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HISTORICAL BACKGROUND

The first draft transportation plan for the Tororaea, showing new highways and rapid transit, was
drawn up in 1943. However, serious planning for Treronto area took place after the creation of
Metropolitan Toronto in 1953, resulting in a Dréffficial Plan in 1959, which showed new expressways
and subways. This was refined into a second Dré#iti@ Plan in 1964, and finally adopted as the

Official Plan in 1966.

The 1966 Official Plan called for a balanced tramtion system of roads and transit. It included
making the arterial road system continuous bynfijlin missing links and the construction of a grid
system of expressways to take through traffic @gl streets. It also included new subways in igbdr
density areas, mostly in the central city, inclgdéxtensions of the Yonge and Bloor-Danforth lined
construction of Spadina and Queen lines and lakestmmmuter rail. The expressway system included
completion of the Spadina Expressway (renamed &illR. Allen Expressway in 1969) into downtown
Toronto, an extension of the Frederick G. GardiBepressway through the east end of the City and
across Scarborough to join Highway 401 (the extensias referred to as the Scarborough Expressway).
These would be followed by the Highway 400 Extenssouth to the Gardiner Expressway, and the
Crosstown Expressway and the Richview Expresswaysathe middle of the city.

After construction was scheduled and begun, a lpugiest against the further extension of the S@adin
(William R. Allen) Expressway, led by urban socigilst Jane Jacobs, resulted in the Province intargen
and cancelling further construction of the expressin 1971. This led to the downfall of the 1966
transportation plan. A Transportation Plan Revieag\set up in 1972 and presented its recommendations
for a revised plan. The Provincial Government addpa plan for intermediate capacity transit lines
across Toronto, the forerunner to today's ‘Tradiy’ streetcar LRT plan, in an effort to reduce
automobile use in the city.

A new Official Plan was adopted in 1980, which eéanéd a clause stating that construction of new
expressways was no longer supported by Metropadlitannto. The proposed expressways from the 1966
Plan were deleted. This new 1980 Plan shifted tghasis from a balanced form of transportationn® o
based solely on public transit. The Queen Strebiv@y was deleted in favour of the development of
suburban transit development, and the CrosstowrreSgpray was deleted. The Spadina Expressway
would stop permanently at Eglinton Avenue West; iighway 400 Extension was shrunk down to an
arterial road, known as Black Creek Drive, and Suwarborough and Richview Expressways became
undefined transportation corridors. Many new GO cwter rail lines were added and light rail transit
was built in Scarborough from the east end of tlmoBDanforth subway line. A plan for an extensive
expansion of the subway system was adopted in t@88d 'Network 2011" which called for new
subways along Sheppard Avenue East, Eglinton Avélast and a Downtown Relief line along Front
Street through Union Station. All that materializefdthis was a short section of the Sheppard Subway
line from Yonge to Don Mills completed by 2002. Tieenainder of this proposed system was cancelled
due to alleged high costs. The Downtown Relief fiemains considered for after the year 2020.

A further new Official Plan was adopted in 1994d dhe undefined transportation corridors along the
former Scarborough and Richview Expressways weletatt finally bringing those routes to an end. An
expansive transit plan was adopted. This was thieQéficial Plan for the then Metropolitan Toronto.
After amalgamation into the new City of Torontoew Official Plan was adopted in 2002 with a policy
of 'Building A Transit City' explicitly stating thais supported discouraging automobile use and
encouraging transit, cycling and walking. A netlwof streetcar LRT's replaced the subway expansion
approved in the 1980's with surface routes alongpgard Avenue East, Finch Avenue West, Eglinton
Avenue, Jane Street and Don Mills Road. The plaa ehlled for intensification of the city allowirigr

one million more people to live in the city by 2030



INTRODUCTION

Current transportation policies in Toronto’s officiplan encouraging transit, cycling and walkingl an
discouraging automobile use will not work. In fatiey have failed the business community and raeside
of the Greater Toronto Area (GTA) miserably, so mgo that it costs the City up to $3 Billion intlos
productivity per year. Traffic research shows thaty 10 per cent of expressways in the GTA were
bumper-to-bumper during rush hour in the early 198But at least 70 per cent of those expressweg/s a
now hopelessly gridlocked during rush hour. Yeg @ity of Toronto refuses to build subways and spad
pursuing an ineffective, inefficient and outdaté@astcar network and bicycle lanes instead.

‘Get Toronto Moving’' recommends a better and wellearched new approach that represents a truly
balanced and integrated transportation philosophay is guided by the following three non-ideologica
principles:

1. A balanced transportation system that meets cuardtfuture needs and fills the gaps for all
modes across the entire city including transitpmabiles, commercial vehicles, bicycles and
pedestrians.

2. Preservation of established neighbourhoods andhge&ces. This plan utilizes the available vast
network of existing hydro and rail corridors acrdss City of Toronto.

3. Transportation facilities are constructed at a geable cost and will provide the maximum
benefits.

It is estimated that Toronto’s population will ieeise by one million people to 3.5 million in thextn®0
years and there will be a 52% increase in the numib&uto trips in Toronto by 2031. Without subsiain
improvements to rapid transit and roads, a 30-minkip today will likely take two hours in 2031. &h
cost of operating the Toronto Transit Commissiom@Y is $1.6 billion per year in both operating and
capital expenditures while fares bring in only $88#lion per year. Therefore, 1 of every 2 trangies

is being subsidized by drivers. This places aniufifarden on the GTA motorist who “pays his own
way” to operate his vehicle. Both subways and esgways carry about 400,000 commuters per day, so
building more of these will move greater numbergpedple much more efficiently and cost-effectively
than the inadequate streetcar network being pursnger the City of Toronto’s ‘Transit City’ plan.

Intensification of the Scarborough Town Centre iatmew downtown for Scarborough known as the
Scarborough City Centre by providing residentiabdmminium towers for 50,000 additional people will
create a transit hub in Scarborough which will supgubway expansion and provide extra funding for
transportation improvements. This project can ldatdkt the major subway and highway improvements
proposed in this plan. This type of development lbarrepeated in other parts of the City of Tordoto
support major transportation improvements elsewhere

Toronto’s Official Plan must be changed to ameral dfficial guiding transportation policy of the it
Currently it reads:

Transportation Planning oversees policies and pi®jwith the goal of improving transit, discouragin
automobile dependence and encouraging alternatitresf of transportation such as walking, cycling,
subways and streetcars.

It is recommended that this official policy be skwut and replaced with the following guiding pmiie:
The "Get Toronto Moving' Transportation Plan ovesspolicies and projects with the goal of improving

the efficiency of all modes of transportation whiene the choices of the people of Toronto,
including automobiles, subways, cycling and walking
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SUBWAYS

In the long term, subways are the most effectivenfof public transit as they move a greater nunaber
people and compete with the private automobile ofitar has not built a new subway extension since
1980, except for the short Sheppard line and thadi®p line extension into Vaughan, now under
construction. Subways are expensive to build, bith whe use of private financing from new
development, at least 2 kilometres of subway aredn@w station could be constructed every two years.

The following extensions to Toronto’s subway syseerecommended:

Yonge-University-Spadina Subway Extensions
Sheppard Subway Extensions

Downtown Relief Subway

Bloor-Danforth Subway Extensions

Eglinton Subway

Rationale

Much of the traffic congestion in the Toronto areaults from the 905-416 exchange — people live in
one area, but work in the other. To get people ngwdcross this boundary more smoothly, this plan
believes that inter-regional GO commuter rail andCTsubways and buses need to be expanded and
integrated. Subways also carry ten times the pgsserf light rail. GO commuter rail trains shouloh
every 15 minutes each and every day, and an irtezbsingle fare should be used for both GO and TTC.
Smart card technology is widely used by the majaitrapid transit systems worldwide. This techmggio
would create a more convenient and seamless systeaxisting riders, and might also help attractvne
transit riders.

‘Get Toronto Moving’ recommends that new transiel should be built in the most cost-efficient way
utilizing public-private partnerships. Such parsteps will be able to provide funding for full subys.

If we are going to build a transit system that willer the most benefits and be competitive wittvate

cars, it needs to offer convenience, speed ancitgpA slow-moving streetcar stopping at traffigrsals

does not offer this. Streetcars cause congestitimegsrun in the centre of major streets and tdffis to

stop behind them. Streetcars on their own rightasf, such as proposed in the ‘Transit City’ plaifl w
remove road space and provide a barrier down theecef the street, cutting off local cross-strests
dividing neighbourhoods. A loss of businesses dueetluced access has been experienced on St. Clair
Avenue West where such a system has been built.sHoiuld not be repeated anywhere else in Toronto.

Therefore, the ‘Transit City’ proposed streetcarfL&/stem should be cancelled and the completion of
the TTC's ‘Network 2011’ subway expansion programradopted in 1985, should be resumed and
extended even further. Cost is an issue that hea b&ised as to why to build streetcars instead of
subways. While streetcars are cheaper at only $i&mper km and subways cost $200 million per km
in Toronto. Public-private partnerships in Madr&hain built 150 km of subways for only $90 million
per km. This same arrangement could be broughtTotonto. Though cheaper, streetcar LRT's only
carry about 40,000 passengers per day while subeayg between 200,000 to 400,000 passengers per
day, equal to the capacity of one to two six-laxgressways. Therefore, with public-private parthigrs,

a cost of less than four times that of streetcaf’kRan produce subways that can carry up to teedi
the number of passengers. Spin-off economic barefé also worth the investment in subways. Sinee t
construction of the Sheppard Subway in 2002, $iiobiworth of new development has located in the
Sheppard corridor, providing an additional propegy base for the City of Toronto. While the stoaget



LRT on St. Clair Avenue West has created a netdbsmisiness with at least 40 businesses closimgndo
to loss of access and parking. Rapid Transit ptanneeds to consider the next 50 years of growiti, a
subways will satisfy that.

Due to the massive increase of cross-boundaryidraffitween Toronto and York Region, this plan
supports the already-approved Spadina Subway eatens Vaughan and supports the recommended
northern extension of the Yonge Subway to Richmidilid This plan also recommends completion of the
‘Network 2011’ subway expansion programme and canshg further extensions. This plan also
recommends completion of the Sheppard Subway atiessity, replacement of the Scarborough Rapid
Transit line with a surface extension of the Bl@@anforth subway to the Toronto Zoo, extension @f th
Bloor Subway west to Sherway Gardens and into Essiga, an Eglinton Subway from Pearson
International Airport to Kennedy and a ‘U’ shapealatitown relief line form Dundas West to Pape or
Greenwood Avenue to serve Toronto’s central busidestrict and to reduce overcrowding on downtown
subways. Additionally, this plan supports an egpritermediate capacity rail transit link from bimi
Station to Pearson International Airport and astmsn GO commuter rail line linking with subways.

