied by the Ontario Ministry of Agriculture and Food. The inherent
Timitations of the soil survey, particularly the scale and emphasis of
classification toward agricultural utilization, should be recognized.
If necessary, site-specific data gaps can be filled in at the detailed
desigh stage.

} General Description

Sixteen soi1 types have been identified within the Study Area. Host
soils are silt loams developed on tills on lacustrine deposits.

Coarse textured sofls on sand and gravel are found only in the northern
part of the Study Area. Soils in the Study Area are suitable for both
agricultural production and urban development.

The Canada Land Inventory ratings of soi) capability to produce common
field crops are based on a scale from the best, Class 1, to the worst,
Class 7.

111} Significance and Semsitivity

The Study Area soils are rated almost entirely as Class 1 (70%} and
Class 2 (20%) for agricultural productivity and are therefore con-
sidered to be a significant feature of the Study Area. Permanent
removal of agricultural lands is difficult to mitigate and thus they
are sensitive to highway construction.

Silty soils are sensitive to erosion.
during construction.

Erosion control can be performed

fv) Identified Environmentally Significant Areas/Issues
Agriculture, including less of farmland, is an Environmentally
Significant Issue for the purposes of this study.

4.2.4 Yegetation

i) Data Sources, Reliability and Data Gaps

Forest Regions of Canada (Rowe, J.§. 1972, Canadian Forestry Publica-
tion No. 1300) provides a general description of the plant geography
of the country. The Forest Resources Inventory of the Ontario Ministry
of Natural Resources has produced forest stand maps at a scalée of
1:10,000 based on air photo interpretation (1979), Separate District
Programs of the Ministry of Natural Resources ranked woodlots into five
Classes (mapped at 1:50,000 in Cambridge District and 1:10,000 in
Niagara District), However, additional documentation was required for
environmenta) assessment purposes and a reconnaissance field survey was
undertaken by M.M. Dillon Limited to determine the significance of
plant associations, to improve reliability, and to fill in data gaps at
a site-specific level of detail.



i) General Description

The Study Area is located within the Deciduous Forest Region. Here,
very favourable climatic and soil conditions have allowed extension
into Canada of many trees, shrubs and herbs from the deciduous forest
of the east-central United States.

As most of the land has been cleared for agriculture and settlement,
the natural forest vegetation has been reduced to remmant stands.
These stands are mainly dominated by broadleaved trees such as beech,
sugar maple, red oak, red maple, black cherry, bitternut hickory,
shagbark hickory, white ash and basswood. Less common species include
white oak, bur oak, butternut and black walnut.

Hop-hornbeam occurs in the understory and reaches dominance in heavily
pastured Tocations. Disturbed areas also contain poplars, willows,
hawthorns, elms and red ash.

White pine is one of the few conifer species that achieves
representation in the natural woodlots. Some hemlock and white cedar
occur near the Niagara Escarpment. Planted species also include scots
pine, red pine, white spruce and norway spruce.

The remaining plantations and woodlands are being affected by
agricultural practices and airport and urban expansions. The Ministey
of MNatural Resources (Niagara District) has established two new
plantations of white pine and improved a degraded woodlot under
Woodlands Improvement Act agreements in the southern part of the Study
Area (see Exhibit 4.1).

111) Significance and Sensitivity

The vegetation within the four identified Environmentally Sensitive
Areas” in the northern part of the Study Area near the Niagara
Escarpment is considered highly significant (see Exhibit 4.1 and
Appendix 1),

The significance of vegetation units in the remander of the Study Area
required interpretation. Because of the large number of scattered
units, a detailed comparison of species richness, rarity, productivity
and sensitivity was not feasible. However, because enviranmental
priority and replacement values generally increase with advancement in
age and succession, the quality of vegetation units was assessed

primarily on the basis of: 1) maturity, indicating lack of distur-
bance; and 2) health, indicating potential longevity and productivity.
This primary assessment was supplemented by an evaluation by
M.M. Dillon Limited of vegetation diversity and rarity in the regional
context.

After the field investigation by M.M. Dillon Limited, five general
types or quality levels of existing advanced terrestrial communities
characterized by woody vegetation were identified in the area as
follows: 1) highest quality, well-stocked vegetation units; 2) matur-
ing, representative woodlots; 3) immature or degraded woodlots:
4) advanced, old fields, shrublands, pioneer woods, and sparsely treed
areas (not mapped); and 5) hedgerows and isolated specimen trees (not
mapped) .

The stgnificance of individua) wnits is a function of the size of the
existing or potentially affected area as well as its quality. Official
Plans for the Regional Municipalities of Hamilton-Wentworth and
Kaldimand-Norfolk indicate that areas of forest cover should be
retained and managed or expanded. The Ministry of Natural Resources
has expressed concern for the retention of woodlots with recognition to
be given to quality classes and priorities arranged accordingly.
Therefore, vegetation types 1, 2 and’3 described above were identified
as being inportant for the purposes of this study.

The areas under Woodlands Improvement Act agreements are also signifi-
cant in recognition of existing land use commitments and the management
efforts expended.

The Geand River Conservation Authority has suggested a special survey
of rare or significant plants along the right-of-way during detailed
design for potential mitigation efforts.

iv) ldentified Environmentally Significant Areas/Issues

Four municipally designated “Environmentally Sensitive Areas” have been
identified in the northern portion of the Study Area. As such, they
would merit consideration as Environmentally Significant Areas for the
purposes of this assessment. However, no reasonable alternatives were
considered which would affect these areas directly, and their regional
significance was not a factor in the evaluation of the various alter-
natives. As such, they are not documented as Environmentally Signifi-
cant Areas in this assessment.



Vegetation (woodlots and forest areas) is identified as an Environ-
mentally Significant Issue, based on a request by the Ministry of
Natural Resources.

1) Data Sources, Reliabflity and Data Gaps

The Ontario Land Inventory and the Canada Land Inventory have published
maps, at scales of 1:50,000 and 1:250,000 respectively, indicating
the capability of the land to produce habitat suitable for several
species of wildlife. The Ministry of Natural Resources provided maps
at 1:50,000 showing wildlife resources. Site visits were undertaken by
M.M. Dillon Limited to supplement this information and fill in any data
gaps. The Hamilton-Wentworth Region Envirommentally Semsitive Areas
Study (Ecologistics 1976) provides reliable lists of species and their
status.

Additionally, several natural
environment were contacted.

organizations with interest in the
These are identified in Appendix C.

i1} General Description

The wildlife of the Study Area is characteristic of agricultural areas
in this Forest Region. The climate and soils have provided the capa-
bility to produce habitat with a high carrying capacity. The most
sensitive period for wildlife population generally extends from April
to August.

A considerable variety of bird species occurs. In the Hamilton-
Wentworth Region, 76 bird species have been identified as common,
compared to 27 mammal species and 15 herptile species. White-tailed
deer are the largest animals and are generally confined to the vicinity
of hedgerows and woodlots.

The fragmentation of habitat units has favoured species of wildlife
adaptable to such conditions. Maintenance of the wide range of wild-
life species is dependent on the existence of the remaining woodlots.
Thus wildlife habitat quality in the Study Area is closely related to
the area of forest cover.

The Ministry of Natural Resources and the Ontario Land Inventory have
identified a location along the Welland River 2 km south of the

Hamilton Civic Airport as a Waterfowl Area. The field survey under-
taken by M.M. Dillon Limited noted this area to be essentially a widen-
ing in the flood plain with numercus ox-bows and old channels. Willows
line the river in many places. The area 35 used by waterfowl for
nesting, brooding and staging. Although the Waterfow] Area offers some
potential as a wildlife habitat, the diversity and quality of the
habitat for wildlife is greatly enhanced by the forest communities to
the west of the area. Appendix I contains species list for the water-
fowl area and adjacent woodlots between White Church and Chippewa
Roads.

A number of ponds throughout the Study Area also serve as nesting and
staging areas for Canada Geese and some ducks. The vegetation around
the ponds is either maintained grass or willow/hawthorn associations.

ii1) Significance and Sensitivity

Four “Environmentally Sensitive Areas® have been documented for the
Study Area. All are located in the northern portion of the Study Area
(refer to Exhibit 4.1{c) and Appendix I). They are regarded as being
highly sensitive and significant wildlife habitat areas, dve to a
combination of terrain features and Jocally and regionally rare species
{vegetation and wildlife).

The waterfow) area identified between White Church and Chippewa Roads
is a locally significant nesting area. It is not regarded as particu-
Tarly sensitive however, as the woodlot area immediately to the west of
it provides greater potential for move diverse habitats.

Other remaining natural vegetation units provide habitats for local
wildlife and migrating bird populations. Additionally, several local
ponds and streams provide waterfowl nesting and staging areas. These
units and areas are not considered to be significant beyond the immedi-
ately Tocal area of the site, and are not regarded as having any great
degree of sensitivity.

iv) Identified Enyironmentally Significant Areas/Issues

The four "Environmentally Sensitive Areas” in the northern portion of
the Study Area have been designated as regionally significant areas
for protection in the Regional Municipality of Hamilton-Wentworth's
Official Plan. As such, they would merit consideration as Emviron-
mentally Significant Aress for the purposes of this Study. However,



no reasonable alternatives were considered which would affect these
areas directly and their regional significance was not a factor in the
evaluation of the various alternatives. As such, they are not docu-
mented as Environmentally Sgnificant Areas in this assessment.

The waterfowl area has not be regarded as an Environmentally Signifi-
cant Area due to its comparatively low sensitivity in conjunction with
adjacent woodlots.

Wildlife is not considered to be an Environmentally Significant Issue

for the purposes of this Study.

4.2.6 Water Resources and Fisheries

4.2.6.1 Hydrology

i) Data Sources, Reliability and Data Gaps

Reliable data were obtained from published material from the Ministry
of the Environment (waps S100 and 3002-2) and topographic maps of the
ares (NTS, 1:50,000). The first map (S100) describes hydrogeologic
environments and the susceptibility of groundwater to contamination.
The second map {300-2) outlines watersheds within major drainage basins
in southern Ontario. Details of their boundaries can be delineated on
topographic maps (scale 1:50,000}. This level of detail was sufficient
to assess general sensitivity of the watercourses to effects associated
with design and construction of new roads.

Field surveys by M.M. Dillon Limited at an overview level of detail,
and subsequently at specific sites (potential alignment crossings}
supplemented gaps in the regional mapping information. Well records
were examined at Book Road and Unity Road to assess the potential for
impacts associated with the deep cuts.

Discussions were also held with representatives of the Niagara
peninsula Conservation Authority, the Grand River Conservation
Authority, the Hamilton Regional Conservation Authority, and the
Winistry of Natural Resources throughout the study.

At the time of this Study, a proposed policy statement had been
released for public comment under the Planning Act regarding Flood
Plain Planning. This statement will be given consideration upon its
finalization for any detail design requirements outstanding at that
time.

41) Genera) Description

The Study Area includes the boundary between the Lake Ontario and Lake
£rie drafnage basins. MWatershed units whose head waters touch on the
Study Area include the Welland River, Twenty Mile Creek, Redhill Creek,
Ancaster (Sulphur) Creek and the Grand River. Several small tribu-
taries drain into the watercourses, including a number of channelized
agricultural drainage ditches.

The Melland River and Twenty Mile Creek flow easterly through the
Nfagara Peninsula. Redhill Creek and Ancaster (Sulphur} Creek Fflow
north to Hamilton Harbour. Downstream sections of Ancaster Creek have
been identified as being prone to flooding and erosion by the Hamilton
Regional Conservation Authority. Tributaries of the Geand River {flow-
ing into Lake Erie) such as Seneca Creek cross the southern portion of
the Study Area. Many of the small tributaries as well as the main
channe) of the Welland River stop flowing in summer (N. Tilt, MNR,
personal communication}.

The Study Area lies in an area of generally Tow susceptibility to
groundwater contamination.  Surface materials are finely textured,
consisting predominantly of fine sands, silts, clays and glacial
deposits. These materials have a low permeability and thus have a high
capacity for the retention of contaminants. There are no significant
shallow aquifers in the area. Because of the generally low relief of
the land, contaminant movement in the groundwater is likely to be
minimal. 1In this area, groundwater is usually obtained from overburden
and bedrock wells and is used mainly for farm and domestic supplies.

i11) Significance and Sensitivity

The watercourses in this area are significant on a small loca! icale in
providing drainage. Tt is also important to maintain Flows i~ natural
and man-made watercourses to prevent flooding in or above the rlovd-
plain Timits and to not unduly affect the rights of upstream ind down-
strean users. Proper hydraulic design should mot increase fownstream
drainage and will maintain riparian rights. This is in seeping with
the erosion and flooding concerns expressed by the Hamilton Region
Conservation Authority for Ancaster Creek.

Sensitivity to erosion and sedimentation of streambanks by construction
activities can be reduced by employing proper design and construction
techniques to reduce impacts on stream hydrology. Chapter 6 documents
the commitments to future work with respect to drainage concerns.



Groundwater resources in the rural portions of the Study Area are
significant at a local level, as they provide the major source of water
for domestic and agricultural uses. There are no significant shallow
aquifers in the Study Area. Groundwater resources are sensitive to
diseuption only at the local level, normally as a2 result of major cuts.

iv) Identified Environmentally Significant Areas/lIssues

Hydrology is not an Environmentally Significant Issue for the purposes
of this study. The identification of possible groundwater effects at
Book and Unity Roads as 3 result of cuts, contributed to the fdentifi-
cation of these areas as Environmentally Significant Areas.

4.2.6.2  Surface Vater Quaiity

i) Data Sources, Reliability and Data Gaps

Water quality data were available for the Welland River in the Ontaric
Ministry of the Environment's Water Quality Data for Ontario Lakes
and Streams Series. The sample station near Binbrook {immediately east
of the Study Area) is located 112,5 km upstream from the river mouth.
No data were available for Twenty Mile Creek or the other smaller
watercourses in the Study Area. A visual inspection and assessment
made on a1l watercourses during site visits by M.M. Dillon Limited in
May 1985 filled in data.gaps on these small streams. Information noted
for each watercourse included: width, depth, water guality, flow, and
bank characteristics. These data provided reliable descriptions of
typical early summer conditions for the watercourses in the Study
Area.

Provincial water quality objectives are outlined in the Ministry of the
Envircnment’s publication on Water Management - Goals, Policies and
Implementation Procedures (1978).

i1) General Description

The most recent water quality data (1984 and 1985) for the Welland
River near the Study Area show the river to be generally typical of
watercourses in agricultural areas. Parts of it have been channelized,
and much of the overhanging bank vegetation which helps to maintain
00l water temperatures has been removed.

Complete water quality records for 1984-85 were provided by MOE. An
analysis of these data with respect to MOE's provincial water quality
objectives findicated that total and fecal coliform counts exceeded
provincial standards in most months. This is Vikely caused by agricul-
tural drainage and animal watering upstream.  Temperatures were
generally in a range suitable for supporting warm water biota. Nitro-
gen and phosphorus concentrations also exceeded provincial guidelines
in most months, indicating inputs from agricultural practices such as
fertilization of fields in the surrounding area and at upstream loca-
tions.

The similar settings of the other watercourses in the Study Area would
result in their having comparable water quality to that of the Welland
River.

iii) Significance and Sensitivity

Good water quality is essential to ensure human health as well as to
sustain and promote fish and wildlife populations and to support
vegetation. In addition, clean water supplies are needed for agricul-
tural and recreational uses. Watercourses in the Study Area provide
adequate water quality for these uses but do not provide significant
quality for rare or unusual species {e.g. brook trout).

Although it 1s recognized that comstruction activities may affect
on-site and downstream water quality in a number of ways including
erosion and sedimentation, sppropriate design and construction tech-
niques will mitigate these effects. Because of the generally Ilow
sensitivity of these already degraded streams, there should se a0
appreciable decrease in water quality which could affect downstrram
water use and aquatic habitat and fisheries potential in the Stuny irzs
as a result of the development of Highway 6 (tiew).

iv) ldentified Environmentally Significant Areas/lssues
Surface water quality is not an Environmentally Significant issue ‘or

the purposes of this Study.

4.2.6.3 Fisheries and Aquatic Habitat
i) Data Sources, Reliability and Data Gaps

There have been no stream inventories or creek censuses (i.e. fishing
surveys) done on the watercourses in the Study Area. Data on species



occurrence were obtained from the Ministry of Natural Resources
(Cambridge District; Niagara District). Stream fisheries potential in
areas in and downstream from the Study Area are given in the Niagara
District and Cambridge District Land Use Guidelines, Ministry of
Natural Resources, 1983. Aquatic habitat surveys were undertaken by
H.H. Dillon Limited to assess local watercourse conditions in the Study
Area and to provide a site-specific level of detail at potential water-
course crossings. These surveys provide reliable descriptions of
typical habitat for Fish species found in the area.

i1} Genera) Description

Field surveys undertaken by M.M. Dillon Limited revealed that the
watercourses in the Study Area would provide, at best, only limited
habitat for fish. Deforestation, agricultural practices, urbanization,
water diversions and channelization have al) contributed to degrada-
tion of both water quality and aquatic habitat. As a result, the capa-
bility of these streams to support fish populations within the Study
Area is Tow.

The headwaters of the Welland River meander through the Study Area. .

