
 
 
 
 
 

The Corporation of the City of Stratford
Community Services Sub-committee

Open Session
AGENDA

 

 

 

Date: Thursday, April 11, 2024

Time: 4:30 P.M.

Location: Council Chamber, City Hall

Sub-committee
Present:

Councillor Beatty - Chair Presiding, Councillor Henderson - Vice Chair,
Councillor Briscoe, Councillor Sebben, Councillor Wordofa

Staff Present: Tim Wolfe - Director of Community Services, Michael Mousley -
 Manager of Transit, Tatiana Dafoe - City Clerk, Danielle Clayton -
 Recording Secretary

To watch the Sub-committee meeting live, please click the following link:
https://video.isilive.ca/stratford/live.html
A video recording of the meeting will also be available through a link on the City's website
https://calendar.stratford.ca/meetings following the meeting.

Pages

1. Call to Order

The Chair to call the Meeting to Order.

Land Acknowledgment

Moment of Silent Reflection

2. Disclosure of Pecuniary Interest and the General Nature Thereof

The Municipal Conflict of Interest Act requires any member of Council declaring
a pecuniary interest and the general nature thereof, where the interest of a
member of Council has not been disclosed by reason of the member’s absence
from the meeting, to disclose the interest at the first open meeting attended by
the member of Council and otherwise comply with the Act.

https://video.isilive.ca/stratford/live.html
https://calendar.stratford.ca/meetings


Name, Item and General Nature of Pecuniary Interest

3. Delegations

None scheduled. 

4. Report of the Director of Community Services

4.1 Stratford Memorial Boys Softball Association Agreement – Use of
Packham (COM24-004)

4 - 5

Motion by
Staff Recommendation: THAT the entering into of an agreement
between The Corporation of the City of Stratford and Stratford Memorial
Boys Softball Association for use of the ball diamonds at the Packham
Road Ball Complex for a two-year term to December 31, 2025, be
authorized;

AND THAT the Mayor and Clerk, or their respective delegates, be
authorized to sign the agreement on behalf of the Corporation.

5. Report of the Manager of Transit

5.1 Transit Bus Electrification Feasibility Study Results (COM24-002) 6 - 240

Motion by
Staff Recommendation: THAT the Transit Bus Electrification Study
Results (COM24-002) be received for information;

AND THAT staff provide updates on the project to Council when
available.

5.2 Investing in Canada Infrastructure Program (ICIP) Transit Funding
Agreement (COM24-003)

241 - 243

Motion by
Staff Recommendation: THAT the Mayor and Clerk, or their respective
delegates, be authorized to execute the Amending Agreement No. 1 to
the Transfer Payment Agreement for the Investing in Canada
Infrastructure Program (ICIP) with His Majesty the King in Right of the
Province of Ontario as represented by the Minister of Transportation for
the Province of Ontario.

6. Department Update 244 - 246

The Director/Manager to provide an update on department activities and
ongoing projects.
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7. Advisory Committee/Outside Board Minutes 247 - 255

The following Advisory Committee/Outside Board minutes are provided for the
information of Sub-committee:

Board of Park Management Minutes of December 4, 2023•

Board of Park Management Minutes of January 8, 2024•

Communities in Bloom Advisory Committee Minutes of January 25, 2024•

8. Next Sub-committee Meeting

The next Community Services Sub-committee meeting is May 16, 2024 at 4:30
p.m. in the Council Chamber, City Hall.

9. Adjournment

Meeting Start Time:
Meeting End Time:

Motion by
Sub-committee Decision: THAT the Community Services Sub-committee meeting
adjourn.
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MANAGEMENT REPORT 

Date: April 11, 2024 

To: Community Services Sub-committee 

From: Tim Wolfe, Director of Community Services 

Report Number: COM24-004 

Attachments: None 

 

 
Title: Stratford Memorial Boys Softball Association Agreement – Use of Packham 

Objective: To consider entering into an agreement with the Stratford Memorial Boys 
Softball Association (SMBSA) for use of the ball diamonds at the Packham Road Ball 
Complex. 

Background: The Stratford Memorial Boys Softball Association (SMBSA) has used the 
Packham Road Complex ball diamonds for many years. The original agreement expired 
December 31, 2013 and was never renewed. 

In discussion with the Association, their registration numbers have significantly 
decreased over the years, and they do not foresee an increase in the future. Therefore, 
they are only looking to enter into a two-year agreement. 

Analysis: The Stratford Memorial Boys Softball Association and Community Services 
Department are in favour of entering into an agreement for two years for use of the ball 
diamonds at the Packham Road Ball Complex. 

The Association: 

 Pays the City $14.69 per player as per their registration, or the amount approved 
by Council in the Community Services Department Fees and Charges Schedule, 
plus $500 per team; 

 Have exclusive use of the batting cage only; 
 May use the Complex for tournaments when available. 

SMBSA will pay the amount per participant as approved in the Fees and Charges by-law 
($14.69 in 2024), plus $500 per team. Based on noted declines in registrations, the 
revenues are nominal and will be reviewed more comprehensively in the next term of the 
agreement. 
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The City is responsible for turf maintenance and other facility maintenance. 

Financial Implications: 

Financial impact to current year operating budget: 
Budgeted revenues related to this agreement are nominal. There are no additional 
impacts expected. 

Financial impact on future year operating budget:  
For 2025, SMBSA will continue to pay the amount per participant as approved in the 
Fees and Charges Schedule, plus $500 per team. 

Insurance considerations: 
The Association will provide commercial general liability insurance against claims for 
personal injury, death or property damage or loss in the amount of not less than Five 
Million Dollars $5,000,000). 

Alignment with Strategic Priorities: 

Strengthening our Plans, Strategies and Partnerships 
Partnering with the community to make plans for our collective priorities in arts, culture, 
heritage and more. Communicating clearly with the public around our plans and 
activities. 

Developing our Resources 
Optimizing Stratford’s physical assets and digital resources. Planning a sustainable 
future for Stratford’s resources and environment. 

Alignment with One Planet Principles: 

Health and Happiness 
Encouraging active, social, meaningful lives to promote good health and wellbeing. 

Staff Recommendation: THAT the entering into of an agreement between The 
Corporation of the City of Stratford and Stratford Memorial Boys Softball 
Association for use of the ball diamonds at the Packham Road Ball Complex 
for a two-year term to December 31, 2025, be authorized; 

AND THAT the Mayor and Clerk, or their respective delegates, be authorized 
to sign the agreement on behalf of the Corporation. 

Prepared by: Tim Wolfe, Director of Community Services 

Recommended by: Tim Wolfe, Director of Community Services 

 Joan Thomson, Chief Administrative Officer 
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MANAGEMENT REPORT 

Date: April 11, 2024 

To: Community Services Sub-committee 

From: Michael Mousley, Manager of Transit 

Report Number: COM24-002 

Attachments: Feasibility Study 

 

 
Title: Transit Bus Electrification Feasibility Study Results 

Objective: To provide information regarding the results of the Bus Electrification 
Feasibility Study that was performed by the consultant HDR Inc., to transition from 
fossil fuel to battery electric buses. 

Background: At the October 25, 2021 Stratford City Council meeting, a resolution was 
passed to mandate a 30% reduction in GHG’s by 2030 to eventually reach an overall 
target of net zero emissions by 2050. 

Also in 2021, the Federal Government announced funding opportunities for transit 
agencies that wanted to start the process of transitioning from fossil fuel buses to zero 
emission buses (ZEBs) or battery electric buses (BEBs). A $1.65 billion federal funding 
stream was created under the banner of Zero Emission Transit Fund (ZETF). 

Funding applications included allowable cost claims for transition feasibility studies, the 
purchase of BEBs or ZEBs, and any infrastructure required related to moving towards 
electrification of the fleet, including charging station infrastructure. 

In the summer of 2022, Stratford Transit applied and was accepted through ZETF to 
procure a consultant to perform transition studies. Metrolinx Transit Procurement 
Initiative (TPI), which Stratford is a member of, and 12 other smaller transit agencies 
were involved in tendering an RFP to secure a consultant and awarded HDR Inc. to 
perform the study. Stratford’s funding application included total costs for this study of 
$120,000. The Federal funding (ZETF) covers 80% and the City of Stratford’s portion is 
20%, or $24,000, which is funded through our annual Provincial Gas Tax allocation. 

Late in 2023 Stratford submitted an EOI (Expression of Interest) application to ZETF, 
which was approved, to begin next steps for applying for the bus electrification funding.  
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ZETF invited the City of Stratford to submit the formal funding application (and GHG 
data module) which is in the process of being completed. 

Analysis: As the study outlines, Stratford Transit, based on current operations, has a 
few options regarding the transition over the next couple of decades. It is important to 
note that this transition has many large and new “upfront” capital costs not previously 
incurred when procuring transit fleet and its infrastructure. Today’s market pricing of 
buses is as follows: 

 Standard 40’ Diesel bus - $680,000 
 Standard BEB 40’ 525kw bus - $1,200,000 
 Standard BEB 40’ 675kw bus - $1,500,000 

These costs for battery-electric buses do not include charging infrastructure which is an 
additional estimated $250,000 per charging unit, plus additional costs for building 
upgrades and infrastructure upgrades. It is projected two charging units would be 
required to start. 

At this stage, until funding, costing and timelines are confirmed, this report is for 
information. The study is attached for review. 

Financial Implications: 

Financial impact to current year operating budget: None as this report is being 
provided for information only. 

Financial impact on future year operating budget: If further transition from fossil 
fuel to battery electric for transit fleet is directed by Council, there will be significant 
infrastructure investment required to install the charging infrastructure that may or may 
not be fully funded from federal or provincial sources. Gradual financial savings will be 
noticed over time from operating and maintenance costs, primarily in the difference 
between the cost of fossil fuels and the cost of electricity. Substantial savings will be 
recognized once half the fleet is replaced, and the volume impact of the fossil fuel 
reduction can be determined. 

It is estimated that the total cost of the project/transition over the 20-year timeframe 
would be approximately $25 million (in present dollars). Approximately $6 million would 
be the City’s contribution to the project. 

Link to asset management plan and strategy: The current lifecycle of transit fleet 
is approximately 10 years. Electric fleets are anticipated to have a similar estimated 
useful life. It is expected that the transition would occur as the current fleet reaches the 
end of useful life, with replacement occurring at that time. Therefore, the estimated 
impact to the ten-year capital forecast is spending totalling $1.1 million annually from 
2024-2030, which includes the costs of the charging infrastructure. The impact to the 
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City may change due to expected revisions to the Provincial Gas Tax structure that are 
unknown at this time. 

Alignment with Strategic Priorities: 

Mobility, Accessibility and Design Excellence 
Improving ways to get around, to and from Stratford by public transit, active 
transportation and private vehicle. 

Developing our Resources 
Optimizing Stratford’s physical assets and digital resources. Planning a sustainable 
future for Stratford’s resources and environment. 

Alignment with One Planet Principles: 

Health and Happiness 
Encouraging active, social, meaningful lives to promote good health and wellbeing. 

Travel and Transport 
Reducing the need to travel, encouraging walking, cycling and low carbon transport. 

Zero Waste 
Reducing consumption, reusing and recycling to achieve zero waste and zero pollution. 

Staff Recommendation: THAT the Transit Bus Electrification Study Results 
(COM24-002) be received for information; 

AND THAT staff provide updates on the project to Council when available. 

Prepared by: Michael Mousley, Manager of Transit 

Recommended by: Tim Wolfe, Director of Community Services 

 Joan Thomson, Chief Administrative Officer 

8



 

 

12/8/2023 

9



City of Stratford Transit CL IMATE CHANGE & RES IL IENCE ASSESSMENT REPORT  

i 

 

DISCLAIMER 
In preparing this report, HDR relied, in whole or in part, on data and information provided by the Client and 

third parties that was current at the time of such usage, which information has not been independently verified 

by HDR and which HDR has assumed to be accurate, complete, reliable, and current. Therefore, while HDR has 

utilized its best efforts in preparing this report, HDR does not warrant or guarantee the conclusions set forth in 

this report which are dependent or based upon data, information or statements supplied by third parties or the 

client, or that the data and information have not changed since being provided in the report. 

This report is intended for planning purposed for the Client, and for Client’s sole and exclusive use and is not for 

the benefit of any third party and may not be distributed to, disclosed in any form to, used by, or relied upon 

by, any third party without prior written consent of HDR, which consent may be withheld in its sole discretion. 

Use of this preliminary feasibility report or any information contained herein, if by any party other than Client, 

shall be at the sole risk of such party and shall constitute a release and agreement by such party to defend and 

indemnify HDR and its affiliates, officers, employees and subcontractors from and against any liability for direct, 

indirect, incidental, consequential or special loss or damage or other liability of any nature arising from its use of 

the Report or reliance upon any of its content. To the maximum extent permitted by law, such release from and 

indemnification against liability shall apply in contract, tort (including negligence), strict liability, or any other 

theory of liability. 
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1  INTRODUCTION 
Cities, communities, businesses, and individuals are facing new and intensifying challenges from extreme 

weather events, increasing air temperatures, and changes in precipitation intensities and flooding as a 

result of climate change. The City of Stratford (City) has chosen to be proactive in response to these 

changes. The City has transformed their thinking, begun to look at their transportation systems differently, 

and engaged HDR to provide decision support for their resilient actions as part of the Infrastructure 

Canada’s Zero Emission Transit Fund (ZETF) Applicant Guide, Annex A and the companion GHG + Plus 

Guidance Modules Battery Electric Buses (BEBs) in support of Transit Agency capital funding applications 

for BEBs.  

In accordance with the Intergovernmental Panel on Climate Change (IPCC 2021), Environment and Climate 

Change Canada (ECCC) defines resilience as the capacity of Stratford’s social, economic, and 

environmental systems: 

1. To cope with a hazardous event or trend or disturbance 

2. To respond or reorganize in ways that maintains their essential function, identity, and structure, 

3. To maintain Stratford’s capacity for adaptation, learning, and transformation.  

The goal of this study is to provide for the decision support necessary to create dynamic, adaptive 

systems that protect human health, economic security, and environmental well-being.  
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2  PROJECT DESCRIPTION 
This report is written to specifically address and quantify risks associated with the impacts of climate 

change to Stratford’s transit infrastructure. While many of the current policies and initiatives are 

concerned with climate change mitigation (reduction of greenhouse gases), this report concentrates on 

how climate change may impact the potential implementation of Battery Electric Buses (BEBs).  

Additionally, it addresses the commitment the City has made to taking action by developing mitigation 

and adaptation strategies for the near-term and long-term assessment of greenhouse gas reductions and 

infrastructure vulnerability.   

This step-by-step analysis utilizes historic climate trends to set the baseline for understanding projected 

future climate trends so that the current transit system vulnerabilities can be correlated to those that are 

anticipated to change at future time scales due to climate change.  Once the climate data was collected, 

analyzed, and understood, it was used to identify the infrastructure vulnerability to these climate changes 

as part of a vulnerability assessment, which was derived in accordance with the instructions provided by 

Infrastructure Canada’s ZETF Applicant Guide.  This assessment allows for the development of risk 

identification and risk analysis as per the Applicant Guide.   

As per the ZETF Applicant Guide, definitive boundaries were set within Stratford based on the extent of 

the transit system which included bus routes, rail lines, bus stops, and in the interest of logistical planning, 

transit facilities (Figures 1 and 2).  This analysis is primarily concentrated on the bus routes, stops, and 

support facilities specific to addressing the protocol as described in the ZETF Applicant Guide.   It makes 

considerations for potential climate risks expected during planned operation and maintenance phases of 

the project.  
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Figure 1.  Stratford route map with water courses across Stratford. 
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Figure 2.  Map of NRWN rail lines and Stratford Bus routes and facilities.  
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3  HISTORIC CL IMATE  TRENDS AND FUTURE 

PREDICTIONS 
The first step in assessing the potential impacts of climate change is to understand the interactions of 

historical climate conditions within a geographical area of interest, (i.e., where your project will be 

located), both in terms of trends in key climate variables and records of extreme events. Understanding 

this historical record can help identify areas of vulnerability and provide a baseline of climate conditions 

to compare against projected future changes in the climate. 

While the expected lifespan of a zero-emission bus is approximately 12 years, the Canadian Government 

sees this program as an important step in meeting their 2050 zero emissions target.  Thus, although the 

asset life of the zero-emission buses is relatively short, all facilities and longer-term assets are expected to 

have a lifespan beyond the year 2050.   This report will identify and quantify risk associated with climate 

change out to the year 2100, so that the continued operation and maintenance of these facilities will be 

covered as old buses are retired and new buses are acquired.  

Historic climate trends are critical to setting a relationship between observed changes in the climate and 

projected changes in the future climate. They represent the “here and now” of climate hazards and how 

those hazards have changed over time in the observed record. This section investigates current climate 

trends, as well as their extrapolations into the future so that those extrapolations can be compared with 

future climate scenarios for the following environmental parameters. 

3 . 1  IDENTIFY  CL IMATE  TRENDS AND POTENTIAL  

IMPACTS OF CHANGES IN AIR  TEMPERATURE  
Increasing air temperatures are anticipated to be an outcome of climate change on a global scale, 

throughout Canada, and specific to Stratford (Government of Canada 2019). While these increasing air 

temperatures are expected to have a significant impact on the health and mobility of the users of 

Stratford’s transit infrastructure, only the potential for air temperature extremes, primarily extreme heat, 

are likely to have an impact on system infrastructure.  

3 . 1 . 1  O B S E RVE D  A IR  T E M PE RA T U RE  T RE N DS  
While the meteorological reporting station in Stratford has a period of record (POR) dating back to the 

early 1900’s, the reliability of the data fell off around 2005 and therefore, was not used for the historic 

climate analysis. Instead, the historical climate data from the Prairie Climate Centre’s (PCC) Climate Atlas 

of Canada for the Stratford Municipality was used for the 1950-2020 period (PCC 2019). Figure 3 

identifies a trend showing overall increases in both average annual maximum temperatures and average 

annual minimum air temperatures, but, more importantly, shows a dramatic shift (inflection) in these 

graphs around the year 1980.  This same pattern regularly shows up in the analysis of average annual air 

temperatures across North America and is particularly pronounced as it pertains to nighttime low 

temperature annual averages. 
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Figure 3.  Average annual maximum and minimum Daily Air Temperatures using historic data 

from the PCC Climate Atlas of Canada (1950-2020).  Trendlines in black and green.  Source: 

PCC 2019 

As will be discussed in relation to changes in the other environmental parameters in this study, decisions 

made in regard to climate resilient actions should consider observed climate trends as equally as they do 

projected climate trends. In order to better understand these decisions, it is necessary to provide a “What 

if?” scenario along the lines of, “What if the current (last 30-40 years) climate trends were to continue into 

the future?”.   

Figure 4 shows the graphs of the current average annual maximum and minimum temperature trends 

(1950-2020) extrapolated out to the year 2100. This graph indicates that if the current trend continues 

through the year 2100, the average annual maximum air temperature will rise to 15˚C and the average 

annual minimum air temperature will rise to 5.6˚C.  These extrapolations should be compared with the 

projected air temperature trends in Section 3.1.2.  Increasing air temperatures, as will be seen in the next 

section on climate projections, are expected to have a significant impact on both human health for system 

users, and the longevity of system infrastructure.  
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Figure 4.  Average annual maximum and minimum daily air temperatures at Stratford (1950-

2020) extrapolated to the year 2100.   Trendlines in black and green.  Source:  PCC 2019 

Periods of extreme heat, or colloquially known as heat waves, are expected to be a consequence of 

climate change (Government of Canada 2019). A heat wave occurs when at least three days in a row reach 

or exceed 30 °C. Figure 5 shows the average annual number of heat waves from 1950-2020 using data 

from the Climate Atlas of Canada. This chart shows a dramatic increase in the number of heat waves 

starting in the 1990’s. Figure 6 shows a graph of the historic climate trend in annual daily maximum air 

temperatures using the historic data from the Climate Atlas of Canada. The increasing trend in these 

values throughout the entire period of record is a phenomenon which is, generally, attributable to the 

Urban Heat Island effect, wherein the changes in land use from rural to urban create a situation where 

daytime radiation is absorbed by the increasingly urban landscape and held in-place.  It is also the reason 

for the noted increase in nighttime temperatures shown in Figure 3.  
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Figure 5.  Average annual number of heat waves from 1950-2020.  Source: PCC 2019 
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Figure 6.  Annual daily maximum air temperature at Stratford (1950-2020).  Trendline in 

black.  Source: PCC 2019 

3 . 1 . 2  P R O JE C T E D  A IR  T E M PE RA T URE S  
One of the most profound findings of PCC is the fact that through analysis of the observed climate record, 

Canada is warming at a rate that is more than twice the global rate. This is primarily a consequence of 

phenomenon called “Arctic amplification”, or the result of changes in a land area’s, particularly the 

Canadian Arctic’s, albedo. Basically, this equates to less snow and sea ice which equals more radiative 

absorption, and, thus, more warming.  

Future changes in air temperatures are expected to have a much greater impact on human health and 

behavior (system demand) than on transportation system infrastructure; however, the following climate 

projections and understanding of the potential impacts to the human condition are provided for 

consideration as part of the resiliency equation for Stratford. The downscaled climate data provided by 

the PCC, specific to Stratford and this portion of Ontario, were used to quantify expected changes in air 

temperature at future time scales.  
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Figure 7 shows the projected annual average maximum temperatures expected in Stratford for the years 

2000-2100. As of the year 2000, the annual average maximum temperature was 12.4˚C. Table 1 shows the 

anticipated annual average maximum air temperature projections for the year 2035, 2050, 2075, and 2100 

based on Representative Concentration Pathway (RCP) 4.5 and RCP 8.5 scenarios. RCP 4.5 is a “Low 

Carbon” emissions scenario, in which emissions peak around 2040 and then decline to 2100. RCP 8.5 is a 

“High Carbon” emissions scenario which is the highest baseline emissions scenario in which emissions 

continue to rise throughout the 21st century (Cal-Adapt 2023).  Figure 4, the extrapolation of the current 

trend in annual average maximum air temperature, is in surprisingly good agreement with the RCP 8.5 

projected trend just a few degrees warmer.   

 

Figure 7.  Projections of future annual average maximum air temperatures 

downscaled for Stratford to the year 2100.  Source:  PCC 2019 
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Table 1. Projected annual average maximum air temperatures for Stratford at future time 

scales. 

Future Scenarios 

Year RCP 4.5 (˚C) RCP 8.5 (˚C) 

2035 14.2 14.3 

2050 14.1 15.1 

2075 15.2 16.8 

2100 15.3 18.2 

 

Figure 8 shows the projected changes in annual average minimum air temperatures for Stratford under 

the two future climate scenarios. Table 2 provides a quantification of these projections for future time 

scales. The projected changes in annual average air temperatures under the RCP 8.5 are also in fairly close 

alignment with those predicted in the extrapolation of the observed data for this parameter in Figure 4, 

albeit a few degrees warmer. 
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Figure 8.  Projections of future annual average minimum air temperatures for 

Stratford to the year 2100.  Source:  PCC 2019 

Table 2.  Projected annual average minimum air temperatures for Stratford at future 

time scales.  

Future Scenarios 
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2035 4.6 4.7 

2050 4.7 5.6 
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As stated earlier in this section, air temperatures are expected to have a significant impact on human 

behavior as the residents of Stratford interact with the transportation system. This will be particularly true 

on very hot days equal to or greater than 30˚C. Figure 9 shows the projected number of very hot days 

expected in conjunction with the two future climate scenarios used for this analysis. Table 3 quantifies 

these number of days at future time scales.  While the increasing number of very hot days is only 

expected to have a nominal impact on infrastructure, primarily as a result of thermal expansion within 

components of the system, it may prove, along with changes in precipitation and other weather 

phenomenon, to become a major factor for changes in system demand.  A recent study in Berlin, Germany 

(Nissen, K.M. et al. 2020) showed public transit ridership and road traffic decreasing 5 percent on very hot 

days (>28ºC), while ridership increased as much as 30% on very cold days (<-5 ºC) during a time when 

road traffic decreased.  This report showed a decrease in ridership on buses and light rail during days with 

precipitation and an even greater decrease during times of heavy rain.  The impact of precipitation on the 

number of drivers was difficult to quantify but there is a strong correlation between traffic accidents and 

precipitation.   
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Figure 9.  Projected number of very hot days (≥30˚C) for Stratford to the year 2100.  

Source:  PCC 2019 

Table 3.  Projected number of days with air temperatures greater than or equal to 30˚C 

for Stratford at future time scales.  

 

Future Scenarios 

Year RCP 4.5 (# days) RCP 8.5 (# days) 

2035 27.9 27.2 

2050 27.8 37.5 

2075 41.6 62.0 

2100 41.8 83.2 

 

While the increasing number of days of air temperatures greater than or equal to 30˚C are expected to 

have a greater impact on system users, the most extreme air temperatures could cause infrastructure 

problems or failure through thermal expansion (i.e. asphalt buckling). Figure 10 shows the anticipated 

increase in maximum temperatures in Stratford under both future climate scenarios. Table 4 quantifies 

these maximum temperatures at future time scales.  
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Figure 10.  Projected maximum annual air temperature for Stratford to the year 2100.  Source:  PCC 

2019 
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Table 4.  Projected annual maximum air temperature for Stratford at future time scales.  

Future Scenarios 

Year RCP 4.5 (Max T ˚C) RCP 8.5 (Max T˚ C) 

2035 35.3 35.4 

2050 35.4 35.9 

2075 36.4 38.8 

2100 36.7 41.2 

 

One of the most important components of future air temperatures expected to impact the transportation 

infrastructure of Stratford relates to the freeze-thaw cycles within Perth County. Changes in the freeze-

thaw cycles could destabilize the ground underneath transportation infrastructure and cause undue 

heaving, subsidence, or movement to roadbeds and foundations. A freeze-thaw cycle occurs when the 

daily maximum temperature is higher than 0˚C and the daily minimum temperature is less than or equal 

to -1˚C. The minimum temperature of -1˚C is used as the threshold for freezing to raise the likelihood that 

water actually froze at the surface. Although the freeze-thaw cycle parameter is only partially correlated to 

the depth of frozen ground, it is a good proxy for it. Figure 11 shows the number of days of freeze-thaw 

cycles for both future climate scenarios.  This finding is in concert with the projection of future average 

minimum air temperatures for this region, which show that significant warming is expected during the 

next 80 years.  
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Figure 11.  Projected freeze-thaw cycles for Stratford to the year 2100.  Source:  PCC 2019 

Table 5.  Projected freeze-thaw cycles for Stratford at future time scales.  

Future Scenarios 

Year RCP 4.5 (# days) RCP 8.5 (# days) 

2035 57.6 58.2 

2050 58.8 55.7 

2075 54.7 47.7 

2100 50.3 42.5 

 

3 . 1 . 3  P O T E N T IA L  S Y S T E M  I M PA C T S  O F  C HA N G E S  I N  

A IR  T E M PE RA T U RE  
Observed air temperature trends and projected temperature trends show a long-term increase in air 

temperatures that is expected to continue through the end of the century.   The impacts to the Stratford 

and surrounding communities will be primarily related to the health and welfare of the riders rather than 
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the infrastructure and operations related to the program under the ZETF Applicant Guidelines.  As noted 

in the observed trend in Figure 6 and the projected trend in Figure 7, increasing air temperatures are 

expected to lead to an increased number of days with air temperatures in Stratford exceeding 30˚C-- a 

temperature at which human health problems, especially for the aged and those with disabilities, begin to 

occur.   This additional need for cooling within the zero emission buses may place an additional strain on 

power consumption and reduce battery life on very hot days.   

As identified in Figure 10, annual maximum temperatures in Stratford are expected to reach 37˚C 

regularly by the year 2060 under the RCP 8.5 scenario.  While buses should not experience any impacts 

from this kind of heat, road deformation/buckling, or rail buckling usually begins to occur at this 

temperature.  Fortunately, a secondary impact of increasing air temperatures, particularly nighttime air 

temperatures (Figures 4 and 8), is that there is expected to be a reduction in the number of freeze-thaw 

days in Stratford.  This should reduce the threat of ground heaving and pavement deterioration in the 

Stratford area.  Risk associated with these impacts will be quantified in Section 4.  

3 .2  IDENTIFY  CL IMATE  TRENDS AND POTENTIAL  

IMPACTS OF CHANGES IN PRECIP ITATION  
Changes in annual precipitation and increases in short-duration, high-intensity rainfall events are 

impacting transit infrastructure throughout North America.   

3 . 2 . 1  O B S E RVE D  PRE C I P IT A T I ON  T RE N DS  
As noted in the previous section regarding changes in air temperatures, as the annual average air 

temperatures increase, so does the atmosphere’s ability to hold and release moisture. This is physically 

related to the Clausius-Clapeyron equation wherein, as the temperature increases, the atmosphere’s 

ability to hold moisture increases approximately 6.3 percent per degree C. Figure 12 shows the changes 

in annual maximum 24-hour precipitation at Stratford using the PCC Climate Atlas of Canada historical 

data (1950-2020).  This upward trend over the 70-year POR is something that has been observed in many 

locations across North America.    
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Figure 12.  Annual 24-hour maximum precipitation at Stratford (1950-2020).  Trendline in 

red.  Source:  PCC 2019 

The same principle of a warmer environment producing more precipitation is very apparent in the record 

for annual precipitation in Stratford as well.  Figure 13 clearly indicates that the total annual precipitation 

in Stratford is steadily increasing. This has many implications regarding the stability of infrastructure in 

saturated soils as well as to changes in runoff during extreme storm events. These topics will be covered 

during the discussion of potential impacts in the following sections.  
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Figure 13.  Annual precipitation at Stratford (1950-2020).  Trendline in red.  Source: PCC 

2019 

3 . 2 . 1  P R O JE C T E D  P RE C I P IT A T I ON  T RE N DS  
As noted in the previous section, the atmosphere’s ability to hold and release moisture is expected to 

increase with increasing air temperatures. A projection of this increase on an annual basis can be seen in 

Figure 14 for both RCP 4.5 and RCP 8.5. While these increases in annual precipitation in Stratford are 

significant, one of the more important factors that may result of this increase in annual precipitation is the 

increasing likelihood that the ground may be saturated before a significant precipitation event, which 

would result in a higher likelihood of flooding.  
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Figure 14.  Projected changes in annual precipitation for Stratford to the year 2100.  

Source:  PCC 2019 

Table 6.  Projected changes in annual precipitation for Stratford at future time scales.  

 

Future Scenarios 

Year RCP 4.5 (mm) RCP 8.5 (mm) 

2035 978.4 1005.4 

2050 1020.9 1090.8 

2075 1014.1 1034.2 

2100 1038.8 1058.0 
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Figure 15 shows the projected annual number of days of heavy precipitation, which is quantified as days 

with greater than 20mm of precipitation. Although this 20mm benchmark may only emulate an event that 

could cause nuisance flooding, it also provides an understanding of the potential of extremely heavy 

precipitation events in excess of a 10-year return frequency or greater. Storms of this nature can produce 

significant flooding.  

 

 

Figure 15.  Projected changes in the annual number of heavy precipitation (>20mm) days for 

Stratford to the year 2100.  Source:  PCC 2019 

 

2

3

4

5

6

7

8

9

10

11

12

2000 2010 2020 2030 2040 2050 2060 2070 2080 2090 2100

N
u

m
b

er
 o

f 
H

ea
vy

 P
re

ci
p

it
at

io
n

 D
ay

s

Year

Projected Annual Number of Heavy Precipitation Days for 
Future Climate Scenarios (2000-2100)

RCP 4.5 RCP 8.5

33



City of Stratford Transit CL IMATE CHANGE & RES IL IENCE ASSESSMENT REPORT  

23 

 

Table 7.  Projected changes in the annual number of days with heavy precipitation (20mm+) for 

Stratford at future time scales. 

Future Scenarios 

      Year RCP 4.5 (days) RCP 8.5 (days) 

      2035              7.5 8.1 

      2050     7.6 9.3 

      2075     8.3 9.0 

2100       8.5   9.8 

 

The increase in 24-hour (daily) precipitation intensities are important to understanding the potential 

change in flooding within Stratford and the surrounding communities, but the changes in multi-day storm 

event precipitation may, potentially, be even more important to an understanding of future flooding. 

Figure 16 identifies the projected change in annual maximum 3-day precipitation as a result of the two 

different climate scenarios. Table 8 provides a quantification of these projections at future time scales.  
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Figure 16.  Projected change in annual maximum 3-day precipitation events for Stratford to the 

year 2100.  Source:  PCC 2019 

Table 8.  Projected changes in annual maximum 3-day precipitation events for Stratford at future 

time scales.  

Future Scenarios 

Year RCP 4.5 (mm) RCP 8.5 (mm) 

2035 57.5 60.6 

2050 57.8 65.9 

2075 60.0 60.5 

2100 61.0 61.2 
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3 . 2 .2  P O T E N T IA L  S Y S T E M  I M PA C T S  O F  C HA N G E S  I N  

P RE C I P IT A T I ON  
As evidenced by many recent short-duration, high-intensity storms over North America during the last 

several years, increasing air temperatures are leading to increases in precipitation intensities and resultant 

flooding.  The observed record (Figure 12) does show that this has been the case for Stratford and the 

projected increase in annual and heavy precipitation (Figures 14, 15, and 16) shows a significant increase 

is anticipated in the future.  These increases are expected to lead to an increase in the number and 

magnitude of stream/river and stormwater flooding throughout Ontario and the Stratford communities.  

As seen in Figures 1 and 2, there are many streams and tributaries that flow across or near the rail lines, 

bus routes, stops, and facilities in this region.    

One secondary consequence of the increase in annual precipitation is increased ground saturation. When 

coupled with short-duration, high-intensity rainfall events, this can lead to flash flooding in Stratford.  

Risks associated with these impacts will be quantified in Section 4. 

3 .3  OBSERVED AND PROJECTED EXTREME 

FLOODING POTENTIAL  
The flood of record for the Thames River watershed (which also impacted the Avon River at/above 

Stratford) occurred from the storm in April 1937. This event was the most destructive of life and property 

where an estimated 1,100 homes were ruined and property damage ran to $3,000,000. While London was 

the hardest hit from this event, the heavy rainfall led to a flood on the Avon River that greatly impacted 

and undermined the dam of Lake Victoria at the center of the city. The floods were the result of nearly 150 

mm (6 inches) of rain falling on Southwestern Ontario in five days, combined with spring runoff from the 

melting snows. 

3 . 3 . 1  O B S E RVE D  F L OO D IN G  E VE N T S  A N D  T RE N DS  
The most significant source of flooding is heavy rainfall from local convective storms and strong large-

scale continental storm systems that include storm systems that drop large amounts of rainfall on already 

snow-covered ground.  Heavy rainfall still impacts Stratford and the Upper Thames River watershed to this 

day. An example of these larger events occurred on September 22, 2021. The approximately 30-hour 

rainfall event produced around 80mm over Stratford (67mm in 24hours) and a maximum of 135mm over 

Woodstock to the south/southeast according to the NOAA National Severe Storms Laboratory (NSSL) 

Multi-Radar / Multi-Sensor (MRMS) rainfall estimates (Figure 17). This heavy rainfall event produced 

waters that flooded many roads and walkways including the Avondale Cemetery and the Stratford Golf 

and Country Club (Beacon Herald Staff 2021). 
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Figure 17.  MRMS depiction of the estimated rainfall from the September 2021 heavy 

rainfall event. Source: NSSL 2011  

3 . 3 .2   P O T E N T IA L  IM PA C T S  O F  C HA N G E S  IN  F LO O D IN G  

E VE N T S  
As discussed in Section 3.2.3, increases in heavy precipitation events are expected to occur throughout the 

remainder of this century in Stratford.  These events and the increase in the number and intensity of 

severe storms (Section 3.4), are expected to significantly impact stream and river crossings across 

Stratford and Perth County.  This would indicate that the rainfall flooding event of 2021 could occur more 

frequently in the future.   
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3 .4  ADDIT IONAL OBSERVED AND PROJECTED 

CL IMATE-RELATED HAZARDS AND IMPACTS  
Much like the potential for extreme flooding events, the projection of the likelihood of future severe 

weather events needs to be handled as a qualification rather than a quantification. Projected increases in 

air temperature and atmospheric moisture lend themselves to the understanding of the potential for 

future severe storms. The changes in these parameters form the foundation for increasing convective 

activity, and, as a result, increases in the various hazards related to convective storm events.  

3 . 4 . 1  O B S E RVE D  A N D  PR O JE C T E D  T ORN A D OE S ,  

L IG HT N IN G ,  A N D S E VE RE  T HU N DE RS T OR MS  
In a recent article (Sills et al. 2020) in the Bulletin of the American Meteorological Society (BAMS), the 

Northern Tornadoes Project produced an extensive climatology of tornadic activity in Canada.  Figure 15 

shows that during the years 2017-2019 the great majority of strong tornadoes (>=EF1, enhanced Fujita 

scale) occurred in Ontario and Quebec, particularly in the southern areas of these two provinces.  

According to this data, Stratford is already a likely location for tornadic activity as evidenced by the cluster 

of tornadoes near Stratford shown in the map in Figure 18 and within the dashed line related to tornado 

frequency. As the atmosphere warms, the potential for an increase in the frequency and intensity of 

severe storms are expected to also increase. Climate change is like giving steroids to the atmosphere. It 

provides the vehicle for an increase in the differential between warm and cold air masses, which is at the 

root of most severe storm events. This increasing threat is expected to be spatially equal across the 

domain of this portion of southwestern Ontario, but the increase in the likelihood of severe weather has a 

potentially higher level of consequences for intersections where traffic is managed by signals and for 

transit stations with exposed areas.  
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Figure 18.  All 2017-2019 tornadoes reported in Canada by EF scale. Smoothed contours of 

average annual tornado frequency in tornadoes per 10,000km2 per year: dash–dotted = 

0.1, dashed = 1.0, and solid = 2.0.   

Weather phenomena are the one of the biggest causes of power outages in Canada, but lightning tops 

that list in almost all locations for momentary outages (outages lasting less than one minute).  These 

momentary outages can be extremely disruptive to a system such as Stratford’s.  Additionally, lightning 

strikes, even near misses, can produce an Electro-Magnetic Pulse (EMP) that can knockout sensitive 

electronics.  The following section provides an understanding of current threat of lightning in the vicinity 

of Stratford.  

Figure 19 shows the annual average number of cloud-to-ground lightning strikes on a per sq. km basis in 

the vicinity of Stratford.  Fortunately, Stratford is in a location that is just outside a higher area of lightning 

activity but still can see an average number of lightning strikes of approximately 1.98 per sq. km per year.  

Lightning detection is done through a remote sensing system developed by the Vaisala Corporation, 

which provides lightning detection data for a large portion of North America through the U.S. National 

Lightning Detection Network (NLDN).  It is capable of sensing the magnitude and locating cloud-to-

ground lightning at extreme distances and, therefore, can provide lightning strike detection and 

information evenly across the much of Ontario.   
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Figure 19.  Average annual lightning flash density (cloud-to-ground) in the vicinity of 
Stratford during the period 1990-2020. 

As noted in the prior section, climate projections indicate an enhancement in atmospheric moisture, 

warming, and instability. These are all the ingredients that produce thunderstorms, and of course, 

lightning. A published research paper in the Scientific American publication (Thompson 2014) reported 

that lightning rates are expected to increase 12 percent for every 1.0.C rise in air temperature. Using the 

projected air temperature changes in Tables 1 and 2, Table 9 represents the percent increase in the 

average annual number of lightning strikes per sq. km in Stratford at future time scales.  
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Table 9.  Projected increase from current flash density for RCP 4.5 and RCP 8.5 climate scenarios 

based on 12% increase in flash density per ºC in air temperature at future time scales. 

 Projected Increase from Current (2020) Flash Density 

(strikes per year per sq.km) for RCP 4.5 and RCP 8.5 Climate 

Scenarios 

Year RCP 4.5 RCP 8.5 

2035 2.10 2.11 

2050 2.09 2.21 

2070 2.22 2.41 

2100 2.23 2.58 

 

In addition to an increase in the frequency of lightning, there is a strong likelihood of an increase in the 

intensity of lightning at future time scales as well.  A typical cloud-to-ground lightning strike generates 

300 million volts, 30,000 amps, and is approximately 50,000ºF.  The mechanisms that create lightning 

within a thunderstorm are driven by the frictional forces of both liquid and frozen water particles coming 

in contact with each other to create a static charge.  Thus, it follows that if thunderstorms are likely to 

become more powerful and the atmosphere will be able to hold more moisture, then greater frictional 

forces are expected to occur as well.   An increase in the power (amperage) of lightning could lead to a 

situation where lightning protection could be over-powered and damage may result.  

3 . 4 .2  O B S E RVE D  A N D  PR O JE C T E D  IC E  S T OR MS  A N D 

W IN T E R  S T O RM S  
In order to develop an understanding of the historic likelihood of an ice storm or what is classified as 

winter weather in this portion of Ontario, the criteria for these events were based on the criteria for public 

weather alerts as defined by Environmental Canada.  An ice storm (freezing rain) becomes a hazard event 

when it poses a threat to infrastructure or property; or when the event lasts for two hours or more.   A 

winter storm is classified as a storm that has 25cm or more of snowfall in a 24-hour period or a storm 

which is combined with other cold weather precipitation types such as freezing rain, strong winds, 

blowing snow and/or extreme cold.   

Figure 20 shows the anatomy of an ice storm as a result of freezing rain.  This graphic provides an 

understanding of the atmospheric conditions to that can produce an ice storm over this portion of 

Ontario so that projected changes in these atmospheric conditions can have some context on their 

impacts on changes in ice storms over the region. Ice storms, particularly ice storms that cause damage to 

infrastructure, are a rare event in Stratford.  Consequently, winter storm events that involve heavy snowfall 

(>=25cm/day) are occurring on average about once every 4 years (approximately 27 heavy snowfall 

events 1900-2006) in Stratford.  Figure 21 shows a graph of the annual daily maximum snowfall in 
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Stratford from 1900-2006 (Stratford WWTP Meteorological reporting station), which identifies a general 

downward trend in this parameter.  Figure 22, a graph of annual snowfall in Stratford 1900-2006 shows 

an overall increasing trend in annual snowfall for the entire period of record, however, it’s easy to see the 

highly variable yet decreasing totals in annual snowfall since around 1980.  

 

Figure 20.  The anatomy of an ice storm based on the extreme ice storm event of January 

1998.   
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Figure 21.  Annual daily maximum snowfall in Stratford (1900-2006).  Red line is the long-

term climatic trend. Source: NCEI n.d. 
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Figure 22.  Annual cumulative snowfall for Stratford (1900-2006). Red line is the trend for 

the entire period of record.   Source:  NCEI n.d. 

