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Preamble 
 

The Board of Trade of Metropolitan Montreal (the Board of Trade) has over 7,000 members. Its mission is 
to be the voice of Montréal’s business community and to promote the city’s prosperity. The Board of Trade 
is involved in key areas of economic development, promoting a philosophy of action based on 
engagement, credibility, proactivity, collaboration and innovation. The Board of Trade is the largest private 
economic development organization in Quebec.  

 
Background 
 
On November 12, the Government of Quebec tabled a bill in Quebec’s National Assembly to modify the 
organization and governance of public transit in the Montréal metropolitan area. The Board of Trade 
applauded the Government of Quebec’s desire to simplify governance of public transit in Greater 
Montréal. It emphasized the importance of accelerating the development of public transit infrastructures, 
one of the major drivers of the business environment. 
 
For a number of years, influential actors in the city have been calling for a major overhaul of governance 
of the city’s public transit. The organizational complexity and many transit passes, tickets and rates are 
hurdles to developing Greater Montréal’s public transit offer. The unwieldy decision making process slows 
public transit projects and makes using public transit infrastructures more complex for employees and 
customers of the city’s businesses.  
 
The Board of Trade has had a longstanding interest in the economic benefits of public transit. In 2010, it 
published the study “Public Transit: At the Heart of Montréal’s Economic Development,” demonstrating 
the many economic advantages of the sector. Two years later, in addition to presenting a report on 
financing a tramway for Montréal, it drafted a brief for the CMM entitled “Le financement du transport en 
commun : pour accélérer le passage à l’action” (Financing Public Transit: Taking Action Faster). This 
brief was a chance to reflect on promising avenues for financing to develop and maintain public transit 
infrastructures.  
 
This year the Board of Trade came out in support of Bill 38, An Act to allow the Caisse de dépôt et 
placement du Québec to carry out infrastructure projects. This agreement between the Government of 
Quebec and the Caisse led to the creation of CDPQ Infra, with the goal of providing a modern, efficient 
public transit system for the new Champlain Bridge, Montréal’s West Island and Montréal-Trudeau 
Airport.  
 
Furthermore, issues addressed in Bill 76 were thoroughly studied in 2010, leading to the publication of 
one of the most incisive reports in the Board of Trade’s history, the “Côté-Séguin Report – A City that 
Lives Up to our Aspirations.” This report took a hard look at the current system, taking issue with the 
lack of integrated, consistent and shared planning for transit projects for the entire Montréal area. The 
report also noted many problems with governance and financing in the city’s public transit system. It 
proposed replacing the Agence métropolitaine de transport (AMT) with an infrastructure agency 
responsible for planning and carrying out infrastructures for the public transit system in the Montréal 
area. It called for planning to be tied to the CMM’s land use plan and that it receive more powers and 
accountability in managing regional services. 
 
This brief reiterates the Board of Trade’s recommendations about Bill 76 presented on November 26, 2015 
by the President and CEO of the Board of Trade of Metropolitan Montreal, Michel Leblanc, to the National 
Assembly.  
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INTRODUCTION 
 
For the business community of Greater Montréal, an efficient public transit system across the territory is 
a priority. Obviously, the rapid and efficient completion of major public transit infrastructures is equally 
key. A study conducted by the Board of Trade in 20121 revealed that corporate decisions to invest 
depend in large part on efficient, safe and functional infrastructures. Investments in public transit 
infrastructures are particularly strategic for companies, because they affect access to skilled labour, and, 
in turn, competitiveness. 
 
It is no secret that the city has major traffic problems that are a check on its productivity and economic 
performance. The cost of this congestion is an estimated $1.8 billion.2 This situation is explained in part 
by a relative disinvestment in infrastructure projects, which has resulted in a major maintenance deficit 
that now has to be made up for. This catch-up affects both road infrastructures and public transit 
infrastructures. And beyond maintaining assets, developing new transportation infrastructures, essential 
to improving Greater Montréal’s competitiveness and traffic flow, has been done in fits and starts, very 
often with major cost overruns and years of delay. 
 
If investments in public transit infrastructures stimulate the economy in the short term and improve the 
flow of people and merchandise in the longer term by reducing the number of vehicles on the roads and 
increasing business productivity, systematic cost overruns and failure to deliver projects on time fuel 
cynicism and create frustration among the public. 
 