The major flaw with the ‘Transit City’ plan is thdataddresses only extensions for streetcar rodies.
inefficient downtown streetcar routes are neveraskkd nor is there any progressive plan to cotinect
deficiencies - particularly bunching and unreliabbeduling. It may be that the proposed ‘Tra@gy’
lines will be operated in much the same way thestayg downtown streetcar lines are - with the
frequency of short turns and under-scheduling. éosdary flaw with the Transit City plan is that the
plan cannot be bona fide since plans were officiahinounced in 1985 with the "Network 2011" plan
involving the building and expansion of subway$eatthan streetcars - however a political decisias
made to withdraw these plans. Doing nothing whiciule be more effective than building ‘Transit City’
All of the transit routes in the ‘Transit City’ pla are fraught with difficulties. Yet the most efige
political decision to reduce transit and traffiediwck in the downtown core would have been thédin

of the Queen Street Subway. The cardinal rule dflimg public transit - particularly subways - wieer
the most density prevails was not adhered to. Ketretre of subway track was built in the 1980'a at
time of Toronto's greatest economic growth. Nothivess done at a crucial time when public transit in
Toronto should have prioritized new subway constonc

Historical Development
TTC Rapid Transit and Streetcar Official Opening Dates

Yonge Subway (Union Station to Eglinton Statioiarch 30, 1954

University Subway (Union Station to St George $t@ti- February 28, 1963
Bloor-Danforth Subway (Keele Station to Woodbinet®hn) - February 25, 1966
Bloor-Danforth Subway extensions to Islington andrdén Stations - May 10, 1968
Yonge Subway extension to York Mills Station - Ma®0, 1973

Yonge Subway extension to Finch Station - March1234

Spadina Subway (St George Station to Wilson Statidanuary 27, 1978
Bloor-Danforth Subway extensions to Kipling & KemlyeStations - November 21, 1980
Scarborough RT (Kennedy Station to McCowan Statidviarch 22, 1985

North York Centre Station - June 18, 1987

Harbourfront streetcar (Union Station to QueensyQGu&padina) - June 22, 1990
Spadina Subway extension to Downsview Station -ckl&1, 1996

Spadina streetcar (Spadina Station to Union Statidaly 27, 1997

Harbourfront streetcar extension to Exhibition ly 2, 2000

Sheppard Subway (Sheppard-Yonge Station to Dors igifhtion) - November 22, 2002
St. Clair dedicated streetcar (St. Clair StatioBathurst) - 2007
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Streetcar Track Abandonment Programme (1966)

Streetcar service in Toronto was to be abandonelBBg in conjunction with construction of the Bleor
Danforth and Queen Subway lines. The Bloor-Danfdirte opened between Keele and Woodbine in
1966 and was extended to Islington and Warden &8 X8xtensions to Kipling and Kennedy opened in
1980). Subsequently, some streetcars were takemfosgrvice at this time because the new subway
would take the capacity previously carried by threetcars. The Queen Subway would eliminate the
remaining streetcars when it was due to open 9198

By letter of June 13, 1966, Toronto City Councijuested information as to how long the Commission's
streetcar service was to be retained in the downtowa and asked for plans showing active and emeyg
streetcar track allowances, indicating dates ohdbament. The Commission considered this requets at
meeting on June®land instructed that the track abandonment progeamnaviously drawn up by
management be forwarded to the City. It was agrhediever, that the City should be advised that the
programme was tentative and contingent upon maatpria such as the completion of a Queen Street
Subway. In reviewing the former streetcar route @adk abandonment programmes, prior to forwarding
to the City, it was evident that certain modificat should be made at that time in the light ofemnir
knowledge.This matter was therefore being brodmdtk to the Commission for approval prior to
submission to the City, because the informatioh, wd doubt, also be required in association wéttain
plans being prepared to create a one-way stretnsyia the downtown Toronto area; which if adopted,
could have serious effects on surface public tramafion.

Appendices "A" and "B" attached together with PlagrDepartment Drawing Numbers 6829, and
6830 submitted herewith, indicate respectively that seditentative streetcar route and track
eliminations based essentially on the original paogme. It was seen that it was assumed that all
streetcars on the surface would be eliminated B8018utonly if a full Queen Street subway was in
operation by that time. It was believed that gprassure would be exerted in the coming yearsdptaah
expanded one-way street system in the City of Tor(owntown) to include many major arteries. Agéar
number of cities on the North American continentadly have such a system in effect and they uneidiybt
speed up traffic generally. However, in most catbesdetrimental effect on public transit ridings mot been
fully appreciated. The operation of streetcars omimstreets makes their conversion to
one-way traffic almost impossible and because ofsthcontinual pressures were
anticipated for the elimination of streetcars a®s@s possible.

It was recommended that the Commission approverévised tentative streetcar route and track
abandonment programmes as detailed above and tboepres to the City of Toronto, while advising the

city of the tentative nature of such programmescivhivere contingent upon numerous factors and
particularly the construction of a Queen Streetvigyb

TENTATIVE STREETCAR ROUTE ELIMINATION PROGRAMME AUGST 1966

DATE STREET LOCATION
1968 Bloor Street Dundas to Jane (completed @ptdning of Bloor subway)
Danforth Avenue Luttrell to Coxwell (completedtivopening of Bloor-
Danforth subway)
Coxwell Avenue 100 feet (300 metres) north of Upperrard to Danforth
(completed with opening of Bloor-Danforth sulyyva
Dundas Street North of Dundas West Station to Ronede Loop
(completed with opening of Bloor subway)
1972 Bay Street South of Dundas including Cityl Haop (completed)
Victoria Street Queen to Dundas (completed)

10



DATE STREET LOCATION

1975 Rogers Road Bicknell Loop to Oakwood (coneule
Oakwood Avenue Rogers Road to St. Clair (comg)ete
Keele Street Keele Loop to St. Clair (completed)
St. Clair Keele to Mount Pleasant, except Wycbevto Bathurst

(now part of the St. Clair streetcar dedicatght-of-way)
Mount Pleasant St. Clair to Eglinton - Mount Rleat Loop (completed)
Old Weston Road St. Clair to Townsley Loop (costgdl)
Robina Avenue St. Clair to Oakwood Loop (complgte

1976 Howard Park Ave. High Park Loop to Dundas
Dundas Street Roncesvalles to Church
College Street Dundas to Bathurst, Spadina tiaiRaent
Ossington Avenue College to Dundas
McCaul Street McCaul Loop to College
Bay Street College to Dundas
Church Street Carlton to Dundas
Gerrard Street East Coxwell to Main
Coxwell Avenue Lower Gerrard to 100 feet (30 regfmorth of Upper
Gerrard
Main Street Gerrard to Main Loop
Bathurst Street Hillcrest to St. Clair
Parliament Street Gerrard to Carlton
St. Clair Avenue Wychwood to Bathurst
(now part of the St. Clair streetcar dedicatghtrof-way)
Vaughan Road St. Clair to Bathurst

Wychwood Avenue South of St. Clair

Lansdowne Avenue Dundas to College
1980 Opening of Queen Subway

Balance of System

Of the TTC's 103 surface routes, 86 make 109 cdimmscwith the subway, many via direct, undercover
connections without need for fare payment or papensfers. This degree of subway-surface route
integration is uniqgue among the world's transittesys. The 17 non-interconnecting routes are mainly
suburban feeder services and more than half oéthékbe integrated with the subway when the North
Yonge extensions open (opened from Eglinton to Ybtiks in 1973 and from York Mills to
Finch in 1974). The subway operates from 0600 (0800Sundays) to 0200 and is replaced by
surface buses in the early morning interval coringatith 11 all-night routes.

The heaviest surface routes are operated by sireedmd trolley coaches, including multiple unit
streetcars (two cars coupled together) on QueearetS{to be replaced by the proposed Queen Street
Subway). In the rush hour, the closest streetcadway is every 1.3 minutes, trolley coach every 1.8
minutes and diesel bus every 1.5 minutes, provigeak hour crush loading capabilities of 5,00003,0
and 3,600 passengers per peak hour direction (ppplmbmparison to 45,000 ppphd on the subway. As
crush loadings are not maintained for a full htlkese capacities are not achieved in practice. dkas
integration with surface transit routes the subwag direct passenger connections with stores,eoffic
buildings and apartment complexes. Park and ride lkass and ride facilities are provided at certain
suburban stations.

This plan for removal of streetcars was initiatedhwhe opening of the Bloor-Danforth Subway and
much of it was completed. However, after the cdatieh of construction of the Allen Expressway in
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1971, a pressure group called ‘Streetcars for Ttofpoaontaining some elected councilors, convinttes
TTC to cancel this abandonment programme in 19Z2tdunostalgic reasons. Construction of the Queen
Subway was subsequently cancelled in 1974. Aftlr, the remaining streetcar routes were retainbd. T
fleet of streetcars, then using PCC cars datinmftbe 1940's, was replaced by a new fleet in 1979,
currently still being used. This fleet is now thiistears old and has reached the end of its lifis. iftow
scheduled for replacement with new low-level LRgft rail vehicle) streetcars from Bombardier at a
cost of over $200 million. Streetcar tracks havecdatinuously be maintained and rebuilt every yhirt
years, raising maintenance costs even more. Sdrsetre contributing to today’s growing traffic
congestion in downtown Toronto. Traffic has to stoghind them and if they break down, service is
interrupted as another streetcar cannot get arthendroken-down vehicle. Passengers also haveoss cr
traffic lanes to the middle of the road to boare $treetcars which can be dangerous. Buses caovaull

to the curb and passengers can embark withouttmger. Traffic also does not need to stop asnt ca
pass the bus in the lane towards the centre ofdad. The rising cost of track maintenance is also
eliminated. It is therefore recommended that thelpase of new streetcars be cancelled and thatatie
abandonment programme adopted in 1966 be resuntedoampleted by 2015 to be replaced by electric
trolleybuses on all previous streetcar routes amstcuction of the Downtown Relief Subway line. We
cannot afford to make decisions based on nostédgistreetcars, but we must be practical as tdotst
way to move people.