3 . 4 .3  P O T E N T IA L  S Y S T E M  I M PA C T S  D UE  T O C HA N G E S  

I N  T O RN A D OE S ,  L IG HT N I N G ,  A N D  S E VE RE  

T HUN DE RS T O RM S  
Climate changes in air temperature and precipitation are expected to lead to changes in extreme weather 

events in Stratford and Perth County.  While these events already have the capacity to impact 

transportation operations and infrastructure, projected changes in the magnitude and intensity of extreme 

storms are expected to increase the risk of these hazards impacting the system.  Increases in the 

frequency and magnitude of tornadic activity are expected in concert with increases in the frequency and 

intensity of lightning as a result of severe thunderstorms.  Both of these hazards are expected to have a 

significant impact on the electrical grid that will supply power to the zero emissions facilities and system 

components.  Additionally, the severe thunderstorms that can result in tornadoes and episodes of cloud-

to-ground lightning are expected to be accompanied by short-duration, high-intensity precipitation.  

Thus, the impacts of the increase in convective thunderstorms can be expected systemwide.  

0

50

100

150

200

250

300

350

400

450

500

1900 1910 1920 1930 1940 1950 1960 1970 1980 1990 2000 2010 2020

A
n

n
u

a
l 
S
n

o
w

fa
ll
 T

o
ta

ls
 (

cm
)

Year

Annual Snowfall

Stratford WWTP (1950-2006)

Annual Snowfall Total

44



City of Stratford Transit CL IMATE CHANGE & RES IL IENCE ASSESSMENT REPORT  

34 

 

4  RISKS ASSOCIATED WITH CLIMATE CHANGE 

IMPACTS AND SYSTEM VULNERABIL IT IES  
The potential changes in climate parameters described in the previous sections for parameters such as 

changes in air temperature and extreme storms are generally applicable to this entire portion of Ontario’s 

transit infrastructure and specifically applicable to the Zero Emissions Transit program with impacts being 

highly dependent on infrastructure design and condition.  While hydrologic and hydraulic modeling of 

these future precipitation events would produce the most definitive quantification of the likely spatial 

extent of future floods as a result of increased precipitation intensities and likelihood of rain-on-snow 

events, this study utilized the percentage increase in future precipitation as a proxy for increases in flood 

extent for the region.  

As per the ZETF GHG+ PLUS Guidance Modules, a risk analysis of the system must identify the magnitude 

of the consequences of an event and its likelihood of occurring (likelihood X consequences = risk). Table 

10 provides estimates for the likelihood of climate impacts and Table 11 provides estimates for the 

consequences of those impacts.  In each of these tables, the different levels of likelihood and 

consequences applied to each climate event are scored from 1 to 5 and totaled for each category of 

event. Likelihood scores for chronic or cumulative event occurrences are not scored.  Risk represents the 

product of likelihood and consequences.  Table 12 provides an overall relative risk ranking for the 

Stratford Zero Emission Transit (SZET) system based on this analysis of current and future climate risk.  

This relative risk ranking provides a prioritization of climate threats to the SZET system.  An accounting of 

the anticipated risks to specific assets within the system will be detailed in Section 5 (Risk Treatment and 

Adaptation).  
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Table 10.  Likelihood of climate impacts for Stratford due to changes in climate events. 

  

Probability Range/                

Type of Event       
Very Low Low Moderate High Very High Total

Event(s)

Not Likely to 

occur in the next 

50 years              

(1)

Likely to occur 

once between 30 

and 50 years        

(2)

Likely to occur 

once between 10 

and 30 years        

(3)

Likely to   occur 

at least once a 

decade                   

(4)

Likely to occur 

once or more 

annually                

(5)

Score

Stream/River flooding X X X X
14

Extreme Short-Duration 

Precipitation
X X X

9

Stormwater flooding X X X X
14

Ext. Annual Precipitation X X X
9

Tornadoes X X X X 14

Extreme Heat X X X X
14

Severe Thunderstorms X X X 9

Ice/Winter Storms X X
7

Lightning X X X X 14

On-going / Cumulative 

Occurrence

Not likely to 

become critical/ 

beneficial in 

period 

Likely to become 

critical in 30-50 

years

Likely to   

become critical in 

10-30 years

Likely to become 

critical in a 

decade

Will become 

critical within 

several years

Heat deformation X X X

Freeze-thaw Cycles X X X X

Likelihood
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Table 11.  Consequences of climate impacts for Stratford due to changes in climate events. 
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Table 12.  Risk scoring for each climate hazard/event. 

Event(s) 
Likelihood 

Score 
Consequences 

Score 
Risk (Likelihood X 

Consequences) 

Stream/River flooding 14 45 630 

Extreme Short-Duration Precipitation 9 42 378 

Stormwater flooding 14 41 574 

Ext. Annual Precipitation 9 39 351 

Tornadoes 14 39 546 

Extreme Heat  14 38 532 

Severe Thunderstorms 9 35 315 

Ice/Winter Storms 7 34 238 

Lightning  14 28 392 

 

5  RISK TREATMENT AND ADAPTATION  
As per the ZETF guidance, after the climate risks are identified and quantified, risk treatments and 

adaptation measures are to be recommended.  The following sections pertain to potential resilient 

solutions to the aforementioned climate hazards that may lead to adaptive measures for the Stratford 

system.  

5 . 1   EXTREME HEAT AND HEAT WAVES  
As identified in the previous climate analysis, extreme heat and heat waves are expected to increase within 

the Stratford service region over the coming decades.  Changes in air temperatures have the biggest 

impact on the human condition rather than the infrastructure itself, so mitigating the impacts of these 

changes will first be about addressing the bus station/bus stop/bus maintenance facility/bus storage 

facility exposure to extreme heat.  Increasing available shade, whether through the planting of trees or 

cover structures is the simplest and least costly remedy for these extreme heat days.  Additionally, there is 

expected to be an increase in the need for air conditioning in bus stations and within the buses 

themselves.  This is very important when it comes to the use of energy to produce air conditioning on 

zero emissions buses.  It will be important to “build-in” the need for increased energy load on the buses 

due to the need for air conditioning.  

Although extreme heat will have the biggest impact on the human condition and operations, there is the 

potential at the more distant future time scales to produce air temperatures hot enough to deform metal 

structures and asphalt surfaces.  This is the very extreme case and probably not expected prior to the year 
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2035 but may need to become a component of current decision making when it comes to materials to be 

used for design or redesign.  

A tertiary concern that needs to be addressed or adapted to is the logistical issue of power availability.  If 

extreme heat or a multi-day heat waves is impacting Stratford, the load on the power grid could 

conceivably produce reduced power availability (i.e. brown-out) for the bus system.  Many transit agencies 

within North America are currently dealing with this issue through the use of renewable energy 

alternatives and the installation of more robust generator backups (i.e. power generation capabilities and 

fuel storage).  

5 .2  EXTREME SHORT -DURATION PRECIP ITATION 

AND URBAN STREAM FLOODING  
Although the observed trend doesn’t show a significant increase in short-duration, high-intensity storms, 

the projected trends do.  These increasing heavy precipitation events are expected to temporally disrupt 

egress along roads/bus lines, particularly in the lowest elevations of the city near the Avon River.  

Recommendations for adaptation to such events is the same for Stratford as it is for stormwater in the 

entire region; a stormwater system capacity assessment should be undertaken to identify system 

vulnerabilities and assess future needs as a result of these types of events.  

Figure 23 shows the rail lines and bus routes within the city.  As with the increase in annual precipitation 

in Section 5.3, extreme short-duration precipitation events in the future are likely to overtax the present-

day drainage systems in the city near where these rail lines and bus routes cross urban streams, the Avon 

River, and any low-lying flood prone area in the city.  It is recommended stormwater and riverine 

hydrologic and hydraulic modeling be performed using climate projections for future storm scenarios to 

determine at-risk locations.  
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Figure 23.  NRWN rail lines and bus routes through the City of Stratford, ON.  

5 .3  EXTREME ANNUAL PRECIP ITATION  
As noted in both the analysis of observed annual precipitation and projected trends, increasing 

precipitation will make for reduced ground stability (i.e. road deformation, sink holes, pot holes, etc.) in 

the future.  Increased annual precipitation can make for increased groundwater levels which lead to 

ground instability under roads and foundations.  This may point to a need for dewatering of locations 

prone to ground destabilization in wet weather.   

5 .4  TORNADOES ,  L IGHTNING,  SEVERE  

THUNDERSTORMS 
The anticipated increase in convective activity as a result of a warming environment is expected to 

produce an increase in the number and intensity of tornadoes, the frequency and magnitude of lightning, 

and the heavy precipitation, wind and hail associated with severe thunderstorms.   

As noted in the previous section, the number of tornadoes and their associated intensity is expected to 

increase at future time scales.  While the need for tornado shelters is already apparent in the region, it is 

recommended that a more robust response and recovery methodology through asset management be 

investigated.  These events are capable of producing catastrophic damage and are particularly damaging 

to power delivery infrastructure. Planning for mitigation often becomes a discussion of only response and 

recover rather than hardening.  
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The anticipated increase in the frequency and magnitude of lightning points to the need for a lightning 

protection that is appropriately sized and focused toward protecting the electrical grid for Stratford transit 

facilities.  Due to the anticipated increase in the strength of severe thunderstorms, it is recommended that 

a thorough inspection of any infrastructure that could become airborne should be undertaken and 

remediation actions implemented.   The Derecho wind event in the northern plains of the U.S. on May 

12th, 2022, which had embedded areas of straight-line winds of 130 to 160 kmh, could be used as a 

benchmark for redesign and retrofitting of structures that could become airborne.  
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DISCLAIMER 

In preparing this report, HDR relied, in whole or in part, on data and information provided by the Client and 

third parties that was current at the time of such usage, which information has not been independently verified 

by HDR and which HDR has assumed to be accurate, complete, reliable, and current. Therefore, while HDR has 

utilized its best efforts in preparing this report, HDR does not warrant or guarantee the conclusions set forth in 

this report which are dependent or based upon data, information or statements supplied by third parties or the 

client, or that the data and information have not changed since being provided in the report. 

This report is intended for planning purposed for the Client, and for Client’s sole and exclusive use and is not for 

the benefit of any third party and may not be distributed to, disclosed in any form to, used by, or relied upon 

by, any third party without prior written consent of HDR, which consent may be withheld in its sole discretion. 

Use of this preliminary feasibility report or any information contained herein, if by any party other than Client, 

shall be at the sole risk of such party and shall constitute a release and agreement by such party to defend and 

indemnify HDR and its affiliates, officers, employees and subcontractors from and against any liability for direct, 

indirect, incidental, consequential or special loss or damage or other liability of any nature arising from its use of 

the Report or reliance upon any of its content. To the maximum extent permitted by law, such release from and 

indemnification against liability shall apply in contract, tort (including negligence), strict liability, or any other 

theory of liability. 
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1  INTRODUCTION 
HDR was recently commissioned to guide and advise the City of Stratford, Ontario in their transition from 

diesel to zero emission buses. The engines of these electric and hybrid buses generally reduce the exterior 

noise emitted during travel in comparison to their diesel counterparts, particularly at low speeds (≤20 

kmh). The purpose of this document is to summarize HDR’s findings on noise between bus types, and to 

suggest future actions for the city to take. 

First, we will briefly go over the fundamentals of sound, before moving on to look at the interior noise for 

each bus our clients have interest in. Then, we will cover a total of 6 documents on exterior noise 

separately. Following, we will show how this exterior noise propagates over a distance, and end with a 

summary of results. 

1 . 1  Sound Bas ic s  
Sound is made up of tiny fluctuations in air pressure. Sound is characterized by its amplitude (how loud it 

is), frequency (or pitch), and duration.  Sound, within the range of human hearing, can vary in amplitude 

by over one million units.  Therefore, a logarithmic scale, known as the decibel (dB) scale, is used to 

quantify sound intensity and to compress the scale to a more manageable range.  Noise is simply defined 

as unwanted sound; the terms noise and sound are often used interchangeably. 

The human ear does not hear all frequencies equally. In fact, the human hearing organs of the inner ear 

deemphasize very low and very high frequencies.  The most common weighting scale used to reflect this 

selective sensitivity of human hearing is the A-weighted sound level (dBA).  The range of human hearing 

extends from approximately 3 dBA to around 140 dBA (all sound pressure levels in this report are relative 

to 20 micropascals). Figure 1 provides typical A-weighted levels for various noise sources. 
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Figure 1.  Typical Noise Levels 

Source:  FTA, 2018 

Because of the logarithmic scale, sound levels cannot be simply added or subtracted.  If sound energy is 

doubled, the sound level only increases by 3 dB.  However, a doubling of sound energy is not perceived 

by humans as a doubling of loudness.  A 3-dB change is considered a just noticeable difference, a 5-dB 

change is considered a noticeable difference, and a 10-dB change is considered a doubling or halving of 

loudness.   

Environmental sound levels are often expressed over periods of time, allowing time-varying signals to be 

represented by sound levels averaged over intervals (for example, a one-hour period). One metric used to 

describe environmental sound is the equivalent average sound level (Leq). The Leq represents a constant 

sound that, over the specified time period, has the same acoustic energy as the time-varying signal. In 

contrast, Sound Exposure Level (SEL) is equivalent to the total sound energy over a period of time rather 

than the average. Additionally, LMax is the maximum sound level recorded over a period of time. 

1 .2  Measurement  Methods  
For the purposes of the data requested by the client, SEL values are preferred, due to their use as a 

reference within Federal Transit Administration (FTA) guidance. These will be obtained from LMax 

measurements taken of buses passing by a microphone at a constant speed. There are primarily two 
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standards for this type of measurement: ISO 11819-1 Measurement of the influence of road surfaces on 

traffic noise Part 1 Statistical pass-by method, or SAE J366b Exterior Sound Level for Heavy Trucks and 

Buses. In the former a receiver is placed 7.5 m from the road centerline and 1.2 m above the road surface, 

while in the latter it is placed 50 ft away (15.24 m) from the road centerline, at a height of 4 ft (1.22 m).  

2  PENN STATE/ALTOONA BUS DATA- INTERIOR 

NOISE 
The Pennsylvania State University (Penn State) has performed substantial testing on various buses over 

the years in cooperation with the FTA. In particular, they have done these tests for the three electric buses 

currently under consideration by our client in Stratford. These buses are the Forest River Bus LLC Ford E-

450 Cutaway Shuttle Bus, the Nova Bus LFSe+, and the New Flyer XE40.  

Unfortunately, their tests of the LFSE+ were partial and did not include noise testing, but the others had 

extensive assessment including both exterior and interior noise tests on these vehicles. But due to their 

method of measuring pass-by noise, which involved measurements during acceleration rather than 

constant speed, their exterior results are incomparable to the rest of our collected documents. For this 

reason, we will focus solely on their interior noise measurements.  

For their analysis, they took measurements during three conditions. In the first, the bus is stationary with 

its engine and components turned off, and a white noise generating device emitting a constant 80 dBA is 

stuck to the side of the vehicle. In the second, the bus accelerates from a standstill to 35 mph. In the third, 

the bus operates at constant speeds between 0 mph and 55 mph, and any rattling or vibration is noted. 

The results of the first test can be seen in Table 1. Additionally, to provide greater context to the electric 

bus measurements, we also include data for two similarly sized diesel buses from the same manufacturers: 

the Forest River Bus INC Model Concorde II F-650 and the New Flyer D40LF. 
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Table 1.  Interior Noise Test 1 Sound Levels in dBA 

Location Forest River 

Diesel 

Forest River 

Electric 

New Flyer Diesel New Flyer 

Electric 

Driver’s Seat 44.9 47.1 52.9 46.5 

Front Passenger 

Seats 

49.7 47.0 49.4 47.4 

In Line with 

Front Speaker 

47.7 47.9 48.0 46.9 

In Line with 

Middle Speaker 

49.8 46.5 49.3 47.7 

In Line with Rear 

Speaker 

50.5 47.3 46.2 47.9 

Rear Passenger 

Seats 

46.8 46.7 46.5 45.5 

Source: Penn State New Flyer and Forest River test data, (2006-2022) 

In this test, the buses all had quite comparable noise levels, implying that they all will have similar interior 

sound contributions from exterior sources like surrounding traffic. Table 2 shows data from the second 

test. 

Table 2.  Interior Noise Test 2 Sound Levels in dBA 

Location Forest River 

Diesel 

Forest River 

Electric 

New Flyer 

Diesel 

New Flyer 

Electric 

Driver’s Seat 73.1 63.3 75.2 69.3 

Front Passenger 

Seats 

71.6 62.9 76.6 66.4 

Middle 

Passenger Seats 

69.5 62.9 78.8 68.5 

Rear Passenger 

Seats 

68.6 63.4 78.5 70.2 

Source: Penn State New Flyer and Forest River test data, (2006-2022) 

In this test, the electric buses have substantially lower operation noise than their diesel counterparts. 

Additionally, for the third test, nothing was detected for any bus. With the combination of these three 

results, we can conclude that overall interior noise levels are reduced in switching from diesel to electric. 

We will now move onto exterior noise analysis. 

3  EXTERIOR NOISE L ITERATURE REVIEW 
HDR reviewed information in the following papers/reports: 

1. Transit Noise and Vibration Impact Assessment Manual, FTA, 2018.  
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2. Modelling noise reductions using electric buses in urban traffic. A case study from Stuttgart, Germany, 

Felix Laib et al. / Transportation Research Procedia 37 (2019) 377–384. Accessed November 27, 2023. 

https://doi.org/10.1016/j.trpro.2018.12.206 

3. Tsoi, K., Becky P.Y. Loo, Xiangyi Li, and Kai Zhang. 2023. “The co-benefits of electric mobility in reducing 
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3 . 1  FTA Trans i t  Noi se  and V ibrat ion  Impact  

Assessment  Manua l  
The FTA Transit Noise and Vibration Impact Assessment Manual provides reference SEL values for diesel, 

electric, and hybrid buses. These reference levels assume the receiver is 50 feet from the roadway, the bus 

is traveling a constant 50 mph, and normal roadway surface conditions. It should be noted that the 

document states that SEL for hybrid buses should be considered on a case-by-case basis. Table 3 shows 

the FTA reference SEL values. 

Table 3.  FTA Reference SEL Values for Different Bus Types 

Source Reference SEL, dBA 

Diesel Buses 82 

Electric Buses 80 

Hybrid Buses 83 

Source:  FTA, 2018 

Many of the bus noise emission values HDR identified are reported as LMax, and are measured at different 

receiver distances and pass-by speeds.  Therefore, HDR converted them into SEL by correcting for speed 

and distance to facilitate comparisons with the FTA reference SEL values at 50 feet and 50 mph. This is 

done by Equation F-4 in the FTA manual, 

𝑆𝐸𝐿𝑟𝑒𝑓 = 𝐿𝐴𝑚𝑎𝑥 + 20log (
𝐷𝑚𝑒𝑎𝑠

50
) − 25 log (

𝑆𝑚𝑒𝑎𝑠

50
) + 3.3. 

Here, Dmeas is the distance between the source and receiver in feet, and this term in FTA Equation F-4 

converts each pass-by speed to a 50 foot receiver distance. Additionally, Smeas is the speed of the moving 
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vehicle in miles per hour, and this term in FTA Equation F-4 converts each pass-by speed to 50 mph.  For 

reference, 50 mph equals 80 kmh, 50 kmh equals 31 mph. 

It is important to keep in mind that even though all speeds are being converted to 50 mph references, 

each data point reported in an individual paper has a unique speed and 𝐿𝑚𝑎𝑥 associated with it. For this 

reason, we will refer to the speed of each measurement as the “measurement speed” to not confuse it 

with its value when corrected to 50 mph. Additionally, hereafter any SEL values presented are corrected to 

50 feet and 50 mph.  

3 .2  Model l ing noi se  reduct ions  us ing e lec t r i c  

buses  in  u rban  t ra f f i c .  A  case  s tudy  f rom 

Stut tgar t ,  Germany .  ( La ib  e t  a l . )   
The researchers implemented methods in ISO 11819-1 (Measurement of the influence of road surfaces on 

traffic noise. Part 1: Statistical pass-by method) to measure bus pass-by noise from a diesel bus (IC-bus: 

type Mercedes Citaro O 530, 40 feet long), a hybrid bus (HE-bus: type Volvo 7900 HA, 60 feet long, 

articulated), and an electric bus (FCE-bus: type Mercedes Citaro O 530 B Hybrid, 40 feet long). Please note 

that as FCE is a fuel cell electric bus, it operates by a slightly different process than a battery electric bus. 

Despite this, it is fair to assume that the noise levels between the two are similar. 

The research team performed pass-by measurements when the buses were stationary and for 10 kmh 

increments up to 50 kmh. Figure 2 shows the resulting LMax values for each scenario. 
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Figure 2.  LMax values for different bus types at different speeds.  

 

Source: Laib et al. 

The electric bus is substantially quieter than the diesel, and the hybrid bus is moderately quieter at speeds 

of 30 kmh and below. Above these speeds, the noise from the different bus types become comparable 

with each other.  

Table 4 shows the conversions to SEL. 
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Table 4.  LMax and SEL Values for Different Bus Types in dBA 

Measurement 

Speed (kmh) 

Diesel LMax  Diesel 

SEL 

Electric 

LMax 

Electric 

SEL 

Hybrid 

LMax 

Hybrid 

SEL 

0 65 N/A 57 N/A 61 N/A 

10 73 93 62 82 67 87 

20 79 91 62 74 69 81 

30 76 84 66 74 71 79 

40 78 83 74 79 75 80 

50 78 80 78 80 78 80 

Decibel Average N/A 89 N/A 79 N/A 82 

FTA N/A 82 N/A 80 N/A 83 

Source: Laib et al., FTA 2018 

Hybrid buses show much lower SEL values than diesel at speeds of 20 kmh and below, while electric 

shows the same at 30 kmh and below. To better compare with FTA, we also show it and the average SEL 

value for each bus type in Figure 3.  

Figure 3.  Comparison of Laib et al. with FTA SEL Values 

 

Source: Laib et al., FTA 2018 

Presenting the data this way, it is evident that the researchers’ diesel bus SEL values are much greater than 

the FTA’s reference SEL for diesel buses and SEL values for electric and hybrid buses show closer 

agreement with FTA values.  
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3 .3  The  co-benef i t s  o f  e lec t r i c  mobi l i t y  in  

reduc ing  t raf f i c  no i se  and chemica l  a i r  

po l lu t ion :  Ins ights  f rom a  t rans i t  or iented  

c i ty .  (Tso i  e t  a l . )  
This paper summarizes bus pass-by noise levels measured by other research teams. All measurements 

utilized methods in ISO 11819-1 (Measurement of the influence of road surfaces on traffic noise. Part 1: 

Statistical pass-by method). Tsoi, et al. also solely measured pass-by noise from diesel and electric buses, 

not hybrid. Once again, research teams measured bus noise levels from stationary buses and moving 

buses when speeds changed in 10 kmh increments up to 50 kmh. These measurement results are 

presented as LMax values. Table 5 summarizes bus specifications from Tsoi et al. Table 5  

Table 5.  Bus Makes and Specifications within Tsoi et al. 

Paper Bus Type Make Specifications 

Borén 

 

Diesel Unknown Length: 40 ft 

Electric Solaris Urbino 12 Length: 40 ft 

Mathes et al. 
Diesel Unknown Length: 40 ft 

Electric Unknown Length: 40 ft 

Praticò and Fedele 

 

Diesel Unknown Unknown 

Electric Unknown Unknown 

Source: Tsoi et al. 

Only one bus make was identified within the paper, but most were identified as 40 feet long. Table 6 

shows the paper’s collected data. 
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Table 6.  LMax and SEL Values for Different Bus Types in dBA within Tsoi et al. 

Report Measurement 

Speed (kmh) 

Diesel LMax Diesel SEL Electric LMax Electric SEL 

 

Borén 

 

 

0 75.2 N/A 68.6 N/A 

10 75.2 95 68.6 88 

20 75.2 87 68.6 81 

30 75.2 83 68.6 76 

40 73.9 79 70.4 75 

50 78 80 73.6 76 

Decibel 

Average N/A 89 N/A 83 

Mathes et al. 
0 56.8 N/A 48.3 N/A 

50 77.8 80 76.1 78 

 

Praticò and 

Fedele 

 

 

0 67.1 N/A 59.2 N/A 

10 68.9 89 61.8 82 

20 70.7 83 64.4 77 

30 72.5 80 67 75 

40 74.3 79 69.6 74 

50 76.1 78 72.2 75 

Decibel 

Average N/A 84 N/A 77 

FTA N/A N/A 82 N/A 80 

Source: Tsoi et al., FTA 2018 

Bus noise levels in Table 6 exhibit less variance with speed, and electric buses are quieter than diesel by 

varying amounts. 

Figure 4 shows a comparison of FTA and the SEL averages of each bus type. Note that Mathes et al. is not 

included, as they provide only one relevant SEL value. 
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Figure 4.  Comparison of Tsoi et al. with FTA SEL Values 

 

Source: Tsoi et al, FTA 2018 

The figure above shows that SEL values reported by Borén are consistently higher than the other SEL 

values for both diesel buses which are comparable to each other.  Borén’s SEL values for electric buses are 

also higher than the others, and Praticò’s SEL values for electric buses are the lowest of the group.  

3 .4  Measureme nt  no i se  l eve l  o f  E -bus  HIGER 

KLQ6125GEV3 on the  po lygon .  (Misanov ic  e t  

a l . )  
The research team utilized methods in ISO 11819-1 (Measurement of the influence of road surfaces on 

traffic noise. Part 1: Statistical pass-by method) to measure pass-by noise from an electric bus (Higer 

KLQ6125GEV3, 40 feet long), a diesel bus (MAZ 203, 40 feet long), and a natural gas powered bus (MAZ 

203 CNG, 40 feet long). Bus speeds included 30 kmh and 40 kmh. Table 7 shows results and conversions.  

 

Table 7.  LMax and SEL Values for Different Bus Types in dBA from Misanovic et al. 

Measurement 

Speed (kmh) 

Diesel 

LMax 

Diesel SEL Electric 

LMax 

Electric 

SEL 

Hybrid 

LMax 

Hybrid 

SEL 

30 75.6 83 67.3 75 73.1 81 

40 75.5 80 70.0 75 71.5 76 

FTA N/A 82 N/A 80 N/A 83 

Source: Misanovic et al., FTA 2018 
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Similarly to Laib et al, the electric bus is moderately quieter than the diesel bus at 30 kmh, but as speed 

increases, this difference decreases. Due to the small amount of speeds analyzed, a graph is not needed, 

with their diesel results being nearly equal to FTA, their electric results being moderately lower, and their 

hybrid slightly lower than FTA SEL values.  

3 .5  A compar i son  of  green  and convent iona l  

d iese l  bus  noi se  l eve l s .  (Ross  e t  a l ,  Noise -Con  

2007)  
The researchers implemented methods of SAE J366b (Exterior Sound Level for Heavy Trucks and Buses) 

for diesel, electric, and hybrid buses. They obtained LMax data from two diesel buses (one MCI and one 

Neoplan 4700 series, 40 feet long) from 20 to 60 mph (32 kmh to 97 kmh), one hybrid bus (Irisbus Civis, 

60 feet long and articulated) from 28 mph to 42 mph (45 kmh to 52 kmh), and one electric trolleybus (no 

make given) from 25 mph to 35 mph (40 kmh to 56 kmh). Figure 5Using their collected data points 

(shown as triangles, circles, and squares) the research team performed a linear regression to create a 

prediction model for maximum sound levels at varying speeds. Their results are in Figure 5. 

Figure 5.  LMax values for Different Bus Types from Ross et al. 

 

Source: Ross et al. 
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The diesel buses exhibit little variation in sound level across all speeds, while the hybrid bus is moderately 

quieter at low speeds, becoming comparable as speed increases before reaching the diesel buses’ noise 

level at about 45 mph. In contrast, the electric bus is substantially quieter than the diesel buses at low 

speed, before becoming moderately quieter than both hybrid and diesel at a speed of 40 mph. Table 8 

shows this more clearly for specific speeds. 

Table 8.  LMax and SEL Values for Different Bus Types in dBA from Ross et al. 

Measurement 

Speed (mph) 

Measurement 

Speed (kmh) 

Diesel 

LMax 

Diesel 

SEL 

Electric 

LMax 

Electric 

SEL 

Hybrid 

LMax 

Hybrid 

SEL 

20 30 75 89 60 73 N/A N/A 

30 50 77 86 68 77 74 83 

40 65 78 84 74 79 78 83 

50 80 79 82 N/A N/A 80 83 

Decibel Average N/A N/A 86 N/A 77 N/A 83 

FTA N/A N/A 82 N/A 80 N/A 83 

Source: Ross et al., FTA 2018 

Surprisingly, the electric bus is shown to be much quieter than the diesel buses at a higher range of 

speeds than the other studies, being 9 dBA lower at 50 kmh. Figure 6 shows this as graphical comparison. 

Figure 6.  Comparison of Ross et al. with FTA SEL Values 

 

Source: Ross et al., FTA 2018 

Their results show higher SEL values for diesel buses that are higher than FTA’s values and lower for 

electric buses. SEL values for hybrid buses exhibit close agreement for hybrid. 
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3 .6  Invest igat ion  of  the  exte rna l  no i se  emit ted  

f rom e lec t r i c  buses  in  New Zea land and the  

need for  acoust ic  veh ic le  a le r t ing sys tems to  

improve  road user  sa fe ty .  (Doran  e t  a l . )  
This research team performed measurements differently than the previous four research teams. They 

placed sound level meters 5 m and 10 m from the road centerline and obtained equivalent sound energy 

levels (LAeq) for diesel and electric buses at various constant pass-by speeds. Note that they did not state 

microphone heights nor bus makes. Table 9 summarizes their measured Leq values and the resulting SEL 

values. 

Table 9.  Leq and SEL Values for Different Bus Types in dBA from Doran et al. 

Measurement 

Receiver 

Distance (m) 

Measurement 

Speed (kmh) 

Diesel 

Leq 

Diesel 

SEL 

Electric 

Leq 

Electric 

SEL 

5 

10 63 79 55 71 

30 63 67 62 66 

50 66 65 69 68 

10 

10 58 74 51 67 

30 59 63 58 62 

50 62 61 65 64 

Decibel 

Average 
N/A N/A 73 N/A 67 

FTA N/A N/A 82 N/A 80 

Source: Doran et al., FTA 2018 

In this data, we interestingly see the electric bus begin to become comparable in noise to the diesel at 

speeds as low as 30 kmh, even becoming louder than it at a high speed of 50 kmh. This is surprising, as 

since Leq is the average sound level over a period, we would expect to SEL values obtained from it to be 

lower than those obtained from LMax values. Figure 7 shows a graphical comparison. 
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Figure 7.  Comparison of Doran et al. with FTA SEL Values 

 

Source: Doran et al., FTA 2018 

Their results for the average SEL are lower than the FTA values, likely because HDR utilized Leq values to 

calculate SEL using FTA Equation F-4 rather than LMax values.  

3 .7  Summary  of  Bus  SEL  Va lues  
HDR averaged the SEL data per measurement speed and bus type from each of the previously mentioned 

research papers. Additionally, HDR calculated the overall average SEL per bus type across all measurement 

speeds. Table 10 presents this data for diesel buses. 

Table 10.  Calculated Diesel SEL Averages per Measurement Speed  

Measurement Speed (kmh) SEL (dBA) 

10 91 

20 88 

30 83 

40 83 

50 80 

Overall 86 

FTA (50 mph, 80 kmh) 82 

Source: FTA, 2018. 

The calculated average SEL for diesel buses is 4 dBA higher than the FTA reference SEL value, however the 

FTA reference speed is higher than the speed corresponding to previous SEL values. Additionally, SEL 

decreases with measurement speed. Table 11 presents similar data for electric buses.  
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Table 11.  Calculated Electric SEL Averages per Measurement Speed 

Measurement Speed (kmh) SEL (dBA) 

10 83 

20 78 

30 74 

40 76 

50 76 

Overall 79 

FTA (50 mph, 80 kmh) 80 

Source: FTA, 2018. 

Electric bus SEL decreases with measurement speed up to 30 kmh, where it reaches a minimum, before 

increasing again at speeds up to 50 kmh. Additionally, the calculated average is 1 dBA lower than the FTA 

reference, however the reference speeds are different. Table 12 shows similar data for hybrid buses.  

Table 12.  Calculated Hybrid SEL Averages per Measurement Speed 

Measurement Speed (kmh) SEL (dBA) 

10 87 

20 81 

30 80 

40 81 

50 82 

Overall 81 

FTA (50 mph, 80 kmh) 83 

Source: FTA, 2018. 

The calculated, overall hybrid SEL is 2 dBA lower than the FTA reference although the reference speeds are 

different. Also, SEL begins high at 10 kmh, before dropping off at 20 kmh and fluctuating only in 1 dBA 

increments between higher speeds.  

Figure 8 shows the measurement speed data from the past three tables graphically. 
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Figure 8.  Calculated Average SEL Comparison by Measurement Speed 

 

Overall, SEL values for electric buses are quieter than diesel and hybrid at speeds of ≤30 kmh. 

Interestingly however, while the gap between diesel and electric narrows above these speeds, they are not 

as close as most literature suggests. SEL values for hybrid buses are quieter than diesel buses at speeds of 

≤20 kmh, but become comparable as speed increases, and are louder than diesel buses at 50 kmh.  

4  AVERAGE SEL  VALUES  
Using all the collected research data, HDR calculated average SELref values (corrected for speed and 

measurement distance) for the three bus types and compared them with the FTA SEL values. Table 13 and 

Figure 9 summarize these results.  

Table 13.  Overall Average SEL Values for Different Bus Types in dBA Compared with FTA 

Bus Type Diesel Electric Hybrid 

Total Average SELref 

(dBA) 
86 79 81 

FTA SELref (dBA) 82 80 83 

Source: FTA, 2018 
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Figure 9.  Overall average SEL values for different bus types in dBA compared with FTA 

 

Source: FTA, 2018 

Here, the researched data produced a higher estimate of diesel noise than the FTA, while it produced a 

slightly lower SEL for electric and hybrid buses. 

5  PROPAGATING AVERAGE BUS NOISE LEVELS  
Using the average SEL values, HDR propagated bus noise beyond 50 feet to see how it attenuates with 

distance. HDR utilized FTA Table 4-23. SEL is first converted to a 1-hour Leq by FTA Equation 4-34, which is 

𝐿𝑒𝑞(1ℎ𝑟) = 𝑆𝐸𝐿𝑟𝑒𝑓 + 10 log(𝑉) + 25log (
𝑆

50
) − 10log (

𝑆

50
) − 35.6. 

Here, 𝑉 is the average hourly volume of vehicles, which in this case is 1, and 𝑆 is the average vehicle 

speed, which is 50 miles per hour.  

Then, these 𝐿𝑒𝑞(1ℎ𝑟) values are given a correction to represent propagation over a distance. This is done 

for buses by FTA Equation 4-47, which is 

𝐶𝑑𝑖𝑠𝑡𝑎𝑛𝑐𝑒 = −10log (
𝐷

50
) − 10𝐺log (

𝐷

29
). 

Here, 𝐷 represents the distance away in feet, and 𝐺 is the ground factor, which changes depending on 

how acoustically absorptive the ground cover is. HDR evaluated two ground absorption scenarios that 

represent the range of possible ground absorption values. In the first, the ground is fully acoustically 

reflective, and so 𝐺 is equal to 0. This represents sound propagating over paved ground, smooth ice, or 
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calm open water which approximates an urban environment.   In the second, the ground is considered 

acoustically absorptive and so 𝐺 must be calculated. This represents sound propagating over grass, bare 

soil, vegetation, etc. This is done by FTA Equation 4-43 and Equation 4-44. The latter is 

𝐻𝑒𝑓𝑓 =
𝐻𝑠 + 2𝐻𝑏 + 𝐻𝑟

2
. 

Here, effective height 𝐻𝑒𝑓𝑓 considers source height 𝐻𝑠 , barrier height 𝐻𝑏 , and receiver height 𝐻𝑟 . There is 

no barrier, so 𝐻𝑏 = 0. Additionally, since the source is a city bus and the receiver is a human, we use each’s 

standard height as stated in FTA Table 4-26. Thus, 𝐻𝑠 = 3 feet, and 𝐻𝑟 = 5 feet, which leads to 𝐻𝑒𝑓𝑓 = 4 

feet. FTA Equation 3-34 states that if 𝐻𝑒𝑓𝑓 ≤ 5 feet, then 𝐺 = 0.66.  

Table 14 shows calculated Leq values at distances between 50 feet to 500 feet for the researched average 

SEL values over both acoustically reflective and absorptive ground.  

Table 14.  Leq vs Distance Based on Average SEL 

 Acoustically Reflective Ground Leq 

(dBA) 

Acoustically Absorptive Ground 

Leq (dBA) 

Distance 

(ft) 

Diesel Electric Hybrid Diesel Electric Hybrid 

50 51 43 46 49 42 44 

100 48 40 43 44 37 39 

150 46 38 41 41 34 36 

200 45 37 40 39 32 34 

250 44 36 39 38 30 33 

300 43 35 38 36 29 31 

350 42 35 37 35 28 30 

400 42 34 37 34 27 29 

450 41 34 36 33 26 28 

500 41 33 36 33 25 28 

 

Bus noise propagating over acoustically reflective ground attenuates by 10 dBA over 500 feet, while 

propagation over absorptive ground attenuates by 16 dBA over 500 feet. Table 15 shows similar data 

based on FTA default SEL values. 
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Table 15.  Leq vs Distance Based on FTA SEL 

 Acoustically Reflective Ground Leq (dBA) Acoustically Absorptive Ground Leq 

(dBA) 

Distance 

(ft) 

Diesel Electric Hybrid Diesel Electric Hybrid 

50 46 44 47 45 43 46 

100 43 41 44 40 38 41 

150 42 40 43 37 35 38 

200 40 38 41 35 33 36 

250 39 37 40 33 31 34 

300 39 37 40 32 30 33 

350 38 36 39 31 29 32 

400 37 35 38 30 28 31 

450 37 35 38 29 27 30 

500 36 34 37 28 26 29 

Source: FTA, 2018 

As the same propagation formula was applied, the same attenuation trend is achieved for the FTA values 

and the calculated overall average values. Figure 10 shows this propagation graphically for the 

acoustically reflective ground case. 

Figure 10.  Bus Noise vs. Distance at 50 mph over Acoustically Reflective Ground  

 

Source: FTA, 2018 
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This graph of sound level vs. distance shows that at 50 mph (80 kmh) the averaged diesel bus is loudest, 

the averaged electric bus is quietest, and the averaged hybrid bus is roughly in the middle of the other 

two.  Bus noise levels based on FTA SEL values range between the averaged values. Figure 11 shows 

similar data for attenuation over acoustically absorptive ground.  

Figure 11.  Bus Noise vs. Distance at 50 mph over Acoustically Absorptive Ground  

 

Source: FTA, 2018 

This graph shows the same relationship between bus types as the previous, but with additional 

attenuation applied due to ground absorption. These simple propagation calculations do not account for 

the shielding effects of buildings located close to the alignment which interrupt sound propagation and 

reduce noise levels behind the buildings.   

6  FINDINGS 
Noise from electric buses varies with speed more than from diesel buses at speeds at or below 30 kmh.  

There is closer agreement, but still a moderate difference in noise from electric and diesel buses between 

30 kmh and 40 kmh. For hybrid buses, there is a substantial difference in noise from diesel for speeds at 

and below 10 kmh, and a moderate difference for speeds between 10 kmh and 20 kmh. There is merit in 

identifying speed regimes on bus routes that have residences and other noise-sensitive parcels adjacent 

to the alignments, and selecting the bus type that will be quietest for most of the route.   
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DISCLAIMER 
In preparing this report, HDR relied, in whole or in part, on data and information provided by the Client and 

third parties that was current at the time of such usage, which information has not been independently verified 

by HDR and which HDR has assumed to be accurate, complete, reliable, and current. Therefore, while HDR has 

utilized its best efforts in preparing this report, HDR does not warrant or guarantee the conclusions set forth in 

this report which are dependent or based upon data, information or statements supplied by third parties or the 

client, or that the data and information have not changed since being provided in the report. 

This report is intended for planning purposed for the Client, and for Client’s sole and exclusive use and is not for 

the benefit of any third party and may not be distributed to, disclosed in any form to, used by, or relied upon 

by, any third party without prior written consent of HDR, which consent may be withheld in its sole discretion. 

Use of this preliminary feasibility report or any information contained herein, if by any party other than Client, 

shall be at the sole risk of such party and shall constitute a release and agreement by such party to defend and 

indemnify HDR and its affiliates, officers, employees and subcontractors from and against any liability for direct, 

indirect, incidental, consequential or special loss or damage or other liability of any nature arising from its use of 

the Report or reliance upon any of its content. To the maximum extent permitted by law, such release from and 

indemnification against liability shall apply in contract, tort (including negligence), strict liability, or any other 

theory of liability. 
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EXECUTIVE SUMMARY 
The Zero Emission Fleet Transition Plan is a roadmap for Stratford Transit to convert its transit fleet to zero 

emission vehicles by 2042. This study included energy modelling of battery electric buses (BEBs) on their 

current routes to confirm feasibility and make recommendations on vehicle and charging infrastructure.  

The study also looked at other factors needed to support bus electrification such as utility coordination, 

changes in vehicle maintenance, facilities, staffing and operations. 

Battery electric vehicle technology is improving rapidly, and capabilities may change vehicle and 

infrastructure requirements in the future.  A phased approach that allows the agency to learn as it grows is 

recommended to account for changes as new information and technology becomes available.  The 

transition plan recommends that over the next five years, Stratford Transit purchases a small number of 

BEBs to replace vehicles slated for retirement to become familiar with the technology rather than 

immediately implementing a full transition all at once. 

The proposed transition plan indicates that if Stratford Transit were to cease purchasing diesel buses after 

2023 and purchase 100% BEBs as replacements, the conversion to a 100% zero emissions fleet could be 

completed as early as 2042. Figure 1 displays the long-term transition plan with the first BEBs arriving in 

2026 based on an assumed lead time of two years after ordering. The plan is presented with the caveat 

that as technology advances and the agency learns more about the operation of BEBs, the plan should be 

revisited in approximately five years as there may be cost savings by leveraging technology 

improvements.  