The width of the main channe) varied from 2 to 4 m, and the water
quality could be considered to be typical of agricultural areas with
high levels of suspended solids observed in areas of low flow. In
addition there were several small stagnant pools. A few warm-water
fish species may inhabit reaches where there is sufficient depth
(R. Lewies, MMR, Nfagars District, personal communication). These
include rockbass, pumpkinseed sunfish, yellow perch, largemouth bass
and various minnow species.

The stretches of Twenty Mile Creek, Three Mile Creek and the numerous
small unnamed tributaries and channelized agricultural drainage ditches
which lie within the Study Area boundaries do not contain suitable
habitat for fish.

iii) Significance and Semsitivity

Disturbances have occurred within the Study Area through urban develop-
went and agricultural activities that have reduced stream quality to
the point where the watercourses in the Study Area support few and
mainly insignificant fish species. Due to their already degraded
state, aquatic habitat in the watercourses would mot be particularly
sensitive to development, provided that environmental protection

measures are used during construction. Thus, there is 1ittle potential
to further affect aquatic species within the Study Area.

However, water quality should be maintained at the work site through
the use of acceptable environmental protection measures because of the
presence of healthy fish populations downstream.

$v) Identified Environmentally Significant Areas/Issues

Fisheries and aquatic habitat are not Environmentally Significant

Issues for the purposes of this Study.

4.3 Socio-Economic and Cultural Environment
(See Exhibits 4.1, 4.2 and 4.3)

4.3.1 Existing Land Use

i) Data Sources, Reliability and Data CGaps

Data on the existing land use within the Study Area were obtained from
the following reliable sources:

- the Regional Municipality of Hamilton-Wentworth Planning staff;

- the Regiomal Municipality of Haldimand-Norfolk Planning staff;

- the Municipal staff and consultants of the Town of Ancaster, the
City of Hamilton, the Township of Glanbrook, and the Town of
Haldimand;

- the Ontario Ministry of Transportation and Communications;

- Transport Canada, Airports and Properties, Ontario Region;

- extensive land use field surveys conducted by M.M. Dillon Limited
staff between April 1985 and June 1985.

After consultation with all of the agencies listed above, a thorough
review of the information collected was conducted.  Subsequently,
M.M. Di1lon Limited staff carried out extensive Jand use field surveys
to verify and update the existing land use.

Existing land use air photo mosaics identifying all land uses tn the
entire Study Area, including the names of commercial, industrial and

LN















- the Ontario Hydro transformer station - one of the primary trans-
formers in the area located just south of Golf Links Road and west
of Upper Horning Mountain Road;

- a pumping station and water reservoir which is located at
Glancaster Road and Highway 53.
A designation was laid down in 1975 to protect for an interchange

Detween future Wighway 6 {(New) and Highway 403,
designation north of Highway 53 is owned by MTC.

The portion of the

A licensed gravel and sand pit has been identified within the designa-
tion by the Ministry of Natural Resources on part of Lot 45, Conces-
sion 3, ncaster. MNR also identiffed that the potential for the loss
of this mineral aggregate resource of secondary significance would not
be expected to affect the long-term availability of sand and gravel in
the area. As such, the effect of Highway 6 (New) on this potential
aggregate resource has not been considered to be environmentally signi-
ficant for this assessment. (It should be noted that the presence of
such a potential resource within the proposed right-of-way of the
undertaking will require consideration of its use for construction
purposes during detail design). The identification of this mineral
aggregate resource has been included in this Study, in consideration of
the Mineral Aggregate Resources policy statement made under the
Planning Act.

Township of Glanbrook

The eastern portion of the Study Area is located in the Township of
Glanbrook in the Regional Municipality of Hamilton-Wentworth and is
generally bounded by the following features:

- Townline Road on the south;

- Highway 6 on the east;

- Hydro Corridor (south of Highway 53) on the north;
- Glancaster Road on the west.

Other major east-west tramsportation routes include Twenty Road,
Dickenson Road, Airport Road, White Church Road, Chippewa Road and
Leeming Road. There are no other major north-south roads between High-
way 6 and Glancaster Road in this area.

The Glanbrook part of the Study Area is diverse in terms of its land
use. Although Glanbrook is mainly an agricultural area, there has been
a significant amount of urbanization.

Hount Hope is located at Highway 6 and Airport Road. Comprised of
mainly older single-family homes, the village is also the centre of
public and commercial facilities serving local needs and those of the
surrounding agricuitural area.

To the north of Mount Hope is the Hamilton Civic Airport which occupies
most of the land between Airport Road and Dickenson Road from Highway 6
to Glancaster Road. The airport is owned by Transport Canada and
Teased to the City of Hamilton for operation. With its recent expan-
sion and expected traffic increase, the Hamilton Civic Airport has the
potential to become an important regional airport.

A significant amount of residential and commercial development has
occurred along Highuay 6 in Glanbrook. The commercial activity along
Highway 6 includes restaurants, gas stations and other similar estab-
Tishments. A number of single-family houses front onto Highway 6 in
the area from the Wydro Corridor to Townline Road. Many of the houses
are Tocated on lots which have been created adjacent to older farm
residences.

single-family residential development on large lots has occurred along
al) of the main roads in the Glanbrook area. In some instances these
are the original farm houses; but, for the most part, new residential
development has occurred more recently on lots which have been severed
from the original holding. This development is especially prevalent
along Glancaster Road, Dickenson Road and Twenty Road.

In addition to the uses already described, other important and uses in
the Township of Glanbrook include:

- the residential development along White Church Road, immersitaly
west of existing Highway 6;

- the Hount Hope Golf and Country Club located south of Dicxenson
Road along Highway 63

- the Hamilton-Wentworth Transit Centre which fs a primary regional
bus terminal and garage and is located on Highway § midway between
Twenty Road and Dickenson Road;

- the Oriental Nurseries and Garden Centres Ltd. on the west side of
existing Highway 6 south of white Church Road.



Town of Haldimand

The southern part of the Study Area is located in the Town of Haldimand
in the Regional Municipality of Haldimand-Norfolk. 1t has the follow-
ing boundaries:

- Greens Road in the south;

- Highway € in the east;

- *Townline Road in the north;

- Lot 17, west of Mines Road, on the vest.

The area is generally rural, and agriculture is the predominant land
use. However, some residential and commercial development has occurred
along existing Wighway 6. In addition, the Unity Side Road Hamlet
exists along Unity Road from Mighway 6 to Mines Road, The hamlet
contains mainly single-family homes on large lots as well as two
institutional uses - f.e., the Semeca Unity School and the Wesleyan
Hethodist Unity Church. There are also a number of residences along
Mines Road, west of the Unity Side Road Hamlet.

Some industrial development has occurred on the south side of Greens
Road just east of the Caledonia Bypass. Three industrial type build-
ings are presently located in this area.

411} Significance and Sensitivity

The significance and sensitivity of the existing land uses were deter-
mined by examining the magnitude and significance of the potential
effects, if any, of the alternative alignments on these land uses based
on informstion collected throughout tne study from the external
agencies and the public. Additional Studies were also conducted of
particular areas and issues to better understand the significance of
these uses to the Tocal area and its residents.

The sensitivity of particular land uses to the specific effects of the
alternative alignments of Highway 6 (New} are indicated in Table 4.1,
Sensftivity of Existing Land Uses. This table does not refer to
effects which may occur during construction, these potential effects
are discussed with respect to the recomtended alignment in Chapter 6.

* Townline Road is the boundary batween the Regmnal Municipalities
1k

of Hamilton-Wentworth and Haldimand-Norfo

The significant areas and issues which emerged from the public and
Tocal government consultation process, the external team members, and
the Study Team's studies and analyses are documented below.

Praperty Effects

Based upon comments received from local residents, the municipalities,
and external team members and the Study Team's analysis, effects to
property - both direct takings and proximity effects - is a significant
issue.

Agriculture

Agriculture and the preservation of good quality agricultural land and
viable farming operations is considered a significant issue based on
the character of the Study Area, the Ontario Food Land Guidelines, the
Ontario Ministry of Agriculture and Food’s mandate and concerns
expressed by municipal representatives and residents of the area.

Detailed investigations were undertaken by .M. Dillon Limited of the
potentia) effects of the development of Righway 6 (New) on agricultural
operations in the Study Area and on their significance to the local
area. These investigations included field surveys, questionnaire
sdrveys of local farmers, and meetings with OMWAF staff, including the
district representatives, and local farmers. The results are docu-
mented in the report "Effects to Farm Operations®. This report is
included as Appendix 6.

At the time of this Study, a proposed policy statement had been
released for public comment under the Plamning Act regarding Foodland
Preservation.  This statement will be given consideration upon its
formalization for any detail design requirements outstanding at that
time.

Ancaster Animal Cemetery

Based upon the level of concern expressed by plot owaers in the
Ancaster Animal Cemetery, the pet cemetery contributed to the recogni-
tion of Book Road as an Environmentally Significant Area.

Fallowing the first series of bublic Information Centres, the size and
viability of this commercia) operation was determimed. A meeting was







held with its owner who indicated that the pet cemetery was a very
successful commercial aperation comprising 2,000 plots. The plats are
also of considerable intrinsic and sentimental value to the fndividua)
plot owners. On receipt of this information, the individual plot
owners were contacted through advertisements placed in the local news-
papers by MTC. They were also contacted by the owner. Their numerous
responses by telephane and by mail and at the subsequent Public Infor-
mation Centre indicated their concerns with respect to any remaval or
dislocation of the existing cemetery.

White Church Road

As a result of the local municipality’s and the residents' concerns,
the White Church Read area is cansidered to be an Environmentally
Significant Area.

furing and after the second series of Public Information Centres,
concerns were expressed by residents living nearby and alongside White
Church Road and by the municipal council with respect ta property
takings, proximity effects such as noise and visual impacts, and the
realignment of White Church Road with its resultant changes in traffic
patterns and residential access. As a result, additional studies
fncluding further detailed field investigations were undertaken in this
area by M.M. Dillon Limited. Changes were then recommended to the
interchange in this Jocation with a new 1ink propased between Highway 6
(New} and existing Kighway 6.

when these changes were presented to the affected residents and the
municipal council, further concerns were raised by same of the owners
of lacal businesses along existing Highway 6 about the effects of
future traffic reduction on their operations with the development of
Highway G (New}. Some concern was also expressed with respect to their
visibility. However, the traffic analysis undertaken by M.M. Dillon
Limited indicated that most of these commercia) uses in the vicinity of
white Church Road would be exposed to virtually the same amount of
traffic that exists today and any of the other alignment altersatives
would result in Jower traffic volumes in the vicinity of the commerical
uses along Highway 6. In addition, most of these commercial enter-
prises do not rely primarily upon 'passer-by’ traffic for their 1iveli-
hood. Many of them would have an established clientele of area resi-
dents and thus would be largely unaffected by changes in traffic
patterns.  Finally, most of the existing commercial uses will be
visible from the new roadway Tink between Highway 6 {New) and existing
Highway 6.

Unity Side Road Hamlet

Based on its designation as a hamlet in the Official Plan for the
Haldimand-Norfolk Planning Area and in the Town of Haldimand District
Plan, the views of local residents and officials, and the Study Team's
investigations, the Unity Side Road HMamlet is considered to be an
Environmentally Significant Area.

An in-depth study was conducted by M.M. Dillen Limited to determine the
sensitivity of the hamlet to the development of Highway 6 (New). This
study comprised additional field investigations, interviews, and
archiva) research. Particularly important issues which were addressed
were the church, which has only one service per year, the effects the
to schaol, community cohesion, noise, and visual mpacts.

4.3.2 Future Land Use

i) Data Sources, Reliability, and Data Gaps

The future land use of the Study Area is determined by the following
Regianal Municipal and Area Municipal Official Plans:

- Regional Municipal Official Plans

The Regional Municipality of Hamilton-Norfolk Official Plan
which received approval from the Minister of Municipal Affairs
and Housing in March 1982;

+ The Official Plan for Haldimand-Norfolk Planning Area which was
approved for most of the Planning Area in August 1983, (A
small portion, outside of the Study Area, has not been approved
by the Ministry of Municipal Affairs.)

- Area Municipal Official Plans (or District Plans)

- City of Hamilton Official Plan which was approved in September
1982;

+ Town of Ancaster Official Plan which was approved in July
1984;

- Amendment No. 11 to the Officia) Plan of the Hamilton Wentworth
Planning Area (Glanford section) which is now in the Tawnship
of Glanbrook. It received approval from the Minister of



Housing in 1964. Amendments to it were examined up to 1985.
Use was also made of the Regional Munmicipality of Hamilton-
Wentworth 0fficia) Plan update material for &lanbrook;

. Town of Haldimand District Plan which was approved in December
1983,

In order to update the Official Plans and to ensure accuracy in their
interpretation, regional and local planning staffs (consultants in some
instances) were contacted. This information was piotted on air photo
mosaics and appears as Exhibit 4.2.

ii) Gemera) Description of the Study Area

The future Jand use within the Study Area is described with respect to
the Tocal municipality and to local, regional and provincial roads.

City of Hamilton

The Official Plan of the Regional Municipality of Hamilton-Wentworth
designates the Hamilton part of the Study Area as “Residential” and
“Related Uses".

The Official Plan for the City of Hamilton designates most of this land
as “Residential" in conformity with the Regional Official Plan. The
Hamilton Official Plan also designates three areas as "Major Institu-
tional” as follows:

i) a 400 m strip of land located east of Upper James Street that
stretches from Rymal Road south to the city limits;

ii) a smal) area containing the St. Elizabeth Village which is
currently being expanded; and

i11) another small parcel located just north of the city limits along
Highway &,

"Commercial® use has been desigrated for the four quadrants at the
intersection of Rymal Road and Upper James Street, which is in keeping
with existing commercial activity in the area.

In summary, this part of the Study Area will continue to develop as it
has in the recent past with mainly single family detached homes and

compatible institutional and commercial uses such as the St. Elizabeth
Village and the existing commercial retail outlets, along Rymal Road
and Upper James Street.

Town of Ancaster

A significant amount of growth is designated for the area north of
Highway 53 in Ancaster. The Regional Official Plan for Hamilton-
Wentworth designates most of this area a5 "Residential and Related
Uses” and to a lesser extent as "Industrial - Business Parks".

The Ancaster Official Plan designates this area as mostly
"Residential”. In addition, a significant amount of Tand is designated
“Industrial® between Mohawk Road and Golf Links Road. There are also
some lands within the residential area designated for “Commercial,
“Institutional”, “Open Space”, and “Conservation” uses. The Ancaster
Official Plan refers to this area as the "Mohawk and Golf Links
Communities” (now called Scenic' Woods). [t is anticipated that at
completion this area will contain an additional 25,000 people.

The Regional Municipality of Hamilton-Wentworth's Official Plan desig-
nates the remainder of the Ancaster part of the Study Area, mostly
south of Highway 53, as “"Rural” and is intended for mafnly agricultural
purposes.

The Ancaster Official Plan reflects the Regional Official Plan in
designating the remaining area ss "Agricultural. Therefore the area
south of Highway 53 ir Ancaster is not expected to change significantly
from its current state of existing development.

Township of Glanbrook

Within the Official Plan of the Regional Municipality of Hamilton-
Wentworth most of the Township is "Rural” with the exception of Mount
Fope which is “Rural Settlement”, and the lands surraunding the
Hamilton Civic Airgort have been designated "Business-Industrial Park"
by the following amendments to the Regional Official Plan:

- Official Plan Amendment No. 12 designates the lands north of
Twenty Road at Highway 6 as “Business-Industrial Park" and is
intended to facilitate the establishment of afrport-related
comnercia) uses.















The significant areas and issues are as follows:
Airport Expansion and Increased Usage

Inproved access to the newly expanded airport is expected by Transport
Canada W lead to increased use of the aieport. 1In addition, the
Tong-range plans of Transport Canada call for the further expansion of
the Hamilton Civic Airport to the north of the current facility (see
Exhidit 4.2).  Accordingly, the design of Highway 6 (New) should
facilitate these plans through its route and interchange locations.

White Church Road Area

The Township of Glanbrook requested that future urban development south
of Hount Hope down to White Church Road should not be precluded by
the development of Highway 6 (New) and the link roadway originally
proposed between it and existing Righway 6. (The recomended plan
accommodates this requirement.)

Unity Side Road Hamlet

The future development of the Unity Side Road Hamlet was considered a
significant issue in this study. Detailed investigations were under-
taken by M.M. Dillon Limited as discussed in Section 4.3.1 iii} to
determine the effects of Highway 6 (New) on the hamlet. The main
fmpacts to the hamlet would be the loss of community through the
“barrier" effects created by the highway and the loss of residential
units.

4.3.3  Yisual Resources
i) Data Sources, Reliability and Data Gaps

No data was available on visua) resources thus, to supplement this gap,
visual resources of the Study Area were investigated by Dillon staff in
conjunction with the MTC Central Region Historical Plamner. Investiga-
tions were undertaken through field inspection and amalysis of topo-
graphic maps and air photos.

These investigations are suitable for route planning and preliminary
design purposes.

11) General Description

The Study Area was divided into units that exhibited homogeneous
trends, characters and features of the natural, heritage and social
environment. Thus the generai description of the Study Area from a
visual perspective overlapped comsiderably with that presented in
Section 4.3.4.1, Historical.

The Study Area was divided into:

a)  cultura) landscape zones;
b) cultural landscape units;
¢} visual landscape units.

