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EXECUTIVE SUMMARY: TRANSIT-ORIENTED DEVELOPMENT IN SMITHS
FALLS, ONTARIO; A COMPARISON BETWEEN TWO SITES
Topic and Purpose
In 2007, the Mayor of Ottawa’s Task Force on Transportation suggested adding a
commuter rail line between Smiths Falls and Ottawa. While planning for commuter rail
continues, VIA Rail is preparing to move its operations from a historic urban station to a
new unstaffed suburban building to prevent passenger trains from obstructing freight
trains entering Canadian Pacific Railway’s regional rail yard. Does the existing or future
train station have more potential to accommodate commuter transit-oriented
development, as defined by the City of Ottawa’s guidelines?
Study Area
The study area consists of two site areas that can be seen in the map on the next
page. The first includes all land within a 600-metre radius of the current VIA Rail station
located at 63 Victoria Avenue in Smiths Falls. Other important sites include a significant
town intersection, Beckwith Street North at Elmsley Street North, which is the location of
the public library, police department, chamber of commerce, farmers’ market, downtown
business association, and recreation centre. The town’s original commercial area
southwest of the train station, residential neighbourhoods surrounding the core, and CPR
rail yard and associated industrial land to the east occupy the rest of the site area.
The second site area includes all land within a 600-metre radius of the proposed
VIA Rail station located along Union Street at the north edge of the Town of Smiths
Falls. Industrial, residential, highway commercial development, and open space occupy
one third of the site area. The other two thirds is situated in Montague Township and
includes rural estate lots, occupied and vacant auto-oriented commercial, and agriculture.
This site area’s land use pattern and built form embody greater suburban characteristics
than the current station’s site area.
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Evaluation
A combination of transit-oriented development guidelines from the City of
Ottawa and Robert Cervero’s Developing Around Transit were used to evaluate the
potential for existing land uses and policies to accommodate transit-oriented development
around a commuter rail station in Smiths Falls. The twenty-five guidelines were divided
into six categories: land use, layout, built form, pedestrians and cyclists, vehicles and
parking, and streetscape and environment. All categories were compared to existing land
use conditions and relevant policies for within a 600-metre radius of the existing and
future VIA Rail stations. A summary of the evaluation can be found in the table on the
following page, with greater conformity to the criteria represented by additional stars. An
“X” represents a failure to conform to any aspects of the selected criteria.
Upon applying the evaluation criteria to the existing and potential attributes of the
two site areas, and the policies of the municipalities of Smiths Falls and Montague, the
conclusion drawn from the detailed analysis was that the existing VIA station and site
area are in a better position to use existing land use patterns and municipal policies for
commuter transit-oriented development to promote vibrant human activities in
established areas of Smiths Falls.
!
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EVALUATION SUMMARY: Criteria

Existing
Station &
Site Area

Proposed
Station &
Site Area

Land Use Planning in Support of Commuter Rail
Provide and support mass transit-supportive land uses

!!

!

Discourage non-mass transit supportive land uses

!!

!

Design for multi-purpose, vibrant destination by incorporating needed
local amenities
Use established commercial uses to attract transit users

!!!

!

Layout of Paths and Destinations
Establish direct, multi-path route networks for cyclists, pedestrians, and
motor vehicle traffic
Integrate buildings appropriately with mass transit

X

!
!!

!
X

!!

Built Form to Make Each Station "a Place"
Design landmarks to be visible and act as identifiable nodes

!

!

Design for a permeable pedestrian realm

!!!

!

Incorporating Pedestrians and Cyclists into Transit-Oriented Development
Enforce aesthetically attractive physical demarcation of pedestrian routes
!

X

Design for simple, visible and integrated pedestrian connections

!!

!

Provide waiting areas to protect transit users from uncomfortable weather

!!
X!

!!

!!!

!

Establish cycling infrastructure in conjunction with local roads and mass
transit networks
Managing Vehicles and Parking to Support Mass Transit
Provide sufficient but not excessive parking for motorized vehicles

X!

X

Locate parking lots behind buildings and minimize conflicts with the
pedestrian realm
Provide a "kiss-and-ride" area

!!

Expand park-and-ride lots vertically, not horizontally and integrate with
pedestrian realm
Design parking lots for multiple types of users and vehicles

!
!!

!

Provide convenient and attractive bicycle parking
Design off-street loading zones so that they do not obstruct pedestrians

X
!!

!

Design existing park-and-ride lots or nearby parking so they may be
converted to mixed-use, transit-oriented development in the future
Design off-street private parking areas to not obstruct pedestrians

!!

Reserve space for local mass transit, even if it does not yet exist

!

X

Planning a People-friendly Streetscape and Environment
Provide sufficient seating near sidewalks

!!

X

Enforce coherent function and inter-relation of pedestrian amenities

!!

X

Concentrate amenities at mass transit nodes

!!

X

!

!!

!
X

X
X
!

Legend: !!!!Mostly conforms to criteria,!!!!Partially conforms"!!!somewhat conforms,!!
!
X fails to conform to criteria!
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Conclusion and Recommendations
The existing VIA station and associated site area is more suitable to accommodate
a commuter rail station, transit-oriented development, and take advantage of transitfriendly municipal policies. This site area is located within a district with a land-use
pattern, path network, historical precedent, and pedestrian infrastructure that facilitates
mass transit use and future transit-oriented development. Smiths Falls’ Official Plan and
Zoning By-Law specifically recognize established urban areas as potentially successful
locations for transit-oriented land use patterns. A sample of the forty recommendations
for the superior site area can be found below, according to their term of implementation.
Short Term
•

Build a segregated pedestrian connection between Victoria Avenue and the VIA Rail
station that does not cross a parking lot.

•

Implement a carpooling program for residents commuting within and outside Smiths
Falls.

•

Open a coffee shop to sell tickets at the VIA Rail station.

Medium Term
•

Convert rail-oriented industrial uses to mass transit-oriented development.

•

Pave and maintain segregated bike paths parallel to arterial routes and designate
certain local streets as bike routes.

•

Install and maintain art and street furniture along routes connecting existing activity
hubs to the existing VIA Rail station.

•

Build and maintain safe connections between existing pedestrian routes and mass
transit.

•

Install and maintain safe bike racks, bike lockers, and showers at local commuting
and activity destinations, including the VIA Rail station.

•

Permit shared parking space between two or more properties.

•

Purchase land for future establishment and expansion of local commuter rail-oriented
mass transit network.
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Long Term
•

Increase land use intensity along all streets between Victoria Avenue and Beckwith
Street.

•

Design for transit-oriented commercial development at Victoria Avenue and Daniel
Street, and Beckwith at Daniel Street.

•

Implement and maintain a local mass transit network with access to the VIA Rail
station.

•

Design and prepare a detailed implementation plan for converting the established
CPR yards to mass transit-oriented development.

Primary implementation actors over the short, medium, and long term should include the
Town of Smiths Falls; its residents, business-owners, and employees; VIA Rail;
community advocacy coalitions; and the development and real estate industries.
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CHAPTER ONE: INTRODUCTION
1.0 Historical Context
The first colonial-era settlement in the vicinity of the town occurred through a
land grant in 1786 to United Empire Loyalist Thomas Smyth. Other settlers followed
Smyth and a mill was established along the Rideau River in the early 19th Century.
Following the opening of the Rideau Canal’s combined lock station at Smiths Falls,
industrial activity expanded to include additional mills as well as manufacturing, and
timber and textile processing. Canal operation and maintenance requirements also
attracted additional population and commercial expansion (Historic Places, 2010).
Railway activity began in Smiths Falls in the second half of the 19th Century
when both the Canadian Pacific Railway and what is today known as Canadian National
Railway built rail lines establishing direct passenger and freight connections to Ottawa,
Brockville, Kingston, Toronto, and Montreal. When VIA Rail took over passenger rail
service in the 1970s, all travel was concentrated at Canadian Pacific’s station. In 1984,
Canadian National’s historic station became the Railway Museum of Eastern Ontario
(RMEO, 2010).
According to the 2006 Census, Smiths Falls has about 8,800 inhabitants, which is
four percent less than when the Census previously occurred in 2001, and contains a mix
of public and private employers based around manufacturing and delivery of essential
services (Statistics Canada, 2010). Recent developments in the state of the local economy
include the closing of The Hershey Company factory and Rideau Regional Centre,
representing a combined total loss of 1,300 jobs. Aquablue International is currently
attempting to raise capital to convert the former Hershey property into a water-bottling
facility. However due to the owners’ inability to access company funds in accordance
with a Quebec regulatory body’s order, there is little local confidence in the success of
this venture (CBC, 2009, 2010).
Other organizations are hiring or expanding their facilities. The Ontario
Provincial Police’s Eastern Region Communications Centre, Perth and Smiths Falls
District Hospital, former site of Smiths Falls District Collegiate Institute, Water
!
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Treatment Plant, and Recreation Centre are expanding to accommodate new uses or
additional capacity. Smiths Falls’ long-serving mayor Dennis Staples supports such
projects as they create additional construction jobs, but would like to attract employers
who create full-time positions that attract permanent human migration to the town
(Mallory, 2010).
1.1 Research Question
Transit-oriented development is an emerging strategy for planning a new urban
form in North America. This approach aims to decrease reliance on private motorized
transportation by locating a mix of land uses and amenities around mass transit stops,
including bus stops, rail stations, and other rapid transit network nodes (Dittmar &
Ohland, 2004, 21-22). The City of Ottawa passed transit-oriented development guidelines
in 2007 to guide new development around its mass transit stations (1). In the same year,
the City of Ottawa released Moving Ottawa, the final report by the Mayor of Ottawa’s
Task Force on Transportation, which included a long-term plan for regional rapid transit,
including adding a commuter rail line connecting Smiths Falls with Ottawa’s existing
train station, about 65 kilometres to the northeast (49) (See Map 1a on the next page).
The Mayor of Smiths Falls has already expressed support for connecting his town
with Ottawa by regular commuter rail service. In fact, public officials from towns all
around Ottawa have been determining how their communities could fit into the commuter
rail network proposed in the 2007 transportation report. These officials hope the network
will prevent further out-migration of the towns’ remaining residents and even encourage
new people to move to these towns and commute to Ottawa by rail (Mallory, 2010).
While commuter rail plans are developing, VIA Rail is moving its operations
from the Town-owned CPR train station to a new smaller, unstaffed station at the north
edge of the Town to prevent trains from obstructing freight traffic through Canadian
Pacific Rail’s local yard, where the current station is located. The existing station is
located in an established urban area with a precedent for infill development, while the
proposed station will be located in a highway commercial area abutting rural estate lots.
A change to local access points to rail transportation could have a significant effect on the
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future viability of commuter rail as both a tool to connect existing residents to jobs in
Ottawa and attract new residents who could bring prosperity to the entire community
(Jeanes, 2010).
The research question of this Master’s Report is how might transit-oriented
development principles be applied as a method of evaluating the potential for infill and
revitalization in Smiths Falls, Ontario around the existing and proposed VIA Rail
stations, assuming one of these two stations becomes a commuter rail terminal? Other
regions in Canada and the United States looking to create or expand their own commuter
rail networks, including to nearby towns that are shrinking or have not yet been
consumed by exurban sprawl, and planners interested in applying Ottawa’s transitoriented development guidelines to other jurisdictions may seek guidance from this plan.

Map 1a: Smiths Falls, Ottawa and Moving Ottawa’s Suggested Commuter Rail Route.
1.2 Purpose
Authors such as Gerald Autler (2002), Peter Calthorpe (1993), Robert Cervero
(1997), Hank Dittmar (2004), and Vukan Vuchic (2007) have written extensively on
transit-oriented development around light rail or bus rapid transit stations in large cities
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or suburbs. Such examples often propose large-scale development with radical
transformations of the surrounding areas around current or future stations. However now
that commuter rail networks are being promoted as a method of managing region-wide
transportation (see current and future plans for Toronto (Metrolinx, 2007), San Francisco
(Caltrain, 2009) and Salt Lake City (UTA, 2010)) a survey of the literature reveals little
on how to plan proper commuter transit stations in outlying towns located beyond
suburbs and experiencing economic and population decline. If there is a difference
between planning for commuter rail in these types of outlying towns and light rail
stations in prosperous urban and suburban districts, it is essential that the planning
communities in Canada and the United States know such differences to properly
accommodate future revitalization and growth.
1.3 Report Method
The evaluation framework was based on the City of Ottawa’s Transit-Oriented
Development Guidelines, approved by its city council in September 2007 (1) and
Developing Around Transit: Strategies and Solutions That Work, published in 2004 by
the Urban Land Institute. The framework includes assessing context-appropriate station
area density, diversity of land uses in the surrounding area, pedestrian accessibility, and
station-area parking. Through site visits, and analysis of maps and public policies, the
existing and future VIA Rail station sites and surrounding areas were assessed for the
potential of each to accommodate context-appropriate transit-oriented development
around a commuter rail station. The better option shall be recommended for
implementation.
Collected data originated from primary documents, archival records, interviews,
direct observations, participant observations, and physical artifacts found on site visits.
Three principles were applied throughout the data collection process to preserve the
quality and integrity of the research: using multiple sources of evidence (triangulation)
such as online, in books, and inter-personal communication; creating a case study
database that relates new or analytical data to relevant pre-existing or summary data; and
maintaining a chain of evidence that records the dates, sources, and collection methods
relevant for each piece of information.
!
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1.4 Report Structure
This Master’s Report contains seven chapters and an executive summary. This
first chapter is an introduction to the report’s subject, context, rationale, method, and
content. The next chapter is a detailed introduction, description, and critique of the
report’s method of evaluating the two site areas. The third chapter is an introduction to
the two site areas, including detailed descriptions of existing and proposed station
facilities; site area boundaries; and past, present, and future conditions around the station
sites. The fourth chapter is a detailed evaluation of the existing station and site area
compared to the evaluation criteria. The fifth chapter is a detailed evaluation of the
proposed station and site area compared to the evaluation criteria. The sixth chapter
includes a decision on which site area is superior for implementing context-sensitive
transit-oriented development and some specific recommendations and implementation
strategies for making the superior site better oriented to mass transit. The final chapter is
a conclusion of the report’s subject, rationale, method, evaluation, and recommendations.
There are four appendices that present maps of the zoning patterns, road network, and
Official Plan districts of Smiths Falls relative to the site areas, and the architectural plans
of the proposed VIA Rail station building and property.

!
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CHAPTER TWO: SITE EVALUATION METHOD
2.0 Introduction
2.0.1 Guidelines
The City of Ottawa's Transit-Oriented Development Guidelines provide
"guidance to assess, promote and achieve appropriate Transit-Oriented Development
within the City of Ottawa...as the City expands its rapid transit network with a focus on
increasing transit ridership." While they are designed for development within Ottawa's
political boundaries, due to the guidelines' "flexible" nature, they may also be applied to
neighbouring municipalities with similar physical geography, demographics, economic
order and public administration (City of Ottawa, 2007b, 1).
Robert Cervero's Developing Around Transit is an introduction and reference
book for developers, property investors, and politicians looking to build infill projects,
increase land values, and encourage development around transit hubs to promote
ridership for mass transit networks. The book contains several guidelines specifically
intended for development around commuter rail stations (2004, 160).
Both sets of guidelines may be applied to Smiths Falls because they are intended
for development in North American suburbs within a liberal economic and democratic
political order, in a locality looking to construct infrastructure that will attract private
investment and new residents.
2.0.2 Evaluation
A combination of guidelines were selected from the two previously mentioned
sources to evaluate the potential of existing conditions and policies to accommodate
transit-oriented development around a commuter rail station in Smiths Falls. Guidelines
were chosen based on applicability, scope, scale, and connectivity between commuter
transit-oriented development, the commuter rail network, and the rest of the town.
Inspired by divisions in the City of Ottawa's guidelines, the selected guidelines were
divided into six categories: land use, layout, built form, pedestrians and cyclists, vehicles
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and parking, and streetscape and environment. All categories were applied to planning
within a 600-metre radius of the transit station.
The existing and proposed sites were evaluated according to a broad range of
twenty-five guidelines across these six categories. Due to the qualitative nature of the
evaluation criteria, the outcome of each evaluation was assigned a value on an ordinal
scale according to how well each site conforms to the criteria. The lowest value is due to
conforming to no criteria and represented by an “X” in the rating summary, the next
higher value is due to conforming to some criteria and represented by one star, the next
higher value is due to conforming to most criteria and represented with two stars, and the
highest value is due to conforming to all criteria and represented by three stars. The table
listing all evaluations can be found in Chapter 6, with tables for sub-sections in Chapters
4 and 5.
2.1 Land Use Planning in Support of Commuter Rail
Locating uses close to transit that will either generate or attract a high percentage
of riders, or combinations of uses that will do so throughout the day or night or that will
enable people to perform multiple tasks at one location will enhance the level and
frequency of service that can be provided and the efficiency of the transit system (City of
Ottawa, 2007b, 2).
2.1.1 Provide and support mass transit-supportive land uses
Mass transit-supportive land uses encourage transit use and transportation
network efficiency as they establish high residential, employee densities, or both, inspire
the demand for travel outside of the morning and afternoon peak travel periods, promote
reverse-flow travel, attract and generate pedestrian and cycling traffic, and provide
extended hours of activity throughout the day and week.
A site conforms to this criteria if there is a mix of land uses such as townhouses,
apartments, child care facilities, hotels, medical clinics, restaurants, affordable housing
units, libraries, recreational and cultural facilities, fitness clubs, movie theatres, call
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centres, office buildings, high schools, or post-secondary institutions (City of Ottawa,
2007b, 4).
2.1.2 Discourage non-mass transit supportive land uses
Discourage land uses that are oriented primarily to the automobile and not the
pedestrian, cyclist, or transit user. Land uses that undermine mass transit are those that
generate exclusively high levels of private, single-occupancy vehicle activity, use large
amounts of land with low-density form, require extensive surface parking areas and are
oriented towards users arriving by private transportation; create negative impacts for
pedestrians, including isolation, windswept walks, and numerous vehicle crossings on
sidewalks, and typically do not encourage extended hours of activity.
A site conforms to this criteria if there are no automotive parts, repair or service
centres, car dealerships, car washes, drive-through facilities, gas or service stations,
commercial surface parking lots, warehouse storage sites, animal boarding sites,
commercial nurseries, or low-density residential developments on large lots (City of
Ottawa, 2007b, 4).
2.1.3 Design for a multi-purpose, vibrant destination by incorporating
needed local amenities
Design the site to allow for a multi-purpose destination to develop for both transit
users and local residents by providing a mix of different land uses that support a vibrant
local community and enable people to meet many of their daily needs locally, thereby
reducing the need to travel. The mix of different uses can all be within one building,
different buildings within close proximity of one another, or both. See Figure 2a on the
following page as an example of such a place.
A site conforms to this criteria if there are a variety of different housing types,
employment sources, local services, and amenities with combinations of uses on the same
lot. Patrons of the site visit both during and outside peak commuting hours (City of
Ottawa, 2007b, 5).
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Figure 2a: Homme de Fer Station in Strasbourg, France is a hub of
transit-supportive activities for residents, transit users, and tourists
(City of Ottawa, 2007b, 3d).
2.1.4 Use established commercial uses to attract transit users
Modern and post-modern cultures promote consumption in daily life.
Encouraging retail and other transit-oriented commercial land uses to locate near a
proposed or newly-built transit station familiarizes the shops’ visitors to the site,
hopefully leading them to mass transit.
A site conforms to this criteria if there are existing or proposed commercial
developments, specifically transit-supportive commercial land uses. There is partial
conformity if the site area includes land with the attributes for desirable commercial
development (Cervero et al, 2004, 159).
2.2 Layout of Paths and Destinations
Planning for individual and overall development in such a way as to reduce the
need to travel great distances or follow circuitous routes to transit stations will encourage
more people to use mass transit and consider it to be a viable alternative to car travel.
Placing land uses of greatest intensity (those that attract more people per square metre)
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closest to the station increases convenience for users and providers of transit (City of
Ottawa, 2007b, 2).
2.2.1 Establish direct, multi-path route networks for cyclists, pedestrians,
and motorized vehicle traffic
All local travelers must be able to traverse the site area through a combination of
safe, direct routes. A site conforms to this criteria if there is a grid or radial street pattern,
multiple paths to the same destinations, all blocks are less than 150 metres in length,
pedestrian-oriented short cuts to transit are at least six metres wide, and every block
includes a sidewalk on both sides of the vehicular right-of-way. See Figure 2b below as
examples of such a route network.