Over the years, this frustration has also been fuelled by the perceived inefficiency in the operation of the 
different public transit systems. Increased use of public transit by the public has created heavy volume 
managed by separate organizations that are often unable to coordinate their services effectively. It has 
become clear in recent years that we need to consider a reform focused on improving service, simplifying 
the system and achieving greater consistency in rates. This reform must also allow for integrated 
investment planning shielded from local political pressures and sound operational management. Finally, 
the reform should be flexible enough to accommodate any new methods of financing for building public 
transit infrastructures. 
 
Bill 76 proposes effective solutions to these problems and presents an integrated vision of public transit. 
The creation of the Autorité régionale de transport (the Authority) and the Réseau de transport 
métropolitain (RTM) would accelerate the development of public transit infrastructures and simplify the 
use of public transit for employees and customers of the city’s businesses. The Board of Trade supports 
this bill and submits its recommendations to streamline the organization of public transit governance in 
the city, speed up the completion of strategic infrastructure projects and increase public transit ridership. 
 
 
  

                                           
1 BOARD OF TRADE OF METROPOLITAN MONTREAL. June 2012. Competitiveness of the Greater Montréal Business Environment. 
2 MINISTÈRE DES TRANSPORTS DU QUÉBEC. 2013. 
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The Board of Trade’s recommendations fall into the following areas: 
 

1. Develop an efficient governance framework that will speed up the development of public 
transit infrastructures and align the deployment of transit infrastructures with land use planning; 

2. Simplify how public transit is used by the public through integrated, consistent rates across 
the metropolitan area and single window of access; 

3. Diversify sources of financing to maintain existing public transit infrastructures and develop 
new ones. 
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I. DEVELOP AN EFFICIENT GOVERNANCE FRAMEWORK 
 
Difficulties completing public transit infrastructure projects on budget and on time have hampered the 
city’s economic development. These complications have affected a number of key public transit projects 
in recent years. The organizational complexity in decision making has caused many delays and cost 
overruns in public transit infrastructure projects. The development of these infrastructures has been 
limited, not to mention the additional budget required that is then unavailable to make up the asset 
maintenance deficit. Increasing the offer has been delayed and, as a result, potential users have had to 
wait many years. 
 
In addition to the direct costs generated, the cumulative delays in completing public transit projects has 
become an embarrassment for the entire metropolitan area. Some investors have indicated that they are 
sceptical about public commitments regarding schedules for structuring projects and have therefore 
hesitated in developing real estate, commercial and institutional projects nearby the announced public 
transit projects. Private investment in the area surrounding these projects is therefore not being made at 
the pace it would be under normal circumstances. As such, the metropolitan area has been deprived of 
some of the immediate benefits that should result from new transportation infrastructures. 
 
The introduction of the Pie-IX bus rapid transit (BRT) is a telling example of a flagrant failure caused by 
inefficient planning. It exposed the project’s cumbersome administrative processes. This project was 
officially tabled for the first time in 2009 and was supposed to be in operation in 2013, then was 
postponed indefinitely. The current project managers now say the BRT will be ready for 2022. Rarely has 
there been such a protracted delay in introducing a reserved lane at a specific site, anywhere the world. 
 

A. Speed up the development of public transit infrastructures  
 

In November 2012, SECOR-KPMG released the results of its study on the ongoing management of the 
Quebec Infrastructure Plan (QIP) and the project planning process. The report had serious criticisms 
about the management of infrastructure projects. It showed major deficiencies in planning and 
managing infrastructure projects in Quebec. It anticipated a considerable number of projects were 
necessary, particularly to make up the infrastructure maintenance deficit, against a backdrop of 
precarious public finances.  
 