Cultural landscape zones are in areas that have homogeneous attributes
defined on a regional scale. CuTtural landscape units are areas that
exhibit homogeneous attributes defined relative to the specific charac-
teristics of the Study Area. Visual landscape units are arcas defined
within the cultural landscape unit that are spatially definad by topo-
graphy, vegetation, or land use.

Six cultural landscape zones were identified primarily based on a
pattern of lot division, road layout, character of the matural environ-
ment, building character, and land use pattern.

Twenty-two cultural landscape units were defined in the Study Area
based upon the Ministry of Culture and Recreation "Guidelines o1 the
Man-made Heritage Component of Environmental Assessments".

Visual landscape units were identified where areas were fistiactly
defined by topography, vegetation, or land use. Units were to!ircated
where these elements gave them discreet spatial definition.

§41) Significance and Sensitivity

The purpose in describing landscape character is to judge tne 31gaifi-
cance and evaluate the impact of various route alternatives in dis-
rupting the key elements giving form, structure and identity to the
Study Area. Information gathered during the inventory phase was used
to help guide the location of route altermatives to minimize impact on
landscape character.

The pattern of lot division, road layout, and character of the natural
environment guided the location of the possible alignments. The form



and structure of the area is sensitive to highway construction, how-
ever, disruption was minimized by the alignment following the orienta-
tion of the lots and existing roads.

iv) Identified Environmentally Significant Areas/Issues

The visual impacts of Highuay 6 (New) were inportant considerations in
idontifying Unity Road, White Church Road and Book Road as Environ-
mentally Significant Areas.

4.3.4 Heritage Resources

4.3.4.1 Historical

i) Data Sources, Reliability, and Data Gaps

An fnvestigation of heritage resources (historic, architectural and
aesthetic) has been undertaken by the MIC Central Region Historical
Planner. Its findings are presented in a separate technical report:
"Investigation of Heritage Resources - Highway 6 (New), Hamilton to
Caledonia, W.P. 36-84-00". Because of the large siZe of this report,
it 4 not included in an appendix to this Environmental Assessment
Report. Copies will be provided to the Ministry of Citizenship and
Culture, and to other review agencies upon request. Copies will also
be available at the locations identified for review by members of the
public.

The investigation of heritage resources was undertaken between 1981 and
1986. It included field inspections and windshield surveys, historical
research using the resources of the Archives of Untario and the Toronto
Public Library, and contact with numerous local and provincial heritage
groups or organizations.

The level of investigation is more than adequate for route pianning and
preliminary design highway study. Heritage resources were identified
and evaluated on the basis of observable charateristics and documentary
or other evidence, The data and evaluations may be regarded as being
reliable, given that investigations of this sort can never be defini-
tive.
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ii) General Description of the Study Area

The investigation of heritage resources has been undertaken with
reference to cultural landscape characteristics and built environment
features identified within tne Study Area (see £xhibit 4.3).

The area has experienced nearly two hundred years of development and
continues to reflect a largely agricultural pattern of land occupation
and ownership. Other cultural landscape areas include those reflecting
characteristics of clustered communities, residential groupings of
modern origin, highway and airport transportation systems, and resource
extraction activities. The characteristics which lend each area its
own “personality” include the nature of physical features, original
survey patterns, local road network, historical and contemporary land
uses, and social and functional communities.

Wel) over two hundred built environment features [individual buildings,
groupings, or areal sites) have been identified within the study erea
by the investigation as having some degree of heritage interest
(historic, architectural, or aesthetic), Oaly one site has been desig-
nated under the Ontario Heritage Act, although many others exist with
notable characteristics. Built environment features have been grouped
into those with exceptional, moderate, ordinary and minimal qualities.
Additionally, the community of Mount Hope has been identified as a
cohesive grouping. The study area is rich in features related to the
agricultural development of the area. In large measure, these are
Tocated within the pattern of farm lots laid out by the original
surveys.

iii) Significance and Sensitivity

Of the cultural landscape areas, two have been identified as setng
especially susceptible to disruption. These constitute the historic
community of Mount Hope, and the triangle comprising Concession (11,
Ancaster. Additionally, the boundary between two areas, created by the
ridgefescarpment along the north side of Book Rozd, ts also very
sensitive to disruption. Mount Hope represents a conesive historical
community. The latter two areas are most notable because of their
aesthetic qualities (tnough historic built environment features add to
the ridge/escarpment's sensitivity). The significance of these cul-
tural landscape areas has been determined by the Study to be only Jocal
in extent, based on their identification in comparison with otner land-
scape areas in the Study Area.



By their nature, many individual built enviromment features have
tangible qualities which may be susceptible to disruption. Generally,
features of exceptional and moderate qualities are the most sensitive
to impacts. Tne exact nature of the effect of any proposed alternative
must be considered on a feature by feature basis.

v) Identified Environmentally Significant Areas

The heritage resources at Book Road were an important component in
identifying this area as Environmentally Significant for the purpose of
this Study. Individual features or other cultural landscape areas were
not regarded as being Environmentally Significant Areas, and histori-
cal resources were not considered to be an Emvironmentally Signifi-
cant Issue for the purposes of this Study.

4.3.4.2  Archaeological

) Data Sources, Relfability and Gaps

A review of the Ministry of Citizenship and Culture's archaeclogical
data bank was undertaken for the Study Area and immediately surrounding
areas. This revealed that no complete archaeological syrveys have been
undertaken in the Study Area. Forty-seven known pre-historic sites
were identified, located generally in the northern and southern
extremities of the study area or immediately adjacent to it.

Two reports of archaeological investigations carried out in conjunction
with the Hamilton Civic Airport expansion were reviewed. These were:
“An Archaeological Survey and an Assessment of the Hamilton Civic
Airport, Mount Hope, Ontario” (wm. C. Noble, McMaster University,
1883), and "Archaeological Survey - Hamilton Civic Airport Access Roads
Study" (6. Foster, Archaeological Investigations, 1983}, Nejther the
data bank nor these reports identified archaeological resources along
the recommended alignment, although a Neutral Indfan village site was
identified on Alternative C (west of the Airport). As well, a site of
unknown nature was identified by MCC staff as being in the vicinity of
Unity Road on the recommended alignment.

To supplement this, field investigations were conducted by MIC's
1icensed archaeologist along the recommended alignment. This was done
in order to Jocate sites and conduct surface collection of any material
of archaeological interest.

These field investigations were conducted on approximately half the
reconmended al ignment. The remainder was not investigated due to poor
ground visibility or failure to obtain access from owners or occupants.

The investigations undertaken to date allow for identification of sites
but not their significance,

1) General Description of Archaeclogical Resources

A review of available literature reveals that both archaic and Neutral
Indian sites were present within the Study Area. Severa) archaic
cultures are represented along the Welland River in the region.

High concentrations of aboriginal peoples were present in the area
during the 17th Century. The Neutral component has been identified by
the presence of village and scattered cabin sites.

During historic times extensive European based agricultural development
occurred, Evidence of this occupation has been identified in several
sites.

Field fnvestigations undertaken for this study have identified an
additional 50 sites.

111) Stgnificance and Sensitivity

Normal MTC practice for archaeological investigations for new routes
involves the survey of only the selected alternative. This is done on
the basis that the complete survey of all alternatives is not practi-
cally warranted and that, where resources of significance are located
along the selected alternative, appropriate mitigation will be applied
as determined in consultation with the Ministry's archacologist(s). As
such, the significance of archaeological resources cannot be applied to
the route selection process, except in a general fashion based on
accumulated 1iterature and other documentary information.

This process has been followed in this Study and most of the selected
alternative has been investigated. To date the significance of these
resources has not yet been determined.  The identification of
significant resources as the project progresses will be incorporated
into the design process for the Study and appropriate mitigation will
be applied.






The Route Planning and Preliminary Design Study has proceeded on the
basis that any resources identified will be sensitive to disturbance or
disruption. However, this sensitivity is regarded as being applicable
to all sites equally until otherwise determined by completion of the
initial surveys and further investigations as required.

Chapter & outlines commitments for future work for this factor,

v) Identified Environmentally SigniFicant Areas/Issues

Archaeology s not considered to be an Environmentally Significant
Issue for the purposes of this Study. This consideration is based oo
the general practice of not introducing detailed archacalogical
information into the decision-making process until later in the
preliminary design, and on the basis that acceptable mitigation is
normally applied to minimize the degree of impacts to any significant
resources.

4.3.5  Noise

i} Data Sources, Relfability and Data Gaps
Investigations

The evaluation of noise for this Study has been undertaken on the basis
of significant impacts as a vesult of conditfon changes to {future)
ambient conitions expected to occur because of the operation of the
ultimate Highway 6 (New) facility.

The investigations undertaken for this Study included:

1) on-site noise measurements conducted in 1985 for eight representa-
tive (rural} locations within the project's Study Area (see dis-
cussion below, Exhibit 4.3 and Appendix H);

i1) route planning level of detail predictions of future noise condi-
tions based on anticipated traffic volumes;

{1} preliminary design level of detail predictions for future noise
conditions with the recommended alignment, including consideration
and evaluation of mitigation measures, based on anticipated
traffic volumes.
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The investigation of noise impacts was carried out by S.S. Wilson and
Associates during 1985-86. Part I, Appendix H contains two reports
produced by this firm:

“Report WB6-204, No. 1" (March 1986)

- contains information concerning route planning level of detail
conditions: traffic volumes, numbers of lanes, truck percentages,
posted speeds, and distances from both centrelines and edges of
pavement for 5 dBA contour intervals.

eport W86-204, No. 2, incorporating Revisions 1 (September 1986)
and 2 {October 1386)

- contains on-site noise level measurements (April 30 to May 16,
1985);

- preliminary design level of information for the evaluation of
recommended alignment impacts;

- preliminary design level of information for the investigation of
mitigating measures.

As well, supplementary interpretation and analysis by the WTC Central
Region Environmental Unit was done. This is included in tre report
"Route Planning Noise Evaluation” in Appendix H.

Procedures Followed

During the fourse of the Study, a number of changes c:irred as @
result of policy commitments agreed to between the Miniilry of the
Environment and MTC. These commitments taok the form st 3 :rotacol
signed in February 1986.

Although the route location and early preliminary desisn -hase deci-
sions had been completed by the time of the adoption of tn; prutocol,
noise impacts were re-evaluated in a format compatible with tie agree-
ment, The results were compared with earlier findings fo cetermine
whether the new analysis produced significantly different results. The
results were not determined to be substantially different by tme Study
Team, but were used as a basis for additional preliminary desiga level
of detail considerations. As a result, the body of this repurt {Sec-
tions 4, b and 6, and Appendix H) has been finalized to show the
consideration of noise in terms of protocol commitments.



When the noise investigations were begun for this study, no
accepted criteria existed which covered rural freeway situations in the
province.  Based on criteria for urban freewdys, and on previous
investigations undertaken by MTC, the investigation of noise impacts
was done by comparing the changes in numbers of residential noise
receivers receiving:

i) between 50 and §5 dBA (Leq 24), and
i) over 55 dBA,

with a given Highway 6 (New) alternative alignment in place. (A dis-

The same traffic volumes were used for both the pre-protocol and the
post-protocol investigations. Posteprotocol procedures are outlined in
Appendix H.

Oata Used

The protocol fndicates that noise impacts for all MIC provincial roads
are to be predfcted, based on traffic projections ten years after
completion (of the undertaking), or on the best available data where
ten-years-after predictions are not available. The commencement of

cussion of dates and traffic volumes used for both pre-p 1 and

post-protacol investigations is provided below.)

For route planning purposes, the numbers of residences located within
the areas experiencing 50 to 55 dBA, and over 55 dBA were used in
presentations to External Team and municipal representatives, and to
the Public, as referenced in Part I, Appendices 0, E and F. The
effects of terrain and screening by intervening obstructions were not
taken into sccount for route planning level of detail investigations,
except where the existence of a major cut at Unity Road was found to be
important {n the evaluation of the alternatives at that locatfon.

“A Protocol for Dealing with Noise Concerns during the Preparation,
Review and Evaluation of Provincial Highways Environmental Assessments"
was signed in February 1986, but was not received by the Study Team
unti) May 1986, after the last series of Public Information Centres had
been held. As a result, information presented at that time, and the
decisions Teading to it, were based on the preprotacol investigations.

The re-assessment of noise impacts in a manner compatible with the
protecol included the following considerations:

- impacts were based on noise predictions based on expected traffic
volumes, ten years after completion of the facility (see dis-
cussion below);

- areo investigated for noise impacts, for each alternative, was
determined on the basis of the smaller of: the distance from the
noise source (i.e. highway) to where no increase above the ambient
noise level occurred, or 600 m from the source.
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{and thus the estimation of a completion date) cannot be
determined until after approval for Highway 6 (Hew) has been received
under the Environmental Assessment Act. The actual construction
schedule for a highway of this type is not normally determined in the
preliminary design phase of investigatfons.

As a result, this Study has based noise level calculations on future
anticipated traffic volumes, which have been determined by the use of a
comprehensive model as outlined in Part II, Section 2. Included fn the
assumptions of this model is the growth of existing and proposed
developments in the Study Area to 2 mature state, under a "high growth”
scenario.  As they are growth dependent, these predictions are
independent of an actual date of construction, and are representative
of a period at least ten years after construction of the ultimate
undertaking. Appendix H, Part 1, provides additional information on
the future traffic volume predictions used.

Traffic predictions used for this Study are based on average snnual
daily traffic (AADT) rather than on summer annual daily traffic (330T)
values, as Highmway 6 (New) is not expected to experience major seisona)
fluctuations in traffic volumes.

The evaluation of noise level increases reflects the difference tetween
predicted road-generated noise levels for future conditions with and
without Wighway 6 (Hew) in place. 1In sofie cases, however, low traffic
volumes 2long local roads result in unrealistically low noise level
predictions at recefver Tocations. In cases where the predicted noise
levels were less than 45 dBA, this study has used an assumed minimum
ambient value of 45 dBA to account for non-roadway nofse contributors
to rural ambient levels {such as wind, leaf rustle, agricultura)
activities, etc.}. In these cases, the amounts of fncrease in noise
levels are based on 45 dBA rather than on the lower traffic-generated
noise predictions.



The assumption of 45 dBA has been used in several previous MIC Eaviron-
mental Assessments for similar situations, In this case, the on-site
noise measyrements for (existing) conditions confirm the validity of
this assumption.

On-site measurements at eight locations throughout the Study Area were
made at 15 m from the edge of pavement. This was considered represen-
tative of conditions expected throughout the rural portions of the
Study Area. In the case of higher traffic volume roads (e.g. Hhite
Church and Carluke Roads, with 1986 AADT of 1060) traffic-generated
noise can be seen to contribute substantially to measured levels at
this distance, and would be reduced at greater distances from the edge
of pavement, to where rural background ambient (i.e. non-traffic noise)
levels were experienced. Along less travelled roads (e.g. Book Road
ARDT of 450 and Townline Road AADT of 275 to 350}, traffic contribu-
tions to the ambient noise levels can be seen, in average daytime
(07:00 to 23:00) measurements of over 50 dBA. At nmight (23:00 to
07:00} very low traffic volumes are experienced and the measurements
would consist largely of nighttime background ambient.  This is
reflected in the fact that, although some hourly measurements are below
45 dBA, the nighttime average is 45 dBA or more. As road-generated
noise is not a substantial component in such cases, the “dropoff" in
road-generated noise Tevels over distance does not come inta play on an
Legpq basis and the background rural amdient is clasely reflected
in the measurements.

The assumed background rural ambient of 45 dBA has been used in the
evaluation of nofse impacts in future conditions. Increases in the
rural ampient over time, due to such changes as increased residential
development or more highly mechanized agricultural practices, has not
been included. As such, the use of 45 dBA is considered to be an
appropriate assumption for future conditions.

The Ministry of Transportation and Communications holds the position
that noise from aircraft near airports should be included in the
assessment of ambient conditions, as this noise is a component of
ambient (per definition of ambient, draft National Environmental Noise
Code). The assessment of noise resulting from the operation of the
Hamilton Civic Afrport within the Study Area {as reflected by HEF
contour mapping) has been removed from the analysis of noise conditions
at the request of the Ministry of the Enviromment. The noise reports
referenced above have been revised appropriately to reflect this
removal .

13} General Description

The Study Area is largely rural and agricultural in nature. In the
commnities of Ancaster, Hamilton and Mount Hope, residential
clustering occurs in subdivisions. Elsewhere, individual residences
are scatterad on farm lots or along lacal roads and highways, singly or
in "strips". No hospitals or other municipally-recognized quiet areas
were identified within 600 m of any alternative. None of the indus-
trial or commercial developments located within this distance are
identified as major nofse contributors. The operation of the Hamilton
Civic Airport has been identified as a potential contributor but the
afrport 1s ot used to capacity at the present time.

At the time of the nofse investigations, the only draft approved
subdivisions close to any alternative alignments were located adjacent
to Highway 403 near Southcote Road, over 350 m east of the designation
1aid down to protect for a connection between Highway 403 and Highway 6§
(New) in 1975. These draft approved subdivisions received approval
after this designation was laid down and are currently on the MTC noise
barrier retrofit programme for Highway 403. As the ramps connecting
Highway 6 (New) to and from the east merge with Highway 403 in this
area, Highway 403 will remain the major noise gemerator, and mitigation
will be provided under the provisions of the retrofit progeamme.

