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SUMMARY/KEY POINTS: 

 

 Cost of congestion for Ottawa ranges from $88 million to $246 million per year 

 

 Poor air quality resulting from congestion and vehicle emissions is linked to the 

increasing levels of cardio-respiratory diseases.  

 

 Ontario Medical Association estimates that the number of premature deaths in 

Ottawa due to air pollution is 503 (2008 figures) with the greatest health risks  within 

100m of heavy traffic.   

 

 The cost of road building and maintenance in Ottawa at over $300 million per year 

and increasing, one of the largest items of the municipal budget, contributes 

significant pressures to the property tax burden.  

 

 Every 10% increase in lane mile capacity results in a 9% increase in traffic volume 

and vehicle emissions, compounding the problem and cost. 

 

 Recent experience in mid to large cities with Congestion Pricing has shown it 

effective at: reducing congestion; improving traffic flow thereby maximizing 

economic productivity; reducing air pollution and associated health impacts; 

providing additional revenues for public transportation and infrastructure. 

 

 

RECOMMENDATIONS: 

 

 City Councillors and Staff are requested to provide initial thoughts/views on the 

concept of Congestion Pricing for Ottawa 

 

 Councillors and Staff are requested to study this concept and work with EAC and 

other stakeholders to provide options for what options may be viable for Ottawa and 

include such a study in the staff workplans for next budget year 

 

 Local MPPs are requested to provide initial thoughts on the option of creating a 

Congestion Pricing scheme to provincial highways (417, 416 and 174) within the 

boundaries of the City of Ottawa for the purpose of providing additional funding to 

both public transit and infrastructure modernization in the City of Ottawa. 

 



DISCUSSION PAPER: 

 

The City’s Environmental Advisory Committee is exploring the concept of a Congestion 

Pricing system for Ottawa. Such a system could  reduce the negative economic and health 

impacts of motor vehicle congestion and provide a new non-property tax based revenue 

stream to offset the costs of new infrastructure and public transportation, while reducing 

pressures for property tax rate increases. 

 

Ottawa has a high standard of living and a vibrant economic and civil society sector. 

However, as the City’s own data has shown, one of the key factors which attracts firms 

and grows the economy, is the nature of our transportation infrastructure. The City’s 

White Paper on physical infrastructure, prepared for the Economic Development 

Stakeholder Forum, states that Ottawa’s transportation network includes two 400-series 

highways and established rapid public transit. However, the City is challenged by traffic 

congestion which grows worse with ever increasing traffic volumes into the urban centres 

and high growth areas of the city as a result of urban sprawl. 

 

Vehicular congestion has impacts for both the health and well-being of citizens, as well 

as on the economic productivity of the City.  

 

For the City of Ottawa, the estimated costs of congestion ranges from $88 million per 

year (1995 dollar figures) (Transport Canada. 2006. The Cost of Urban Congestion in 

Canada. http://www.gatewaycouncil.ca/downloads2/Cost_of_Congestion_TC.pdf)  to 

$246 million (2000 dollar figure) (iTrans (2006), Costs of Non-Recurrent Congestion in 

Canada, Transport Canada (www.tc.gc.ca).  

 

With respect to health, congestion and high traffic volume is linked to the increasing 

levels of respiratory diseases and associated health impacts of air pollution. Put simply, 

increased levels of congestion are caused by increased vehicular traffic which produces 

more air pollutants.  The Ontario Medical Association now estimates that the number of 

premature deaths in Ottawa due to air pollution is 503 (2008 figures) with higher health 

risks for people residing and working within 100m of heavy traffic. The OMA also 

estimates that in Ottawa air pollution was responsible $18.3 million in lost productivity 

alone in 2005 (which is the most current data available) due to paid and unpaid sick leave 

and reduced work capacity of employees suffering from air pollution related conditions.  

 

The costs of building new roads and maintaining existing roads in Ottawa is over $300 

million per year, making this one of the largest items of the municipal budget. The 

current and growing size of the municipal roads budget puts additional pressure on 

property taxes.  

 

A Congestion Pricing system would reduce the volume of traffic on Ottawa roads, 

thereby also reducing maintenance costs and the requirement for road widening and new 

roads.  