“Taking into account the projects currently in the QIP, the latest cost estimates and projects that do not 
appear in it, clearly choices will have to be made to respect the Government of Quebec’s financial 
objectives and ability to pay. The pipeline of projects under way or in planning, combined with planned 
budgets for asset maintenance and reducing maintenance deficit, exceeds maximum targets set by the 
Ministère des Finances for the coming years. A new prioritization of planned projects is essential.”3 
 
The city’s business community agrees with this finding. According to a study the Board of Trade 
published in June 2012 about the competitiveness of the business environment, over 70% of company 
leaders felt that the business environment in the metropolitan area had not improved, and the leading 
explanation for this is the deterioration of transportation infrastructures.4 
 
This situation has had a demobilizing effect on the business community and fuelled cynicism about the 
ability to complete infrastructures on time and on budget as announced at the beginning of a project, 
whether maintenance or development.  
 
In addition to the Pie-IX BRT raised in the introduction to this section, the following examples are 
noteworthy. 

                                           
3 SECOR-KPMG. November 2012. Étude sur la gestion actuelle du Plan québécois des infrastructures et sur le processus de 
planification des projets.  
4 BOARD OF TRADE OF METROPOLITAN MONTREAL. June 2012. Competitiveness of the Greater Montréal Business Environment. 
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• The Train de l’Est connecting Mascouche and Repentigny with downtown Montréal 

o Announced in 2006 at a cost of $300 million, the project was to be completed in 2009. 
o It was inaugurated in December 2014, five years after the date planned. The final cost as 

estimated in March 2015 by the government ended up being $744 million. 
 

• The extension of Highway 19 to Bois-des-Filion over some ten kilometres, a project that would 
include reserved lanes to maximize the flow of public transit for commuters from the North Shore 
who travel daily to the Island of Montréal 
o Announced in 2010 at a cost of $320 million. 
o Announced again in 2013 for double that amount. 
o Inauguration initially planned for 2015, then 2016 and has just been postponed to 2018. 

 
• The extension of the blue line of the Montréal metro to Anjou 

o Initial discussions took place over 30 years ago. A project office on the extension of the metro 
network was opened in September 2009, four years later concluding that the blue line would 
be a priority. 

o A new project office was created in September 2013 to evaluate the different ways of 
completing and financing the extension of the blue line east. At the time it was forecast that 
the metro would reach the borough of Anjou at the beginning of the 2020s, at an estimated 
cost of around $1.5 billion.  

 
Simplifying decision making would enable more efficient planning and development of public transit 
infrastructures in the city. To this end, Bill 76 proposes reducing the number of stakeholders involved in 
public transit in the metropolitan area from 16 to 5,5 which will substantially reduce the administrative 
burden. Furthermore, by placing responsibility for the capital expenditures program under the Authority, 
Bill 76 clarifies roles and accountability with respect to developing and maintaining public transit 
infrastructures.  

 
 

B. Develop performance indicators for budget management and service development 
and operation 

 
We need to ensure that the mechanisms and operating rules established prevent the delays and cost 
overruns observed in the many abovementioned projects.  
 
To accomplish this, the ultimate test for the bill is to ensure that once it is in force, the five public transit 
authorities will have no choice but to respect the following four principles. 
 

1. Efficiency: Projects should be completed on time, on budget and according to established 
standards for quality. The number of stakeholders in decisions surrounding projects should be 
limited. Stakeholders should concentrate on their own mandates, the Authority being the only 
one of the five entities to be the project owner in public transit capital expenditures projects. 

2. Expertise: The Authority should ensure it has the expertise to plan and complete public transit 
infrastructure projects and to evaluate the performance of companies that operate public transit 
networks. 

3. Transparency: The Authority should regularly release information regarding project planning, 
progress and the evolution of costs, as well as methods of operation, including rates, frequency, 
schedules and any other information that would help the public understand the type of service it 
will receive. 

                                           
5 Autorité régionale de transport métropolitain, Réseau de transport métropolitain, Réseau de transport de Longueuil, Société de 
transport de Laval, Société de transport de Montréal. 
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4. Punctuality and respect for the user: The four stakeholders responsible for operations will 
have to offer punctual services within their territory. Punctual public transit allows employees to 
get to work on time. This substantially reduces productivity losses in companies affected by 
these delays. Additionally, punctual public transit services improve perceptions about the service 
and help in efforts to promote transit agencies.  

 
C. Clarify planning and operating roles for public transit services  

 
To ensure the efficient, smooth completion of public transit infrastructures within the context of this bill, 
we need to define the governance framework and role of key players. In this context, these are 
responsibilities attributed to the Authority, the RTM, the three major public transit companies, the 
Government of Quebec and the CMM.  
 