Following the noise nvestigations, draft approval was cbtained in 1987
for a subdivision inmediately west of the designation. The noise
analysis undertaken by Valcoutics Canada Ltd. for the proposed sub-
division indicated that the alignment of Highway 6 (New) will be
acoustically insignificant. A condition of approval included that
noise attentuation along Highway 403 should be provided at the
developer’s cost. This would include any attentuation associated with
the Highway 403/tighway 6 (New) ramps in this location. As such, na
re-evaluation of noise impacts was made to take the draft approved
subdivision into account for this Study.

Low traffic volumes on most Tocal roads contribute to low ambient noise
Jevels. The Study Area is generally perceived as being very quiet.
On-site measurements made in 1985 far eight representative rural sites
at 16 m from adjacent roadways to represent the typical setback of
residences within the Study Area and noise level predictions based on
traffic volumes support this perception (see Appendix H).

Sources of highway noise in the Study Area include existing Highway 6,
Highway 63, and Highway 403, with the latter, as a divided freeway,
being the largest noise generator of the three.



Future amblent conditions, as reflected by the ten years after con-
struction scenario predictions in most areas are not expected to change
significantly from existing noise levels. Local roads will experience
only small increases in traffic and the area will continue to remain
Targely rural and agricultural in nature. Local ambient noise levels
will remain low, with the exception of areas immediately adjacent to
the highways. These areas will continue to experience localized
increases in traffic-generated noise.

Future usage of the Hamilton Civic Airport is uncertafn at the present
time, although Transport Canada has produced NEF contour mapping out-
Tining anticipated future noise levels for areas adjacent to the
airport. Consideration of nofse resulting from the operation of the
airport has been removed from this assessment at the request of the
Ministry of the Environment.

i1i)  Significance and Sensitivity
In compliance with the protocol between MOE and MTC, noise impacts have
been regarded as significant for this Study where an increase of more
than 5 dBA has been predicted for nofse sensitive receivers over the
(future) ambient condition without Highway 6 (New), as a result of the
operation of the facility ten years after construction. Hhere such a
significant impact occurs, investigation of mitigation within the
right-of-way is required by the protocol. The protocol recognizes an
objective for outdoor sound levels to be the higher of 55 dBA or the
existing ambient.

For information purposes, it is noted that the Ministry of the Environ-
ment assesses noise impacts that have an increase of greater than 5 dBA
as “"definite” and those with an increase of greater than 10 dBA as
“significant”. These terms are not so defined in the MOE/MTC protocol
and have not been used in this assessment.

Noise sensitive Tocations include residential receivers {calculated for
a known or assumed outdoor amenity area, usually behind a residence),
within the distances from the noise source outlined in the protocol.
For the purposes of this Study, schools located within 600 m of an
alternative alignment where their outdoor area would receive an
fncrease as a result of an alternative were included. Only Semeca
Unity School on Unity Road was applicable. No hospitals or other
municipally-recognized noise sensitive areas were identified within
600 m of any alternative,
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In general, noise semsitive locations {receivers) occur on local roads
adjacent to alternative alignments where residences would be in close
proximity to the altermative.

iv)  Identified Environmentally Significant Areas/Issues
Highway noise associated with the proposed undertaking is identified as
an Environmentally Significant Issue for the purposes of this Study.

4.3.6 Major Utilities

Major utilities within the Study Area are shown on Exhibit 4.3,
Table 4.3 summarizes the status and ownership of these utilities.
This information was obtained from correspondence with the relevant
utility companies and municipal officials and indicate existing plant
and any planned expansion. Relocations or modifications to utilities
will be dealt with in detailed design.

As part of the jnformation-gathering process, a detailed inventory of
existing utility plants was completed. The purpose of this information
was twofold:

1. To identify those major utilities for which relocation costs wenre
prohibitive to the point where they affect evaluation of alter-
native alignments.

2. To provide base data and a Tist of contacts for all utilities
within the project area for reference during subsequent project
phases.

Because of the rural nature of the Study Area, there is not an exten-
sive network of utility plants. MNo future expansion of utility plants
was identified, except as noted below.

ontario Hydro

There are three major Hydro lines within the Study Area. A 230 k¥ line
runs east-west between White Church and Chippewa Roads. A 230 kV line
runs approximately north-south from Book Road to south of Butter Road.
There are three 230 kV Tines running east-west between Highway 53 and
Book Road.




UTILITY

TABLE 4.3

LY

SUMMARY OF EXISTING ANO FUTURE UTILITY PLANT

AFFECTED PLANT WITHIN STUDY AREA

FUTURE EXPANSTON/ACTION

Bell Canada
66 Bay Street South
Hamilton, Ontario

Ontario Hydro
700 University Avenue
Toronto, Ontaria

Inter-Provincial Pipeline
10201 Jasper Avenue
Edmonton, Alberta

TransCanada Pipelines
50 Commerce Court West
Toronto, Ontario

Union Ga:
50 Koi1 Drive Nortn
Chatham, ontario

Regional Municipality of
Hami ] ton-Wentwor th

71 Main Street West
Hamilton, Ontaria

No major Bell Canada facilities affected.

Minor adjustments to buried distribution cables may be
required.

230 KY line running East-West between White Church and Chippewa
Roads.

230 KV line running approximately North-South from Book Road to
south of Butter Road.

Three 230 KV Jincs running East-Hest between Highway 53 and
Book Road.

115 K¥ Tine runs through Northeast corner of Study Area.

Pipeline right-of-way runs East-West between Airport Road and
White Church Road.

Pipeline runs through Northeast corner of Study Area.

Pipeline runs Northwesterly from the intersection of Unity Road
at Highway 6 to Butter Road, where it leaves tne Study Area.

An {ntermediate pressure line runs along Unity Road from
Highway 6 to Mines Road.

Linited local service of water and sewer mains.

No major expansion planned.

Relocation requirements can be dealt with in
detai) design.

Relocation requirements can be dealt with in
detail design.

Crossing Hydro line by Alternatives A2 and A3
immediately south of Book Road may not be
Feasible, Crossing at Butter Road can be dealt
with in detail design.

Relocation requirements can be dealt with 1n
detail design.

%o effect on alternative alignment.

National Energy Board approval required for
crossing

No effect an alternative alignments.
Proposed pipeline for construction in 1987 will

run East-West between Book Road and Highway 53 on
south 1imit of Hydro right-of-way

No plans for any future expansion.

Relocation requirements can be dealt with in fina)
design.



The crossing of the Ontario Hydro line immediately south of Book Road
is not feasible. This facility was recently lowered to accommodate the
zoning requirements for the recently expanded Hamilton Civic Airport.
A1 other crossings were judged to be feasible and relocation require-
ments can be dealt with in the final design.

A 115 kV Tine runs through the northeast corner of the Study Area and
does not effect any of the alternative alignments.

Bell Canada

Bell Canada has no major facilities that would be affected by any of
the alternative alignments for Highway 6 {New). Bell plans no major
expansions within the Study Area. Some minor adjustments may be
required for buried distribution cables. These adjustments can be
dealt with during final design.

Interprovincial Pipelines

An Interprovincial Pipeline right-of-way runs approximately east-west
between Airport Road and White Church Road. National Energy Board
approval will be required for any crossings.

TransCanada Pipetines

An existing pipeline runs through the north-east corner of the Study
Area and does not affect any of the alternative alignments.
TransCanada Pipelines is proposing a new line which will run east-west
between Highway 53 and Book Road along the south limit of the Hydro
right-of-way.

nion Gas

There is a high pressure gas pipeline rumning northwesterly from the
intersection of Unity Road and Highway 6 to Butter Road where it leaves

the Study Area.

There is also an intermediate pressure line which runs along Unity Road
from Highway 6 to Greens Road.

Municipal Services

Due to the rural nature of the Study Area, municipal services exist in
only a few locations. These consist of:
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1. developed areas of the Town of Ancaster, north of Highway 53;

»

the portion of the City of Hamilton within the Study Area; and

w

. the Kighway 6 Corridor to Mount Hope.

he majority of this service is local in nature, and any relocations
can be dealt with during final design.

4.4 Sumsary of i 1y Significant

For the purposes of this Study, the following have been identified
as Environmentally Significant Areas or Issues (ESA/ES)s). The
components contributing to their status as ESA/ESIs are also outlined,
as are some of the contacts for technical and other information.

ESA/EST Hajor_Component Contacts
Hoise - predicted (future) highway  Ministry of the
noise impacts Enyironment
Agriculture - area required for right-of- Ministry of
way Agriculture and
- farms atfected Food
“Unity Road" - proximity impacts (noise,  Various
visual)

- travel patterns
- right-of-way requirements
groundwater

"White Church Road” - proximity impacts (noise,  Various
visual)
- municipal planning
requirements
- travel patterns, access
- right-of-way requirements
waterfowl, woodlot areas



ESA/ESL Major Component Contacts

“Book Road" - proximity impacts (noise,  Various
visual)

~ airport navigation

requirenents

hydro-electric corridors

- human and animal cemeteries

- heritage resources

- right-of-way requirements

- specialty crop and other
agriculture

- groundwater

Progerty - acquisition Various

- proximity effects

Hinistry of
Natural
Resources

Vegetation - woodlot/forested area

The components of these ESA/ESIs are used in Chapter 5 in the
evaluation of the various alternative aligments. Chapter 6 provides a
description of the relationship of the recommended alignment to the
EsA/ESls and mitigating measures or commitments to future work
proposed.

4.5 Transportation Facilities

4.5.1 Provincia) Highways and Municipal Roadways

Existing Higway 6 has a basic four-lane cross section north of
Caledonia and a basic two-lane cross section south of Caledonia. The
Caledonia Bypass is two lanes wide. The posted speed Timit is 80 km/h.

The existing land use adjacent to existing Highway 6 is primarily
agricultural and light industrial with some residential and commercial
uses. Along the section of Highway 6 approaching Hamilton and on Upper
James in Hamilton, strip commercial development predominates. A1
access to Highway 6 is at-grade.

General characteristics of existing Wighvay 6 between Hamilton and
Caledonia are summarized in Table 4.4, This information was obtained
from the Ministry of Transportation and Communications Pravincial Road
Appraisal Sheets.  Existing Higmway 6 carries approximately 13,500
vehicles per day (vpd) north of the airport 11,400 vpd south of the
airport.  The respective design hourly volumes (DHY) are 1,457 and
1,231 vehicles per hour (vph). Both sactions operate at leval of
service "C*. MNorth of the airport there are 8.0% trucks or 1,080
trucks per day and south of the airport this increases to 9.5% but
remains at 1,080 trucks per day.

TABLE 4.4
SUMMARY OF PROVINCIAL ROAD APFRAISAL SHEETS
FOR EXISTING HIGHWAY 6

Existing

Distance to. of ___1980 Traffic % _fourly Seryice Volimes  Level of
Section _{km) Laes AT DV OOV Cam. Service
3000108 3B 60 - G 123 166 A

Calednia 6.5 2
Bypass

Southof 6.4 4
Airport

1,800 0.8 1,231 9.5 &7 1,023 2945 2,9% C

Morthof 62 &
Airport

13,50 10.8 1,47 8.0 515 1,682 2,638 1932 €

*  Not based on a full year of counts

Traffic accident records were obtained for existing Highway § from the
Ministry of Transportation and Communications for the years 1981 to
1983 inclusive. Accident statistics were compiled for two sections of
Highway 6, south of the Airport and north of the Airport. These are
shown in Table 4.5,

From the table, it is noted that the intersection or private drive
related accidents form a high percentage of the total accidents,
generally 30-50%, This is a reflection of the combination of relative



high speed highway, at-grade intersections, and driveways fronting on
the highway. The sectional rates are consistent through the three year
period and are somewhat above the provincial average. Truck involve-
ments vary considerably and range from 3% to 18% of all accidents.

TABLE 4.5
EXISTING HIGHWAY 6 ACCIDENT SUNMARY!

section

South of Airport North of Airport

1983 1982 1981 1983 1982 1981
Nunber of Accidents 35 2% 3% n w2
Accident Rate? 1.7 13 1.8 1.3 13 0.9
% Trucks Involved 1 8 5 3 7 18
% Intersection or 0 31 28 5 1 s
private drive related
% intersection or 5 8 3 o 1

private drive related
ferucks involved)

NOTES:

1. Source: Ministry of Transportation and Communications

2. Accident rate expressed in number of accidents per million vehicle
kilometres. Provincial Average for the year 1981 to 1983 is 1.1
accidents per million vehicle kilometres for King's Highways.

3. Oata is not yet available for the Caledonia Bypass.

Highway 6 (New) will ultimately be constructed as a divided, fully
controlled access freeway. Freeways are statistically the safest type
of highway, with accident rates averaging approximately 0.8 accidents/
million vehicle Kilometres (Mvkm). During the preliminary design of
Highway 6 (New), standards reflecting a 120 km/h design speed were used
for all geometric criteria {see Part II). Therefore, relative to
existing Highway 6 {accident rate: 1.6/Mvkm), it can be anticipated

d

that significant improvements in the accident rate will
construction of the ultimate froeway.

accompany

A major consideration in the determination of the initial stage cross
sectfon was the accident experience of at-grade intersections (sce
Section 3.6, Part 11). Sight distances and grades were carcfully
examined in the design of the at-grade intersections (see Section 5,
Part 11).

Table 4.6 summarizes the existing conditions of the Provincial highways
and municipal roadways in the Study Area. There are no planned expan-
sions for these roadways.

The information was obtained from:

- meetings with representatives of MTC;
- mcetings with appropriate municipal officials;
- review of relevant plans and reports.

The major problems identificd are the lack of direct access to the
Provincial freeway system and operational problems on the Caledonia
Bypass.

Existing Highway 6 does not comnect to Highway 403 and thus
distance traffic, particularly truck traffic, must use local roads to
access Highway 403. Local residents have expressed concern over the
use of these local municipal roads for long distance travel and truck
traffic. These concerns were also expressed by municipal staff and
politicians.

Tang

The lack of direct access to the Provincial

freeway system was also
cited by many of the rep i

ive truckers and i interviewed
in the Highway 6 Corridor. In addition, the trucking firms and induse
tries also identified operational problems related to congestion
through both Jarvis and Hagersville.

Operational problems on the Caledonia Bypass have been cited by truck-
ing companies, local industries and municipal staff. In order to use
the Bypass additional turns and increased travel distance are required.
This has led to some users, primarily truckers, to stay on existing
Highway 6 through Caledonia.

In addition to the roads within the Study Area,
proposed:

the following are



Roadway

TABLE 4.6
SUMMARY OF EXISTING ROADS WITHIN STUDY AREA

Jurisdiction

Existing Conditions

Highway 403

Highway 53
Highway 6

Glancaster Road
R.R. 253

Airport Road
R.R. 637

White Church Road
R.R. 622

Fiddler's Green Road
R.R. 216

Southcote Road
RR. 248

Smith Road
8ook Road
Butter Road
Chippewa Road
Leeming Road
Dickenson Road
Twenty Road

Townline Road
Unity Road
Greens Road

Mines Road

Province

Province*
Province*

Regional Municipality of Hamilton-Wentworth

Regional Municipality of Hamilton-Wentworth

Regional Municipality of Hamilton-Wentworth

Regional Menicipality of Hamilton-Wentworth

oality of tomiton-Vertiarth

Town of Ancasg,er snuth of Highway 53
Toun of Ancaster

Town of Ancaster

Town of Ancaster

Township of Glanbrook

Township of Glanbrook

Township of Glanbrook sest of Highway 6
Township of Glanbrook

Boundary
Town of Haldlmanleﬂmshln of Glanbrook

Town of Haldimand
Town of Haldimand

Town Haldimand

Four basic lane freeway with one extra lane on escarpment, Right-of-way
idth S m.

Two-lane

paved highway. 8-0-W 26 m.

Four-lane paved highway. R-0-W 37 m.

Two-lane
Township

Two-ane

Two-1ane

Two-lane

Two-lane

Two-lane
Two-Tane
Two-1ane
Two-1ane
Two-lane
Two-lane
Two-1ane

Two-lane
Two-1ane
Two-lane

Two-1ane

paved roadway. Boundary road between Town of Ancaster and
of Glanbrook. Section of road closed due to Airport Expansion.

paved roadway. Provides access to Hamilton Civic Airport.
paved roadway .
paved roadway.

paved roadway. (Section closed due to Airport expansion.)

gravel roadway. {Section closed due to Airport expansion.)
gravel roadway.

roadway realigned to camnect with Airport Road.

gravel roadway.

gravel roadway.

paved roadway .

paved roadway .

gravel roadway.
paved roadway.
paved roadway.

paved roadway.

* Negotiations are underway to transfer portions of these highways to the appropriate Regional Municipality.



- the North/South Parkway and East/Nest Arteria), approved recently
for design and construction;

- tighway 403, Ancaster to Bramtford, presently programmed for
construction;

- the Hamilton Perimeter Industrial Road, feasibility study ongoing.

4.5.2 Transit System

There is )ittle existing transit service within the Study Area. The
Hamilton Street Railway runs some routes in the portion of the City of
Hamilton within the Study Area. Mo service exists beyond the Mountain
Terminal on Upper James, between Dickenson and Twenty Roads.

Canada Coachlines operates a bus service alang existing Highway 6
between Hamilton and Port Dover with stops in Mount Hope and Caledonia.
Between Hamilton and Caledonia there are four runs daily, Wonday to
Thursday, and on Saturday. On Friday there are five runs daily, and on
Sunday there are two runs daily.