Intermediate Capacity Transit (1972)

On November 22, 1972, the Provincial Governmentoanoed an urban transportation policy for the
Province of Ontario indicating dshift in emphasis from urban expressways to a ewriof
transportation facilities, which will put peopladt’ (this was announced soon after the cancellation
of construction of the Allen Expressway in June 1@nd completely ignores the fact that people drive
cars) To implement this policy, a six point programme wa®posed. One major feature is the
development at Provincial expense of a prototypd aperating demonstration of a new form of
intermediate capacity transit system. A subsidygoaanme of 75% to assist municipalities in
applying the system to meet their needs was alsouwarced.

Within Metropolitan Toronto, Provincial plannersittified five routes for possible application ofth
new mode (Finch, Eglinton-Crosstown, Jane, Dongviilhd Scarborough-Malvern). The Downtown ‘U’
line was first proposed then. It was suggestedabegss routes already existing in the city sudiaibgay
lines, hydro rights-of-way and roadway medians ddug¢ used to accommodate the system. Provincial
plans called for building a demonstration track asmdhicles for a 3 km route at the CNE. Testing of
the system was scheduled for late 1974, with 1®ifgothe target date for completing constructiod an
acquiring equipment for the first urban route.

The Metropolitan Toronto Transportation Plan Reviead been requested by the Joint Technical
Transportation Planning Committee to report on thassible initial application of this new
technology in a transportation corridor within Mmolitan Toronto. Due to service deficiencies
and increasing travel demand to the downtown andelated employment opportunities, the corridor
would be core orientedAll that ever materialized of this ICTS plan walset Scarborough
Rapid Transit line form Kennedy to McCowan. Theemediate Capacity Transit Plan adopted
by the Provincial Government in 1972, which wouldvé consisted of mini-trains similar to the
Scarborough Rapid Transit, included routes remdyksimilar to the ‘Transit City’ streetcar LRT plan
adopted in 2009 and dropped in 2011. This showsThansit City’ was not a new plan, but a revidl

a nearly 40-year old Provincial plan based on 183fulation capacities which are not applicable yoda
The TTC rejected this in favour of full-scale sulywaby 1985 due to population and development
increases. The ‘Transit City’ streetcar LRT plars\aatually a step backwards to 1972.
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‘Network 2011’ Subway Expansion Plan (1985)
A. Summary of the Network 2011 Strategy

"Network 2011: A Rapid Transit Plan for MetropolitalToronto" was a consolidation
of three separate rapid transit feasibility studieslertaken at the request of the then Metropolitan
Council.

Based on the results of the Accelerated Rapid Tra®siudy (ARTS) completed in
1982, Metropolitan Council in June 1983, directdthtt detailed rapid transit feasibility
studies be undertaken for the Sheppard/Finch corrithe Downtown Relief Line and the
Eglinton Avenue West corridor. These studies, theepard/Finch Rapid Transit Corridor
(SFRT) Study, the Downtown Rapid Transit (DRT) Sgudnd the Eglinton West Rapid
Transit (EWRT) Study each recommended that rapidngit was justified in their
respective corridors. The SFRT study was conducieitially, as part of a broader North
Metro Rapid Transit Corridor study which was inted as part of the Province's GO-ALRT
programme.

Upon completion of the above studies, a SystemerRyi Study was initiated to examine the
results of the three rapid transit studies and tetablish priorities for their
implementation. The specific objectives of the Syss Priority Study were to:

Review the recommendations of the three Metro/T.TR2asibility Studies and
establish the relative need for implementation lbftlaree projects;

Develop a number of affordable alternative impletag¢ion scenarios for developing
the proposed expanded rapid transit network;

Assess the alternative scenarios on the basis ofw hahey respond to
future transportation needs and strategic develapoigectives;

Develop concurrent implementation details for theete corridors to resolve near term
operational problems in corridors for which rapidansit is postponed until later in the
implementation programme.

The results of this study were reported in Netwa2R11: A Rapid Transit Plan for
Metropolitan Toronto.

The Network 2011 report included an assessment lef tesults of the individual
feasibility studies from a network perspective ammbposed a staged programme for the
implementation of the recommended rapid transitvagk for Metropolitan Toronto to the year
2011.

The Network 2011 Report proposed a 28 year rapehdgit construction programme in

five stages of 5-6 years each. After the initiatiohStage 1, the programme provides for a
review of each subsequent stage. At such times,rMand T.T.C. staff are to re-assess
the balance of the programme using more currendrimiition and recommend to Council

future action for the next stage. The five stagab@ programme as proposed in 1985 were:

Stage 1  1989-1993 Sheppard Subway - Yonge to Viat®rark
Stage 2 1994-1998 Downtown Relief Line
Stage 3 1999-2003 Eglinton West express bus facilit
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2004-2009 Sheppard Subway-Victoria Park to Scarbgho City Centre and Yonge to
Downsview

Spadina Subway extension to Sheppard Avenue
Stage 5 2010-2014 Eglinton West upgrading to subway

Notes:

The construction of the Harbourfront/Spadina LRTshaeen assumed in the period
1987-1988. The Harbourfront/Spadina LRT, which is expansion of the downtown
transit distribution network, has not been evaldate part of the Systems Priority Study.

Depends on level of demand established by Missigsshusway.

The above recommended programme requires an aveegpenditure of $95$%$100

million (1985 $) per year, 25% of which would benfied by Metropolitan Toronto. A

recent report by the Metropolitan Chief Administineg Officer has confirmed that

Metropolitan Toronto can afford the Network 201logramme as well as other

transit replacements and refurbishments, and vamoad improvements recommended in
recent studies for Metro.

The Network 2011 report also outlines the beneficsbe achieved as a result of the
implementation of this programme and the rationalor the priority
recommendations and sets out detailed proposalsifiberim measures to maintain
acceptable transit service levels until the recomuhed rapid transit projects can be
completed.

B. Submission to the Economic Development and RBlagnand Transportation Committees

The Network 2011 Report, along with eight backgrdureports on the individual
rapid transit studies, was submitted to a joint mierg of the Economic
Development and Planning Committee and TranspoomatCommittee held on May 29,
1985. The Committees received the reports and tduethat these reports be circulated to Area
Municipalities and the Toronto Transit Commission.

By 2009, all that ever materialized of the ‘Netwd®@®11' subway expansion programme was a short
stretch of the Sheppard Subway from Yonge to DoltsMilling far short of the extensive network tha
was supposed to be completed BY 2011. It is recamden that construction of this network be resumed
and it be completed and extended even further. Mexyehe Eglinton line should be built as a subway
immediately and not as a busway to begin with avipusly recommended. The TTC has ordered new
subway trains to begin operation in 2011. These tnains will have a higher capacity than the erigti
ones, so they will be able to carry more passengéris will improve the capacity and operation loé t
subway system.

All new subway expansion across Etobicoke can bk o the surface. The western extension of the
Bloor Subway can be built within an existing hyamrridor, paralleling the line. The Eglinton Subway
can be built within the vacant Eglinton TranspaotatCorridor on the north side of Eglinton Avenue

West and the western extension of the Sheppard 8uban be built entirely within an existing hydro

corridor which swings southerly across Etobicokerf&e subway construction instead of tunnelind wil

drastically reduce the cost of building these lines
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Spadina and Yonge Subway Extensions into York Regno

Spadina Extension

Construction has begun on an extension to York éfsity northwest of Downsview station, and into the
city of Vaughanto the proposed Vaughan Metropolitan Cen8ix new stations are planned along the
8.7 km extension (6.2 km in the City of Toronto &hl km in_York Region The estimated cost of this
extension is $2.09 billion in 2006 dollars, whiclil\wave escalated to $2.63 billion consideringtscs
year of occurrence. The current Ontario governrhet committed $670 million in its March 23, 2006,
budget, which is about one-third of the expectedb$on cost. The federal government had long
committed to funding one-third of the subway extemsbut only recently released its share of thredfu
The other third of the money comes from municipategnments (Toronto and York Region). In 2003, a
temporary_buswayvas planned between Downsview station and the saymput was opposed by the
University, because they felt it would lessen gowegnt willingness to extend the subway. After
numerous delays, construction started on July @68 2vith a short section of the busway being opened
September 6, 2009 and the remainder being opendlibeember 20, 2009. Construction of the full-scale
Spadina Subway extension began in late 2009.

The TTC will also purchase two tunnel boring maekimn the fall of 2010 from LOVAT Inc. for $58.4
million to dig tunnels on this extension and is @xing two more boring machines in the spring cf20
Construction will be complete by mid-2015, with eewue starting in the third quarter of 2015. Thestfir
construction contract was awarded on February @Q@82Construction had initially commenced in July
2008 with relocation of sewers. These boring maehican be retained and relocated to be used t buil
other subways in this plan.

The extension north of Steeles Avenue has beenmach maligned in the press for a number of reasons
The TTC had originally intended to extend the swpagfar as York University, with a vast bus terahin
complex at the future Steeles West statidowever, provincial funding hinged on the lin®ssing the
municipal border. The area around the future Vaogbarporate Centre statios occupied by big-box
stores and highways and lacks the developmentstirabunds most other subway stations. Although a
station is planned for the 407 Transitwayost GO Transit buses will actually terminateStgeles West
station, so as again to avoid commuters havingatogm additional TTC fare to reach York University.
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The TTC has recently announced that it will incogte a system in which GO Transit users do not have
to pay an extra fare to use the subway to get & Yaiversity station from the 407 Transitway.

Yonge Extension

Proposals have also been put forward to extendrtmge Street portion of the line beyond Finch to
Steeles and into York Region, most likely endinghatRichmond Hill Centre Terminaf Viva bus rapid
transit On June 15, 2007, the Ontario government annabpleas to fund this extension as part of a vast
network of rapid transit growth in the form of ‘Me@ntario 2020

Although completion of this subway expansion is yngears away, a local group in York Region is
lobbying for the cancellation of the planned busvadégng this route, which would be a part of York
Region's Viva bus rapid transit.

Although this extension is the most justifiablegrh is a reason it will not be built just yet. TYienge
portion of the subway line operates at capacitynduthe morning rush hour, and could not carry the
additional riders attracted to this extension. OCacew signal system is in place, the TTC will béeedo
increase the frequency of trains from 2 minutess86onds to every 1 minute 45 seconds, allowing
capacity for this extension.