The Côté-Séguin report recommended that: 

• the Government of Quebec assume full responsibility for public transit in the Montréal region. 
After consulting with local political authorities, it should determine the major development 
orientations and priorities for the regional public transit network, including the metro. These 
priorities should reflect the changing demographics of the region and its own sustainable 
development policies; 

• the Government of Quebec should replace the AMT with a government corporation, the primary 
mission of which would be to plan and build the infrastructure of the regional public transit 
network in the Montréal area based on orientations and priorities established by the Government 
of Quebec; 

• political responsibility for operating regional transit services currently overseen by the AMT 
should be given to the CMM; 

• tax revenue dedicated to metropolitan public transit services, which is currently managed by the 
AMT, should be managed by the CMM for the same propose. 

 
Bill 76 in part takes up the orientations recommended in the Côté-Séguin report. As such, we agree with 
the description of the governance framework as presented in Bill 76.  
 
We insist that the bill reaffirm the principle of exclusive jurisdiction for the following roles:  

• that strategic planning for public transit services be the responsibility of the Authority, with the 
approval of the CMM; 

• that the realization of the capital expenditure program be the responsibility of the Authority, with 
the approval of the CMM; 

• that the operation of public transit services be the responsibility of the RTM, the RTL, the STL 
and the STM, depending on the territory covered. 

 
Furthermore, we believe that the Authority should also have the mandate of evaluating the performance 
of the overall public transit network in the metropolitan area. This evaluation, based on predetermined 
criteria and performed annually in complete transparency, would identify areas for improvement in the 
performance of operating companies or in the coverage of the public transit network that is the 
responsibility of these companies. 
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D. Tie the deployment of transportation infrastructures to land use planning 
 
The Côté-Séguin report focussed on the importance of integrating decisions about the deployment of 
public transit infrastructures to the land use plan, which shortly thereafter became the CMM’s Plan 
métropolitain d'aménagement et de développement (PMAD) (metropolitan land use and development 
plan). Planning decisions made for transportation networks have an obvious impact on land use planning 
for the territory. Too often they are dealt with in silos, impeding the efficient completion of capital 
expenditure projects.  
 
Integrated land use and transportation planning would provide consistency in public transit development  
projects. To this end, we support article 15 of part II, chapter II of Bill 76 regarding the Autorité 
régionale de transport métropolitain, which proposes the strategic public transit development plan take 
into account the PMAD.  
 
 

E. Ensure authorities are made up in large part of independent experts  

 
The Côté-Séguin report emphasized that the governance of the organization responsible for 
infrastructure (the Authority in the bill) be entrusted to a board of directors made up solely of 
independent experts chosen by the Government of Quebec. The Board of Trade of Metropolitan Montreal 
has since changed its position to recommend that this board of directors be made up of a majority of 
independent experts, and that it also include elected officials appointed by the CMM. This mixed board 
made up of a majority of experts would allow elected officials from the metropolitan area to take part in 
decisions about planning and completing infrastructure projects, while creating a decision-making 
environment free from local political pressures. 
 
As a result, the Board of Trade fully supports the application of the principles in article 4 of An Act 
Respecting the Governance of State-owned Enterprises, where two-thirds of members of the board of 
directors, including the chair, must qualify as independent directors.  
 
With respect to Bill 76, the Board of Trade supports the proposal that the boards of directors of the 
Autorité and the RTM be made up of two-thirds independent directors. The provisions of article 46, 
chapter III, division VIII of part II on the composition of the Authority’s board of directors specifies that 
eight members be appointed by the CMM. This organization of governance reflects our opinion about 
achieving balance between the need for political accountability and the need to place decision making 
under the responsibility of a board of experts.  
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II. SIMPLIFY THE SYSTEM FOR USING PUBLIC TRANSIT BY THE PUBLIC, WHO ARE THE 
EMPLOYEES AND CUSTOMERS OF THE CITY’S BUSINESSES 

 
When the Côté-Séguin report6 criticized the lack of integrated, consistent and shared planning by 
transportation authorities, it was also criticizing the many stakeholders responsible for public transit and 
the hundreds of different passes and rates in Greater Montréal. This results in confusion and has a 
negative impact on urban development and on the flow of people and merchandise in Greater Montréal. 
The splintering of responsibilities has a significant effect on the service delivered. 
 