 

http://www.gatewaycouncil.ca/downloads2/Cost_of_Congestion_TC.pdf
http://www.tc.gc.ca/


Furthermore, expanding existing roads to ease congestion has never been an effective 

method of improving traffic flow, as volume increases to meet carrying capacity as is 

clearly noted in Duranton and Turner (2009) and is linked for your information 

http://repec.economics.utoronto.ca/files/tecipa-370.pdf . More specifically, for every 10% 

increase in lane mile capacity, a 9% increase in traffic results (Hansen and Huang, 

Transportation Research A, 31. 205-218. 1997).  

 

Urban Congestion Pricing systems, once implemented, have reduced vehicular 

congestion and improved air quality in urban areas, while providing significant additional 

revenues for public transportation. Therefore, Congestion Pricing should be seen as a 

successful tool to manage traffic and decrease the economic impacts of harmful 

congestion and the negative environmental and health impacts associated with it.  

 

Types of Congestion Pricing. 

  

Road Tolls 

Tolls have been a common way to fund highway and bridge improvements. Such tolls are 

a fee-for-service, with revenues dedicated to roadway project costs. This is considered 

more equitable and economically efficient than other roadway improvement funding 

options which cause non-users to help pay for improvements (Metschies, 2001). Tolling 

is often proposed in conjunction with privately operated roads  (i.e., 407) although many 

public US highways are also toll roads. Tolls are often structured to maximize revenues 

and success is measured in terms of project cost recovery. Tolling authorities may 

discourage development of alternative routes or modes.  

  

Congestion Pricing 

 

Congestion Pricing (also called Value Pricing) refers to variable road tolls (higher prices 

under congested conditions and lower prices at less congested times and locations) which 

are intended to reduce peak-period traffic volumes to optimal levels. Tolls can vary based 

on a fixed schedule, or they can be dynamic, meaning that rates change depending on the 

level of congestion that exists at a particular time or road location. It can be implemented 

when road tolls are implemented to raise revenue, or on existing roadways as a demand 

management strategy to avoid the need to add capacity. Some highways have a 

combination of unpriced lanes and Value Priced lanes, allowing motorists to choose 

between driving in congestion and paying a toll for an uncongested trip. This is a type off 

Responsive Pricing, meaning that it is intended to change consumption patterns (Vickrey, 

1994). 

  

Zone (Area) Tolls 

Zone tolls are fees paid by motorists to drive in a particular area, usually a city center. 

Some Zone tolls only apply during peak periods, such as weekdays. This can be done by 

simply requiring vehicles driven within the area to display a pass, or by tolling at each 

entrance to the area. 

  



Road Space Rationing 

A variation of Congestion Pricing is to ration peak period vehicle-trips or vehicle-miles 

using a revenue-neutral credit-based system. For example, each resident in a region could 

receive credits for 100 peak-period vehicle-miles each or $20 worth of congestion fees 

each month (Viegas, 2001; Kockelman and Kalmanje, 2004; Kalmanje and Kockelman, 

2004). Residents can use the credits themselves, or trade or sell them to somebody else. 

The result is a form of congestion pricing in which the benefits are captured by residents 

rather than road owners or governments. 

 

For additional information on congestion pricing options please see US Department of 

Transportation’s report entitled Transportation’s Role in Reducing US greenhouse 

gasses, April 2010  

http://ntl.bts.gov/lib/32000/32700/32779/DOT_Climate_Change_Report_-_April_2010_-

_Volume_1_and_2.pdf  

 

 

Notable Congestion Pricing successes include London UK, Singapore, and Stockholm 

Sweden (drawn from Albalate and Bel. 2008. Research Institute of Applied Economics 

2008 Working Papers 2008/01). 

 

1.  London 

 

Probably the best known Congestion Pricing system on earth is the London England 

congestion charge.  The charge aims to reduce traffic congestion and make journeys 

quicker by encouraging people to choose other forms of transport rather than private 

vehicles. All net revenue is invested back into improving public transportation in London. 

 

Since February 2003 the system charges an £8 (~$15) fee per vehicle a fee in order to 

enter the city center during weekdays between 7am and 6pm, with the exception of 

motorcycles, public transport vehicles and other particular vehicles such as those for 

disabled people or emergency vehicles.  