Figure 2b: Short blocks with pedestrian-friendly intersections
for transit accessibility (City of Ottawa, 2007b, 5).
A site deviates from this criteria if there is a curvilinear street network with dead
ends, there is only one path to each destination, all blocks are greater than 150 metres in
length, there are no pedestrian short-cuts to transit, and no sidewalks on any street (City
of Ottawa, 2007b, 6).
2.2.2 Integrate buildings appropriately with mass transit
A site conforms to this criteria if buildings' front entrances directly face the street
allowing ease of transition between the interior and exterior realms, the highest density
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(defined by lot coverage, height, and building area) and mixed-use buildings are the
closest buildings to the transit station (they may share building space with the transit
station), and those buildings’ entrances face the transit station with direct pedestrian
access so as to minimize opportunities where pedestrians must cross the paths of vehicles.
A site deviates from this criteria if within the same radius of the transit station,
buildings back onto streets with their front entrances facing parking lots, and high density
mixed-use buildings are located on or beyond the perimeter of the site (City of Ottawa,
2007b, 7-8).
2.3 Built Form to Make Each Station "a Place"
Place-making is an important theoretical framework for planning transit-oriented
development. According to this theory, a transit station should be designed as a
destination as much as it is a node in a mass transit network. The purpose of placemaking through design of built form is to encourage the creation of environments
surrounding transit stations that will enhance the local and greater public realms within
the community of which they are a part (City of Ottawa, 2007b, 2).
2.3.1 Design landmarks to be visible and act as identifiable nodes
A site conforms to this criteria if there is a landmark with unique architecture or
design relative to surrounding buildings, and may also be or appear taller than
surrounding buildings. The purpose of either landmark is to encourage site users to
associate that unique form with its location. A site deviates from this criteria if a
landmark is not easily visible from surrounding buildings or other parts of the site area
(City of Ottawa, 2007b, 8).
2.3.2. Design for a permeable pedestrian realm
A site conforms to this criteria if large buildings are set back three to six metres
from street-side property lines (on both street-side edges if on a corner lot) with
transparent and permeable pedestrian-level façades of walls abutting the street by adding
pedestrian-oriented infrastructure and landscaping in between the building and the road,
architectural variety at pedestrian level of buildings, transparent windows, and easily
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accessible doors. See Figure 2c on the following page as an example of a pedestrianoriented storefront (City of Ottawa, 2007b, 9).

Figure 2c: These large windows in Montreal, Quebec
animate the streetscape and make the sidewalks feel
safe for pedestrians and cyclists (City of Ottawa, 2007b, 15).
2.4 Incorporating Pedestrians and Cyclists into Transit-Oriented Development
Since mass transit trips include pedestrians’ need to walk between stages of
routes, walking and cycling are essential elements of transit-oriented development. The
intent of the following guidelines is to make such modes of travel both convenient and
positive experiences in ways that will enhance the act of arriving at and departing the
transit station (City of Ottawa, 2007b, 2).
2.4.1 Enforce aesthetically attractive physical demarcation of pedestrian
routes
A site conforms to this criteria if there is clearly visible signage indoors and
outdoors directing transit users within and around the station area, and different materials
or patterns are used for crosswalks, paths, and sidewalks to provide visual identification
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of pedestrian routes for motorists, cyclists, and pedestrians (City of Ottawa, 2007b, 1011).
2.4.2 Design for simple, visible and integrated pedestrian connections
A site conforms to this criteria if pedestrian routes are barrier-free and well-lit,
connections to mass transit can be easily determined by people who are unfamiliar with
the district, there are no grade-separated connections (but continuous and integrated, and
safety infrastructure is included if separation is necessary), routes are accessible outside
peak hours, there is continuous visibility of any area twenty metres ahead (using corner
mirrors, if necessary), there are no hidden areas or recessed areas that could be used for
hiding, no floor-level changes to access mass transit, and the slope ratio of ramps is no
more than 1:20, such as the ramp in Figure 2d below (City of Ottawa, 2007b, 10-12).

Figure 2d: This ramp in Gatineau, Quebec combines stairs with a gently sloped ramp
(City of Ottawa, 2007b, 26).
2.4.3 Provide waiting areas that protect transit users from uncomfortable
weather
A site conforms to this criteria if there is special landscaping or covered waiting
areas such as building projections, colonnades or awnings, and indoor climate-controlled
waiting areas to protect transit users from uncomfortable weather such as rain, snow or
excessive heat or cold. This includes waiting areas both on the train platform and in the
"kiss-and-ride" area (City of Ottawa, 2007b, 12).
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2.4.4 Establish cycling infrastructure in conjunction with local roads and
mass transit networks
A site conforms to this criteria if there is a cycling transportation network as
comprehensive as the automobile transportation network, including designated bike lanes
on all local roads, segregated bike routes along all arterial roads, intersections with
designated signalization for bicycles, signs directing cyclists to bike routes and alerting
automobile drivers to the presence of cyclists, ramps that allow cyclists to ascend and
descend steep grades, and existing or future designated waiting areas for cyclists on
station platforms and at kiss-and-ride zones.
A site deviates from this criteria if a cycling transportation network exists that
jeopardizes the safety of riders by forcing them to compete for space with motorized
traffic (City of Ottawa, 2007b, 13).
2.5 Managing Vehicles and Parking to Support Mass Transit
Conflicts around transit stations occur where vehicular movement and parking
compete for space with pedestrians and cyclists. The following guidelines support the
design of streets and parking areas to minimize these conflicts. The intent of the
guidelines is also to minimize the total number of parking spots and proportion of land
occupied by parking through increased mass transit ridership, reduced dependence on
motorized vehicles, and shared parking arrangements (City of Ottawa, 2007b, 3).
2.5.1 Provide sufficient but not excessive parking for motorized vehicles
In the absence of a local mass transit network to transport people between
residential areas and the transit station, parking at or near commuter rail stations is an
important component of the entire development. A site conforms to this criteria if total
on- and off-street parking spaces meet, but do not exceed the applicable parking
requirements to which the relevant by-laws require.
Long-term projects to help further reduce space occupied by parking may include
establishing a local mass transit network and reducing the number of spaces required by
relevant municipal by-laws (City of Ottawa, 2007b, 14).
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2.5.2 Locate parking lots behind buildings and minimize conflicts with the
pedestrian realm
A site conforms to this criteria if parking lots do not separate the public right-ofway from the functional front of the building, large lots are divided into smaller lots with
landscaping and sidewalks of sufficient width functioning as dividers and a network
allowing pedestrians to safely navigate the lot, planting strips are added between
pedestrian and vehicular traffic routes to buffer pedestrians from vehicles and road spray,
and there are no vehicle crossings over primary pedestrian routes (City of Ottawa, 2007b,
15-16).
2.5.3 Provide a "kiss-and-ride" area
A site conforms to this criteria if within 20 metres, directly accessible and visible
from the main entrance of the transit station, there is enough room for motorists,
including taxis to drop off or wait for transit passengers as required by municipal parking
and stopping zone requirements for private and commercial passenger vehicles. There is
partial conformity if a designated kiss-and-ride area is constructed between 20 and 150
metres from the entrance (City of Ottawa, 2007b, 15).
2.5.4 Expand park-and-ride lots vertically, not horizontally and integrate
with the pedestrian realm
A site conforms to this criteria if there is a parking garage of sufficient capacity, a
garage is planned to accommodate future additions to parking capacity, or there has not
been and will not be horizontal expansion of the existing park-and-ride lot. The proposed
or existing parking structure does not impede pedestrian flow (see criteria 2.5.2) and is
designed with attention paid to having active street-level facades such as commercial
uses, building articulation, non-transparent windows, or soft and hard landscaping. See
Figure 2e below as an example of a parking structure integrated into the pedestrian realm.
Expansion of park-and-ride lots and other off-street parking should be avoided if
capacity on local mass transit can be increased to meet additional demand (City of
Ottawa, 2007b, 16).
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Figure 2e: This Ottawa parking structure includes an active
pedestrian-oriented façade (City of Ottawa, 2007b, 39).
2.5.5 Design parking lots for multiple types of users and vehicles
A site conforms to this criteria if in the site area, the park-and-ride lot, and any
other off-street parking areas, spaces are reserved for carpooling, car sharing
organizations, ride sharing organizations, motorcycles, and minibuses. All spaces are
shared amongst users of nearby buildings, amenity spaces, and other facilities; and are
used for different types of trips at different times of the day, week, and year (City of
Ottawa, 2007b, 14-16).
2.5.6 Provide convenient and attractive bicycle parking
A site conforms to this criteria if within 20 metres of the transit station there is
sufficient bike rack space to secure all bikes, all racks are located next to building
entrances, sit in covered areas for protection from rain and sun, are visible from the
interior of the building, and do not impede the movement of pedestrians.
A site deviates from this criteria if any racks within 600 metres of the station are
not visible from its entrance or a path leading directly to the station, sit exposed to
unfavourable weather, or impede the movement of pedestrians (City of Ottawa, 2007b,
13).
2.5.7 Design off-street loading zones so that they do not obstruct pedestrians
A site conforms to this criteria if there are access driveways and loading zones
shared between adjacent users; loading areas are located off the street (preferably behind
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or underneath buildings); delivery routes do not cross parking areas or primary
pedestrian, transit, and cyclist routes; and exhaust fumes and noise from loading areas do
not infiltrate the pedestrian realm. A site deviates from this criteria if shared loading areas
are not present (City of Ottawa, 2007b, 15-17).
2.5.8 Design existing park-and-ride lots or nearby parking so that they may
be converted to mixed-use, transit-oriented development in the future
A site conforms to this criteria if a parking lot of sufficient size and shape (no
irregular corners or portions) exists that can be converted into transit-oriented
development when there is sufficient demand or interest in the future. See Figure 2f
below as an example of a lot intended for future development. This lot should be owned
by the same entity that owns the transit station or the land is zoned for future transitoriented development (City of Ottawa, 2007b, 17).

Figure 2f: Transit-oriented development opportunities
increase at park-and-ride stations when vehicle parking
is located in close proximity to the station (City of Ottawa, 2007b, 45a).
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2.5.9 Design off-street private parking areas so that they do not obstruct
pedestrians
A site conforms to this criteria if residential garages are located at the rear of
buildings. If garages must be accessed from the front façade, they should not project
beyond the front wall of the dwelling and should not be wider than 50% of the front
building façade. Ground-oriented multi-unit residences share driveways (City of Ottawa,
2007b, 18).
2.5.10 Reserve space for local mass transit, even if it does not yet exist
A site conforms to this criteria if, within 20 metres of the transit station there is a
direct and obvious physical link between a current or future bus stop or other communal
transit and the transit station, or there is an extra large kiss-and-ride area that may be used
as a local mass transit stop in the future (Cervero et al, 2004, 160).
2.6 Planning a People-friendly Streetscape and Environment
The quality and design of space within the pedestrian realm, specifically
sidewalks and walkways, and those that lead to and from transit stations, are important
aspects of the mass transit experience. Achieving high-quality public space involves
paying close attention to the design and maintenance of these environments as peopleoriented places that contribute to a positive experience for mass transit users and good
overall transit-oriented development (City of Ottawa, 2007b, 3).
2.6.1 Provide sufficient seating near sidewalks
A site conforms to this criteria if seating infrastructure, specifically benches,
chairs, and seating ledges are installed in public places with distances between each being
no more than 50 metres apart. The benches are placed at key viewing and gathering
locations such as bus stops, building entrances, and intersections; located so as to provide
at least two metres of unencumbered walking space on sidewalks; and are maintained to
preserve functionality (City of Ottawa, 2007b, 19).
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2.6.2 Enforce coherent function and inter-relation of pedestrian amenities
A site conforms to this criteria if street furniture such as seating, lighting, garbage
bins, parking meters, bike racks, and public art; vegetation; and signage are wellmaintained and properly integrated into the public realm (see Figure 2g below for an
example of pedestrian-oriented signage). Special lamps act as cues to guide pedestrians
along a route or act as a landmark to bring attention to a certain site. Shade trees and
shrubs form a significant portion of vegetation. There is a permeable ground surface and
pedestrian areas are paved with light-shaded stones to deflect heat. Finally, signage
respects building scale, architectural features, and the established design objectives of the
streetscape (City of Ottawa, 2007b, 19-20).

Figure 2g: These signs in Brockville, Ontario are oriented to passing pedestrians and
cyclists (Google Canada, 2009).
2.6.3 Concentrate amenities at mass transit nodes
A site conforms to this criteria if newspaper boxes, public telephones, bicycle
racks, benches, and garbage containers are concentrated within 20 metres of all mass
transit stops and other places where people congregate that enhances the transit
orientation of the development. A site deviates from this criteria if amenities are scattered
throughout the site area, directing patrons away from the mass transit node (City of
Ottawa, 2007b, 20).!
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2.7 Method Limitations
There are limitations to the scale and scope of the method sources when applied to
the study area that may weaken the robustness of the report's results. Other limitations
include time for research, access to documents, and availability of knowledgeable people.
The City of Ottawa's Transit-Oriented Development Guidelines were developed
for the City of Ottawa, a municipality with a population approaching one million people
with many destination nodes and an established mass transit network with rapid transit
corridors. The document is also biased to light rail and bus rapid transit. These attributes
differ from Smiths Falls, which has less than 9,000 people, few destination nodes, and no
comprehensive mass transit network. Infrequent commuter rail is the intended mode of
transportation.
Cervero et al. advised creating regional policies and local design principles to
develop expansive, high intensity hubs, and policies that promote transit-oriented
development in large American urban areas. American business and political leaders are
the publication's intended readership. The study area is a small city with different
climatic and vegetative attributes, and is governed under Canadian legal and
governmental institutions that limit the ability of municipalities much more than in the
United States of America to apply policies that can guide transit-oriented development
such as servicing fee structures, growth management strategies, and organizational ability
to promote such projects. Both sources assume development occurs in high-economic
growth eras; and regions with the public and private resources, and local interest to
implement such projects.
The assumptions in the two methodological sources manifest themselves in the
case study through the significantly limited scale of recommended development and
intensification options due to the town's relatively small population, low growth rate, lack
of employment diversity, and projected ridership on the commuter rail line. The scope of
policy recommendations to support transit-oriented development will also reflect the
limited resources of local commercial, social, and political leaders.
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The research for the report was conducted between April 2009 and March 2010,
with the final draft submitted in April 2010. This length of time allowed me to visit the
study area, gather documents, and contact knowledgeable people. This length of time did
not permit me to conduct interviews with elected and administrative officials to
determine their attitudes towards commuter transit-oriented development, with VIA Rail
and Canadian Pacific Rail senior staff to determine their priorities that may help or hurt
future development in Smiths Falls, and town residents to gain understanding of past and
present historical and cultural processes that may affect future attitudes and decisions
related to relevant urban and regional planning efforts. Additionally, my one site visit
took place on am August weekend in the late afternoon. Observations recorded during
this visit would have excluded local human activities that occur on weekdays, holidays, at
night, and in spring, falls, or winter.
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CHAPTER THREE: INTRODUCTION TO STUDY AREA
3.0 Chapter Introduction
The previous chapter presented the evaluation framework by listing and
describing the best characteristics, as defined by Robert Cervero and the City of Ottawa
for creating transit-oriented development, and how to recognize their presence and
absence. The purpose of this and the following two chapters is to apply this evaluation
framework to the study area, two site areas in Smiths Falls defined by a 600-metre radius
around the current VIA Rail station on Victoria Avenue and the proposed VIA Rail
station on Union Street (See Map 3a below).