Toronto council approved the plan in principle iandary 2009, but added caveats indicating that
upgrades within Toronto would be needed to suppertadditional capacity from York Region. The plan,
as approved, lists six new stations: Cummer/DreweSteeles, Clark, Royal Orchard,
Longbridge/Langstaff, and Richmond Hill Centre. &s2009, TTC has no plans to expand this subway
line in the "near future" but have VIVA Bus Rapidamsit bus lanes going along Yonge Street fromhrinc
Avenue to Highway 7, which would go into full sereiby 2013. This subway extension should proceed
once the frequency upgrades are made on the Yorge |

Sheppard Subway Extensions

This plan recommends that the Sheppard Subway tgleted from Don Mills eastward to connect to
the Bloor-Danforth Subway extension in Malvern awvestward to Downsview.

As per the Network 2011 plan, full subway techngldgr use along the Sheppard alignment is
recommended. The projected 2011 A.M. peak hour pedakwand along Sheppard Avenue is
15,400 persons per hour. Four types of rapid trarnechnology were examined to
serve the "demand in the corridor: busway; LRT aadge, partially grade-separated, or
fully grade-separated; elevated medium rail tran@itRT); and subway. The choice of
technology is related to many factors including dev levels, annualized costs (capital
plus operating), service, and social, environmeatal land use impacts. Because of the right-of-
way width restrictions for a busway or streetcarTLR the median of Sheppard Avenue, by-
pass lanes would not be possible and capacity wbaldimited to about 6,400 persons per hour
per direction (pphpd). An LRT totally at-grade cdutheoretically carry 12,000 to 16,000
pphpd, however, the impacts on cross-traffic at hsultigh frequencies would be
unacceptable. Thus the only practical LRT wouldthe "partially grade-separated" option
with a minimum of five grade separations assumedagor cross streets.

A fully grade-separated LRT option and the elevatd®T technology were examined

and, while both technologies could accommodate theecast passenger demand, the
total cost of these options (operating and capitaduld be in the range of subway technology
and both would have significant environmental, prdy and traffic impacts compared to the
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subway option. Therefore, these technologies weoé eonsidered appropriate for the
Sheppard Avenue alignment. The partially grade-sefa LRT and the subway option were
considered the only technologies that could reaBbnbe used in this corridor and they were
compared in detail:

Subways operate at approximately 38 kilometres hpmir compared to the assumed 27
kilometres per hour for LRT, thereby providing sfgrant travel time savings in the
order of 40%.

A subway has negligible effect on the road systesr #fie initial construction period, while a
partially grade-separated LRT system would havecegtable impacts on the road capacity
along Sheppard Avenue.

Compared to subway, a partially grade-separated WRUId have significant impacts on
abutting residential and commercial lands in teahsesidential and commercial properties
displaced and noise and vibration effects.

In summary, the subway option on Sheppard Avenseiperior to LRT based on total annualized costs,
road system impacts, and social, environmentalamtiuse impacts.

Phasing of the Sheppard Subway Line

The former City of Scarborough in its response tetMork 2011, requested Metropolitan
Council to establish, as first priority, constroctiof the entire Sheppard subway line from an el¢dn
Spadina Subway to the Scarborough City Centre. dditson, the Scarborough and North York
staffs raised. concerns in their staff reports toug@cil, about the need for the "wye"
connection at Yonge and Sheppard, recommended rmopthe Network 2011 phasing, claiming
that the "wye" represents an unnecessary interst co

Metro and T.T.C. staff have re-analyzed the Shepphiasing question in response - to the North
York and Scarborough comments. The "wye", estimatedost around $40 million ($1985),
would be required to bring Sheppard trains into entdof the Davisville yard via Yonge Street, i th
absence of a Sheppard connection to the Spadinaayublhus if Sheppard Subway construction
proceeds east from Yonge Street, a “wye’ is needed.

North York was initially supposed to receive thee@pard Subway, while York and Etobicoke were
initially to have received a busway. York and Etullie were dissatisfied, even though the transit pla
stated that a busway was sufficient for the netréu

Leading up to the 1995 provincial election, thenthgoverning New Democratic Party proposed

provincial funding for four subway/LRT projects ftire Toronto Transit Commission (TTC). Included in

these four proposals were plans to build new subliveas along Eglinton and Sheppard Avenues.
Premier Bob Rae decided to spread the funding ¢fimowt Metro Toronto to appease residents of both
sides, which would have resulted in two truncatdalxay lines instead of a single complete line.

Three of these proposals had their municipal fupdigjected by metropolitan Toronto city council,
causing the cancellation of any provincial fundifog the projects and causing current work on the
Eglinton line to be terminated immediately.

Funding for the Sheppard line originally was regelcby city council as well. However, after a numoger
votes on different alterations to the project (ualthg only building the subway to Leslie Streelje t
proposal to build the Sheppard line tunnels onlghout tracks, was passed by a narrow margin. After
this vote passed city council, a revote was takethe entire Sheppard line project to Don Mills,ietth
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then passed by the narrowest of margins. Somevidlithat North York Mayor Mel Lastman’s political
clout (he was later elected Mayor of the amalgacth&@iy of Toronto) was crucial to the Sheppard Line
proposal being implemented. The Downsview statioms vadded to the Spadina line partially in
anticipation of the Sheppard project westward esiten

The Sheppard subway is unusual in that it wasitee“suburban” subway; the previous TTC lines had
started from downtown Toronto. However, North Yagkpecially around Yonge and Sheppard, has seen
intense high-rise developments in recent yeardngiit the nickname of the “new downtown” upon
which other surrounding suburban areas were inicrglgselying. The case for building the subwayelin
was the existing TTC bus service could not hanké dommuter capacity; full buses drove right past
waiting crowds at bus stops. Although some suggdetitat expanding Sheppard Avenue to allow for
dedicated bus lanes would have been much cheaperatlsubway, it would be difficult to acquire the
necessary right-of-way as Sheppard Avenue ran thauguilt-up Willowdale community. (By contrast,
Eglinton West would run though a vacant corridaemied for the Richview Expressway.) The then-new
Fairview Mall commuter parking garages at Don Millsere also intended to take the pressure off of the
crowded Finch station.

Another reason was to alleviate the congested High#04—-Don Valley Parkway (DVP) route; while
Highway 404 was widened by the province in 1999-22@0milar plans to expand the DVP were not
approved by city council, and this would resultan inevitable bottleneck. The intention was that
downtown-bound drivers would exit Highway 404 aefpard Avenue, and take the subway to avoid this
choke point.

When the Sheppard line opened in 2002, it was itigss dirst new subway line in decades. It is skeort
than originally planned, running from Yonge Stréat the former Sheppard station, now renamed
Sheppard-Yonge) east to Don Mills Road rather finather west to Downsview station and southeast to
Scarborough Centre station. The line will be exézhanly with additional government funding.

The Sheppard line cost just under $1 billion armkteight years to build. It is the first subwayeim
Canada whose plain tunnel sections were built@ptiyy tunnel-boring machine. All stations on time|
are in cut-and-cover sections, and just east dfd_station there is an enclosed bridge over the River
(east branch). Additionally, the Sheppard linehis bnly subway line in Toronto not to have any open
sections. Yonge Street had to be diverted for s¢werars in order to accommodate the expansion of
Sheppard Station; since the completion of the line temporary diversion of Yonge are two vacats. lo

One of the ideas proposed for the Sheppard linephst®rm screen doors. Aligned at the edge of the
platforms, platform screen doors would align thelwes with the subway-car doors when in station for
safety and suicide prevention. The system was @app the account of cost.

Stations are built to eventually take the TTC'sidéad subway trains of six 23-metre (75 ft) catg,gart

of each platform has been blocked off since onlyfar trains are needed to carry the amount &fdra
the line currently receives. The line is designedhat it can be extended at both ends, allowimgHe
construction of the originally planned westward aa$tward branches in the future. Extension is not
currently a priority, however. The automated systemnnounce each stop was installed in Januar§.200

So far, the Sheppard Subway line has been derglad'subway to nowhere” or a “stubway.” Apart from
the Sheppard-Yonge and Don Mills terminals, it$igts have received little use, even during rustrho
One significant but often overlooked problem i tive Sheppard line feeds into the already overdesiv
Yonge segment of the Yonge—University—Spadina sybina, since the Sheppard line does not have its
own train yard and does not continue west to thadB@a segment of the line. Completion of the
Sheppard Subway line west to Downsview and eashdet an extended Bloor-Danforth line at the
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Scarborough Town Centre will alleviate these pnoideand will spur new growth along Sheppard
Avenue East in Scarborough.

The suburban subway is also criticized because ofa$te surrounding population is more affluent and
more likely to drive. The Don Mills station at Ragw Mall has also sparked further controversy bisea
the commuter lot requires a fee even if one holdsoathly Metropass transit pass; the parking charge
was required in order to prevent the limited garagace from being overwhelmed (the regular mall
parking is cordoned off until the shopping centpers). To put this in perspective, the ridershiphan
Sheppard Subway is approximately 46,000 per avensggkday, similar to a few of the TTC's busiest
streetcar and bus routes, though these routesemerajly much longer than Sheppard's 5.5 kilometre
length. During the City of Toronto's 2008 budgesist the TTC considered closing the line down on
weekends or entirely.

The new subway, however, has spurred over $1 itfioconstruction of new housing, including several
high-rise condominium towers, along its route. ieatarly noteworthy are the condominiums around
Bayview station, where none had previously exigtedr to the 2000’s. In addition, between Leslielan
Bessarion stations, a former Canadian Tire wareddistribution centre next to Highway 401 (the ohai
retains a store nearby) was demolished and thevasdsold to Concord Adex Investments Limited of
Vancouver. Plans are well underway to develop #rgel multi-condo complex, Concord Park Place,
which includes a community park. Concord Adex isoatesponsible for the CityPlace condo mega-
development at the vacant Canadian National Raillsags, currently under construction by the CN
Tower.

The Daniels Building Company has built a six towevelopment called NY Towers, Arc Condominiums
on the northeast corner of Bayview/Sheppard, arrdded condos just east of their NY Towers. Shane
Baghai has also built a multi-tower developmerthmarea.