United Trails Buslines also operates a bus service along Highway 6
between Caledonia and Hamilton. There is no stop in Mount Hope. This
service runs twice daily.

No changes were identified to the existing transit system.
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5. il ion and ion of

5.1 Introduction

This Chapter describes the identification and evaluation of alter-
natives for Highway 6 (New).

Chapter 2 of this report developed the *transportation objectives for
Highway 6 (New). Throughout the evaluation of alternatives, these
objectives were used as a basis for assessing the alternatives to the
undertaking, determining the Study corridor, and determining viable
alternative alignments.

Section 5.3 discusses alternatives to the undertaking.

In Section 5.4 corridor alternatives are discussed.

Section 5.5 describes the alternative alignments.

Section 5.6 discusses alternative alignments rejected after a
preliminary analysis.

Section 5.7 describes the viable alternative alignments.

In Section 5.8 the factors and criteria used in the comparative
analysis are developed.

The comparative evaluation is presented in Section 5.9.

Section 5.10 outlines modifications to the Recommended Alignment, the
result of which is the ultimate undertaking.

5.2 Design Criteria

Alignments for Highway 6 (New) were designed in accordance with
Winistry of Transportation and Communications Standards for Rural
Divided Freeways to 2 design speed of 120 km/h (RFD 1201,

5.3 Alternatives to the Undertaking

In this section reasonable alternatives to the undertaking ave compared

to the transportation objectives of Highway 6 (New) as outlined in
Section 2.3,



The objectives used in assessing the alternatives to the undertaking
are:

1. Provide access from the airport to the existing-Provincial freeway
system to improve accessibility to the west and east of Hamilton
and to Hamilton itself.

2. Increase use of the Caledonia Bypass.

3. Improve access to provide flexibility for development in Townsend/
Nanticoke.

4. Improve access to the industrial area of lower Hamilton, such
access currently provided by the Tocal road system.

5.3.1 Modal Alternatives
Transit

Access to the newly expanded Hamilton Civic Afrport could not be
provided adequately by transit as users of the airport have many
dispersed origins and can travel considerable distances. Therefore,
automobile access to the airport is of particular importance. Cur-
rently there is no existing public transit service to the airport due
to low demand. Taxi and limousine service is available for those
unable to arrive by personal automobile.

Transit would not increase use of the Caledonia Bypass. I addition,
transit would not improve access to either the Townsend/Nanticoke area
or the industrial area of east Hamilton, as both these areas require
improved automobile and predominantly truck access.

Rail

Impraved access to Townsend/Nanticoke and the industrial area of east
Hamilton requires a roadway link rather than a rail link. Both
industrial areas are currently well served by rail transportation.

Additional rail service would not improve access to the Hamilton
airport or fncrease use of the Caledonia Bypass. In addition, as noted

in Section 2.2.2, current industry inventory procedures place more
emphasis on truck rather than rail service,

Air

Very good air access is currently provided by the recently expanded
Kamilton Civic Airport. Improvements to air service in the area
would not increase access to the Townsend/ Nanticoke area, increase use
of the Caledonia Bypass, or improve access to the industrial area of
east Hamilton.

5.3.2 Operational Improvements/Upgrading of Existing Facilities

The only major north/south transportation facility within the Study
Area is existing Wighway 6. Upgrading of existing Highway 6 would not
improve access to the Hamilton Civic Airport as direct access is
required to the Provincial Freeway System. Access today is only avail-
able via municipa) roads, and local residents object to the use of such
roadways as major transportation corridors.

To improve access to both the Townsend/Nanticoke area and the indus-
trial area of east Hamilton, a major highway facility with direct
comnections to the existing Provincial freeway system is required.
Interviews held with representative industries aad trucking firms in
the Highway 6 Corridor, as detailed in Section 2.2.2, indicate that
there is very poor access from Nanticoke to the Provincial freeway
systen.

The interviews also revealed that the industries in the Nanticoke area
require use of the largest and heaviest trucks allowed by law. These
trucks have considerable impact on urban areas and are best carried by
a freeway facility.

Thus, upgrading of existing Highway 6 would not provide for a direct
connection to the Provincial freeway system and would rely on the use
of municipal roadways to accommodate large volumes of heavy trucks in
cangested urban areas.

An upgrading of existing Highway 6 would do 1ittle to increase the
use of the Caledonia Bypass. Currently, operational problems exist at
the north end of the Caledonia Bypass that can omly be relieved by
eliminating the existing connection to existing Highway 6.



5.3.3 "Do Nothing"

The “Do Nothing" option would place total reliance upon existing High-
way 6 as the major transportatfon facility within the Study Area.
Mthough it generally offers a good level of service today, congestion
will occur as growth continues, particularly within the urban area of
Hamilton {see Section 2.3},

As noted in the preceding section, existing Higway 6 does not have a
direct connection to the existing Provincial freeway system and
requires that truck traffic be accommodated on municipal roadways.
Thus, as with “Upgrading of Existing Facilities” a “Do Nothing" option
would not improve access to the Hamilton Civic Airport, fmprove access
to the Townsend/ Nanticoke area, increase use of the Caledonfa Bypass
or fmprove access to the industrial area of east Hamilton.

5.3.4  Summary

Table 5.1 sumnarizes the comparison of the Alternatives to the Under-
teking. This shows that none of the Modal Alternatives, Upgrading of
Existing Facilities or the Do Nothing option meets the objectives of
Highway 6 (New) and therefore they are not considered further.

5.4 Corridor Alternatives
{M1ternative Methods of Carrying Out the Undertaking)

5.4.1 Background

During earlier studies for Highway 6 (dew) between Caledonia and
wamilton (including the 1976 MHighway 6 Nanticoke to Hamilton Joint
Use Corridor Study), three basic corridors were identified as areas for
potential alignments between Caledonia and Hamilton (see Exhibit 2.1}.
These corridors were:

- the "West Corridor® comnecting to existing Highway 403 in
Ancaster;
- the “Central Corridor" generally located immediately east of

existing Highway 6 and commecting to the
expressway in Hamilton-Wentworth; and

proposed  mountain

- the "Fast Corridor” generally east of the CNR tracks and connect-
ing to the proposed Horth-South Parkway.

Various alternative alignments are available within each of
corridors.

these

As part of this study corridor traffic forecasts were developed for the

East, Central and West Corridors (see Section 2.3, Part [ and Sec-
tion 2, Part II). Table 5.2 shows the future forecasts for each
corridor.

The highest volumes are forecasted for the Central Corridor, followed
by the West with the East Corridor having the lowest volumes, reaching
a high of 23,500 vpd, north of the Airport, under the "high' growth
scenario.

Both the Central and East Corridors have higher volumes nmorth of the
Airport than to the south. The West Corridor, however, has the Tower
volume north of the Afrport. Immediately south of the Airport, traffic
destined to the Hamilton Mowntain area and most of lower Hamilton
switches to 01d Wighway 6. Traffic remaining on Highway 6 (New) north
of the Airport is travelling to Brantford and areas west of Hamilton,
Ancaster, Dundas and long distance trips to Burlington and beyond.

5.4.2 Process for Determining the Study Area

In order to identify the Study Area for the Caledonia to Hamilton
study, it was decided to analyze the above three corridors in terms
of their ability to meet the transportation objectives of the Highway,
outlined in Section 2.3 and reiterated in Section 5.3 of this report.

If any of the three basic corridors did not meet the required objec-
tives of the new facility, then they would be considered to be
unacceptable alternatives and would be abandoned without any further
study.

5.4.3 Comparison of Corridors with Objectives

Exhibit 5.1 provides a comparison of the three basic corridors with the
stated transportation objectives.

Based on this analysis, it was concluded that the East and Central
corridors do not meet the required transportation objectives; and con-
sequently, the Central and East corridors were not studied further.
The Study Area is thus defined around the West corridor.



ALTERNATIVES
THE
UNOERTAKING

TABLE 5.1

COMPARISON OF TRANSPORTATION OBJECTIVES TO ALTERKATIVES TO THE UNOERTAKING

1
Provide access from the
alrport to the existing
Provincial freeway sys-
tew to fmprove accessi-
bility to the west and
east of Hamilton and

to Hanfiton ftself.

2
Increase use of the
Caledonfa Bypass.

Improve access ta and
provide flaxibility
for development in
Townsend/Sant icoke .

4
Improve access to the
industrial area of
Tower Hamilton, such
access currently pro-
vided by the Tocal
road systea.

COMMENTS

TRANSIT

RAIL

AIR

UPGRADING OF
EXISTING
FACILITIES

“pO NOTHING"

Cannot serve dispersed
trip origins of air
travellers.

Cannot serve dispersed
trip origins of air
travellers.

God air facilities
already exists.

Does not improve
access.

Does not improve
access.

Does not increase
use of the Bypass.

Does not increase
use of the Bypass.

Does not increase
use of the Bypass.

Does not_increase
use of the Bypass.

Does not increase
use of the Bypass.

would not improve
auto and truck
access

Good rafl service
already exists.

Would not improve

auto and truck access.

Does not improve
access.

Does not improve
access.

Would not improve auto
and teuck access.

6ood rail service
already exists.

Would not improve auto
and truck access.

Boes not fmprove
access

Does ot improve
access.

Improved asto and truck access
not provided for by transit

Improved auto and truck access
not provided for by r:

Improved auto and truck access
ot provided for by

Upgrading would not provide for
a connection to Highway 403.

No connection to Highway 403
would be provided.






TABLE 5.2
CORRIDOR TRAFFIC PROJECTIONS

Forecasted Year 2001 AADT

Scenarias Vest Central East
Anticipated:
North of Airport 7,000 17,700 8,700
South of Airport 9,900 12,200 5,700
High
North of Afport 9,000 23,500 10,700
South of Airport 13,500 16,400 7,700

The major reasons for this decision are discussed below with respect to
the various objectives.

Objective 1: Provide access from the Airport to the
existing Provincial freeway system to
improve accessibility to the west and
east of Hamilton and to Hamilton itself

The West Corridor provides a direct and an immediate commection to
existing Highway 403. In addition (and this is rclated to objective 5
below), this connection to Highway 403 could be constructed at any
time. Therefore, benefits in terms of Airport access would be guickly
realized. The other two alternative corridors (East and Central}
cannot connect to the Provincial freeway system and depend upon the
proposed North-South Parkway/East-West Arterial.

The Central Corridor duplicates service provided by existing Highway 6
and thus does not fmprove access to the Airport.

The direct conmection to the Provincial freeway system was a major
factor in selecting the West Corridor for detailed study.
Objective 2: Increase use of the Caledonia Bypass

The three corridors would all increase use of the Caledonia Bypass.

Objective 3: Improve access and provide flexibility
for development n Townsend/Narticoke

Because the West Corridor comnects directly to existing Highway 403,
the Nanticoke/Townsend areas would benefit immediately from the
improved access. The Centra) and East Corridors do not conmect to the
Provincial freeway system and also depend upon the proposed the North
South Parkway/East-West Arterial routes.

Industries and truckers interviewed (see Section 2.2.2) indicated that
they requirc a direct connection to the Provincial freeway system to
avoid travel in the urban areas of Hamilton and other communities. In
addition, the large, heavy trucks used by thesc firms are not campat-
ible with travel on municipal roadways within an urban environment.
Only the Mest Corridor would connect directly to Highway 403 and avoid
travel on municipal roadways through urban areas.

If the Region of Hamilton-Wentworth North-South/East-West routes are
constructed, a connection will be made with existing HWighway 6. Exist-
ing Highway 6 south of the East-West Arterial is a four lane undivided
arterial roadway with geometrics providing a comparatively high level
of service. Consequently any traveller from the Nanticoke/Townsend
areas with a desire to access the easterly portion of Hamilten or
travel to points east of Hamilton will still be able to use existing
Highway 6 and the Nortn-South/East-Hest routes.

Thus, the East and Central Corridors would serve essentially the same
traffic movements as Existing Highway 6 and the Rorth-South/East-West
routes and would therefore provide a duplication of service.

Objective 4: Improve access to the industrial areas of
Tower Hami1ton

when the Region of Hamilton-Wentworth's proposed Industrial Perimeter
Road is constructed (from Highway 403 easterly along the Harbour
connecting to Burlington Street), the Mest Corridor will provide
jmproved access from Nanticoke to the easterly industrial areas of
Lower Hamilton via Highway 403 and the Industrial Perimeter Road.

In addition {reaffirming the point made in Objective 3 above), with the
North-South/East-West facilities in place the Central Corridor or East
Corridor would only duplicate the service that will be provided by
existing Highway 6 and would require that truck traffic be carried
through urban areas or municipal roadways.



Objective 5: Select a route which can be stage constructed
in a realistic and economical manner

Because the West Corridor connects to an existing provincial freeway
(Highway 403}, Highway 6 (New) could be constructed on the West
Corridor at any time with the realization of maximum transportation
benefits. This fs particularly relevant to servicing the Airport and
is a major factor in selecting the West corridor for detailed study.

The East and Central Corridors depend entirely on the Regional North-
South/East-Mest facilities to provide service and meet the objectives.
Consequently with the East and Central Corridors the Province would not
have full control over the construction staging of Highway 6 {New}.

Arother consideration s that Provincial freeways are primarily
intended to comnect larger cities, industrial concentrations and
recreational areas. They serve as the major highway routes through
intensely developed areas and serve interregional trave) movements,
The West Corridor would provide such a connection between Highway 403
and the Townsend/Nanticoke area. However, the Central, and to a lesser
extent the East, Corridors would not carry primarily interregiona)
travel movements. Both the East and Central Corridors would simply
duplicate the service and function of existing Highway 6.

In the Yonger term it can be anticipated that Highway 6 (New) will be a
freeway facility. ~General MTG practice is to terminate a freeway at
another freeway. The West Corridor is the only corridor of the three
which would terminate at a Provincial freeway facility. The Region of
Hami1ton-Wentworth's North-South route, while being fully grade
separated, does not meet provincial freeway standards. The East-West
portion is to be built as an arterial. In addition these two routes
addrets primarily municipal traffic needs and will not be assumed as
Provincial Highways.

§.4.4 Summary

A comparison of the corridors with the stated objectives was undertaken
to define an area n which alternative alignments for Highway 6 (New)
would be investigated. The two main reasons for selecting the West
Corridor over the East and Central Corridors are that only the West
Corridor connects directly to the Provincial fresway system and only

the West Corridor can be staged independently of the proposed North-
South Parkway and East-West Arterial. These factors are highlighted in
Exhibit §.1. Also, the Central and East Corridors duplicate service
provided by existing Highway € and thus do not improve access to the
Airport or to Townsend/ Nanticoke. Based on this analysis, the East or
Central Corridors were not studied in any further detail.

5.5 Initial Alternative Alfgnments

The alternative alignments for Highway 6 (New) are shown on Exhibit
5.2. These alignments were generated on the basis of technical
feasibility and the avoidance of known major impacts and constraints.
Principles used fn their generation were as follows:

1. Lot Tlines were followed wherever possible to minimize farm
severances.

2. Avoidance of the recently expanded Hamilton Civic Airport and
related future navigational controls as required by Transport
Canada.

3. Flexibility to avoid the waterfowl nesting area, the Unity Road
Hamlet and the Town of Mount Hope.

4. The necessity to link the alignments at the north end to High-
way 403 and at the south end to the Caledonia Bypass. It was
considered desirable although not mandatory to match the
previously designated Highway & (New) corridor between Highway 403
and Book Road.

5. Minimize direct impacts to residences.

Between Highway 53 and Glancaster Road there are three basic alter~
native alignments, These are labelled A, B, and C. Between Glancaster
Road and the Caledonia Bypass at Greens Road, there are four basic
alternative alignments, 1, 2, 3, and 4. Other sub-alternatives to the
basic alternatives were also examined, these are discussed in
Section 5.9.

Also shown are two abandoned alternatives. Both of these abandoned
alternatives connect between Alignment C and Alignment 4. (The reasons
for abandoning these two alternatives are discussed in the following
section),






5.6 Alternative Alignments Rejected After A
Preliminary Analysis

A1l of the alternative alignments were compared to the study objec-
tives, discussed in Section 2.3, On the basis of this comparisen the
alignments, Abandoned 1 and Abandoned 2, were dismissed from further
study as they did not adequately meet all the objectives of the study.

Both of these alignments are to the west side of the Study Area and are
the greatest distance from existing Highway 6. A traffic analysis
conducted as part of this study identified a major traffic movement
between Highway 6 {New) and existing Highway 6, south of Mount Hope.
This movement consists of traffic coming from Caledonia and areas to
the south in Townsend/Nanticoke wishing to travel to the Hamilton
Mountain area and the central and easterly portions of lower Hamilton.
This movement accounts for approximately 50% of the traffic forecasted
for Highway 6 (New) south of Mount Hope.

Both of the alternative alignments abandoned were judged to be too far
from existing Higway 6 to adequately serve this traffic movement.
Traffic would continue to use existing Highway § and the objective of
increasing use of the Caledonia Bypass would not be met.

In addition, both of the abandoned alternatives are the greatest
distance from the Hamilton Civic Afrport. Both these alternatives
would provide the poorest service to the airport.