 

Once charged, the fee allows you to enter, drive within, and exit the Charging zone as 

many times as you wish on the same day 

(http://www.tfl.gov.uk/roadusers/congestioncharging/6710.aspx).    There are also 

discounts and exemptions from the charge 

(http://www.tfl.gov.uk/roadusers/congestioncharging/6713.aspx)  

 

As a result, after the initial implementation of the charge, the use of private vehicles 

declined between 15% and 20% in two weeks – 30% over the longer term - and there 

were significant increases in the use of public transit. In fact, according to Transport for 

London reports, 50% of car reductions were transfers to public transportation, 25% were 

diverted around the charging cordon, 10% decided to use other private modes like taxi, 

motorbikes or bicycles and the rest decided to avoid trips or shifted the trip to non-

charging hours. Traffic speed improved by 37% within the pricing zone and congestion 

related delays during peak time dropped 30% for private vehicles and 50% for buses.  

http://ntl.bts.gov/lib/32000/32700/32779/DOT_Climate_Change_Report_-_April_2010_-_Volume_1_and_2.pdf
http://ntl.bts.gov/lib/32000/32700/32779/DOT_Climate_Change_Report_-_April_2010_-_Volume_1_and_2.pdf
http://www.tfl.gov.uk/roadusers/congestioncharging/6710.aspx
http://www.tfl.gov.uk/roadusers/congestioncharging/6713.aspx


 

In order to compensate for the increased demand on public transit, Transport for London 

increased the number of available buses with 300 new vehicles.  

 

With respect to environmental impacts, the project achieved significant reductions in 

greenhouse gas emissions. For instance, CO2 emissions declined in the charging zone by 

16%. In fact, the congestion charge influenced the decisions of road users on whether to 

take a trip, the mode used and the time of the day chosen, while creating a positive 

feedback loop for the use of public transportation.  

 

This positive feedback loop occurred due to the fact that less congestion let to increases 

in the average bus speed and reductions in the average journey by public transit. 

 

Due to the clear and positive results of the congestion charging initiative, there is little 

political opposition. In addition, some business groups strongly support the system 

because they have seen benefits in the form of increased productivity and reduced 

tardiness on the part of their employees.  

 

In addition, Quddus, Carmel and Bell (2007) found that congestion charging did not 

affect overall retail sales in Central London.  Indeed, a survey of 500 companies in 

central London found that 72% recognize the effectiveness of the congestion charge 

(Clark, 2004).  

 

As in other cases, revenues raised thanks to congestion charges are used to fund public 

transportation investments (80% of total net revenues), but the electronic camera 

recording system used in the city is expensive and a substantial amount of the incoming 

revenue is devoted to cover these operating costs (as much as 50%).  

 

For more detailed information on the London system please see 

http://www.vtpi.org/london.pdf  

 

2. Singapore 

 

The objective of Singapore’s pricing system was to manage traffic volumes. Congestion 

pricing was introduced in Singapore in 1975 when authorities decided to use an Area 

Licensing Scheme in the center of the city. Later, in 1998, after  successful results from 

this pricing strategy, they decided to upgrade the system by using electronic Congestion 

Pricing.  

 

Charges are paid in the central area between 7:30 am – 7:30 pm on weekdays, but those 

entering from 10:00am to 12:00 are exempted. On the other hand, charges on arterial 

roads are only paid between 7:30am – 9:30am.  

 

Tolls vary depending on time but also by vehicle: 

• From 7:30am to 8:00am: $1.50 

• From 8:00am to 8:30am: $2.00 

http://www.vtpi.org/london.pdf


• From 8:30am to 9:00am: $3.00 

• From 9:00am to 9:30am: $1.00 

 

Reduced congestion was achieved directly after the introduction of the Area Licensing 

Scheme. The traffic was reduced by more than 40% in the restricted area and thanks to 

the electronic system it was additionally reduced another 15% during the peak time. In 

fact, after the system was introduction, the share of private cars over total commuters 

declined from 48% to 29% (Watson and Holland, 1978). 

 

However, increases of 10% were found during the periods outside rush hours. Therefore, 

time shifts are found in traffic congestion due to Congestion Pricing. In addition, 

authorities realized that after the introduction of electronic Congestion Pricing, drivers 

were using alternative roads and other periods of time (Christainsen, 2006; p.80).  

 

Public transportation reaped the benefits of the pricing system by reducing the average 

trip time making buses a good choice for convenient and rapid transportation. Public 

transit ridership increased by approximately 20% after the pricing system was introduced. 

 

3. Stockholm 

 

Congestion pricing was permanently introduced in the City of Stockholm in August 

2007, following a trial period undertaken from January 2006 until July 2006. 