Figure 1 – Long-Term Fleet Replacement Plan – Fleet size and composition by year 

 

Infrastructure upgrades are a major requirement for the fleet transition; further design refinement and 

procurement should begin as soon as possible based on the recommendations of this report.  Timelines 

15
13 13 12 12 11 11 11 10 10

8 8 8
6 6 6

2

2 2
2 2

2 2 2
2 2

2 2 2

2 2 2

2

2 2

1 1 2 2 2 3 3
5 5 5

7 7 7

11
13 13

15

5 5 5 4 4 3 2 1

1 1 2 3 4 5 5 5 5 5 5 5 5 5 5 5 5

0

2

4

6

8

10

12

14

16

18

20

2
0

2
3

2
0

2
4

2
0

2
5

2
0

2
6

2
0

2
7

2
0

2
8

2
0

2
9

2
0

3
0

2
0

3
1

2
0

3
2

2
0

3
3

2
0

3
4

2
0

3
5

2
0

3
6

2
0

3
7

2
0

3
8

2
0

3
9

2
0

4
0

2
0

4
1

2
0

4
2

40' Diesel Bus 40' Diesel-Hybrid Bus 40' Battery Electric Bus

Gasoline Paratransit Shuttle Electric Paratransit Shuttle

DEPOT 
CHARGING 

INVESTIGATE EN-ROUTE 
CHARGING @ COOPER TERMINAL

ALL 
ELECTRIC 

FLEET

EN-ROUTE 
CHARGER 
INSTALLED

82



City of Stratford Transit ZERO EMISSION FLEET TRANSITION PLAN 

iv 

 

associated with electric grid connection and charging equipment delivery can take several years to be 

completed.  High demand and supply chain issues for both vehicles and equipment mean that even 

though the first bus may not arrive until 2026, planning for the arrival of the first vehicles should start at 

least two years in advance.  If the charging infrastructure is not in place when buses arrive, the buses will 

not be able to operate. 

Staff skills upgrading is also key to a successful fleet transition.  Operations staff will need to be trained on 

operating BEBs and supervisors will need to become familiar with the range limitations and charging 

procedures of vehicles.  Maintenance staff will require training from manufacturers on the new electrical 

systems and additional safety procedures to work around high voltage systems.  

An economic analysis was conducted to evaluate the Net-Present-Value cost of the fleet transition and 

compared a business-as-usual scenario where diesel buses are purchased between 2023-2050.  BEBs 

generally offer lower operating costs at the expense of higher initial capital costs.  While the overall cost 

of the full transition was found to be $9.8 Million more expensive than the baseline, government funding 

like the Zero Emission Transit Fund (ZETF) is available that may be able to off-set those costs.   

The goal of the fleet transition is to assist the City of Stratford in its emissions reductions campaign. This 

transition will help Stratford continue their commitment to sustainability by reducing emissions of its 

transit fleet by 93% compared to existing conditions. This will assist in achieving its reduction goals, 

improving air quality and reducing noise impacts in the community, and increasing resilience to climate 

change.
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1  INTRODUCTION 
In response to the City of Stratford’s climate emergency declaration in February 2020, the City is 

collaborating with local municipalities in the Perth County Greenhouse Gas (GHG) Reduction Plan to 

reduce GHG emissions and increase resiliency to climate change. The County’s plan strives to achieve a 

30% reduction of GHG emissions from the 2017 baseline year by 2030 and achieve net zero emissions by 

2050.1 A transition of the revenue transit fleet to zero emission vehicles will assist Stratford and the 

County in achieving net zero emissions by 2050. 

As part of Metrolinx’s Joint Transit Procurement Initiative, the City of Stratford engaged HDR Corporation 

to evaluate the feasibility of battery electric vehicles (BEVs) and to develop a transition plan for the 

revenue transit fleet to transition away from gas and diesel toward zero emission operations. The Fleet 

Transition Plan identifies feasible transition pathways, associated capital and operating costs, service 

impacts, and a preferred transition pathway.  

 

 

 

 
1 https://www.stratford.ca/en/live-here/resources/Climate-Change/Perth-County-and-Municipalities-

Climate-Change-Plan-FINAL_cb.pdf 
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2  FLEET ELECTRIFICATION TRANSIT ION PLAN  
The transition from conventional gasoline and diesel buses to BEBs is a significant undertaking requiring 

robust planning with many significant impacts to the organization. Infrastructure Canada has created the 

Zero Emission Transit Fund (ZETF) to support organizations in transitioning their fleets.  In addition to 

funding planning projects, it has a capital stream that provides opportunities for transit agencies to 

receive funding for qualifying projects.  To apply for capital funding there are six specific planning 

elements that applicants must satisfy and this Fleet Transition Plan has been developed to address those 

six elements: 

1. System Level Planning: Description of system-level planning undertaken for the project, such as 

analysis of zero emission bus (ZEB) technologies, energy consumption analysis and identification 

of charging/refueling and facility requirements. 

2. Deployment Strategy: Includes the fleet and infrastructure implementation plan. 

3. Operational and Maintenance Planning: Identifies operational considerations to support 

innovative and effective BEB deployment and future operations. Operational considerations 

include aspects such as scheduling, dispatching, in-service monitoring, charging and storage 

strategies.  

4. Capacity to Implement the Technology: Provides details on the organization’s resources, skills 

and training required for the deployment and operation of a new ZEB fleet.  It also provides an 

assessment of risks and mitigations that will need to be monitored during implementation. 

5. Financial Planning: Provides preliminary cost estimates of different scenarios and their estimated 

lifecycle cost savings relative to the baseline scenario. 

6. Environmental Benefits: Examines the GHG reduction impacts of the BEB transition. 

The Fleet Transition Plan addresses these elements in the subsequent sections and in greater detail in the 

accompanying appendices. 
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2 . 1  SYSTEM LEVEL  PLANNING  
Transitioning to a zero emission fleet involves more than simply buying a vehicle and fueling system. The 

transition introduces new technology and processes into day-to-day operations of transit agencies. 

Successful fleet transition plans take a holistic approach considering operational requirements, market 

conditions, available power, infrastructure demands, and costs. While this Plan focuses on transitioning to 

BEBs, the below section provides a high-level overview of the zero emission technology options currently 

available.   

2 . 1 . 1  Z E RO  E MI S S I ON  B US  VE HI C LE S  &  F UE L IN G  

O P T I ON S  
As transit agencies look for a zero emission technology to replace diesel buses, there are two primary 

options, BEBs and hydrogen fuel cell electric buses (FCEB). Currently, BEBs are the most popular 

replacement choice because they use the electrical grid as their fuel source, which is universally available 

and relatively “easy” to connect into and obtain the required power. However, both vehicle types have a 

limited range compared to diesel which means they are often not capable of directly replacing buses with 

long duty cycles or blocks. In some cases, it is not possible to adjust the routes and service to allow for the 

capability of a BEB, so an alternative zero emission vehicle type or enhancement is needed. 

En-route charging is an enhancement that can greatly improve the feasibility of BEBs in many situations. 

En-route charging refers to the siting of charging infrastructure along the transit route where a BEB can 

charge during a layover or as needed. This is particularly helpful with circular routes where the same en-

route charger can be used by a vehicle multiple times throughout the day. En-route charging 

infrastructure should be located at places such as transit centers where buses 

operating on multiple routes have scheduled layover time. En-Route charging 

can extend the range of a BEB and facilitate one-to-one replacement of 

diesel vehicles when the routes are conducive to this charging strategy. 

Hydrogen FCEBs are the other primary option as a propulsion type 

available for a zero emission transition. FCEBs use a drivetrain similar 

to that of a BEB as shown in Figure 2. However, they have a small 

battery on-board instead of a large battery. The small battery is 

recharged by an on-board fuel cell that generates electricity from 

hydrogen as the vehicle travels. The energy density of hydrogen is 

much higher than a battery, which allows for the range of these 

vehicles to closely match a conventional diesel bus. 
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Figure 2 – BEB and FCEB Vehicle Technology Comparison 

 

The greatest benefit of FCEBs is that their range is comparable to diesel buses. However, the challenge 

with deploying FCEBs is locating a source of hydrogen, which is less readily available than electricity. 

2 . 1 . 2  E N E RG Y  C O N S U M PT I ON  A N A L Y S IS  
To determine feasible transition pathways, system level planning was undertaken to understand how 

different BEVs could be deployed in Stratford Transit’s fleet.  Understanding energy consumption is a key 

component of system level planning for a fleet transition, as it informs the choice of vehicle technology, 

infrastructure requirements, finances, and fleet replacement strategies. The consultant’s energy 

consumption model, Zero+ Model, provides a comprehensive understanding of the potential impacts 

zero emission technology may have on Stratford Transit’s existing transit service. Figure 3 shows the 

Zero+ Model inputs, outputs, and process. 

Energy consumption is impacted by several factors including the slope and grade of the bus routes, 

number of vehicle stops, anticipated roadway traffic, and ambient temperature. The Zero+ Model analyzes 

variables known to impact lifetime vehicle performance, like energy density; battery degradation; 

operating environment; heating, air conditioning, and auxiliary power loads; as well as the lifecycle of bus 

batteries and hydrogen fuel cells. The model uses General Transit Feed Specification (GTFS) data, 

Geographic Information Systems (GIS) data, and vehicle specifications to create an accurate energy 

consumption profile unique to Stratford Transit’s existing service, yielding the most accurate results 

possible to influence strong, effective decision making. 

Six scenarios were modelled using the Zero+ Model to determine viable transition pathways and 

recommend a preferred transition scenario. The detailed results of the route modelling analysis can be 

found in Appendix A: Energy Modelling Report. 
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Figure 3 - Zero+ Model Inputs, Outputs, and Process

 
 

2.1.2.1 Key Findings 
The Zero+ Model found that BEBs with 525 kWh of on-board energy and diesel auxiliary heaters can 

complete at least a half day of service and are the recommended option.  Relying solely on depot 

charging is possible but the analysis indicates that the fleet size would need to increase.  Additional buses 

would be required to be purchased to allow for a bus to be available at the garage to be able to replace 

the one that is coming out of service mid-day. The model found that en-route charging would be 

beneficial in reducing the need to swap vehicles at the garage mid-day if it were implemented.  It would 

also avoid the need to purchase additional vehicles to accommodate vehicle swapping.  

Stratford Transit also operates a school bus service Monday to Friday as well as an on-demand transit 

service on the weekends.  Both of these services were determined to be feasible with the vehicle 

configuration mentioned above. 

The paratransit fleet was also analyzed with the current BEV types that are available.  The analysis 

indicates that the vehicles currently on the market are suitable and would be able to replace the current 
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paratransit fleet 1:1 for that service by charging overnight at the garage without any additional fleet 

requirements. 

The remaining sections use the 525 kWh with diesel auxiliary heating as the recommended vehicle 

technology. 

2 . 1 . 3  Z E RO  E MI S S I ON  B US  T RA N S IT I ON  S T RA T E G Y  
Several transition scenarios were developed based on vehicle technology options, fleet replacement 

schedules, and block feasibilities. This strategy outlines how many vehicles should be purchased each year 

and identifies the infrastructure required to accommodate the new vehicles and when infrastructure 

would be needed. Stratford Transit’s transition strategy has been divided into two phases:  

• The Near-Term Transition Plan describes BEB purchases and infrastructure deployments for the 

next five years (2023-2027). This phase of the plan will be used to guide project development and 

grant applications for the next several years. During this five-year period, the market will mature, 

technology will advance, and Stratford will gain valuable real-world experience with BEB vehicles. 

By 2027, Stratford will have experience working with BEBs and will be able to determine the 

appropriate strategy for converting the rest of its fleet to 100% BEBs.  

• The Long-Term Transition Plan describes BEB purchases and infrastructure deployments for full 

fleet transition and beyond (2027-2050).  It provides a roadmap of what a transition would look 

like with today’s technology, but it should be recognized that the plan will change as Stratford 

gains experience with the vehicle capabilities and as advancements in BEB technology change 

(such as battery improvements, extended ranges, grid reliability, etc.) key assumptions.  

Stratford currently has 20 vehicles in its fleet, including 15 40-foot diesel buses and five accessible 

paratransit shuttles. There are no immediate plans to expand the fleet but there are plans to replace some 

of the 40-foot diesel buses that are end of life and need to be retired with diesel-hybrid buses. The 

current fleet replacement plan is shown in Figure 4. Diesel-hybrid buses will be a good steppingstone for 

maintenance staff to become familiar working with vehicles that have high-voltage electrical systems 

while also mitigating some GHG emissions prior to BEB infrastructure being ready. 
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Figure 4 - Existing Fleet Replacement Schedule 

 

 

The useful life for a Stratford paratransit shuttle is eight years whereas the useful life of a 40-foot bus is 18 

years which is why the replacement schedule is more spread out.  

2 .2  DEPLOYMENT PLAN 

2 . 2 . 1  N E A R -T E R M  T RA N S IT I ON  P LA N  
Stratford Transit will begin by purchasing two hybrid-diesel buses in 2024 to address immediate 

replacement needs and then start purchasing battery electric buses to replace its retiring diesel fleet 

starting in 2026 after which 100% of all future bus procurement will be BEBs. Stratford will operate the 

BEBs using depot charging, swapping out buses as needed at the garage.    

To facilitate the operation of BEBs, charging infrastructure will be required. To meet the bus purchase 

schedule, the infrastructure deployment will need to be completed by the time the first buses arrive in 

2026. Planning, design, and construction will need to occur prior to the deployment. The infrastructure 

plan assumes that each charger will have three dispensers (plug-in cables) that will be located inside the 

garage and charge vehicles sequentially as they arrive. The Near-Term Transition Plan bus deployments 

and supporting infrastructure are described in Figure 5. 
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Figure 5 – Near-term transition plan - Fleet size and composition by year 

 
 

The coming years will involve planning and procurement of initial vehicles and charging infrastructure.  

Due to demand and supply chain constraints, procurement of BEVs can take up to two years to arrive 

from time of order so it’s important to place orders well in advance of when vehicles are needed. 

Charging infrastructure also have similar arrival timelines.  The initial installation of charging infrastructure 

will require coordination with Festival Hydro to have the electrical service upgraded to accommodate the 

future BEB fleet.  After the initial service upgrade, future phases of charging infrastructure can be installed 

in the garage without changes to the electrical service.  Additional information on facility infrastructure 

requirements can be found in Appendix B: Facility Assessment Report. 

2 . 2 .2  L O N G -T E RM  T RA N S IT I ON  PLA N  
The Long-Term Transition Plan illustrates how Stratford Transit would fully transition the fleet to 100% 

battery electric based on the current retirement schedule (Figure 6). By 2042, Stratford Transit’s fleet 

would be 100% zero emission with 15 x 40’ BEBs and 5 paratransit battery-electric shuttles. The plan has 

not factored in any service expansion as the fleet size is assumed to remain the same for the foreseeable 

future.  Because of the proximity of the service to the garage and the current number of spare buses, 

there are operational mitigations that can be implemented to avoid increasing the fleet size.  Additional 

information on the assumed operating plan can be found in Appendix A: Energy Modelling Report. 
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Supportive infrastructure will include deployment of four depot chargers (four @ 150 kW) with 12 

dispensers (three per charger) and one en-route fast charger (450 kW) at Cooper Terminal for the 40’ bus 

fleet. The paratransit vehicles can use the same plug-in chargers as the 40’ bus fleet initially with five plug-

in depot chargers (22.5 kW each) planned longer term as the fleet gets closer to 100% battery electric.  If 

paratransit vehicles can utilize AC charging, level 2 AC chargers could be installed in place of the lower 

powered DC chargers which may reduce infrastructure costs. Initially, one depot charger will be installed 

between 2023 and 2026 with additional depot chargers deployed starting in 2028.  

In this scenario, the en-route fast charger at Cooper Terminal would be investigated over the next 10 

years to determine if it can be integrated into plans at Cooper Terminal and installed closer to 2035.  

Stratford Transit will need to evaluate vehicle technology improvements over the coming years as it may 

eliminate the need for en-route charging.  Note that the inclusion of an en-route charger was modelled 

for feasibility of the full transition but it is anticipated that Stratford Transit will operate using depot-

charging in the near term. The Long-Term Plan includes the en-route charger to demonstrate a scenario 

where fleet is converted and illustrate a decision Stratford will have to evaluate over the next 10 years. 

Figure 6 - Long-term transition plan – Fleet size and composition by year 

 

 

Beyond the installation of the initial depot charging infrastructure, additional chargers and dispensers will 

need to be purchased to keep up with the number of BEBs in the fleet (Figure 7).  The plan is phased so 

that the number of dispensers is equal to or greater than the number of BEBs in the fleet.  The facility and 

infrastructure section below provides more details on the specifics of the charging infrastructure and 

phasing.   
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In the latter half of the transition plan, there will be more vehicles than dispensers since with the current 

operation, some of the vehicles park in locations that are not suitable for charging such as 

fueling/washing lanes and maintenance bays.  This should not be an operational issue as a maximum of 

ten buses are typically in service matching the available chargers. Stratford Transit staff can arrange to 

move buses into available charging positions as vehicles leave for the day to charge buses that are not in 

service. 

Figure 7 – Long-Term Garage Infrastructure Plan – Vehicles and Dispensers 

 

 

 

2 . 2 .3  F A C I L I T Y  &  IN F RA S T R UC T URE  PLA N  

2.2.3.1 Existing Conditions 
Stratford Transit’s operations and maintenance facility for the revenue transit fleet and non-revenue 

vehicles is located at 60 Corcoran St, Stratford, Ontario. Figure 8 shows an aerial photo of the site and 

highlights the functional areas of the garage.  The facility has two maintenance bays, a wash bay, fuel/lube 

pit, and electrical room in the maintenance bay area located on the southwestern side of the facility. 

Beside the main maintenance area is the bus parking and storage area, office space, and a storage barn. 

Employee parking is on the eastern side of the facility. The property is owned by the City and there are 

currently plans to develop land to the south of the Transit Garage. 

The site hosts 15 x 40’ transit buses and five specialized paratransit shuttles. There are no current plans for 

expansion.  
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Figure 8 – Stratford Transit Garage 

 

All of Stratford Transit’s routes depart and terminate at the Cooper Transit Terminal.  The terminal is 

located on Downie Street adjacent to Milton Street and Shakespeare Street and has eight sawtooth bus 

bays. The terminal is centrally located and provides parking for transit customers. The facility was recently 

renovated and has updated lighting, passenger shelters and an operator relief facility. Should Stratford 

Transit deem en-route charging necessary, Cooper Transit Terminal is a candidate location (Figure 9). 

Figure 9 – Cooper Transit Terminal 

 

2.2.3.2 Stratford Transit Garage Charging Infrastructure   
A concept plan was developed for the Stratford’s Transit Garage based on the recommended charging 

infrastructure required to operate the transitioned fleet.  It is recommended that Stratford Transit attempt 

to have as close to a 1:1 dispenser to bus ratio to allow buses that return to the garage to be plugged in 

and left to charge when the equipment is available and avoid cycling of the fleet through a limited 

number of charging positions. In addition to avoiding cycling of buses through charging positions, this 

also provides resiliency in the event of a charger failure, as there would be a fallback option of cycling 
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buses through the working charging positions until the equipment could be repaired. The long-term 

transition plan identifies an almost 1:1 dispenser to bus ratio and should be appropriate given discussions 

with Stratford Transit about their operations and their peak service requirement of ten buses. 

With the available space in the garage, the concept plan includes four x 150 kW chargers with three 

dispensers each as well as five lower power level chargers to charge the paratransit fleet.  For the 150 kW 

chargers, there is a 3:1 ratio of dispensers to chargers, meaning each charger will be connected to three 

plug-in dispensers and vehicles will be sequentially charged based on the order the buses are connected.  

A phased implementation of infrastructure is recommended where charging infrastructure is incrementally 

purchased and installed as more BEBs are added to the fleet. Table 1 lists the charging infrastructure for 

each phase of the transition plan.  

Table 1 – Phased Charging Infrastructure Requirements for Stratford Transit Garage 

Phase Transit – 150 kW BEB Dispensers installed 

1 Electrical Service Upgrade +  

1 x 150 kW Charging Module w/ 3 Dispensers 

2 1 x 150 kW Charging Module w/ 3 Dispensers 

3 1 x 150 kW Charging Module w/ 3 Dispensers 

4 1 x 150 kW Charging Module w/ 3 Dispensers 

Paratransit 5 x 22.5 kW DC Wallbox Dispenser (Could also be AC if buses can accept it) 

Total 17 Dispensers 

 

The concept plan (Figure 10) shows the electrical infrastructure installed with one 150 kW charger 

installed per phase (and a single paratransit phase), however the phases could be combined to get more 

charging installed sooner depending on Stratford’s fleet replacement plan.  
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Figure 10 - Conceptual Site Plan with Phased BEB Charging 

  

An in-person site visit was conducted of the Stratford Transit Garage to identify site specific and general 

constraints and opportunities that arise with the introduction of fleet electrification. While there are some 

aspects of the facility that will require further investigation during detailed design (such as roof and floor 

structural capacity) there were no significant constraints that would prohibit Stratford from starting to 

adopt BEBs. 

The detailed results of the facility analysis can be found in Appendix B: Facility Assessment Report. 

2.2.3.3 En-route Charging Infrastructure at Cooper Transit Terminal 
Cooper Transit Terminal was selected as the most ideal location for en-route charging based on 

modelling results. Supplementing the longer range BEBs with en-route charging at Cooper Terminal 

would eliminate the need to swap buses from the Transit Garage with those at Cooper Terminal. 

Investigating en-route charging at Cooper Transit Terminal is recommended for Stratford Transit over the 

next 10 years. A single charging station would be required at the site as shown in the charging 

infrastructure concept plan in Figure 11. It is noted that this investigation was conducted for feasibility 

and is not a required element for the fleet’s transition but can provide redundancy and eliminate the need 

for bus swapping. 
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Figure 11 – Conceptual Site Plan for Cooper Transit Terminal Charging Infrastructure  

 

A single 450 kW pantograph charger could be installed in a new pullout that will allow for parking of the 

BEB on the exterior of the terminal without impeding traffic flow. The charging station would be shared by 

all buses that use the terminal.  Since many of the routes arrive and depart the terminal around the same 

time, Stratford Transit would have to develop a system to let operators know when they should use the 

en-route charger.  This could be either a fixed schedule or possibly based on when an operator’s BEB goes 

below a certain state of charge. 

Additional details on the en-route charging infrastructure at Cooper Terminal can be found in Appendix 

B: Facility Assessment Report. 

2 .3  OPERATIONAL PLANNING  
With the introduction of BEBs, operations and maintenance procedures will need to be adapted to 

accommodate new requirements associated with electrification.  

2 . 3 . 1  C HA N G E  MA N A G E ME N T  
Stratford Transit’s transition from diesel to battery electric buses is a major transformational change for 

the organization impacting all areas of operation. Transformational changes shift an organization’s 

mission, strategy, structure, performance and processes.2 The Perth County Greenhouse Gas (GHG) 

Reduction Plan identified the need for change and this Transition Plan initiates the process by assessing 

 
2 5 Steps in the Change Management Process | HBS Online 
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feasibility and outlining a path forward. This Transition Plan can be used to help communicate the need 

for change and path forward to stakeholders who will be impacted by and ultimately enact the change. 

The following elements are important considerations in Stratford Transit’s change management plan: 

• A clearly defined vision and goal (as outlined in the Perth County Greenhouse Gas (GHG) 

Reduction Plan) that is easily communicated;  

• Identification of stakeholders: 

o Community (communicate goals of the change, communicate changes in service) 

o First Responders (communicate changes to infrastructure and vehicles, safety planning) 

o Employees (changes in operation, understand skills and knowledge gaps, training and 

education planning) 

o City Council (communicate plans for transition, secure approval and funding) 

o Transit Unions (communicate changes to responsibilities, updates to safety 

protocols/procedures, gather feedback) 

o Original Equipment Manufacturers (OEMs) (communicate needs, understand options 

o Contractors (communicate changes to infrastructure, operations, and requirements) 

• Performance Indicators such as greenhouse gas emission reductions (see Section 2.6) 

• An understanding of changes in knowledge and skills required to make a successful transition 

(see Section 2.3.2 or Appendix C: Training & Staffing Plan) 

• Documentation of changing procedures and operations 

• A change management champion (such as the transition project manager, transit supervisor, or a 

similar position) 

• Identification of risk and risk management plan (see Section 2.4.1) 

• Identification of capital (such as ZETF) and on-going funding sources (see Section 2.5.3) 

It is recommended that Stratford Transit develop a comprehensive change management plan that builds 

on the findings of this Transition Plan to successfully electrify their revenue transit fleet. 

Learning is an important piece of change management and aspects of the plan can and will change as 

Stratford Transit becomes familiar with the technology, understands its impacts, and as technology 

advances. Early engagement with those stakeholders to communicate the expected benefits and 

challenges of the fleet transition can allow stakeholders understand why it is happening, what to expect 

and allow them to provide feedback that could be incorporated into the plan. 

Some staff will also have more specific questions about how this may impact them directly.  The following 

section on staffing and training highlights how different user groups are expected to be impacted by the 

transition and the types training and changes which may be required. 

2 . 3 .2  T RA IN IN G  A N D  S T A F F IN G  P LA N   
To assist in the implementation of new zero emission bus technology, a Training and Staffing Plan is an 

important document which identifies the skills, training and engagement required. It identifies gaps in 

current skill sets, recommends ways to adapt and train the current workforce to work with the new 

equipment types confidently and safely.  

 

The Training and Staffing Plan recommends the following actions for Stratford to adapt its current 

workforce to meet skill gaps: 
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• Require vehicle OEMs to provide maintenance and operations training to staff. 

• Develop a high-voltage electrical safety program for employees working on and around battery 

electric vehicles.  

• Develop a coordinated safety training plan with first responders. 

• Explore opportunities to visit/learn from transit agencies with existing BEBs. 

• Develop a qualification recordkeeping system. 

• Identify a party who will be responsible to for maintenance and repair charging infrastructure. 

 

The number of staff required to operate and maintain the vehicles is not expected to change based on the 

proposed transition plan. The Staffing and Training Plan identifies potential training curriculums for 

maintenance staff that would provide a solid foundation for the implementation of BEBs and associated 

infrastructure. Appendix C: Training & Staffing Plan provides the detailed plan.  

 

2 . 3 .3  I N F RA S T R UC T U RE  O PE RA T ION S  /  MA IN T E N A N C E   
A new aspect that Stratford Transit will need to consider will be maintaining the charging equipment and 

associated electrical infrastructure required to support the fleet. Proper maintenance helps reduce 

downtime and associated revenue loss from non-functional equipment. Typical preventive infrastructure 

maintenance includes cleaning cables, inspecting wires, charging cables and cabinets and checking 

operations and connectivity.  Software should be used for dashboard monitoring for BEBs and charging 

infrastructure to monitor performance, identify issues, and schedule maintenance (as described in Section 

2.3.4).  

 

Stratford Transit will need to consider the following types of maintenance for its BEBs and charging 

infrastructure: 

• Preventive (actions taken to prevent unexpected issues) 

• Corrective (actions taken to correct issues) 

• Warranty (action taken by OEM to correct issues for specified time period) 

 

It is recommended that Stratford Transit develop a maintenance strategy for each of the maintenance 

types and processes for scheduling, performing, and contracting maintenance to ensure timely repair and 

service provision. For preventive maintenance, Stratford Transit should work with the OEM to receive 

information and training (via a Train the Trainer approach). Software systems should also be configured to 

assist in scheduling. A preventive maintenance standard operating procedure should be developed and 

documented. A corrective maintenance standard operating procedure should be developed and 

documented based on the considerations below and relevant maintenance approach. Stratford Transit 

should work with the OEM to understand the types of typical corrective maintenance required on BEBs 

and infrastructure to help inform the procedure. A standard operating procedure for warranty 

maintenance should be developed and documented in coordination with the OEM to ensure timely 

maintenance performance. This procedure should include a strong recordkeeping components of 

warranty claims to reduce risk for Stratford Transit.  

 

There are several approaches to infrastructure maintenance that Stratford Transit can consider: 

• Purchasing OEM warranties/service plans 

• Hiring of trades certified in-house staff to manage equipment  

• Engaging a local contractor  

• Contracted design/build/maintain models like Charging as a Service (CaaS) and Energy as a 

Service (EaaS) 
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These approaches may work best for the different types of maintenance. Preventive maintenance can be 

undertaken by in-house staff through OEM-led training programs (as described in Section 2.4.1 and in 

Appendix C: Training & Staffing Plan), while corrective maintenance may be best managed through 

warranty agreements with the OEM. Contractors that specialize in BEBs and charging infrastructure could 

also be a viable option depending on experience, cost, and risk tolerance.  

 

Based on a review of the consultant’s experience with other transit agencies in the United States, it is 

noted that most agencies begin with OEM service agreements and re-evaluate after a few years to 

determine if they should continue with the OEM or adopt another approach (such as contracting or in-

house servicing). The review of other agencies experience found there were some challenges with 

timeliness in OEM agreements and many have opted to include clauses to incentivize faster maintenance 

servicing turnarounds.  

 

In Canada, the Toronto Transit Commission (TTC) has adopted CaaS/EaaS models to allocate risk to 

parties that are best able to manage it. Transit agencies are not naturally equipped to manage electrical 

infrastructure and optimize energy costs as it has not been part of their core business. EaaS/CaaS allows 

for more consistent fuel/energy pricing for the transit agency, while shifting riskier aspects of 

infrastructure that the agency may not necessarily understand very well (like operations and maintenance) 

to the contractor. 

 

It is recommended that Stratford Transit consider various approaches to infrastructure maintenance 

including CaaS/EaaS and OEM warranties/service plans. Shifting risk and responsibility to OEMS or third 

parties will allow Stratford Transit to focus on vehicle operations and service provision which is its core 

function. Each of these strategies have advantages and disadvantages in terms of cost, level of risk and 

responsibility. Costs are typically higher for options like CaaS/EaaS but also allow the transit agency to 

focus on its core business of operating/maintaining transit fleet while allowing others with expertise in 

high voltage electrical infrastructure to manage those types of assets.  With the limited number of staff 

available to manage this type of complex infrastructure, it’s recommended that Stratford consider options 

that put more onus on a third party to manage the high voltage electrical infrastructure and charging 

equipment. 

 

In addition to selecting a maintenance approach, it is wise for transit agencies to keep a reserve of spare 

parts for BEBs and charging infrastructure that can be easily utilized in preventive or corrective 

maintenance situations.  

 

2 . 3 .4  S OF T WA RE  S Y S T E MS  
Software systems are tools that operations and maintenance staff will need to effectively monitor and 

operate a fleet of BEBs.  Stratford Transit should work with the software providers to determine if the 

existing systems can successfully integrate with new vehicle technology and charging infrastructure. In 

addition, new functions (such as charge and energy management) will be required to effectively schedule 

charging sessions between vehicles as they cycle through service. 

OEMs typically offer proprietary software for their vehicles and infrastructure. Any software that is 

purchased or used should be compatible across vehicles and charging infrastructure – especially if 

procured from different OEMs. If proprietary software is not compatible across vehicles and infrastructure, 

Stratford Transit should turn to the market and opt for a third party solution that integrates the 

technology for ease of operation. If it is possible for existing software to be upgraded to include BEB 
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technology, this would provide staff with a comfortable transition and potentially reduce training 

requirements. 

• Vehicle monitoring system – To monitor the status and health of vehicles and equipment. With 

electric vehicles, constant monitoring and logging of system information is needed to know if 

there are errors and to aid staff with troubleshooting those errors.  OEMs often offer software for 

this but there are also third-party options available.  It is recommended that a third party vendor 

agnostic option be used as they can report on vehicles from different vendors on a single 

dashboard.  Vehicle monitoring software should include telematic information that will also 

provide data on things like energy consumption and allow the agency to monitor vehicle 

performance and utilize data to plan for future BEB deployments. 

• Charging and energy management system – To schedule and manage the charging sessions 

between the different vehicles and control the power delivery of the charging equipment. 

Depending on the manufacturer, this software can also provide additional value in controlling 

demand to optimize costs where utility rates are priced in a time of use utility rate structure. Some 

providers offer options with additional functionality like management of other energy resources 

like battery energy storage and solar generation.  More information on the software for 

infrastructure is provided in Appendix B: Facility Assessment Report. 

• Scheduling software – Stratford Transit does not currently utilize software for scheduling of its 

transit service, and this is not expected to change for the transition to BEBs.  Staff will need to 

become familiar with the range capabilities of vehicles and plan bus blocks that are appropriate 

for the type of vehicle. 

 

Stratford Transit should also make sure any software can adhere to relevant industry standards and 

protocols (e.g., OCPP, ISO 15118, etc.).  

It is also noted that no single software system currently packages all the above items into one cohesive 

system that connects chargers, vehicle state of charge, and operational software in a single dashboard. 

For now, agencies are using multiple dashboards to monitor the various systems, but it is recommended 

that Stratford Transit monitor the market for solutions that will improve and integrate these systems. 

2 .4  CAPACITY  TO IMPLEMENT THE  TECHNOLOGY  
With the above considerations in mind, there is capacity to implement BEBs into Stratford Transit ’s fleet 

provided that the above considerations are actioned prior to the fleet arriving and being put into service.  

Appendix C: Training & Staffing Plan highlights some of the key internal considerations Stratford 

Transit should evaluate and action as it transitions to a zero emission fleet.  The Training and Staffing Plan 

provides a pathway to empower the existing workforce with the necessary skills to support the successful 

deployment and maintenance of BEBs. It balances the goals of ensuring consistent passenger service, 

recognizing the value, experience, and knowledge the of the existing workforce while considering where 

to leverage third party expertise.  

2 . 4 . 1  P R O JE C T  R IS K S  A N D  MIT IG A T I ON  
There are risks associated with transitioning Stratford’s transit fleet to a new technology and energy 

source. Table 2 highlights potential areas of risk associated with implementation and operation of battery 

electric buses into Stratford Transit’s fleet and the recommended responses. It is noted that risk exposure 

is subjective by nature and the Plan’s risk exposure will continuously evolve as the Plan advances. Further 
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information about personnel responsible for managing identified risks is in Appendix C: Training & 

Staffing Plan.
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Table 2 - Risks and Responses 

Risk Title Risk Description Response 

Infrastructure 
Transition 

As BEBs are added to the fleet, infrastructure will need to be in place for when vehicles arrive to 
be able to put them into service. Due to coordination with third parties such as local utilities and 
infrastructure manufacturers, timeframes for infrastructure can be very long and disruptive to 
current operations. 

Begin planning for infrastructure changes as soon as practical and consider how construction can occur while maintaining 
current operations. Ensure that infrastructure upgrades can be completed at least six months in advance of vehicles arriving.  
Thorough testing and commissioning should be carried out after installation of new infrastructure servicing BEBs before 
vehicles and infrastructure are needed for service. 

Internal Resource 
Availability to 
Support 
Implementation 

The transition to BEBs will require program management and support from operations during 
implementation and there may be insufficient resources (including both people and equipment) 
which may result in additional costs for project support and delays. 

Identify a resource who will be responsible for management of procuring the vehicles and infrastructure upgrades as a 
coordinated program. Supplementing of existing resources by identifying and hiring for new roles to address gaps and/or 
outsourcing of work where appropriate to contractors and consultants. Engage consultants as necessary to offer support 
during project delivery to support procurement, construction, delivery and commissioning. 

Service Planning 
and Scheduling 

The new electric fleet will introduce new variables and processes into service planning and 
scheduling which may require additional time for adoption and inclusion. These new variables 
and processes may also raise the cost of service delivery and potentially delay implementation if 
service planning and scheduling are unable to adapt to the new requirements. 

Start adapting service planning practices early to understand the characteristics and operating constraints of BEBs based on 
information from the Transition Plan study.  Allow staff to identify information and tools that will be required and support staff 
in obtaining additional capabilities that will allow them to optimize schedules with battery electric buses to maximize fleet 
utilization and minimize operating costs. 

Collective 
Bargaining 
Agreement 
Impacts 

Operational impacts following the transition to BEB may result in impacts to the Collective 
Bargaining Agreement which may increase operational costs.  Operators may be asked to take 
on additional duties such as plugging-in and un-plugging buses from chargers.  Driving 
behaviour heavily impacts vehicle range and it may be beneficial to monitor driver performance 
to correct inefficient driving practices. 

Begin early and constructive engagement with unions on the coming changes to staff requirement to support BEB operations 
including staffing numbers, skillsets, and operational practices. 

Revenue 
Operations 
Assumptions 

The modelling forecasts the fleet size required to maintain current operations considering 
operator hours and associated operating cost. However, the underlying assumptions may not 
consider the full range of operations which may underestimate operational costs. 

Start early in adapting service planning practices to the characteristics and operating constraints of BEBs based on 
information produced from this study to reduce probability of negative impact. Begin early and constructive engagement with 
unions to reduce the impact of deviation from model expectations. 

Supply Chain 
Disruptions 

Ongoing global shortage of electrical subcomponents, replacement parts, and heightened 
production demand due to the increased funding available for zero emissions bus fleets may 
result in shortages of parts and tooling which would increase costs and delay procurement. 
Delays in vehicle procurement and delivery would also result in increased maintenance 
requirements for the current diesel fleets. 

Applicable to both buses and fixed electrical infrastructure.  Plan for adequate lead time to account for potential 
manufacturing and delivery delays.  Ensure that a sufficient quantity of local spare parts are maintained either through 
contracts or storage at the transit facility.  Lists of types and quantities of critical spare parts should be provided by both 
vehicle and charging system suppliers.  

Resiliency Utility blackouts, failure of primary and secondary utility infrastructure, natural disasters, or 
extreme weather events will more significantly impact operations. 

Assess the impact and frequency of power outages to evaluate mitigation options that will meet the organizations risk 
tolerance. Consider the options provided in the facilities report to determine what level of resiliency is required.  Having a 
plan to replace major critical electrical components with long lead times (such as transformers) should be evaluated. 

Insufficient Grid 
Capacity 

The planned fleet will require significant power demand which may not be available with current 
infrastructure and require additional costs to install new transmission lines or substations. 

Begin early and constructive engagement with local utilities to ensure necessary infrastructure upgrades are in place in time 
to support the charging equipment.  Engagement was done as part of the facilities assessment and currently there are not 
expected to be capacity constraints at the sites identified. 

Technology 
Interoperability 

Potential incompatibility between buses and chargers from different manufactures may be 
discovered during testing and commissioning which would result in additional costs and delays. 

Inquire and assess in detail the compatibility of the equipment to be procured during the procurement phase. Ensure 
contracts include testing and commissioning of vehicle with any equipment that is expected to be used. 

Technological 
Obsolescence 

Technology for electric vehicles is quickly changing and current generation vehicles/chargers 
may not be compatible with newer chargers/vehicles. Changes may be driven by changes to 
charging standards, battery technology, or design philosophy which may result in additional 
costs and delays for retrofits to incorporate the latest available technology. 

Regular and periodic market scans of the current state of the industry especially prior to procurement of additional vehicles 
and infrastructure.  Vehicle and charging manufacturers should be expected to maintain spare components for the expected 
lifespan of vehicles and/or a sufficient supply of spare components should be purchased to ensure equipment is able to be 
kept serviceable. 

Software Issues The smart charging software available in modern chargers is subject to bugs and disruptions 
which would negatively impact operations. 

Ensure thorough testing and commissioning is carried out after installation of new infrastructure servicing BEBs and that 
timely support is available for software that is essential to operations. 

Software 
Adoption 

Delays or a lack of adopting the required software tools to support electrification (i.e. smart 
charging, dispatch/control, planning/scheduling, depot management, fleet telematics) may result 
in associated implementation delays for electrification. 

Ensure all wholistic assessment of software and data needs is done prior to the procurement stage and ensure thorough 
testing and commissioning is carried out after installation of new infrastructure servicing BEBs. 
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2 .5  F INANCIAL  PLANNING  
When undertaking any major transit technology and infrastructure project, the cost of implementation is a 

major consideration. Although capital costs are often estimated during the planning stage, the costs of 

operating and maintaining infrastructure over time, as well as the costs associated with periodic 

rehabilitations or replacements, are frequently left out of the decision-making process. These costs can 

become significant in the long-term and may influence the decision of which technology alternative 

provides the greatest long-term value to the agency.  

This financial analysis compared Stratford Transit’s existing diesel bus fleet to proposed BEB alternatives 

to identify the best value alternative for Stratford to reach 100 percent conversion to zero emissions 

technologies before 2050. A high-level summary is provided below.  More detailed information on 

assumptions and results of the financial analysis can be found in Appendix D: Budget & Financial 

Report. 

2 . 5 . 1  F LE E T  T RA N S IT I O N  S C E N A R I OS  
The costs evaluated included capital, operating and maintenance (O&M), and fuel/electricity over the 

2023 to 2050 period. The two BEB scenarios are compared to a Baseline Scenario that reflects a situation 

in which transit service would be provided through 2050 based on Stratford Transit’s current fleet mix (the 

status quo) to compare annual and total costs and calculate the net present value of each BEB scenario. 

The three scenarios are described below: 

Baseline Scenario: This is the business as usual scenario where Stratford Transit continues to operate 

diesel buses and there is no transition to electric vehicles over the study period between 2023 and 2050.  

BEB - 525 kWh: A deployment of battery electric buses with 525 kWh of on-board energy capacity with 

diesel heating that is charged both at the depot and en-route (one en-route charger).  This scenario 

requires some swapping of vehicles mid-day. 

BEB – 675 kWh: A deployment of battery electric buses with 675 kWh on-board energy capacity (longest 

range available) with diesel heating that is charged both at the depot and en-route.  This scenario avoids 

any vehicle swapping but requires adding a second en-route charger. 

2 . 5 .2  L I F E C Y C LE  C O S T  C OM PA R IS ON  
This section provides a Net Present Value (NPV) comparison of the capital, O&M, and fuel/electricity cost 

estimates among the three scenarios for the 2023 to 2050 period. 

2.5.2.1 Capital Costs 
Table 3 provides a comparison of total capital costs among the three scenarios. The capital cost of 

implementing BEB technology is significantly higher than continuing with diesel buses due primarily to 

the difference in vehicle costs as well as the additional infrastructure investments that would be required 

for BEB implementation.  
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Table 3 - Capital Cost Comparison, millions of 2022$ discounted at 8% 

  Baseline BEB - 525 kWh BEB - 675 kWh 

Diesel Buses $6.4 - - 

BEBs - $15.7 $15.5 

Total Fleet Purchases $6.4 $15.7 $15.5 

Additional Infrastructure - $5.2 $6.4 

Total $6.4 $20.9 $21.9 

 

2.5.2.2 Operations and Maintenance. 
Table 4 provides a comparison of total operating and maintenance cost (excluding fuel) estimated over 

the 2023 to 2050 period based on the assumptions described in the prior sections. The primary unknown 

for O&M costs is vehicle maintenance costs for BEBs. There is an expectation that with vehicles with fewer 

moving parts that maintenance costs will be lower but the technology is still relatively young and long-

term detailed analysis of vehicle maintenance costs is not yet available. 

Table 4 - O&M Cost Comparison, millions of 2022$ discounted at 8% 

  Baseline BEB - 525 kWh BEB - 675 kWh 

Diesel O&M Costs $39.9 $22.2 $22.1 

BEB - $17.6 $17.6 

BEB Charger Maintenance Costs - $0.5 $0.7 

Total $39.9 $40.3 $40.4 

 

2.5.2.3 Fuel and Electricity 
Table 5 provides a comparison of total costs for diesel fuel and electricity over the 2023 to 2050 

period. Cost-wise this is where BEBs offer a significant benefit over diesel buses. The analysis 

factors in forecasted fuel pricing and carbon tax over the study period.  The results of the 

analysis show that BEBs would have lower fuel and electricity costs on a discounted basis. 