Map 3a: Zoning and Site Areas of Smiths Falls, Ontario.
Each site area will be analyzed for its conformity to or deviation from the
principles of transit-oriented development, with attention paid to potential future
opportunities based on existing site conditions and municipal policies. At the end of the
evaluation and analysis of every category of each site area, an ordinal value will be
assigned reflecting this conformity or deviation. The site in a more advantageous position
to accommodate a commuter rail station and associated transit-oriented development will
be determined in Chapter 6 along with recommendations on how to improve the
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evaluation of each criteria at the better site and suggestions on how to implement these
plans and policies.
3.1 Site Introductions
3.1.1 Existing VIA Rail Station
The first site includes all land within a 600-metre radius of the current VIA Rail
station located at 63 Victoria Avenue in Smiths Falls. This study area also includes an
important town intersection, Beckwith Street North at Elmsley Street North, on which sits
the public library, police department, chamber of commerce, farmers’ market, downtown
business association, recreation centre, and public common. Other land uses include the
town’s original commercial area southwest of the train station; residential
neighbourhoods in the south, east, and west portions; and the town’s main rail yard and
associated industrial land in the eastern portion of the site (See Map 3a or Appendices 1,
3, and 4 for maps of this site area relative to the rest of the town) (Smiths Falls, 2009b).
The VIA Station occupies the platform and northern wing of the former Canadian
Pacific Railway passenger station. The unstaffed station area includes a waiting room,
washrooms, outdoor parking, and wheelchair access to the platform. The remainder of the
building and parking lot is occupied and maintained by the Smiths Falls Community
Theatre, which is currently renovating the property to accommodate a 140-seat
performance venue and a multi-level lobby that will include a box office, refreshment
vendor, and public gathering space (See Figure 3a below for an image of the station). The
Town of Smiths Falls owns the entire former CPR station and surrounding land. When
interviewed, the Town of Smiths Falls’ planner did not know why VIA Rail was moving
its station. However Harry Gow, founding President of local transit advocacy group
Transport 2000, identified preventing passenger trains from blocking freight trains as one
possible explanation (Jeanes, 2010; Schoular, 2010).
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Figure 3a: Existing VIA Station at north (left) end of building with Smiths Falls
Community Theatre occupying the rest of the building; parking in foreground and rail
yard behind station (Google Canada, 2009).
3.1.2 Future VIA Rail Station
The second site area includes all land within a 600-metre radius of the proposed
VIA Rail station located along Union Street at the north edge of the Town of Smiths
Falls. Within the portion of the site area in Smiths Falls is rail-oriented industrial land,
open space, and highway commercial land. Two thirds of the land is located in Montague
Township, including the majority of the proposed train station’s property. Adjacent land
uses in the Township include rural estate lots, occupied and vacant auto-oriented
commercial, and agriculture. The surrounding land use patterns and built form embody
greater suburban characteristics than the current station’s site area, which contains urban
land use patterns and built form (See Map 3a above and Appendices 1, 3, and 4 for maps
of this site area) (Smiths Falls, 2009b; Montague, 2009b).
At the time this report was written, VIA Rail had completed work in the rail
corridor on a passing track and platforms. The crown corporation was awaiting site plan
approval from the Towns of Smiths Falls and Montague to build a smaller unstaffed
station consisting of five seats, a washroom, a vending machine, a water fountain, and a
telephone. Elsewhere on station property will be a surface parking lot sitting on both
sides of the Smiths Falls-Montague border and a ground water drainage system connected
to a nearby creek. The southern third of the property will be landscaped with grass and
trees (See Appendices 2a and 2b for a site and building plan of the proposed VIA
station). As can be seen in Figure 3b below, trees and shrubs currently occupy the
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property. Planners in Smiths Falls and Montague have both expressed willingness to
work with VIA Rail to install the new station infrastructure (Mallory, 2010; Thibodeau,
2009, 1).

Figure 3b: Existing conditions of proposed VIA station site. The rail line is located
immediately behind the trailer in the middle of the image and the building on the left sits
on Smiths Falls’ northern boundary (Google Canada, 2009).
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CHAPTER FOUR: ANALYSIS OF EXISTING VIA STATION AND SITE AREA
4.1 Land Use Planning in Support of Commuter Rail
4.1.1 Provide and support mass transit-supportive land uses
The site area’s overall land uses are not entirely transit-oriented but provide a
foundation for future transit-oriented development such as row housing, neighbourhoodoriented retail, small and medium-scale offices, and public uses. There is also precedent
to approve variances that encourage mass transit-supportive land uses. Smiths Falls’
Official Plan encourages conversion of the CNR rail yard at the northwest end of the site
to urban redevelopment if its existing industrial uses can be enticed to move to the town’s
industrial park (Smiths Falls, 2008a, 19-20, 26). Should CPR reduce its operations in
Smiths Falls, this policy for CNR lands sets a precedent for similar policies for current
CPR lands.
Residential zoning in the site area consists of R4 areas, which permits low-density
single and semi-detached dwellings; R5, which permits medium-density attached,
stacked, and row housing; and R6, which permits group homes, and homes for the aged.
Local commercially zoned land consists of C1, which is general commercial; C2, which
is local commercial; and C3, which permits highway-oriented commercial use. Local
industrial-zoned land includes M2 or light industrial use and M3 or general industrial use.
There is also institutional land (I), and designated open space (OS). Variances to the
Zoning By-Law have permitted a live-work unit, dwellings converted from single to
multi-unit, and a special care home for mentally disabled children. An Official Plandesignated Core Area must include retail or commercial on the ground floor with
residential space above (See Appendix 1 for the map of zones and variances and
Appendix 3 for Official Plan districts) (Smiths Falls, 2009a, ii, 2-4; Smiths Falls, 2009b).
4.1.2 Discourage non-mass transit supportive land uses
The site area includes many attributes that discourage non-mass transit supportive land
uses and allow existing auto-oriented development to become transit-oriented with
existing infrastructure and lot pattern. Included in these attributes is a tight residential
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parcel fabric to allow versatile development that includes a variety of forms and styles,
highway-oriented commercial only permitted at the periphery (and in a mixed
commercial-residential area), commercial zoning that supports neighbourhood-oriented
retail, and a large M3 zone that allows non-transit-oriented development but municipal
precedent preserving the possibility for future redevelopment (See Appendix 1 for the
map of zones and variances and Appendix 3 for zones and Official Plan areas). Keeping
auto-oriented uses at the site periphery while preserving a tight parcel fabric in the core
restricts future large-scale highway-oriented development to such peripheral areas, giving
space for small-scale transit-oriented development to occur closer to the station (Smiths
Falls, 2009b).!
4.1.3 Design for a multi-purpose, vibrant destination by incorporating
needed local amenities
The current zoning and development pattern provides potential for both existing
low and future high-density housing, but few local employment hubs. There is a mix of
commercial, residential, and industrial uses along Victoria Avenue; a community theatre
occupying most of the current station (and eventually occupying the remaining portion
kept for now as a waiting room for VIA Rail passengers); services and amenities within a
few hundred metres along Beckwith Street North, including a library (See Figure 4a
below), church, and Tim Horton’s; along Russell, including a restaurant, grocery store,
and travel agency; and a school on Elmsley Street North at edge of site area. Within a
95% confidence interval, travel by car in front of the train station remains constant
throughout all the days of the week, suggesting constant multi-purpose travel (Smiths
Falls, 2005).
With a constant flow of weekend and daytime traffic, the town’s primary
pedestrian-oriented retail strip, and future activity due to the new community theatre all
in the site area, the existing site has the potential to attract a variety of businesses and
organizations, reducing the need for residents to leave the area to meet their daily needs
-further increasing local activity.
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Figure 4a: Smiths Falls Public Library, built in 1903.
4.1.4 Use established or potential commercial uses to attract transit users
While public amenities are located on the same street with a terminal view of the
train station, the town’s primary pedestrian-oriented retail district is located at the edge of
the 600-metre site area limit with no direct connection, as defined by a visible
relationship on the land, to the station. Closer to the existing station, there is potential to
take advantage of some existing development. There are two bars within 150 metres of
the station. One bar, “Lee Tavern” is across the street while the other, “Derailed”, a railthemed venue is less then 2 blocks away. Highway-oriented retail located at the north
periphery of the site area has no direct and visible connection to the station (Smiths Falls,
2009b).
There is no variety of existing commercial within visible contact of the station.
However as restaurants, Derailed and Lee Tavern are destinations where clientele may
spend extended lengths of time eating or drinking. Vacant and occupied commercial and
industrial buildings along Victoria Avenue have open, warehouse-style designs allowing
for flexible use of interior space. With or without variances and structural changes, these
buildings could be occupied by commercial uses that attract future transit users. The
existing retail districts along Beckwith and Union Streets are not within visible contact of
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or have direct access to the station and therefore without sufficient signage or rail-themed
connections provide limited potential to attract future transit users.
Criteria
Land Use Planning in Support of Commuter Rail
Provide and support mass transit-supportive land uses

Existing Station & Site Area

!!

Discourage non-mass transit supportive land uses

!!

Design for a multi-purpose, vibrant destination by
incorporating needed local amenities
Use established commercial uses to attract transit users

!!!
!

Table 4a: Evaluation summary of land use planning in support of commuter rail.
4.2 Layout of Paths and Destinations
4.2.1 Establish direct multi-path route network for bikes, pedestrians and
vehicles
The existing station site area has an established multi-path route network for
pedestrians and automobile drivers, but limited opportunities for cyclists. Additionally,
rail tracks divide the site into three built areas. West of the tracks and east of Elmsley,
streets were laid out in a grid pattern oriented to Elmsley Street allowing perpendicular
connections to Victoria Avenue. West of Elmsley, roads are oriented to Beckwith Street.
With the exception of two dead-end streets, all local east-west roads have direct
connections to Elmsley and Beckwith Streets. Streets east of the train tracks were also
laid out in a grid, but oriented to Cornelia and Montague Streets. Almost all blocks are
100 to 150 metres in length, with a few blocks at the periphery measuring 250 metres
(See Map 4a on the following page or Appendix 4 for Smiths Falls’ road hierarchy). All
but five blocks in the site area have sidewalks, which are about 1.5 to 2.5 metres wide
(Smiths Falls, 2009b).
All transport modes can cross the tracks via Cornelia Street and Rideau Avenue.
Pedestrians can cross the tracks via the Victoria Street pedestrian tunnel, which is located
300 metres north of the train station. The tunnel has an accessible width of 1.8 metres,
height of 2.0 metres, and length of 32.5 metres. An additional 0.6 metres of width is
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reserved for a 250 millimetre water main. Access to the tunnel is via ramps at both ends
(Smiths Falls, 2009c, 61).
While the railway lines act as barriers preventing the free flow of traffic between
neighbourhoods, there are multiple connections within neighbourhoods to permit
pedestrians, motorists, and cyclists to take multiple routes to the station and other
destinations in the site area. The abundance of sidewalks and short blocks allows many
pedestrians to safely traverse the site area via many alternative routes. These implications
reduce pedestrian barriers and promote intensification along these many routes.

Map 4a: Road Hierarchy and Site Areas: Smiths Falls, Ontario.
4.2.2 Integrate buildings appropriately with mass transit
Until VIA Rail opens its new station, the current station building is a mixed-use
facility, with a theatre and train station. However, an interior decorative fence separates
the two uses. Across the street is Lee Tavern (See Figure 4b on the following page),
which has a door on same intersection as the station. Derailed Bar & Grill is two blocks
south of the station.
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Along Victoria Avenue, there is relatively higher density development in M2, R5,
and R6 zones, including row housing (See Figure 4c on the following page), low-rise
apartments, and narrow commercial shops. Lots zoned R4 limits buildings to up to 70%
of lot coverage, and 11 metres in height. Almost all built form along local streets in the
site area, including directly off Victoria is zoned R4 (Smiths Falls, 2009a, 72-84, 109111).
Farther from the station, the highest-density development is permitted along
Beckwith Street North at the site’s periphery. In the Core Area (zoned C1), there is a
height limit of 22 metres with no restrictions on lot coverage. Mixed-use buildings are
located in this Core Area (See Figure 4d on the following page). There is a visible
connection about 400 metres east on Daniel Street from the intersection of Beckwith and
Elmsley to the VIA station (Smiths Falls, 2009a, 112).
The pedestrian-orientation of most buildings, and the permission of higher
intensity lot use in the Core Area and along Victoria Avenue set a precedent for future
intensification along pedestrian routes that lead to the existing VIA station.

Figure 4b: Lee Tavern in background, expanded parking lot of community
theatre in foreground.
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Figure 4c: Row houses one block north of the existing train station.

Figure 4d: Mixed-use development on Beckwith Street (Google Canada, 2009).

Criteria
Existing Station & Site Area
Layout of Paths and Destinations
Establish direct, multi-path route networks for cyclists, !!
pedestrians, and motorized vehicle traffic
Integrate buildings appropriately with mass transit
!!
Table 4b: Evaluation summary of layout of paths and destinations.
4.3 Built Form to Make Each Station "a Place"
4.3.1 Design landmarks to be visible and act as identifiable nodes
There are few buildings significantly taller than most others in the site area. The
most noticeable of these landmarks are church bell towers at the corners of Beckwith at
Church Streets and Elmsley at William Streets. Both landmarks are located at the
periphery of the site area. Additionally, there is a tall Tim Horton’s sign at Beckwith and
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Daniel Streets, and just north of the train station is a combined communications tower
and floodlight for the rail yard. These landmarks are not oriented around the existing
transit station or represent transit-oriented uses. However Daniel Street, which terminates
at the train station, can be seen if facing west from Tim Horton’s.
4.3.2 Design for a permeable pedestrian realm
According to the Zoning By-Law, setbacks must be at least 6 metres on city
streets (excluding provincial highways). This area creates space for paths between the
front doors and public sidewalks, or streets of all private homes. As can be seen in Figure
4d on the previous page, in the Core Area shops front directly onto the sidewalk,
especially along Beckwith Street. Beckwith’s wide roadway squeezes its sidewalks
tightly between the angled parking and buildings (Smiths Falls, 2009a, 72, 111).
The Official Plan directs the Town to consider landscaping in the site plan control
process, and describes its importance in the context of heritage preservation and
community improvement. Within the site area, pedestrian-oriented landscaping is present
around the library, municipal complex, and along Beckwith Street. Landscaping includes
planters, trees, flowers, benches, sidewalks, and bike racks (Smiths Falls, 2008a, 7).
With the exception of some modern infill development, much of the original
architecture is in the Victorian and Edwardian styles and includes, for both residential
and commercial buildings, large windows on the ground level with smaller windows
above. Many homes in the site area were built with ground-floor verandas (see Figure 4e
below for the streetscape approaching the station).
The development of the original lot and building pattern included small and
medium-sized homes on large lots with adequate setbacks. Since that time, extensions
have been added to existing buildings with mixed results, including closing off verandas,
which can limit interactions between pedestrians and home occupants. Should commuter
rail attract new urban-oriented residents, the Town is in a good position to encourage
infill development along existing pedestrian routes.
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Figure 4e: One full block of Daniel Street with existing VIA station in background.
Criteria
Built Form to Make Each Station "a Place"
Design landmarks to be visible and act as identifiable
nodes
Design for a permeable pedestrian realm

Existing Station & Site Area

!
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Table 4c: Evaluation summary of built form to make each station "a place".
4.4 Incorporating Pedestrians and Cyclists into Transit-Oriented Development
4.4.1 Enforce aesthetically attractive physical demarcation of pedestrian
routes
Signs at the VIA station indicate the locations of the waiting room and
washrooms. There is one VIA Rail sign on a wall facing the parking lot and a concrete
path directing people arriving by car, bicycle, or on foot to the end of the original station
building that is the remaining portion used as a station. However at the edge of the
parking lot closest to the building there is a sidewalk paved with brick pavers directing
pedestrians to the theatre entrance (See Figure 4f on the following page). Unlike
Brockville, which has public art at its VIA station, there is no attempt to frame the station
in such a way as to be a gateway to the town.
There is a sign off station property at Beckwith and Daniel Streets directing
people to the station. The approximately one-square-foot sign sits above pedestrians’ and
cyclists’ eye level on a lamp post so that it can be viewed by people far away and at
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higher speeds such as automobile drivers (See Figure 4g below). Throughout the Town,
the Official Plan only requires pedestrian routes be demarcated with asphalt (Smiths
Falls, 2008a, 30). These amenities and policies set a precedent for minimal infrastructure
demarcating pedestrian routes. Enhanced facilities for the theatre were voluntary and
should become a new precedent for better signage and ground marking of pedestrian
routes.

Figure 4f: Brick pavers leading to theatre entrance.