 

The main purpose of the measure was reducing congestion, increasing accessibility and 

improving the environment, but secondary objectives were more precisely established: 

 

• Reduce traffic volumes on the busiest roads by 10-15%. 

• Improve the flow of traffic on streets and roads. 

• Reduce emissions of pollutants harmful to human health. 

• Improve the urban environment as perceived by Stockholm residents. 

• Provide more resources for public transport. 

• Better road safety outcomes. 

 

Stockholm uses a zone system and the fee is charged upon entering that zone. The fee is 

flexible, depending on the time of the day and varies between $1.50-$3 during rush 

hours. No congestion charging applies during the weekend. 

 

The congestion zone has seen a daily reduction in traffic congestion of 19% and 22% 

specifically during rush hours. Also, time spent waiting in traffic dropped by 

approximately a third during morning rush hour and halved in the afternoon.  

 

After the implementation of the system, Stockholm saw a 6% increase in public transit 

ridership over the previous year. The number of cars in park-and-ride facilities increased 

by 23%. 

 



With respect to environmental impacts, the reduction of emissions were between 8% and 

14% in pricing zone. Specifically, greenhouse gases were reduced by 40% in the zone.  

 

Road safety has also improved due to the pricing system. Road accidents have been 

reduced by 5-10%. 

 

In the cases of London, Singapore and Stockholm, Congestion Pricing provided 

significant reductions in the negative impacts of traffic congestion and provided 

increased revenue to enhance public transportation and other infrastructure projects. 

Moreover, Congestion Pricing increased average vehicle speeds, reducing productivity 

losses and improving both private and public transport efficiency and convenience.  

 

 

Legal : 

 

Municipalities in Canada are constrained in what they can do due to the nature of how 

municipalities fit into the legal architecture of the country. At the moment, cities are 

‘creatures’ of the provinces and can only act where allowed by provincial law. With 

respect to the City of Ottawa, the 2006 Municipal Act appears to allow Congestion 

Pricing on municipal roads although not on provincial, federal roads or roads in other 

jurisdictions (for full analysis regarding how the Municipal act 2006 allows for 

Congestion Pricing please see Annex II). Congestion Pricing on provincial roads and 

highways would require an order of Provincial Cabinet and that issue will be dealt with 

separately.  

 

Strawman Options for Ottawa: 

 

1. Urban core zone system: This system similar to London’s Low Emission Zone would 

charge each vehicle (noting exemptions) $5 to enter the zone (conceptually, the area 

between the Ottawa River and Rideau Street, Sussex, Bronson, and the 417 during 

periods of high volume traffic (7-930am) and (3-6pm) 

 

2. High volume Zone system: Given Ottawa’s particular geography and noting that it has 

the smallest Central Business District of any major Canadian city, a Congestion Pricing 

system based on zones of heavy use across the city may be the preferred option. In this 

case, a zone of 1-3 km around the length of the portions of major roadways prone to 

congestion  could be considered. This could include Carling Avenue, Vanier Parkway, 

Airport Parkway, Bank Street (Wellington to Riverside), Alta Vista Drive, Hunt 

Club,Terry Fox, Eagleson, and other such roadways) 

 

3. High volume Road system: similar to option 2 but with road fees only applying on the 

high volume roads themselves. While this would reduce wider and perhaps unnecessary 

collateral charging, it could also result in traffic diversions off major roadways to smaller 

roads and into residential neighbourhoods.  

 



4. Population Centres Zone System: Similar to the Urban Core Zone system but creating 

a series of defined high volume zones such as: The Urban Core, Kanata, Orleans, 

Barhaven/Riverside South, etc) tailored to high volume areas within those communities.  

 

5. Proxy Toll Collected Through Annual Vehicle Registration Fees:  Keeping road toll 

collection costs as low as possible is particularly important if the revenues need to be 

recycled into Public Transit.  One option would be to add a levy collected each year when 

license plates are renewed.  The levy would be based on the number of kilometres driven. 

The latter information is already collected for statistical purposes on license renewal 

forms.  The levy would simply be calculated based on the year-over-year change in 

odometer readings on the vehicle.  While the levy would not differentiate between the 

distances driven within & outside of the urban boundary, it would be easy to collect and 

the administrative processes for vehicle license plate removal are already in place.  It 

might also be possible to differentiate the annual levy and/or the registration fee based on 

vehicle weight and fuel economy as well since this information is also readily accessed in 

the provincial motor vehicle databases.
1
  

 

Regardless, any such system should be proposed based on consultation with other 

municipalities, such as those noted above which have instituted such a system and 

analyzed for the best result in Ottawa. A comprehensive study would be the first step 

followed by a pilot programme before full implementation.  