Table 5 - Fuel and Electricity Cost Comparison, millions of 2022$ discounted at 8% 

  Baseline BEB - 525 kWh BEB - 675 kWh 

Diesel Costs $9.7 $6.3 $6.2 

Electricity Costs - $0.8 $0.9 

Total Costs $9.7 $7.1 $7.1 

 

2.5.2.4 Overall Scenario Costs 
Table 6 provides a comparison of three options considered from the energy modelling analysis.  While 

BEBs offer significant operational cost savings compared to the baseline scenario, the recommended 
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option of the BEB - 525 kWh scenario is still $9.5 million more expensive over the 2023-2050 period. 

Increasing the battery size to 675 kWh and adding a second en-route charger was evaluated to see if the 

operational cost savings (by not swapping vehicles) would offset the increased capital costs.  As shown in 

the table below, the operational savings were not found to be significant enough to off-set the increased 

purchase costs of the higher capacity vehicles and extra charger which is why the BEB - 525 kWh scenario 

was recommended. 

Table 6 - Overall Scenario Cost Comparison, millions of 2022$ discounted at 8% 

Net Present Value, 2022$ Baseline BEB - 525 kWh BEB - 675 kWh 

Life Cycle Capital Costs $6.4 $20.9 $21.9 

Buses $6.4 $15.7 $15.5 

Non-Revenue - - - 

Related Infrastructure - $5.2 $6.4 

Life Cycle O&M $52.4 $47.4 $47.4 

Operations & Maintenance $39.9 $39.8 $39.7 

Propulsion $12.5 $7.1 $7.1 

Related Infrastructure O&M - $0.5 $0.7 

Total $58.8 $68.3 $69.3 

 

It should be noted that the Net-Present Value calculations in this analysis do not factor in any funding 

programs that may be available to Stratford Transit to support a transition to a zero emission fleet.  

Available funding programs are discussed in the next section. 

2 . 5 .3  F UN DIN G  P LA N  
There are several financing opportunities available to Stratford to secure funding for its zero emission 

fleet transition. The two primary funding sources are the Investing in Canada Infrastructure Program (ICIP), 

and the Zero Emission Transit Fund (ZETF), and Canada Infrastructure Bank’s Zero-Emission Bus Initiative.  

The ICIP is administered by Infrastructure Canada and has invested $131 billion in over 85,000 projects. 

This program has already funded several other municipalities’ transit fleet buses, including conventional 

transit and other mobility services. The federal government will invest up to 40% for most municipal 

public transit costs, though this may increase to 50% for rehabilitation projects. Funding provided by 

Infrastructure Canada is divided among the provinces who distribute funding by municipality.  

The ZETF is administered by Infrastructure Canada, and targets projects that enable or implement transit 

fleet electrification. The ZETF offers flexible financing solutions, including grants and loans to applicants. 

ZETF funding decisions are determined by project viability, estimated operational savings, and estimated 

GHG emission reduction. Approximately $2.75 billion in funding is earmarked for the ZETF program to 

support the numerous municipal transit agencies that may apply for that funding. 

Funding from either program may be used to offset planning, capital, and operating costs associated with 

transitioning diesel fleets to BEBs or alternative fuel technologies. As this funding has not been secured by 

Stratford Transit, it is not included in this analysis. 
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With a clear understanding of capital, O&M, and fuel/electricity costs associated with a zero emission bus 

transition, Stratford can begin to incorporate these costs into future operating and capital budgets. 

Federal and provincial funding will be essential in helping Stratford meet the ambitious goal of reaching 

zero emission by 2050. Stratford should utilize this information to apply for funding from relevant 

programs at the local, regional, provincial, and federal level such as the ZETF and ICIP.  

2 .6  ENVIRONMENTAL  BENEFITS  
The lifecycle cost comparison below considers the financial costs associated with transitioning the 

Stratford Transit fleet from diesel buses to BEBs. An additional consideration is the potential greenhouse 

gas (GHG) emission reductions that may be realized from the transition to BEBs. HDR performed 

calculations to quantify the impacts of BEB operations on GHG emissions relative to the business as usual 

scenario. The analysis does not consider the GHG emissions associated with fabrication and constructing 

new BEB infrastructure or emissions associated with the resource extraction and fabrication of the 

vehicles.  

2.6.1.1 GHG Emission Reduction Impacts 
Based on the assumptions above, the GHG emissions from BEB operations are summarized in Table 7 

below. Over the study period, BEBs will reduce emissions by approximately 12,000 tonnes. 

Table 7 - GHG Emissions, Baseline and 525 kWh BEB Scenarios, Selected Years and Total, tonnes 

  2025 2030 2040 Total  

(2023 to 2050) 

Baseline 796 796 796 22,296 

Diesel 796 796 796 22,296 

BEB - - - - 

BEB Scenario 796 685 91 10,338 

Diesel 796 680 58 9,906 

BEB - 5 33 432 

 

At the end of the transition, Stratford will have reduced its annual GHG emissions by approximately 93% 

compared to current operations (Figure 12). The remaining GHG emissions are associated with electricity 

production and the small amount of fuel consumed by the diesel heaters in cold weather which could be 

offset in the future when heater technology using zero emission fuel sources is viable.  
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Figure 12 - GHG Emissions by Year 

 

Refer to Appendix D: Budget & Financial Report for more detailed information on the GHG Emissions 

Analysis. 

3  CONCLUSION 
The Fleet Transition Plan is a roadmap for Stratford Transit to transition from a diesel fleet to a zero 

emissions fleet by 2042. The Plan is structured based on the ZETF’s six planning elements and provides 

Stratford Transit with the appropriate information to make informed decisions about their zero emissions 

transition and use the information provided in this Plan and the supporting Appendices to apply for 

funding through ZETF, or other funding sources as appropriate.  

This Plan confirms that a transition to BEBs is feasible for Stratford Transit and would greatly reduce the 

agency’s emissions compared to a baseline scenario in which they do not transition to any zero emissions 

technology.  
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DISCLAIMER 
In preparing this report, HDR relied, in whole or in part, on data and information provided by the Client and 

third parties that was current at the time of such usage, which information has not been independently verified 

by HDR and which HDR has assumed to be accurate, complete, reliable, and current. Therefore, while HDR has 

utilized its best efforts in preparing this report, HDR does not warrant or guarantee the conclusions set forth in 

this report which are dependent or based upon data, information or statements supplied by third parties or the 

client, or that the data and information have not changed since being provided in the report. 

This report is intended for planning purposed for the Client, and for Client’s sole and exclusive use and is not for 

the benefit of any third party and may not be distributed to, disclosed in any form to, used by, or relied upon 

by, any third party without prior written consent of HDR, which consent may be withheld in its sole discretion. 

Use of this preliminary feasibility report or any information contained herein, if by any party other than Client, 

shall be at the sole risk of such party and shall constitute a release and agreement by such party to defend and 

indemnify HDR and its affiliates, officers, employees and subcontractors from and against any liability for direct, 

indirect, incidental, consequential or special loss or damage or other liability of any nature arising from its use of 

the Report or reliance upon any of its content. To the maximum extent permitted by law, such release from and 

indemnification against liability shall apply in contract, tort (including negligence), strict liability, or any other 

theory of liability. 
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1  INTRODUCTION 
The City of Stratford is addressing climate change by collaborating with other local area municipalities in 

the Perth County Greenhouse Gas (GHG) Reduction Plan.  The document states that a minimum reduction 

target 10% below the 2017 baseline year should be achieved by 2030. It also notes that the community is 

supportive of a 30% reduction target for 2030 and net zero by 2050.1 There is no target for transit 

emissions but there is discussion of prioritizing an increase of use of the transit system by residents in the 

future to reduce local transportation GHG emissions. In October 2021, Stratford’s council recommended 

that the Plan be adopted, and that the City set 2030 and 2050 targets that align with the Plan.  

One way the City of Stratford is taking action is by transitioning its transit fleet to battery electric vehicles.  

Stratford has begun planning the transition to a zero emissions fleet by developing a Fleet Transition Plan 

that will act as a roadmap to guide the process. The Fleet Transition Plan will identify the feasible 

transition pathway(s), associated capital and operating costs, service impacts, and, ultimately, the 

preferred transition pathway. This Energy Modelling Results Memo will feed the larger fleet transition plan 

to provide a strategy for electrification of the transit fleet.  

When planning for a transition to battery electric buses (BEBs), it is important for agencies to not only 

look at the vehicle requirements, but also the infrastructure changes and other operational changes 

required to operate and maintain those vehicles.  For many Canadian transit agencies, current  BEB 

technology cannot replace diesel buses at a one-to-one replacement ratio while maintaining the same 

service level primarily due to vehicle range limitations. To mitigate BEB range limitations, agencies may 

require additional vehicles, en-route charging infrastructure, or a combination of both. It  may therefore 

also likely impact schedules for operations, peak vehicle requirements, infrastructure, capital and 

operating costs, training requirements for maintenance staff and vehicle operators, as well as customers. 

Understanding how the system will need to operate with BEBs and how those decisions will impact these 

variables are important in determining an optimum fleet transition pathway.  

This memo documents the process and analysis involved in the development, assessment, and 

recommendations for a transition pathway for Stratford’s fleet from diesel internal combustion engine 

buses to BEBs. The processes and analyses include: 

• Review of current fleet composition, the existing capital replacement plan, and service operations 

for transit and paratransit services 

• Estimation of energy consumption of the transit fleet using the Zero+ tool and the consolidation 

of the model results to identify feasible transition pathway(s) 

• Recommendation of the optimal vehicle battery size required for the BEB deployments based on 

the energy consumption modelling results 

• Recommendation of a preferred transition pathway that will guide future analysis of Stratford’s 

transition from diesel buses to BEBs 

• Determination of charging infrastructure required to operate the vehicles based on the fleet’s 

daily energy consumption profile 

 
1 https://www.stratford.ca/en/live-here/resources/Climate-Change/Perth-County-and-Municipalities-

Climate-Change-Plan-FINAL_cb.pdf 
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2  EXIST ING CONDITIONS 
The first step in exploring battery electric vehicles is to document existing conditions and evaluate the 

current routes and fleet vehicles used to provide service. Key data includes: 

• Operator blocks for weekdays and weekends 

• Block and bus-type assignments 

• General Transit Feed Specifications (GTFS) data from pre-COVID service for transit blocks on 

weekdays and weekends 

• Fleet Replacement Plan 

Adding this data to the Zero+ model creates an accurate energy consumption profile unique to 

Stratford’s existing service. Below is a summary of the fleet composition, fleet replacement plan, and fixed 

route and paratransit service operations information that feeds into the modelling effort and analysis that 

follows. 

2 . 1  FLEET COMPOSIT ION AND REPLACEMENT 

PLAN 

2 . 1 . 1  C URR E N T  T RA N S IT  F LE E T  C OM P OS IT I ON  
Based on the existing fleet replacement plan, the current transit fleet includes a mix of full-size, 40’ fixed 

route diesel buses and paratransit gasoline transit shuttles as shown in Table 1. Currently, there are a 

total of 15 fixed route transit buses in service. Two hybrid buses will likely be purchased within the next 

two years and will arrive in 2024 to replace the oldest two hybrid buses in the fleet. There are 5 paratransit 

buses.  

Table 1 - Current Fixed Route and Paratransit Fleet Composition 

Fleet 

Count 

Vehicle 

Type 

Vehicle 

Make 

Model 

Year(s) 

Fuel Type Facility Assignment 

Fixed Route Transit Fleet 

15 LFS 40’ Nova 1997-2022 Diesel Stratford Transit Garage 

Paratransit Fleet 

1 ETV Chevrolet 2013 Gasoline Stratford Transit Garage 

1 G4500 Chevrolet 2015 Gasoline Stratford Transit Garage 

1 3500 CTV Ford 2019 Gasoline Stratford Transit Garage 

1 G4500 GMC 2021 Gasoline Stratford Transit Garage 

1 G4500 GMC 2022 Gasoline Stratford Transit Garage 

2.1.1.1 Existing Fleet Replacement Plan: 2022 - 2040 

Stratford’s current fleet replacement plan outlines in which year(s) the current fleet will be replaced. The 

replacement of BEBs will follow this schedule. For fixed route transit buses, Stratford plans for 15 

replacements between 2026 and 2042. The two 2024 buses are the replacements for the hybrid buses that 

Stratford plans to be in service in 2024. There is no service expansion planned in the near future. Figure 1 

shows the transit fleet replacement schedule. Figure 2 shows the replacement schedule for Stratford’s five 

paratransit buses.  

For Stratford’s fixed route transit fleet to transition to 100% zero emissions within an eight-to-ten-year 

timeframe, the agency will need to consider an accelerated replacement. 
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Figure 1 - Fixed Route Transit Fleet Replacement Schedule 

 

Figure 2 - Paratransit Fleet Replacement Schedule 
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2 .2  F IXED  RO UTE  &  PARATRANSIT  SERVICE  

O PERAT IO NS  

2 . 2 . 1  O P E RA T IN G  S C H E D ULE S  

2.2.1.1 Stratford Fixed Route Transit (Weekday Only) 
Stratford Transit has 7 bus routes that operate and start and end at the Transit Terminal at the centre of 

the City, as shown in Figure 3. Most routes are about half an hour end-to-end and average approximately 

14km in length. There are 32 trips a day. One bus has the same route for the whole day and buses are out 

from 6am to 10pm.2  

A piece of work for a transit bus is typically called a block which has information on the start/end time, 

routes on which it will operate and timetable of when it will be at various stops on the route.  All of 

Stratford’s blocks operate at approximately a distance of 300-400km. 

 
2 https://www.stratford.ca/en/live-here/transit.aspx#August-10-2022-Stratford-Transit-School-Specials-

for-20222023 
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Figure 3 - Stratford Transit System 

 

The operation of longer blocks (over 200kms) makes it challenging to accommodate battery electric 

vehicles because their operation is contingent on their battery capacities. Based on GTFS data from Fall 

2022, the current diesel and hybrid fleet’s blocks typically last 15 hours and run for 300-400 kms for a 

typical weekday 
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By comparison, BEBs can only continuously run for about 200 km, with less running time capacity in cold 

winter weather. This limits block times to approximately 10 hours, which in turn requires significant 

adjustments to route planning and scheduling.  

2.2.1.2 Weekend On-Demand Service 
Stratford Transit runs on-demand services on Saturday and Sunday. Six buses run on Saturday and three 

are out on Sunday. All buses run for eight and a half hours and customers request the stops they want to 

go to at the time they need to be there. Hours of operation are 6am to 8pm on Saturdays and 10am to 

5:30pm on Sundays.3 

2.2.1.3 School Bus Service 
Stratford Transit provides School Special buses on mornings and afternoons during the weekdays for 

Stratford Intermediate School, Stratford District Secondary School, and Street Michael Catholic Secondary 

School. The buses leave the Terminal and travel to the schools at 7:25am until 8:45am. The times the 

buses arrive at the schools in the afternoon vary between 2:40pm and 3:05pm.4  

2.2.1.4 Parallel Transit 
Parallel Transit is Stratford’s paratransit service. It is a door-to-door paratransit service for people with 

disabilities and/or who are unable to use the fixed route transit service. Parallel Transit service is available 

on a first come, first served basis between 6:20am and 9:40pm Monday through Friday, from 6:20am to 

7:40pm on Saturday, and between 9:00am and 4:00pm on Sunday. 

3  ENERGY CONSUMPTION ANALYSIS  
The energy consumption analysis for Stratford’s fixed route fleet was done using Zero+, HDR’s proprietary 

energy consumption modelling tool to provide a comprehensive understanding of the potential impacts 

BEB technology may have on Stratford’s existing service. Energy consumption is impacted by several 

factors; including slope and grade of the bus routes, number of vehicle stops, anticipated roadway traffic, 

terrain, and ambient temperature. Zero+ also analyzes variables known to affect lifetime vehicle 

performance like energy density, battery degradation, operating environment, auxiliary loads like heating 

and air conditioning, and lifecycle of bus batteries. 

 
3 https://www.stratford.ca/en/live-here/transit.aspx#August-10-2022-Stratford-Transit-School-Specials-

for-20222023 
4 https://www.stratford.ca/en/live-here/transit.aspx#August-10-2022-Stratford-Transit-School-Specials-

for-20222023 
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Figure 4 - Zero+ Fleet Optimization Tool 

 

The service data used was based on the service schedule on Stratford Transit’s website as of October 

20225, which notes reduced service due to COVID. Energy modelling for paratransit vehicles was 

conducted using a high-level mathematical modelling analysis due to less available data and the less 

structured nature of the services. Three BEB scenarios were modelled:  

• Baseline: Bus reuse only with depot charging allowed all day (no modifications to the existing 

schedule) 

• Block Split: Bus reuse and mid-block swaps allowed with depot charging allowed all day 

• Enroute Charging: Bus reuse and mid-block swaps allowed with depot AND enroute 

charging allowed all day 

During the schedule optimization process, larger battery (675 kWh) scenarios for the en-route charging 

option were added for sensitivity. The scenario outcomes are detailed below following discussion of key 

assumptions.  

3 . 1  KEY  ASSUMPTIONS 
To develop a model relevant for Stratford’s fleet and operations, a set of assumptions and variables was 

identified (Table 2). It is noted that the assumptions regarding vehicle Original Equipment Manufacturer 

 
5 https://www.stratford.ca/en/live-here/transit.aspx, October 2022 
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(OEM) attributes represent a typical, commercially-available BEB model. Subsequent procurement of BEBs 

following this analysis may result in vehicle OEM specifications which differ from these assumptions, which 

may impact the results of this analysis. Additional energy consumption modelling based on the selected 

OEM should be conducted to confirm energy and infrastructure requirements. 

Table 2 - BEB Simulation Assumptions 

Variable Input 

Service Data October 2022 

Battery Capacity 525 kWh (Larger assumed to be 675 kWh) 

End-of-Life Battery State of Health 80% (max battery degradation) 

Energy Reserve 20% state of charge (SOC) 

Heating Electric Heat, Diesel Heat 

Ambient Temperature -18C (Cold weather, 10th percentile) 

Passenger Capacity 100% 

Depot Charger Power 150 kW @ 95% Efficiency 

En-route Charger Power 450 kW (Vehicle Limited) @ 95% Efficiency 

 

As shown in the table above, this model assumes a bus with a 525 kWh nameplate battery capacity, which 

is typical for longer-range BEBs available on the market today. While some bus manufacturers offer BEBs 

with greater battery capacities, modelling service with a standard vehicle provides flexibility when 

selecting a vehicle manufacturer. 

The depot charging scenario is modelled with 150 kW chargers with a 95% efficiency and the en-route 

charging scenario is modelled with 450 kW chargers with a 95% efficiency. The main vehicle modelled in 

the Zero+ modelling tool are the 40’ New Flyer Xcelsior Charge with a 525-kWh battery.  For comparison 

purposes in some of the scenarios, the Proterra ZX5MAX is modelled as it currently has the largest battery 

capacity among manufacturers in North America with a nameplate capacity of 675 kWh. 

A 20% reduction of battery capacity was applied to reflect end-of-life conditions. This is consistent with 

bus original equipment manufacturer (OEM) warranties which typically guarantee 80% of battery capacity 

for 12 years.  

In addition to battery degradation, the model swaps out any vehicle that goes below the 20% state of 

charge (SOC) energy reserve.  This is to account for both the fact that vehicles typically cannot use the last 

10% SOC of a battery pack without performance reductions as well simulating the factor of safety most 

agencies use to reduce range anxiety for operators.   

Energy consumption was modelled for the 10th percentile lowest temperature in Stratford in February  (-

18 °C)6. The initial modelling scenario assumed the use of an electric heater (which requires a loading of 

about 24 kW). This is a relatively conservative assumption as a heater would likely not need to be run the 

full day.   A modelling scenario was also created that assumed  a diesel auxiliary heater would be used to 

reduce the power requirement and increase the range of vehicles during cold weather.  

 
6 https://weatherspark.com/s/19225/3/Average-Winter-Weather-in-Stratford-Canada#Figures-

Temperature 
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It should be noted that while en-route chargers are capable of outputting 450 kW of power, the vehicle 

must be able to accept that level of power. In other words, as -is the case with the majority of transit 

buses today that can accept fast charging, the actual charge rate of a bus using a 450 kW charger is 

typically lower. The rate of output of the charger is determined by the vehicle and is based on a variety of 

factors that change based on the state of charge (SOC).  The modelling factors in the charge curves (rate 

of charge vs SOC) are provided by manufacturers for each vehicle type. The achieved charging power in 

the Zero+ model is limited by both the charging curve for the vehicle and the maximum power of the 

charger. 

3 .2  BASEL INE  SCENARIO  
The first modelled scenario assumes depot charging is allowed all day with no modifications to block 

schedules. Buses are reused if a vehicle has a minimum state-of-charge (SOC) of 60% or higher. In this 

scenario, if a short block is completed and the bus has at least 60% SOC, then the vehicle is used again to 

start another block that it can complete. This gives an indication of how feasible the blocks will be based 

on how Stratford currently operates. The main takeaway of the baseline scenario was that the vehicles 

were not able to complete the majority of the blocks so this option was discounted as there would be a 

significant increase in non-revenue hours, kilometres, and fleet. 

3 .3  DEPOT CHARGING ONLY SCENARIO  
To develop a feasible alternative for Stratford, this scenario assumes that buses will be swapped out 

partway through the block with a fully-charged vehicle when the first vehicle reaches 20% SOC. From a 

scheduling perspective, this was done by swapping buses so they could run in shorter blocks that could 

be accommodated by BEB running time capacity.  

The model assumes that when swaps occur, a bus that would normally stay in service would return to the 

depot, and another bus and bus operator would drive from the depot to take its place. This has impacts 

both on fleet size required (peak vehicle requirement) as well as operational costs due to the increased 

amount of deadhead (non-revenue hours and kilometres between the depot and the first/last stop). 

The scheduled blocks have had swaps inserted once a vehicle falls below the parameters set in the model 

assumptions. This gives an idea of what a schedule would look like that is able to be completed by a full 

fleet of BEBs and how it impacts fleet size and operational costs. 

In reality, schedulers will use their judgment when cutting blocks where it makes the most sense to do so. 

The 20% reserve is meant only as a guideline, but gives schedulers operational flexibility (unforeseen 

events, traffic, detours), improves battery life, and reduces driver range anxiety.  
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3 . 3 . 1  DE P OT  C HA RG IN G  ON LY  WIT H  E LE C T R IC  

H E A T E RS  

3.3.1.1 Model Results 
Below is a review of the main components of the transit service and operations that are likely to change 

and should be considered when transitioning to a BEB fleet. Figure 5 shows an estimate of the increase in 

non-revenue hours and kilometres as well as the estimated number of vehicles required to continue the 

current transit service.  

 

The vehicle battery state of charge on each block of typical weekday service are shown in Figure 6. Fleet 

and charging requirements are driven by weekday service. 

Each block is represented by a line on the chart with the color of the line corresponding to the state of 

charge of the vehicle. The color changes from green to yellow to red to black as the state of charge drops 

from 100 to 0 percent. Bus swaps (shown in blue) are introduced only between trips to minimize service 

impacts.  

All blocks require two swaps when we assume the buses are using electric heaters, which will be 

operationally challenging. Operating this service as defined would require a sizable increase in non-

revenue hours, kilometres, and peak vehicles. 

• Revenue Hours & Kilometres remain the same 

• Non-Revenue Hours: 202% increase 

• Non-Revenue Kilometres: 210% increase 

• Peak Vehicle Requirement: 100% increase  

Increase Fleet from 7 to 14 buses (does not include 

school service) 

• At least 3 Depot Chargers will be required 

Figure 5 - Depot-Only Charging, Bus Swap - Electrical Heating Outputs 
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Figure 6 - State of Charge with Electric Heating, Bus Swaps 

 

3.3.1.2 Power Requirements 
The modelling results provide estimates for both power demand and energy consumption at the Stratford 

Transit depot. Using these results, a preliminary assessment of the required infrastructure can be made. 

The baseline scenario is not shown here as it was not determined to be viable. 

Below is the worst-case daily power demand, meaning the maximum load that would be required during 

weekday service with cold weather (10th percentile temperatures).  Depending on the utility provider, the 

cost of energy depends not only on the peak power demand but also on the time of day when that peak 

demand occurs. 

Electricity cost is typically billed based on two factors: peak power demand (kW) and amount of energy 

consumed (kWh).  While consumption is the actual amount of energy consumed over the billing period, 

peak power demand is typically the maximum level seen over the billing period. Both of these factors can 

be impacted by the Time-of-Use (TOU) rates where costs fluctuate throughout the day. 

The simulation results provide a power profile that can be used to understand when in the day the peak 

load occurs and how it is affected by any TOU charges. Figure 7 shows the managed load profile, 

meaning the model attempts to use the fewest chargers to have vehicles ready for service the next day. 

The peak power demand for the Stratford Transit garage for a BEB fleet with electric heating and block 

swapping is around 0.45 MW assuming. three (3) 150 kW chargers would be required. 
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Figure 7 - Charging Profile for Electric Heating, Block Swaps 

 

3.3.1.3 Vehicle Battery Sizes 
With technological advances expected in the coming years, it may be possible to improve the 

performance of some scenarios by purchasing buses with larger  battery sizes. There are vehicles with a 

battery size of (~600 kWh+) that offer more range than the 525 kWh battery that was modelled. 

For the electric heating with bus swaps and depot charging only scenario, Figure 8 illustrates that there is 

relatively little gain in performance when comparing a 525 kWh battery with a slightly larger batter (~600 

kWh). A minimum 1,300 kWh battery would be needed to complete an entire block under present 

operating conditions and power usage rates. Batteries of this capacity do not yet exist. 
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Figure 8 – Battery Size Requirement, Electric Heating, Bus Swaps 

 

3 . 3 .2  DE P OT  C HA RG IN G  ON LY  WIT H  D IE S E L  H E A T E R S  

3.3.2.1 Model Results 
Below is a review of the main components of the transit service and operations that are likely to change 

and should be considered when transitioning to a BEB fleet, particularly if onboard heaters are diesel 

powered. Figure 9 shows an estimate of the increase in non-revenue hours and kilometres as well as the 

estimated number of vehicles required to continue the current transit service.  

 

Including diesel heaters on the BEBs does offer significant operational improvements for Stratford service 

as all blocks are feasible with only one swap. SOC is shown in Figure 10. The increase in non-revenue 

• Revenue Hours & Kilometres remain the same 

• Non-Revenue Hours: 101% increase 

• Non-Revenue Kilometres: 105% increase 

• Peak Vehicle Requirement: 71% increase  

Increase Fleet from 7 to 12 buses (does not include 

school service, which would be an additional 3 buses 

[15 total]) 

• At least 2 Depot Chargers will be required 

Figure 9 - Depot-Only, Charging, Bus Swap - Diesel Heating Outputs 
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hours, kilometres, and peak vehicle requirement is still high, although this option has lower non-revenue 

costs compared to electric hearing on board.  

Figure 10 - State of Charge with Diesel Heating, Bus Swaps 

 

3.3.2.2 Power Requirements 
The power profile for the Stratford Transit garage is shown in Figure 11 for buses with diesel heaters. 

Diesel heaters bring the power requirement down to about 0.3 MW at the depot. In this scenario, only 

two, 150 kW chargers would be required. 

Figure 11 - Charging Profile for Diesel Heating, Bus Swaps 
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3.3.2.3 Vehicle Battery Sizes 
There is slightly more block feasibility (around 30%) for the diesel heating depot charging scenario when 

purchasing buses with larger battery sizes. Figure 12 shows that no blocks can be fully covered with a 525 

kWh battery. 

Figure 12 - Battery Size Requirement, Diesel Heating, Bus Swaps 

 

3 .4  DEPOT AND EN -ROUTE  CHARGING SCENARIO  
En-route (opportunity) charging is an enhancement that can greatly improve the feasibility of BEBs in 

many situations. This is particularly helpful with circulatory routes where the same en-route charger can 

be used by a vehicle multiple times throughout the day. En-route charging involves allowing a bus to 

charge for a short period of time using a high-powered charger (450 kW or greater) while stopped along 

its route while laying over. The mixture of en-route charging and charging in the bus depot greatly 

extends the range of a BEB and facilitates one-to-one replacement of a larger number of diesel vehicles 

when the routes are conducive to this charging strategy. 

3 . 4 . 1  E N -R O UT E  C HA RG E R  L OC A T IO N  –  C OO PE R  

T RA N S IT  T E RMI N A L  
En-route charging infrastructure is ideally located at places such as transit centers where buses operating 

on multiple routes have scheduled layover time. When identifying potential en-route charging locations, 

property ownership and available grid capacity determine feasibility while average layover times and 

number of buses and riders passing through each site influence preference over other potential locations. 

Based on discussions with City staff on site feasibility and reviews of the current schedule for sites that 

have existing layover time, the Cooper Transit Terminal was identified as the primary location for en-route 

chargers as all routes start and end at the location and it is the only place on the transit network with 

scheduled layovers. The Terminal is off Downie Street as is shown in Figure 13.  
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Figure 13 - Cooper Transit Terminal Location 

 

The modelling is meant to evaluate if opportunity charging would have significant operational and range 

benefits for BEBs. No modifications were made in the model to existing vehicle schedules to utilize these 

chargers. A more detailed evaluation of site suitability for the location would need to be conducted 

before implementing any infrastructure.   

Chargers capable of outputting up to 450 kW using an overhead pantograph were assumed at the en-

route charging location. The scenario is reviewed with electric and diesel heaters below. There are two 

options explored for diesel heaters with a 525 kWh battery size and a larger 675 kWh battery size. The 675 

kWh battery option is used to examine the extent to which a larger battery can impact the number of 

blocks completed with no swaps, the number of vehicles, and non-revenue hours and kilometres. 
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3 . 4 .2  DE P OT  C HA RG IN G  A N D  ON E  E N -R O UT E  C HA RG E R  

W IT H  E LE C T R IC  HE A T E RS  

3.4.2.1 Model Results 
Below is a review of the main components of the transit service and operations that are likely to change 

and should be considered when transitioning to a BEB fleet. Figure 14 shows an estimate of the increase 

in non-revenue hours and kilometres as well as the estimated number of vehicles required to continue the 

current transit service. 

With an electric heater on-board, opportunity charging would not make a significant difference as all 

except one block still require two bus swaps, as shown in Figure 15. 

Figure 15 - State of Charge, Electric Heating, Bus Swaps, En-Route Charging 

 

• Revenue Hours & Kilometres remain the same 

• Non-Revenue Hours: 173% increase 

• Non-Revenue Kilometres: 180% increase 

• Peak Vehicle Requirement: 86% increase  

Increase Fleet from 7 to 13 buses 

• At least 2 Depot Chargers will be required 

• 1 En-route Charger required 

 

Figure 14 - Electric Heating, En-Route and Depot Charging Outputs 
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3.4.2.1.1 En-Route Charger Utilization 

The en-route charger utilization is shown in Figure 16. Nine percent (9%) of total energy could be 

provided by en-route chargers, with the rest being supplied in depot.  

In general, this gives a good indication of the quantity of equipment required at the Cooper Transit 

Terminal. There are operational benefits to having more than one charger at any location as it provides 

additional redundancy in case one charger goes out of service (or is down for maintenance), then there is 

at least one functioning charger at that location. 

Figure 16 - En-Route Charger Utilization, Electric Heating, Bus Swaps, En-Route Charging 

 

3.4.2.2 Power Requirements 
Adding en-route charging to the electric heating option reduced the peak power requirement by 0.2MW 

at the depot. The peak power demand would be around 0.3 MW and two, 150 kW chargers would be 

required at the depot. There would be a similar peak power demand of 0.3 MW for the one en-route 

charger. The power usage profile for the en-route charger scenario is shown in Figure 17. 
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Figure 17 - Charging Profile for Depot and En-Route Chargers, Electric Heating, Bus Swaps 

 

3.4.2.3 Vehicle Battery Size 
There is slight improvement in block feasibility for the electric heating, en-route charging scenario when 

purchasing buses with larger battery sizes. Figure 18 shows block coverage with a 525 kWh battery is 

around 16% and a larger battery (~600 kWh+) kWh battery can only cover slightly more (~18%+). 

Figure 18 - Battery Size Requirement, Electric Heating, Bus Swaps, En-Route Charging 

 

131



City of Stratford Transit  APPENDIX A ENERGY MODELLING REPORT 

20 

 

3 . 4 .3  DE P OT  C HA RG IN G  A N D  ON E  E N -R O UT E  C HA RG E R  

W IT H  D IE S E L  HE A T E R S  (5 25  K W H  B A T T E RY )  

3.4.3.1 Model Results 
Below is a review of the main components of the transit service and operations that are likely to change 

and should be considered when transitioning to a BEB fleet. Figure 19 shows an estimate of the increase 

in non-revenue hours and kilometres as well as the estimated number of vehicles required to continue the 

current transit service. 

 

 

With a diesel heater onboard instead of electric heating, the number of feasible blocks without any bus 

swaps increases from 14% to 43%, as shown in Figure 20. The reduced energy requirement from the 

buses allows en-route charging to keep some of the buses at a relatively high level of charge for most of 

the day.  

Figure 20 - State of Charge with Diesel Heating, 525 kWh Battery, Bus Swaps, En-Route Charging 

   

Figure 19 - Diesel Heating, 525 kWh Battery, En-Route and Depot Charging Outputs 

• Revenue Hours & Kilometres remain the same 

• Non-Revenue Hours: 58% increase 

• Non-Revenue Kilometres: 60% increase 

• Peak Vehicle Requirement: 29% increase 

Increase Fleet from 7 to 9 buses 

• At least 1 Depot Charger will be required 

• 1 En-route Charger required 
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3.4.3.2 En-Route Charger Utilization 

The en-route charger utilization is shown in Figure 21. 19% of total energy could be provided by the en-

route charger, with the rest being supplied in depot.  

Figure 21 - En-Route Charger Utilization, Diesel Heating, 525 kWh Battery 

 

3.4.3.3 Power Requirements 
With en-route charging and a diesel heater on-board, the peak power requirement in-depot is similar to 

the electric heating and en-route charging option, as shown in Figure 22. The peak power requirement 

would be just over 0.3 MW at the Stratford Transit garage. The charging profile for en-route chargers 

increases from a peak power requirement of 0.3 MW in the electric heating and en-route charging option 

to 0.45 MW.  

Figure 22 - Charging Profile for En-Route Chargers and Depot, Diesel Heating, 525 kWh Battery 
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3.4.3.4 Vehicle Battery Size 
The scenario with en-route charging and diesel heating has 48% block coverage at 525 kWh, as shown in 

Figure 23, and a larger battery size (~600 kWh+) would have slightly more coverage with at least 51% 

block coverage.  

Figure 23 - Battery Size Requirement, Diesel Heating, 525 kWh Battery, Bus Swaps, En-Route Charging 

 

3 . 4 . 4  DE P OT  C HA RG IN G  A N D  T WO  E N -R O UT E  

C HA RG E RS  WIT H  D IE S E L  H E A T E R S  ( 67 5  K WH  

B A T T E RY )  

3.4.4.1 Model Results 
Below is a review of the main components of the transit service and operations that are likely to change 

and should be considered when transitioning to a BEB fleet.  

• Revenue Hours & Kilometres remain the same 

• Non-Revenue Hours: 0% increase 

• Non-Revenue Kilometres: 0% increase 

• Peak Vehicle Requirement: 0% increase 

• At least 3 Depot Charger will be required 

• 2 En-route Charger required 

 

Figure 24: Diesel Heating, 675 kWh Battery, En-Route and Depot Charging Outputs 
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Figure 24 shows an estimate of the increase in non-revenue hours and kilometres as well as the 

estimated number of vehicles required to continue the current transit service.  

The results are not shown but increasing the battery size with one en-route charger was modeled but did 

not have a significant advantage.  Increasing the number of en-route chargers without increasing battery 

size also modeled but again did not have a significant advantage in terms of operating hours or fleet size.  

When both battery size and number of en-route chargers we increased, there was a noticeable change 

which is presented here. 

The diesel scenario with depot charging, two en-route chargers, and a 675 kWh battery was modelled to 

show the extent to which a larger battery size can decrease mid-block swaps and vehicle requirements. 

Although the 675 kWh battery was used in the Zero+ model, there are other battery sizes on the market 

so Stratford is not limited to one battery size and manufacturer. Using a larger battery size on top of 

including diesel heaters on the BEBs offers significant operational improvements for Stratford service. 

With larger batteries, 100% of blocks are feasible without swapping buses, as shown in Figure 25. There is 

no increase to fleet or non-revenue costs.  

With this option, operators would get a charge every other time they arrive at the terminal; For example, 

buses 1-4 would be able to charge at the top of every hour and buses 5-7 would get to charge at the top 

of every half hour.  

Figure 25 - State of Charge with Diesel Heating, 675 kWh Battery, Bus Swaps, En-Route Charging 

 

3.4.4.2 En-Route Charger Utilization 
The en-route charger utilization is shown in Figure 26. 28% of total energy could be provided by the en-

route charger, with the rest being supplied in depot.  
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Figure 26: En-Route Charger Utilization, Diesel Heating, 675 kWh Battery, Bus Swaps, En-Route Charging 

 

3.4.4.3 Power Requirements 
With a larger battery and two chargers, the peak power requirement in-depot is higher than the other en-

route charging options, as shown in Figure 27. The peak power requirement would be around 0.45 MW 

at the Stratford Transit garage. The charging profile for the two en-route chargers decreases slightly from 

the one en-route charger with diesel heaters (525 kWH Battery) option from 0.45 MW to just under 0.4 

MW. For this option, there are no swaps which means that vehicles all go back to the garage at the end of 

service at similar times and complete a full charge for service back at the garage.  

Figure 27 - Charging Profile for En-Route Chargers and Depot, Diesel Heating, 675 kWh Battery 
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3.4.4.4 Vehicle Battery Size 
En-route charging and diesel heating with a larger battery has approximately 90% block coverage at 675 

kWh, as shown in Figure 28. With the two chargers at the Cooper Transit Terminal there is full block 

coverage. 

Figure 28 - Battery Size Requirement, Diesel Heating, 675 kWh Battery, Bus Swaps, En-Route Charging 

 

4  FIXED ROUTE TRANSIT  MODELLING 

SUMMARY 
The modelled fleet requirement column in Table 3 is a summary of the modelling results discussed above. 

The table shows the peak number of buses without spares and the chargers columns show the minimum 

number of charges required. The block feasibility column notes the percentage of how feasible the blocks 

will be based on how Stratford currently operates. 

The modelled fleet requirement considers feasibility for On Demand transit as the On Demand service 

information was an input within each of the energy modelling scenarios but does not factor in spares or 

AM/PM school service, which would add approximately three buses for each scenario.  

Table 3 - Fixed Route Modelling Summary 

Scenario Block 

Feasibility 

Modelled Fleet 

Requirement 

Depot 

Charger 

Quantity 

En-Route 

Charger 

Quantity 

Electric 

Heating 

Depot Only 100% 14 3 0 

Depot and En-

Route 

100% 13 2 1 

Depot Only 100% 12 2 0 
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Diesel 

Heating 

Depot and En-

Route 

100% 9 2 1 

En-Route (Larger 

Battery, 2 En-

Route Chargers) 

100% 7 3 2 

Diesel 100% 7 - - 

 

4 . 1  PARATRANSIT  MODELLING SUMMARY  
An energy consumption analysis was also conducted for paratransit fleet, as shown in Table 4 and Table 

5 based on the range capabilities of the most similar EV equivalent vehicle. The range capabilities are 

shown as the average and maximum daily mileage based on an 8-hour shift assumption and 5% 

maximum mileage occurrence. The paratransit fleet can undergo a 1:1 replacement. 

Table 4 - Proposed Energy Consumption Plan for Paratransit 

Service Vehicle Type Proposed EV 

Replacement Model 

Average km Maximum km 

 Non-Revenue 

Fleet 

 28’ Mobility 

Bus 

Lightning Electric E-

450 129 

105 115 

 

Table 5 - Chargers and Energy Demand Required for Paratransit Proposed Energy Consumption Plan 

Total Charger 

Quantity 

Total Power 

(kW) 

Daily Energy 

Demand (kWh) 

Required EV Fleet 

Size 

Current Fleet Size 

5 50 542 5 5 

 

5  PATHWAY OPTIONS 
To arrive at a final transition pathway, Stratford will select one or two scenarios that were discussed in the 

previous section. The number of BEBs required, costs, and GHG savings are detailed in this section based 

on the model outputs. 

5 . 1  F IXED ROUTE TRANSIT  
High level projections of fleet size requirements, charging equipment requirements, cost estimates, and 

emission reductions were produced for each option and compared to the baseline diesel “business as 

usual” (BAU) scenario.  

The capital cost estimates include the purchase and installation cost for buses and fueling/charging 

infrastructure. The capital cost estimates are based on averages of best available quotes from the 

manufacturers or best available information from industry studies. It should be noted that the number of 

depot chargers is assumed to be the same for all scenarios to assure a 1:1 bus to dispenser ratio. 

Operating costs includes energy and fuel cost, operating costs, and maintenance costs. These cost 

estimates are based on information provided by Stratford and best available information from industry 

studies.  
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Emissions reductions were estimated based on emission intensity data produced by Environmental and 

Climate Change Canada. Table 6 summarizes these high-level projections. 