Figure 4g: Only directional sign to VIA Rail off station property, located on Beckwith St.
4.4.2 Design for simple, visible and integrated pedestrian connections.
In compliance with VIA Rail’s policies, the station area is barrier-free, including
all entrances (See Figure 4i on page 37). Elsewhere in the site area there are also several
sidewalk cracks but the sidewalks at the intersection in front of the station have been
recently rebuilt with concrete (Mallory, 2010). The Victoria Avenue underpass is
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accessible by ramps at both ends and from two different directions on each side. The
Helen Street stairs do not have a parallel ramp but do have a handrail (VIA Rail, 2010).
All platforms sit at ground level, negating the need for floor-level changes to
access the station. However passengers are required to climb stairs to board individual
rail cars. There is wheelchair access to the waiting area but none to the rail cars
themselves. The slope ratio of the wheelchair ramp to the waiting room is about 1:12.
Since Victoria & Daniel Streets are local roads, unfamiliar users might not know
these routes. The best point of access by unfamiliar transit users is via the previously
mentioned sign on Beckwith Street. The station is also visible from Elmsley Street, which
is an arterial route. Other intercity connections such as the Greyhound station and Rideau
Canal navigable waterway sit outside the site area. The only public transit in Smiths Falls
is once-weekly buses intended for aged people that go to the grocery store and Lions
Club. Both routes run along the periphery of the site area (Smiths Falls, 2009b; Smiths
Falls, 2010).
There is no necessity to access public areas on station property via gradeseparated routes. Further away, grade separation occurs at the Helen Street stairs (See
Figure 4h bon the following page) and Victoria Avenue underpass, which is filled with
racist graffiti (See Figure 4j, 4k, 4l on page 38). These areas are not connected with
sidewalks to the station. All pedestrian routes are accessible outside peak hours, and the
station is open from 30 minutes before the first train of the day until 30 minutes after the
last train of the day (VIA Rail, 2010).
The flat terrain and grid-patterned streets provide continuous visibility to the next
block. Visibility is maintained through the entire length of the Victoria underpass.
However there are no mirrors around ramp corners and ramps curves at both ends. The
slope ratio of the Victoria underpass is about 1:2.5 at both ends. Hidden or recessed areas
include abandoned or derelict structures in and around the CPR rail yards, large trees
along streets, and trenches containing the ramps to access the Victoria underpass.
The Official Plan requires commercial areas, improvement areas, projects that
undergo site plan review, and alterations to non-conforming uses be sufficiently lit.
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Across the site area streetlights are visible on residential streets, parking lots, and in the
Victoria underpass (these were replaced due to vandalism in 2007 and even though a
recent report claimed they have not been vandalized since, vandalized lights were seen
during a site visit) (Smiths Falls, 2008a, 15, 42; Smiths Falls, 2009c, 61).
Many established high-quality pedestrian routes built decades ago exist today and
in good condition. However despite remaining structurally safe, short cuts such as the
Victoria underpass have been sufficiently neglected that old and recent racist graffiti has
not been removed. Even though the light of each exit can be seen at the opposing end, the
vicious language of the graffiti creates a fearful atmosphere in and around the tunnel.

Figure 4h: Stairs with Helen St. above, Cornelia Ave. below (Google Canada, 2009).

Figure 4i: Barrier-free station platform with rail line immediately behind image.
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Figure 4j: Victoria Avenue underpass, facing west.

Figure 4k: Approach ramps to west side of tunnel.

Figure 4l: A portion of the racist graffiti on the east end tunnel ramps.
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4.4.3 Provide waiting areas that protect transit users from uncomfortable
weather
There is an indoor heated waiting area and an overhang over the trackside porch
and bench on station property. As can be seen in Figure 4m below, the northwestsoutheast orientation of the 2-level station blocks the afternoon sun on the narrow,
existing platform. There are no structures to cover users from inclement weather at the
informal kiss-and-ride area or along the paved path between the station and parking lot.
The unstaffed station provides sufficient indoor and outdoor waiting space for current
passenger frequencies but does not protect users from inclement weather while
approaching the town-side edge of the station and boarding or disembarking the train.

Figure 4m: Shaded station platform. Image captured around 5:00 PM in late August.
4.4.4 Establish cycling infrastructure in conjunction with local roads and
mass transit networks
Apart from bike posts along Beckwith Street, there is no other dedicated cycling
infrastructure in the site area. Bikes must share streets with automobiles and approach
ramps to the Victoria underpass with pedestrians. Smiths Falls’ Official Plan considers
bikes as a form of leisure and exercise, as opposed to transportation. The Plan identifies
bike paths as desirable on open space, in parks, and along the Rideau Canal. The only
future plans for bike infrastructure are as part of scenic Rideau Canal and county bike
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trail networks. The Official Plan identifies bike infrastructure as within the mandate of
local improvement plans, but does not identify the potential purpose of such paths
(Smiths Falls, 2008a, 17, 27, 28). However, the next time the Town conducts roadwork
on Beckwith Street, it intends to add bike lanes (Mallory, 2010).
A lack of dedicated cycling routes and policies promoting cycling as a mode of
transportation creates a bike-averse political culture when developing policies and plans
that promote healthy commuting habits and dissuades people from using bicycles as a
viable means of local transportation.
Criteria
Existing Station & Site Area
Incorporating Pedestrians and Cyclists into Transit-Oriented Development
Enforce aesthetically attractive physical demarcation of !
pedestrian routes
Design for simple, visible and integrated pedestrian
!!
connections
Provide waiting areas that protect transit users from
!!
uncomfortable weather
Establish cycling infrastructure in conjunction with
X
local roads and mass transit networks
Table 4d: Evaluation summary of incorporating pedestrians and cyclists into transitoriented development.
4.5 Managing Vehicles and Parking to Support Mass Transit
4.5.1 Provide sufficient but not excessive parking for motorized vehicles
The parking requirements for the VIA station and community theatre are at least
four spots for the station (two spots per 100 square metres of gross floor area with a
minimum of four; VIA station is about 45 square metres) and 45 spots for the community
theatre (one spot per 12 square metres of gross floor area; entire station building is 529
square metres). The current lot has 40 spaces of free parking and will be expanded south
to accommodate more than sufficient additional parking (Smiths Falls, 2008a, 53-55;
Schoular, 2010).
Nearby Beckwith Street North is wide enough to include a lane of traffic in each
direction, a middle left turn lane accessible from both directions, and angled parking on
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both sides (See Figure 4n below). There is sufficient parking on this and nearby streets to
serve customers of existing retail uses.
Smiths Falls’ Zoning By-Law establishes a minimum of one parking spot per unit
on R (residential) lots. There are varying requirements depending on retail type for
properties zoned for (C) commercial use. In the Core Area, minimum parking
requirements are half of that use’s equivalent requirement outside the Core. Landowners
of commercial property in both the core and peripheral areas can pay cash-in-lieu of
parking. Smiths Falls Official Plan suggests future effort should be devoted to
establishing municipal and private off-street parking lots (Smiths Falls, 2008a, 20-21;
Smiths Falls, 2009a, 53).
These requirements provide for sufficient on- and off-street private and public
parking for local travel. However, if the station is shared between commuter rail and the
community theatre and no local mass transit network is established, the existing surface
lot may be too small to accommodate additional transit users from in and around Smiths
Falls.

Figure 4n: Beckwith Street including through lanes, left turn lane, and angled parking on
both sides.
4.5.2 Locate parking lots behind buildings and minimize conflicts with the
pedestrian realm
The VIA station’s parking lot is located between the functional front of the
building and Victoria Avenue. While there are no vehicle crossings between the parking
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lot and station platform, in the site area there are vehicle crossings over sidewalks at
intersections. However some streets that meet arterial routes at awkward angles or
interfere with on-street parking patterns, such as Helen at Cornelia and Glen at Beckwith,
are blocked (See Figure 4i above).
The Official Plan discourages parking lots along Beckwith Street. Off-street
parking is permitted in front of, behind, and beside buildings throughout the rest of the
site area. There are no requirements to subdivide large parking lots or add internal
planting strips. However the Official Plan recommends vegetation or structural buffers
between conflicting land uses, including between parking lots, sidewalks, and roads
(Smiths Falls, 2008a, 21, 33).
The separation by the parking lot between the station and street requiring
pedestrians to cross an active lot to access the station is an impediment to maintaining a
continuous pedestrian connection between the Core Area and the station, and will
encourage commuters to access the station by car. The lack of lot landscaping policies is
not particularly problematic because there is no space or Town-declared need for large
lots in the site area.
4.5.3 Provide "kiss-and-ride" area
There is no designated kiss-and-ride area at the existing VIA station and there is
no policy in Smiths Falls’ Zoning By-Law for kiss-and-ride areas at transit stations.
However there is sufficient space in front of the station for people in small or mediumsized vehicles to drop off passengers or wait for arriving passengers and still remain
within 20 metres of the building (Smiths Falls, 2009a, 56). The lack of a designated kissand-ride area may dissuade people from taking commuter rail who require being picked
up and dropped off as close to the platform as possible.
4.5.4 Expand park-and-ride lots vertically, not horizontally and integrate
with the pedestrian realm
There are no parking structures in Smiths Falls and no plans for future structures
in the site area. The reference in the Official Plan to future off-street parking lots does not
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mention stacked parking. However, there is precedent for additional surface parking. At
the former Hershey factory, large-format retail corridor along Lombard Street, and
Railway Museum, parking lots have been built and expanded horizontally onto
undeveloped land (Smiths Falls, 2009b). Given the existing under-used but paved areas
abutting the station (See Figure 4o below) and the significant cost differences between
horizontal and vertical expansion, should the station be used for commuter rail these
precedents may increase the likelihood of horizontal parking lot expansion.

Figure 4o: Underused CPR land south of the station, as seen from a train.
4.5.5 Design parking lots for multiple types of users and vehicles
Until VIA operations move to the new location, the existing VIA station shares a
parking lot with the Smiths Falls Community Theatre. Within one block on each side of
Beckwith Street, there is little off-street parking, but adequate on-street parking for a
variety of types of vehicles (See Figure 4p on the following page).
At the periphery of the site area, the Tim Horton’s and Burger King on Beckwith
Street North, the strip mall at 94 Beckwith Street North, the Smiths Falls Youth Centre,
and the Smiths Falls Community Centre each have their own single-use parking lots. St.
Francis de Sales School and its associated church on Elmsley Street North share one lot
despite being on different but abutting properties.
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Even though there are no carpool, ride share, or car sharing programs in the study
area and there is no effort to encourage such services in the Town’s Official Plan, the
Basis of the Plan identifies the Town being within commuting distance of Ottawa as the
primary factor in local development (Smiths Falls, 2008a, 3). Continuing to approve
single-use parking lots without considering alternative modes of transportation promotes
urban sprawl, increasing municipal servicing costs.

Figure 4p: Different types of vehicles using angled on-street parking on Beckwith Street.
4.5.6 Provide convenient and attractive bicycle parking
There are no bike racks at the VIA station and none have been installed at the
community theatre. However there are covered fixed poles behind the outdoor platform
bench to which one can lock a bike. These poles are visible from inside the station. There
are public bike posts along Beckwith Street that sit flush with parking meters and street
trees (See Figure 4q on the following page). There are no private bike storage
requirements in Smiths Falls’ Official Plan or Zoning By-Law. During a site visit, no
bikes were seen parked at the train station or along Beckwith Street. Failing to create a
bike-friendly parking and transportation plan by excluding bicycles as a viable mode of
local transportation, despite permitting related infrastructure, increases the likelihood of
under-used bike routes, and empty bike racks and change rooms for cyclists.
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Figure 4q: The two square-shaped poles located in front of the tree are bike racks and
appear to be unused.
4.5.7 Design off-street loading zones so that they do not obstruct pedestrians
Smiths Falls’ Official Plan requires adequate off-street loading areas for all
commercial, industrial, institutional, and highway commercial uses; and only requires
buffering around loading areas for institutional uses (2008a, 16-26).
The VIA station’s loading area is at the opposite end of the station from the
waiting area. Most access points to loading areas in the Core Area do not cross pedestrian
routes due to the little space between buildings along Beckwith Street, diverting loading
to side streets and rear lanes. In industrial and commercial areas outside the core, loading
access points cross pedestrian routes. There are no underground loading areas in the site
area.
Smiths Falls’ Zoning By-Law defines minimum loading zone size, the location on
the lot (generally restricted to the side or rear unless there is a front set-back of more than
10 metres), and the minimum number of spots. Unless two or more users shared a loading
zone before this Zoning By-Law was passed, loading spots cannot be shared between
different users. However the site plan control process can include variances to the number
of loading spots in exchange for another design feature. The Zoning By-Law also states
that loading areas cannot obstruct public rights of way (2009a, 48-49).
The requirements outlined in the Official Plan and Zoning By-Law are meant to
protect pedestrians and drivers from loading and unloading vehicles by separating such
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activities. This interaction is especially practiced in industrial areas at the site area’s
periphery. However, mostly vacant single-use loading areas contribute to inefficient land
use and should be avoided if abutting users can easily share one or more spots.
4.5.8 Design existing park-and-ride lots or nearby parking so that they may
be converted to mixed-use, transit-oriented development in the future
The existing station’s parking lot is on the same property as the station. Other
nearby lots for future transit-oriented development include the rectangular parking lots
for Tim Horton’s, Burger King, and the strip mall at 94 Beckwith Street North.
The Canadian Pacific Railway (CPR) owns the 25-hectare rail yard to the east of
the station. All CPR traffic between Southern Ontario and Quebec passes through this
yard. A proposal to end CPR freight traffic through the Ottawa Valley could reduce
freight train traffic through Smiths Falls, presenting the Town with an opportunity to
acquire or rezone a portion of the rail yard for transit-oriented development. This
proposal is consistent with the Town’s plan to consolidate industrial uses to its nearby
industrial park (Pembroke Daily Observer, 2010).
As a centre of rail transportation, Smiths Falls contains a significant amount of
land under federal government jurisdiction. This land tenure pattern could help Smiths
Falls in future attempts to assemble significant tracts of current rail yards for transitoriented development.
4.5.9 Design off-street private parking areas so that they do not obstruct
pedestrians
In the site area most private parking access routes are from the front of the lot,
with their garages or parking spots beside or behind their respective houses and this front
access filling less than 50% of width of the lot’s front (See Figure 4r on the following
page). There are some back lanes and shared driveways for parking behind row housing
and blocks with houses too close together to fit cars in between each home. Some
commercial and industrial parking is in front of buildings.
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Smiths Falls’ Zoning By-Law permits parking in the rear and side portions of lots
more than in front. However, front-lot parking is still possible in areas excluding
apartments, group dwellings, and industrial or institutional non-visitor parking lots.
Regardless of the location of parking, residential driveways must be the lesser of 3 to 9
metres wide or 60% of the front lot width. Excluding non-conforming uses, driveways
cannot be shared between two or more lots. All driveways must be at least seven metres
away from both intersections and other driveways that sit on the same lot, and must meet
the street at an angle equal to or greater than 60 degrees. Smiths Falls’ Official Plan
frames interaction between off-street parking areas and pedestrians as a concern in
conservation and recreation areas (2008a, 28; 2009a, 56-57).
The Zoning By-Law places strict limits on the extent to which parking and
driveways can occupy the width of the front lot line, with the purpose of minimizing
pedestrian obstructions. However, the lack of opportunities to share driveways promotes
inefficient land use and urban sprawl.

Figure 4r: Typical on-street and side yard parking in Smiths Falls’ residential areas
(Google Canada, 2009).
4.5.10 Reserve space for local mass transit, even if it does not yet exist
There is sufficient space in between the street and station for minibuses to pick up
and drop off passengers. Forty-foot buses can stop on nearby Victoria Avenue. However
without site alterations, access to the bus stop would require passengers transferring to
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and from the train to walk 30 metres across the parking lot. While land immediately to
the south of the station belongs to the CPR rail yard, there is enough unused land to build
a bus loop.
Criteria
Managing Vehicles and Parking to Support Mass Transit
Provide sufficient but not excessive parking for
motorized vehicles
Locate parking lots behind buildings and minimize
conflicts with the pedestrian realm
Provide a "kiss-and-ride" area

Existing Station & Site Area
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Expand park-and-ride lots vertically, not horizontally
!
and integrate with the pedestrian realm
Design parking lots for multiple types of users and
!!
vehicles
Provide convenient and attractive bicycle parking
X
Design off-street loading zones so that they do not
!!
obstruct pedestrians
Design existing park-and-ride lots or nearby parking so !!
that they may be converted to mixed-use, transitoriented development in the future
Design off-street private parking areas so that they do
!!
not obstruct pedestrians
Reserve space for local mass transit, even if it does not
!
yet exist
Table 4e: Evaluation summary of managing vehicles and parking to support mass transit.
4.6 Planning a People-friendly Streetscape and Environment
4.6.1 Provide sufficient seating near sidewalks
There is one bench on the VIA Rail station’s platform. Other benches in the site
area include near the library and municipal complex, which appear to be well used if shoe
ruts in the grass below the benches act as indicators (see Figure 4s on the following
page), and along Beckwith Street. In the latter area, bench installation is difficult because
the street widens and sidewalk narrows. Benches along Beckwith and near the municipal
buildings are located about 2 metres away from walking and driving routes, and near onstreet parking areas. There are no ledges in the site area.

!

'+!

According to Smiths Falls’ Official Plan, benches are appropriate in pedestrianoriented areas, community improvement areas, and neighbourhood commercial areas
(2008a, 33-34). The benches sit at scenic viewing points about 50 metres apart but not
directly close to gathering areas. The Town’s government and population each have a
strong preference for benches in scenic viewing and some gathering areas but fail to use
them as a method of encouraging pedestrian-oriented activities outside the core
commercial area.