The abandoned alternatives 1 and 2 were not studied
detail.

in any further

5.7 Alternative Aligments

The alternatives remaining for detailed analysis consisted of Align-
ments 1, 2, 3, and 4 and Alignments A, B, and C as shown on
Exhibit 5.2. With these alignments, interchanges were considered at:

- Highway 403;

- Book Road;

- Butter Road;

- Glancaster Road;
- White Church Road;
- Greens Road.

Not all of these interchanges are proposed for a1l alignments. Depend-
ing upon the alignment selected the interchange configurations vary.
For example, with Alignment & an interchange would not be possible at
both White Church and Glancaster Roads as there is insufficient
distance to provide for ramps between the two roadwsys. However, with
Alignment L interchanges at both White Church and Glancaster Roads
would be feasible as sufficient distance exists to provide ramps
between the two roadways.

The interchange at Highway 403 is proposed to provide all movements
between Highway 6 (New) and Highway 403. In addition, ramps are
proposed between Highway 53 and Highway 403 to serve movements to and
from the east on Highway 403.

An interchange is proposed at Book Road to provide access for a future
passenger terminal and asociated airport related developments on the
north side of the Airport. Also, from an interchange spacing point of
view, a connection at Book Road is desirable to provide access and
service to adjacent lands. (A separate study was undertaken of the
Book Road crossing, as outlined in Section 5.9.1.)

Interchanges at Butter and Glancaster Roads are proposed to provide
access to the south side of the Airport. Transport Canada's ultimate
plans for the airport call for freight facilities and general avtation
services along Airport Road.

The White Church interchange serves not only local traffic but also
provides for a connection between Highway & (New) and existing High-
way 6. The need for this connection was identified during the traffic
analysis and is discussed in Section 5.6.

At the south end of the Study Area an interchange fs proposed at Greens
Road to connect to the morth end of the Caledonia Bypass. This inter-
change would 2150 provide access to Caledonia.

5.8 Detailed Assessment of Alternative Alignments

In this stage of the study, the various alternative alignments were
analyzed and assessment tables were developed. Based om studies
conducted during the last 20 years, certain principles have been
employed to make the recurring trade-offs required for decision-making
purposes on capital projects. These principles of level of service,



Factor

TABLE 5.3

FACTORS USED FOR THE DETAILED ASSESSMENT OF ALTERNATIVE ALIGNMENTS

Significance

Property

Agriculture

Communi ty

Heritage

Noise

Criteria Rationale

Number of residential properties taken . Minimization of disruption to Tocal
Number of commercial properties taken residents and local business, industries
Number of industrial properties taken and institutions

Nmber of institutional properties taken

Number of properties Rosidential
fram which land is Commercial
required but which are Industrial

not eliminated {by type} | Institutional

Area of Class 1, 2and — ] 1 . Preservation of productive agricultural

3 lands removed {by 2z Tand
class) 3
Total . Minimization of disruption to agricul-

tural operations
Area of spectality crop lands affected

Nusber of farmsteads removed

Number of farms affected

. Number of farm severances - landlocked parcels

- new units

Area of landlocked parcels

Effects (division, disruption} . Presorvation of existing community and

to Unity Side Road Hamlet minimization of disruption to local
residents

Number of heritage T, Direct . Preservation of heritage resources

features affected -

(by type) _ | Indirect

Number of residential reccivers experiencing . Minimization of disturbance to local
an increase of over 5 dBA over (future) residents

ambient, as a result of an alternative, ten

years after construction
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. Effects to praperty, both direct takings

and proximity effects is an Environ-
mentally Significant Issue for the
purposes of this Stud,

Ageiculture and the preservation of good
quality agricultural land and viable
farming operations is an Environmentally
Significant Issue for the purposes of
this Study

Effects in terms of proximity impacts,
noise and visual, the loss of community
through “barrier* effects, anc mpacts
to future development combired =3 mske
the Unity Road area an Environmentally
Significant Area for the purpases of
this Study.

. Heritage resources cantributed o Sook

Road being an Environmentally S nifi-
cant Area for the purposes of tmis Study

Noise is an Environmentally Significant
Issue far the purpose of this Study






direct costs, and indirect costs {impacts) provide a useful framework
for analysis. FEach alternative is assessed with respect to the level
of service it provides for both its direct and indirect costs.

The major factors and criteria developed from these principles, and
used in describing the performance and impacts of each alternative
alignment in addition to the rationale for their use and their signifi-
cance, are documented in Table 5.3.

Comparisons were undertaken assuming that standard mitigating measures
would be applied to all alternatives. Over time the Ministry of
Transportation and Communications has recognized certain typical
environmental effects of highway projects and has developed standard
mitigating measures. These standard mitigating measures are shown in
Table 5.4. This results in a comparison of altermatives based on the
"net effects” of these measures. The detailed assessment of alter-
native alignments generally considered additional mitigation measures
where specific impacts were identified. Consideration of additional
mitigation is intrinsic in the detailed assessment of the alternative
alignments.

Where environmental impacts could not be mitigated through design,
these impacts are indicated in the assessment tables and form one of
the bases for the comparative evaluation of the alternatives.

5.9 Comparative Evaluation of Alternative Aligmaents

The process of evaluating alternatives and recownending a preferred
alternative should have theoretical validity. In order to have
theoretical validity, the process by which a preferred alternative is
identified must be logical and must include a variety of alternatives
and 2 set of relevant criteria for the evaluation of each alternative.
Accordingly, a strategy of elimination of alternatives based on their
comparative evaluation was employed to make a final recommendation.
One alternative was successively compared to all of the other alter-
natives for its relative ability to meet the design abjectives and
criteria of providing the best recommendation. One alternative was
successively conpared to all of the other alternatives for its relative
ability to meet the design objectives and criteria of providing the
best traffic service for the lowest possible cost and with the fewest
environmental impacts. In turn, the alternative least able to meet the
criteria was rejected, and the remaining alternatives were successively
compared, In other words, if an alternative offered no advantages over

the other alternatives but had more disadvantages, it was rejected in
favour of the remaining alternatives and the process repeated until the
preferred alternative emerges.

This process was used in the comparative evaluation of alternatives as
outlined in the following sections.

5.9.1 Book Road Crossing

Before the alternative zlignments A, B and C could be comparatively
evaluated, an alignment for Alternative A at Baok Road required
additional study. Through discussions with External Team members and
the public at the first series of Public Information Centres, many
constraints and controls were identified at the Book Road crossing for
Alternative A, Consequently, a detailed analysis of alternative
interchanges at Book Road and Alignment A was carried out. This led to
the preferred plan for Alignment A which was then compared with Align-
ments B and C.

The controls and constraints at the Book Read crossing contributed to
it being an Environmentally Significant Area for the purposes of this
Study. These consist of:

1. The navigation, lighting, and zoning requirements of the recently
expanded Hamilton Civic Afrport.

2. A 230 KY hydro line which has recently been lowered at the end of
Runway L7L to accommodate the Afrport's zoning requirements. This

230 KV line is immediately south of the crossing of Book Road.

3, The Ancaster Animal Cemetery which lies directly opposite the
existing MIC designation at Book Road.

4. An abandoned historic human cemetery (the Parkin Cemetery) on the
north side of Book Road immediately west of the MIC designation.

5. Two historically significant houses imediately west of the WTC
designation, just north of Book Road.

6. Several residences in the immediate vicinity.

7. Several large viable farms in the area, some with specialty
crops.



TABLE 5.4
GENERAL ENVIRONMENTAL EFFECTS AND STANDARD NITIGATING MEASURES

Environmental Effect Standard Mitigating Measures.

Sedimentation and turbidity of adjacent water-bodies Appropriate construction techniques
Erosfon control by interception dftches, terracing, slopes, etc.
etc.

© Contain sediments by check dams, sediment traps,

o

Volume and frequency of stormeater flow > Normally investigated as part of detail cesign drainage investigations to dtermine
sures to minimize amount of ncrease to adjacent watercourses; flow retention
Reasires considered when appl icable

Stream bank erosion © Bank stabilization measures
Interception of aquifers and springs © Rafse vertical alignment above the water table, where possible
Contamination of groundwater by highway runoff @ Use of contained storage and ensure positive drainage where possible

Restore stream banks

Haintain streanflow

Minimize stream diversion, channelization
Apply seasonal construction constrafnts
Ensure proper culvert design and placement

Disruption of aguatic habitat

REEE

Loss or disturbance of significant trees and/or

Utilize close-cut clearing rather than grubbing to retain maximum regenerative potential
ground flora

Protect retained vegetation during construction
© Landscape planting

Wew or increased exposure of forest edge with resultant  Utilize close-cut clearing
effects of wind throw, loss of wildlife habitat
Road salt damage ° Utilize resistant species in landscape planting
© o sensitfve specialty crops, therefore additional measures are not applfcable
Removal of productive farmland © Design facility to minimize land requirement
© Rehabilitate areas disturbed by construction
Disruption of field access © Provide alternative access
Oisruption of tile and surface drainage systems © Minimize duration of disruption

© Restore tile and surface drainage system

Dust during construction < Use_dust control /suppression methods
© Utilize temporary erosion control methods on staged construction

Groundwater contamination ° Minimize dfsturbance to sephc systems
© Rebuild disturbed syst

Construction Noise © Operationa) constraints to be imposed during construction (to be negotiated with
appropriate municipalities); wrocedures required by MOE/MTC nofse protocol for
construction noise to be app

Removal of residences on wells and septic systems ° Pump out and fill septic tanks
© Fill wells per MOE guidelines

Damage or relocation of septic systems or wells © Repair or relocate per MOE regulations

NOTE: Additiona) standard mitigating mcasures relating to constructfon activities are provided in Part II, Table 4.1,
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Three alternatives to the Book Road interchange with Alignment A were
developed, these are referred to as AL, A2, and A3 and are shown in
Exhibit 5.3.

Table 5.5 shows a comparison between Alternatives AL, A2, and A3 at
Book Road. The comparative evaluation focusses primarily on design
criteria, fmpacts and cost because the service provided by the three
alignments is essentially the same.

In evaluating Al, AZ and A3, Alternative A3 was successively compared
to Alternatives Al and A2. Compared to Alternative Al, Alternative A3
had greater impacts, particularly with respect to residences and the
cemeteries, greater costs, and offered much less flexibility and poorer
highway geometrics. In comparison to Alternative A2, Alternative A3
had greater impacts with respect to the cemeteries, greater costs, and
offered no advantages over Alternative AZ in terms of its geometrics
and flexibility. Accordingly, Alternative Alignment A3 was rejected.

Alternative A2 was evaluated in comparison to Alternative Al, AZ had
greater impacts, particularly with respect to residences, somewhat
greater costs, and offered poorer geometrics and far less flexibility.
Thus, Alternative AZ was rejected in favour of Altermative Al.

Alternative Al was selected largely on the basis that it provided the
best highway geometrics and the grestest flexibility in meeting
Transport Canada's long-term requirements and avoiding conflicts with
Ontario Hydro. It requires the removal of only one residence and
Teaves the Pet Cemetery unaffected. The Parkin Cemetery is unaffected
and remains within the interchange lands. A heritage feature, the Book
House is indirectly affected by the removal of the barm, but the barn
removed is not, in itself, of any great historical significance as it
was constructed in the 1950s. Alternative Al, however, has marginally
greater agricultural impacts and marginally greater impacts to the
natural environment.

Alternative Al at Book Road was used in all further evaluations of
the Highway 6 (New) alignment alternatives.

5.9.2 Alternative Alignments A, B, and C

Alternative A was recommended over Alternatives 8 and C. Table 5.6
shows all of the factors and criteria used in the evaluation.
Appendix G documents the effects to farm operations.

In evaluating Alternative Alignments A, B, and C, Alternative C was
successively compared to Alternatives A and B. In comparison to both
Alternatives A and B, Alternative C provided the poorest traffic
service at the highest cost with the greatest impacts, especially with
respect to agriculture. It provided no advantages and had major
disadvantages in comparison to both Alternatives A and B and was
therefore, rejected.

When Alternative B was evaluated in comparison to Alternative A, it
provided poorer traffic service at a greater cost with greater impacts,
especially property, agricultural, and heritage impacts. Thus, Alter-
native B was rejected in favour of Altermative A, It should be noted
that Alternatives B and C also had greater noise, plamning policy, and
visual impacts than Alternative A.

5.9.3 Alternative Alignments 1, 2, 3, and 4

Alternative 1 was recommended over Alternatives 2, 3 and 4. Table 5.7
shows all of the factors and criteria used in the evaluation.
Appendix G documents the effects to farm aperations.

The corridor traffic forecasting (see Section 2.3) identified a major
demand for traffic travelling on Highway 6 (New), south of the Airport
to switch back to existing Highway 6 to trave) on inta Hamilton.
Approximately one-half of the forecasted corridor volume on Highway 6
(New) south of the Airport is expected to make this movement.

A sensitivity analysis was undertaken to estimate the potential for
each of the Alternatives 1, 2, 3, and 4 10 carry this traffic movement.

Comparisons were made with other bypasses in the area to determne the
amount of traffic which would continue to use existing Hijmway b and
the amount that would divert to Highway 6 (New).

This analysis indicated that Alignment 1, closest to existing High-
way 6, would attract 100% of the demand. Alignment 4, furtnest from
existing Highway 6, would attract only 25% of the demand. Alternatives
2 and 3 would attract 75% and 50%, respectively. Therefore, it was
determined that alignments in close proximity to existing Highway &
would offer far superior traffic service and carry substantfally higher
traffic volumes.

In evaluating Alternative Alignments 1, 2, 3, and 4, Alternative 4 was
successively compared to Altermatives 1, 2, and 3. In comparing












TABLE 5.5
COMPARISON BETWEEN ALTERNATIVES Al, A2 AKD A3 AT BOOK ROAD

PROPERTY
Number of Residences Taken
Number of Residential Properties Affected
Pet Cemetery
Parkin Cemetery
HERITAGE
Other Heritage Features Affected

AGRICUL TURY.
Area of Class 1 to 3 Land by Class:

wn—

Number of Farm Severances

Arca of Landlocked Parcels

Area of Active Farmland Removed from Production
Area of Specialty Crop Land Removed

NATURAL ENYIRONMENTAL FEATURES
Area of all Forest, Plantations and other Woodlots Affected
Area of Highest Quality and Maturing Representative Woodlots Affected

NOISE
Number of Residences experiencing over § d8A increase

cosT

HIGHWAY GEOMETRICS

FLEXIBILITY

ALTERNATIVE ALIGNMENTS

from midway between Highway 53 and Book Road
to midway between Book Road and Butter Road

AL A2 A3

1 2 1

[ 0 2
unaffected access road reguired removed

within interchange lands  unaffected

Barn on farmstead 116a none
removed
3.4 na 1.8 ha
3.6 ha 7.2 ha
20.1 ha 18.1 ha
4 4
8.0 ha 10.0 ha
5.6 ha 5.1 ha
2.6 ha 0 na
12.6 ha 12.6 ha
10.4 ha 3.9 ha
4 2
- additional cost of
one residence
best acceptable
provides greatest Tittle flexibility

flexibility for meeting
Tong-term requirements
of Transport Canada and
Ontario Hydro

proximity impacts

none

cmoaBan

additional cost of
acquiring Pet Cemetery

acceptable

Tittle tlexidility
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Alternative 4 to Alternative 1, Alternative 4 provided significantly
inferfor traffic service with greater impacts, especially with respect
to agriculture and the severity of the disruption to viable, large-
scale agricultura) operations in the south part of the Study Area.
However, Alternative 4 would be less expensive (+10%) to build than
Alternative 1. Then in comparison to Alternative 2, Alternative 4
provided inferior traffic service but had a fairly similar number of
unacceptable impacts--those to the agricultural operations by Alter-
native 4 versus the impacts to the community and the natural environ-
ment by Alternative 2, However, Alternative 4 would be somewhat less
expensive { 103} to build than Alternative 2. Similarly when Alter-
native 4 was compared to Alternative 3, it offered poorer traffic
service with a corresponding amount of unacceptable impacts. Alter-
native 4 would, however, be slightly less expensive to construct than
Alternative 3. Therefore based primarily on its poorer traffic service
and its unacceptable agricultural impacts, Alternative 4 was rejected
in favour of the other three alternative alignments.

Then, Alternative 3 was successively compared to Alternatives 1 and 2.
In comparing Alternative 3 to Alternative 1, Altermative 3 provided
much poorer traffic service with far greater impacts, particularly with
respect to the Unity Road Hamlet and the natural environmental. How-
ever, Alternative 3 would be less expensive { 105} to build than Alter-
native 1. In comparison to Alternative 2, Alternative 3 provided
poorer traffic service with fairly similar impacts albeit at slightly
less cost. Therefore, based on its poorer traffic service and its
similar or greater impacts, Alternative 3 was eliminated in favour of
the remaining two alternatives.

Finally, Alternative 2 was evaluated in comparison to Alternative L.
Although it would be somewhat less expensive, Alternative 2 offered
poorer traffic service and had greater impacts than Alternative 1,
especially with respect to the Unfty Road Hamlet and the natural
environment, Therefare, its poorer service and greater impacts led to
the elimination of Alternative 2 in favour of Alternative 1.

Alternative 1 provides the best service with the fewest impacts.

5.9.4 Airport Road Alignment

Following the first series of Public Information Centres, a local
resident suggested an alignment for Wighway 6 (New) using a portion
of Airport Road west of Mount Hope. This altemative is shown on
Exhibit 5.2,  Generally, alignments along existing roadways are not

feasible as they require the removal of numerous private accesses and
therefore create significant property damage. However, Airport Road
has only a few access points in this area and thus warranted further
study.