In addition to the high-level quantitative estimates, each technology option was evaluated across a 

number of qualitative criteria: 

• Route Flexibility – The routing and operational flexibility given the proposed fleet composition of 

each pathway 

• Facility Constraints – The physical space requirements of supporting infrastructure and vehicle 

parking/storage 

• Maintenance Complexity – The maintenance complexity of both the buses and the supporting 

equipment including chargers or hydrogen storage equipment 

• Future Maintainability Risk – The expected availability of parts for maintenance in the future 

• Technology Maturity – The maturity of both the technology and the supporting fuel and parts 

supply chain 

Each pathway was graded on a scale of with the lowest number (1) being the best and highest number (3-

5, depending on the category) being the worst. Some option rankings are combined, which means that 

they are tied. The grading of each pathway is presented in the Table 6 below along with the quantitative 

estimate. 
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Table 6 - Pathway Options High Level Summaries 

Measure Business as 
Usual (BAU) 

Depot Only + 
Electric Heat (DE) 

Depot Only + 
Diesel Heat (DH) 

En-route + 
Electric Heat (EE) 

En-route + Diesel Heat (EH) 

Diesel BEB Elec. Heat BEB Hyb. Diesel 
Heat 

BEB Elec. Heat BEB (525 kWh) 
Hyb. Diesel Heat 

BEB (675 kWh) 
Hyb. Diesel Heat 

N/A Depot Only Depot Only En-Route + Depot En-Route + Depot En-Route + Depot 

Peak Vehicle 
Requirement 

BEB   14 12 13 9 7 

Alternative 7           

Garage Chargers   5 5 5 5 5 

En-Route Chargers       1 1 2 

Transformers   1 1 1 1 1 

  

Capital Cost (Cumulative)1 $4,200,000 $19,400,000 $17,000,000 $19,400,000 $14,600,000 $13,400,000 

Annual Operating Cost2 $1,545,177 $1,127,855 $1,023,016 $1,120,102 $1,018,738 $1,023,438 

Annual GHGs Emissions (tCO2eq) 1,343  50 97 50 29 98 

Annual GHGs Savings (%)3 0% 96% 93% 96% 98% 93% 

  

Route Flexibility 1 3 2 5 4 

Facility Constraint 1 5 4 3 2 

Maintenance Complexity 1 3 2 5 4 

Future Maintainability Risk 1 2 3 

Technology Maturity 1 2 3 

 

1Total raw conversion costs. Capital Costs: Fleet, Depot Charger, En-route Charger, Transformer 

2Operating Cost (based on current costs): Electricity Demand & Regulatory Cost, Electricity Consumption Cost, Fuel Cost, Maintenance Cost 

3Relative to service level under diesel baseline. Includes upstream emissions and emissions from auxiliary heater. 
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When considering options, it is important to consider both the initial capital costs of purchasing the 

vehicles as well as the operating costs. Typically, when transit fleets transition to BEBs, there is a significant 

shift from operating costs to capital costs.  While the vehicles are more expensive to purchase, they are 

typically more cost effective to operate and maintain. One reason for this efficiency is due to electricity 

being typically a cheaper way to power vehicles than diesel, with more stable prices.   

As can be seen in Table 6, all options require significant capital investment compared to the BAU 

scenario.  However, there are savings in annual operating costs for the BEB scenarios compared to the 

BAU scenario.  Capital and operating costs are comparable across each of the BEB options with the en-

route and diesel heating scenario holding a slight advantage in both capital investment and operational 

cost. Although there are advantages for the en-route and diesel heating scenario, the en-route charging 

technology is not as mature as depot charging so there is a larger maintainability risk in the future. 

It should be noted that the costs shown in Table 6 assume that the entire fleet and facilities were 

converted in 2022 dollars with 2022 costs for vehicles and infrastructure. Recognizing the actual transition 

will occur over 10+ years, actual costs will be impacted by inflation and other factors. This will be 

evaluated in more detail in later phases of this study. It is also not necessary to commit to a single 

strategy now and a flexible plan that can adapt to technology improvements is recommended. 

Cooper Terminal is where all of Stratford’s transit service currently terminates and only 2.2 kms from 

Stratford’s bus garage (see Figure 29). With the proximity of the garage being so close, the cost to swap 

buses is minimized. Furthermore, there is precedent with maintenance and operations for this, as Stratford 

already does this type of swap when there are issues with vehicles that are in service. 

Figure 29 - Aerial photo of Cooper Terminal and Stratford Bus Garage which are 2.2km apart 

 

5 .2  PARATRANSIT  FLEET  
The transition of the paratransit vehicle fleet is based on the analysis of the range capabilities of a similar 

EV equivalent. The project procurement timelines are established based on the retirement schedule 

provided by Stratford where vehicles are typically replaced eight years from their production. 
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The composition forecast also considers Stratford’s plans for purchase of hybrid models between 2025 

and 2028 and plans to start transitioning to battery electric paratransit buses in 2028. The recommended 

yearly fleet composition of the paratransit fleet is shown in Figure 30.  

The Lightning Electric E-450 129 is currently the only similar style mini-bus that has been Altoona tested 

and is avialable on the market. This model is recommended because it is the most similar in passenger 

capacity, physical dimensions, and range capability to the 4500 GMC, 3500 Ford CTV, and the Chevrolet 

4500 and ETV. Although this model is currently the best option, other models might become available in 

the coming years. 

Currently a one-to-one replacement is possible for current distances but fleet size increases may be 

required if service changes to support longer distances. Purchase of the first vehicle would occur in 2026 

and their arrival would be in 2028. 

Figure 30 - Paratransit Fleet Composition Forecast 
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DISCLAIMER 
In preparing this report, HDR relied, in whole or in part, on data and information provided by the Client and 

third parties that was current at the time of such usage, which information has not been independently verified 

by HDR and which HDR has assumed to be accurate, complete, reliable, and current. Therefore, while HDR has 

utilized its best efforts in preparing this report, HDR does not warrant or guarantee the conclusions set forth in 

this report which are dependent or based upon data, information or statements supplied by third parties or the 

client, or that the data and information have not changed since being provided in the report. 

This report is intended for planning purposed for the Client, and for Client’s sole and exclusive use and is not for 

the benefit of any third party and may not be distributed to, disclosed in any form to, used by, or relied upon 

by, any third party without prior written consent of HDR, which consent may be withheld in its sole discretion. 

Use of this preliminary feasibility report or any information contained herein, if by any party other than Client, 

shall be at the sole risk of such party and shall constitute a release and agreement by such party to defend and 

indemnify HDR and its affiliates, officers, employees and subcontractors from and against any liability for direct, 

indirect, incidental, consequential or special loss or damage or other liability of any nature arising from its use of 

the Report or reliance upon any of its content. To the maximum extent permitted by law, such release from and 

indemnification against liability shall apply in contract, tort (including negligence), strict liability, or any other 

theory of liability. 
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1  INTRODUCTION 
This report identifies planned infrastructure upgrades that will be required to operate battery electric 

buses (BEBs) in Stratford’s transit fleet. The report takes the infrastructure requirements identified in the 

Appendix A: Energy Modelling Report and determines how they would be deployed to accommodate a 

fleet transition. The locations of infrastructure upgrades include both upgrades to the main transit garage 

where vehicles are stored overnight and Cooper Transit Terminal which was identified as a prospective 

location for en-route charging. 

The memo includes: 

• A review of the current state of Stratford Transit’s existing facilities (review of facility records, 

drawings, and site servicing plans) and fleet composition; 

• A summary of the findings of an on-site visit to the Transit Garage and Cooper Transit Terminal; 

• Maintenance facility considerations, constraints and opportunities for the operation and 

maintenance of BEBs; 

• Assessment of the transit facilities in terms of power capacity and expected future load modelling 

with the addition of battery electric bus charging; and 

• Conceptual site plans for parking and charging system layouts. 

 

2  ENERGY MODELLING RESULTS  
Task 1 of HDR’s scope was to perform energy modelling of transit service to identify feasible transition 

pathways for Stratford to convert its transit fleet to battery electric vehicles.  The results of the energy 

modelling for the conventional fleet of 40’ buses indicated that while several options were viable, the 

most promising options were: 

• Using a depot-charging only operational strategy that would deploy longer range battery electric 

buses with 525 kWh+ of on-board energy depot charging only with that can complete more than 

a half day of service before needing to return to the garage. 

• Using a combination of depot-charging overnight with the addition of en-route charging at 

Cooper terminal to top-up buses throughout the day.  Adding en-route charging to Cooper 

Terminal would be beneficial in the long term as it would avoid the need to expand the fleet to 

accommodate the bus swapping of buses mid-day. 

A minimum of 3 x 150 kw charging stations are required to accommodate the charging needs for a 

transitioned conventional 40’ fleet. This requirement eliminates the need for buses to cycle through 

charging positions throughout the night to accomplish regular weekday service with 10 buses. 

For the specialized paratransit fleet, it was determined that a 1:1 conversion using charging at the depot is 

feasible.  Each vehicle would require a 25 kW charger which means that 5 x 25 kW chargers would be 

required at the garage to have vehicles charged overnight. 
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3  FACIL IT IES  EXIST ING CONDITIONS  
Stratford Transit’s only depot facility is located at 60 Corcoran Street in Stratford, Ontario. An assessment 

of this facility was conducted based on a detailed review of technical drawings and plans provided by the 

City of Stratford, including utility, servicing, structural, architectural, and electrical single line diagrams. 

This assessment also included a review of Cooper Transit Terminal located at the northwest corner of 

Downie Street and St David Street in Stratford, Ontario; the proposed location of Stratford Transit’s en-

route charging infrastructure. A site visit of both locations was performed on October 24th, 2022. 

3 . 1  STRATFORD TRANSIT  GARAGE  
A satellite image of the Stratford Transit Garage is shown in Figure 1 with operations and maintenance 

functions labeled. This facility includes an administrative office building, (2) maintenance bays, a wash bay, 

a fueling and lube pit, a bus wash, a bus parking area adjacent to the maintenance area, and a storage 

barn in an adjacent building. Employee parking is located on the east side of the property with additional 

property to the north and south of the current facility with plans to develop this land. 

This facility houses (15) 40’ buses which are stored in the bus parking area and (5) minibus paratransit 

vehicles which are stored in the storage barn; there are currently no plans to expand the fleet. An 

overhead 27.6 kV distribution powerline is located next to the garage on Corcoran Street, this powerline 

currently provides power to the building through a 150 kVA transformer. 

Figure 1 - Stratford Transit Garage Aerial View
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The facility is at capacity and there are no immediate expansion plans for the transit garage. 

3 .2  COOPER TRANSIT  TERMINAL  
Cooper Terminal was identified as the preferred en-route charger location because it is the central hub for 

Stratford’s transit service where all of its routes start and terminate.  The location is owned by the City of 

Stratford. Buses currently enter and exit the terminal from Downie Street and park in a sawtooth pattern 

at one of eight assigned gates based on route. The Terminal is a being consideration as a potential future 

operational consideration and included for feasibility purposes only.  

An overhead 27.6 kV distribution powerline is located South of the site on St David Street that could 

provide power to the site. 

 

Figure 2 - Cooper Transit Terminal Aerial View

 

While the current terminal is very open with significant amounts of space for potential charging 

infrastructure, the area around Cooper Transit Terminal is a location that the City of Stratford is being 

considered for future development. 

4  CHARGING INFRASTRUCTURE  OVERVIEW 
The main components for charging BEBs are the electrical equipment that feeds the chargers (service 

feeds, transformers, switchgear, etc.), and the electric vehicle charging module containing one or more 

power modules that can charge buses and dispensers that provide the means to connect the charger to 

the bus. 
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Figure 3 - Example of Equipment Required For Plug-In Or Pantograph Chargers

 

 

BEB chargers are largely connected to vehicles in one of two ways:  

• A cable with a CCS1 connector (SAE J1772) for plug in charging (Figure 4); or 

• Inverted pantograph that touches down on the charging rails mounted on the roof of the bus 

(SAE J3105-1) (Figure 5).  

 

Figure 4 - Plug-In Charging Connector 

 

150



City of Stratford Transit  APPENDIX B FACILITY ASSESSMENT REPORT  

5 

 

Figure 5 - Components Of Overhead Pantograph Charging Equipment

 

 

While there are other options available such as roof-mounted pantograph-up, wireless inductive charging 

and others, they are either not currently available in North America or have limited adoption. The 

concepts presented below assume facilities are designed with CCS1 and pantograph down being the 

charging interface options. 

4 . 1  DEPOT CHARGING  
Depot charging refers to the siting and use of charging infrastructure at the facility where buses are 

typically stored overnight. At the depot, the main difference between plug-in and pantograph dispensers 

is the way the vehicle is connected to the charger. Charging speeds will be similar because both 

dispensers use the same charging modules to deliver the same amount of energy. 

There are trade-offs with picking either plug-in or pantograph as the connection option. Pantographs take 

up less space if mounted to existing overhead structures and can offer an automatic way of connecting 

the vehicle that doesn’t require an operator or service person to physically have to plug in a cable. Some 

of the drawbacks are that they’re heavier, the purchase cost is higher, the mechanical portion can require 

maintenance, vehicle alignment under the pantograph can be a challenge and interference with wireless 

communication between the dispenser and the bus can lead to challenges in successfully charging 

vehicles. 

Plug-in charging has the benefits of typically being lower cost, fewer physical alignment issues, and fewer 

communication issues (since there is hard wired communication). The downsides are that someone must 

physically plug the bus in, it typically takes up more floor space (but can also be mounted to the ceiling), 

cable management needs to be considered, and plug-in connectors are more easily damaged.  
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The CCS plug-in charging standard (SAE J1772) has been around since 2011 and is a more mature 

standard. The first version of charging standard J3105-1 (pantograph down) was published in 2020 and 

some aspects of the standard are currently being refined to address some of the issues mentioned above. 

Several of the of the changes are to address the depot setting where pantographs are in proximity to each 

other and have had challenges with communication due to cross talk between wireless communication 

the dispenser use. 

At the Transit Garage, it is recommended that there is a dispenser (plug-in or pantograph) for each bus to 

ensure that when the fleet is parked at night, that all vehicles can be charged without the need to circulate 

buses through a limited number of charging bays. It is anticipated that there will be times when a charger 

or dispenser be out of service due to failure or maintenance. Since transit fleets typically maintain a fleet 

size that includes several spare buses beyond the number required to meet peak service each day, having 

at least one dispenser per bus will also provide for resiliency in that there will effectively be “spare” 

chargers.  

Manufacturers have products that allow multiple dispensers to be fed from a single charging cabinet. 

Some manufacturers achieve this through “sequential charging” where buses are put in a queue and 

charged individually. Other manufacturers employ “parallel charging” where power is shared between 

multiple connected vehicles. This infrastructure reduces the amount of charging modules required and 

providing multiple dispensers and charging options. Despite this advantage, the failure of a single 

charging cabinet can impact the charging of multiple buses.  

 

Figure 6 - Example of Equipment Required to Feed a Single Charging Module With 3 Plug-In Dispensers

 

Depending on the amount of charging required, charging modules can come in different sizes with a 

variety of power levels. Some can serve 1-4 dispensers while some newer options offer larger charging 

modules that can provide charging to up to 40+ dispensers. Regardless of if it is a large charging module 

or multiple smaller charging modules, the same principle applies that we recommend that the number of 

dispensers should match the number of vehicles stored at that facility. 
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Figure 7 - Example of a Larger Charging Module Able To Feed Either Pantograph Or Plug-In Dispensers

 

4 .2  PARATRANSIT  VEHICLE  CHARGING  
While Paratransit vehicles connect using the same CCS1 connector, they are generally smaller and have 

smaller batteries that cannot fully utilize the same high-powered charging that the heavy duty transit fleet 

can. Either lower powered charging modules or smaller wall-box style chargers can be utilized to charge 

these vehicles.  The concept plans in this study allocate these smaller 25 kW DC wall boxes due to their 

more limited power demand and lower cost. 

Figure 8 - Illustration of A 25 kW ABB Terra DC Wallbox

 
 

4 .3  EN-ROUTE  CHARGING 
En-route or layover charging refers to high-speed charging infrastructure sited along a bus route where 

BEBs can charge during layover time (as little as 5 minutes) to regain all or a portion of their energy. 

Current en-route chargers are typically rated around 450 kW and may increase in the future. The current 
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bottleneck for charging speed are the vehicles which control the charging process and limit chargers 

(regardless of the rating) to what the vehicle can accept. 

Figure 9 - Example Of Equipment Required To Feed A Single High-Speed Pantograph Charger

 

Typically, all the charging equipment above will be required on each en-route site but sites with multiple 

en-route chargers are able to share larger transformers and switchgear. Charging modules can be 

separated from the dispensers up to 150 metres and it is recommended that the charging modules and 

upstream electrical equipment be in “back of house” areas away from passengers if possible. Having them 

located away from passenger areas make it easier for repair and servicing without impacting service. 

Charging modules generate heat and noise when in operation which may not be ideal for customers. 

Locating charging modules in fenced compounds is recommended to avoid risk of vandalism.  

The concept of en-route charging is to charge the vehicle as quickly as possible, as a result a large 

amount of power is required for each en-route charging station. Facilities that have separate drop-off, 

layover and pick-up areas are ideal for en-route charging since a fast charger in the layover location can 

potentially serve multiple routes. 

Terminus locations without separate drop-off/layover/pickup locations can also use en-route charging but 

may require additional pantograph dispensers that will allow for charging in the bay where vehicles that 

require charging normally stop. 

4 .4  CHARGING INFRASTRUCTURE CONSTRAINTS & 

OPPORTUNITIES  
The following sections list factors that were considered when developing the concept plans.  They were 

developed using a combination of information obtained during the site visit, information determined 

from site plans provided by Stratford as well as industry best practices. 

4 . 4 . 1  DE P OT  C HA RG E R  S E LE C T I ON  
As mentioned above, there are currently a number of charging solutions available for use in transit 

applications. With limited parking in the main transit garage, selecting space efficient charging options is 

recommended for Stratford. Charging infrastructure that takes up space and eliminates parking spaces 

should be avoided. There are also opportunities to mount charging equipment (like retractable plug-in 

cable chargers) to the ceiling of the facility, if the ceiling is able to support the additional weight. The roof 
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also allows for routing of conduit to feed dispensers which can avoid installation of underground 

conduits. 

For charging in the bus parking area, wall mounted chargers are a good option for the two outer most 

parking bays that are adjacent to the walls; and overhead retractable plug-in cable reels could be installed 

for the inner parking bays. This option minimizes space requirements within the building by eliminating 

the need for ground-mounted dispensers and protective bollards.  

Without retractor systems, ground and wall mounted charging dispensers can create challenges if cables 

are left on the ground. These cables create tripping hazards and are easily damaged. Wall mounted 

chargers at the Transit Garage should include a retractor system that keeps cable off the ground when not 

in use and allow for staff to use the walkway while the vehicle is charging. 

 

Figure 10 - Photo illustrating where dispenser could be located inside the garage

 

Pantographs are another option for space-saving charging infrastructure but may not be feasible at the 

Stratford garage due to the facility’s high ceiling height. Pantographs are more particular in terms of the 

mounting height above the vehicle.  As shown in Figure 11, the typical depot pantographs need to be 

mounted around 1.175m above the bus and because of the high ceiling in Stratford’s garage, they may 

require a gantry or ceiling mounted structure to separate the pantograph from the ceiling to the 

appropriate height. 

 

 

 

 

 

 

Wall mounted 

dispensers Space for ceiling mounted 

dispensers or pantographs 
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Figure 11 - Wabtec - Optimal installation position of the DepotPanto

 
 

The paratransit fleet is stored in a separate building that does not have the same space constraints as the 

main transit garage building.  There is a significant amount of space for wall mounting of all chargers as 

shown in Figure 12. 

Figure 12 - Photo of storage barn and proposed location for charging equipment

 
 

Area for paratransit wall-

box style DC chargers 

156



City of Stratford Transit  APPENDIX B FACILITY ASSESSMENT REPORT  

11 

 

4.4.1.1 Roof Structural Loading 
While there appears to be adequate physical space for either hanging of plug-in dispensers or 

pantograph chargers based on photos of the inside of the garage, the structural capacity requires further 

investigation.  A detailed design should be conducted to determine the 

feasibility (if there is structural capacity to support the weight) of ceiling 

mounted charging dispensers or pantographs (with gantry or ceiling 

mounted structure) and where the appropriate locations are. The weights of 

dispensers can vary significantly by manufacturer and may limit which types 

of dispensers could be used.   

The powered cable reels can also be wall mounted to avoid putting loads on 

the building ceiling which may be another option that could be considered 

during detailed design if the roof capacity doesn’t allow for additional weight.  

A similar analysis of the walls would need to be done to confirm it could 

handle the additional load.  

The table below provides information gathered from manufacturer specification sheets.  Note that the 

cable reel dispensers have a significant advantage in terms of useable range between the dispenser and 

the bus: 

Table 1 – Example dispenser weights and dimensions 

Type Manufacturer Model Weight Useable Range Dimensions 

Pantograph Wabtec ChargePANTO 387 kg 1.50 – 1.7 m 2247 x 1250 x 574 mm 

Pantograph Wabtec DepotPANTO 90 kg 1.0 m max 1524 x 825 x 475 mm 

Pantograph Schunk SLS 301 90 kg 0.36 m max 1580 x 1020 x 1000 mm 

Cable Reel Wabtec ChargeREEL 125 kg 6.7 m max 900 mm reel diameter 

4 . 4 . 2  E N -R O UT E  PA N T OG RA P H C HA RG E RS  
If pantograph chargers are employed for en-route charging, it is important to have drivers correctly align 

the vehicle to the charger to secure a charge. A system to help drivers align the vehicles under the 

pantograph chargers should be employed like an indicator that drivers use for positioning. Some agencies 

have used markers both inside and outside the bus and/or speed bumps to help with positioning (see 

Figure 14). Considering the potential en-route charging location at Cooper Transit Terminal is located 

outdoors and will encounter snow, on-ground markers may not be the preferred method of positioning 

for Stratford. It may be preferable to use another method, like aligning the front bumper to another 

landmark (bus stop sign) that won’t be covered by snow in the winter.  

Figure 13 - Example of 

wall mounted cable reel 
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Figure 14 - Example of Alignment Markers Inside/Outside The Bus To Help Operators With Positioning 

Source: Guidebook for Deploying Zero-Emission Transit Buses | Blurbs New | Blurbs | Publications (trb.org) 

 

5  RECOMMENDED IMPLEMENTATION PLAN 

5 . 1  STRATFORD TRANSIT  GARAGE  
The phased implementation plan for the Stratford Transit Garage (including the storage barn) was 

developed based on site visits, discussions with City of Stratford staff, and the infrastructure requirements 

identified in the Appendix A: Energy Modelling Report. The Implementation Plan recommends the 

Stratford Transit Garage and storage barn are outfitted with charging infrastructure for the fixed route and 

paratransit fleets over the course of five phases (as shown in Figure 15). Detailed concept plans can be 

found in Appendix B1.   

The fixed route fleet will be supported by (4) 150kW plug-in chargers with 3 dispensers each and the 

paratransit fleet will be supported by (5) 25kW plug-in chargers with 1 dispenser each. Chargers installed 

in Phases 1 and 2 will be wall mounted while chargers installed in Phases 3 and 4 may need to have 

overhead retractable cable reel dispensers or pantographs. Phase 5 will include the installation of all (5) 

25kW wall mounted chargers in the storage barn.  
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In Phases 1 through 4 a single 150kW charger will be installed in each phase; Phase 5, the paratransit 

phase, will include the installation of all (5) 25kW chargers at once. Depending on Stratford Transit’s 

capital planning, Phases 1 through 4 may be condensed or combined if additional funding becomes 

available. The transformers and distribution switchboard required for full buildout will be installed during 

Phase 1 to ensure faster implementation of chargers in later phases and avoid construction rework in 

additional phases. More information on utilities can be found in Facility Utility Considerations. 

Note that this implementation plan is based on existing conditions, is conceptual in nature, and may 

change as part of a future detailed design project. A structural analysis of the roof of the building would 

also need to be completed during detailed design to determine if the building structure can handle the 

additional load of the charging equipment such as dispenser reels, and cable tray for the new wiring. 

Figure 15 - Phased Implementation Plan at Stratford Transit Garage

 

Preliminary Cost Considerations 
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Table 2 shows a breakdown of costs per phase for the charging infrastructure required at the Stratford 

Transit Garage and storage barn. More detailed information on equipment can be found in Appendix B1. 

The estimate does not include a specific scope for facility modifications such as changes to fire 

suppression systems or structural upgrades as that scope is not yet defined and will need to be 

determined, if required, during detailed design.  The 20% contingency is included to allow for the risk of 

some of those costs materializing during detailed design. The costs in the following table are rounded up 

to the nearest $10,000.  

Festival Hydro provided the rough cost for the utility connection, which would be separate of the existing 

building feed. Their pricing includes 2 pole changes to get 3-phase service to site, the utility 27.6 kV – 600 

V transformer, associated cabling from the powerline to the transformer, the meter and metering wiring 

equipment.  

Table 2 - Stratford Transit Garage Charging Infrastructure Cost Breakdown 

 Description Lump Sum Cost ($) 

Utility Connection • Powerline upgrade to bring 3-phase power to site 

• New power feed to site for charging infrastructure 

including 27.6 kV – 600 V Transformer 

• Cabling to transformer 

• Meter and Associated Wiring Equipment  

$80,000 

Phase 1 • Distribution Switchboard 

• 600 V – 480 V Transformer and cabling 

• Metering Cabinet and Main Circuit Breaker 

• 1x150 kW Chargers w/ Cabling  

• 3x150 kW Wall Mounted Dispensers  

• Underground ducting for Transit Phases 1-4 

• Concrete pad for charging infrastructure 

$1,360,000 

Phase 2 • 1x150 kW Chargers w/ Cabling 

• 3x150 kW Wall Mounted Dispensers  

$250,000 

Phase 3 • 1x150 kW Chargers w/ Cabling 

• 3x150 kW Pull Down Reel Dispensers 

$310,000 

Phase 4 • 1x150 kW Chargers w/ Cabling 

• 2x150 kW Wall Mounted Dispensers 

• 1x150 kW Pull Down Reel Dispenser 

$270,000 

Paratransit Phase • 5x25 kW Wall Mounted Chargers/Dispensers 

• Distribution Panelboard 

• Underground Ducting and Cabling 

$190,000 

Total Infrastructure Cost  $2,400,000 

Engineering Costs (4%)  $100,000 

Contingency (20%)  $490,000 

Grand Total  $3,030,000 
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5 .2  COOPER TRANSIT  TERMINAL  
If Stratford Transit installs an en-route charger at Cooper Transit Terminal to support the fleet and provide 

supplemental opportunities to charge during layovers and extend the operational range of BEBs. A single 

450kW pantograph charger should be installed attached to a mast arm in a new stall on the outer edge of 

the island as shown in Figure 16. The inclusion of a new pullout will allow for bus parking that does not 

impede normal traffic flow at the facility; a detailed concept plan can be found in Appendix B1. 

Figure 16 - Implementation Plan at Cooper Transit Terminal

 

As Stratford noted that the area around the Cooper Transit Terminal is being considered for future 

development, any plans for space adjacent to the site should include space provisions for power feeds 

and charging equipment that may be required in the future. As previously noted, this location for en-

route charging is a future operational consideration only and is being assessed for feasibility. 

5 . 2 . 1  P RE L IM IN A RY  C OS T  C ON S IDE RA T I ON S  
Table 3 shows a breakdown of estimated costs per phase for the charging infrastructure required for full 

build out at Cooper Terminal and includes all material and commissioning costs for the transit 

infrastructure. More detailed information on equipment can be found in Appendix B1. The 20% 

contingency is included to allow for the risk of some of those costs materializing during detailed design. 

The costs in the following table are rounded up to the nearest $10,000.  
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Festival Hydro provided the rough cost for the utility connection. Their pricing includes the utility 27.6 kV 

– 600 V transformer, associated cabling from the powerline to the transformer, the meter and metering 

wiring equipment. If the power is fed from St. David Street as shown in the drawings, CN railroad tracks 

will need to be crossed, Festival Hydro was not able to provide a specific cost estimate for this type of 

work from past projects. Festival Hydro recommended that an additional $20,000-$30,000 should be 

budgeted to cover permitting and flagging based on recent overhead work completed. CN was not 

contacted to provide an estimate at this time. 

Table 3 - Cooper Transit Terminal Charging Infrastructure Cost Breakdown 

Phase  Lump Sum Cost ($) 

Utility Connection - New power feed to site for charging 

infrastructure including 27.6 kV – 600 V 

Transformer 

- Cabling to transformer 

- Meter and Associated Wiring Equipment 

$65,000 

CN Railroad Crossing - Additional costs associated with crossing the 

railroad tracks 

$30,000 

Charging Infrastructure - Distribution Switchboard 

- 600 V – 480 V Transformer and cabling 

- Metering Cabinet and Main Circuit Breaker 

- 1x450kW Chargers w/ Pantograph and cabling 

- Underground ducting  

- Concrete pad and new bus pullout 

$1,790,000 

Total Infrastructure Cost  $1,880,000 

Engineering Costs (4%)  $80,000 

Contingency (20%)  $380,000 

Grand Total  $2,340,000 

 

6  UTIL ITY COORDINATION 
It is crucial to begin conversations early with the utility serving the electric chargers. The utility 

infrastructure costs, and construction lead times can sometimes be neglected until late in the project and 

cause issues for transit agency budgets and schedules. Understanding electrical tariffs is also an essential 

part of planning for a transition to BEBs. 

6 . 1  FACIL ITY  UTIL ITY  CONSIDERATIONS  
Both the Transit Garage and Cooper Terminal can be provided as secondary services from the utility. 

During the utility discussion, Festival Hydro informed the consultant that they can provide a 600 Volt (V) 

secondary connection but cannot provide a 480 V secondary connection. Currently most EV charging 

infrastructure is designed to operate at only 480 V which is commonly used in the US. This means that a 

separate 600 V to 480 V transformer will need to be purchased by the transit agency to step down the 

voltage to 480 V for the chargers.  

Currently few EV vendors offer 600 V equipment rated for Canada, but this may become more standard 

for companies in the coming years. Buying 600 V equipment would lower the overall charging 
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infrastructure footprint and cost as this removes the need for a step-down transformer to be installed on 

each site. Currently the design package shows a step-down transformer at each site to illustrate a worst-

case scenario for each site. 

Based on the discussions with the utility and the results from the Energy Modelling Memo recommending 

a phased transition, a facility utility analysis is presented below.  

6 .2  PRIMARY AND SECONDARY METERING  
Typically, utilities provide service connections to clients either as primary or secondary metered services. 

Festival Hydro provides a maximum service size of 1,500 kVA for secondary metered connections, larger 

services require primary metered connections.  

For a primary metered service connection, the utility brings power to the client at distribution and 

transmission voltage. The client is responsible for designing, constructing, owning, operating, and 

maintaining a substation to step this voltage down and distribute it throughout the facility. Metering 

equipment for the client is done at the distribution/transmission voltage which is more costly than the 

equipment required for secondary metering but typically comes with a per kwh discount. The client may 

also choose a primary service even if their power requirement can be provided as a secondary service if 

the client needs a different voltage than what the utility can supply as a secondary service voltage.  

Secondary metering service connections have a stepdown transformer owned and maintained by the 

utility that reduces the voltage from the primary distribution voltage to a standardized lower voltage, 

either 600 V three phase, 208 V three phase, or 120-240 V single phase. With a secondary metering 

service, a utility meter is then installed downstream of the transformer. Secondary services are preferred 

because they are less expensive and maintained by the utility but are limited to a maximum service size 

that is determined by each utility.  

Utilities have different billing rates and structures for primary and secondary services with primary service 

being less expensive since the customer is responsible for owning and operating the infrastructure. 

6 . 2 . 1  T RA N S IT  G A RA G E  
An overhead 27.6 kV distribution powerline is located next to the garage on Corcoran Street, this 

powerline currently provides power to the building through a 150 kVA transformer. Preferably, the power 

for the charging infrastructure would come from an independent underground service from the same 

distribution power line on Corcoran Street as a secondary metered connection. Power delivered to the 

charging fleet would be fed from a 1000 kVA 27.6 kV to 600 V pad mounted transformer supplied by the 

utility, a second 1000 kVA 600 V to 480 V pad mounted transformer owned by the transit agency will need 

to be installed to step down the voltage for the EV charging equipment. All transformers and distribution 

equipment will be installed as part of Phase 1 with capacity allocated for Phases 2 through 4. Each phase 

will have a 150 kW DC fast charger installed with 3 dispensers each which will be used to sequentially 

charge 3 buses. 
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6 . 2 .2  C O O PE R  T RA N S IT  T E R MIN A L  
An overhead 27.6 kV distribution powerline is located South of the site on St David Street that could 

provide power to the site. A 750 kVA 27.6 kV to 600 V pad mounted transformer supplied by the utility 

and a customer owned second 750 kVA 600 V to 480 V pad mounted transformer will need to be installed 

to step down the voltage for the BEB charging equipment. Since there is only one en-route charger 

recommended, the charging infrastructure would be installed at once with a single 450 kW pantograph 

charger fed from the transformer. 

Stratford also noted that there are plans to further develop the area around the Cooper Terminal.  As 

those plans move forward, Stratford should ensure that they coordinate with Festival Hydro and the 

developer to ensure that electrical capacity and physical space is planned for any future en-route charging 

equipment.  

6 .3  REDUNDANT FEED S 
For critical infrastructure, redundant power feeds to a site are used to increase the reliability of the utility 

service. This is commonly achieved by bringing a separate circuit to the site that is fed by the same 

substation off a different circuit and power line, or by a separate substation and powerline.  

If the redundant feed comes from the same substation and a different circuit this only protects the site 

from an outage on one of the powerlines, such as a tree falling on the powerline or a pole breaking. In the 

event of an outage at the substation, both feeds would also experience an outage. For this application, a 

redundant feed from the same substation is only practical if an alternate circuit is already nearby the site, 

otherwise a new powerline would need to be brought to the site from the nearest location which is 

expensive. A separate circuit could also be added from the existing powerline feeding the site. However, 

this is not very practical as it would only provide a redundancy for the run of cables leaving the powerline 

going to the site and does not provide much benefit. Since typically any outages along one of the 

powerlines would cause both circuits to trip.  

A redundant feed from a separate substation provides the most robust utility feed for the site. However, 

this is also the most expensive option as substations are rarely geographically close to each other, 

requiring new powerlines to be installed which is extremely costly.  

Except for very specific scenarios when there are already nearby substations or secondary circuits to the 

site, redundant feeds are not recommended as there are more cost-effective alternative power sources 

that can be utilized such as diesel generation or battery energy storage systems that also provide a better 

redundancy since they are entirely separate from the power grid. 

For a specific site, the nearby circuits and substation feeding them is usually only known by the utility and 

typically not shared with clients as it is rarely of concern. In the utility discussion meeting, Festival Hydro 

said that a redundant feed could not practically be brought to the bus garage.  

6 .4  ELECTRICAL INFRASTRUCTURE OWNERSHIP   
Some municipalities in other regions have looked to partner with their local utilities to install and maintain 

electrical infrastructure and charging equipment. Business models such as charging as a service (CaaS) 
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and energy as a service (EaaS) are two examples where a third-party service provider offers energy-related 

assets and services to customers.  

CaaS focuses specifically on providing EV charging infrastructure, whereas EaaS encompasses a wider 

range of energy-related assets and services, including energy storage, renewable energy sources, and 

energy management systems. Working with local utilities or third parties there may be an opportunity to 

leverage their expertise to allow the transit agency to focus on its core business which is operating transit 

service. Utilities have expertise in electrical infrastructure maintenance, energy management, energy 

market trends, renewable energy and regulatory compliance that can ensure that charging infrastructure 

is installed and scaled to meet the demands of the transit agency, and that energy usage is optimized to 

minimize costs. 

Reliability and backup power are also critical components that can be included in EaaS agreements and 

are often factored into the service level agreements (SLAs) between the EaaS provider and the customer. 

In utility discussions with Festival Hydro, they indicated that their un-regulated branch currently has no 

similar offered services for charging equipment leasing but would be open to discussing arrangements 

where they could own/operate infrastructure. Further discussion between City of Stratford and Festival 

Hydro are recommended to understand how they could partner. 

6 .5  UTIL ITY  RATE  CONSIDERATIONS 
Electrical costs are determined based on the utility’s (Festival Hydro) approved rate tariff which in Ontario 

is regulated and approved by the Ontario Energy Board (OEB). In Ontario's energy system, customers are 

classified into two categories: Class A and Class B.  

A Class A customer in Ontario's energy system refers to a larger business or industrial customer that has 

an average peak demand of more than 5 megawatts (MW) in any of the previous twelve months. These 

customers have the option to participate in the Industrial Conservation Initiative (ICI) program, which 

allows them to reduce their Global Adjustment (GA) charges by reducing their electricity consumption 

during periods of peak demand. 

A Class B customer refers to a residential or smaller business customer that has an average peak demand 

of less than 5 MW in any of the previous twelve months. These customers are charged a regulated price 

for the electricity they consume, which is set by the OEB and is based on the Hourly Ontario Energy Price.1 

Class B customers also pay a GA charge calculated on an hourly basis and is included in the overall 

electricity price that Class B customers pay. 

Customers in Ontario also have the option of purchasing electricity from third party energy retailers 

approved by the OEB.  When purchasing electricity through energy retailers, customers are still 

responsible for other aspects of electricity delivery like delivery, regulatory and global adjustment charges. 

Given its current fleet size and expected electrical demand, Stratford is a Class B customer. There are three 

basic components that make up energy costs in a given monthly billing cycle:  

 
1 Hourly Ontario Energy Price, Hourly Ontario Energy Price (HOEP) (ieso.ca) 
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• Monthly Service Charges – These are base charges, assessed monthly that are included for every 

meter location.  

• Energy Consumption Charges – These are charges that are based on the quantity of electrical 

energy consumed over a monthly period. These charges are based on the kWh that are used and 

the rate may include taxes, delivery, transmission and global adjustment fees. 

• Demand Charges – These are charges that are based on the highest electrical demand observed 

over the billing period. Demand is measured in kilowatts (kW) and is based on the highest kW 

level drawn in each month. This can be thought of as high-water mark type charge where once 

peak demand is reached once in a month, there are no additional costs for having any demand 

levels that are at or below that level. 

6 .6  APPL ICABLE  UTIL ITY  CHARGES  
The projected fleet charging loads are expected to be in the General Service Business Class greater than 

50 kW but under 4,999 kW.  

Stratford currently purchases electricity through a third-party called Local Authority Services (LAS) at a 

fixed rate.  LAS is a non-profit corporation that allows municipalities in Ontario to purchase power at a 

fixed rate that is hedged and does not include any time-of-use charges. They pay a fixed per kWh rate 

and which does not have charge associated with peak electrical demand based on the billing information 

provided. With increased electrical demand due to charging infrastructure Stratford will be above the 50 

kW demand threshold which may move it into the tariff classification listed above.  It is likely that 

Stratford Transit would begin to pay a tariff that would factor in demand, though it is anticipated they 

would remain a Class B customer. More information on Festival Hydro’s commercial rates can be found 

one their website (Commercial Electricity Rates | Festival Hydro). 

6 .7  CHANGING UTIL ITY  RATE STRUCTURES  
Increasing electrical demand (in part due to the transition of fleets and building systems to clean 

electricity) is changing how some utilities structure their rates. Below are examples of ways utilities in 

North America have structured their rates to facilitate increasing demand. This is mainly to highlight how 

rates may change in the future.  

6 . 7 . 1  S E A S ON A L  C ON S IDE RA T I O N S  
Some utilities, including Festival Hydro (for residential and small-business customers) charge different 

rates during the summer and the winter. Some utilities vary both the demand and energy charges. In 

Ontario, commercial customers pay the HOEP + GA and seasonal considerations are already included in 

the fluctuating rates that are paid.  

6 . 7 .2  T IME  OF  US E  (T O U)  
Some utilities vary rates during different times of the day, often in a three-tiered structure. Utilities can 

often charge a peak rate, during the middle of the day when energy consumption is highest to decrease 

this peak usage. Shoulder periods, often one to two hours before and/or after the peak periods are billed 

at a slightly lower rate, while off-peak consumption is rewarded with the lowest rate. Off-peak periods are 

generally overnight and coincide nicely with bus depot charging needs. 
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Festival Hydro doesn’t currently offer time of use rates for the projected service size and instead requires 

that consumers pay the HOEP+GA as a Class B customer or purchase electricity through a third party. If it 

were offered to Stratford, a time of use rate structure would provide an opportunity for the transit agency 

to plan some of its electrical usage (like depot charging) to take advantage of overnight off-peak rates to 

handle a majority for the charging. 

While the charging at the depot can be postponed and scheduled to take advantage of TOU rates, en-

route charging requires that energy be used all-day during service.  With TOU rates, en-route charging 

may become a more costly option as more of the energy consumption would likely land in the more 

expensive tiers. 

6 . 7 .3  E LE C T R IC  VE H IC LE  ( E V )  C HA RG IN G  RA T E S  
Some utilities have elected to incentivize EV adoption by reducing demand charges to decrease the 

overall operational cost of ownership. Some of these EV rates are temporary, though the utility may elect 

to keep these indefinitely. Festival Hydro does not currently offer an EV rate applicable for the level of 

electrical service that’s required.  

In the upcoming months, the OEB will be unveiling an “ultra-low” overnight rate for residential and small 

business customers. However, it is not clear if this rate will be applicable for the transit fleet. 

6 .8  SEPARATE  METERS/FEEDS FOR EV CHARGING 
Many utilities have been employing a separate service and meter for electric vehicle charging. This meter 

is separate from the rest of the facilities at the site and means that it only measures the demand and 

consumption of EV charging. The current conceptual designs presented for Stratford employ separate 

meters and utility feeds for the EV charging equipment. 

Separate meters allow for the utility to isolate the demand and consumption of vehicle charging 

compared to other loads at the site which can allow them to apply discounted EV electricity rates. 

Separate meters or sub-meters are typically recommended for EV charging infrastructure even if the utility 

does not currently offer an EV rate so that transit agencies can track vehicle energy costs like they do for 

fuel today. Utility tariffs are also constantly changing and if an EV charging tariff were to become available 

in the future, the separate metering would enable an easier transition into that rate.  

Another reason this is preferable is that different departments within the transit agency are responsible 

for different expenses, such as bus operations for charging versus administration for building electrical 

and outside lighting. Separate meters or sub-meters will allow the agency to understand how much of 

their energy costs are going to move the fleet compared to normal building loads.  

6 .9  SOLAR ENERGY GENERATION RATES  
Many utilities have elected to incentivize adoption of solar photovoltaic (PV) systems by adopting special 

rates for purchasing solar energy. This is only applicable for PV systems installed in a net metered 

arrangement, where the solar PV system directly offsets electricity usage from the utility, and the utility 

buys any excess energy generated by the PV system. This only occurs when the PV system generates more 

power than the site is demanding.  
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Currently, Festival Hydro does not purchase surplus energy generated in a net metering agreement. 

However, they do permit the accumulation of credits for up to 12 months if a site generates more 

electricity than it consumes in a month. Festival Hydro purchases these credits back using the same rate 

structure that the energy is bought during the billing cycle. 

The amount of electricity consumed by the facility with a fleet of BEBs is typically much more than what is 

generated from a rooftop solar system in Canada.  The challenge is that solar generation is highest during 

the day when most buses are on the road and in service.  The benefit of net-metering is that when buses 

are out in service during the day the transit agency is able send that energy into the grid to get a credit 

for that generation then use the grid at night to charge the buses back up.  This net-metering credit 

system allows transit agencies to deploy solar generation that doesn’t align with consumption without 

needing to store it in something like a battery energy storage system.  

7  OTHER CONSIDERATIONS 

7 . 1  FLEET AND CHARGER MANAGEMENT SYSTEMS  

7 . 1 . 1  C HA RG E  MA N A G E ME N T  S Y S T E M  
It is recommended that any charging equipment procured come with a system that enables the operator 

to remotely know the status of a charging session, log error codes and reset equipment. Manufacturers 

typically offer a proprietary system with their equipment that requires an annual subscription and can 

require internet connection/cell connection as well as a computer with internet access to access any 

dashboards through a web browser. 