Figure 4s: Benches beside Municipal Complex used by different types of people
with shoe ruts, which is strong evidence of being well used.
4.6.2 Enforce coherent function and inter-relation of pedestrian amenities
There is a wide variety in appearance and maintenance of street furniture.
Benches, garbage cans, recycling, bike racks, planters, lights, parking meters can all be
found along Beckwith Street in functional form and near pedestrian-accessible areas.
There are no uniquely designed streetlights in the site area different from municipal
lighting requirements. However lamps can be found above station paintings, and those
along Beckwith have holders for flags and banners. Smiths Falls’ Official Plan states that
lighting and street furniture can be considered in any community improvement plan
(2008a, 21-24, 34-37).
Permeable pedestrian surfaces exist on streets and sidewalks that have fallen into
states of neglect and vegetation is growing through cracks. This phenomenon is
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especially apparent in areas zoned M3. Some commercial parking areas on Victoria
Avenue are covered with a mix of gravel and asphalt. Light paver stones are used
between the parking lot and community theatre, and on parts of Beckwith sidewalks
around the library and Municipal Complex.
While no local urban design guidelines exist, around the Municipal Complex
there are pedestrian-scale signs, as defined as being at eye level (See Figure 4t below),
and context-sensitive signage in residential areas, including a doctor’s office sign and
directions to points of interest. The tall Tim Horton’s sign at the north end of Beckwith
Street sits right across the street from the library, a church with a steeple, and the
Municipal Complex (See Figure 4u on the next page). This modern sign is stylistically
different from others to the south but is compatible with the transition to auto-oriented
development to the north. There is a Town of Smiths Falls sign at the existing VIA
station that sits in a planter and at the eye level of passengers disembarking from trains.
The variety of good quality and well-used pedestrian amenities along the main
pedestrian commercial route sets a positive precedent for placing such amenities in other
parts of the site area, including in and around the train station and any future associated
mixed-use development. Pedestrian-oriented signage can act as a gateway at the station,
providing visitors with a good first impression of the town.

Figure 4t: Pedestrian-scale sign in front of Municipal Complex.
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Figure 4u: Tim Horton’s and Burger King sign with church steeple in background.
4.6.3 Concentrate amenities at mass transit nodes
While there are washrooms and a garbage can inside the waiting area, there are no
public amenities such as a telephone or newspaper box within the site area. In the absence
of public transit, in relation to popular pedestrian travel routes such as Beckwith and
Elmsley Streets, benches and garbage cans are concentrated at intersections. The Town’s
Official Plan aims to preserve and enhance existing aesthetics, including by managing
and placing municipal amenities and infrastructure (2008a, 9). The Town’s understanding
of aesthetics demonstrates that it is committed to constructing high quality public
infrastructure for the enjoyment of residents and visitors alike. However, the lack of
amenities around the transit station deters potential rail commuters. As a point of
comparison, the City of Brockville’s VIA Station has a direct connection to the city’s
core area and enhances this connection with shops, higher density lot patterns, and
aesthetically pleasing installations.
Criteria
Existing Station & Site Area
Planning a People-friendly Streetscape and Environment
Provide sufficient seating near sidewalks
!!
Enforce coherent function and inter-relation of
pedestrian amenities
Concentrate amenities at mass transit nodes

!!
!!

Table 4f: Evaluation summary of planning a people-friendly streetscape and environment
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4.7 Conclusion
The existing station and site area includes all land within a 600-metre radius of
the current VIA Rail station located at 63 Victoria Avenue in Smiths Falls. Within the
site area are also various popular public and private amenities. Land uses include the
town’s original commercial area, residential neighbourhoods, rail yards and associated
industrial land (Smiths Falls, 2009b). The unstaffed VIA Station includes a platform at
the northern wing of the former Canadian Pacific Railway passenger station as well as a
waiting room, washrooms, outdoor parking, and wheelchair access to the platform. The
Town of Smiths Falls owns the entire former CPR station, which now includes a
community theatre (Schoular, 2010).
Analysis of this site area and associated policies revealed that it includes a mixeduse land-use pattern, grid-style path network, historical precedent through variances for
transit-oriented infill and development, and a comprehensive pedestrian route network.
Municipal policies such as Smiths Falls’ Official Plan and Zoning By-Law recognize this
established urban area as an ideal district for what can best be described as transitoriented development (2008a, 20-21).
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CHAPTER FIVE: ANALYSIS OF FUTURE VIA STATION AND SITE AREA
5.1 Land Use Planning in Support of Commuter Rail
5.1.1 Provide and support mass transit-supportive land uses
Within the site area, the following Smiths Falls zones are present: R4, R5, C3, C1,
OS, and M2, as can be seen in Map 3a and Appendix 1 (including a legend of the titles of
each zone code). In the portion of the site area in Montague Township, all land is zoned
Rural (denoted as an A zone), which restricts urban development because that zone is not
included in the Township’s settlement areas defined in its Official Plan. There are
residential areas south of the station site almost entirely comprised of single-unit, lowrise dwellings on wide lots. The exception to this description is the former site of the
Smiths Falls District Collegiate Institute on Gould Street. The former school has been
renovated to accommodate a mix of apartments, offices, public amenities, and retail
(Montague, 2007, 87; Smiths Falls, 2008b, 7; Smiths Falls, 2009b). The land within
Smiths Falls has potential for limited transit-oriented development. However, the fact that
two thirds of the site area cannot be developed with urban land uses is an impediment to
future intensification opportunities.
5.1.2 Discourage non-mass transit supportive land uses
The site area includes highway commercial zoning and three relatively mediumsized M2 lots along Highway 15 and within the Town of Smiths Falls. Auto-oriented land
uses are the predominant uses within the Smiths Falls portion, which is to the immediate
south of the station site. North of the station site, Montague Township’s severe
restrictions on permitted development in the Rural-zoned area should prevent all forms of
urban development, including those oriented around a transit station, and to motorists and
transport vehicle operators travelling on the provincial highway. However some Ruralzoned land near Smiths Falls has been developed for auto-oriented land uses abutting
Highway 15 and in greater frequency than in other parts of the Township further from
urban areas. The designation of ecologically sensitive land west of VIA Rail’s tracks
prevents other rural and urban development (Montague, 2007, 88; Smiths Falls, 2009b).
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5.1.3 Design for a multi-purpose, vibrant destination by incorporating
needed local amenities
Within the site area are light and medium industrial uses, small-scale single-use
retail buildings, local highway commercial structures intended to attract drivers from in
and outside Smiths Falls (see Figure 5a below) and the previously mentioned mixed-use
converted school on the other side of the tracks from the station that includes a public
health office (see Figure 5b below). Access across the tracks is via Cornelia Street. With
the exception of one lot, all residential lots are R4, or general residential (Smiths Falls,
2009b). Montague’s Zoning By-Law allows for private uses not intended to be accessible
to passing visitors. Permitted uses include farms, bed and breakfasts, and storage
facilities (Montague, 2007, 87-89). Apart from the health office at the periphery of the
site area, local amenities include non-mass transit supportive land uses such as a gas
station and others intended for regional motorized travel.

Figure 5a: Some of the services and amenities along Union Street, facing north (Google
Canada, 2009).

Figure 5b: Converted high school to mixed-use development on Gould Street (Google
Canada, 2009).
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5.1.4 Use established or potential commercial uses to attract transit users
The largest established commercial development is the cluster of highway
commercial uses stretching from immediately south of the proposed station site to the site
area’s southern edge. There are no local commercial uses on the same side of the railway
tracks as the station. However, a restaurant and a convenience store on this strip can also
be permitted in local commercial zones (Smiths Falls, 2009a, 93; Smiths Falls, 2009b). In
Montague Township, established commercial development includes auto-oriented retail
such as a Honda dealership and a flea market. There are abandoned uses including an
auto repair shop and gas station. Rural uses include a Civitan Club and cemetery.
These commercial developments are a mix of destinations and points en route to a
destination. Their ability to attract users to transit is limited because they are all located at
the periphery of the site area, specifically the restaurant and convenience store. Apart
from these two uses, most are also not types of mass-transit supportive commercial
development.
Criteria
Land Use Planning in Support of Commuter Rail
Provide and support mass transit-supportive land uses

Proposed Station & Site Area

!

Discourage non-mass transit supportive land uses

!

Design for a multi-purpose, vibrant destination by
!
incorporating needed local amenities
Use established commercial uses to attract transit
X
users
Table 5a: Evaluation summary of land use planning in support of commuter rail.
5.2 Layout of Paths and Destinations
5.2.1 Establish direct multi-path route network for bikes, pedestrians and
vehicles
The proposed VIA station can only be accessed from Union Street. The nearest
other road is Alexander Street about 250 metres away. However a right-of-way has been
surveyed that ends at the south end of the station site but is now used for a railway track
siding (See Appendix 1) (Smiths Falls, 2009b).
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Within the Smiths Falls portion of the site area, there is a grid pattern of streets
with few dead ends. The Montague portion includes Highway 15 and two roads that end
as culs-de-sac on opposite sides of the railway line. They both meet the highway at
awkward angles. Only two arterial routes pass through the site, Union Street and Cornelia
Avenue. In the residential and commercial portions of the site area, all blocks are about
100 metres long. Most of these blocks are ringed with sidewalks. Blocks in the industrial
areas are about 350 metres long (See the road hierarchy map in Appendix 4) (Smiths
Falls, 2007b; Smiths Falls, 2009b).
There are no pedestrian-only connections across the rail tracks. The only crossing
route for all modes of transport is by way of Cornelia Street East. There are two other
pedestrian-only routes in the site area. The first route is the Helen Street stairs, which was
discussed in the previous chapter. The second route is a set of stairs connecting Franklin
Street to Cornelia Street near the latter street’s underpass under the rail right-of-way
(Smiths Falls, 2009b).
The original street and rail networks divide the site area into two built areas, each
with very different land uses: residential to the west and industrial to the east (Smiths
Falls, 2009b). Despite limited connections between areas, connections within the
neighbourhoods are plentiful. In Montague, traffic must use Highway 15 for all non-local
travel. The street patterns for Montague and Smiths Falls concentrate east-side traffic,
forcing it to pass the future station property but require all users from the west side of the
railway corridor to use the Cornelia underpass. Despite the fact that the underpass is
within a relatively short block of 150 metres, it is impermeable for pedestrians between
each end due to high retaining walls on the outside edge of the underpass and guard rails
separating pedestrians from motorized traffic. The increased height of up to one metre
elevating the sidewalk above the road further narrows pedestrians’ potential range of
movement (See Figure 5c on the next page).
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Figure 5c: Cornelia Avenue Underpass facing east, with pedestrian and vehicular routes.
5.2.2 Integrate buildings appropriately with mass transit
The VIA station will consist of a single-use structure containing a waiting room,
water fountain, vending machine, and washroom. There will be no vendor from which to
purchase a ticket (See interior plan in Appendix 2b). The vacant building immediately to
the south of the station used to sell plumbing supplies. One of its entrances faces the new
station and as of the site visit, there were no obstacles preventing access between this and
the station lots. To reach other destinations, pedestrians must use the sidewalks along
both sides of the highway (Smiths Falls, 2010).
All residential and commercial buildings face the street within the urban portion
of the site area. One building in the industrial area just south of the station is oriented to
its side-lot parking area. Residential form in the Montague portion is similar to the
portion in Smiths Falls but with equal or greater setbacks.
The potential for highest density development is along the periphery. Close to the
station site are R4 and C3 zones, which only permit low-density residential and
commercial uses. However, Smiths Falls’ Official Plan states that M2 uses that were built
at near where Canadian National Railways had now non-existent tracks along the west
side of the Town should move to the new industrial park outside the site area.
Commercial, institutional and residential uses should replace industrial land uses (Smiths
Falls, 2008a, 19-20, 26).
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The lack of direct or visible pedestrian connections between the station and the
highest-intensity development impedes efforts to make this station and vicinity a
destination for multiple activities and future intensification. A proliferation of
warehouses within the visible vicinity of the station also hinders access between transit
and related supportive land uses.
Criteria
Proposed Station & Site Area
Layout of Paths and Destinations
Establish direct, multi-path route networks for cyclists, !
pedestrians, and motorized vehicle traffic
Integrate buildings appropriately with mass transit
X
Table 5b: Evaluation summary of layout of paths and destinations.
5.3 Built Form to Make Each Station "a Place"
5.3.1 Design landmarks to be visible and act as identifiable nodes
The proposed VIA station will have an 8.5 metre high tower built atop its roof in
the same style as its other recently built or renovated stations. There will also be a 3.6
metre high lit roadside sign at the station property’s vehicular entrance (Thibodeau, 2009,
1,4,7). Within the site area there is one other visible landmark and one landmark outside
the area that can be seen from within the site area. The former is the sign for a Honda
dealership located north of the station and can be seen along Highway 15 north of the
station (See Figure 5d below). The latter landmark is the access shaft of an agricultural
feed distribution store at the western limit of the Town of Smiths Falls and can be seen
from the new mixed-use building on Gould Street. Neither landmark is oriented towards
mass transit or related to transit-oriented development.

Figure 5d: Honda dealership on Highway 15, facing south.
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5.3.2. Design for a permeable pedestrian realm
The new station will be accessible on two sides with one door facing its parking
lot and the other facing its train platforms (Thibodeau, 2009, 1). All residential,
commercial, and industrial lots in the site area must be set back at least 6 metres.
Surrounding architecture is a mix of pre-World War Two buildings west of the railway
and Modernist buildings east of the railway. Many of the latter structures have smaller
windows and relatively fewer front porches than those homes in the site area around the
existing station. While the Official Plan emphasizes landscaping in site plan control, the
plan does not define the attributes of desirable pedestrian-oriented infrastructure outside
the Core Area (Smiths Falls, 2008a, 20). This lack of specific policies sets a precedent for
tacit approval of pedestrian-unfriendly land uses in the site area.
Criteria
Built Form to Make Each Station "a Place"
Design landmarks to be visible and act as identifiable
nodes
Design for a permeable pedestrian realm

Proposed Station & Site Area

!
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Table 5c: Evaluation summary of built for to make each station “a place”.
5.4 Incorporating Pedestrians and Cyclists into Transit-Oriented Development
5.4.1 Enforce aesthetically attractive physical demarcation of pedestrian
routes
A lit sign built abutting the highway will direct drivers to the new VIA station.
VIA Rail has improved signage at its stations including using more pictures, less text, and
bigger fonts. As can be seen in Appendix 2a, different materials will be used on different
parts of the station site, including parking areas paved with asphalt and waiting areas in
concrete or gravel (Thibodeau, 2009, 1). Pedestrians may access the site by an asphalt
sidewalk that runs along the west side of Highway 15 south from the station for two
blocks (See Figure 5e below). However there will not be a sidewalk directly connecting
the station to Union Street. Smiths Falls’ sidewalk network begins on the opposite side of
Union Street from the station and then intersects with the sidewalks of Cornelia Street
East at a non-signalized intersection. This sidewalk route will force pedestrians to access
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the station through an auto-oriented, pedestrian-unfriendly district, deterring people from
walking to commuter transit.

Figure 5e: Sidewalks along Highway 15, facing towards Smiths Falls.
Future station site located below right of image (Google Canada, 2009).
5.4.2 Design for simple, visible and integrated pedestrian connections
At the station, a ramp will be built sloping downward from the parking lot to the
station’s platform; streetlights will be installed along the platform, parking lot, and near
the station. There are will not be any floor-level changes required to access transit
because all transit infrastructure sits on the ground floor. All pedestrian routes across the
site area are accessible outside peak hours. Apart from sidewalks, the only other direct
pedestrian routes are the Helen (see section 4.4.2) and Franklin Streets stairs (See Figure
5f below). Neither route has a barrier-free alternate route within 150 metres of each
stairway (Smiths Falls, 2010).
The grid streets, flat terrain, wide roads, gentle slope of the Cornelia underpass,
and few trees on the proposed station site allow good visibility across the transport routes
and immediately-visible access points between the train, platform, station, and parking
lot. However, the bottom of the Helen (See Figure 4i in previous chapter) and Franklin
stairs are good places for hiding because they are recessed, have high surrounding walls
preventing street lighting from penetrating the corners, and no mirrors for people walking
along Cornelia Street to see objects on the stairs around an almost 360 degree corner.
During a site visit, no pedestrians were seen using these stairways, reducing informal
surveillance, possibly increasing feelings that the routes are unsafe.
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Grade-separated connections in the site area are the Helen stairs, Franklin Street
stairs, and sidewalks along both sides of Cornelia that run under the railway tracks. All
three connections are about two metres wide with handrails and barriers present at each
location. The slope of the sidewalks along Cornelia Street East is about 1:30 and between
the VIA station parking lot and platform is about 1:3. The grade of the Helen and
Franklin Streets’ stairs are each about 1:1. The Helen and Franklin stairs exist so that
pedestrians coming from neighbourhoods abutting the rail tracks can cross them without
travelling away from the underpass to places where Cornelia intersects with a street.
If people who are unfamiliar with the site area want to use the station or other
modes of transit, as mentioned earlier, there is no public transit in Smiths Falls or
Montague. However, the Town’s Greyhound bus station is located at a gas station on
Union Street, about 300 metres south of the proposed VIA station. A sidewalk exists
from the station site to the end of the adjacent block to which the gas station is located.
There is no direct connection to reach the gas station. Transferring passengers must cross
an uncontrolled intersection with a local street and walk along a curbed gravel buffer
separating the gas station from the street (See Figure 5g on the next page).
Pedestrian infrastructure exists within the site area. However, the proliferation of
auto-oriented development in the station’s visible vicinity and lack of existing pedestrian
activity undermines potential for well-used future pedestrian connections between the
station, existing urban area, and future transit-oriented development.