Extension plans

The Sheppard Subway was completed to Don Millsostah 2002. After the election of David Miller as
Mayor of Toronto in 2003, plans to build the rekthe subway east to the Scarborough Town Centile an
west to Downsview were dropped in favour of buitdia streetcar LRT along the centre of Sheppard
Avenue East similar to one recently built on SaiCAvenue West.

Prior to March 2007, the TTC considered the Sheappzast extension of the Sheppard subway to
Scarborough Centre as one of its two top priorif@srapid-transit expansion, along with a northerl
extension of the Spadina line. In addition to #astern extension, the original plans for the Shepjine
included a westward extension to Downsview stationthe Spadina line, with Downsview being
completed as a prerequisite. In 2009, this extensias again considered by the TTC to link the tme
Wilson Yard. It was immediately dismissed due tstco

Neither extension is now considered a priorityMarch 2007, the City of Toronto and the TTC relelase
the ‘Transit City’ proposal to begin a new roundt@nsit expansion using streetcar light rail tedbgy

on dedicated rights-of-way instead of subway tetdgyy going against the earlier recommendation of
the TTC in ‘Network 2011'. The Sheppard East subwatension has been replaced in this plan by a
streetcar light rail line running from Don Millsagton along Sheppard Avenue East to Meadowvale,
where it would meet the northern terminus of areeaded Scarborough RT line. Under this proposal,
there would be no direct connection between thatiNdork and Scarborough "city centres".

The streetcar LRT will remove traffic lanes and efitneighbourhoods on each side of Sheppard Avenue
and potentially hurt the businesses along Sheppaehue, which is a major commercial strip in
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Scarborough. It is recommended that the previopsiyposed subway extension be completed at a lower
cost using public-private partnerships. Th econopanefit is worth the higher capital investmenttas
Sheppard commercial strip will be revitalized.

It is recommended that the Sheppard Subway be ebetphs originally planned east to the Scarborough
Town Centre to connect to an extended Bloor-Dahf@tibway line replacing the Scarborough Rapid
Transit line and west to Downsview to connect éktended Spadina line.

Proposed Stations

Infill on existing line

Willowdale — between Sheppard-Yonge and Bayview
Eastern extension ("Sheppard East")

Consumers

Victoria Park North

Warden North

Kennedy North

Agincourt — relocated GO Transit railway station
Progress — between Brimley Road and Midland Avenue
Scarborough Centre — existing station on the Scatgh RT

Western extension ("Sheppard West")
Senlac
Bathurst North

Faywood
Downsview

Sheppard Subway Eastern Extension from Yonge to th8carborough Town Centre

Sheppard Subway Western Extension from Yonge to Kipg
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Downtown Relief Subway

A new ‘U’ shaped subway on the surface should bit fallowing the existing rail lines through
downtown Toronto from the Dundas West station a: Bhoor subway line arcing through the central
core under Queen Street utilizing the existing edusast-to-west station under Queen Station and
continuing along the Lakeshore CN rail line easthef Don River to Pape or Greenwood Station on the
Danforth subway. This route will reduce congestmm the Bloor-Danforth subway and the Yonge
subway south of Bloor and will adequately servedtfiice towers of the downtown core. It could als®
extended further north at both east and west ends.

Queen Street Subway

The Downtown Relief Subway line has its originghe originally-proposed Queen Street Subway which
dates as far back as 1911. Queen Street subwaysd#fgnificantly from Bloor-Danforth extensions
inasmuch as it is a major project, involving massiwost, environmental changes and some
controversy as to choice of technology. (Convemtiubway, Light Rapid Transit and the GO-Urban
system have all been proposed from time to timepasopriate technologies for the Queen line). Altdio
the Queen Subway was first proposed in 1911, anchban discussed and briefly studied periodicilly,
has never been subject to detailed design or ev@udart of the line was built at Yonge Streefl§#it4

in conjunction with construction of the Yonge Sulpw@he incomplete east to west station structure
remains in existence today.

Unfinished Queen Street Subway tunnel at Yonge Ste¢

22



In 1911, the Department of Railways and BridgethefCity of Toronto Engineers office produced anpla
for "Rapid Transit Subways" which included a prago®r a Queen Street Subway. In 1944 the TTC
produced its plan "Rapid Transit for Toronto" eadlifor a full Yonge subway and a Queen Street &taee
subway. These plans were approved by the Boardoofr@ and by the electorate in a referendum on
January 1, 1946. The Yonge subway had priority dathiled engineering design was followed by
construction with completion in 1954.

At this time, subway financing was regarded asctyria TTC responsibility using surplus funds
generated during World War I, limited debentursuess and the fare box. The increasing cost ofitrans
operation and decreasing patronage as automolgtes e available placed transit financing in aaliffi
position, limiting the funds available for subwagnstruction. When the City of Toronto became pért o
Metropolitan Toronto, the TTC's responsibilitieparded accordingly and after considerable studfirtste
east-west subway was built on Bloor-Danforth. Blbanforth was also a precedent setting subway,
imitating a cost sharing formula between Metro #re TTC. A modest Provincial cost contribution was
also received under the Highway Improvement Act.

The decision to build the first east-west subwanglBloor-Danforth may appear to have doomed
any hope of a Queen Street subway, the two streeitsg only one and a quarter miles (2 km)
apart. However, in January 1960, the Metropolitarofito Planning Board issued the "Draft Officiah®l

of the Metropolitan Toronto Planning Area" propasim Queen subway from Sunnyside to Greenwood
and a northern extension along Greenwood to O'Commive, connecting with the Bloor-Danforth
subway at Greenwood or Donlands Station. In 196€ Mice-Chairman Walton, resolved that the
Commission reconsider placing the Queen streetavice underground between Sherbourne and
McCaul Streets. That same year the City CommissiémePublic Works discussed a joint grade
separated facility parallel to or under Queen $tiaestreetcars and vehicular traffic. This lead t
guestions on whether a Queen Street facility oNibeeh Yonge Subway Extension should have priority;
a decision was made in favour of the latter.

At the end of 1964, the Metropolitan Toronto PlampiBoard produced a major report on the
"Metropolitan Toronto Transportation Plan" detaglithe findings of several studies based on question
raised by the 1959 "Draft Official Plan for Metrdigein Toronto." The section dealing with the Queen
subway was concerned with the diversions of passenigom the then under utilized Danforth subway;
estimates were made that as many as 45% of passevest of Greenwood Station would be divertechéo t
Queen subway. Volumes on the Queen subway woudakeeed 20,000 passengers per peak hour direction
between Danforth and University, but estimatesttier sections north of Danforth and west of Uniugrsi
were very low.

The report concluded that the Queen Street stisesb@uld be placed in an underground tramway. &Vhil
the projected transit volumes in the Queen corr@aid be handled by surface transit, serious tioge
would result in slow speeds making it desirablprtavide an improved transit service. It was suggksghat

the most suitable facility would be an improvedriréine on its own right-of-way, underground between
Spadina and Jarvis and on the surface betweenr@padd the Humber Loop, and between Jarvis and
Broadview or Pape.

Such a facility already exists for the two-mile KB1) from Roncesvalles to the Humber Loop. The
sections from Roncesvalles to Spadina (4 km) ana darvis to Broadview or Pape (3 km) run througiasin
which extensive redevelopment can be anticipated,itawould be possible to provide for a trangjhtiof-
way in the course of such redevelopment. In faclyipion of an improved transit service might vl useful

in stimulating desirable redevelopment. The tuthedugh downtown would be a little over a mileéngjth,
and provision has already been made for such altunder the Yonge and University subways.
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The suggested transit facility would be similathe 'subway-surface street car' to be found inddoahd

Cleveland and in some European cities. Such atfawsibuld probably achieve a travelling speed of1
miles per hour (19 — 22 km/h), and in its centegdt®n it might carry up to 12,000 passengersemtain

peak hour in each direction. Conceivably it migatcbntinued in two branches as a normal stredinear
beyond the proposed terminal points.

The Metropolitan Toronto and Region Transportamdy (MTARTS) conducted in the mid-sixties made
a brief examination of the Queen subway, suggestiagthe need for it was unclear at that time thiadl it
should be reviewed at a later time. In 1966, th€ Bpproved a $30,000 study of a "Transit Facilityhie
Downtownlsection of Queen Street" which was carried ouhleyRTC's Subway Construction Branch and
released on June 4, 1968. The report discussedvantDon Street Car Subway from Spadina to
Sherbourne Street at an estimated cost of $37omillRecommendations from the General Manager,
subsequently modified by the Commission were thatstreet car tunnel alone would be unlikely to be
adequate for future needs. It was suggested that asubway would be needed eventually and that any
facility should be designed and built to accommedatbway trains although initial operation withestr
cars was not precluded.

The study then examined four alternate alignmentsaf Queen Street Rapid Transit Subway from
Donlands Station on the Bloor-Danforth subway te Roncesvalles area. An alignment south of
Queen Street was deemed unfeasible due to excéssgidéng underpinning or demolition and traffic
complications with feeder buses. A second alignmemectly under Queen Street could be
either tunneled or cut and cover construction. &milditions did not favour tunneling and cut andero
would cause extensive disruption of traffic withrtmaular difficulties in maintaining the street car
operation. A cut and cover subway under a widenaee® Street would avoid the latter difficultiest thu
appeared uncertain then and certainly would be rmoneow to contemplate such a major redevelopment
project involving extensive building acquisitiondademolition. The fourth alignment, parallel to @oe
Street at the rear of properties on the North Sfdbe street, appeared preferable but wouldistilve the
"acquisition and demoalition of a considerable nundféouildings".

The estimated cost of the 8 mile (13 km) subway $Hs0 to $200 million. The report concluded that
consideration should be given to a more detailedysof the Queen subway and the Commission approved
transmittal to the Metropolitan Corporation.

One outcome of this report was the decision to @aegland in Etobicoke for a subway storage
yard west of the Islington station.

In March 1968 the Metropolitan Toronto Planning Bb&sued a "Report on Rapid Transit Priorities in
Metropolitan Toronto." Several alternatives for Peeen Street subway were examined.

1. A Queen Street subway following Queen Street floentHumber River to Victoria Park Avenue.
2. From an eastern terminal at Greenwood and O'Cosmath to Queen Street, west on Queen to
Dufferin, then north-west along the Weston Roalivesi corridor to a western terminal at about

Islington Avenue.