Manufacturers also use these connections to their equipment to troubleshoot issues remotely and push 

software updates that may be required to resolve issues or upgrade functionality. The information 

available and capability of charge management systems varies by manufacturer, so it is important to 

understand the differences of what’s being offered and if it meets the organization’s needs. 

Most charging station manufacturers design their equipment to be compatible with Open Charge Point 

Protocol (OCPP) which allows for third party software to be able to monitor and manage infrastructure as 

well.  One of the advantages of third-party software providers is that they are typically able to manage 

multiple equipment vendors in a single platform which may be desirable in a situation where the en-route 

charger is not the same manufacturer as the depot chargers.  Some also offer additional functionality 

beyond charge management and provide information on dispatching and on-board telematics systems.  

7 . 1 . 2  E N E RG Y  MA N A G E ME N T  S Y S T E M  
With electricity becoming the new fuel for the fleet, energy consumption will significantly increase. Transit 

agencies will become much more sensitive to changes in electricity rates and tariff structures. Having the 

capability to manage when vehicles are charged that matches with a given electricity tariff can 

significantly reduce energy costs. Manufacturers are now offering energy management systems with the 

capability to manage electrical loads such as EV charging stations and/or incorporate other distributed 

energy resources at the appropriate times to help reduce those costs. Having an energy management 

system with the ability to control both charging stations and distributed energy systems in a coordinated 

way to reduce electricity costs will allow flexibility in the future. 
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7 .2  GENERAL FACIL ITY  CONSIDERATIONS  

7 .2 . 1  M A IN T E N A N C E  B A Y  C HA RG IN G  
While it’s not envisioned that vehicles will necessarily be regularly charged in maintenance bays, there 

may be times when having some charging capability in the maintenance bays would be helpful. For 

instance, if there’s a charging issue with a given vehicle it may be helpful to have it in a maintenance bay 

to diagnose that problem.  

Portable chargers are available that could be shared between maintenance bays and deployed as needed. 

They would require appropriate power for the equipment be brought to the maintenance bays which 

could be connected by a Mennekes connection and moved between maintenance bays as needed. 

7 .2 . 2  V E H IC LE  R OO F T O P  A C C E S S  PL A T F OR MS  
BEBs have a significant amount of equipment mounted on the roof of the vehicles including electrical 

converters, battery packs, charging rails that will require service and/or troubleshooting. Fall protection 

systems will need to be in place that enable staff to safely work on those components of the vehicle. 

While personal fall protection equipment such as harnesses and retractors can allow this type of work to 

be done, the preferable way is to have permanent or portable scaffolding that allows staff to work on 

equipment without the need for personal fall protection equipment. Stratford does not currently have 

work platforms for accessing rooftop equipment. With a deployment of battery electric buses, capacity to 

work on the roof of buses will be important and will increase the volume of work requiring this type of 

equipment. Portable or permanent scaffolding should be considered as the agency becomes more 

familiar with maintaining BEBs. 

7 .2 . 3  L I F T I N G  DE V IC E S  F OR  R O OF T O P  E Q U I PME N T  
Along with access to the roof of the vehicle, it may also be necessary to be able to lift items like battery 

packs on or off the roof for service/replacement. The capacity of cranes attached to the roof should be 

checked against the heaviest equipment the manufacturer expects will need to be moved on or off the 

roof of the vehicle. 

7 .2 . 4  S PA RE  PA RT S  S T ORA G E  
Having and adequate supply of spare parts that will be unique to the battery electric buses and charging 

infrastructure is something that is recommended. With fewer vehicles on the road compared to ICE 

vehicles, parts can have longer than normal lead times and having critical spares for both BEB and ICE 

vehicles will be necessary as the fleet transitions. The space requirement for those additional spare parts 

should be evaluated once information from the supplier has been provided in terms of the recommended 

quantity and type of critical spares. 

7 .2 . 5  F L O OR  A N D  HO I S T  C A PA C IT Y  
The empty vehicle weight of a BEB is typically heavier than that of diesel bus due to the significant weight 

of battery packs in the vehicle and vary by manufacturer and battery pack configuration. 

The structural capacity of the concrete floor inside the garage should be assessed to understand the 

impacts of operating heavier vehicles.  If sufficient as-built information is available for the facility this may 
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be able to be done through a desktop engineering analysis.  If capacity of the flooring is unable to 

support heavier vehicle types, it may require that lighter vehicles be purchased or consider if 

modifications could be made to the existing foundation. 

To evaluate the vehicle hoist capacity, the actual weight of vehicles purchased should be compared to the 

hoist capacity at the transit garage to ensure that the current equipment is capable of safely lifting the 

vehicles.  Weight distribution of battery electric vehicles can be more disproportionate than diesel buses 

so it’s important that manufacturers are able to provide not only total curb weight but also the specific 

weight on a per axle basis. 

7 .2 . 6  O VE RHE A D C LE A RA N C E  
Areas like garage doors and wash racks can often be the lowest clearance points at transit facilities. The 

current garage doors are 12’ (3.65 m) which is adequate for the models listed below.  Photos from the site 

also confirm that the overhead clearance of the garage should not be an issue as there appears to be a 

significant amount of clearance for the existing Nova Buses.  

 

Figure 17 - Photo illustrating existing garage door clearance

 

Table 4 shows the vehicle heights of current diesel and battery electric transit buses. While there is some 

variation between OEMs, the height of the vehicles are generally similar regardless of fuel type and does 

not exceed the current overhead clearance for garage doors. 

Table 4 - Bus Height 

Propulsion Manufacturer Model Height 

Diesel Nova LFS 3.20 m 

Battery Electric Nova LFSe+ 3.30 m 
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Diesel-Hybrid New Flyer Xcelsior Hybrid 3.30 m 

Battery Electric New Flyer Xcelsior Charge NG 3.38 m 

Battery Electric Proterra ZX5 Max 3.29 m 

Battery Electric BYD K9MD 3.40 m 

 

The maximum clearance of the bus wash should be checked against the intended vehicle being purchased 

to ensure that modifications or replacement of the bus wash are not required but seeing as there is not a 

significant difference in height, it’s not expected to be an issue for any manufacturer. In addition to 

vehicle clearance, installation of pantograph chargers also requires a sufficient distance between the 

retracted pantograph and the roof of the vehicle. A detailed design would be required to determine if 

clearance would be adequate for overhead pantograph charging since the mounting location and 

pantograph model would need to be known. 

7 .3  SOLAR & BATTERY  ENERGY STORAGE  
Some transit agencies deploying BEBs add distributed energy resources like solar panels and battery 

energy storage systems (BESS) for added benefit. Understanding how these resources could be deployed 

and operated at existing facilities will assist in determining potential benefit for Stratford Transit. This 

report will address the feasibility of implementing the below energy resources but will not address the 

economic viability; economic viability will be addressed in the final full report. 

7 .3 . 1  S O LA R  PH OT OV O LT A IC S  ( P V )  
Solar PV provides a scalable choice for energy generation and produces no emissions or noise. Over the 

past decade solar PV has become more reliable and lifetime maintenance requirements have reduced. 

Solar PV requires a large area/footprint to achieve large power output and is subject to fluctuations in 

solar irradiance. Given the use case, solar PV could be expanded on the overhead canopy of the fleet 

maintenance building, provided there is structural capacity for charging infrastructure in addition to the 

weight of added PV panels. The overall solar PV system can be scaled depending on the available space or 

module size but may be subject to fluctuations depending on module tilt and azimuth angles.  

Solar PV is typically not capable of offsetting the entire bus charging energy demand. However, PV can 

offset a meaningful portion of overall demand resulting in a “net load” that is lower than scenarios 

without PV. The overall impact of solar PV is also dependent on the bus charging schedule. A solar 

installation will have a greater impact if more of the charging occurs during peak solar generation hours. 

However, with the addition of net-metering or on-site energy storage, solar energy can be utilized even if 

the bus charging load is less than PV output during some daylight hours. 

7.3.1.1 Solar Generation Analysis 
As part of this study, a solar generation analysis was performed using PVWatts® Calculator, a tool created 

by the National Renewable Energy Laboratory (NREL) and uses the location and weather data for each site 

to estimate a monthly generated power output of the solar PV system, including overall system efficiency 

losses. 
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The results of the solar generation analysis represent a best case scenario and may differ from the 

installations currently installed at the depot facility by assuming the panels will be cleared of snow and 

have a denser installation of panels for the same given area than the current installations. The analysis for 

this project does not factor the structural limits of the roof and assumes the roof can handle the 

additional weight of the solar installation. 

PVWatts® Calculator was used to estimate the solar energy that could be generated at each of the sites. 

PVWatts® is a tool created by the National Renewable Energy Laboratory (NREL) and uses the location 

and weather data for each site to estimate a monthly generated power output of the solar PV system, 

including overall system efficiency losses. The results generated by PVWatts® represents a best-case 

scenario and assumes the panels will be cleared of snow during winter months. The analysis for this 

project does not factor the structural limits of the roof and assumes the roof can handle the additional 

weight of the solar installation.  

Neither of the sites covered in this report have existing PV installations, other municipalities have 

contracts with their local unregulated utilities to own and operate the PV system, with roofing space 

leased by the transit agency. This type of arrangement could be further discussed during later stages of 

the project if a PV installation is of interest to both parties. A PV installation would be connected to the 

grid as net-metering where any excess generated energy not used by charging infrastructure or building 

loads would be sold back to the utility.  

7.3.1.2 Stratford Transit Garage  
Two scenarios for the Stratford Transit Garage were analyzed to estimate the potential energy that could 

be generated at the facility. 

7.3.1.2.1 Scenario 1: Bus Maintenance Building Rooftop Solar 

The first scenario would be to cover the entire roof space of the garage with solar panels. This is shown in 

the image below with an estimated yearly generation of 250,017 kWh. 
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Figure 18 - Scenario 1 Rooftop Solar Layout at Stratford Transit Garage

 

7.3.1.2.2 Scenario 2: Bus Maintenance Building and Storage Barn Rooftop Solar 

The second scenario covers the same area of the bus maintenance building with the addition of the 

adjacent Storage Barn. This could be implemented as an addition of panels over the garage. The 

proposed solar panels are shown as the enclosed space of the image below with an estimated yearly 

generation of 408,098 kWh. 
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Figure 19 - Scenario 2 Rooftop Solar Layout at Stratford Transit Garage

 

7.3.1.3 Cooper Transit Terminal 
To add solar panels to the terminal, an overhead gantry would need to be constructed over the island of 

the bus pull-out for the panels to be placed on. The construction of the gantry adds significant complexity 

for adding a PV system to this site. The proposed solar panels are shown as the enclosed space of the 

image below with an estimated yearly generation of 203,674 kWh. 
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Figure 20 - Enclosed Area Shows the Additional Coverage Of Solar Panels For The Site

 

 

7 .3 . 2  B A T T E RY  E N E RG Y  S T ORA G E  S Y S T E M  (B E S S )  
Energy storage devices can play a critical role within a microgrid or distributed energy resource (DER) 

system. Although energy storage systems are not a generation method, they can provide greater 

reliability and resiliency for a microgrid, along with potential energy bill reduction applications. They are 

especially useful when utilizing renewable generation methods, as it can help reduce some of the 

intermittency issues and extract more value out of those types of assets. Battery energy storage systems 

(BESS) are typically the most prominent and mature technology for distributed scale systems and 

microgrids. BESS systems are scalable and can help provide a greater sense of resiliency for a more 

renewable focused system but typically come at a relatively high installation cost and may experience 

degradation in energy capacity over the system’s life. 

For transit bases, BESS systems are typically utilized for shifting load and/or generation in a strategic way 

that may help reduce demand charges and total energy costs associated with large charging loads that 

occur during peak rate hours. The size and duration of a potential BESS is heavily dependent on the 

available space for installation as size of the system will increase as the nameplate capacity and 

operational duration increases. BESS size will vary from vendor to vendor, but most solutions are typically 

of a containerized style. Systems of this nature are generally modular and flexible in terms of system size 

with footprints ranging from 8’ x 12’ upwards to 40’ x 8’ (40’ ISO containers). 

For Stratford, the modelled electrical demand profile of charging (with a charge management system) 

already flattens the demand to be at a consistent level throughout most of the day.  There are not any 
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peaks that would be avoided by incorporating a BESS.  Because of this relatively flat demand profile and 

there not being a need to time shift the load, it’s not recommended that a BESS be used with the current 

tariff structure. 

Figure 21 - Stratford Garage Zero+ bus charging electrical demand profile

 
 

7 .4  RESIL IENCY  
There are several different systems or strategies that could be utilized to create a more resilient and 

reliable system for Stratford’s Transit service. Some involve installation of additional infrastructure while 

others are potential operational strategies that could reduce or mitigate risks which may impact service. 

Each method provides different levels of support for the fleet and its infrastructure thus increasing the 

overall system resiliency.  

While the electric utility will never be able to maintain a system that provides power 100% of the time to 

every customer, customers of utilities that have reliable electrical feeds may not require the same types of 

infrastructure as places that experience frequent or long power interruptions.  Some improvements on the 

utility side can also increase reliability to an area or a single customer. Stratford Transit must balance the 

operational risk and costs with the resiliency and reliability needs. 

7 . 4 . 1  G R ID  RE L IA B IL I T Y  
Before considering adding additional infrastructure to mitigate power outages, it’s important to 

understand the context as to how many outages typically occur and how long they last. Short duration 

outages (less than an hour) will have minimal impact on operations whereas sustained outages (over one 

hour) would be more likely to cause a disruption to the service provided by the transit agency. If sustained 

outages are more common for a facility, a backup power source should be considered for the facility to 

limit the impact of outages on the transit network. 

Flat Peak Demand 
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Upon HDR’s request, Festival Hydro was able to provide information on the outage frequency and 

duration of outages for the circuit that provides power to the Transit Garage for five years, between 2017-

2021. Information was not provided for 2022, since planned outages to improve infrastructure were 

performed that year that would skew the outage time averages. Based on the information provided, it can 

be noted that the Transit Garage has a very reliable service history. The Transit Garage averages three 

extended outages per year with an average yearly outage time of 2.5 hours, excluding a few yearly 

momentary outages which would that have a negligible impact on charge time.  

7 . 4 .2  RE DU N DA N T  G R ID  S O URC E S  
Depending on the base location another method to increase resiliency is to employ a redundant feeder 

from the utility grid. Ideally, this secondary redundant source is served by a separate circuit than the 

primary feeder and could provide power to the transit base in the event the primary source experiences 

an outage or fault. There are several main grid components that affect the grid source reliability. 

7.4.2.1 Substations 
The electric utility typically takes service from the generation and transmission grid at the utility’s 

substation. The substation converts electricity from a high transmission voltage to the local medium 

voltage system. Due to land constraints and large load requirements, the local utilities generally operate 

multiple transformers within each substation and each transformer is connected to multiple medium 

voltage, distribution feeders. Most outages at the substation level are localized to a single substation 

transformer. The presence of multiple substation transformers provides redundancy during most normal 

operations. The utility usually plans maintenance outages to avoid impacting the entire substation; 

however, when planning for redundant power to the transit base chargers, Stratford Transit should 

request redundant distribution feeders be fed from separate substations or at the least from separate 

substation transformers. 

7.4.2.2 Distribution Feeders 
Medium voltage distribution feeders are installed and operated by the utility to supply electricity to their 

customers. Utility planners work to ensure that the grid will operate as reliably and efficiently as possible. 

Utility planners consider how to add new loads to the grid and how to best operate the local grid when 

maintenance or other outages impact an area or customer. In most cases, impacts to the distribution 

feeders are seldom known or experienced by the utility customer.  

Unexpected outages at the distribution level are often localized and able to be fed from a separate 

distribution feed. Underground distribution feeder outages are most commonly caused by digging into 

the line. Underground feeder outages do not happen frequently but occur for a longer duration. To avoid 

long-duration underground outages, utilities typically operate a loop system that can be switched from 

one source to another to avoid lengthy delays.  

Overhead distribution feeders are installed nearer to the ground than transmission lines, so they are more 

likely to be impacted by tree branches and animals contacting the bare conductors and shorting the 

system. Overhead distribution feeders are also not built to the same strength as the transmission lines, so 

wind and downed trees can also impact these overhead feeders. Overhead feeder outages occur more 

frequently than underground outages but are repaired much quicker because they are more accessible. 
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Overhead feeders are often configured to allow multiple sources to back feed the line in the event of 

outage or maintenance.  

Some factors for consideration of the distribution feeders may include: 

• Does the charging infrastructure require a 100% redundant backup source? If 100% redundancy is 

required, this will increase cost and on-site space required for the utility to provide this level of 

redundancy.  

• Providing separate distribution sources from two separate substations is most desirable but also 

most costly. If redundant distribution feeds are installed, consider utilizing sources from a single 

substation but from separate transformers within that substation. 

7 . 4 .3  I N T E RN A L  C OM B U S T I ON  E N G IN E  ( IC E )  

G E N E RA T I ON  
More traditional generation methods usually include combustion turbines and internal combustion 

engine driven generators. Both technologies are proven to be effective at both a large and distributed 

scale for main power generation or backup power. Typically, combustion turbines have a larger power 

output (500 kW to 25 MW) but can still be utilized to meet larger distributed loads. These machines 

require hydrocarbon fuel input (i.e.: natural gas, oil, or fuel mix). 

ICE generators come in a variety of sizes making them highly scalable. These machines have a high degree 

of reliability and can operate on demand but also require fuel input and maintenance. This provides high 

degrees of reliability and some resilience, but they may fall short in terms of environmental concerns due 

to the utilization of fossil fuels.  

ICE generation is typically not an ideal solution to offset battery electric bus (BEB) charging load as the 

fuel input, high maintenance costs, and emissions are not suitable for consistent use. These generation 

methods can serve as backup generation to allow reduced transit operations to continue in the event of 

an electric service outage.  

The large ICE generator footprint is an important consideration. A typical stationary diesel ICE backup 

generator will require a footprint of approximately 75 ft²/MW. Therefore, a 2 MW stationary backup 

generator would require approximately 150 ft², not including ancillary equipment such as transfer 

switches or noise reduction enclosures. 

In addition to stationary ICE generators, there are also portable ICE generators available in a variety of 

sizes up to about 2 MW. Charging infrastructure at facilities can be designed with capacity to connect 

portable generators. Having a portable generator on-site at the depot facility may be a good option as it 

could also be relocated to other facilities (such as en-route or municipal facilities) as needed in the event 

of power disruption without the need to have individual generators located at each site. This also allows 

the option to scale up backup generation in the future by purchasing additional generators if reliability 

continues be a challenge. 
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7 . 4 . 4  HY DR OG E N  F UE L  C E L L  G E N E RA T I ON  
Hydrogen fuel cells can provide a large amount of power in a smaller footprint than other renewable 

sources and do not suffer from intermittency. Fuel cells also have low to no emissions depending on the 

fuel utilized but do require fuel input, additional infrastructure, and safety equipment to maintain high 

temperatures within the device and safely store potentially volatile fuels. 

Fuel cells have historically operated using hydrogen as the fuel source. Hydrogen fuel cells can be 

procured if a hydrogen fuel source is available at the intended site. Hydrogen delivery can be completed 

either through on-site or off-site generation. On-site generation requires the raw components available at 

the site. These raw components typically include either water or natural gas and electricity. The electricity 

source determines hydrogen’s cleanliness as most consider coal or hydrocarbon generation less desirable 

than hydropower or renewable sources. 

On-site generation requires much more infrastructure that may not be able to fit on the existing facilities, 

whereas off-site generation would require storage tanks and pumps to store and deliver the fuel to the 

fuel cells. Off-site generation typically requires a truck-and-tank delivery system, as adequate hydrogen 

pipelines capable of supporting a 1 MW or larger generator is not likely available. 

The fuel cell footprint is dependent on the vendor, system size, and form factor. Fuel cell stacks can be 

deployed as a containerized unit or as modular units mounted to a foundation. A 440 kW containerized 

fuel cell will have a space requirement of 28’ x 11’ x 9’ or an approximate footprint of 0.7 ft²/kW. The 

estimated footprint includes only the space required for the fuel cell stacks and does not include the 

required space for ancillary equipment such as fuel storage or electrolyzers. A 2 MW containerized fuel 

cell installation would utilize 16 units and requires an approximately 1,400 ft² footprint.  

Similarly, a modular installation would have an approximate space requirement of 15’ x 9’ x 7’ for a 250 

kW unit. A 2 MW modular installation would require 8 x 250 kW units with an estimated footprint of 1,080 

ft². These estimates do not include the necessary space for fuel storage and maintenance access. 

Additionally, fuel cells are generally not well suited for typical emergency generator application where the 

asset is stored and only operated for a limited number of hours per year. Fuel cells require high operating 

temperatures to maintain effective and efficient operation. A cold fuel cell can take as long as 10 hours to 

be heated to optimal temperature, which is typically unacceptable for emergency generation applications. 

One solution fuel cell manufacturers have proposed to mitigate this startup time involves equipping the 

fuel cell to serve either a small portion or the entirety of the full load during normal operation. This means 

the fuel cell is always operating and maintains its ability to operate during an outage. Operating in this 

fashion could effectively swap the primary and backup power sources so that the electrical grid provides a 

backup to the fuel cell to reach the desired level of resiliency. 

The ramp rate of an operating fuel cell is extremely fast, and a fuel cell operating in hot standby and 

ramped to full load during an outage would be able to meet similar starting characteristic as ICE 

generators. It should be noted that operating the fuel cell in hot standby will require the consumption of 

natural gas or hydrogen during normal operation. 
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7 . 4 .5  RE DU C E D  B US  S E RV IC E S  
In the case of an outage, a viable resiliency practice includes reducing the amount of bus services offered 

for the duration of the outage or while the buses affected by the outage are completely charged. Services 

can be reduced to a maintainable level depending on the severity, type, and outage duration (utility, local, 

software, etc.) and then returned to baseline operation once an outage is restored and buses are fully 

charged for operation. Different plans can be developed to optimize services for different outage 

categories to streamline service reductions. It should be noted that in the event of a large-scale outage, 

such as those caused by a large natural disaster, the overall demand for different transit service will likely 

decrease as the disaster has larger regional impacts beyond transit services. This should be considered if 

reduced operations plans are developed in the future. Overall, service reduction plans are dependent on 

the type and scale of an outage and are a viable option as a primary or secondary method of operation 

resiliency. 

7 . 4 . 6  S PA RE  B US  C A P A C IT Y  
Maintaining a fleet of spare buses (BEB or diesel) is a viable option to maintain a higher percentage of 

operational transit routes in the event of an outage. Depending on the type and length of a potential 

outage, buses can be swapped with fully charged spares for a reserve fleet once they reach a low state of 

charge. Maintaining a reserve fleet of BEBs would allow for Stratford Transit to maintain their emissions 

goals while enabling a greater sense of resiliency for transit operations. However, a reserve fleet of this 

style is still limited by the charging infrastructure which may be impacted by the potential outage.  

A reserve fleet containing diesel buses can provide a greater amount of bus swaps as they are not limited 

by potential charging outages. While this method may be viable during a phased fleet conversion, this 

would no longer be viable once the entire fleet became battery electric.  

While a reserve bus fleet can provide a greater sense of resiliency and allow for increased transit 

operations during an outage, there are significant costs and space requirements associated with 

purchasing and maintaining a reserve fleet that should be weighed against the benefits of developing and 

storing one. 

7 . 4 .7  E N -R O UT E /LA Y O VE R  C HA RG IN G  
In the event of an outage localized to a transit base, en-route chargers could be utilized to keep transit 

routes in service. An outage localized at a transit base could affect the charging infrastructure and the 

charging schedule at the base. As an alternative to significantly reducing transit services, specific routes 

could be rerouted to utilize en-route charging until the outage at the base is resolved. The duration in 

which this solution can be utilized for resiliency is dependent on the severity of the outage. Likely, this 

could be utilized for a short period of time to keep a single day’s routes in service without major revision 

of the transit routes. This would be dependent on the final charging infrastructure design and the location 

of en-route chargers. 

7 . 4 .8  RE S I L I E N C Y  RE C O MME N DA T IO N S  
Although past usage data cannot guarantee the same future reliability at the Transit Garage, it indicates 

that the types of outages experienced at the garage could be manageable with operational adjustments. 
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If operational plans can mitigate these disruptions, backup generation should not be required as the 

reliability of the electrical grid should be able to keep the city’s transit system at an acceptable level of 

reliability.  Provisioning for incorporating a back-up generation source is recommended at this stage as it 

is a low cost option that will allow Stratford to add back-up power down the road if grid reliability 

changes or operational workarounds are found to not be adequate. 

7 .5  BUILDING CODE & F IRE  SAFETY  
Indoor storage of vehicles is not a new concept, but the introduction of battery electric vehicles (BEVs) is 

an aspect that introduces new risks to facilities.  Regulatory authorities are still working to determine if 

additional requirements will be needed.  The biggest change with the introduction of battery electric 

vehicles and charging infrastructure is the increase in high voltage electrical equipment that is now being 

installed as well as the possibility of a lithium ion battery fires on vehicles stored inside of facilities. 

Each province and territory in Canada has its own building code, which may adopt the National Building 

Code of Canada (NBCC) or modify it to suit local requirements. These codes may include specific 

provisions related to fire safety in buildings that house BEVs or other hazardous materials.  While the 

NBCC it does not specifically address battery electric vehicles currently, it sets standards for fire safety, 

electrical systems, ventilation, and other aspects that would apply to any building. 

The Canadian Electric Code (CEC) is a national standard for electrical installations in Canada. It provides 

requirements for the safe installation and use of electrical equipment, including charging stations for 

BEVs. Electrical codes are already in place that dictate measures that would be required for installation of 

high voltage electrical equipment and their required safety devices.  Electrical designs will need to be 

done by qualified professionals and will be reviewed through the building permit process to ensure 

designs meet electrical code requirements. 

Fire safety standards for BEVs is an emerging area and some codes have not yet caught up to determine 

what the requirements should be for facilities that house BEVs. Vehicle fires are not a new concept for 

buildings and while to date, battery electric vehicle fires are statistically less common than internal 

combustion vehicles they do happen and behave differently.  For example, if thermal runaway occurs in a 

battery pack, the fire can be difficult to extinguish and may take hours to put out. 

Fleet operators have been proactive in thinking about how to mitigate these risks and while the current 

building codes may not explicitly dictate requirements, there are suggestions transit agencies have 

provided based on experience as to what agencies should consider in terms of additional fire safety 

measures: 

• Develop a fire safety plan with the local fire department that addresses how to deal with a fire 

• Performing a facility fire safety risk assessment to evaluate aspects such as: 

o Rating of the building fire suppression system in vehicle storage areas 

o Availability of water for the fire department to be able to extinguish fires 

o Emergency power shut-offs for charging equipment 

o Manual HVAC controls to exhaust smoke and fumes from a vehicle fire 
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• Having an ongoing dialogue with first responders after implementation so that first responders 

are familiar with the facility, vehicles, and tools available to deal with fires at the facility 

Engaging with insurance underwriters is another recommended to make sure that buildings and/or 

fleet will be covered by existing insurance coverage.   Insurance underwriters may also have 

recommendations or additional requirements as to how risks could be mitigated that are not 

captured by current building or electrical codes.   
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8  APPENDIX B1 :  FACIL ITY CONCEPT PLANS  
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DISCLAIMER 
In preparing this report, HDR relied, in whole or in part, on data and information provided by the Client and 

third parties that was current at the time of such usage, which information has not been independently verified 

by HDR and which HDR has assumed to be accurate, complete, reliable, and current. Therefore, while HDR has 

utilized its best efforts in preparing this report, HDR does not warrant or guarantee the conclusions set forth in 

this report which are dependent or based upon data, information or statements supplied by third parties or the 

client, or that the data and information have not changed since being provided in the report. 

This report is intended for planning purposed for the Client, and for Client’s sole and exclusive use and is not for 

the benefit of any third party and may not be distributed to, disclosed in any form to, used by, or relied upon 

by, any third party without prior written consent of HDR, which consent may be withheld in its sole discretion. 

Use of this preliminary feasibility report or any information contained herein, if by any party other than Client, 

shall be at the sole risk of such party and shall constitute a release and agreement by such party to defend and 

indemnify HDR and its affiliates, officers, employees and subcontractors from and against any liability for direct, 

indirect, incidental, consequential or special loss or damage or other liability of any nature arising from its use of 

the Report or reliance upon any of its content. To the maximum extent permitted by law, such release from and 

indemnification against liability shall apply in contract, tort (including negligence), strict liability, or any other 

theory of liability. 
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1  INTRODUCTION 
With the introduction of battery electric technology, it is critical to provide proper training on the unique 

systems and subcomponents for battery electric buses (BEBs) to ensure the safe, efficient operation and 

maintenance of the electric fleet. Stratford Transit should work with internal training departments and in 

close coordination with Original Equipment Manufacturers (OEMs) to acclimate the existing workforce to 

the new technology, empowering them to become champions of the BEB technology, and avoiding 

displacement of the existing workforce. 

It is recommended that Stratford Transit take the following actions to ensure a safe workplace, capable 

workforce, and successful fleet transition: 

• Safe Battery Electric Workplace and Risk Assessment: Develop and implement safe work 

procedures for working on battery electric vehicles. This includes procedures for de-energizing 

and re-energizing high voltage systems, lockout/tagout procedures, and personal protective 

equipment (PPE) requirements.   

• Training Program: Provide workforce training regarding safe work procedures for operating and 

maintaining BEBs. This should include training on the risks associated with high voltage systems, 

safe work practices, and the use of PPE.  Ensure that BEB equipment is properly inspected, 

maintained, and tested. This includes equipment such as battery packs, chargers, and cables.  

• Staffing: Continuously evaluate staffing needs as they relate to the introduction of BEBs and 

monitor the market for specific training and qualifications that can be added to job postings, etc. 

Work with unions to ensure work requirements are consistent with the collective agreements. 

• Emergency Response: Establish an emergency response plan for incidents involving BEBs, such 

as battery fires or explosions. The plan should outline the procedures for evacuating the area and 

responding to the emergency.  

This Training & Staffing Plan (Plan) provides a starting point for Stratford Transit and their staff as they 

consider the transition to BEBs. This Plan will review the aforementioned actions and highlight 

considerations, provide insight, and make recommendations as it relates to training and staffing for a BEB 

workplace and service. 

2  A SAFE BATTERY ELECTRIC WORKPLACE  

2 . 1  SAFE  WORKPLACE  POLICY AND STANDARDS  
In Ontario, employers have a legal obligation, through the Occupational Health and Safety Act, R.S.O. 

1990 (OHSA) to develop and implement a workplace safety program that ensures the health and safety of 

their workers. This includes a written policy, hazard identification and control, worker training, worker 

involvement in program development, procedures for accidents and illness, and regular review and 

updates. Failure to comply with the OHSA can result in harm to workers and penalties for the employer.  

The Canadian Standards Association (CSA) developed CSA Z462:21, an electrical safety standard for 

Canadian workplaces to prevent electrical injuries and fatalities. It provides guidelines and requirements 

for identifying and assessing electrical hazards, selecting, and using personal protective equipment (PPE), 

establishing safe work procedures, and training workers. CSA Z462:21 is updated periodically to reflect 
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changes in technology, regulations, and best practices. The standard is widely adopted in Canada by a 

variety of industries where electrical hazards exist, including manufacturing, construction, and utilities.   

CSA Z462:21 is largely based on its American counterpart, developed by the National Fire Protection 

Association (NFPA), called NFPA 70E. Both standards are focused on fixed electrical infrastructure (like 

charging infrastructure) and do not directly address “mobile” high-voltage systems like the battery 

drivetrains in battery electric vehicles. Transit agencies are identifying principles from these standards to 

apply to battery electric workplaces, and it is possible that updated versions of the standards will include 

consideration of battery electric vehicles.  

2 .2  PROCUREMENT  
It is recommended that Stratford Transit incorporate a “safety by design” principle into the procurement 

process. Instead of holding only the user accountable for safety, safety by design ensures that the vehicles 

and equipment are designed and built with safety in mind. Stratford Transit should assess and compare 

OEM products and encourage manufacturers to demonstrate how their products consider the needs of all 

users, including passengers, operators, and maintenance staff.   

Manufacturers with well-developed training programs and products that engineer hazards away from 

employees, minimizing the amount of PPE required for maintenance activities, are indicators that safety is 

important to the manufacturer. Products that protect employees from hazards simplify maintenance and 

reduce the need for safety procedures (ex. Lock-out, tag-out) are preferable to ones that require PPE from 

hazards.   

2 .3  RISK  ASSESSMENT  
It is recommended that Stratford Transit work with Festival Hydro or internal workplace safety resources 

to assess the risks associated with working on BEBs and take steps to minimize or eliminate those risks. 

This includes identifying hazards related to high voltage systems, flammable electrolytes, and other 

potential dangers. Stratford Transit, during and after procurement, should engage with the OEMs for 

information related to risk, safe handling, operation, and maintenance of new equipment and 

infrastructure. Staff will become aware of the risks associated with BEBs through training. It is important to 

ensure staff are knowledgeable about the risks, understand best mitigation and protection procedures, 

and are constantly working to eliminate hazards and maintain a safe workplace.  

2 .4  PERSONAL PROTECTIVE  EQUIPMENT  (PPE)  
Personal Protective Equipment (PPE) is designed to protect users from health and safety hazards. PPE 

must be implemented when elimination, substitution, engineering and administrative controls are 

insufficient at removing or reducing hazards.1 

Under Canadian and Ontarian law, PPE is required to be provided by the employer and worn by the 

employees to maintain safe working conditions. The following policies and standards related to PPE are 

applicable to workplaces: 

Canada Labour Code (R.S.C., 1995, c. L-2) 

 
1 https://www.ccohs.ca/oshanswers/hsprograms/hazard/hierarchy_controls.pdf  
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• Section 122.2 states that “Preventive measures should consist first of the elimination of hazards, 

then the reduction of hazards and finally, the provision of personal protective equipment, 

clothing, devices, or materials, all with the goal of ensuring the health and safety of the 

employees.” 

• Section 125 (l) requires the employer to provide the prescribed safety materials, equipment, 

devices, and clothing and Section 126 (1) requires employees to use safety materials, equipment, 

devices, and clothing intended for their protection. 

Occupational Health and Safety Act, R. S. O. 1990 

• Section 25 of the Act outlines the duties of the employer requiring them to provide equipment, 

materials and protective devices in good condition ensuring safety measures and procedures are 

enforced in the workplace.  

• Section 27 and 28 outlines the duties of supervisors and workers to work within the provisions of 

the Act and use or wear equipment, protective devices or clothing required by the employer. 

As previously referenced, CSA Z462:21 is the electrical safety standard and identifies appropriate PPE for 

workplaces operating electrical equipment to protect workers from high voltage incidents and arc-flash.  

Battery electric buses are considered high voltage systems and require additional tools and PPE that are 

not typically required when working the typical 12/24 V systems on diesel buses.  Examples of the types of 

additional PPE that may be required to work on high voltage systems.  The Transportation Learning 

Center2 provides a list of typical tools and PPE that are expected to be needed to work on BEBs which are 

shown in Table 1 and Table 2. 

Table 1 - Recommended Insulated Tools 

Tool Recommended Quantity Notes 

CAT III rated digital 

multimeter(s) (rated up 

to 1000 VDC) 

1 for each BEB technician  

Insulated hand tools that 

follow ASTM F1505-01 

and IEC 900 standards 

and compliance with 

OSHA 1910.333 (c)(2) 

and 

NFPA 70E standards (as 

recommended by the 

BEB OEM) 

1 set for each BEB technician 

that could be working on a 

BEB at any given time 

 

 

 
2 ITLC_ZEB_Report_Final_2-11-2022.pdf (transportcenter.org) 
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Table 2 - Recommended Personal Protective Equipment (PPE) 

Tool Recommended Quantity Notes 

ASTM Class 0 insulated gloves 

with red label 

1 pair, properly sized for each 

BEB technician 

Insulated gloves need to be 

tested and replaced at specified 

intervals. 

Leather gloves to be worn 

over ASTM insulated gloves 

1 pair, properly sized for each 

BEB technician 

 

Insulated EH Rated Safety 

Shoes 

1 pair, properly sized for each 

BEB technician 

 

NRR 33 rated ear plugs Ample supply for each BEB 

technician that could be working 

on a BEB at any given time 

 

NRR 331 rated (overhead) 

earmuffs 

Ample supply for each BEB 

technician that could be working 

on a BEB at any given time 

Note: Combining NRR 33 rated 

ear plugs with NRR 31 ear muffs 

can provide a NRR protection 

level of 36. 

Arc flash suits Ample supply for each BEB 

technician that could be working 

on a BEB at any given time 

 

Combination arc flash shield 

and hardhat 

Ample supply for each BEB 

technician that could be working 

on a BEB at any given time 

 

Arc flash hoods Ample supply for each BEB 

technician that could be working 

on a BEB at any given time 

Arc flash shield, hardhat and 

hood may be procured as one 

integrated item depending on 

manufacturer and agency 

preference. 

Insulated electrical rescue 

hook(s) (Sheppard’s Hook) 

sized for use on BEBs 

1 set for each BEB technician 

that could be working on 

a BEB at any given time (certain 

HV operations require a second 

worker to be available to 

extricate primary worker in an 

emergency) 

 

 

For more information about PPE, visit the Canadian Centre for Occupational Health and Safety website: 

CCOHS: Designing an Effective PPE Program. 

3  TRAINING PROGRAM 

3 . 1  LABOUR CATEGORIZATION ,  SK ILLS ASSESSMENT 

AND GAP IDENTIF ICATION  
This section outlines the workplace responsibilities of staff based on qualifications and the skills they 

contribute to Stratford Transit’s service. It is acknowledged that existing staff do not currently engage with 

battery electric vehicles and are unfamiliar with their operation in a revenue service setting. The current 
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qualifications for labour do not include pre-existing training with BEBs and while newer staff may have 

some in-class or on-the-job battery electric vehicle training, the agency will need to provide a 

comprehensive training program to operate as a zero emissions operation successfully and safely. Section 

3.2 identifies a prospective training curriculum for Stratford Transit’s staff.  

Generally, staff can be grouped into four categories: 

Operations Support: Staff in this category include those who are critical to bus operations but do not 

drive the buses. As it relates to BEBs, minimal training is required as staff only need to have a high-level 

understanding of the technology and its capabilities. Operations Support may require training related to 

BEB’s operational range as it relates to dispatching, scheduling, and assigning vehicles to appropriate 

routes. Typically, scheduling and dispatching is conducted by Stratford Transit leadership.  

Operators: Staff in this category include staff who drive the buses but do not perform any vehicle 

maintenance. Operators will require more training than Operations Support staff given their direct 

interaction with the vehicles. For example, Operators must be familiar with all dash indicator lights, 

operation of doors and wheelchair access, and safety procedures. Operators will not perform vehicle 

maintenance on the BEBs but may be required to plug-in or unplug buses for use. Operators are required 

to hold a valid Ontario Class C, D and Z Driver’s License, and this requirement does not change with the 

introduction of BEB technology. At this time, there is no new license required for operating BEBs. 

Maintenance Support: Staff in this category include technical specialists who directly interact with the 

buses, support or lead bus maintenance training, and/or are responsible for the assignment and oversight 

of maintenance functions. Maintenance Support will receive the same training as Maintenance personnel 

as their roles require full familiarity with all vehicle systems and mechanical components.  

Maintenance: Staff in this category include technical specialists who directly interact with the buses and 

perform routine and unplanned maintenance functions. Maintenance personnel require the most 

comprehensive training. Within the Maintenance category, personnel should be individually assessed on 

current skills and assigned to training modules as necessary. Maintenance staff are required to complete 

310T certification prior to hiring. 310T is a designation for Truck and Coach Technicians that trains 

students in issue diagnosis, repair and maintenance of commercial vehicles. In addition to this 

designation, duty-specific training is required for maintenance staff.  

3 .2  TRAINING CURRICULUM 
Operations and Maintenance staff differ in their daily interaction and function with BEBs and, therefore, 

require different training. While all staff should be familiar with safety protocols for interacting with BEBs, 

duty-specific training will be required. The following sections identify and outline recommended training 

programs for the safe operation and maintenance of BEBs.  

A comprehensive BEB training program should be integrated with existing training programs for 

operators and maintenance staff. The training curriculum should be jointly developed with and reviewed 

by Stratford Transit, and their unions: Amalgamated Transit Union (ATU), and International Brotherhood of 

Electrical Workers (IBEW). 

The development of a high-quality training program will entail coordination with internal and external 

resources. The following list identifies potential resources that may assist Stratford Transit with program 

development: 
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• Vehicle and charger OEM training curriculum purchased as part of new rolling stock 

procurements; 

• Vehicle sub-system/sub-component training from component OEMs; 

• Collaboration with transit agencies with operational zero emission fleets and in-house training 

programs; 

• Partnership with local first responding agencies; and 

• Membership through training consortiums, transit associations or unions 

3 . 2 . 1  O P E RA T I ON S  
Bus Operators will interact with BEBs on a daily basis as the main users of the BEBs. Though they will not 

perform maintenance functions on the BEBs, they require a solid understanding of the differences in the 

operation of BEBs compared to diesel buses.  The training program for Operators is anticipated to be 

similar to existing conditions, with OEMs providing training to Operators when the vehicle is purchased 

and transitioned into the fleet.  After OEM training is provided, orientation programs for new operators 

should be modified to include an orientation on BEBs that includes the additional aspects that are specific 

to BEBs. 

The Stratford Transit leadership team carries out support functions like scheduling and dispatching. This 

team will require a strong understanding of the BEB’s battery life and operational range to appropriately 

assign buses to routes and send replacement buses when battery levels are low. As Stratford Transit does 

not currently utilize software for scheduling and dispatching, it is recommended that the leadership work 

with OEMs and operators to understand operational range and determine a protocol for contacting the 

transit garage when batteries are running low and replacement buses need to be sent. Support staff 

should also have a general understanding of vehicle systems so that if an operator contacts dispatch with 

an issue, they are able to understand the issue and respond appropriately. 

Table 3 provides an example of they types of training that could be required for  the different operations 

staff:
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Table 3 - Recommended Operations Staff Training 

Training Description Delivery Method Operators Operations 

Support 

Vehicle 

Orientation 

As with any new fleet type, operators will need 

to understand basics like start-up/ shut-down 

procedures, operator gauges and indicators, and 

hot to operate vehicles systems (lights, heat, AC). 

Staff will also need to understand some new 

aspects like the state of charge of vehicle, 

regenerative braking and how to drive the 

vehicle efficiently. 

6 hours OEM OR in-house Certified Trainer x x 

High 

voltage 

system 

safety 

High-level overview of the safety system on the 

vehicle and procedures to follow in the event of 

an emergency.  This should include the types of 

indicators that may signal that there is an issue 

with a battery electric vehicle and how to 

disconnect the traction power if an emergency 

occurs. 