Figure 5f: Franklin stairs; Franklin Street above, Cornelia Street below, and underpass
west (left) of this image (Google Canada, 2009).
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Figure 5g: Proposed station two blocks (north) behind camera, sidewalk on opposite side
of Union Street from gas station used as Greyhound bus stop (Google Canada, 2009).
5.4.3 Provide waiting areas that protect transit users from uncomfortable
weather
The proposed station will have a covered outdoor waiting area under the
building’s overhang. There will also be an indoor, climate-controlled waiting area with
separate access points from the platform and informal kiss-and-ride area about ten metres
away from the parking lot-side door (Thibodeau, 2009, 1). These waiting areas are
adequate for present intercity travel activity but insufficient to accommodate future
growth as a commuter rail terminal. A lack of permanent staff (that could be solved by
introducing a coffee shop or moving the Greyhound stop to the station, which includes a
ticket vendor) might deter some people who might otherwise use transit if VIA staff were
present to act as surveillance and support in case of an emergency.
5.4.4 Establish cycling infrastructure in conjunction with local roads and
mass transit networks
Except for the ramp between the parking lot and platform, there will not be any
bike-specific infrastructure on station property. In the site area, cyclists may use wide
shoulders recently added to Highway 15 containing a mix of asphalt and gravel. All other
roads, including the Cornelia underpass (See Figure 5c above) which contains an arterial
route with traffic moving at about 60 kilometres per hour, must be shared between
motorists and cyclists (Smiths Falls, 2010). A lack of identifiable and segregated bike
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routes and infrastructure can be unsafe for cyclists, undermining efforts at encouraging
bike usage as a viable mode of low-pollution and low-carbon emitting transportation.
Criteria
Proposed Station & Site Area
Incorporating Pedestrians and Cyclists into Transit-Oriented Development
Enforce aesthetically attractive physical demarcation
X
of pedestrian routes
Design for simple, visible, and integrated pedestrian
!
connections
Provide waiting areas that protect transit users from
!!
uncomfortable weather
Establish cycling infrastructure in conjunction with
X
local roads and mass transit networks
Table 5d: Evaluation summary of incorporating pedestrians and cyclists into transitoriented development.
5.5 Managing Vehicles and Parking to Support Mass Transit
5.5.1 Provide sufficient but not excessive parking for motorized vehicles
The approximate gross floor area of the station building, including overhang is
200 square metres. Therefore the parking requirement is four spaces (2 spots per 100
square metres with minimum of 4). As can be seen in the site plan in Appendix 2a, the
actual number of spots is 21. This amount of parking on such a small lot is sufficient for
intercity travel. But even though VIA Rail claims to have set aside space for future
commuter-oriented expansion (Mallory, 2010), if the station is to become a commuter rail
terminal, it cannot accommodate future growth without purchasing many nearby small
residential or industrial lots and burying seasonal drainage ditches, or building a parking
structure.
Two hundred metres south of the future station sits one big lot in an M2 zone with
40 spots. However, this lot is restricted to visitor, operational, and employee parking for a
private business. On-street parking is permitted in parallel along local streets but banned
in the highway commercial zone. There are no public off-street lots in the site area
(Smiths Falls, 2008a, 30; Smiths Falls, 2009a, 55; Smiths Falls, 2009b; Smiths Falls,
2010).
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5.5.2 Locate parking lots behind buildings and minimize conflicts with the
pedestrian realm
The future station building will be located at the south end of a north-south
oriented parking lot so that, for people accessing all but two parking spots, pedestrians
must cross through the lot to access the station. Half of the spots back onto the train
platform. However, access between the platform and lot may be restricted due to a
possible concrete barrier running parallel to the lot. Users of parking spots in the centre
row will have to walk through the parking lot to access the station (Thibodeau, 2009, 1).
In the site area, parking lots in M2 zoned-buildings sit to the side of or behind the
front of buildings. There are no subdivisions of large lots or planter strips between
vehicular and pedestrian routes (See Figure 5h on the next page). In Montague, Rural
zoning does not permit land uses requiring parking lots of at least three spots for nonoperationally associated vehicles and planting buffers are only required between, not
within, certain zones (Montague, 2007, 88; Smiths Falls, 2009b).
The progression of newer development to the rear ends of lots in the highway
commercial area and a lack of landscaping buffers sets a precedent for similar autooriented development in the rest of the site area, including some residential areas. This
land use pattern requires pedestrians to cross parking lots without the help of internal
paths to access buildings and sidewalks, creating a pedestrian-unfriendly environment.
5.5.3 Provide "kiss-and-ride" area
There will not be a designated kiss-and-ride area on station property. However,
the lane between spots at the south and east ends of the parking lot will be wide enough
to allow a maximum of three cars to stop within 20 metres of the station and enough
space for an additional five cars to stop within 20 to 150 metres of the station
(Thibodeau, 2009, 1). The lack of a designated kiss-and-ride area may deter people from
taking commuter rail who require being picked up and dropped off by family, friends,
caregivers or taxis as close to the platform as possible.
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Figure 5h: Access from sidewalk to building through parking lot required from Union
Street in foreground and Greig Street in background (Google Canada, 2009).
5.5.4 Expand park-and-ride lots vertically, not horizontally and integrate
with the pedestrian realm
There are no plans identified in the site plan (see Appendix 2a) to expand the
station’s parking lot. The proposed lot will occupy about half of the site. Horizontal
expansion for about an additional dozen surface parking spots is possible on an
undeveloped portion at the south end of the lot. After paving this portion, VIA Rail could
accommodate additional parking spots by buying additional land or vertically expanding
its existing lot (Thibodeau, 2009, 1). Should the station become a commuter rail terminal
and no effort is made to encourage vehicle-sharing between homes and the station,
expansion of parking facilities will become attractive. Expanding the lot vertically or
horizontally will both be expensive options due to the structural design and building costs
required for the former and lot assembly and rezoning required for the latter.
5.5.5 Design parking lots for multiple types of users and vehicles
The proposed station will have two disabled spots. Both spots will be slightly
wider than the other parking spaces. All other spots will be the same size. The only
access to the lot will be from Highway 15, with pedestrian access from the train platform.
There will be no vehicular access to the parking lot from abutting properties (Thibodeau,
2009, 1).
All the nearby M2 and C1 properties have single-use parking lots. Like Smiths
Falls, Montague parking policies require shared lots to have the sum of spots
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corresponding to all uses. Neither Smiths Falls nor Montague have policies or programs
in place promoting car sharing or carpooling (Montague, 2007, 36).
The bases of both Smiths Falls’ and Montague’s Official Plans identify being
within close proximity of Ottawa as significant influences in local population and
commercial growth (Smiths Falls, 2008a, 3; Montague, 2009a, 6-7). Continuing to
approve single-use parking lots without considering alternative modes of transport and
more efficient land uses promotes urban sprawl, increasing municipal servicing costs.
5.5.6 Provide convenient and attractive bicycle parking
There will not be any bike racks at the future VIA station. However there will be
four pillars supporting the station’s large overhang to which bikes could be locked as they
are spread evenly throughout the site to reducing crowding, they are close to the
entrances, visible from indoors, and excluding cold temperatures they are protected from
inclement weather. There are no on-street bike posts in the site area. Neither Smiths Falls
nor Montague have Official Plan or Zoning By-Law policies promoting or requiring bike
storage areas on private or public property (Montague, 2007; Smiths Falls, 2008a;
Montague, 2009a; Smiths Falls, 2009a; Smiths Falls, 2010).
5.5.7 Design off-street loading zones so that they do not obstruct pedestrians
The proposed VIA station will not have a defined loading area because the station
will not be staffed (Thibodeau, 2009, 1). Except for the differences in the Core Area,
Smiths Falls Official Plan and Zoning By-Law have the same policies for loading areas in
this site area as the site area around the current station, including requiring all loading to
occur off-street (2009a, 48-49).
With one exception (See Figure 5i on the next page), industrial zones in the site
area have large setbacks. Therefore, the only obstructions of pedestrian routes in the site
area are due to the off-street access routes. Montague Township requires loading spots be
set back at least 30 feet from the road in the Rural zone and prohibits shared loading
areas across the Township unless they predated the Zoning By-Law (2007, 31-33).
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The requirements outlined in the Official Plan and Zoning By-Laws are meant to
protect pedestrians and drivers from loading and unloading vehicles by separating such
activities, especially in industrial and highway commercial areas. However, single-use
loading areas contribute to inefficient land use and should be avoided if abutting users
can safely share the same spots.

Figure 5i: Industrial use with small setback and rear loading area. Future station 200
metres north (left) of this property (Google Canada, 2009).
5.5.8 Design existing park-and-ride lots or nearby parking so that they may
be converted to mixed-use, transit-oriented development in the future
The parking lot at the proposed station will be owned by VIA Rail and mostly
located in Montague Township. The lot shape will be rectangular with undeveloped
portions at the edges making the property shaped like a parallelogram. The lot size is
about one hectare (See site plan in Appendix 2a). There are other surface parking lots in
the site area currently used for operations and visitors to industrial buildings (Thibodeau,
2009, 1).
Smiths Falls’ industrial properties between the station and Core Area are
obstacles to promoting continuous accessible urban development to the edge of the
Town. Montague’s current Official Plan and Zoning By-Law designations prevent
intensification in and around the site because the lot is not located in a “settlement area”
(Montague, 2009b), which are sectors where non-rural development is permitted.
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5.5.9 Design off-street private parking areas so that they do not obstruct
pedestrians
The train station will not have any designated private parking spaces because
there will not be any staff working at the station (Thibodeau, 2009, 1). Off-street private
parking patterns are similar to and are defined by the same requirements in the Zoning
By-Law as the site area around the existing station. The Official Plan directs owners of
industrial sites to provide sufficient parking for employees due to the restrictions on onstreet parking on arterial routes (2008a, 25). Private parking at the former high school site
is between the sidewalk and building with street access from driveways at the north and
south ends of the property (See Figure 5b on page 54).
Montague Township has similar Official Plan and Zoning By-Law off-street
private parking policies as Smiths Falls except that there are fewer restrictions on parking
in front of primary buildings and lots with front widths between 35 and 100 feet (10.7
and 30.5 metres respectively) cannot have more than two driveways. For lots of this
width, the total combined width of the driveways cannot exceed 30% of the width of the
front lot (2007, 37).
These policies place strict limits on the extent to which parking and driveways
can occupy the width of the front lot line, with the purpose being minimizing pedestrian
obstructions. However, the lack of opportunities to share driveways, especially in urban
areas with tight parcel fabric, promotes inefficient land use, poor groundwater drainage,
and urban sprawl.
5.5.10 Reserve space for local mass transit, even if it does not exist yet
The proposed station’s parking lot will have 9 metre wide driveways between
rows and an undeveloped area south and east of the station. Both routes are similar to city
streets and thus of sufficient size, shape and grade to provide space for a bus route to pick
up and drop off passengers at the station. The station’s 40-metre setback from the road is
farther than the 20 metre quick access limit but closer than the 150 metre visible access
limit for access to and from a road-side bus stop (See Figure 5j on the next page)
(Thibodeau, 2009, 1). A bus stop between these distances from the station would be
!
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visible to all transit users with adequate eyesight but may be difficult to access for people
who have difficulty with moving independently. Along with aged peoples, and those with
limited incomes, people with significant mobility challenges have some of the greatest
need for local mass transit.

Figure 5j: Future station site as seen from a train. The buildings in the background front
onto Highway 15, which is about 40 metres from the future platform.
Criteria
Proposed Station & Site Area
Managing Vehicles and Parking to Support Mass Transit
Provide sufficient but not excessive parking for
!
motorized vehicles
Locate parking lots behind buildings and minimize
X
conflicts with the pedestrian realm
Provide a "kiss-and-ride" area
!
Expand park-and-ride lots vertically, not horizontally
X
and integrate with the pedestrian realm
Design parking lots for multiple types of users and
!
vehicles
Provide convenient and attractive bicycle parking
X
Design off-street loading zones so that they do not
!
obstruct pedestrians
Design existing park-and-ride lots or nearby parking
X
so that they may be converted to mixed-use, transitoriented development in the future
Design off-street private parking areas so that they do !
not obstruct pedestrians
Reserve space for local mass transit, even if it does not
X
yet exist
Table 5e: Evaluation summary of managing vehicles and parking to support mass transit.
!

),!

5.6 Planning a People-friendly Streetscape and Environment
5.6.1 Provide sufficient seating near sidewalks
There will be one bench at the proposed station, located under the building’s
overhang. There will also be a concrete ledge between the platform and parking lot.
There are no other public benches since the site area excludes the Core Area, where
bench installation is encouraged, but includes the highway commercial area, where
benches are discouraged.
Smiths Falls’ and Montague’s Official Plans and Zoning By-Laws do not require
or suggest the installation of benches in the site area. Smiths Falls’ Official Plan
identifies benches outside the Core Area to be concentrated around recreation areas
(2008a, 33; Smiths Falls, 2010). Failing to build benches outside the Core Area promotes
a different land use patterns between two very similar areas where there should be one
transit-oriented land use pattern at least within areas around the transit stations.
5.6.2 Enforce coherent function and inter-relation of pedestrian amenities
Apart from the previously mentioned bench and an interior garbage bin, there will
not be any street furniture on or around station property because the station is not
intended to be a mixed-use destination but rather a single-purpose transit point between
trains and automobiles. The only permeable surface will be in the undeveloped portion of
the station property. The residential portion of the site area has similar vegetation as the
existing station area, including some trees on the north and south sides of the future
station’s property. While the station will be independently lit, there are no unique lamps
in the site area (Smiths Falls, 2010).
There are no urban design guidelines defining the aesthetics of signs in the site
area. However, current roadside signs such as those defining the entrances to Smiths Falls
and Montague are, and the future VIA station sign will be, high and tall enough to be
seen by automobile drivers passing at rural driving speeds, perpetuating the auto-oriented
nature of the site area.
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5.6.3 Concentrate amenities at mass transit nodes
Apart from the previously mentioned amenities, there will also be a pay telephone
on an undetermined wall inside the station (Thibodeau, 2009, 15). Amenities in the site
area are not concentrated around specific hubs but instead spread out along Union Street.
There is one telephone booth diagonally across the intersection from the Greyhound stop
and gas station, and two Canada Post drop boxes one block north of Cornelia Street East
(See Figure 5k below).

Figure 5k: Mailboxes (bottom right) and phone booth (middle left) across the street from
the gas station (behind image point of view).
Criteria
Proposed Station & Site Area
Planning a People-friendly Streetscape and Environment
Provide sufficient seating near sidewalks
X
Enforce coherent function and inter-relation of
X
pedestrian amenities
Concentrate amenities at mass transit nodes
X
Table 5f: Evaluation summary of planning a people-friendly streetscape and
environment.
5.7 Conclusion
The proposed station and site area includes all land within a 600-metre radius of
the proposed VIA Rail station to be located on Union Street at the north edge of the
Town of Smiths Falls. One third of the site area sits in Smiths Falls and includes railoriented industrial land, open space, and highway commercial uses. Two thirds of the site
area sits in Montague Township and includes rural estate lots, occupied and vacant auto!
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oriented commercial, and agriculture (Smiths Falls, 2009b; Montague, 2009b). VIA Rail
has completed all track work and is awaiting municipal site plan approval to build a
smaller unstaffed station consisting of some seats, a washroom, a vending machine, a
water fountain, a telephone, and surface parking lot. Planners in Smiths Falls and
Montague support VIA Rail moving its Smiths Falls station (Mallory, 2010; Thibodeau,
2009, 1).
Analysis of the proposed station and site area revealed that it is further from the
centre of Smiths Falls than the current station and unable to accommodate urban
development in the two thirds of the site that include rural areas due to the current zoning
and Official Plan policies in Smiths Falls and Montague. Municipal policies in Smiths
Falls and Montague promote mostly rural, industrial, and auto-oriented development.
Some existing land use patterns and path networks are barriers to future potential
conformity to transit-oriented development principles.
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CHAPTER SIX:
CONCLUSIONS, RECOMMENDATIONS, AND IMPLEMENTATION
6.1 Conclusion: The Existing Station and Site Area is the Better Location for a
Commuter Rail Station and Transit-Oriented Development
The previous three chapters formed the analysis section of this report, and
described and evaluated the site areas around the current and future VIA Rail stations in
Smiths Falls. Each site area was evaluated according to twenty-five criteria for their
suitability for transit-oriented development and ability to take advantage of transitfriendly municipal policies in the Town of Smiths Falls and Township of Montague. This
chapter will consider the strengths and weaknesses determined through the evaluations of
each site area by criteria and identify the superior site area, justification for the decision,
and present recommendations and implementation strategies for further improvement of
the superior site area. There is also a brief list of alternative recommendations to improve
the inferior site. See Table 6a on the following page for a comparison of evaluations
between each station and site area and Table 6b at the end of this chapter for a summary
of recommendations, stakeholder responsibilities, and implementation priorities.
The existing VIA station and associated site area is more suitable to take
advantage of transit-friendly municipal policies to accommodate a commuter rail station
and transit-oriented development. This site area it is located within a district with a landuse pattern, path network, historical precedent, and pedestrian infrastructure that
facilitates mass transit use and future transit-oriented development. Municipal policies
such as Smiths Falls’ Official Plan and Zoning By-Law specifically recognize established
urban areas as potentially successful locations for transit-oriented land use patterns. In
fact, its Official Plan declares such land use patterns as the only form of appropriate
development in the Core Area (2008a, 20-21).
The proposed VIA station and associated site area is the relatively inferior site to
accommodate a commuter rail station and transit-oriented development. The site area’s
further distance from the centre of Smiths Falls and inability to accommodate urban
development in its rural areas (two thirds of its area) significantly impedes potential to
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promote future commuter transit use and related development. Municipal policies in
Smiths Falls and Montague promote rural and auto-oriented development in the site area,
and some existing land use patterns and path networks are barriers to future potential
conformity to transit-oriented development principles.
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EVALUATION SUMMARY: Criteria

Existing
Station &
Site Area

Proposed
Station &
Site Area

Land Use Planning in Support of Commuter Rail
Provide and support mass transit-supportive land uses

!!