3. As 2. but at Weston Road and Eglinton turning destvalong the Richview Side Road to Martin
Grove Road.

4. A shortened version of 2. from Greenwood and Dainfiar Weston Road and Eglinton.
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Table 1
1980 Estimated Subway System Ridership A.M. Peaio&€0700-0900)

System Maximum Passenger Loads on: Proposed
Yonge-University Bloor-Danforth Extension
53,800 29,600

Base System

(Yonge-University & Bloor)

. 38,000

Base System with double

parking costs 68,100

Base System plus

Spadina Line 45,900 28,900 18,600

Base System plus

Queen (1) 41,500 27,200 16,700

Base System plus

Queen (2) 36,500 23,800 23,400

Base System plus

Queen (4) 36,500 23,800 23,400

The analytic techniques used in the 1968 repodbtain these riding estimates appear to underdstima
ridership substantially and the figures should dfe@e be used only for comparative purposes. For
example the 1980 estimates for Bloor-Danforth &@Q@0 yet ridership is well over 30,000 in 1973.

The Base System is Bloor-Danforth from IslingtoWarden and Yonge-University from Sheppard to St.
George.

Estimated patronage on these proposed scheme$@mhduing changes to existing lines are shown in
Table 1. These ridership estimates indicate tlheen Subway would reduce the maximum load on the
Yonge-University-Spadina line by 23 to 32% and dnoBDanforth by 8 to 20% plus the respective
reductions of 15% and 2% estimated to result from $padina line. A more restrictive parking policy
(which now appears more likely to occur than it olidL968), would substantially increase riding be t
Yonge-University and Bloor-Danforth subways.

This 1968 report states that the Queen subway wédeston Road and Eglinton and between
O'Connor Drive and Danforth would not generate ghquatronage to justify their construction. In fabe
above figures show that the maximum passenger loadthe shortened Queen alignment (4) are
identical to those of the longer alignment (2). Taport estimates that scheme (1) will divert 5,088k
period trips from the automabile to transit whil) 6r (4) will divert 2,400. It estimates the co$scheme
(1) at $180 million, (2) at $235 million and (3) $t63 million.

The report concluded that a rapid transit facilibtythe Queen Street corridor would eventually be
needed and that qualifying footnotes in the 1966@rdfmlitan Plan should be removed. It recommended
that additional study be given as to the prioritedher the Spadina or Queen line but indicated
(as in fact happened), that other factors may tlicthat the Spadina line be built first. It also

recommends that a detailed study be made of therQaweet Subway.
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As already discussed, the TTC issued a major ptgnmport in February 1969 "A Concept for Integilate
Rapid Transit and Commuter Rail Systems in MetribgiolToronto.” This conceptual plan stated that the
Queen Street subway is considered vital throughdtwentown area to provide east-west access to the
redeveloping core area, cope with the anticipatmahds of the proposed Metro Centre development,
and relieve the Bloor-Danforth line and the Yongeel immediately north and south of Bloor
Street. This would provide spare capacity on thenfbdah subway to accommodate the
anticipated passenger growth when the intermediedpid transit line is built into
Scarborough from the eastern terminus of the Blamnforth. The conceptual plan recommended
that the Queen line should be extended north frooml@ahds and Danforth to serve the high
density residential and commercial developmentd orncliffe Park and Flemingdon Park. This
extension would counteract the low volumes predidig the 1968 Priorities report on such a
northern extension from the Danforth to O'Connoiv®rby not only serving a much greater
population, but also by serving employment oppaties and intercepting the high volume bus
service on Don Mills Road and Eglinton East. Initidd, the terminal station of this northern
extension would be ideal for interchange with pbksicommuter rail service and the proposed
east-west Eglinton Rapid Transit. To the west thee€h subway was shown terminating in the
vicinity of Roncesvalles Avenue with a possibleaendion to the Humber River or even further.

The GO-Urban concept suggested by the Provinciae@onent in November 1972, shows a line running
from Eglinton East and Kennedy down the Don Vatl@ynion Station then west and northwest along the
railway to Dundas West and Bloor. This line wouttve much of the area that the proposed Queen gubwa
would serve, and as such might be a logical subsstior the Queen subway. However, the revised TTC
conceptual plan suggests that long term volumebh®®ueen subway would exceed the carrying capacity
of the GO Urban system. The TTC thus maintains thatQueen subway will be needed in the
future and recently authorized the TTC staff toppre more detailed reports on the Queen subway for
further consideration.

In 1974, a Transportation Plan Review stated tHali-acale subway proposed for Queen Street whsict
yet warranted .

However, since then, we have seen the construcfiomany new office towers in downtown Toronto and
the Queen Street streetcar is heavily congested.lifle was revived as the Downtown Relief Line,
though located further south at Union Stationhi@ Network 2011’ plan in 1986. The TTC is serigusl|
considering this line for construction after 202@dat should be constructed to alleviate the heavy
crowding on the downtown sections of the Bloor afwohge subways and to alleviate downtown
streetcars. Further study now being carried ouhkyTTC will determine the best route, whether thet
along Queen Street, King Street or to Union Statind how far north the route will stretch at bdth i
western and eastern ends. It is recommended bypldusthat the original route along Queen Street in
downtown be used to alleviate crowded streetcadlstamproperly serve downtown office towers and the
Eaton Centre.

Overview of the Queen Street Route (1944)

Plans and estimates of cost have been made covéniograck subway and open cut sections
along Queen Street to be operated for a numbereafsyas a trunk line for street car routes
extending east, northeast, west and northwest leytsnportals. The open cut sections will be
west of University Avenue and east of Church Strieethe rear of the Queen Street frontage,
connected by a subway under Queen Street betwegerlity Avenue and Church Street.
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These open cut sections will extend through deptedivalue areas where there will be a
pronounced economy in acquiring a private rightagfy a short distance north of Queen Street.
The general features of the project conform to ¢hdsscribed above for the subway on Yonge
Street, the principal variation being the adoptidrelevated construction across the Don River.

It is estimated that the maximum traffic on the Quétreet route, about 9,000 passengers per hour,
could be carried with a combination of single camsl two-car trains operating on a headway of
about 60 seconds, at speeds of about 15 m.p.h.k(@4) including stops. Capacity of this
route, operated with trolley cars, will provide fsubstantial future increases in traffic with but
little sacrifice in speed. The Queen Street rotiterefore, initially at least is being planned $treet

car operation.

An extension will be built on the west, partly imsvay and partly in open cut, extending
through Trinity Park to a connection with exististyeet car tracks on Dundas Street, a short
distance east of Crawford Street. A similar extensvill be made on the east along a right-of-way
to be acquired adjacent to and just west of thead#&n National Railway to a connection with
existing street car tracks at This arrangement vafult in benefit to every section of the east
and west ends of the city.

In the east, for example, will be routed not onlye@n Street and Kingston Road cars. Special
new direct routes from the Danforth districts, byieh car riders can reach the downtown

section, will be established instead of the presgasstown and transfer connections. Similarly, in
the west end, in addition to Queen cars and Durndas, other special new routes from the

Dovercourt area, High Park and Runnymede distmglisuse the rapid transit line to get the greatest
possible benefit of the new facilities. The gradad alignments of both of these extensions wilsbeh

as to permit subsequent rapid transit extensiooegaQueen Street beyond the ends of the initial
structures. The total length of route between tbanection to the Dundas Street tracks near
Crawford Street to a connection to the tracks atr&e Street and Carlaw Avenue is 4.5 miles (7
km). Subway structures are planned with sufficieaitical clearance to permit operation of cars

using overhead trolleys. Lateral clearances wiltrpi operation of 10-foot (3 metre) wide cars,

if eventually required. Construction of stationsO5f@et (175 metres) long, of which 300 feet (100
metres) will be finished and utilized initially, edvocated. Stations are planned at the following
locations along Queen Street:

Trinity Park
Bathurst
Spading
Grange
York

City Hall
Yonge
Church
Sherbourne
Parliament
Broadview

Terminal loops are proposed at each side of thenttwn district as follows:
One passing under Queen Street subway west of kditiveAvenue to provide for turning back extra

service between the east end and the downtownctlistnd one passing under the Queen Street subway
just west of Church Street for turning extra sexvietween the west end and the downtown distriuits T
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track layout will permit through route operationtiveen the east and west sides of the city,

and also the operation of such services from théyiog areas to the downtown district as may be

desirable from the viewpoint of efficient operatigdn additional station may be built near the Don

River providing access to the Don River Stationgassengers from both the Canadian National and
the Canadian Pacific Railways, if proved desirddyléurther studies.

The preliminary estimate of cost for this projecas follows:

SHTUCTUT . ettt e e ee e e e $11,800,00
Off-street Right-Of-Way.........ccoooeiiiiiiiiiiiieeeeeeee, 5,200,00!
FiXed EQUIPMENT ... emeeee e, 2,300,000
TOAD e $19,30m00

The plan above outlined for rapid transit on thee@u Street route is considered adequate for present
necessities and is, of course, much more economhiaalsubway construction throughout. It has been
designed so that it can be readily modified, eitimethe light of future developments or having
regard to other considerations.

For example, recent proposals of the City PlanBogrd provide for two major housing projects
immediately north of Queen Street, one on the aadtone on the west side of the city. Provision
can easily be made so that the Commission's rapitit proposals will not in any way affect these
projects to their detriment.

Downtown Relief Line Proposal (1985)

The Downtown Relief Line (also known as the DowmntoRRapid Transit/DRT) was originally one of the
three routes proposed in the Network 2011 plan fwttie Toronto Transit Commission (TTC) released in
1985. Its main purpose was to relieve the foreoastcrowding on the Yonge line, particularly at &lo
Yonge station. The Downtown Relief Line disappeafan the transit radar soon after the province
delayed approving Metropolitan Toronto's Network 2(plan. The provincial government was alarmed
over the construction cost and political supporttfie new line vanished instantly. The Current TTC
Chair has supported the construction of such g Baging it will be a necessity sometime from 2018-
2020; Metrolinx has recently said that the linaidikely to be brought forward from its projected2®
start date. The Metrolinx Chair has also referthts as the Queen line (the original proposalyl as
such it may not follow the 1985 proposed alignntenbugh Union Station, but along the original Queen
Street Subway route as recommended in this plaerie downtown offices.