Employees and customers of businesses account for a large proportion of users of the city’s public transit 
systems. Many still regularly use their car for travel, when they could make a modal transfer to public 
services. The current complexity of public transit is a hurdle to changing the travel behaviour of drivers.  
 
The AMT’s Origine-Destination 2013 study showed a more significant increase in the number of trips by 
car than in trips by public transit in the city. The use of cars increased 15% between 2008 and 2013, 
whereas ridership in public transit grew 10%.7 
 
We firmly believe that simplifying the system for using public transit in the city would increase ridership 
and improve the flow of people and merchandise on the city’s road network. 
 

 
A. Create integrated, consistent rates across the city 

For the city’s business community, it is important to introduce rate consistency and clear incentives that 
promote the use of public transit. Yet in Greater Montréal there are currently some 535 different rates 
for travel. This complexity, which is hard for the public to understand, does not help convince drivers to 
use public transit. 
 
The Board of Trade believes that one of the objectives of the reform must be to achieve simplified, 
integrated and consistent rates according to the type of user, proposing rates developed using clear, 
transparent criteria.  
 
This criteria will obviously take into account the mode of transportation used, along with the origin and 
destination, while making distance travelled the decisive factor, rather than the limits of territories 
covered by operating companies. This approach would facilitate access to public transit and increase 
ridership. 
 
 
 
 
 
  

                                           
6 BOARD OF TRADE OF METROPOLITAN MONTREAL. March 2010. A City that Lives Up to our Aspirations. 
7 AMT, January 2015. Enquête Origine-Destination 2013. 
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B. Create a single window of access 

To make public transit easier to use, in addition to simplified rates, users should have a single window of 
access managed by the Authority. 

To this end, the Board of Trade supports the principles in article 30 of division II, chapter II of Bill 76. 
We would, however, point out that this system should feature: 

• a single system for issuing tickets and collecting associated revenue; 

• a chip card model for all services; 

• a single customer information service; 

• a website with all the information about the public transit systems; 

• smart, real-time information tools about the city’s transportation infrastructures. 
 

 

C. Have a system that integrates all modes of public transit from the point of view of 
the user 

An integrated public transit system will encourage effective use of different modes of public transit. 
Users often have to use more than one public transit infrastructure to travel across the city. Buses, 
commuter trains and the Montréal metro constitute the city’s main public transit networks. But we should 
not forget Bixi bike sharing, car sharing, taxi, car pooling and the eventual BRT in an overall public 
transit strategy. Incentive parking is also part of this whole. 
 
We believe that all of these infrastructures must figure in the equation to offer integrated public transit in 
the city. 
 
The Board of Trade recommends that the Authority include in its planning modes of public transit that 
will be offered by other stakeholders in Greater Montréal. To this end, the Authority should include plans 
from other stakeholders and current services in its planning. 
 
Usage information about these services should also be available to users via a single point of access for 
the city made available by the Authority. 
 
Bus rapid transit (BRT)  
In 2015, the Board of Trade supported the agreement between the Government of Quebec and the 
Caisse de dépôt et placement du Québec found in Bill 38 because it would enable two major public 
transit projects that could require a $5 billion investment. Including an efficient public transit system on 
the new Champlain Bridge would definitely improve the flow of traffic between Montréal and the South 
Shore. Equipping Montréal-Trudeau Airport and the West Island of Montréal with an efficient public 
transit service will make it faster to travel between the international airport and downtown Montréal, 
benefitting travellers and West Island residents.  
 
Modern public transit services are a priority for the city’s business community because they improve 
efficiency and the travel experience for getting to and from downtown Montréal. However, the projects 
handled by the Caisse will need be consistent across the entire metropolitan network.  
 