2 hours OEM OR in-house Certified Trainer x x 

Charging 

procedures 

How to charge the bus by connecting using 

either plug-in or overhead chargers.  Setting the 

bus up for charging, starting the charger, safety 

features of charging equipment. 

2 hours OEM OR in-house Certified Trainer x x 

Operations 

and 

Scheduling 

Systems 

Staff will need an understanding of vehicle range 

and strategies for scheduling vehicles.  Training 

on systems that staff may use to monitor 

vehicles (ex: understanding remaining range to 

determine if a vehicle needs to be return to the 

garage or not). 

8 hours OEM OR in-house trainer  x 

 

In addition, procedures for refueling and recharging, hand-off at the garage, and dispatching should be discussed with operators as part of 

Stratford Transit’s standard operating procedures. 
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3 . 2 .2  M A IN T E N A N C E  
BEBs contain high-voltage batteries, requiring all maintenance technicians to be certified to work on high 

voltage systems. Stratford Transit Bus Maintenance Departments, with the inclusion of ATU and IBEW, 

should work to supplement any existing electrical safety programs with guidance from the Canadian 

Standards Association (CSA), OEMs, and industry best practices. At a minimum, safety training programs 

should include: 

• Proper use and inspection of personal protective equipment; 

• CPR and first aid training; 

• High voltage onboard systems familiarization and identification; and 

• Lock-Out-Tag-Out training and compliance. 

Table 4 presents the recommended high voltage safety training curriculum for Maintenance Staff. The 

proposed training curriculum accounts for specialized technicians (identified under “Maintenance” in 

Section 3), supervisors and maintenance leadership (identified under “Maintenance Support” in Section 

3). A proposed maintenance training curriculum has been provided in Table 5. 
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Table 4 - High Voltage Safety Training 

System Description Delivery 
Method 

Maintenance 
– BEB 

Specialized 
Technicians 

Maintenance 
Support - Shift 

Supervisors  

Maintenance 
Support - 

Managers/Directors 

Fall Prevention General description of the type of system that is 
required, with do’s and don'ts that are specific to 

high voltage work 

1 hour OEM, Certified 
Inspector OR 

in-house 
Certified 
Trainer 

X X X 

Harness Use and 
Inspection 

Designed to instruct the end user with the 
information they need to ensure the equipment is 
safe to use. For standard harness and arc-flash 

rated harness. 

2 hours OEM, Certified 
Inspector OR 

in-house 
Certified 
Trainer 

X X 
 

High Voltage PPE 
and inspection 

This course will provide a description of the 
various forms of high-voltage PPE, its use, 

inspections, and certification 

3 hours OEM, Certified 
Inspector OR 

in-house 
Certified 
Trainer 

X X 
 

Arc-Flash PPE, 
inspection and 
Maintenance 

Instruction on arc-flash range, protective barriers 
and PPE, and maintenance of required PPE.  

3 hours OEM, Certified 
Inspector OR 

in-house 
Certified 
Trainer 

X X X 

Who can work on 
what? 

Qualified/Certified  vs. Unqualified/Uncertified 1 Hour OEM, Certified 
Inspector OR 

in-house 
Certified 
Trainer 

X X X 

Tool Inspection Inspection process for various Hi-Voltage 
insulated tools 

1 hour OEM, Certified 
Inspector OR 

in-house 
Certified 
Trainer 

X X X 
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Table 5 - Recommended Maintenance Staff Training 

System Description Delivery 
Method 

Maintenance 
– BEB 

Specialized 
Technicians 

Maintenance 
Support - 

Shift 
Supervisors  

Maintenance 
Support - 

Managers/ 
Directors 

Preventative 
Maintenance 
& Inspections 

(PMI) 

Designed to instruct technicians in the routine preventative 
maintenance procedures and repair of the electric bus 

16 hours 
hands-on and 

classroom. 

OEM or in-
house Certified 

Trainer 

X X X 

Propulsion & 
Regenerative 

Braking 
System 

Technicians gain familiarity with the Motor Drive system 
(Theory and Hands-On), and Regenerative Braking System 

16 hours 
hands-on and 

classroom 

OEM or in-
house Certified 

Trainer 

X X 
 

Bus Plug-In 
Charging 

Instructs staff on the proper and safe use of plug-in charge 
stations, and inspections of receptacles 

4 hours 
classroom 

and hands-on 

In-House 
Certified 
Training 

X X X 

High Voltage 
Charging 
System – 
Battery 

Extensive training covers High Voltage disabling, Lithium-
Ion Battery Pack, Inverters for AC/DC Conversion, 24V 
Charging System, Electrical Architecture, CAN bus, and 

Thermal Management System 

48 hours 
hands-on and 

classroom 

OEM or in-
house Certified 

Trainer 

X X 
 

Battery 
Management 

System 

Technicians learn about the difference in the operation of 
the battery management system and software 

8 hours- 
classroom 

and hands-on 

OEM or in-
house Certified 

Trainer 

X X 
 

HVAC High 
Voltage 
System 

Technicians learn the major operating principles of the 
HVAC “High Voltage System” - Diagnose and repair, 

including system maintenance 

8 hours 
hands-on and 

classroom 

OEM or in-
house Certified 

Trainer 

X X X 

Special 
Equipment & 

Tools 

Instruction on how to use specialized High Voltage 
insulated tools and computers to assist with vehicle repair 

and maintenance. 

8 hour hands-
on and 

classroom 

In-House 
Certified 
Trainer 

X X 
 

High Voltage 
Accessory 

Motors 

Technicians are trained in the operating principle, 
diagnosis, and repair of high voltage drive motors for air 

compressors, power steering pumps, etc. 

8 hours 
hands-on and 

classroom 

In-House 
Certified 
Trainer 

X X 
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3 .3  TRAINING PROGRAM IMPLEMENTATION  
For larger fleets, a phased training program is typically recommended. Given the smaller size of the 

maintenance staff at Stratford Transit compared to larger agencies, it is recommended that the 

technicians are trained together.  

It is recommended that training begins one or more months prior to the delivery of the first BEBs and 

includes hands-on experience with the vehicles. If possible, it is recommended that Stratford Transit send 

staff to manufacturer facilities or other transit agencies to learn and receive BEB training prior to delivery. 

This will ensure a level of familiarity when the BEBs are delivered.  

When the BEBs arrive, it is recommended that Stratford Transit consider having OEMs provide on-site 

support for a period after the delivery of vehicles so knowledge can be transferred to Stratford Transit 

staff. There is value in having OEM staff on-site for diagnosing issues, troubleshooting and problem-

solving. OEM staff can provide guidance and help Stratford staff learn to operate independently.  

3 . 3 . 1  B UDG E T  A N D F U N D IN G  O PP ORT UN IT IE S  
At the onset of the transition, it is recommended that Stratford Transit engage with other transit agencies 

undergoing this transition to determine appropriate budgeting requirements.  

The cost of workforce training will fluctuate in response to the widespread adoption of BEBs. Funding is 

anticipated to come from a number of sources including procurement (where the cost of training is 

included in the budgeted cost of the vehicle or infrastructure procurement), existing training budgets, and 

federal and local funding shares.  

As highlighted by the International Transportation Learning Center, the following costs should be 

considered when budgeting for workforce training: 

• Classroom training hours; 

• Instructor hours (instruction and prep); 

• Instructor hourly wages and benefits; 

• Instructor costs per class; 

• Instructor cost per trainee; 

• OTJ training hours; 

• Mentor hours; 

• Mentor hourly cost; 

• Mentor cost per trainee; 

• Facilities cost; and 

• Training materials/mock-ups/software/simulation cost. 
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3 . 3 .2  A D DIT I ON A L  RE S O URC E S  
In 2021, the OPTA (Ontario Public Transit Association) Board recommended the creation of a ZEB (Zero 

Emission Bus) Committee3 in response to the needs expressed by members to learn and share from on-

another as fleets are transitioned to zero emission technology. 

The OPTA ZEB Committee has identified workstreams for the committee and Workstream 1B focuses 

specifically on ZEB Safety, Training and Maintenance.  Participating in this committee may be a good 

opportunity for Stratford to engage with other Ontario transit agencies, learn the challenges they’re facing 

and the solutions they’ve developed.  It’s also an opportunity for Stratford to share their experiences and 

solutions they have developed. 

3 . 3 .3  RE C O RDK E E P IN G  
It is recommended that Stratford Transit understand the requirements for recordkeeping outlined in 

OHSA and develop practices to ensure staff records are updated as they progress through the training 

program. As the industry becomes more knowledgeable about BEBs, Stratford Transit may be able to 

include requirements for training prior to hiring for technicians. A strong recordkeeping program will 

assist Stratford Transit in communicating its expectations for future employees and budget appropriately 

for training hours when hiring new staff.  

4  STAFFING 
It is recommended that Stratford Transit identify a resource responsible for the management of procuring 

vehicles and infrastructure upgrades as a coordinated program. In addition, outsourcing to consultants, 

OEMs, and third parties to fill resource and knowledge gaps is recommended. It is recommended that 

Stratford Transit re-evaluate staffing needs on a rolling basis based on overall fleet growth and approve 

additional maintenance positions as necessary (as described further in the Section 4.1 and 4.2). 

Table 6 displays the composition of Stratford Transit’s existing operations and maintenance staff, 

including the number of employees, number of authorized positions, union affiliation, and role 

categorization with respect to the zero-emission transition. 

Table 6 - Stratford Transit Staff Complement 

Job Title Role Type # of Filled 

Positions 

# of Authorized 

Positions 

Union 

Affiliation 

Leadership (Manager, 

Supervisor, Weekend 

Supervisor, Fleet 

Supervisor, Admin) 

Operations 

(Support) 

5 5 IBEW 

Operators (Full and Part-

time) 

Operations 34 38 ATU and IBEW 

Maintenance (Full-time) Maintenance 

(Support) 

2 2 ATU 

 
3 Zero Emission Bus (ZEB) Committee – OPTA | Ontario Public Transit Association 
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Mechanics/Technicians 

(Full-Time) 

Maintenance 3 3 ATU 

 

Changes in operations may result in impacts to the Collective Bargaining Agreement which may increase 

operational costs. Stratford Transit staff belong to two unions: Amalgamated Transit Union (ATU) and 

International Brotherhood of Electrical Workers (IBEW).  It is important that unions are engaged early to 

support transitioning of the workforce. For example, Operators may be asked to take on additional duties 

such as plugging-in and un-plugging buses from chargers.  Driving behaviour heavily impacts vehicle 

range and it may be beneficial to monitor driver performance to correct inefficient driving practices. It is 

recommended that Stratford Transit initiate constructive engagement with unions on the coming changes 

to staff requirement to support BEB operations including staffing numbers, skillsets, and operational 

practices. 

4 . 1  OPERATIONS STAFF  R IGHT-S IZ ING 
In general, the modelling scenarios for bus electrification in the Appendix A: Energy Modelling Report 

resulted in more service hours than the existing conditions.  It is recommended that Stratford Transit 

review the rules of the Operators’ collective agreements and the number of service hours travelled to 

determine if any increase in the number of Operators would be required. It is not anticipated that there 

will be a need to increase the number of Operators in the short to medium term. Stratford Transit should 

continue to evaluate its Operator staffing needs on a rolling basis as BEBs are introduced to the fleet.  

4 .2  MAINTENANCE STAFF  RIGHT-S IZ ING 
The financial analysis assumed there would be approximately 10% savings in maintenance costs by 

transitioning to BEBs from diesel. It is noted as transit fleet transitions are in their infancy, there is a lack of 

data to support a conclusion regarding increases or decreases in vehicle maintenance staffing levels at 

this time. This lack of conclusive data to support increases coupled with the fact that there is no significant 

increase in Stratford Transit’s fleet size, it is not anticipated that additional maintenance staff will be 

required.  

It is recommended that Stratford Transit monitor this transition and make appropriate decisions based on 

observed conditions when the vehicles arrive.  

4 .3  INFRASTRUCTURE MAINTENANCE  
A new aspect that Stratford Transit will need to consider will be maintenance of the charging equipment 

and associated electrical infrastructure required to service the BEBs.  Some larger agencies have 

permanent electrical trades staff already part of their facilities maintenance team, though Stratford Transit 

does not.  Stratford Transit will need to consider one of several models for preventative and corrective 

maintenance of charging infrastructure: 

• Hiring of trades certified in-house staff to manage equipment; 

• Engaging a local contractor;  

• Purchasing OEM warranties/service plans; and 
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• Contracted design/build/maintain models like Charging as a Service (CaaS) and Energy as a 

Service (EaaS). 

There is precedent that larger agencies such as the Toronto Transit Commission (TTC) are using CaaS/EaaS 

models as it better allocates the risk to the party that is best able to manage it. Transit agencies are not 

naturally equipped to manage electrical infrastructure and optimize energy costs, as it’s not part of their 

core business.  EaaS/CaaS can allow for more consistent fuel/energy pricing for the transit agency, while 

shifting riskier aspects of infrastructure that the agency may not necessarily understand very well (like 

operations and maintenance) to the contractor. 

Ultimately the decision to determine which model to adopt will depend on the capacity of the agency to 

manage those assets, the value offered by the contractor, and the organization’s risk tolerance.  

5  EMERGENCY RESPONSE  
One of the key groups that will require engagement, outside of Stratford Transit staff, are the City’s first 

responders. It is recommended that Stratford Transit engage local first responders (like the fire 

department, emergency medical service, etc.) to offer to provide education and training on the BEB 

technology and safety features of buses used by Stratford Transit. This training will provide first 

responders with the knowledge necessary to safely act and address an emergency situation involving BEBs 

or BEB infrastructure.  

A sample engagement plan to educate the Stratford Fire Department on BEBs is presented below:  

1. Contact the local fire department: Stratford Transit should contact the Stratford Fire 

Department and set up an education and training session. Stratford Transit should work with the 

Stratford Fire Department to determine the appropriate attendees and number of sessions based 

on any potential pre-existing training the first responders have related to electric vehicles.  

2. Provide information on the BEB technology: Stratford Transit (in consultation with the OEM) 

should prepare an information package on BEB technology including information on the battery 

systems and charging infrastructure. This information should be used by the fire department to 

identify risks associated with BEBs and develop appropriate response strategies.   

3. Identify key safety features: Stratford Transit, in coordination with OEMs, should identify the key 

safety features of the BEBs (emergency shut-off switches, access points for battery disconnection). 

This information can help fire departments respond to incidents involving BEBs more effectively.  

4. Offer hands-on training: Stratford Transit (in coordination with OEMs) should offer hands-on 

training opportunities for fire departments to familiarize them with BEBs and their safety features. 

This could involve simulations of emergency situations or demonstrations of how to disconnect a 

BEB's battery system.  

5. Encourage ongoing collaboration: Transit agencies should encourage ongoing collaboration 

with fire departments to ensure that they are kept up to date on any changes to BEB technology 

or safety features.  

Coordination and knowledge-sharing with first responders ensures that all parties are prepared to 

respond to incidents involving BEBs and protect passengers and employees.  
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DISCLAIMER 
In preparing this report, HDR relied, in whole or in part, on data and information provided by the Client and 

third parties that was current at the time of such usage, which information has not been independently verified 

by HDR and which HDR has assumed to be accurate, complete, reliable, and current. Therefore, while HDR has 

utilized its best efforts in preparing this report, HDR does not warrant or guarantee the conclusions set forth in 

this report which are dependent or based upon data, information or statements supplied by third parties or the 

client, or that the data and information have not changed since being provided in the report. 

This report is intended for planning purposed for the Client, and for Client’s sole and exclusive use and is not for 

the benefit of any third party and may not be distributed to, disclosed in any form to, used by, or relied upon 

by, any third party without prior written consent of HDR, which consent may be withheld in its sole discretion. 

Use of this preliminary feasibility report or any information contained herein, if by any party other than Client, 

shall be at the sole risk of such party and shall constitute a release and agreement by such party to defend and 

indemnify HDR and its affiliates, officers, employees and subcontractors from and against any liability for direct, 

indirect, incidental, consequential or special loss or damage or other liability of any nature arising from its use of 

the Report or reliance upon any of its content. To the maximum extent permitted by law, such release from and 

indemnification against liability shall apply in contract, tort (including negligence), strict liability, or any other 

theory of liability. 
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1  INTRODUCTION 
This technical memorandum evaluates the lifecycle costs associated with the battery electric bus (BEB) 

Fleet Transition Plan currently being considered by the City of Stratford to achieve its goal of net zero 

emissions by 2050. The costs evaluated include capital, operating and maintenance (O&M), and 

fuel/electricity over the 2023 to 2050 period. The BEB scenarios are compared against a Baseline (Business 

as Usual) Scenario that reflects a situation where transit service would be provided by diesel buses 

through 2050. In addition to the electrification of buses, the BEB Scenarios also include en-route charging 

infrastructure. As described in more detail in the following sections, the three scenarios reflect the 

following: 

• Baseline (Business as Usual) Scenario: Reflects the scenario where no transition to BEBs occurs. All 

replacements of the current diesel fleet are with new diesel buses.  

• BEB Scenario (525 kWh): This scenario reflects the full transition of Stratford’s fleet to BEBs with 

525 kWh batteries, beginning in 2026.  

• BEB Scenario (675 kWh): This scenario reflects the full transition of Stratford’s fleet to BEBs with 

675 kWh batteries, beginning in 2026.  

Table 1 provides a comparison of projected fleet mix and operating statistics for selected years under 

each scenario based on the results of the Zero+ model outputs. The analysis assumes constant ridership 

and service levels over the study period. 
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Table 1 - Comparison of 2040 Fleet Mix and Service Levels by Vehicle Type 

 
2025 2030 2035 2040 

 Fleet Mix 

Baseline 15 15 15 15 

Diesel 15 15 15 15 

BEB - - - - 

Transition - 525 kWh 15 15 16 20 

Diesel 15 13 10 2 

BEB - 2 6 18 

Transition - 675 kWh 15 15 16 16 

Diesel 15 13 10 2 

BEB - 2 6 14 
 

Kilometres Travelled  

Baseline 727,169 727,169 727,169 727,169 

Diesel 727,169 727,169 727,169 727,169 

BEB - - - - 

Transition - 525 kWh 749,009 749,009 749,009 754,175 

Diesel 749,009 631,235 437,900 - 

BEB - 117,775 311,109 754,175 

Transition - 675 kWh 749,009 749,009 749,009 749,009 

Diesel 749,009 631,235 399,739 - 

BEB - 117,775 349,271 749,009 
 

Hours of Operation 

Baseline 36,514 36,514 36,514 36,514 

Diesel 36,514 36,514 36,514 36,514 

BEB - - - - 

Transition – 525 kWh 36,514 36,514 36,514 36,634 

Diesel 36,514 31,522 21,571 - 

BEB - 4,992 14,944 36,634 

Transition – 675 kWh 36,514 36,514 36,514 36,514 

Diesel 36,514 31,522 20,733 - 

BEB - 4,992 15,782 36,514 

 

The Key Cost Assumptions section provides an overview of the capital and O&M cost assumptions that 

will be used in the analysis of both scenarios. The Baseline Scenario, BEB Scenario – 525 kWh, and BEB 

Scenario – 675 kWh sections describe the key assumptions and costs drivers for each scenario. Lifecycle 

Cost Comparison compares the lifecycle cost results for the Baseline and BEB scenarios. Greenhouse Gas 

Emissions Analysis contains the estimated reduction in greenhouse gas emissions based on the transition 

to BEBs. The Solar Feasibility Analysis contains cost-benefit analyses for various potential solar array 

installations at Stratford transit facilities.   
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2  KEY COST ASSUMPTIONS 
The analysis relies on several assumptions like bus operating statistics and purchasing schedules for the 

Baseline and BEB Scenarios.  

The analysis presents all dollar values in net present value (NPV) terms, unless otherwise noted. NPV 

analysis accounts for the “time value of money”, the principle that a dollar today is worth more than a 

dollar tomorrow. NPV is used to present costs incurred over the 2023-2050 study period on a consistent 

basis. Year of expenditure (YOE) costs (costs escalated to reflect anticipated actual costs in a future year) 

are discounted to 2022-dollar terms by applying a discount factor of 8%.1 This value was used based on 

HDR experience with similar transit agencies.  

2 . 1  CAPITAL COST ASSUMPTIONS  
Table 2 presents the unit cost assumptions for buses and BEB charging equipment that are common to 

both scenarios.  

Table 2 - Bus and BEB Infrastructure Capital Cost Assumptions (2022$) 

Conventional Fleet Capital Assumptions 

Diesel Bus Cost $600,000 

Battery Electric Bus Cost (525 

kWh) 

$1,200,000 

Battery Electric Bus Cost (675 

kWh) 

$1,405,714 

Enroute Charger ($/charger) $1,200,000 

 

Further details on these assumptions are detailed below. 

Planned costs between 2023 to 2050: As described in more detail in the BEB Scenario sections, Stratford 

is planning to have BEBs enter operations starting in 2026. These costs are included in the BEB Scenario 

and reflect vehicle and BEB equipment cost estimates completed to date by Stratford staff and the 

consultant team. Cost estimates produced in support of the active procurement of the BEBs and 

associated equipment were aligned with Stratford’s current grant application for ICIP funding.  

• Annual Cost Growth Assumptions: Capital cost estimates are in 2022 dollars and were escalated 

by a base 3 percent annual inflation assumption. The annual inflation assumption is consistent 

among all three scenarios. 

• Bus Unit Costs: Diesel bus costs reflect recent Stratford procurement of 40-foot buses. The BEB 

cost estimate was based on the current procurement process for Stratford’s initial BEB purchases.  

• Mid-Life Bus Rehabilitation Costs: Consistent with Stratford’s existing operating data, this 

analysis assumed all bus types will have a 12-year useful life. Additionally, consistent with the 

current mid-life rehabilitation schedule for diesel buses, it was assumed that all vehicle types will 

go through one mid-life rehabilitation during the 12-year period. The mid-life rehabilitation for 

diesel buses reflects costs associated with diesel engine replacements. 

 
1 Present value - Wikipedia 
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• Given the recent and on-going implementation and evolution of BEB propulsion systems, there is 

limited information on mid-life rehabilitation requirements for these technologies. The analysis 

assumed there would need to be battery replacements for the BEBs. The cost associated with 

these changes is assumed to be equal to 10% of the capital cost of BEBs.  

BEB Charging Equipment and Installation: Cost estimates for BEB charging equipment and the 

installation of the charging equipment reflect recent estimates for equipment and additional infrastructure 

required for the Transit Garage and Cooper Terminal facilities. New infrastructure includes, but is not 

limited to underground ducting, pantograph chargers, wall-mounted dispensers, and unit substations. Full 

details for the additional infrastructure are included in Appendix B: Facility Assessment Report. 

Additionally, since there is no long-term data and analysis on the lifecycle of BEB chargers, the analysis 

assumed the charging equipment is purchased once. 

Infrastructure cost assumptions are shown in Table 3 below. The costs shown include a 20% contingency 

and 4% percent engineering cost. The implementation year was assumed based on the deployment of 

BEBs in the conventional fleet. The detailed components and work required for each phase are detailed in 

the Facility Assessment Memo prepared by HDR.  

Table 3 - Infrastructure Phasing Assumptions 

Phase Cost Year Key Equipment 

Transit Facility Phase 1 $1,872,400 2026 Utility connection, switchboard, cabling, three 150 kW 

dispensers (wall mounted) 

Transit Facility Phase 2 $310,000 2028 Three 150 kW dispensers (wall mounted) 

Transit Facility Phase 3 $384,400 2030 Three 150 kW dispensers (pull down) 

Transit Facility Phase 4 $334,800 2033 Three 150 kW dispensers (pull down & wall mounted) 

Cooper Terminal Phase 

1 

$2,219,600 2030 Switchboard, transformer, metering cabinet, 

underground ducting, concrete pad 

Paratransit 

Infrastructure 

$235,600 2035 Five 25 kW dispensers (wall mounted) 

 

Tables in the Baseline Scenario and BEB Scenario sections summarize the annual costs under each 

scenario.  

2 .2  O&M COST ASSUMPTIONS  
Details on assumptions used to estimate O&M costs, fuel and electricity costs include the following: 

• Bus Operations and Maintenance: The maintenance cost per kilometre for diesel buses was 

calculated by inflating Stratford Transit’s 2021 vehicle maintenance costs to 2022 dollars and 

dividing it by the total kilometres travelled. A literature review of maintenance costs for BEBs 

identified a range of 10%-30% cost savings relative to diesel, primarily due to fewer part 

replacements and simpler drivetrain maintenance. For BEB annual maintenance costs, a 10% cost 

savings assumption was applied to remain conservative. The operating cost per hour was based 

on Stratford’s submission to CUTA 2021 Conventional Transit Statistics. The total cost of 

operations was inflated to 2022 dollars, then divided by total vehicle hours. This cost was applied 

to total estimated operating hours for diesels and BEBs throughout the transition plan. 

• Maintenance of BEB Charging Equipment: Costs shown in Table 5 reflect values used in 

projects with other transit agencies to provide on-going maintenance of BEB charging equipment. 
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• Annual Growth Rate for Bus O&M, and Maintenance of EV Charging Infrastructure: Annual 

O&M costs in this analysis are escalated by 3 percent to present them in YOE dollars. 

• Propulsion Cost Assumptions: Estimated annual diesel fuel and electricity reflect a combination 

of growth rate assumptions. Additionally, the following assumptions and sources were used to 

estimate projected change in cost of diesel and electricity. 

• Diesel Fuel Costs: The analysis assumed diesel fuel costs in 2022 are $1.72 per litre. This 

assumption was based on the average wholesale price for diesel fuel in Kitchener, a close major 

city with data available for 2022. The wholesale price had provincial and federal taxes layered on, 

including the unrecoverable net HST. Wholesale diesel fuel costs were assumed to escalate based 

on forecasted real changes in diesel estimated in the US Energy Information Administration’s 

Annual Energy Outlook 2022. The carbon tax was assumed to escalate in line with the latest 

federal carbon pricing plan, while other provincial and federal taxes were assumed to remain 

constant for the duration of the analysis. Prices were escalated by 3 percent annual growth rate to 

be converted to YOE dollars. All BEBs are assumed to have diesel heaters to ensure electric power 

can focus on maintaining maximum driving range. The average fuel efficiency of diesel heaters 

was obtained based on industry experience to estimate the diesel usage per kilometre travelled. 

• Electricity Costs: Electricity costs that was included in the analysis is a per kilowatt-hour (kWh) 

usage fee. The values shown in the table below were obtained from Stratford’s electricity invoice 

from March 22, 2023 from Festival Hydro. The dollar per kWh ($/kWh) usage fee was based on 

the average Hourly Ontario Energy Price and the Global Adjustment Factor for 2022. Prices were 

escalated by 3 percent annually to be converted to YOE dollars. The analysis assumed a 5% 

efficiency loss between chargers and BEBs.  

• Fuel Efficiency: Litres per 100 kilometres (L/100km) was calculated as an average of the high and 

low diesel bus fuel consumption recorded by Stratford Transit in 2022. 

• School Bus Service: Stratford Transit currently employs spare or older model diesel buses to 

operate weekday post-secondary school routes. Based on current operations, three buses are 

required to service this non-revenue service for the fleet, and each bus travels approximately 28 

kms, or approximately 3 hours each day. BEBs were anticipated to replace diesel spares servicing 

school routes as they enter service. Their operating statistics were assumed to be identical for 

both the Base and BEB scenarios. Stratford Transit provided the above operating assumptions for 

the school bus transit fleet. 

• On-Demand Transit: Stratford Transit currently employs spare or older model diesel buses to 

operate on-demand weekend transit. Based on current operations, six buses are required to 

service this non-revenue service for the fleet, and each bus travels approximately 158.9 kms, or 

approximately 8 hours each day. BEBs were anticipated to replace diesel spares servicing on-

demand routes as they enter service. Their operating statistics were assumed to be identical for 

both the Base and BEB scenarios. Stratford Transit provided the operating assumptions for the 

on-demand transit fleet. 

 

The Assumptions for on-demand transit and school bus service are contained in Table 4 below.  
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Table 4 - On-Demand Transit and School Bus Service Operating Assumptions 

Non-Conventional Fleet Operating 

Assumptions 

  

School Buses in Use (maximum) 3 

School Bus Ratio (as % of full build spares) 38% 

School Bus Average Daily Kilometres 

Driven 

28 

School Bus Hours of Use 3 

On-Demand Transit Buses in Use 

(maximum) 

6 

On-Demand Transit Ratio (as % of full 

build spares) 

75% 

On-Demand Transit Average Daily 

Kilometres Driven 

158.9 

On-Demand Transit Hours of Use (per Bus 

per Day) 

8 

 

Similar to capital costs, for both scenarios, annual O&M costs that will be incurred between 2023 and 

2050 reflect the annual hours and kilometres of service by bus type shown in Table 5 as well and the 

equipment and infrastructure needed for BEBs shown previously in Table 3. 

Table 5 - Annual Operating and Maintenance Cost Assumptions (2022$) 

Conventional Fleet Operating Assumptions Diesel BEB 

Operating Costs ($/hr) $50.47 $50.47 

Maintenance Cost ($/km) $0.85 $0.77 

BEB Maintenance Cost Efficiency Factor - 10% 

Charger Maintenance Cost ($/year) - $12,000 

Charger Efficiency - 95% 

Average Useful Life of New Bus 12 12 

Bus Fuel Efficiency (L/100 km) 47.0 - 

Diesel Heater Efficiency (L/km) - 0.03 

Bus Fuel Efficiency (kWh/100 km) - 139.9 

Spare Bus Ratio (Peak Fleet/Total Fleet) 53% 53% 

Mid-Life Rehabilitation Cost ($) $80,000 $120,000 

 

3  BASELINE SCENARIO 
The Baseline Scenario is defined as where there is no transition to electric vehicles over the study period. 

The current diesel fleet is replaced by new diesel buses on an as-needed basis.  

3 . 1  CAPITAL COST ASSUMPTIONS AND ESTIMATES  
Under the Baseline Scenario, the fleet mix remains entirely diesel for the duration of the study period. 

Stratford’s fleet retirement schedule as of November 2022 was used to determine the capital purchases 

needed each year. Table 6 illustrates the annual capital purchase assumptions for diesel buses based on 
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the fleet retirement schedule. The table shows purchases for selected years within the study period. For 

instance, between 2023-2030, a total of three diesel buses are purchased.  

Table 6 - Annual Capital Purchases / Infrastructure Implementation Assumptions, Selected years 

  2023 – 2030 2031 – 2040 2041 – 2050 

Diesel Bus 3 12 5 

Peak Service 1 6 2 

Spares 2 6 3 

BEBs - - - 

 

Table 7 presents the annual costs estimates based on the unit cost and growth rate assumptions and the 

annual fleet needs shown in Table 6. The values are in year of expenditure (YOE) dollars. Over the 2023 to 

2050 period, total capital costs for the Baseline Scenario are estimated to be $6.4 million in discounted 

2022$ terms. An excerpt from 2023 to 2050 is shown below. 

Table 7 - Annual Capital Cost Estimates, Selected years, (YOE $, millions) 

  2023 – 2030 2031 – 2040 2041 – 2050 

Diesel Bus $2.0 $10.7 $6.0 

BEBs - - - 

Total $2.0 $10.7 $6.0 

 

3 .2  O&M COST ASSUMPTIONS AND ESTIMATES  
Under the Baseline Scenario, as shown in Table 8 the total of annual hours and miles operated by diesel 

buses was assumed to remain at the 2023 service levels through 2050.  

Table 8 - Annual Service Levels 

  2023-2050 

Kilometres Travelled 897,741 

Hours of Operation 36,514 

Litres of Fuel Consumed 421,938 

 

The annual operating and vehicle maintenance costs between 2023 and 2050 were calculated by 

multiplying the kilometres travelled by diesel buses by the estimated maintenance cost per kilometre, and 

multiplying the hours of operation by the estimated hourly operating cost. Under the Baseline Scenario, 

the estimated total operating and maintenance costs were projected to be $39.8 million in discounted 

2022 dollars.  
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Table 9 - Annual O&M Costs, Selected years, (YOE$, millions) 

  2023 2025 2030 2035 2040 2045 

Cost per Kilometre $0.85 $0.90 $1.05 $1.21 $1.40 $1.63 

Cost per Hour $50.47 $53.54 $62.07 $71.95 $83.41 $96.70 

Annual Maintenance Cost $0.6 $0.7 $0.8 $0.9 $1.1 $1.2 

Annual Operating Cost $1.8 $2.0 $2.3 $2.6 $3.0 $3.5 

Total Cost $2.5 $2.6 $3.0 $3.5 $4.1 $4.8 

 

Figure 1 shows the annual O&M costs under the baseline in YOE dollars for selected years.  

Figure 1 - Annual O&M Costs, Selected years, (YOE$ millions) 

 

3 .3  DIESEL  FUEL  COST ASSUMPTIONS AND 

ESTIMATES  
Under the Baseline Scenario, the only fuel required to operate the fleet is diesel. 

The annual diesel fuel costs were calculated based on the annual kilometres travelled included in Table 8 

above, the average fuel economy, and the cost of diesel. The estimated diesel fuel consumed by buses 

was calculated by multiplying the average fuel economy from Stratford fleet data and the total kilometres 

travelled. The litres of fuel were then multiplied by the average price per litre of diesel detailed in the 

O&M Cost Assumptions section above. The diesel cost calculation is shown in Table 10 below.  

Table 10 - Annual Diesel Costs, (YOE$, millions) 

  2023 2025 2030 2035 2040 2045 

Average Cost per Litre $2.31 $2.50 $3.23 $3.93 $4.73 $5.74 

Annual Diesel Cost $0.7 $0.7 $1.0 $1.2 $1.4 $1.7 
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4  BEB SCENARIO –  525 KWH 
This section contains the assumptions and methodology for the two BEB scenarios considered. It presents 

the results for the 525-kWh scenario. The 675-kWh scenario is presented in the subsequent section.  

4 . 1  CAPITAL COST DRIVERS AND ANNUAL COST 

EST IMATES  
The focus for the BEB Scenario is the financial impact of the changes in fleet mix and associated capital 

infrastructure and service plans over the 2023 to 2050 period. Figure 2 and Figure 3 provide a graphical 

representation of the incremental replacement of all diesel buses with BEBs over this period in terms of 

the fleet mix and annual levels of service. 

Figure 2 - Annual Fleet Mix Assumptions, Selected Years 
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Figure 3 - Annual Kilometres of Service by Bus Type, Selected years (millions) 

 

Table 11 summarizes the capital purchases that will occur between 2023 and 2050 and indicates most 

capital costs will be associated with on-going replacement of diesel buses, and the acquisition and 

implementation of EV charging equipment. Between 2031-2040, 14 BEBs and 3 in-depot dispensers are 

purchased, indicating the bulk of the fleet transition will occur between those years.  

Table 11 - BEB Capital Purchase Assumptions 

  2023 - 2030 2031 - 2040 2041 - 2050 

Diesel Bus - - - 

Battery Electric Bus 4 14 6 

In-Depot 

Dispensers 

9 3 - 

Enroute Charger 1 - - 

 

BEBs were assumed to be purchased two years prior to entering service. Once BEBs can no longer replace 

a diesel bus on a one-to-one basis without enroute chargers, we assumed enroute chargers are purchased 

and installed to achieve more one-to-one replacements.  

Table 12 presents the costs estimates based on the unit cost, growth rate assumptions and the capital 

needs for given periods. 
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Table 12 - Annual Capital Cost Estimates, Selected years, (YOE $, millions) 

  2023 - 2030 2031 - 2040 2041 - 2050 

Diesel Bus - - - 

Battery Electric Bus $5.3 $24.7 $14.3 

Enroute Charger  $1.2 - - 

Additional Infrastructure $5.6 $0.8 - 

Total $12.2 $25.5 $14.3 

 

Figure 4 below shows the implementation of BEBs in line with the number of dispensers in service based 

on the four-stage dispenser phasing plan. This phasing was determined based on additional infrastructure 

requirements for installing new dispenser equipment and the planned acquisition of BEBs.  

Figure 4 - Peak Service BEBs & Dispensers in Service 

 

Over the 2023 to 2050 period, total capital costs for the BEB 525 kWh Scenario were estimated to be $17.8 

million in discounted 2022$. As shown on the previous figures and tables, the bulk of the BEB fleet 

transition would occur between 2025 and 2040, with the remaining diesel buses in service replaced by 

BEBs by 2042. To accommodate the BEB fleet, a total of twelve (12) 150 kW in-depot dispensers and one 

450 kW enroute charger would be acquired between 2025 and 2040.  

4 .2  O&M COST ASSUMPTIONS AND ESTIMATES  
Figure 5 summarizes the change in annual O&M cost allocation among the fleet mix under the BEB 525 

kWh Scenario.  
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Figure 5 - Annual O&M Costs by Bus Type, (YOE$, millions) 

 

In the model, blocks were converted from diesel to electric buses using a two-step prioritization method. 

Blocks were prioritized first if they could be converted on a one-to-one basis (diesel to BEB) without the 

need for enroute charging infrastructure. After the initial conversion, BEBs were reprioritized based on 

blocks that could be converted on a one-for-one basis with the greatest total kilometers travelled. Table 

13 summarizes the incremental transition from diesel to BEBs and the associated change in the allocation 

of annual hours and kilometres of service among the vehicle types. 

Table 13 - Operational Statistics Travelled by Bus Type 

  2023 2025 2030 2035 2040 2045 

Diesel             

Kilometres 749,009 749,009 631,235 437,900 - - 

Hours 36,514 36,514 31,522 21,571 - - 

Litres of 

Diesel 

352,034 352,034 300,715 216,470 25,835 25,835 

BEB             

Kilometres - - 117,775 311,109 754,175 754,175 

Hours - - 4,992 14,944 36,634 36,634 

kWh - - 154,534 453,183 1,101,679 1,101,679 

 

Table 14 summarizes the annual vehicle maintenance costs, mid-life rehabilitation costs, and the annual 

EV chargers’ maintenance costs between 2023 and 2050. As noted above, by 2040 the entire fleet has 

been transitioned to BEBs.  
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Table 14 - Annual Operating and Maintenance Cost Estimates, (YOE $, millions) 

  2023 2025 2030 2035 2040 2045 

Diesel $2.5 $2.6 $2.6 $2.1 - - 

BEB - - $0.4 $1.4 $4.4 $4.6 

Infrastructure - - $0.05 $0.1 $0.1 $0.1 

Total $2.5 $2.6 $3.1 $3.6 $4.5 $4.7 

 

Under the 525 kWh BEB Scenario, it was estimated that operating and maintenance costs will total $40.3 

million and reflect a combination of $10.5 million for vehicle maintenance, $29.3 million in operating 

costs, and $0.5 million in infrastructure maintenance in discounted 2022 dollars.  

4 .3  DIESEL  FUEL  AND ELECTRIC ITY  USAGE COST 

EST IMATES  
Based on the methodology described in O&M Cost Assumptions, Table 15 summarizes the fuel and 

electricity cost estimates for the BEB scenario for selected years over the 2023 to 2050 period. These costs 

were estimated to be $6.3 million for diesel and $0.8 million in discounted 2022$ terms for electricity. 

Table 15 - Fuel and Electricity Cost Drivers and Annual Cost Estimates (YOE $, millions) 

  2023 2025 2030 2035 2040 2045 

kWh Usage - - 154,534 453,183 1,101,679 1,101,679 

Litres of Fuel Consumed 352,034 352,034 300,715 216,470 25,835 25,835 

Annual Diesel Fuel Costs $0.8 $0.9 $0.9 $0.8 $0.1 $0.1 

Annual Electricity Costs - - $0.0 $0.1 $0.2 $0.2 

Total $0.8 $0.9 $1.0 $0.9 $0.3 $0.4 

 

Electricity and fuel costs change substantially over time under the BEB Scenario. This is illustrated in 

Figure 6 below.  
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Figure 6 - Electricity and Diesel Costs, Selected Years, (YOE $, millions) 

 

4 .4  SUMMARY 
Under the 525 kWh BEB Scenario, the total cost of implementation is $68.3 million in discounted 2022 

dollars. The total capital costs are $20.9 million. Total lifecycle O&M costs of $47.4 million include 

operations, maintenance, and propulsion costs. Operations makes up the largest fraction of O&M costs 

with over $29 million in costs in discounted 2022 dollars. Overall, the transition would cost $10.5 million 

more discounted, relative to maintaining a diesel fleet. 

Table 16 - 525 kWh BEB Scenario Summary, (discounted 2022$, millions) 

Net Present Value, 2022$ Baseline BEB - 525 kWh 

Life Cycle Capital Costs $6.4 $20.9 

Buses $6.4 $15.7 

Non-Revenue - - 

Related Infrastructure - $5.2 

Life Cycle O&M $51.3 $47.4 

Operations & Maintenance $39.8 $39.8 

Propulsion $11.5 $7.1 

Related Infrastructure 

O&M 

- $0.5 

Total $57.8 $68.3 

 

5  BEB SCENARIO –  675 KWH 
This scenario examines the impact of transitioning to BEBs with a larger battery size. Most assumptions 

are identical to those presented in the Key Cost Assumptions and BEB Scenario – 525 kWh sections above, 

unless noted below. The capital costs assumed for 675 kWh BEBs is $1.4 million to reflect the cost of a 

larger battery relative to the 525 kWh model. In addition, updated Zero+ model outputs were used to 
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estimate the kilometres travelled, hours of operation, and kWh used by 675 kWh BEBs. As a result of the 

larger battery, the Zero+ modelling indicated that there would be a slightly smaller peak fleet requirement 

of seven (7) 675-kWh buses, compared to the nine (9) 525 kWh buses required. Another key difference 

under the 675 scenario is that 2 enroute chargers are required, contributing to higher capital costs.  

The results of these changes in assumptions are presented in the tables below. The purchase schedule for 

BEBs was assumed to remain in line with the provided diesel replacement schedule for Stratford and is not 

restated here. 

Table 17 below applies the capital costs to the revised capital purchase schedule presented above.  

Table 17 - Annual Capital Cost Assumptions, YOE$, millions 

  2023 - 2030 2031 - 2040 2041 - 2050 

Diesel Bus - - - 

Battery Electric Bus $6.3 $20.3 $16.7 

Enroute Chargers $2.5 - - 

Additional 

Infrastructure 

$5.6 $0.8 - 

Total $14.3 $21.1 $16.7 

 

To accommodate the BEB fleet, a total of twelve (12) 150 kW in-depot dispensers and two 450 kW 

enroute chargers will be acquired between 2025 and 2040. Table 18 below contains the operating 

statistics of the 675 kWh BEB fleet.  