!

Discourage non-mass transit supportive land uses

!!

!

Design for a multi-purpose, vibrant destination by incorporating needed
local amenities
Use established commercial uses to attract transit users

!!!

!

Layout of Paths and Destinations
Establish direct, multi-path route networks for cyclists, pedestrians, and
motor vehicle traffic
Integrate buildings appropriately with mass transit

X

!
!!

!
X

!!

Built Form to Make Each Station "a Place"
Design landmarks to be visible and act as identifiable nodes

!

!

Design for a permeable pedestrian realm

!!!

!

Incorporating Pedestrians and Cyclists into Transit-Oriented Development
Enforce aesthetically attractive physical demarcation of pedestrian routes
!

X

Design for simple, visible and integrated pedestrian connections

!!

!

Provide waiting areas that protect transit users from uncomfortable
weather
Establish cycling infrastructure in conjunction with local roads and mass
transit networks
Managing Vehicles and Parking to Support Mass Transit
Provide sufficient but not excessive parking for motorized vehicles

!!

!!

Locate parking lots behind buildings and minimize conflicts with the
pedestrian realm
Provide a "kiss-and-ride" area

!!

Expand park-and-ride lots vertically, not horizontally and integrate with
pedestrian realm
Design parking lots for multiple types of users and vehicles

!

Provide convenient and attractive bicycle parking
Design off-street loading zones so that they do not obstruct pedestrians

X
!!

Design existing park-and-ride lots or nearby parking so they may be
converted to mixed-use, transit-oriented development in the future
Design off-street private parking areas so that they do not obstruct
pedestrians
Reserve space for local mass transit, even if it does not yet exist

!!

X

!!!

!

!!

!!

X

!
X
!
X
!
X
!
X
!

!

X

Planning a People-friendly Streetscape and Environment
Provide sufficient seating near sidewalks

!!

X

Enforce coherent function and inter-relation of pedestrian amenities

!!

X

Concentrate amenities at mass transit nodes

!!

X

Table 6a: Comparison of evaluations between each station and site area.
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6.2 Criteria Evaluations and Recommendations
6.2.1 Land Use Planning in Support of Commuter Rail
6.2.1.1 Provide and support mass transit-supportive land uses
The existing site area is the superior site for providing and supporting mass
transit-supportive land uses. This site area has a mix of transit-supportive land uses in the
core with larger lots for larger uses at the periphery. The proposed station site area is
inferior because the closest land uses are not oriented to mass transit and the existing
parcel fabric and rural zoning make conversion difficult to transit-oriented development.
For the superior site area to improve its evaluation, higher intensity residential
development should occur between Beckwith and Victoria Avenues, and office or retail
development should occur along Victoria Avenue. The Town of Smiths Falls can
promote such development by changing zoning designations or preparing a community
improvement plan with a focus on development oriented around commuter transit at the
existing station.
6.2.1.2 Discourage non-mass transit supportive land uses
The existing station and site area is the superior site for discouraging non-mass
transit supportive land uses. The site area has few areas with thriving industrial and autooriented development. Auto-oriented development close to the site is under-used and in
the process of gentrification. The proposed site is inferior because its core area of activity
is an auto-oriented retail and industrial strip with large lots that can accommodate
medium to large-format retail operations. For the superior site area to improve its
evaluation, under-used rail yard lands should be converted to urban, transit-oriented
development. To implement this plan, with the help of the federal government to
decontaminate the land, the Town of Smiths Falls should purchase vacant portions and
rezone the land for appropriate development.
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6.2.1.3 Design for a multi-purpose, vibrant destination by
incorporating needed local amenities
The existing station and site area is the superior site for creating a vibrant
destination by incorporating needed local amenities. The site area includes a variety of
private and public amenities accessible most hours of most days of the week. Should the
need arise, space is available for additional amenities in the future. The proposed station
and site area is inferior because it includes very few amenities and of those that exist,
they attract limited groups of people at limited times of the day and week. For the
superior site area to improve its evaluation, larger-format retail and commercial
development should be focused away from Highway 15 in the Town’s south end and
towards southern Victoria Avenue and Union Street. This recommendation can be
implemented by rezoning existing land or enforcing maximum limits on the gross
leasable area of large-format retail buildings in Smiths Falls.
6.2.1.4 Use established commercial uses to attract transit users
The existing station and site area is the superior site for using established
commercial uses to attract transit users. This site area includes a variety of destinationtype commercial development at the periphery and similar limited uses adjacent to the
existing station. The proposed station and site area is inferior because the connection
between established commercial uses and the station is divided by industrial land uses.
For the superior site area to improve its evaluation, existing commercial development on
Victoria Avenue and at the corner of Beckwith and Daniel Streets should become popular
transit-friendly destinations. The Town of Smiths Falls should create similar built form
guidelines for Victoria and Daniel Avenues as for the Core Area.
6.2.2 Layout of Paths and Destinations
6.1.2.1 Establish direct, multi-path route networks for cyclists,
pedestrians, and motorized vehicle traffic
The existing station and site area is the superior site for taking advantage of a
direct, multi-path route network for multiple modes of transport to support commuter rail.
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Its grid pattern and full sidewalk network provide a functional network for linking the site
area and rest of the Town to the station. The proposed station and site area is inferior
because of the difficult access between each side of the railway tracks and lack of
policies promoting non-motorized transportation in rural areas. For the superior site area
to improve its evaluation, space should be made for cyclists to traverse the Town as
easily as pedestrians and motorists. The Town of Smiths Falls should implement a system
of bike paths parallel to arterial routes and marked bike lanes along local streets.
6.2.2.2 Integrate buildings appropriately with mass transit
The existing station and site area is the superior site for integrating buildings with
mass transit. The site area’s buildings are oriented to sidewalks and streets that lead
directly to mass transit. The proposed station and site area is inferior because surrounding
buildings are oriented to private, individual transportation and are difficult to access by
bike and on foot. For the superior site area to improve its evaluation, the highest intensity
land uses should abut Victoria and Daniel Streets connecting existing high-intensity areas
to mass transit. This recommendation can be implemented by permitting taller buildings
with greater lot coverage and a variety of uses along these streets in Smiths Falls’ Zoning
By-Law.
6.2.3 Built Form to Make Each Station "a Place"
6.2.3.1 Design landmarks to be visible and act as identifiable nodes
Both stations’ site areas were of the same quality to take advantage of existing or
future potential to use landmarks as identifiable nodes. The existing station and site area
includes a church steeple and Tim Horton’s sign at Daniel Street, which leads to the train
station. The proposed station will include a “distinctive tower” to act as a unique local
landmark (VIA Rail, 2010). For the overall superior site area, the existing station site
area, to improve its evaluation, a tower should be added to its building, possibly in a
similar style as other VIA stations or the local architecture. In fact, VIA Rail could use
funds intended to build the new station to improve the existing station and its
surroundings. The Town of Smiths Falls could also encourage public art, ornamental
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street furniture, and unique architecture be implemented along routes leading to the
existing rail station.
6.2.3.2 Design for a permeable pedestrian realm
The existing station and site area is the superior site for designing a permeable
pedestrian realm. The site area includes wide sidewalks, direct connections between
sidewalks and buildings, and active storefront façades along Beckwith Street. The
proposed station and site area is inferior because residential, commercial, and industrial
building entrances are not directly connected to sidewalks and there are few locations
with active street-level facades. For the superior site area to improve its evaluation,
residential infill development should be encouraged that brings private and public
pedestrian areas closer together. Through design guidelines, the Town of Smiths Falls
could require new buildings to include verandas, large front windows, and smaller
setbacks from the street.
6.2.4 Incorporating Pedestrians and Cyclists into Transit-Oriented
Development
6.2.4.1 Enforce aesthetically attractive physical demarcation of
pedestrian routes
The existing station and site area is the superior site for enforcing physically
attractive pedestrian route demarcation. The site area includes plenty of established
pedestrian routes that can be improved without rebuilding existing infrastructure. The
proposed station and site area is inferior because existing pedestrian routes require
significantly new infrastructure to improve physical demarcation. For the superior site to
improve its evaluation, routes between the station property, abutting streets, and Core
Area should be identified with aesthetically unique signs and symbols. In its Official
Plan, The Town of Smiths Falls could require certain routes be demarcated with
crosswalk paint, brick pavers, and additional directional signs.
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6.2.4.2 Design for simple, visible, and integrated pedestrian
connections
The existing station and site area is the superior site for designing simple, visible,
and integrated pedestrian connections. The site area includes a comprehensive network of
sidewalks, underpasses, and lanes. The proposed station and site area is inferior because
different parts must be accessed by using awkward, disjointed, and unequally direct
connections. For the superior site area to improve its evaluation, the existing network
should become safer with connections completed between routes. When implementing
this recommendation, the Town must eliminate the racist graffiti in and around the
Victoria underpass and connect the underpass to the station via a continuous sidewalk
leading directly to the station’s entrance. Mirrors and other forms of passive surveillance
should be added to the underpass and other pedestrian connections.
6.2.4.3 Provide waiting areas that protect transit users from
uncomfortable weather
Both the existing station and proposed station site areas have waiting areas of
equal quality protecting transit users from uncomfortable weather. Both stations have
indoor heated waiting areas and outdoor trackside covered waiting areas (Thibodeau,
2009, 1). For the overall superior site area, the existing station to improve its evaluation,
transit users must be protected when transferring between modes of transportation.
Implementing this recommendation must include covering kiss-and-ride areas and points
on the platform where passengers board the train.
6.2.4.4 Establish cycling infrastructure in conjunction with local roads
and mass transit networks
Neither the existing nor the proposed station and site areas have existing
infrastructure or policies available to establish cycling networks. The existing station and
site area has barely-used bike posts along Beckwith Street. The proposed station and site
area has no bike paths, racks, lockers, or designated change rooms (Thibodeau, 2009, 1).
For the overall superior site area, the existing site area and station to improve its
evaluation, space should be made for cyclists to traverse the Town as easily as
!

+-!

pedestrians and motorists. The Town of Smiths Falls’ Official Plan should require endof-journey facilities at certain public and private destinations and create separate route
networks for cyclists.
6.2.5 Managing Vehicles and Parking to Support Mass Transit
6.2.5.1 Provide sufficient but not excessive parking for motorized
vehicles
The existing station and site area is the superior site for providing sufficient
parking for the vehicles of commuter rail users and other visitors to the site. The existing
station and site area includes a parking lot that meets parking requirements defined in
Smiths Falls’ Zoning By-Law (2009a, 53-55), space to expand the lot should the need
arise, and on-street parking on surrounding local streets. The proposed station and site
area is inferior because even though its parking lot vastly exceeds zoning by-law
requirements (Smiths Falls, 2009a, 53-55), pending proper traffic analysis it may not
have enough existing and future space as a park-and-ride lot for commuters from Smiths
Falls and surrounding towns. For the superior site area to improve its evaluation,
commuter rail users should not need a car to access the station. This recommendation can
be implemented by discouraging car use through ending free on-street parking, creating a
local mass transit network, and adding a designated kiss-and-ride area and secure bicycle
storage lockers to the station property.
6.2.5.2 Locate parking lots behind buildings and minimize conflicts
with the pedestrian realm
The existing station and site area is the superior site for locating parking lots
behind buildings and minimizing conflicts with pedestrians. This site area includes the
Core Area, which requires access to off-street parking not conflict with sidewalks along
Beckwith Street (Smiths Falls, 2008a, 21). The proposed station and site area is inferior
because most parking lots are located in front of buildings with some newer buildings set
back further than older buildings. For the superior site area to improve its evaluation,
pedestrians should be able to access the VIA station without having to cross its parking
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lot. This recommendation can be implemented by moving the station’s parking lot or
adding sidewalks along the edges of the lot.
6.2.5.3 Provide a "kiss-and-ride" area
Both station and site areas were of the same satisfactory quality in their provision
of a kiss-and-ride area to pick up and drop off passengers with private vehicles. Even
though neither station has a designated kiss-and-ride area, the proposed station includes
greater space for pick-up and drop-off that does not require transit users to cross
automobile-oriented routes (Thibodeau, 2009, 1). For the overall superior site, the
existing station and site area to improve its evaluation, a safe kiss-and-ride area of
sufficient space should be designated at the station. This recommendation can be
implemented by designating a kiss-and-ride area within 20 metres of the station’s
entrance with unique signs, paint, or road materials; and providing passengers with access
to the station without having to cross vehicular routes.
6.2.5.4 Expand park-and-ride lots vertically, not horizontally and
integrate with the pedestrian realm
The existing station and site area is the superior site for expanding park-and-ride
lots vertically and integrating them with the pedestrian realm. This site includes an
existing lot and surrounding vacant land of sufficient size for a parking garage. While the
proposed station sits on a smaller lot, thus limiting horizontal expansion of parking space,
it is inferior because there is no opportunity to integrate the pedestrian realm with the
surrounding area. For the superior site to improve its evaluation, future parking lot
expansion must be vertical with an engaging street front. This recommendation can be
implemented by ensuring VIA Rail and the Smiths Falls Community Theatre prepare a
site plan for future vertical expansion of the parking lot that includes an engaging street
front, amending Smiths Falls’ Zoning By-Law to strictly limit the proportion of a lot
occupied by surface parking, and implementing a local mass transit network to reduce
demand for parking at the rail station and theatre.
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6.2.5.5 Design parking lots for multiple types of users and vehicles
The existing station and site area is the superior site for accommodating parking
lots designed for multiple types of users and vehicles. Both site areas can accommodate a
variety of vehicles and the existing station lot is shared between the train station and
community theatre. However, shared parking between properties is forbidden in Smiths
Falls (2008a, 57-58) and there is no space reserved for public or private modes of shared
transportation. For the superior site to improve its evaluation, the station’s parking lot and
surrounding on-street parking should be as full as possible throughout the day, week, and
year; and people should be encouraged to share vehicles when commuting to Ottawa and
other surrounding towns. This recommendation can be implemented by reducing
minimum parking requirements for off-street private and public parking, permitting
shared parking lots between different properties, and encouraging additional development
and activities to locate to the site area that attracts people when there is low demand for
commuter parking such as evenings and weekends.
6.2.5.6 Provide convenient and attractive bicycle parking
While both sites include informal bike parking areas, neither the existing nor the
proposed station and site areas provide designated bike parking facilities. The community
theatre to replace the train station will not have parking facilities for bikes either. For the
overall superior station site, the existing station and site area to improve its evaluation,
bicyclists must be able to safely store their bikes at the station. This recommendation can
be implemented by installing bike racks in a covered area that is visible from the station’s
interior and requiring off-street bike parking facilities in Smiths Falls’ Zoning By-Law.
Should the space become available, lockers and changing facilities should also be added.
6.2.5.7 Design off-street loading zones so that they do not obstruct
pedestrians
The existing station and site area is the superior site for designing off-street
loading zones so that they do not obstruct pedestrians. This site area includes the Core
Area, in which Smiths Falls’ Zoning By-Law specifies that loading zones cannot cross
primary pedestrian routes (2009a, 48). The proposed station and site area is inferior
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because even though loading zones do not cross public pedestrian routes, the rear-lot
orientation of buildings forces pedestrians and cyclists to travel near loading zones and
both Smiths Falls and Montague ban different lots from sharing loading zones (2007b,
32; 2009a, 49). For the superior site area to improve its evaluation, loading zones should
be a less prevalent land use. This recommendation can be implemented by creating more
rear lanes, building new structures closer to the front of lots, and encouraging multiple
properties to share loading areas.
6.2.5.8 Design existing park-and-ride lots or nearby parking so that
they may be converted to mixed-use, transit-oriented development in
the future
The existing station and site area is the superior site for designing parking lots so
that they may be converted to future transit-oriented development. This site area includes
the existing parking lot and adjacent partially used railway yards on a large rectangular
lot that can be converted to future transit-oriented development. The proposed station and
site area is inferior because the station’s lot is too small for context-appropriate transitoriented development and adjacent land is covered with low density industrial and
exurban land uses. For the superior site area to improve its evaluation, the Town of
Smiths Falls and CPR should prepare for future redevelopment of the rail yard for transitoriented development. This recommendation can be implemented by developing a plan to
move the rail yard into a newly annexed portion of Smiths Falls east of downtown and
seeking financial assistance from other levels of government to decontaminate the
existing yard.
6.2.5.9 Design off-street private parking areas so that they do not
obstruct pedestrians
The existing station and site area is the superior site for designing off-street
private parking areas so that they do not obstruct pedestrians. This site area includes
restrictions on front-lot parking and permits shared driveways for rear-lot parking for row
housing. The proposed station’s site area, the inferior site, has fewer such restrictions,
especially in Montague Township. Sharing parking spaces between lots is prohibited in
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both site areas (Montague, 2007, 36-38; Smiths Falls, 2009a, 57). For the superior site
area to improve its evaluation, less space should be devoted on each lot to private
parking. This recommendation can be implemented by permitting shared driveways for
more land uses, reducing maximum driveway widths, reducing off-street parking
requirements, and constructing more rear lanes in new and established neighbourhoods.
6.2.5.10 Reserve space for local mass transit, even if it does not yet
exist
The existing station and site area is the superior site for reserving space for future
local mass transit in Smiths Falls. This station is closer to the street than the proposed
station, which is useful for accessing a street-side bus stop. Additionally, under-used land
abutting the south end of the station can be converted to a bus loop. The proposed station
and site area is inferior because there is not enough space on the station property or
abutting the highway to build a bus terminal that can accommodate several buses. For the
superior site area to improve its evaluation, land should be designated for future mass
transit. This recommendation can be implemented by the Town, which can purchase land
for such use and establish plans for a mass transit network oriented around commuting to
Ottawa from the existing station.
6.2.6 Planning a People-friendly Streetscape and Environment
6.2.6.1 Provide sufficient seating near sidewalks
The existing station and site area is the superior site for providing sufficient
seating infrastructure near sidewalks. This site area includes the Core Area, which Smiths
Falls’ Official Plan declares must have benches in scenic areas (2008a, 21, 33). This
policy sets a precedent for similar infrastructure in other pedestrian-friendly areas nearby.
The proposed station and site area is inferior because there are no existing benches or
public policies requiring benches and ledges in the area and no precedent for such
infrastructure. For the superior site area to improve its evaluation, pedestrians should be
able to sit comfortably near any publicly accessible property. Implementing this
recommendation can be done by requiring benches be located at 50 metre intervals along
all sidewalks, with more benches within 150 metres of the train station.
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6.2.6.2 Enforce coherent function and inter-relation of pedestrian
amenities
The existing station and site area is the superior site for enforcing coherent
function and inter-relation of pedestrian amenities. This site area includes Smiths Falls’
Core Area, to which the Town’s Official Plan requires additional attention paid to the
attributes and aesthetics of pedestrian amenities (2008a, 9). The Municipal Complex sets
a positive precedent by including pedestrian-scale signage on its property. The proposed
station and site area is inferior because most pedestrian amenities are oriented to those
walking to their cars and there are no municipal policies requiring pedestrian amenities in
the vicinity. For the superior site area to improve its evaluation, pedestrians should be
able to easily and safely access a variety of amenities without needing to cross vehicular
routes. Implementing this recommendation can be done by installing benches, signs,
lights, art, water fountains, phone booths, public washrooms, information stands, and
other such amenities along primary pedestrian routes; and requiring similar amenities
along all future pedestrian routes.
6.2.6.3 Concentrate amenities at mass transit nodes
The existing station and site area is the superior site for concentrating amenities at
mass transit nodes. This site area includes the Core Area, in which Smiths Falls’ Official
Plan requires attention be paid to locating amenities so as to maintain convenient access
by pedestrians (2008a, 21, 33). The proposed station and site area is inferior because the
poorly placed pay telephone and mailboxes set bad precedents for the placement of future
amenities without the guidance of municipal policies. For the superior site area to
improve its evaluation, amenities should be concentrated around the existing station.
Implementing this recommendation can be done by amending municipal policies to
require public amenities such as garbage cans, benches, public telephones, and bike racks
be concentrated around mass transit nodes. A coffee shop and the Greyhound bus stop
could also be added to the existing station to increase staff presence and improve
intermodal connections.
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6.3 Recommendation, Implementation and Stakeholder Summary
This section includes a detailed list of the previously mentioned recommendations
and a table summarizing their most important stakeholders and best term of
implementation. Recommendations that can be implemented in the short term include
few stakeholders, little or no changes to existing policies, little or no changes to existing
built form, one implementation location, or for the sake of expediency should be
implemented soon. Medium term recommendations include several stakeholders, some
changes to existing policies and infrastructure, a few specific implementation locations in
a limited geographic scope, and can begin the planning process immediately even if
implementation is at least two fiscal years into the future. Long term recommendations
include many stakeholders of varying degrees of influence, the development of new
policies, building new infrastructure that includes buildings with foundations, many
unspecified implementation locations with a broad geographic scope, and cannot begin
until other criteria are met or in the planning process. See Table 6b following the list on
the next page for the implementation and stakeholders summary.
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RECOMMENDATIONS LIST FOR EXISTING VIA RAIL STATION AND SITE AREA