We therefore need to tie these projects to Autorité du réseau métropolitain rates and the single window 
of access to facilitate use by the public and modal transfers. Agreements with the Caisse on rates for 
these services will be essential for consistency among these systems. 
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III. DIVERSIFY SOURCES OF FINANCING TO MAINTAIN AND DEVELOP OUR TRANSIT 

INFRASTRUCTURES  
 

As we noted earlier, there is a major maintenance deficit in transportation infrastructures in Quebec and 
the metropolitan area, one that will be costly to make up. Catching up in a context where public finances 
are precarious and our ability to take on debt is limited is a considerable challenge. But we have to 
maintain our competitiveness by having modern, efficient transportation infrastructures.  
 
We therefore need to look for new sources of financing and innovative solutions to: 

1. Complete new strategic infrastructures for the city; 

2. Take into account our ability to pay and not increase our debt;  

3. Increase efficiency in how projects are realized, delivering on time, on budget and with the 
expected quality. 

 
Investing in public transit infrastructures generates major economic benefits. In 2009, public transit 
organizations in the metropolitan area spent $1.8 billion. This spending generated added value of 
$1.1 billion and supported 14,110 jobs. It generated tax revenue of $217.1 million for the Government of 
Quebec. 

In its most recent publications on the subject, the Board of Trade proposed: 

• Rebalancing the Land Transportation Network Fund (FORT) to 30% for public transit; 

• That two thirds of revenues from the Green Fund from the implementation of the carbon market 
be put toward developing public transit in Quebec; 

• That the $45 surcharge on vehicle registrations on the Island of Montréal be applied to the 
entire metropolitan area. 

 
Bill 76 says little about the sources of financing required for developing and maintaining transportation 
infrastructures. Yet this is a major issue if we want to significantly improve the state of strategic 
infrastructures for the city and give the new entities the means to realize our ambitions. New sources of 
financing must be considered. 

 
 

A. Institute a reasonable increase to the gas tax in the short term 
 
For the coming years, we believe that a reasonable and gradual hike in the gas tax could increase 
sources of financing for transportation infrastructures while limiting the impact on travel.  
 

• We recommend a gradual increase in the gas tax of 1 cent a year for 5 years within CMM 
territory to help implement urgent, necessary measures for the development of public transit.  

This increase will ultimately raise an extra $170 million for the city’s public transit system.8 Unlike the 
idea of introducing a pay toll around Montréal, a reasonable increase in the gas tax would not create a 
distortion effect on downtown Montréal. 
 
 

                                           
8 BOARD OF TRADE OF METROPOLITAN MONTREAL. May 2012. Le financement du transport en commun pour accélérer le passage 
à l’action. 
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B. Eventually introduce rates for distance travelled (kilometre tax) 
 
An increase in a fuel tax would, however, be a financing solution in the short and medium term because 
this measure’s effectiveness would decline over the years. There will be more and more electric vehicles 
on the roads, which means that a time will come when gas is not the main source of fuel for travel.  
 
This is why we have to gradually implement the idea of introducing rates for distance travelled, 
commonly called a kilometre tax. This tax would apply to all users of the road network and would be 
levied according to the type of vehicle, the time of travel and the road used. This equitable, user-pay 
solution would create less distortion in travel, would not marginalize downtown Montréal and would 
reduce traffic. 
 
The State of Oregon and the City of Eindhoven in the Netherlands have run pilot projects along these 
lines that have shown encouraging results. Oregon has seen travel reduced by 22% during rush hour 
and 14% outside rush hour.9 Eindhoven found that 70% of rush hour users changed their behaviour, as 
rates were higher during this period. 
 
CIRANO said of the kilometre tax in 2013: 
 

“Of any of the scenarios, this solution is the best way to distribute costs among the greatest 
number of users, thereby reducing the impact on the cost of a commuter trip. 

[…] 
To obtain $790.5 million, we would need to tax a kilometre at a rate of 3 cents without the 
immobilization amortization cost of the kilometre tax.10” 

 
We believe that rates based on distance travelled is the best financing solution for transportation 
infrastructures. 
 
The Board of Trade recommends that the Authority seriously look at how to apply this solution and 
establish a schedule for introducing this source of financing. 

 
C. Leverage land value capture 

 
Certain projects can turn a profit and therefore be run by private organizations, in particular when they 
create land value. This involves taking advantage of the construction of public transit infrastructures that 
increase the value of the land around the project, anticipating the increase in land value and capturing 
part of it before the construction. Investments in transportation substantially increase the value of 
surrounding buildings. This could be a promising avenue to finance strategic infrastructures. 
 