The following documents the comparative evaluation of .Alignment Al
including the east-west portion along the mid-lot line between Airport
Road and White Church Road and Alternative ALA with its east-west
portion along Airport Road.

The evaluation considered those portions of the alignments from High-
way 53 to Greens Road. Most factors and criterfa were used in the
evaluation, with the exception of those factors that would not apply to
the east-west portion and/or would be the same for both alternatives.
The criteria that were not used were:

- effects to the Unity Road community;
- Dplanning policies:
- visual analysis.

Table 5.8 documents the assessment of the two alternatives.

In comparison to Alignment AL, Alignment ALA provided similar service
to the afrport with similar construction costs. However, Alignment AlA
requives the removal of four additiona) residences including a farm-
stead and has substantially greater noise effects to nearby residents,
although it requires about half as much high quality forest. There-
fore, based on the nature of its greater impacts; i.e., the mumber of
properties required, Alternative Alignment AIA was rejected in favour
of Alignment Al

5.10 Modifications to the Recommended Alignment

5.10.1 Book Road to Butter Road

South of Baok Road Alignment A swings to the southeast. This swing
creates some landlocked parcels, removes a farmstead at Butter Road and
fragments a woodlot.

In order to avoid the farmstead and minimize both farm severances and
the fragnentation of a woodlot as requested by the Ministry of Agricul-
ture and Food and the Ministry of Natural Resources, respectively, the
alignment was shifted to the southwest (see Exhibit 1.1}. This shift
results in an  alignment adjacent to the property line. Thus the



TABLE 5.8
DETAILED ASSESSMENT OF ALTERNATEIVE AL AND ALTERNATIYE AlA

Al ALA
PROPERTY
Number of Residences Taken 3 6
Comnercial Properties Taken 9 0
Industrial Properties Taken 2 ?
Institutional Properties Taken 9 0
Residential Properties Affected 1 1
Comercial Properties Affected 0 0
Industrial Propertics Affected 2 2
Institutiona) Properties Affected 1 1
AGRICULTIRE
Areas of Class 1, 2, and 3 Lands Removed by Class:  Class 1 121 ha 121 ha
Class 2 17 ha 17 ha
Class 3 2 na 24 ha
ToTAL 162 ha 162 ha
Number of Farmsteads Removed  _ 0 1
Area of Specialty Crop Lands Affected 3ha 3ha
Number of Farms Affected 52 8
Number of Farm Severances:  Landlocked 7 5
New Units 5 5
Arca of Landlocked Parcels 52 43
HERITACE
Wumber of Heritage Features Affected (by type): Direct Farmstead 116A Farmstead 1164
tarmstead 87
Indirect Parkin Cemetery 1168 Parkin Cenetery 1163
Stunp Fence Stump Fo
Unity Road Church 12 Uni ty Ruad Church 12
farmstead 76 Farmstea
Cemetery 72 reme:ery W
NOISE
Humber of Residences Cxperiencing Increase of Over 5BA 30 plus scrool 34 plus school
NATURAL ENYIRONMENTAL FEATURES
AIT forests & Hoodlots 29 ha 14 na
Highest Quality Woodlots & Forests 24 ha 9 ha
Stream Crossings: Primary 2 2
Secondary 3 3
0T
Construction same length, thus same cost Same length, thus same cost
TRAFFIC SERVICE
Ajrport Connection Provides direct connection Provides direct connection
to the airpor to the airport
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TABLE 5.9 ES
COMPARISON OF INTERCHANGE ALTERNATIVES - WHITE CHURCH ROAD AREA
CHIPPENA ROAD T0 GLANCASTER ROAD

Scheme 1 Scheme 2 Schems 3 Scheme 4
clo 'A' at
Direct Ramps Partia) Diamond White Church Road Trumpet ‘8"
PROPERTY
Number of residential properties taken 1 i 1 1
Number of commercial properties taken 0 [ 0 0
Number of industrial properties taken 0 0 [ o
Number of institutonal properties taken 0 0 [} 0
Number of properties for which land is requived but
which are not eliminated (by type) - Residential 1 1 1 1
ommercial 3 0 0 3
- Industrial o 0 0 0
- Institutionat 0 1 i [
ARICULYURE
Ares of Class 1 and 2 Tands removec (by Class}
2 48 3 8 8
-2 2z 2 2 2
- Total 50 50 50 50
Munber of farmsteads removed 0 . 0 0
Number of farms affected 12 13 13 12
Number of farm severances - Tandlocked 5 3 3 5
- new units 3 1 1 3
Area of Tandlocked parcels 20 ha 16 ha 16 ha 21 ha
HERITAGE
Number of neritage features affected {by type
- di None Hone None None
- indirect Farmstead {76) Farmstead (76) Farmstead (76) Farmstead (76)
on White Church on Mhite Church on Unite Church on Uhite Church
Road Road and Cemetery Road and Cemetery Road.
(74) on White (74) on Mhite
Church Road Church Road
COMMUNITY
Effects on Wount Hope and Some disruption Some disruption Some di sruption and Some disruption
Wnite Church Road Nevelopment ta White Church and perceived perceives negative to White Church
Road residents; negative impacts inpacts to White Road resident
some increase in  to Wnife Church Church Road residents

traffic on Airport residents
Road and {n Hount
Hope



TABLE 5.9

COMPARISON OF INTERCHANGE ALTERNATIVES - WHITE CHURCH ROAD AREA

NOISE
Number of residences experiencing over
5 dBA increase

NATURAL_ENYIRONMENT
Area of all forests, plantations and other
woodlots affected

Area of highest quality and maturing
representative woodlots affected

Area of Woodland Improvement Act areas affected
Area of Identified Waterfowl Area affected

primary

Nutber of stream crossings -
- secondary

PLANNING POLICIES
Effects on future land use

TRAFFIC SERVICE

CHIPPEWA ROAD TO GLANCASTER ROAD

(continued)
Scheme 1 Scheme 2 Scheme 3 Scheme 4
Parclo 'A' at
Direct Ramps Partial Diamond White Church Road Trumpet '8"
3 3 3 3
3 H 5 6
6 5 5 6
0 0 [ 0
9 6 6 1
1 1 1 1
o 0 0 [

Precludes future
expansion of resi-
dential area of
Hount Hope to in-
clude White Church
Road settlement

Preserves open
space and even-
tual Tink between

Road settlement

Moverent to/fram Serves movement
existing Hwy. 6
served directly

by ramps south via White Church
of White Church Road interchange;
Road White Church Road

interchange pro~

Ramps serve local vides full movement

teaffic to/from to/from Huy. 6§
the south {Nlew) for local
traffic

Local traffic to/

Restricts E-§
travel on White
reroute to Airport  Church Road
Road interchange
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Precludes future
expansion of resi-
dential area of
Hount Hope to in-
clude White Church
Road settlement

Preserves open space
and eventual Tink
between Mount Hope
and ¥hite Church
Road settlement

Serves movement
to/from existing
Hey. 6 indirectly
via White Church
Road interchange;
white Church Road
interchange pro-
vides full movement
to/from Hay. &
(New) for local
traffic

Movement to/from
existing Huy. 6
served by ramps
south of White
Church Road. Local
traffic also served
by ramps to/from
the north

Restricts E-¥
travel on white
Church Road






6. iption of the

ifi Effects, ion and
Commitments to Future Work

6.1 General

The recommended alignment for the undertaking is described in this
Chapter.

In this Environmental Assessment Report, the following procedures have
been documented in terms of dealing with mitigating measures:

1. for potential effects not identified as being related to
“environmentally significant areas and issues’ (as defined in
Chapter 2}; the effects and basic mitigating measures are dis-
cussed in the report sections below, describing the recommended
plan.

2. For potential impacts that are related to “environmentally
significant areas and issues", appropriate mitigating measures are
discussed in more detail in report Sectfon 6.3. Further, more
information on mitigation will be provided during detailed design,
where appropriate (see Section 6.4) in the Design and Construction
Reports.

This Chapter is divided as follows:

- Section 6.2 The Recommended Highway & (New) Alignment and
pProfile

- Section 6.3 Identified Environmentally Significant Areas/
Issues and Commitment to Mitigation

- Section 6.4 Commitment to Future Work

Exhibit 1.1 shows the recommended alignment for Highway & (New).
Detai)s of the recommended plan are shown fn Part 11, Preliminary
Design Report. A detailed assessment of the recommended alignment is
shown in Table 6.1.



TABLE 6.1

DETAILED ASSESSMENT OF RECOMMENDED ALIGNMENT

Recomnended Alignment
Glancaster to Greens Rd.

TOTAL
liwy. 403 to_Greens Rd.

Criteria Recammended Alignment.
Hwy. 403 to_Glancaster Rd.
PROPERTY.
Number of residential properties taken 2
Number of commercial properties taken 0
Number of industrial properties taken 0
Number of institutional properties taken 0
Number of properties from which land is
required but which are not eliminated
(bY type) - Residential 2
-~ Commercial 1 (Nursery)
- Industrial 0
- Instituticaal a
AGRICULTURE
Area of Class 1, 2 and 3 Jands
removed (by Class) -1 26 ha
-2 10 ha
-3 22 ha
58 ha
Area of specialty crop lands affected 3 ha
Number of farmsteads removed 0
Humber of farms affected u
Kumber of farm severances - landlocked parcels 3
- new units 0
Area of landlocked parcels 22 ha
COMMUNITY
Effects (division, disruption} to
Unity Side Road Kamlet
HERITAGE
Number of heritage features affected
{by type} - Direct Barn in Farmstead il6a
- Indirect Parkin Cemetery 1168
Stump Fence

NOISE*
Number of residences experiencing
over § dBA increase

11 plus schaol

onon

43 ha

Divides Unity Road Kamlet
Disrupts Seneca Unity School
ard Conmuni ty

None

Unity Road Church Site (12}
Farmstead (76} at White
Church Road

10

ono s

e

21 plus school

e


















separated freeway with access by interchange only, from Highway 403 to
the Caledonia Bypass at Greens Road.

Stage 3

When traffic demand warrants, widening to six-lanes can be accommodated
by reducing the median to 15 m and maintaining rural drainage. This
results in the ulitmate six-lane facility.

Further information on staging fs presented in Part I[, Section 5,
Design Criteria.

6.3 Envirommentally Significant Areas and Issues

Section 3.3 of this report provided a definition of "environmentally
significant areas and issues’. Based upon that definition and all
coments and concerns raised and analyzed during the route location
study, "environmentally significant areas and issues” affected by the
recommended plan have been identified. These areas/issues are dis-
cussed in the following subsections.

These significant areas and issues were identified in Chapter 4 and
used in the comparative evaluation outlined in Chapter 5.

Several of the issues identified in Chapter 4 are combined by geo-
graphical area as some issues on their own would not be considered
significant but when combined with others create a significant area/
issue,

A large portion of the mitigation of these identified areas/issues was
undertaken through the design of the recommended alignment. Additional
mitigation will be outlined fn Section 6.4, Commitments to Future Work.
6.3.1 Noise

This issue is considered to be environmentally significant for the
purposes of this Study based upon:

- comments raised by members of the public, local elected repre-
sentatives, and the Ministry of the Environment;

- analyses carried out by the Study Team.

In the route planning phase of this Study, noise impacts were analyzed
based on criteria outlined in the MOE-MTC noise protocol.  This
included the comparison of numbers of noise sensitive locations (i
known and assumed residential outdoor emenity areas and the Unity
School school yard) affected by the various alternative alignments.
Topographic features or intervening obstructions were not taken into
consideration at this level of detail, although the cut at Unity Road
on Alternative I was incorporated into the overall decision-making
process.  Some 29 residential receivers and the Unfty School school
yard were identified in this phase as being expacted to experience more
than 5 dBA increase over ambient conditions, ten years after construc-
tion, as a result of the recommended alignment.

e.

During the preliminary design phase of the Study, further investiga-
tions were conducted using refined horizontal and vertical alignment
information, and incorporating major topographic details and screeming
by major intervening obstacles such as buildings or embankments. It
was determined that only 21 residential receivers and the Unity School
school yard would be expected to experience more than 5 dBA increase
over future ambient conditions, ten years after construction of the
ultimate undertaking. (Appendix K, Part I indicates the nature of the
ten-years-after construction predictions used.)

The MOE-MTC noise protocol calls for the investigation of mitigation
measures within the right-of-way where noise level increases are
greater than § dBA fn the post-construction scenario. The protocel
fndicates that, in such cases, if project costs are not significantly
affected and where a minimum attentuation of 5 dBA can be achieved, as
averaged over first row receivers, the selected measures will be intro-
duced within the right-of-way. Additionally, any mitigation measures
adopted will attempt to achieve levels as close to, or lower than the
objective level {i.e. 55 dBA or ambient) as is technicaliy, economi-
cally and administratively feasible. In practice, norie mitigation
would be installed where it is cost effective.

Mitigation measures considered within the right-of-way included natse
barriers, noise berms, changes to vertical and horizont:i slignment,
and the use of specific pavement surfaces. Further investigation of
appropriate measures was then carried out to determine whetner they
were technically feasible. Finally, the cost effectiveness was con-
sidered in terms of the number of first row receivers which would
receive the required benefit. General barrier costs were compared to
the benefits to the adjacent properties. In practice, a varrier is not
normally constructed where it is not cost effective. To be cost



LOCATION

Greens Road
to Unity Road

STATION

9+50
to
12+150

TABLE 6.2

SUMMARY OF RECOMMENDED ALIGNMENT
(see Appendix A, Part II for Plan and Profile)

RECOMNENDED DESI DI

AL 1GNME! OF ILE

Meets centre Tine
of Greens Road at
existing grade.

Connects to north

end of Caledonia
Byvass with a
Parclo 'A' inter-
change at Greens
Road.

Terrain varies
considerably.

Proceeds north-

easterly off lot

Tine toward Unity
In fi11 averaging
2to3m

Structure required
over Seneca
Creek

DESIGN _CONTROLS

Initial stage inter-
section to be at-
grade

Northbound Tanes {cur=
rently two-way) of
Caledonia Bypass have
n constructed.
Widening to ultimate
4 1anes south of
Greens Road to be
accomplished by con-
structing 2 lanes
southbound.

Aligment must cross
unity Road between
Church and School to
minimize impacts to
Unity Road Hamlet
(see Section 6.2.2}.

EFFECTS OR
CONDITION CHANGE.

]
(Actual_or Potentfal)

Profile meets exist-
ing grade of Caledonia
Bypass/Greens Roa
intersection.

10 initial Stage, two
northbound lanes

be constructed to
match existing
Caledonia Bypass.

Two industrial parcels
required at Greens
Road.

One residence
experiences nofse
level increases of
more than 5 d3A.

MITIGATING MEASURES

Properties will be
purchased.

No mitigation
proposed, not cost
effective

Design of structure
over Seneca Creek
to be undertaken at
time of final

design end reviewed
with Conservation
Authorfty and MAR.

COMMENTS

Highway 6 (New) is
six lanes ultinate,
Bypass is four lanes
ultimate. Therefore,
two lanes dropped at
Greens Road.

Seneca Creek crassing
will be subject to
Conservation Authority
review under 0.Req
154/86 (Fill, Con-
struction and Altera-
tion to Waterways
Regulations).












LOCATION

uhite Church
Road to
Airport Road
Connection

STATION

16+590
to
174570

ALTGNMENT

Swings to mortn-
west to avoid the
Airport.

RECOMMENDED DESIGN
P

TABLE 6.2

SUMMARY OF RECOMMENDED ALIGNMENT

ROFILE

Slightly above
grade.

(conttnued)

DESIGN CONTROLS

Trumpet '8' inter-
change provided to
Highway 6 (Existing).

Alignment swings to
the west to avoid the
Ajrport.

Profile set to pro-
vide drainage over
numerous water-
courses.
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EFFECTS OR
CONDITION CHANGES

{Actua) or Potential)

Link road required to
Highway 6 (Existing).

Changes. traffic
volumes and patterns
along Highway 6.

Alignment can no
Tanger parallel Tot
Tines.

Crossing of 230 KV
Hydro 1ine.

Some waterfow] neste
ing area to be
removed.

One house removed at
wWhite Church Road.

Structure provided on
White Churck Road
over Highway 6
{New).

MITIGATING MEASURES

Construction
activities will be
restricted and
appropriate tech-
niques undertaken
to minimize impact
on waterfowl .

Property will be
purchased.

Mnite Church Road
realgned

Paintiin dceess
residences and
farms along White
Church Road and
maintain continuous
€4 travel.

COMMENTS

Interchange and Tink
road requir
serve maJor tvafhc
movenent
Hamiton.

Some commercial
establishments may
experience decreased
exposure to traffic.

Some relocation of
existing plant may be
required.

Alignment impacts
easterly extremity
only. Majority of
nesting area
unaffected.