Proposed stations using Queen Street alignment westrd

Queen-Yonge
Bay South
Osgoode
Lower Spadina
Bathurst South
Trinity Park
Dovercourt
Dufferin South
Lansdowne South
College West
Dundas West
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Proposed stations using Queen Street alignment eastrd

Queen-Yonge
Jarvis

Sherbourne South
Parliament

River

Gerrard

Pape

Potential further northerly extensions on both thewest and east sides

The Downtown Relief line, which would end on theo&-Danforth Subway line at both ends should
eventually be extended northward to end on the Bghimton line alos at both ends.

For an extension on the west side, the line coaltticue straight north from the Dundas West station
along Dundas Street, Old Weston Road and KeeletSivea new York Centre station on the proposed
Eglinton line at Keele Street with a station at Theaction. On the east side, the line could swerve
northeasterly with stations at O’Connor and ThaffecPlaza and then north along Don Mills Roadhe t
new Science Centre station on the proposed Eglitenat Don Mills Road, thus creating a wider
downtown loop.

Downtown Relief Subway along Queen Street Alignment
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Bloor-Danforth Subway Extensions

The Bloor-Danforth subway should be extended westwieom Kipling Station on the surface to
Sherway Gardens Shopping Centre, with a potentitiré extension into Square One Plaza in
Mississauga. This line should also be extendedveadt replacing the Scarborough Rapid Transit lioe,
link to the Sheppard Subway at the Scarborough TGemtre. The line should then continue east along
the alignment for a proposed extension of the Srarlgh RT to Malvern on Sheppard Avenue east of
Markham Road and then continue northeasterly akingh Avenue to the Toronto Zoo, thus providing
subway access to the zoo for the first time..

Scarborough Councillor Michael Thompson and othestrlSorough-area city councillors are currently
campaigning to replace the Scarborough Wiih a tunnelled extension of the Bloor-Danfortibway,
arguing they could gain more ridership than theopsed Spadina linextension to York UniversityThe
Scarborough RT technology, promoted by the Davige@unent as part of the GO-Urban transit plan in
the early 1970’s, is now reaching the end of fessdind needs to be replaced. Its replacement wdiheat
eastern extension of the Bloor-Danforth Subway meithove the current need for passengers to chdange a
Kennedy and will help to provide a subway loop caf®orough connecting to the Scarborough Town
Centre. These two extensions of the Bloor-Danf@&tlbway should be constructed soon. With these
extensions, all of the major shopping centres actbs City of Toronto will be connected by subway
(Sherway Gardens, Yorkdale Plaza, Eaton Centreb&aaugh Town Centre).

Danforth Subway Eastern Extension from Kennedy tolie Toronto Zoo replacing Scarborough R.T.

Bloor Subway Western Extension from Kipling to
Sherway Gardens and into Mississauga
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Eglinton Subway

Growth in mid-town Toronto and the heavily used owencial development along Eglinton Avenue
warrants an east-west subway along Eglinton Aveifibés route can follow the vacant corridor across
Etobicoke and existing Belt Line corridor park ientral Toronto from Pearson International Airpart t
Yonge and Davisville. It can continue east undeinign Avenue to the Kennedy station on the Bloor-
Danforth subway line, serving industrial and contradrareas.

Eglinton West Subway (1985)

The Eglinton West subway was a proposed east-wibsiay/line in Torontg Canadalt was to start from
the existing Eglinton Wedtation on the Toronto Transit Commisssolonge-University-Spadinine.
Work began in 1994, but was halted in 1995 whemthely-elected Government of Ontaioder Mike
Harris cancelled the project. The excavation under EgfindVest intended to be Allen Station was
subsequently filled in.

Eglinton Subway (western half)

The initial Network 2011 report stated that thepgmeed rapid transit line would be a busway, andanot
subway. The busway would be the most cost-effedliarnative since Eglinton West corridor sitshe t
vacant_Richview Expresswayporridor, though in the future it could be expahde a subway if ridership
warranted.

Though the former cities of Etobicoke and York sgly supported the concept of an Eglinton Rapid
Transit line, as did the Region of Peel, they wameatisfied with the prospect of a busway. Thers wa
some political jealousy over the fact that Northriftvad successfully made the Sheppard Subsvay
priority (though practically, Sheppard Avenue didt thave available right-of-way for a busway), and
Etobicoke and York argued that their transportati@eds had similar importance. On Metro Council,
Etobicoke and York formed an alliance that argued the Eglinton rapid transit line be built asiaway
from the start. In 1994, when then Premier Bob Bgreed to support the subway projects, they ddcide
to spread the funding throughout Metro Toronto ppemase residents of both sides, which would have
resulted in two truncated subway lines instead single complete line. Completion of the Eglinton
Subway will mean that St. Clair Avenue West willisgxin between two paralle full-scale subways —
Bloor-Danforth and Eglinton. This will drain pasgens away from the St. Clair streetcar towardséo t
two subways, meaning that the dedicated streeight-of-way on St. Clair, which is causing loss of
business on that street could be removed, oncédliveton Subway is operational.
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The Eglinton West subway is no longer a prioritytiof TTC. Its expansion priorities are instead the
extension of the Spadina subway to York Universityl Steeles Avenu¢he replacement of the aging
Scarborough RBystem, the extension of the Sheppard subiwajictoria Park Avenue and Scarborough
City Centre, and improvements to major bus ancestee routes to create a network of "surface rapid
transit" routes (including on Eglinton Avenue).

Proposed stations

Eglinton WestAllen
Dufferin North

Caledonia Station / GO Station
Keele North / Trethewey
York Centre

Jane North

Scarlett

Royal York North
Islington North

Kipling North

Martin Grove
Attwell-Skyway
Carlingview

Renforth

The cancelled Eglinton West subway would only hiaeen built as far as York Centre Station.
Allen Station
Also known as Lower Eglinton West, this station weady a partial tunnel that was filled in shortlffes

the line's cancellation. It would have been linkedEglinton Weststation on the Yonge-University-
Spadindine and the terminus of thAdlen Expressway.

Future

The TTC'srecent proposed expansion placludes a light rail transit (LRT or streetcand across
Eglinton called theEglinton Crosstown LRT This line would be built underground between
approximately Keele Street and Laird Drive, whichwhd effectively create an Eglinton West
"subway", but would use LRT vehicles rather thae #ubway trains. A leaked copy of a
Metrolinx report in 2008 indicated the organization may wishevive the Eglinton subway line
as opposed to the light rail option; however, imiAR009, the province and the city agreed on
funding to build this as an LRT line. Since theeliis to be built underground between Keele
Street and Laird Drive, this should be done asllastibway. The cost of tunnelling will be the
same for a subway as it would be for an undergouRd. Eglinton Avnue is a major
commercial strip experiencing heavy traffic congest therefore full subway capacity will
eventually be needed. The line should be built &dlainderground Eglinton Subway running
from Pearson Airport east to meet the Bloor-Damfdiie at Kennedy Station (the same route
and length as the Eglinton-Crosstown LRT). It cam on the surface through the vacant
Eglinton Transportation Corridor across Etobicokeléne Street and then proceed underground
to Kennedy Station. For the first time, this willopide subway access to Pearson International
Airport.
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Eglinton Subway Eastern Extension Proposed stations

Eglinton WestAllen
Old Forest Hill

Avenue
Eglinton-Yonge
Mount Pleasant
Bayview South
Laird

Leslie South
Science Centre
Swift

Eglinton Square
Golden Mile
Kennedy

Eglinton Subway (eastern half)

On September 4, 2008, then Mayor David Miller defsh his proposed Transit City light-rail network,
responding toward that a draft transportation fitam the provincial agency Metrolinx would rewrttés
scheme and call for a more expensive and higheaocigpsubway-like rail line underneath Eglinton
Avenue.

Metrolinx - whose board was then made up of Mr.lé&diand other Toronto-area local politicians was at
loggerheads with the TTC over his plan to set mptwork of larger, more modern streetcars in deéita
lanes, with a partly tunnelled line serving Eglmtéccording to an unreleased draft of Metrolir&b-
billion, 25-year transportation plan, the agencyswasisting on instead building a higher-capacity
subway or a buried version of the Scarborough R& &long Eglinton, something TTC officials say was
unwarranted by ridership projections and could astmuch as $10-billion, instead of the current
Eglinton project's price tag of $2.2-billion. Hovey they failed to take into account the growth in
development and ridership over the years which dvoedjuire higher capacity transit.

The Eglinton line is among the proposals in a awnitial draft transportation plan calling for $58ibn
worth of public transit and highway expansion ie fhoronto area over 25 years. The draft plan gays i
will boost public transit use and reduce the anamadunt of transportation greenhouse gases enuéed
person to 1.83 tonnes from 2.47 tonnes. But, sthegpopulation will increase, overall greenhousg-ga
emissions from transportation will still rise. Tdeaft plan also calls for 4,600 kilometres of newes of
road, for the expansion of Highway 407 east toi@gon and, in the draft version seen by The Globe,
unspecified expansions of the 410, 404 and 427.
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The draft was to be discussed by the Metrolinx thaara private session later this week. Anotheftdra
version was to be released later this month fotip@onsultations, with a final version submittedthe
provincial government later this year.

What's in Metrolinx's $55-billion proposal:

A draft version - subject to change - of Metrols$55-billion, 25-year Toronto-area transportasm
includes:

More trains: GO Train riders in Hamilton, Mississauga, BramptBichmond Hill and Oshawa would
see all-day, two-way service to Union Station evEsyminutes. An express train would also run evéry
minutes from Union Station to Pearson Airport. RegO Transit commuter-rail service expansions or
improvements include routes to Niagara, Kitchenettéloo, Bowmanville and Aurora.

More subways: A subway, or subway-like line would replace currptans for a cheaper light-rail line
on Eglinton. A new "downtown core" subway line centing to the Bloor-Danforth line would run east-
west along King or Queen streets.

More light-rail, more buses: A modified version of the TTC's plans would see evodlow-floor
streetcars in dedicated lanes along Finch, Shepjané and Don Mills Road and along the
waterfront. Local rapid-transit bus or light-radrsices would be built along key routes in Hamilomd
Halton, Peel, York and Durham Regions.

More roads: While the draft plan lacks specifics, it calls fatrleast 4,600 kilometres of new lanes of
road, including the extension of Highway 407 eastlarington, as well as extensions to the 404,a8Y
410. It also calls for continued expansion of thevce's high-occupancy-vehicle lane network.