Operating new public transit infrastructures by leveraging land value capture is a business model that 
has been proven in a number of major cities around the world, as was clearly shown in a recent study by 
National Bank.11 This sort of financing tool was explored as part of a public report in 2012 by the Board 
of Trade on financing a tramway12 for Greater Montréal. Unlike other transportation projects, the 
tramway would promote urban development and increase land values along its deployment axis. 
 
In consultations for Bill 38, we also recommended using land value capture as a source of financing. We 
should note that the Government of Quebec stated in February 2015 that land value capture could 

                                           
9 CANADA’S ECOFISCAL COMMISSION. November 2015. We Can’t Get There from Here: Why Pricing Congestion is Critical to 

Beating It. 
10 CIRANO. June 2013. Étude sur la tarification routière pour la région métropolitaine de Montréal. 
11 NATIONAL BANK OF CANADA. October 2014. Land Value Capture as a Source of Funding of Public Transit for Greater Montréal. 
12 BOARD OF TRADE OF METROPOLITAN MONTREAL. October 2012. Report to the Mayor of Montréal: Think Tank on Tramway 
Funding. 
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finance 12% to 35% of the cost of a project like the BRT on the new Champlain Bridge and to the West 
Island of Montréal. 
 
Like our recommendations to the Caisse division CDPQ Infra, we recommend the Authority use land 
value capture to help finance public transit infrastructures. 
 
A number of formulas exist to capture land value. The Authority should: 
 

• Take advantage of the CMM’s participation in Authority decisions to establish a mechanism with 
the municipalities to capture land value for the new development projects near strategic public 
transit sites; 

• Ensure a properly overseen power of expropriation. 
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Conclusion and summary of recommendations 
 
The Greater Montréal business community supports the main principles of Bill 76. Creating the Autorité 
régionale de transport métropolitain and the Réseau de transport métropolitain will simplify the 
governance of public transit in the city. Clarifying planning and operating roles will speed up the 
development of our public transit infrastructures, one of the major drivers of our business environment. 
 
Developing and maintaining public transit infrastructures are a priority for the business community. An 
effective public transit system will improve the city’s competitiveness and the quality of life for all 
citizens. This is why the business community would like to see strategic infrastructure projects come to 
fruition much faster than in the past in Greater Montréal. 
 
Simplifying structures would allow employees and customers of businesses to more easily use Greater 
Montréal’s public transit system. The offer would have to be efficient, easily accessible and reflect the 
needs of users, particularly during weekday peak periods. This would be a true incentive to use public 
transit more. We would thereby be maximizing traffic flow and reducing road congestion, which is a 
check on our economic vitality. 
 
Harmonizing public transit services around a larger structure would benefit modal transfer and help 
change the travel behaviour of many residents in Greater Montréal. The transition between organizations 
has to be done quickly, to avoid curbing the development of infrastructure projects and services available 
to users. 
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SUMMARY OF RECOMMENDATIONS 

 
 
 
I. DEVELOP AN EFFICIENT GOVERNANCE FRAMEWORK 
 

A. Speed up the development of public transit infrastructures  
 

B. Develop performance indicators for budget management and service development and operation 
 

C. Clarify planning and operating roles for public transit services 
 

D. Tie the deployment of transportation infrastructures to land use planning 
 

E. Ensure authorities are made up in large part of independent experts 
 
 
 

II. SIMPLIFY THE SYSTEM FOR USING PUBLIC TRANSIT BY THE PUBLIC, WHO ARE THE 
EMPLOYEES AND CUSTOMERS OF THE CITY’S BUSINESSES 

 
A. Create integrated, consistent rates across the city 

 
B. Create a single window of access 

 
C. Have a system that integrates all modes of public transit from the point of view of the user  

 

 

III. DIVERSIFY SOURCES OF FINANCING TO MAINTAIN AND DEVELOP OUR TRANSIT 
INFRASTRUCTURES 

 
A. Institute a reasonable increase to the gas tax in the short term  

 
B. Eventually introduce rates for distance travelled (kilometre tax) 

 
C. Leverage land value capture 

 
 