TABLE 6.2
SUNMARY OF RECONMENDED ALIGKMENT
(continued)

RECOMMENDED DESIGY CONDITION CHANGES
LOCATION STATION AL [GNMENT PROFILE DESIGN CONTROLS (Actual or Potential) MITIGATING MEASURES COMMENTS
Hydro crossing of Crossing is Feasible,
230 KV line south of some relocatio
Butter Road. existmg hydvu p'\ant
require
Butter Road  20+530  Proceeds northerly In fill approxi- Ahgnmcnt parallels  Ho landlocked or new
to Book Road  to parallel to lot mately 2 to 3 m Tot lin units created. Land
224570 lines. above grade. required primarily

along lot lines.
Structure provided Butter Road Due to drainage re-
over Highway 6 (New)  realigned to main- quirements, elevation
at Butter Road. tain access to of Highway & (New)

private residences. and Butter Road has
been raised in the
vicinity of Butter

Road.
Four residences at None proposed, not
Butter Road will cost effective.
experience noise
increases of more
than 5 dBA.
Possible removal of  Relocation/
sections of stump replacement will be
fence. discussed with
owner at time of
construction.
Area of high quality  Aligment parallels
woodlot removed. Yot line thus wood-
Tot is not frag-
mented .
Book Road to  22+4570  Shifts to morth-  Deep cut approxi-  Factors affecting Detailed evaluation See Section 5,81
Highway 53 to east toward exist- mately 8 m at Book location of of Book Road crossing for a deta
244500  ing designation.  Road to Station interchange at ook  led to decision to Gomaation of sook
234300 then Road include: swing off designated Road crossing.
approximately 2m - Transport Canada‘s  lands
of fi11 to High- requirements for
ay 53. zoning, naviga-

9
tion, and lighting






TABLE 6.2

SUMKARY OF RECOMMEKDED ALIGNMENT

RECOMMENDED DESIDI

LOCATION _ STATION ALIGNMENT 0F ILE
Wighway 53 to 244690  Follows existing  Elevated over
Mighway 403 to designation to Highway 53.

254260  Highway 53.
In 5 to 6m of
fin.
Wighway 403 254280  Trumpet "A" inter- Highway 6 (New)

change provided.  over Highway 403.

(continued)

VESIGN_CONTROLS

EFFECTS OR
CONDITICN CHANGES
(Actual _or Potential)

Orainage requirements
and access to private
residences required
that Highway 6 (New)
go over Highway 53.

A11 movements
provided betaeen
hway 6 (New) and
Highway 403.

Ramps to Highway 53
to and from the east
on Highway 403 are
being provided to
offload the Fiddler's
Green interchange and
service the Scen

¥oods deyelopnent on
Highway

Existing designation

is the only location
2along Kighway 403 that
provides sufficient
room for an interchange.

Highway 6 (New)
crosses three 230 KV
bydro Mnes.

Alignment elevated
over Higway 53.

Two residences will
experience noise level
increases of more than

One house is_removed
at Highway 53.

Affects Ticenced sand
and gravel pit.

MITIGATING MEASURES

Crossing is feasible,
sone relocation of
existing plant may be
required

Barrier walls are
being provided to
mitigate noise
effacts,

Property purchased by
.

Hone . Investigate aggregate
source for construc-

tion of Highway &
(New).

M1 Highway § (New)/
Highway 403 inter-
change ramps are
provided for within
designated ltands.

Additional land
veyond that already
destgnated will be
required for
connection to
Higvay 53 to and
from the east on
Highway 403.



effective, a large number of residences must bemefit from a noise
attenuation measure.

At a preliminary design Tevel of detail, the attenuation provided by
either noise oarriers or noise berms may be considered to be equiva-
lent. Because of berm space requirements, they may not be applied
where limited areas occur between the alignment and adjacent resi-
dences. As well, berms may require additional property beyond the
normal right-of-way. In the Highway 6 (New) Study Area, the use of
berms in many locations would require the acquisition, and loss from
production, of additional prime agricultural land; the minimization of
such acquisition is a major objective of the Study.

At the preliminary design phase, horizontal and vertical alignments are
Targely determined by technical and physical constrafats, and only
minor alterations are possible. In this Study, these constraints
included the location of the recommended alignment between adjacent
residences, interchange and over/underpass requirements, drainage
restrictions, crossing of hydro electric lines and the objective of
minimizing property acquisition or disruption by following or parallel-
Ting survey 1ot lines where possible. Route planning and preliminary
design decisfons, such as the shift of alternative Aligmment 1 slightly
westerly at ¥hite Church Road, or the final locatfon of the recommended
alignment at the Sutter Road crossing, are examples of where a variety
of factors, including a general consideration of noise, determined the
preliminary design level of detail alignments. Vertical alignment
refinements can occur during detail design and no further preliminary
design leve) of detail changes were determined to be appropriate for
mitigation purposes.

The use of open friction course pavement (OFC) is often considered in
an attempt to reduce the amount of tire-generated noise. A decision to
use OFC in selected locations is normaily made during detail design and
the use of specific pavement surfaces for attenuation purposes will be
considered during this phase.

Finally, the use of broad-leaf vegetative plantings to serve as a
screen for highway noise is frequently raised by members of the public.
Such plantings do not produce an audible reduction in highway-genera ted
notse, and have not been considered as an effective form of noise miti-
gation for this Study,

Table 6.3 contafns a summary of considerations made for noise mitiga-
tion at cach noise sensitive location adjacent to the recommended
alignment, at a preliminary design level of detail. Re-cvaluation of
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noise impacts and possible mitigation will be made during detail
design, to incorporate detailed informatfon current at that time.
These investigations will be documented in the Design and Gonstruction
Reports.

At Highway 53 noise mitigation will be provided. Noise mitigation was
determined to be either cost ineffective or technically infeasible at
other crossroads. At Highway 3 the construction of barrier walls, in
association with the structure’s parapet walls, is expected to achieve
acceptable Jevels of attenuation for the immediately adjacent residen-
tial noise recefvers, at a relatively minor cost as part of the over=
pass construction. A re-evaluation of appropriate mitigation at this
Tocation will be carried out as part of the detail design for this
crossing, and will be documented in the Design and Construction
Reports.

During construction, the provisions for construction noise outlined in
the MDE-MTC noise protocol will be followed. The specific terms of
this compliance will be documented in the Design and Construction
Reports. Although no blasting is anticipated, should any be fdentified
during detail design, monitoring for noise and vibration impacts,
including pre-blast surveys, will be considered and documented in the
Design and Construction reports.

6.3.Z Agriculture

This issue fs judged to be environmentally significant sased .pon:

- comments made by members of the public, elected
and External Team members;

asentatives

- analysis undertaken by the Study Team.

Agricultura) effects and their mitigation were considers: *or uoth farm
operations and removal of farm lands.

A detailed assessment of the effect of Highway 6 (New} sn farm opera-
tions was undertaken as part of the route Jocation study. The results
of this analysis are included in Appendix G. Effects to agricultural
operations consist primarily of farm severances and restrictions to
farm machinery movement.

In order to mitigate against farm severances, existing lot lines were
followed wherever possible. To mitigate against restriction of farm






machinery movement within the Study Area, grade separations are pro-
vided at all crossing roadways of Highway 6 (New). There are no OMB
road closures proposed as part of Highway 6 (New) within the Study
Area.  Where severances are unavoidable, access roads will be con-
structed to new units created where feasible. Any landlocked parcels
will be purchased by the MTC and will Tikely be offered for resale to
the adjacent owners.

In order to mitigate against the loss of agricultural land, a basic
80 m right-of-way is proposed. The Ministry of Transportation and
Communications usually employs a standard right-of-way of 100 m for
rural freeways. However, due to the significance of farm Jands in this
area, the less than standard right-of-way was employed.

6.3.3 Uity Road

This area is judged to be environmentally significant based upon:
- comments received by members of the public;

- analysis carried out by the Study Team.

Unity Road is a designated rural hamlet within the Haldimand-Norfolk
Official Plan. The recommended alignment crosses Unity Road in an area
which has 1ittle resfdential development. Only one house will be
removed. The alignment crosses between the Seneca Unity School and the
United Church. The Church is not actively used; services are held only
once a year.

The crossing is in an area of deep cut, approximately 7-8 m.  This
significantly mitigates the noise and visual impacts of Highway &
(New}. Dnly the school experiences a noise level increase of 5 dBA or
mare. A structure is provided on Unity Road over Highway 6 (New) but
due to the deep cut, the profile of Unity Road is mot changed. As the
profile of Unity Road is not changed, driveway access, pedestrian move-
ments and traffic patterns are not affected.

Concerns were expressed over effects to wells in the vicinity of the
cut. Well records were reviewed for the area, and significant impacts
are not expected. Some wells may require deepening. A well monitoring
program is proposed as a commitment to future work.

Ouring the Second and third series of Public Information Centres,
special displays were prepared (see Appendices D and F) to illustrate

the crossing and outline its effects and the proposed mitigation.
These displays were also presented to the elected representatives at
the formal Council presentations. Comments received from the public
and the elected representatives were generally favourable. Most people
felt that, {f there was to be a crossing of the hamlet, it was in the
best Jocation and the proposed mitigation measures considerably reduced
the impacts to their community.

6.3.4 Mhite Church Road Area

This area is judged to be environmentally significant based upon:

- comments received by members of the public, elected representa-
tives and External Team members;

- analysis carried out by the Study Team.

The Township of Glanbrook Council requested continuous east-west travel
on White Church Road and that development be allowed to extend south-
erly to White Church Road fram the Town of Mount Hope.

Transport Canada requested that the Airport Road interchange line up
directly opposite the existing access to Airport Road.

Local residents were concerned over proximity impacts of Highway 6
{New) and its interchange at White Church Road.

To respond to these concerns, four options for an interchange in the
vicinity of White Church Road were developed and presented to the
public at a special property owners meeting and to the elected repre-
sentatives at a Council presentation in March of 1986.

Based on comments received at the Council meeting and the special
property owners meeting, the Study Team selected one of the interchange
configurations and incorporated it into the recommended alignment. The
selected interchange configuration met the concerns outlined above by:

- allowing through east-west travel on White Church Road;

- allowing development in Mount Hope to continue southerly to White
Church Road;

- allowing the Afrport Road interchange to line up directly opposite
the existing Airport access on Airport Road;









visual intrusion, changes to the rural environment, and increases in
traffic volumes.

A detailed noise investigation was undertaken. Noise was fdentified as
an environmentally significant issue and mitigation is addressed in
Section 6.3.1.

To mitigate the visual impacts of Highway 6 (New), a visual analysis
was undertaken, and existing lot lines were followed wherever possible
to conform to development patterns and to avoid segmenting landscape
units. The profile for Highway 6 (New) was kept as low as possible to
reduce fts visibility. In addition, landscaping at interchange and
intersection locations will be investigated at the time of finai
desfgn.

Highway & (New) should not significantly increase traffic volumes on
nost crossing roadways within the Study Area. Highway 6 (New) should,
in fact, reduce traffic volumes on some municipal roadways. In parti-
cular, Airport related traffic, currently using the Fiddier's and
Butter Roads should switch to Highway & {Mew). Increases in traffic
will be experienced in the vicinity of interchanges.

There are no road closures proposed and thus local traffic patterns are
not affected.

The Study Area is largely agricultural. Discussions held with repre-
sentatives from local planning departments, regional planning depart-
ments, the Ministry of Agriculture and Food and the Ministry of Housing
have indicated that the Study Area is expected to remain largely rural
in nature and operation. Highway 6 {New) is not expected to signifi-
cantly affect the rural nature of the area.

In addition, Highway 6 (Hew) generally skirts the existing urban
development. The recommended alignment is in close proximity to the
recently expanded Hamilton Civic Airport and to development along
existing Highway 6. Therefore, although Highway & (New) rums through a
Targely rural area, it is on the fringe of existing development.

8.3.7  Yegetation (Moodlot and Forested Areas)

This issue was judged to be envirommentally significant based on &
request by the Ministry of Natural Resources.

Approximately 34 ha of forest, plantation and woodlot wil) be removed
for the construction of Highway 6 (New). Of this, some 30 ha is con-
sidered to be highest quality and maturing representative woodlots. Mo
Woodland Improvement Act agreement aress are affected. Most impacts to
woodlot areas results from the location of the selected alternative
along or adjacent to ot and mid-concession lines {to minimize impacts
o property, agricultural areas and residences}.

The selected alternative was modified to avoid fragmentation of woodlot
areas where possible. During detail design, investigation will be
carried out to minimize impacts of the selected alternative to wooded
areas where possible. These will include consideration of

- investigation of tree removal
clearance);

strategy (gradual, pre-stressed

- a survey of rare or significant plants along the right-of-way;

- construction measures to minimize impacts as a result of major cut
or fil1 operations for significant stands of trees.

Consultation with MMR during detail design on the impacts to woodlot
and forested areas will be undertaken.
6.4 Commitment to Future Work

6.4.1 Future Investigations to be Carried Qut and Involved Agencies

As a result of the issues and concerns analyzed during the Study, the
proponent has agreed that additional amalysis during detailed desiqn
will be required.

A summary of these issues and the related future work commitments is
shown on Table 6.4. The table also shows the agencies or groups who
will be contacted during the course of these additional investigatisns.

6.4.2  Design and Construction Reports

Uesign and construction reports provide contract-specific design and
construction information for compliance and monitoring purposes.ihey
include commitments for environmental protection and monitoring at a



Issue/Concern

Identified as
Environmentally
Significant

Report
Section

TABLE 6.4

SUMMARY OF COMNITMENTS TO FUTURE WORK

Future Work Proposed

Agencies/Groups
Involved In
Future Work

Comments

NOISE

AGRICULTURE

UNITY ROAD

WHITE CHURCH ROAD

BOOK ROAD

PROPERTY

VEGETATION

ARCHAEOLOGY

Yes

Yes

Detail design noise impact evaluations
to re-evaluate mitigation required,
including barrier at Highway 53

Access to be provided to new farm units
created where feasible

Landlocked parcels to be purchased by
MTC and may be offered for sale to
adjacent owners

Investigate advanced tree planting

None required

Provide access to and fence historic
abandoned human cemetery (Parkin};
negotiations with Town to continuc
responsibility for maintenance

Obtain residences prior to censtruction

Yegetation specialists walk the
centre line of proposed R-0-W at
detailed design stage to locate
any significant specimens

Investigate tree removal strategy
Additional field surveys, documentation

and appropriate mitigation of impacts
to be carried out prior to construction

Ministry of the
Environment

Property Owners

Haldimand/Norfolk
rd of
Education
N/A

Town of Ancaster

Property (wners

Grand River C.A.
Ministry of
Natural Resources

Ministry of
Citizenship and
Culture

Mitigation to be provided based upon
MTC/MOE nofse protacol.

Standard MIC practice.

To reduce visual inpacts associated
with the crossing, advanced tree
planting will be investigated at the
time of final design.

Mitigation incorporated in design.

Cemetery Act requirements for
maintenance apply

Residences preferably obtained on a
willing seller, willing buyer basis at
fair market value.

Pratection of regionally rare plant

Mnimize mpacts to woodlots/
forested areas where possible.

Preliminary survey already undertaken.



TABLE 6.4

SUMMARY OF COMMITMENTS TO FUTURE WORK

(continued)

Identified as Agencies/Groups
Environmentally Report involved 1
Issue/Concern Signi ficant section Future Work Proposed Future Work Comnents
LANDSCAPING No 4.3.3 Landscaping at intersections and No further contact
interchanges to be investigated at the  needed
time of final design
ORAINAGE/STREAM No Appendix B Undertake a detailed drainage study Winistry of Preliminary drainage study undertaken.
CROSSINGS prior to construction, including extent  Natural Resources
of increase to volume and frequency of  Grand River C.A.
flow from storm events; appropriate Hani tan Region
mitigation to be determined
Ihagara Peninsula
Review stream crossings, fil1 permits C.A
and structures designs with MR and
Conservation Authority prior to
to construction
WELL MONITORING No 6.3.3 Well monitoring program to be Hinistry of the Preliminary review of effect to wetls
6.3.5 investigated at the time of Environment was undertaken. No significant impacts
final design Property Owners expected.
Regional Health
Unit
PRIVATE SEMAGE No Appendix B Effects, if any, to individual Ministry of the Will be addressed, if necessary, in
SYSTEM tile beds will be dealt with in Environment the Design and Construction Report.
final design Regional Health
it
WATERFOML Yo a.2.5 Measures to minimize disruption Hinistry Will be addressed in Design and
HABITATS on waterfow] habitats during Katural Resources Construction Report.
construction
SOILS No Appendix 8 Detailed soil investigation to Ministry of Preliminary soils fnvestigation was
INVESTIGATIONS be undertaken at time of final Matural Resources undertaken.
design
SIGNING No Appendix b Signing requirements to be Hinistry of Standard NTC signing practice

determined at time of final
design
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Tourism and
Recreation

regarding tourism facilities will be
enployed.



Teve) of detail that is either inappropriate for, or not available in,
a one-stage Environmental Assessment Report.

Design and construction reports will be submitted to the Ministry of
the Environment a minimum of 30 days prior to construction. These
reports will deal with concerns raised throughout the study process by
External Team contacts, Internal Team meetings, and the organized
public participation program.

These reports will address the commitments to further work made in this
Environmental Assessment, normal environmental design practice, and any
new issues identified during design.

To ensure that commitments are carried out during construction, the
Ministry of Transportation and Communications has a program of environ-
mental inspection which is undertaken throughout construction,

6.4.3 Compliance Monitoring

To facilitate compliance monitoring of the various commitments for
future work and mitigating measures referenced in this assessment.
compliance monitoring forms titled “Summary of Environmental Concerns
and Commitments" are provided in Appendix K. Commitments and concerns
arising during detail design will be documented in the Design and
Construction Reports.