 

Pricing Schemes: 

 

Amount: Options to drive into a zone should include a minimum of $5 and a maximum of 

$20 per day.  

 

Payment Options:  

- Paying once upon entering a zone or a priced road gives credit for the full day 

to leave and enter that zone/drive on that priced road or any other 

- Payment required each time a person enters a zone or drives on a priced road 

- Payment for each vehicle entering a zone 

- Payment for non-exempted vehicles 

- Non-payment or reduced payment for residents living within a zone or along a 

priced road.  

 

Role of the Province: 

 

As noted above, the City cannot implement road fees on any provincial highway without 

the permission and direction of Provincial Cabinet. As such, any work on implementing a 

                                                
1  The City of Toronto was granted special authority to impose a charge on all motor vehicles registered to 

owners living in Toronto.  This charge was originally to be collected by the province on behalf of the City.  
For various reasons the City decided to limit the application to “personal” vehicles and subsequently set up 

its own bureaucratic infrastructure with its additional administration costs.  The tax is called the Personal 

Vehicle Registration Tax (PVT) and generally applies at $60 per year for personally owned/leased vehicles. 

The environmental rationale for this charge is given on the City of Toronto website and for specific 

additional details on the PVT charge please see: http://www.toronto.ca/finance/revenue_tools.htm#pvt 

http://www.toronto.ca/finance/revenue_tools.htm%23pvt


road user fee system in Ottawa should be conducted in tandem with a request to the 

province to make the portions of highways 416/417/174 located within the city of Ottawa 

toll highways and that 100% of the net revenue (beyond operating costs) be delivered to 

the City of Ottawa to provide additional resources to OCTranspo (specifically to keep 

fares stable and improve service quantity and quality) and green infrastructure projects. 

 

Invoice mechanism: 
 

While there are a growing number of companies and technological options to ensure 

accurate pricing and invoicing of vehicles on toll roads and priced roads, some of the 

main options include: 

 

Skymeter: 

Skymeter provides data needed to migrate roads and parking from taxpayer-subsidized to 

pay-per-use – cutting city-wide emissions by 15%, traffic by 30% and enabling better 

mobility.   

“Skymeter's Financial-grade GPS (FGPS) data meet the requirements of third-party 

financial transactions, while enabling a transformational service-oriented model.   

OurFGPS technology has been proven by Cisco Korea and California’s Department of 

Transportation.  Customers include major integrators with billion-dollar Congestion 

Pricing projects, as well as parking, insurance, car rental and emission metering services. 

“ 

 

http://www.skymetercorp.com/cms/index.php?option=com_frontpage&Itemid=1  

 

407 Toronto: 
 

“The 407 ETR's all-electronic toll system eliminates these traffic line-ups and searching 

for the right change. While driving, the electronic sensors located on each overhead tower 

log your 407 ETR entry and exit point. There is nothing for the driver to do but keep 

driving. The electronic tolling system is based on highly-advanced military technology 

and uses precision equipment aligned with lasers to read a transponder signal and/or take 

images of a licence plate – even at vehicle speeds greater than 200 km/h.” 

http://www.407etr.com/about/qas.htm#q50  

 

London: 

 

“Cameras at entrances, exits and around the zone read the license plate. They check it 

against a database to work out whether you've paid already, are exempt, or have a 100 per 

cent discount or if you need to pay. “ 

 

http://www.tfl.gov.uk/assets/downloads/stage-3-final-report.pdf  

http://www.tfl.gov.uk/assets/downloads/CC-Cameras.pdf 

http://www.tfl.gov.uk/roadusers/congestioncharging/6744.aspx  

 

Conclusion: 

http://www.skymetercorp.com/cms/index.php?option=com_frontpage&Itemid=1
http://www.407etr.com/about/qas.htm#q50
http://www.tfl.gov.uk/assets/downloads/stage-3-final-report.pdf
http://www.tfl.gov.uk/assets/downloads/CC-Cameras.pdf
http://www.tfl.gov.uk/roadusers/congestioncharging/6744.aspx


 

It is clear that Congestion Pricing has proven effective at reducing congestion, improving 

traffic flow thereby maximizing economic productivity, reducing air pollution and 

associated health impacts.  