Table 18 - Operating Statistics by Bus Type, Selected Years 

  2023 2025 2030 2035 2040 2045 

Diesel             

Kilometres 749,009 749,009 631,235 399,739 - - 

Hours 36,514 36,514 31,522 20,733 - - 

Litres of Diesel 352,034 352,034 300,715 199,842 25,658 25,658 

BEB             

Kilometres - - 117,775 349,271 749,009 749,009 

Hours - - 4,992 15,782 36,514 36,514 

kWh - - 163,734 535,607 1,162,214 1,162,214 

 

Table 19 summarizes the annual vehicle maintenance costs, mid-life rehabilitation costs, and the annual 

EV chargers’ maintenance costs between 2023 and 2050. As noted above, by 2040 the entire fleet has 

been transitioned to BEBs. 

 

223



City of Stratford Transit  APPENDIX D BUDGET & FINANCIAL REPORT  

16 

 

Table 19 - Annual Operating and Maintenance Cost Estimates, (YOE $, millions) 

  2023 2025 2030 2035 2040 2045 

Diesel $2.5 $2.6 $2.6 $2.0 - - 

BEB - - $0.4 $1.5 $4.0 $4.6 

Infrastructure 

Maintenance 

- - $0.04 $0.07 $0.10 $0.12 

Total $2.5 $2.6 $3.1 $3.6 $4.1 $4.7 

 

Figure 7 below illustrates the ramp up of O&M costs due to the introduction of BEBs to the fleet mix.  

Figure 7 - Annual O&M Costs, Selected Years, YOE$, millions 

 

Table 20 summarizes the fuel and electricity cost estimates for the BEB scenario for selected years over 

the 2023 to 2050 period. 

Table 20 - Fuel and Electricity Cost Drivers and Annual Cost Estimates (YOE $, millions) 

  2023 2025 2030 2035 2040 2045 

Annual Diesel Fuel Costs $0.8 $0.9 $0.9 $0.7 $0.1 $0.1 

Annual Electricity Costs - - $0.0 $0.1 $0.2 $0.2 

Total $0.8 $0.9 $1.0 $0.8 $0.3 $0.4 

 

 

Figure 8 below contains the annual electricity costs for selected years over the study period.  
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Figure 8 - Annual Electricity Cost Assumptions, Selected Years, YOE$, millions 

 

5 . 1  SUMMARY 
Under the 675 kWh BEB Scenario, the total cost of implementation is $69.3 in discounted 2022 dollars. 

The total capital costs are $21.9 million. Total lifecycle O&M costs of $47.4 million include operations, 

maintenance, and propulsion costs. Operations makes up the largest fraction of O&M costs with over $29 

million in costs in discounted 2022 dollars. Overall, the transition would cost $11.6 million more 

discounted, relative to maintaining a diesel fleet.  

Table 21 - 675 kWh BEB Scenario Summary, (discounted 2022$, millions) 

Net Present Value, 2022$ Baseline BEB - 675 kWh 

Life Cycle Capital Costs $6.4 $21.9 

Buses $6.4 $15.5 

Non-Revenue - - 

Related Infrastructure - $6.4 

Life Cycle O&M $52.4 $47.4 

Operations & Maintenance $39.9 $39.7 

Propulsion $12.5 $7.1 

Related Infrastructure 

O&M 

- $0.7 

Total $57.8 $69.3 

 

6  L IFECYCLE COST COMPARISON 
This section provides a comparison of the capital, O&M, and fuel/electricity cost estimates among the 

three scenarios over the entire 2023-2050 period. All values are presented in NPV terms, unless otherwise 

noted.  
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6 . 1  CAPITAL COST COMPARISON  
Table 22 provides a comparison of total capital costs among the three scenarios. As shown in the table, 

the BEB Scenario is more than twice as expensive due primarily to the difference in vehicle costs shown in 

Table 2 as well as the additional equipment and infrastructure investments that would be required for 

BEB implementation.  

Table 22 - Capital Cost Comparison, 2022$ millions 

  Baseline BEB - 525 kWh BEB - 675 kWh 

Diesel Buses $6.4 - - 

BEBs - $15.7 $15.5 

Total Fleet Purchases $6.4 $15.7 $15.5 

Additional Infrastructure - $5.2 $6.4 

Total $6.4 $20.9 $21.9 

 

6 .2  Operat ions  And Maintenance  Costs  

Compar i son  
Table 23 provides a comparison of total operating and maintenance cost estimates over the 2023 to 2050 

period based on the assumptions described in the prior sections. As mentioned earlier the primary 

unknown for O&M costs is vehicle maintenance costs for BEBs. The technology is still relatively new and 

long-term detailed analysis of vehicle maintenance costs is not available. 

Table 23 - O&M Cost Comparison, 2022$ millions 

  Baseline BEB - 525 kWh BEB - 675 kWh 

Diesel O&M Costs $39.9 $22.2 $22.1 

BEB - $17.6 $17.6 

BEB Charger Maintenance 

Costs 

- $0.5 $0.7 

Total $39.9 $40.3 $40.4 

 

FUEL AND ELECTRIC ITY  COSTS COMPARISON  

Finally, Table 24 provides a comparison of total costs for diesel fuel and electricity over the 2023 to 2050 

period. Based on the assumptions in this analysis, BEB would have lower fuel and electricity costs on a 

discounted basis. 

Table 24 - Fuel and Electricity Cost Comparison, 2022$ millions 

  Baseline BEB - 525 kWh BEB - 675 kWh 

Diesel Costs $9.7 $6.3 $6.2 

Electricity Costs - $0.8 $0.9 

Total Costs $9.7 $7.1 $7.1 
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6 .3  NET PRESENT VALUE ANALYSIS  
A net present value (NPV) was conducted to compare the BEB Scenario to the Baseline Scenario. Costs 

over the 2023 to 2050 period are presented in 2022 dollars, discounted at 8%. The analysis evaluated the 

direct cost impacts to Stratford Transit to understand the additional costs of implementing a BEB 

transition plan relative to operating business-as-usual. 

This analysis assumed no changes to ridership or service levels. The analysis only looked at direct cost 

impacts to Stratford and did not attempt to monetize public benefits to society. 

Additionally, the analysis assumed that capital costs will not be offset by grant or incentive funding. 

Including additional funding sources, such as ICIP or ZETF, may affect the results of the analysis. However, 

since these funds have not been applied for or secured by Stratford, they were not included in this 

analysis. 

The transition to BEBs is anticipated to cost $10.5 million and $11.6 million (discounted) more than 

maintaining a fully diesel fleet for the 525 and 675-kWh scenarios, respectively. The result shows that the 

higher capital costs of BEB buses is not offset by O&M and propulsion cost savings relative to the Baseline 

Scenario.  

Table 25 - Overall Lifecycle Cost Comparison, 2022$ 

Net Present Value, 2022$ Baseline BEB - 525 kWh BEB - 675 kWh 

Life Cycle Capital Costs $6.4 $20.9 $21.9 

Buses $6.4 $15.7 $15.5 

Non-Revenue - - - 

Related Infrastructure - $5.2 $6.4 

Life Cycle O&M $52.4 $47.4 $47.4 

Operations & Maintenance $39.9 $39.8 $39.7 

Propulsion $12.5 $7.1 $7.1 

Related Infrastructure 

O&M 

- $0.5 $0.7 

Total $58.8 $68.3 $69.3 
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6 .4  INFRASTRUCTURE F INANCING OPTIONS  
There are several financing opportunities available to Stratford to secure funding for its zero emission 

vehicle (ZEV) fleet transition. The two primary funding sources are the Investing in Canada Infrastructure 

Program (ICIP), and the Zero Emission Transit Fund (ZETF). 2,3  

The ICIP is administered by Infrastructure Canada, and has invested $131 billion in over 85,000 projects. 

This program has already funded several other municipalities’ transit fleet buses, including conventional 

transit and other mobility services. The federal government will invest up to 40% for most municipal 

public transit costs, though this may increase to 50% for rehabilitation projects. Funding provided by 

Infrastructure Canada is divided among the provinces who distribute funding by municipality.  

The ZETF is administered by the Canadian Infrastructure Bank, and targets projects that enable or 

implement transit fleet electrification. The ZETF offers flexible financing solutions, including grants and 

loans to applicants. ZETF funding decisions are determined by project viability, estimated operational 

savings, and estimated GHG emission reduction. Approximately $2.75 billion in funding is earmarked for 

the ZETF program to numerous municipal transit agencies. 

Funding from either program may be used to offset planning, capital, and operating costs associated with 

transitioning diesel fleets to BEBs or alternative fuel technologies. As this funding has not been secured by 

Stratford, it is not included in this analysis.   

 
2 Infrastructure Canada - Investing in Canada Infrastructure Program 
3 Infrastructure Canada - Zero Emission Transit Fund Applicant Guide 
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7  GREENHOUSE GAS EMISSIONS ANALYSIS  
Greenhouse gas (GHG) emission reductions is an additional benefit of transitioning from diesel buses to 

BEBs. HDR performed supplementary calculations to quantify the impacts of BEB operations on GHG 

emissions relative to the Baseline Scenario.   

7 . 1  ASSUMPTIONS AND METHODOLOGY  
The analysis quantified GHG impacts based on estimates of diesel fuel and electricity usage by 

conventional transit buses over the 2023-2050 period. The following assumptions were used to quantify 

emissions based on litres of fuel and kWh of electricity consumed.  

The emission rate for diesel fuel is 2.262 kilograms (kgs) of carbon dioxide (CO2) per litre of fuel. This value 

was obtained from the Canadian National Inventory Report, 2023. The emission rate was multiplied by the 

annual litres of fuel consumed to calculate the annual kgs of CO2 emitted. To quantify the impact of 

electricity usage on GHG emissions, the total kWh of electricity used per year was multiplied by the 

corresponding Electricity Emission Intensity factor for Ontario from 2023 to 2050. This factor represents 

the kg of CO2 per kWh based on the average electricity grid mix for the province. The intensity factor 

declines over time due to anticipated introduction of new renewable power generation sources.  

7 .2  GHG EMISS ION REDUCTION IMPACTS  

7 .2 . 1  B E B  -  52 5  K WH   
Based on the assumptions above, the GHG emissions from BEB operations are summarized in Table 26 

below. Over the study period, BEBs will reduce emissions by approximately 11,500 tonnes.  

Table 26 - GHG Emissions, Baseline and BEB Scenarios, Selected Years and Total, tonnes 

  2025 2030 2040 Total 

Baseline 796 796 796 22,296 

Diesel 796 796 796 22,296 

BEB - - - - 

BEB Scenario 796 685 91 10,830 

Diesel 796 680 58 10,298 

BEB - 5 33 532 

 

This reduction is due to the dramatically lower operating emissions of BEBs relative to diesel buses.  

Figure 9 below shows the annual GHG emissions from operations as the fleet mix changes in the BEB 

Scenario. There is a substantial decline from nearly 800 tonnes of GHGs per year to 91 tonnes per year in 

the full build BEB Scenario.  
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Figure 9 - Annual GHG Emissions, BEB Scenario, tonnes 

 

The cumulative reduction in GHG emissions is shown in Figure 10 below. The reduced emissions grow 

substantially over time as the diesel fleet is converted to BEBs. When the full transition from diesel to BEBs 

is complete, there is approximately a 90% reduction in GHG emissions.  

Figure 10 - Cumulative GHG Reductions in BEB Scenario, percentage 

 

 

7 .2 . 2  B E B  –  67 5  K WH  
Based on the assumptions above, the GHG emissions from BEB operations are summarized in Table 27 

below. Over the study period, BEBs will reduce emissions by approximately 12,000 tonnes.  
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Table 27 - GHG Emissions, Baseline and BEB Scenarios, Selected Years and Total, tonnes 

  2025 2030 2040 Total 

Baseline 796 796 796 22,296 

Diesel 796 796 796 22,296 

BEB - - - - 

BEB Scenario 796 685 93 10,338 

Diesel 796 680 58 9,906 

BEB - 5 35 432 

 

This reduction is due to the dramatically lower operating emissions of BEBs relative to diesel buses. Figure 

11 below shows the annual GHG emissions from operations as the fleet mix changes in the BEB Scenario. 

There is a substantial decline from nearly 800 tonnes of GHGs per year to 91 tonnes per year in the BEB 

Scenario.  

Figure 11 - Annual GHG Emissions, BEB Scenario, tonnes 

 

The cumulative reduction in GHG emissions is shown in Figure 12 below. The annual reduced emissions 

grow substantially over time as the diesel fleet is converted to BEBs. By the end of the transition to BEBs, 

annual emissions will be reduced by approximately 93%.  
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Figure 12 - Reductions in Annual GHG Emissions in the BEB Scenario, percent 
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8  SOLAR FEASIBIL ITY ANALYSIS  
HDR prepared a solar feasibility analysis to assess the cost effectiveness of installing solar photovoltaic 

(PV) units on various Stratford transit properties. Table 28 below contains the general assumptions used 

in the solar feasibility analysis. The annual solar generation estimates in kWh were produced by HDR.  

Table 28 - Solar Analysis Assumptions 

General Inputs  Value Notes/Source 

Base Year 2023   

Study Period 30 Assumed 

End Year 2053 Calculated using base year and study period 

Discount Rate 8% Assumed 

Price Escalation 3% Assumed 

Solar Degradation -0.5% Assumed 

O&M Escalation 3% Assumed 

$/kW CapEx (Cdn 

Source) 

$2,242 Natural Survey Report of PV Power Applications in Canada suggests value of 

$2.10 per Watt (W) 

$/kW CapEx (US 

Source) 

$2,641 Sensitivity - US Data converted to CAD and inflated; Index | Electricity | 2022 

| ATB | NREL 

$/kW OpEx $27.80 Index | Electricity | 2022 | ATB | NREL  

2020 USD/CAD 

Conversion 

1.3415 Annual exchange rates - Bank of Canada  

2022 Average 

Electricity Price 

$0.10 Average HOEP, summed with Average Global Adjustment Factor, units $ per 

kilowatt-hour ($/kWh) 

Solar Panel Density 150 Watt per square meter (W/m2) 

 

There are four options considered in the analysis including two at the Transit Garage and one at Cooper 

Terminal: 

• Transit Garage (Option 1): Under this option, new solar panels are installed to cover available 

surface area of the facility roof, including the barn. Approximately 2,200 square meters would be 

available for solar panels, allowing for a nameplate capacity 327.6 kilowatts (kW). Annual 

generation would be approximately 408,000 kWh. 

• Transit Garage (Option 2): Under the second Transit Garage option, new solar panels are installed 

on the available roof space only. The installed capacity would be about 200.7 kW, and occupy a 

space of approximately 1,300 square meters. Annual generation would be approximately 250,000 

kWh. 

• Cooper Terminal: Under the Cooper Terminal option, new solar panels are installed on a new 

overhead gantry structure above the bus loop area. The installed capacity would be about 163.4 

kW, and occupy a space of 1,100 square meters. Annual generation would be approximately 

204,000 kWh.  

A summary of assumptions by project is shown below in Table 29. 

The capital and annual O&M costs were calculated using the $/kW values in Table 28 above.  
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Table 29 - Project-Specific Assumptions 

Variable Transit Garage (1) Transit Garage (2) Cooper Terminal 

Capital Cost ($) $734,601 $450,044 $366,404 

Annual O&M ($) $9,108 $5,580 $4,543 

BEB Demand (kWh) 710,707 710,707 274,532 

Solar Generated (kWh) 408,098 250,017 203,674 

Grid Energy Required 302,609 460,690 70,858 

Net Capacity Factor 14.2% 14.2% 14.2% 

Construction Year 2023 2023 2023 

Nameplate Capacity 

(kW) 

327.6 200.7 163.4 

 

8 . 1  METHODOLOGY 
The analysis defined a No Build case and a Build case for each option defined above to estimate the 

benefits of installing solar PV arrays. The No Build was defined as where no solar PV is installed, and total 

electricity demand is supplied by the electricity grid, charged at the Hourly Ontario Energy Price plus any 

global adjustment charges. The Build case assumed that the solar PV is built, and the solar PV array 

supplies part of the total electricity demand, with the remainder of the electricity needed supplied by the 

grid. While there are O&M costs associated with maintaining the solar PV array, the electricity generated 

from it reduces the costs of electricity purchased from the grid. The analysis assumed a degradation factor 

on installed solar PV output of 0.5% per year, compounding. The total costs under the No Build case were 

compared against the total costs under the Build case to determine whether there are cost savings. 

8 .2  RESULTS 
The estimated benefits are presented for each scenario below, using the calculated present value of costs 

to estimate the benefit cost ratio (BCR).  

Table 30 - Solar Feasibility Analysis Results (2022$, millions) 

  Transit Garage (1) Transit Garage (2) Cooper Terminal 

Energy Cost Savings (PV) $576,999 $353,492 $287,969 

Capital Costs (PV) $734,601 $450,044 $366,404 

O&M Costs (PV) $142,366 $87,218 $71,009 

NPV -$299,968 -$183,771 -$149,444 

BCR 0.59 0.59 0.59 

 

Under Transit Garage (Option 1), the discounted electricity cost savings are $0.6 million over the study 

period. The total capital costs are $0.7 million. The NPV of this option is -$0.3 million, and the project has 

an estimated cost-benefit ratio of 0.59. For every dollar spent on constructing the project, the project will 

only yield 59 cents of savings, discounted.   

Under Transit Garage (Option 2), the discounted electricity cost savings are $0.4 million over the study 

period. The total capital costs are $0.4 million. The NPV of this option is -$0.2 million, and the project has 

an estimated cost-benefit ratio of 0.59.  
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Under the Cooper Terminal option, the discounted electricity cost savings are $0.3 million over the study 

period. The total capital costs are $0.4 million. The NPV of this option is -$0.1 million, and the project has 

an estimated cost-benefit ratio of 0.59.  
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9  SUPPLEMENTARY 10-YEAR CAPITAL PLAN 

TABLES 
This section illustrates a more detailed capital purchase plan under the BEB Scenario, and supplemental 

charts to illustrate the impact on the fleet mix. As noted above in the BEB Scenario sections, figures shown 

in the tables and figures below are representative of the scheduled retirement of diesel vehicles. 

9 . 1  525 KWH SCENARIO  
Table 31 contains an annual breakdown of capital purchases from 2023-2032.  

Table 31 - Capital Purchase Assumptions, 2023-2032 

  2023 2024 2025 2026 2027 2028 2029 2030 2031 2032 

Diesel - - - - - - - - - - 

BEB - 2 - - - - 2 - 2 - 

Figure 13 contains the total fleet composition from 2023-2032, indicating the changes to fleet mix based 

on the purchase schedule presented in Table 31.  

Figure 13 - Total Fleet Composition, 2023-2033 

 

Table 32 applies the assumed capital costs to the capital purchase schedule presented above.  

Table 32 - Capital Cost Assumptions, 2023-2033, YOE$ millions 

  2023 2024 2025 2026 2027 2028 2029 2030 2031 2032 

Diesel - - - - - - - - - - 

BEB - $2.5 - - - - $2.9 - $3.0 - 

 

Figure 14 contains the necessary purchase schedule for dispensers relative to the number of BEBs in 

service. Both items were assumed to be purchased 2 years ahead of entering service. Dispensers are 

introduced based on a 4 stage phasing plan. The number of dispensers installed in each phase was 
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determined in line with the implementation of BEBs and fleet facility plans developed by HDR. This 

ensures that introductions of BEBs in subsequent years will have sufficient access to in-depot charging.  

Figure 14 - Peak BEBs and Dispensers in Service, 2023-2032 

 

 

9 .2  675  KWH SCENARIO  
Table 33 contains an annual breakdown of capital purchases from 2023-2032. 

Table 33 - Capital Purchase Assumptions, 2023-2032 

  2023 2024 2025 2026 2027 2028 2029 2030 2031 2032 

Diesel - - - - - - - - - - 

BEB - 2 - - - - 2 - 2 - 

 

Figure 15 contains the total fleet composition from 2023-2032, indicating the changes to fleet mix based 

on the purchase schedule presented in Table 33. 

 

237



City of Stratford Transit  APPENDIX D BUDGET & FINANCIAL REPORT  

30 

 

Figure 15 - Total Fleet Composition, 2023-2032 

 

Table 34 applies the assumed capital costs to the capital purchase schedule presented above. 

Table 34 - Capital Cost Assumptions, 2023-2032, YOE$ millions 

  2023 2024 2025 2026 2027 2028 2029 2030 2031 2032 

Diesel - - - - - - - - - - 

BEB - $2.9 - - - - $3.4 - $3.6 - 

 

Figure 16 contains the necessary purchase schedule for dispensers relative to the number of BEBs in 

service. Both items were assumed to be purchased 2 years ahead of entering service. Dispensers are 

introduced based on a 4 stage phasing plan. The number of dispensers installed in each phase was 

determined in line with the implementation of BEBs and fleet facility plans developed by HDR. This 

ensures that introductions of BEBs in subsequent years will have sufficient access to in-depot charging. 
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Figure 16 - Peak BEBs and Dispensers in Service, 2023-2032 
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MANAGEMENT REPORT 

Date: April 11, 2024 

To: Community Services Sub-committee 

From: Michael Mousley, Manager of Transit 

Report Number: COM24-003 

Attachments: None 

 

 
Title: Investing in Canada Infrastructure Program (ICIP) Transit Funding Agreement 

Objective: To seek authorization for the Mayor and Clerk to sign an updated/extension 
Transfer Payment Agreement (TPA) with the Province of Ontario as represented by the 
Minister of Transportation, and to provide Transit project updates. 

Background: In early 2019 the MTO announced capital funding opportunities for 
transit agencies over a potential 10-year period. Stratford applied for and was approved 
for a total of $14,167,535 through funded streams (Federal (40%), Provincial (33.33%) 
and Municipal (26.67%) governments). The Municipalities’ contribution can be funded 
through the annual Provincial Gas Tax which results in a “no net impact” scenario to the 
City’s tax levy. 

In the first five years of intake (2019-2023) Stratford was approved for fourteen 
projects ($4,395,000) and has seen most of those projects completed, including: 

 2019 - 40 ft Conventional bus replacement 
 2019 - ITS-Real time app-AVL-Media package screens 

 2019 - 40 ft Conventional bus replacement 
 2019 - Transit on demand software and hardware 
 2020 - Farebox refurbish-new hardware/software 
 2020 - (2) 40 ft Conventional bus replacements 
 2020 - Mobility bus replacement 

 2020 - Accessible bus stops with shelters 
 2021 - (2) 40 ft Conventional bus replacements 
 2021 - Mobility bus replacement 
 2021 - Accessible bus stops with shelters 
 2021 - Underground fuel/waste oil tank replacements 

 2021 - Updated ITS/GPS upgrades to hardware/software 
 2021 - Fees for Consultants for updating Transit office, garage, and bus storage 
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Remaining projects include: 

 2024 - Automatic bus wash replacement (RFP this Spring) 
 2024 - Magnus card introduction (Launch Spring 2024) 
 2024 - Bus storage upgrades roof, concrete floor, exhaust/ventilation system 

(Summer 2024) 

 2024 - Accessible bus stops with shelters (completed Spring 2024) 
 2024 - (2) new 40 ft Conventional Hybrid buses (arrive later this year) 
 2025 - Garage facility update 

 2025 - Possible Hybrid Mobility bus (TBD) 
 2025 - Transit Office upgrade 
 2026 - Accessible bus stops with shelters 
 2026 - Battery electric 40 ft Conventional bus 
 2027 - Battery electric Mobility bus 

 2028 - Battery electric 40 ft Conventional bus 

Analysis: Some of the main revisions to the TPA include language, more fulsome 
reporting of projects, including a bi-annual update on project status and the timeline 
extension on project completion. The original TPA had a completion date of 2029 and 
has now been extended to 2033. This is due to most projects being impacted by the 
pandemic and there is still currently supply chain concerns which will delay many 
projects. 

At this time, staff do not foresee any lengthy delays in project completion however, two 
projects slated for the future are a hybrid mobility bus and later a full electric mobility 
bus which presently have not met the technology thresholds that larger conventional 
buses have at present. Future consideration and/or project revisions might need to be 
re-applied for if electric technology is not achieved. 

Financial Implications: 

Financial impact to current and future year operating budgets: The amounts of 
funding and the expenditures will impact total revenues and total expenses however, 
there are no net financial implications as the City’s contribution for these capital 
projects will be funded through the annual Provincial Gas Tax allocation which is 
received in the Spring of each year. 

Alignment with Strategic Priorities: 

Mobility, Accessibility and Design Excellence 
Improving ways to get around, to and from Stratford by public transit, active 
transportation, and private vehicle. 

Alignment with One Planet Principles: 

Not applicable: This item does not fall within a One Planet Principle. 
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Staff Recommendation: THAT the Mayor and Clerk, or their respective 
delegates, be authorized to execute the Amending Agreement No. 1 to the 
Transfer Payment Agreement for the Investing in Canada Infrastructure 
Program (ICIP) with His Majesty the King in Right of the Province of Ontario 
as represented by the Minister of Transportation for the Province of Ontario. 

Prepared by: Michael Mousley, Manager of Transit 

Recommended by: Tim Wolfe, Director of Community Services 

 Joan Thomson, Chief Administrative Officer 
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Community Services Department Update 
MARCH 2024 

 

PARKS 
• Obtained two swans from City of Woodstock 
• Continue street tree pruning 

• Seasonal staff have been hired 

• Forestry contractor continues to work on annual hydro pruning list supplied by Festival Hydro 

PARKS CAPITAL 

• Tendered tree removals complete, stumps to follow 
• Tender requests for playground equipment and outdoor gym equipment to be called after 

March 25 Council meeting 

CEMETERY 
• Currently planning 2024 Cemetery drainage project 
• In process of obtaining quotes for monument restoration at Cemetery 

• Staff continue with: 
- Customer sales and service 
- Casket and cremation interments 

 

CEMETERY CAPITAL 

• Cemetery garage doors to be installed by end of March 
 
 

TRANSIT 
Weekly Ridership: 
 

2024 Monday-
Friday  

Ridership Saturday ODT 2023 Monday-
Friday  

Ridership Saturday ODT 

Feb 18-23 8,975 261 Feb 19-24 9,309 250 

Feb 25-Mar 1 10,722 180 Feb 26-Mar 3 11,917 185 

Mar 3-8 11,449 186 Mar 5-10 11,611         258 

Mar 10-15 8,678 165 Mar 12-17 8,352 223 

             

      

PC Connect      

February 2024 1828  February 2023 952  
Table 1Transit Ridership Numbers 

***Transit ridership lower in 2024 due to alternative Student transportation offered* 
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TRANSIT CAPITAL 

• Approved Projects for 2024 (ICIP) 

• Accessible shelters (Project underway) 
• Bus wash replacement (RFP scheduled for Spring 2024) 
• Bus Storage/Facility Upgrades (Project scheduled in 2024) 
• 40 ft. Hybrid Electric/Diesel Conventional Buses (2) (Production start date of Spring 2024) 
• Magnuscards Mobile App (Project underway) 

 

PARALLEL TRANSIT 
Weekly Ridership: 
 

Weekly 2024 Ridership Weekly 2023 Ridership 

Feb 18-24 430 Feb 19-25 333 

Feb 25-Mar 2 417 Feb 26-Mar 4 354 

Mar 3-9 422 Mar 5-11 367 

Mar 10-16 402 Mar 12-18 321 
Table 2Parallel Transit Ridership Numbers                                            

• Pre-Pandemic ridership was typically 400 per week. Continuing to surpass weekly ridership. 
 

RECREATION PROGRAMMING 
• Day Camp and Pool staff have been hired 
• March Break increased capacity and full 
• Summer Camp and swim lessons open for registration 
• Canada Day planning is underway 

 

FACILITIES 
• The Canadian Dairy XPO is being hosted at the Rotary Complex and Burnside Agriplex on April 

3rd & 4th.  Setup for the event will start on March 31st.   
• The last date for ice rentals at the Dufferin Lions Arena is April 5th.  The ice surface will be 

removed starting on April 6th.  Following the removal of the ice surface, Recreation Facility 
Operator staff will perform end of season maintenance at the Dufferin Lions Arena before 
transitioning to the Packham Sports Complex for the spring and summer months.    

• The final date for ice rentals on Rink B at the Rotary Complex is March 28th.  The Rink B ice 
surface will be removed in advance of the Canadian Dairy XPO event.  The Rink A ice surface 
will remain in for the spring and summer months but will be covered during the CDX event. 

• The delivery of the new electric Articulating Boom Lift occurred on March 1st.  The 
manufacturer and supplier have provided equipment training to management, operational 
staff, and fleet service staff. 

• The roof replacement project at 47 Downie St. was completed on March 14th.   
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• The modernization of the elevator at City Hall Annex (82 Erie St.) project started on March 

18th.  It is anticipated that the project completion timeframe will be six weeks.  The elevator 

will be out of service for the duration of the project. 

 

FACILITIES CAPITAL 
• The Tender for the supply and delivery of janitorial supplies was awarded to Bluewater Office 

Equipment Ltd.  The contract start date is April 1, 2024 and will be in effect until December 

31, 2026. 
 

246



BOARD OF PARK MANAGEMENT____   
 

December 4, 2023  Page 1 of 3 
 

A meeting of the Board of Park Management was held on Monday, December 4, 2023, 
at 3:30 p.m. in the Community Hall Lobby Meeting Room at the Rotary Complex. 
 
PRESENT: Chairman Dave Hanly, Maureen Cocksedge,  Sheri Maguire,  Councilor 

Beatty, Councilor Henderson. 
 
ABSENT WITH REGRETS:  Vice Chair Kimberley Richardson, Carolyn Cuerden. 
 
STAFF PRESENT: Quin Malott - Manager Parks, Forestry & Cemetery. 
 

MINUTES  
 
2786.  DECLARATIONS OF PECUNIARY INTEREST AND THE GENERAL NATURE     
THEREOF: 
 
None declared. 
 
2787. PRESENTATION: CRICKET PITCH: 
 
Objective:  Emilio Vieria proposal regarding future of cricket in Stratford.   
 
Background & Analysis:  Mr. Vieria through staff request to present to Board of Park 
Management.   
 
Staff Recommendation:  For the Board’s consideration. 
 
Background and Analysis:  Mr. Vieria reviewed the proposal involving installation of 
a permanent cricket pitch at the south-easterly end of Lower Queens Park in the area 
where a temporary pitch has been located in previous years.  The intention is to name 
the permanent cricket pitch in honour of actor Butch Blake who was passionate about 
the game.  The annual matches between Festival and Shaw Theatres have been played 
on temporary burlap mats. 
 
Financial Impact:  Estimated cost for the proposed cricket pitch measuring 3 metres 
wide by 30 metres long constructed with an approximately 6-inch-deep granular 
base/cushion to be installed in 2024 would be $15,000.00 to be paid for through private 
funding. Included in the proposal is provision of a small storage shed/facility to house 
cricket equipment and a tarp used to cover the pitch under inclement/winter weather 
conditions. 
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Discussion regarding programming and scheduling of the facility, type of storage 
shed/facility and the need for it to withstand/deter vandalism; insurance issues; and 
garnering interest with children/youth regarding the sport of cricket. Q. Malott indicated 
that the process used for booking other sport fields such as baseball diamonds and 
soccer fields would be used.  The city will be encouraging casual and practice cricket be 
played at Battershall Park.  Mr. Vieria advised that formation of a cricket association is 
planned. 
 
Resolution:  That the Parks Board approve the installation of a permanent 
cricket pitch in the south-east corner of Lower Queens Park with specific 
location details acceptable to Park Division staff; that further details 
concerning the proposed storage shed/facility be brought back to the Parks 
Board for review and approval; and that the project costs be fully funded by 
the project proponent(s) with no cost to the City. 
 
Mover:  Councilor Beatty Seconder:  S Maguire   Carried 
 
2788. MINUTES: 
 
Objective:  The minutes from the November 6, 2023 meeting provided for approval. 
 
Resolution:  That the minutes of the September 11, 2023 meeting and the 
November 6, 2023, meeting be approved. 
 
Mover:  Councilor Beatty Seconder:  M. Cocksedge  Carried. 
 
2789. MEDICINE WHEEL GARDEN & CEREMONIAL FIRE PROPOSAL UPDATE: 
 
Objective:  Mr. Bonnell provided written update regarding progress. 
 
Background and Analysis:   
 
Mr. Bonnell met with one of the Indigenous supporting groups Two Row in Stratford.  
They were enthusiastic and suggested he connect with Lucas Tingle.  On November 10, 
2023 he met with Lucas Tingle who is the Garden Educator for The Local Community 
Food Centre to get a sense of how to navigate this project. 
 
Mr. Tingle’s suggestions for consideration were: 

• Due to the high tree cover in Meadowrue location, it might not be the best as 
some of the Indigenous plants require a lot of sunlight. 
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• Due to the adjacent tree which requires a lot of water, the plants in that location 
might not get the water they need. 

 
Mr. Tingle suggested that we first work towards putting out a call to see if there are 
Local Indigenous Elders and youth that might be interested in joining a steering 
committee who can help lead the project.  Additionally, he suggested looking for an 
indigenous garden consultant to help lead the project or support the committee. 
 
Next Steps: 

1. Mr. Bonnell to work with Mike Bietz, Corporate Communications Specialist and 
Tatianna Dafoe, City Clerk in putting out a call to the public to see if there are 
Indigenous Elders/Knowledge Keepers for January. Once there is a committee of 
interested participants, a timeline and budget [approximate costing up to 
$10,000.00] can be established. 

2. Should there be no applicants, Mr. Bonnell can facilitate. 
 
No further action required at this time. 
 
2790. OTHER BUSINESS: 
 
Swan Herd:  remaining two swans brought into winter quarters.  There are a total of 8 
swans. 
 
Tennis Dome:  update provided by staff.  Awaiting for Planning Division approval believed 
to be fire suppression planning. 
 
The Board reiterated its desire to review the RFP/agreement terms for the ice cream 
booth in Upper Queens Park and asked Q. Malott if the Director of Community Services 
could attend the January 8, 2024 meeting to update the Board on the matter. 
 
Next regularly scheduled meeting of the Board is Monday, January 8, 2024 3:30pm in the 
Community Hall Lobby Meeting Room. 
 
Motion to adjourn S. Maguire, seconded by Councilor Henderson to adjourn at 
4:19pm 
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A meeting of the Board of Park Management was held on Monday, January 8, 2024, 
at 3:30 p.m. in the Community Hall Lobby Meeting Room at the Rotary Complex. 
 
PRESENT: Chairman Dave Hanly, Vice-Chair Kimberley Richardson, Maureen 

Cocksedge, Carolyn Cuerden, Craig Machan, Councilor Henderson. 
 
ABSENT WITH REGRETS:  Councilor Beatty, Sheri Maguire. 
 
STAFF PRESENT: Quin Malott - Manager Parks, Forestry &Cemetery, Tim Wolfe – 

Director of Community Services. 
 

MINUTES  
 
2791.  DECLARATIONS OF PECUNIARY INTEREST AND THE GENERAL NATURE 
THEREOF: 
 
None declared. 
 
Q. Malott introduced Craig Machan to the Board and introductions were made. 
 
2792.  PRESENTATION:  COMMUNITY SERVICES STAFF RFP/AGREEMENT: 
 
Objective:  The Board reiterated its desire to review the RFP/agreement terms for the 
ice cream booth in Upper Queens Park and asked Q. Malott if the Director of Community 
Services could attend the January 8, 2024 meeting to update the Board on the matter. 
Director Wolfe will clarify and address questions regarding the RFP/agreement process. 
 
Q. Malott introduced Director Tim Wolfe to the Board following which he provided the 
Board with an update on the status of the concession booth agreement.  Work is 
underway on cleaning up the booth and ensuring it meets applicable requirements.  Old 
appliances were not salvageable and have been removed.  An RFP for an operator of 
the booth is being prepared and should be issued soon.  The City hopes an acceptable 
response is received and the booth is operation this summer.  T. Wolfe indicated the 
agreement will be updated with the intent it is consistent with the terms of other rental 
agreements for booths the City owns. 
 
Members of the Board expressed concern about the tight time frame for the RFP, 
proposal review and getting the agreement approved.  Further voicing concern that the 
possibility exists the booth would not be open for business this summer.  Suggestions 
were forwarded that food/ice cream trucks could be looked at, but availability of 
food/ice cream trucks may be an issue. 
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It was noted that many of the terms in the existing agreement are specific to the Upper 
Queens setting and several of its terms are different than those in other City owned 
booths at other locations.  Specific reference was made to the prohibition of fryer 
equipment.  T. Wolfe indicated that the Board would be provided with an opportunity to 
provide input into any proposed agreement.  Further there would be no fryer equipment 
permitted at the booth. 
 
Discussion suggesting the City could purchase equipment and appliances [e.g. 
refrigerator, freezer, etc.] providing the opportunity for students to operate the booth 
and thereby gain business experience.  T. Wolfe indicated the City purchasing such 
equipment is unlikely due to budget issues and any successful proponent would be 
responsible for the equipment. 
 
Discussion regarding the City of Stratford Parks Management Master Plan questioning 
the Board’s role in the formulation of the Master Plan.  It was noted funding for the 
Master Plan has been deferred to the 2025 budget.  T. Wolfe indicated that the board, 
along with the various park and sports facility users would be provided with the 
opportunity to provide input during the process.  Board members agreed they could 
start formulating their ideas in advance of the formal Master Plan process. 
 
The Board thanked Director Wolfe for taking time to meet with the Board. 
 
2793. MINUTES: 
 
Objective:  The minutes from the December 4, 2023 meeting provided for approval. 
 
Resolution:  That the minutes of the December 4, 2023, meeting be 
approved. 
 
Mover: M. Cocksedge  Seconder: Councilor Henderson  Carried. 
 
2793. ANNUAL PERPETUAL EVENTS IN PARK SYSTEM: 
 
Objective:  To inform the Board of upcoming events. 
 
Background and Analysis:  Special Event Applications and letters of request provided 
by Events Coordinator Heather Denny for the Board’s awareness.  All events are 
recurring and have received historical approval in principle.  Stratford Public Library 
[SPL] Events provided as a courtesy as they fall under reciprocal agreement. 
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• March 29, 2024 Way of the Cross Procession 
• April 7, 2024 Swan Release 
• May 7, 2024 SDSS Miller Cup Rugby Tournament 
• September 7, 2024 Walk for Parkinson’s 
• September 28, 2024 Kidney Walk Stratford 

 
No action required. 
 
2794.  STRATFORD WINTERFEST FEATHER SIGNS: 
 
Objective:  City of Stratford bylaw staff requesting the Board of Park Management is 
aware of signage to be incorporated for Stratford Winterfest 2024. 
 
Staff Recommendation:  Provided to the Board as an FYI. 
 
No action required. 
 
2795. OTHER BUSINESS: 
 
Medicine Wheel/Ceremonial Fire Location:  Awaiting follow-up from Kevin Bonnell, 
Manager of Inclusion, Equity & Indigenous Initiatives.  No further information available 
currently. 
 
Motion regarding cricket pitch proposal has been conveyed to the presenter and was well 
received. Wellness facility proposal at the skateboard park may be scaled back. 
 
Discussion regarding review and update of Board’s mandate and policies, the Chair 
suggesting the Board could undertake this project in 2024. 
 
Question whether edible food plants/bush plantings in the park system could be 
considered, staff responded this could be looked at. 
 
Further discussion about the concession booth noting consistency regarding hours of 
operation is important. 
 
Updates on the swan herd and tennis dome proposal were provided. 
 
Next regularly scheduled meeting of the Board is Monday, February 5, 2024 3:30pm in 
the Community Hall Lobby Meeting Room. 
 
Motion to adjourn by K. Richardson, seconded by C. Cuerden at 4:14pm. 
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Communities in Bloom Advisory Committee 

MINUTES 

A meeting of the Stratford Communities in Bloom (CIB) Advisory Committee was held on 
Thursday, January 25, 2024 at 12:00 p.m., in the Mansbridge Room at the Stratford Rotary 
Complex. 

Committee Members:  Councillor Brad Beatty – Chair Presiding, Mary-Anne Krutila,  
Carys Wyn Hughes, Cindy Carlson 

Staff: Casey Riehl – Recording Secretary 

Absent:  Councillor Bonnie Henderson, Barb Hacking, Kimberly Richardson 

1. Call to Order 

Councillor Beatty, Chair presiding, called the meeting to order at 12:11 p.m. 

Land Acknowledgment 

Moment of Silent Reflection 

2. Declaration of Pecuniary Interest 

None declared. 

3. Adoption of the Previous Minutes – December 7, 2023 

Motion by Mary-Anne Krutila 
Seconded by Carys Wyn Hughes 
THAT the minutes from the Communities in Bloom Advisory Committee 
meeting dated December 7, 2023, be adopted as printed.  

Carried  
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4. Business Arising from Previous Minutes 

4.1 Update on Ted Blowes Garden – Barb Hacking 

Cindy Carlson reported that the lights on the waterfall will be changing colour 
for the month of February.  

4.2 2024 CIB National Update/CIB Initiatives – Councillor Beatty 

Councillor Beatty reported that he has received a request from the CIB National 
rep regarding Stratford’s 2024 application to participate in the judging. He has 
informed them that Stratford will be participating in the International Category 
for 2024. After discussion with CIB members, the Committee will reassess if 
they wish to participate in judging should they be hosting the National 
Symposium in 2025. 

4.3 2024 Judging Plans – Councillor Beatty 

CIB plans to highlight volunteering, community enjoyment, organization 
participation and youth initiatives in the presentations to the judges in 2024. 
Whether this be in videos or photos or to have various people participate. 

4.4 Hosting the 2025 National Symposium – Councillor Beatty 

CIB members reviewed the draft power point presentation that will be 
presented at an upcoming Council meeting. Members provided some minor 
feedback on the presentation and members Kimberly Richardson and Carys Wyn 
Hughes will update the content. 

4.5 Landscape Design Plan Update – Councillor Beatty 

Barb Hacking received the preliminary plan in December. Councillor Beatty 
shared with CIB members the overall presentation and layout of the gardens 
and grounds near the Bridge to Nowhere and the grounds located behind 
Gallery Stratford. The members were pleased with some of the concepts and 
Councillor Beatty or Barb Hacking will contact Scott Wentworth to discuss the 
plans moving forward.  

4.6 City Gateways Project Update – Kimberly Richardson/Carys Wyn Hughes 

No new Update. 
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Carys Wyn Hughes will contact Zac Gribble at Destination Stratford to get an 
update from him. 

5. New Business 

None noted. 

6. Upcoming Events 

• Winterfest – January 28-29, 2024 

7. Date of Next Meeting 

The next meeting of the CIB Advisory Committee will be held on Thursday, March 7, 
2024, at 12:00 p.m., in the Mansbridge Room at the Stratford Rotary Complex, 353 
McCarthy Road W., Stratford. 

8. Adjournment 

Motion by Carys Wyn Hughes 
Seconded by Kimberly Richardson 
THAT the January 25, 2024 Communities in Bloom Advisory Committee 
meeting adjourn. 

Carried 

Meeting Start Time: 12:11 P.M. 
Meeting End Time: 12:54 P.M. 
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