18. End free on-street parking (LT – SF, CAC).

Legend: (Implementation Term – Stakeholders) ST: short term (~1-2 years); MT: medium term (~2-5 years);
LT: long term (~5+ years). See implementation chart on the following page for stakeholder abbreviations

19. Designate and maintain a safe kiss-and-ride area within 20 metres of the VIA Rail station’s front

$% Keep VIA Rail at existing station and prepare vicinity for future commuter rail service and future
transit-oriented development (ST – SF, VIA, CPR).!
2. Increase land use intensity along all streets between Victoria Avenue and Beckwith Street (LT – SF,
DRE).

20. Build a segregated pedestrian connection between Victoria Avenue and the VIA Rail station that does
not cross a parking lot (ST – SF, SFCT).
21. Plan for vertical expansion of the park-and-ride lot (LT – SF, VIA, SFCT).
22. Require parking structures have an engaging street front (MT – SF, Rtl, CAC).

3. Direct mixed-use development along Victoria Avenue (LT – SF, DRE).

23. Limit surface parking on developed lots (MT – SF, Res, Rtl, Com, DRE).

4. Convert rail-oriented industrial uses to mass transit-oriented development (MT – SF, DRE, Can, Ont).

24. Reduce minimum off-street parking requirements (MT – SF, Res, Rtl, Com).

5. Direct large-format retail away from Lombard Street and toward southern Victoria Avenue and Union

25. Permit shared parking space between two or more properties (MT – SF, Res, Rtl, Com).

Street (MT – SF, Rtl).
6. Design for transit-oriented commercial development at Victoria Avenue at Daniel Street, and Beckwith
at Daniel Street (LT – SF, Res, Rtl, DRE).
7. Pave and maintain segregated bike paths parallel to arterial routes and designate certain local streets as
bike routes (MT – SF, Rtl, CAC).

26. Plan abutting land uses for different peak usage periods (MT – SF, Res, Rtl, Com).
27. Implement carpooling program for residents commuting within and outside Smiths Falls (ST – Res,
Com, CAC).
28. Add minimum safe off-street bike parking requirements (MT – SF, Res, Rtl, Com, Gov, CAC).
29. Add rear lanes to new and existing urban development (LT – SF, Res, Rtl, DRE).

8. A tower should be added to VIA Rail’s existing station (MT – VIA, SF, SFCT).

30. Reduce front lot setbacks (MT – SF, Res, DRE).

9. Funds to be used to build the new station should be redirected to improving the existing VIA Rail

31. Permit shared loading space between two or more properties (MT – SF, Rtl, Com, Gov).

station (ST – VIA, SFCT, SF).
10. Install and maintain art and street furniture along routes connecting existing activity hubs to the
existing VIA Rail station (MT – SF, Res, Art).
11. Develop and enforce design guidelines that reduce perceived distances between the public and private
realm (LT – SF, Res, DRE).
12. Install and maintain more signs and pavement markings directing people to mass transit (MT – SF,
CAC).
13. Build and maintain safe connections between existing pedestrian routes and mass transit (MT – SF).
14. Install and maintain mirrors and lights around blind corners (ST – SF, CAC).
15. Install and maintain roofs or overhangs at VIA Rail station above platform and kiss-and-ride area (ST –
VIA, SF).
16. Install and maintain safe bike racks, bike lockers, and showers at local commuting and activity
destinations, including the VIA Rail station (MT – SF, Rtl, Com, SFCT, Gov).
17. Implement and maintain a local mass transit network with access to the VIA Rail station (LT – SF, Res,
VIA).
!

entrance (ST – VIA, SFCT).

32. Design and prepare a detailed implementation plan for converting the established CPR yards to mass
transit-oriented development (LT – SF, Res, Rtl, VIA, CPR, Can, Ont).
33. Reduce restrictions on shared driveways (MT – SF, Res, Rtl, Com, DRE).
34. Reduce maximum driveway width (ST – SF, Res, Rtl, Com, DRE).
35. Purchase land for future establishment and expansion of local commuter rail-oriented mass transit
network (MT – SF, Res).
36. Install and maintain benches at 50 metre intervals along all sidewalks (MT – SF, CAC).
37. Within 150 metres of the VIA Rail station, install and maintain benches at intervals of much less than
50 metres (MT – SF, Res, SFCT).
38. Install and maintain a variety of pedestrian amenities along primary and some secondary pedestrian
routes (MT – SF, Res, Rtl, CAC, Art).
39. Install and maintain a variety of public amenities concentrated around mass transit nodes (MT – SF,
Res, Rtl).
40. Open a coffee shop to sell tickets at the VIA Rail station (ST – VIA, SFCT, Rtl).
&$% Relocate Greyhound bus stop to VIA Rail station (ST – SF, VIA, SFCT, Gas, GBL).!
"#!

STAKEHOLDERS

IMPLEMENTATION TERM
Short Term (~1 – 2 years)

Town of Smiths Falls (SF)

1, 9, 14, 15, 20, 34, 41

Medium Term (~2 – 5 years)
4, 5, 7, 8, 10, 12, 13, 16, 22, 23,

Long Term (~5+ years)
2, 3, 6, 11, 17, 18, 21, 29, 32

24, 25, 26, 28, 30, 31, 33, 35, 36,
37, 38, 39
Residents of Smiths Falls and Vicinity (Res)

27, 34

7, 10, 23, 24, 25, 26, 28, 30, 33,

6, 11, 17, 29, 32

35, 37, 38, 39
Retail and small-to-medium scale business owners, managers, and employees

34, 40

(Rtl)

5, 7, 16, 22, 23, 24, 25, 26, 28, 31, 6, 29, 32
33, 38, 39

Major non-retail employers and associated employees (Com)

27, 34

16, 23, 24, 25, 26, 28, 31, 33

VIA Rail (VIA)

1, 9, 15, 19, 40, 41

8

17, 21, 32

Smiths Falls Community Theatre (SFCT)

9, 19, 20, 40, 41

8, 16, 37

21

Government institutions (schools, hospitals, prisons, recreation centres, etc.)

16, 28, 31

(Gov)
Community advocacy coalitions (non-government, non-profit) (CAC)

14, 27

7, 12, 22, 28, 36, 38

18

Development and Real Estate Industry (DRE)

34

4, 23, 30, 33

2, 3, 6, 11, 29

Mr. Gas (location of current Greyhound bus stop) (Gas)

41

Canadian Pacific Railway (CPR)

1

32

Government of Canada (Can)

4

32

Government of Ontario (Ont)

4

32

Artists (Art)

10, 38

Greyhound Bus Lines Inc. (GBL)

41

Table 6b: Stakeholders and Implementation Summary.
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6.4 Alternate Recommendations
Despite the recommendations identified in this chapter for the superior site area, if
VIA Rail continues with its plan to move the train station to the proposed site and the
Town of Smiths Falls and Smiths Falls Community Theatre refuse to re-open the existing
station to future regional and inter-city travel, the proposed station and site area can be
better oriented to mass transit by applying Town-wide policies recommended in section
6.3 and implementing the following site-specific recommendations. See Table 6c
following this list for an alternative implementation and stakeholders summary. See page
88 for a legend of the abbreviation following each recommendation regarding
implementation term and stakeholders.
1. Smiths Falls should amend its Official Plan and Zoning By-Law to permit only
transit-oriented forms of development with 600 metres of the station (LT – SF,
DRE, Res, Rtl, Com).
2. Montague Township should reject all development applications in the
ecologically sensitive area west of CNR’s Smiths Falls subdivision (ST – MgeT,
CAC, DRE).
3. Montague Township should maintain its Rural zoning designation along the
periphery of the site area to prevent highway-oriented development from
sprawling beyond Smiths Falls’ urban area (ST – MgeT, Res, Rtl, Agri).
4. Smiths Falls should direct infill and redevelopment to residential streets such as
Alexander, Grieg, Gould, and Johnson (MT – SF, Res, DRE).
5. VIA Rail should construct a sidewalk connecting the proposed VIA Rail station to
Union Street without crossing a vehicular route (ST – VIA, SF).
6. Smiths Falls should construct a safe and direct pedestrian connection between the
proposed VIA Rail station and Gould Street (LT – SF, CPR, VIA).
7. Smiths Falls and Montague should add pedestrian-scale signs, pavers, and
pavement markings directing people in the site area to the proposed VIA station
(MT – SF, MgeT, CAC, VIA).
8. Smiths Falls should amend its Zoning By-Law to reduce minimum setbacks along
Union Street to permit pedestrian-oriented development (MT – SF, DRE, Rtl).
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9. Smiths Falls should improve Union Street’s pedestrian realm by adding seating,
amenities, and vegetation along the street (MT – SF, Rtl, CAC, Res, Art).
10. VIA Rail should add bike racks, lockers, and a shower at the proposed station (ST
– SF, VIA, Res, CAC).
11. The Greyhound bus station should be relocated to the proposed VIA Rail station
(ST – SF, VIA, Gas, GBL).
12. VIA Rail should add a small coffee shop at the proposed station to provide a
consistent human presence at the facility (ST – VIA, Rtl).
STAKEHOLDERS

Town of Smiths Falls (SF)

IMPLEMENTATION TERM
Short Term
Medium
Long Term
(~1 – 2 years) Term
(~5+ years)
(~2 – 5 years)
5, 10, 11
4, 7, 8, 9
1, 6

Residents of Smiths Falls,
Montague, and vicinity (Res)

3, 10

4, 9

1

Retail, small or medium scale
business owners and employees
(Rtl)
Major non-retail employers and
employees (Com)

3, 12

8, 9

1

VIA Rail (VIA)

5, 10, 11, 12

7

Township of Montague (MgeT)

2, 3

7

Community advocacy coalitions
(CAC)

2, 10

7, 9

Development and Real Estate
Industry (DRE)

2

4, 8

Mr. Gas (location of current
Greyhound bus stop) (Gas)

11

1

3
9

Artists (Art)
Greyhound Bus Lines Inc. (GBL)

1

6

Canadian Pacific Railway (CPR)
Agriculture Industry (Agri)

6

11

Table 6c: Alternative stakeholders and implementation summary
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CHAPTER SEVEN: REVIEW AND REFLECTION
7.1 Report Topic and Purpose
In 2007, Moving Ottawa, the final report from the Mayor of Ottawa’s Taskforce
on Transportation identified Smiths Falls, Ontario as a potential location for a terminal
station on a commuter rail line to Ottawa (49). In the same year, the City of Ottawa
passed transit-oriented development guidelines (1). This Master’s Report evaluated how
might these guidelines be applied to land around the existing and proposed VIA Rail
stations in Smiths Falls (one of such stations could become a commuter rail station), if
the intent was to encourage new people to live or work in the town by integrating it with
the commuter rail connection to Ottawa.
This subject was chosen because a survey of relevant literature revealed few
recommendations for planning appropriate transit-oriented development in urban shadow
towns along potential commuter rail lines. These towns are currently connected to nearby
central cities by highways and freeways that also lead to many other destinations.
However with direct connections via mass transit such as commuter rail to these same
nearby central cities, these towns could have a much greater ability to take advantage of
the activities occurring in the central cities to improve local demographic and economic
sustainability (City of Ottawa, 2007a, 9, 58).
7.2 Report Method and Analysis
Designing criteria for evaluating the two site areas in Smiths Falls included
considering the relevant scope, scale, and ability to attract commuter rail passengers of
each site. From these overarching factors, a list of twenty-five criteria was developed
within six categories by applying the most relevant criteria primarily from the City of
Ottawa with a few additional ideas from Robert Cervero’s Developing Around Transit
(2004, 159-160).
Upon applying the evaluation criteria to the existing and potential attributes of the
two site areas, and the policies of the municipalities of Smiths Falls and Montague, the
detailed analysis revealed that the existing station and site area was in a better situation to
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take advantage of existing land use patterns and municipal policies for commuter transitoriented development that would promote activity in established sections of Smiths Falls.
The most important difference between the two site areas was established precedents for
different land use patterns.
The evaluation criteria were useful for evaluating and developing
recommendations for outdoor public rights of way for pedestrians, motorists, and cyclists;
and the established core commercial areas. However, the small size of the town relative
to Ottawa and various American cities and suburbs identified by Cervero made
evaluation difficult regarding indoor public spaces and parking facilities. Any evaluations
of parking expansion plans, the location of amenities relative to transit, and connections
between different levels of major buildings to mass transit were not relevant because
Smiths Falls has very few activity destinations with more than two floors and no plans to
significantly expand core area parking or implement a public transit network.
7.3 Recommendations and Implementation
To create proper commuter transit-oriented development, Smiths Falls should
connect its existing core commercial area on Beckwith to the station via attractive
amenities at higher densities along Daniel Street and promote Victoria Avenue as a new
destination for a mix of residential, commercial, institutional, and recreational uses. The
Town should amend its Official Plan and Zoning By-Law to promote biking as a viable
mode of local transportation. The Town should also plan for long-term growth
management by implementing a local mass transit network to connect the station to other
areas of the Town and should CPR activities move to another part of the city (which it
should to bring rail activity closer to industrial areas), determine what transit-oriented
uses could be made of the current rail yards.
The recommendations developed to make the superior station and site area ready
for commuter transit-oriented development are different from those that would be
suggested in established urban or suburban areas of large cities. Implementing proper
commuter transit-oriented development in Smiths Falls and other such satellite towns
requires longer short, medium, and long-term timeframes to meet the goals of the
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recommendations. The relevant geographic areas in the planning studies must also be
larger to account for regional existing resources and future needs. These differences are
due to the limited established local infrastructure and public discussion to promote such
projects, but at the same time, a desire to improve the quality of existing and future
residents’ lives by developing comprehensive and inclusive plans for each of the many
years to come.
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APPENDIX 1: ZONING AND SITE AREAS MAP: SMITHS FALLS, ONTARIO
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APPENDIX 2a: SITE PLAN OF PROPOSED SMITHS FALLS VIA RAIL STATION
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APPENDIX 2b: INTERIOR PLAN OF PROPOSED SMITHS FALLS VIA RAIL STATION
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APPENDIX 3: OFFICIAL PLAN DISTRICTS AND SITE AREAS MAP: SMITHS FALLS, ONTARIO
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APPENDIX 4: ROAD HIERARCHY AND SITE AREAS MAP: SMITHS FALLS, ONTARIO
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