 

Ottawa is a growing city, facing real transportation demand challenges which include 

increased rates of congestion on roads and highways. Expanding existing roads and 

building new ones is an ineffective strategy due to the prohibitive costs and the fact that 

expanding roads has not proven to be an effective method for reducing congestion and its 

negative impacts. Further, creative and innovative solutions are required to maintain or 

enhance Ottawa’s ‘liveability’ and improve its public transit system without regularly 

increasing property taxes and fare box rates well above inflation,.  

 

We would like Council and City Staff’s initial views on this concept as it relates to 

Ottawa and would appreciate feedback.  



 

ANNEX I : Comparison of Congestion Pricing in Various Cities 

 

Factor\City London  Stockholm* Singapore Ottawa Ottawa- 

Gatineau 

GTA- 407 

Population 

K 

8,560  1,252 4,988 900 

(2010) 

1,221 

(2008) 

5,556 

(2006) 

Urban 

Area 

Km2 

1,707 377  710 512 5,318 1,749 

Cordon 

Area  

20 km2 35 km2  CBD**  

1.25 

km2 

 108 km from 

Burlington 

to Pickering 

Max 

Charge 

$US/day 

$12.30 $9.85 $15   21.31 

cents/km, 

7 M 

customers 

Total Rev 

$US 

$328M/yr $65.6 M 

over 7 

month trial 

    

Net Rev  

$US 

$189M/yr ? ?   ? 

Type CCTV 

cameras,  

automatic 

number 

plate 

recognition 

automatic 

number 

plate 

recognition, 

transponders 

In-vehicle 

Unit, plate 

recognition; 

GPS 

coming 

  Transponder, 

CCTV, all 

electronic 

toll system 

GHG Red 

% 

CO2-16%      

Pollution 

Red% 

NO2-13% 

PM-15% 

-14%     

Avg Speed 

kph 

+22 to 

+30% 

 +20%    

Traffic Vol -30% -22% -13% from 

270K/day 

to 235K 

   

Public 

Transit 

+14%  +20%    

 

* Stockholm referendum question: “Environmental fees/congestion tax means that fees 

will be charged in road traffic with the purpose to reduce queuing and improve the 

environment. The income will be returned to the Stockholm region for investments in 

public transport and roads.” 



** Ottawa Central Business District (CBD) bordered by the Ottawa River to the north, 

the Rideau Canal to the east, Gloucester Street to the south and Bronson Avenue to the 

west 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



ANNEX II 

 

Articles in the 2006 Ontario Municipal Act which permit municipal Congestion Pricing 

and analysis in blue text 

 

Based on the provisions of the current Municipal Act 2006, the EAC believes that the 

Act fully allows for 'road user fees' on municipal roads. Municipalities are clearly 

forbidden from levying 'Taxes' (which are not defined in the act but defined as: "taxes for 

municipal or school purposes or payments in lieu of taxes for municipal or school 

purposes; ("impôts")) from the Tax Increment Financing Act, 2006. However, user fees 

seem to be perfectly viable. 

 In our view, the main section that allows this is 391 although there are others: 

391. (1) Without limiting sections 9, 10 and 11, those sections authorize a municipality to 

impose fees or charges on persons, 

(a) for services or activities provided or done by or on behalf of it; [this could include 

roads] 

(b) for costs payable by it for services or activities provided or done by or on behalf of 

any other municipality or any local board; and 

(c) for the use of its property including property under its control. 2006, c. 32, Sched. A, 

s. 163 (1). 

FULL ANALYSIS: 

The Municipal act states: 

http://www.e-laws.gov.on.ca/DBLaws/Statutes/English/01m25_e.htm#BK475 

<http://www.e-laws.gov.on.ca/DBLaws/Statutes/English/01m25_e.htm> 

17. (1) Sections 9, 10 and 11 do not authorize a municipality to, 

(a) impose taxes; 

Toll highways 

40. (1) A municipality may, 

(a) designate a highway as a toll highway; and 

(b) operate and maintain the designated highway as a toll highway. 2001, c. 25, s. 40 (1); 

2006, c. 32, Sched. A, s. 19. 

blocked::http://www.e-laws.gov.on.ca/DBLaws/Statutes/English/01m25_e.htm
blocked::http://www.e-laws.gov.on.ca/DBLaws/Statutes/English/01m25_e.htm


Restriction 

(2) Despite subsection (1) and section 35, a municipality does not have the power to 

designate, operate and maintain a highway as a toll highway until a regulation is made 

under this section that applies to the proposed toll highway. 2001, c. 25, s. 40 (2). 

Regulations 

(3) The Lieutenant Governor in Council may make regulations providing for any matters 

which, in the opinion of the Lieutenant Governor in Council, are necessary or desirable 

for the purposes of this section, including, 

(a) requiring a municipality to obtain the approval of any person or body before 

designating, operating or maintaining a highway as a toll highway; 

(b) providing for criteria which must be met before a municipality can designate, operate 

or maintain a highway as a toll highway; 

(c) imposing conditions and limitations on the powers of the municipality to designate, 

operate or maintain a highway as a toll highway; 

(d) granting municipalities powers with respect to the operation and maintenance of a toll 

highway, including powers with respect to the collection and enforcement of tolls 

imposed for the use of a toll highway; 

(e) without limiting clause (d), providing that the provisions of the Capital Investment 

Plan Act, 1993 and the regulations under that Act which relate to toll highways apply to 

municipalities with such changes as are prescribed; 

(f) establishing process requirements with respect to the designation, operation and 

maintenance of a highway as a toll highway, including requiring a municipality to 

provide notice to the Minister or any other person or body of its intention to designate a 

highway as a toll highway; 

(g) providing that the Minister or any other person or body who receives notice under 

clause (f) may prohibit the municipality from making the designation even though the 

designation is otherwise authorized under the regulation. 2001, c. 25, s. 40 (3). 

This is relevant in order to pursue tolls on the Ottawa sections of 417, 416, 174 

----------- 

With respect user fees the act states: 



390. In this Part,"fee or charge" means, in relation to a municipality, a fee or charge 

imposed by the municipality under sections 9, 10 and 11 and, in relation to a local board, 

a fee or charge imposed by the local board under subsection 

391 (1.1); ("droits ou redevances") 

Section 10 specifically states: 

" 10. (1) A single-tier municipality may provide any service or thing that the municipality 

considers necessary or desirable for the public. 2006, c. 

32, Sched. A, s. 8. 

By-laws 

(2) A single-tier municipality may pass by-laws respecting the following matters: 

5. Economic, social and environmental well-being of the municipality. 

6. Health, safety and well-being of persons." 

391. (1) Without limiting sections 9, 10 and 11, those sections authorize a municipality to 

impose fees or charges on persons, 

(a) for services or activities provided or done by or on behalf of it; 

(b) for costs payable by it for services or activities provided or done by or on behalf of 

any other municipality or any local board; and 

(c) for the use of its property including property under its control. 2006, c. 32, Sched. A, 

s. 163 (1). 

Specifically sub-section (c). The city owns its roads and would be a 'user fee' for using 

the roads. 

Then you get the restrictions on this: 

" 394. (1) No fee or charge by-law shall impose a fee or charge that is based on, is in 

respect of or is computed by reference to, 

(a) the income of a person, however it is earned or received, except that a municipality or 

local board may exempt, in whole or in part, any class of persons from all or part of a fee 

or charge on the basis of inability to pay; 



(b) the use, purchase or consumption by a person of property other than property 

belonging to or under the control of the municipality or local board that passes the by-

law; 

(c) the use, consumption or purchase by a person of a service other than a service 

provided or performed by or on behalf of or paid for by the municipality or local board 

that passes the by-law; 

(d) the benefit received by a person from a service other than a service provided or 

performed by or on behalf of or paid for by the municipality or local board that passes the 

by-law; or 

(e) the generation, exploitation, extraction, harvesting, processing, renewal or 

transportation of natural resources. 2001, c. 25, s. 

It would appear that a 'Road User Fee' would not fall under any one of these exemptions. 

394 (1); 2006, c. 32, Sched. A, s. 166. 

Basis of fee not limited 

(2) Nothing in clause (1) (b) prevents the imposition of a fee or charge that is based on, is 

in respect of or is computed by reference to the location of the property, the physical 

characteristics of property, including buildings and structures on the property, or the 

zoning of property or other land use classification. 2001, c. 25, s. 394 (2)." 

This article strengthens the case as 'user fees' for municipal roads would fall under both 

property and services provided by the municipality and therefore subject to user fees. 
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