Suicide Prevention Barriers and Station-Skipping

Periodic suicides on station platforms can delapgit. These tend to be committed at the end of the
station platform towards the train as it is entgrithe station. 10-metre Plexiglas barriers showd b
installed on station platforms, along with doorsetiminate this problem. Station-skipping duringsh
hours with certain trains stopping at certain etaias a rush hour express service should be eetptoy
increase subway ridership.
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GO TRANSIT

GO trains should run every 15 minutes all day veithintegrated fare with the TTC. A new east-west
crosstown GO train service should run along thed@lHine parallel to Dupont Street from Etobicake
Markham utilizing the Summerhill Station to redudeion Station crowding. It should have Stations at
The Junction, Summerhill, Don Mills, Agincourt akthrkham.

The following extension to the GO Transit systenthia Toronto area is recommended:

Crosstown GO service from Etobicoke to Markham
SMART CARD TECHNOLOGY
Smart cards have the ability to increase riderstig, more importantly, speed. The average travel
speeds are improved because customers can justcal to the farebox instead of inserting cashis T
reduces the average dwell time, or the amountroé ta bus is stopped picking up passengers. It is
efficient and can be used to integrate all TTC Gfares.
TROLLEYBUSES
The existing streetcars should be phased out gsateeslow, cause congestion and cost too much to
maintain. All streetcars should be replaced witlergp-saving trolleybuses of the same capacity as

streetcars, which can maneuver around street deskalo not need tracks and can pick up and digehar
passengers from the curb rather than in the miofdilee street.

A New Modern Trolleybus which could replace a stretear
(a streetcar on wheels)
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SCARBOROUGH CENTRE TRANSPORTATION HUB

The creation of a new ‘downtown’ for Scarboroughhwionstruction of new tall condominium towers
and increased density around the Scarborough Toamr€; transportation would be improved to serve
this new community. Full subway extensions can uggperted with the financial help of the developer
investors in this project. As it is nearing the erdts life, it is proposed to replace the SRTelwith an
eastern surface extension of the Bloor-Danforttm&yhline in its place running to the current terosirat
McCowan station, with a future extension plannethsToronto Zoo at Meadowvale Road. This would
require the relocation of the subway platforms ankedy Station to the hydro corridor west of the
current station in order to provide a continuougrahent of the subway northward along the currdit S
route. It would be connected by a covered walkwayhe existing bus terminal. It is also planned to
complete the Sheppard Subway, as once propose@prdved, to Scarborough Centre station, thus
making that station into a subway junction and mgkihe Town Centre (how to be called the
Scarborough City Centre) as a transit hub. Roadsacwould continue as it is now with Highway 401,
but it is envisaged that Ellesmere Road, McCowaadrRand Progress Avenue could be rebuilt into grand
urban boulevards with landscaped medians and widiewalks. The Sheppard and Bloor-Danforth
Subways would connect at the Scarborough City @etitus completing an ‘outer loop’ of subways to
serve eastern Toronto. With an additional extensibthe Sheppard Subway west to Downsview, the
northwest and eastern suburbs of Toronto, and aéiy the Toronto Zoo, are satisfactorily connedigd
transit without having to go through downtown Tdimn

Parking in the new Scarborough City Centre wouldniseeased with the use of several new multi-storey
parking garages (up to ten storeys) located arab@dshopping plaza which would replace the current
open-air lots which would be developed. These hageadvantage of adding more parking, up to 10,000
vehicles, as they are built upward and will providdoor parking and reduce the space needed for
parking. Out-of-town commuters could park there tale the subway to other parts of Toronto. All of
Scarborough would benefit from this project withpmoved transit, new retail and employment
opportunities and a new safe community to live in.
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EXPRESSWAYS

The Province of Ontario built and maintains a systé Provincial Freeways including the QEW and the
400-series Highways. Highways 400, 401, 404, 4a94v are the Provincial Freeways within the City
of Toronto’s boundaries. The Province transferteel Toronto section of the QEW (now part of the
Gardiner Expressway) and Highways 2A and 27 (nowartarial road) to the City of Toronto in 1997.

Toronto built the Gardiner Expressway east to keSlireet, the Don Valley Parkway north to Highway
401 and the Allen Expressway (originally the SpadiExpressway) only as far south as Lawrence
Avenue between 1954 and 1971. Plans were drawo eptend the Allen Expressway to Bloor Street,
extend the Gardiner Expressway east into Scarbbrand extend Highway 400 south to the Gardiner.

These plans were abandoned as the City stoppetinguéxpressways in 1971 when further construction
of the Allen Expressway was cancelled due to ptstEs neighbourhood preservation. The Allen was,
however, later extended as an arterial road fromréace Avenue to Eglinton Avenue, as the right-of-
way had already been prepared for it, hence theemuname of Allen Road. Cancellation of the Allen
also affected other planned GTA expressways attithhat However, without constructing less damaging
alternate expressway routes, this decision has baesidered the most devastating blow to growth and
mobility in southern Ontario. Highway 400 was exted only to just south of Eglinton Avenue, but as a
arterial road known as Black Creek Drive and thaise of the eastern Gardiner Expressway between th
Don River and Leslie Street was demolished in 2891t was under-utilized and would not be extended.

In 2000, the City of Toronto adopted the Road Gligssion Plan as part of the Official Plan. Thaport
gave a specific classification for each road inohbo as expressway, major arterial, minor arterial,
collector and local road. The Gardiner Expressw2gn Valley Parkway, Allen Road from Eglinton
Avenue to Transit Road (just north of Wilson Avehaed Highway 2A are classified as ‘expressways’
due to their important function within the City’verall transportation infrastructure inventory. s
enshrined in the City's Official Plan and the espreay status of these roads must be maintained.

Due to forty years of growing traffic congestiorddoss of productivity, the City of Toronto stileads to
build two new additional expressway routes — onthénorthwest and one to the east. The futurbef t
elevated section of the Gardiner Expressway alsoléo be settled once and for all. New expressways
could be built utilizing private financing or boigsue. Expressways along these two new routes teuld
built entirely within existing corridors to elimite the need for disruptive expropriation and, like
subways, tunnelling should be employed. It is rememded that a northwest expressway be tunnelled
under an existing rail corridor, and an easternresgway be built along the middle of a wide hydro
corridor, plus some improvements should be madisiing routes.

The following extensions to Toronto’s expresswastes are recommended:

Allen Expressway upgrade
Highway 400 Extension
Gatineau Hydro Corridor Expressway (Highway 448)

Allen Expressway

Construction of the Allen Expressway was canceltedune 1971 and today, known as Allen Road, it
abruptly terminates at Eglinton Avenue. Completirthe Allen Expressway into downtown Toronto as
originally planned is not recommended. This rosgtéoo central and would cut through Forest Hilg th
Cedarvale Ravine and the Annex. It would also cdampath the Spadina Subway. However, operational
upgrades should be made to the Allen to improvess;egress and traffic flow on the expressway.
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Existing Situation

The Allen Road has six through lanes from norttSbeppard Avenue to Lawrence Avenue and four
lanes from Lawrence Avenue to Eglinton Avenue. tBad Yorkdale, it has an additional two outer lane
next to the retaining walls as entrance/exit lamkiEh turn into the ramps to and from Lawrence Awen
Due to its short length, the Allen gets very cotngeésouthbound at Lawrence and Eglinton Avenues. Th
City of Toronto wishes to revitalize the LawrencheA area, looking at some changes to the AllendRoa

Proposal

It is proposed to keep the Allen Road at its curtength (Eglinton Avenue to Dufferin Street nodh
Sheppard Avenue) and nextend it southward as this would be handled leypitoposed Highway 400
Extension further west. However, the following cgge@nal improvements to the Allen should be made.

The expressway should be widened from four to aie$ between Eglinton and Lawrence Avenues. At
the expressway’s southern terminus, the T-juncibEglinton Avenue should be replaced by a double-
lane roundabout around Eglinton West Subway Stathars eliminating the current backlog of traffic o
southbound Allen.

At Lawrence Avenue, the on and off ramps shouldwidened to two lanes each and a new traffic
roundabout should be implemented at the tops ofdh®s with the construction of a second Lawrence
Avenue bridge to provide for the roundabout at tiogeth side of Lawrence West station. This will
eliminate backlog traffic getting on and off thepeassway at Lawrence Avenue.

The current six through expressway lanes northasfrence Avenue as currently configured should be
retained and grass slopes built with planted togeboth sides to replace the current retainingsvdlhe
two outer approach lanes and on and off ramps dhmirelocated further out to the top of the nexpas
where they can serve as local access service foatlsee Allen. These new service roads would be-two
lanes each and would come off and on the Allengasth of Ranee Avenue (near Yorkdale). They would
intersect with Flemington Road on either side @& tridge over the Allen and proceed south to the
Lawrence Avenue roundabout, improving traffic floand making the intersection more ‘pedestrian-
friendly’ and safer. This would eliminate the rasgngestion and provide opportunities for beautiftca
alongside the expressway as well. The service readdd have bicycle paths running beside them. They
would also be shrouded in trees and have linedspard parkettes built alongside them, creatingeary
corridor, while maintaining the essential freewagdtion of the Allen.

For minimal extra cost, the bridges over the AlrFlemington Road and Lawrence Avenue could be
widened to allow for linear parkettes and bicychil$ added to them alongside the streets, thuainge
green corridors crossing the expressway. New peaediridges can also be built over the Allen nartfth
Flemington Road. Numerous trees could be plantetherparkettes, linear parks and new grass slopes.
The existing slopes south of Lawrence can alsohbeusled in trees. All of these trees will reduce th
CO2 emissions as well. This proposal is a win-vitnagion not only for the local community, but fibre
entire city as well, including all who use the Allas an essential artery. It creates pleasantaliysu
attractive neighbourhood connections without bemg costly and maintains the essential expressway
function of the Allen. The interchange with Highw&®1 is under Provincial MTO jurisdiction.

The current ramps to Wilson Heights Boulevard stide# maintained. North of this interchange, the
expressway becomes a signalized arterial road.ird tbundabout should be constructed to replace the
intersection with Transit Road. The official tithé the expressway which is currently W.R. Allen Rpa
should be renamed as the W.R. Allen Expresswagfteat its improved function (a return to its pré8d
title). North of Transit Road, the existing Allero&] should become part of Dufferin Street.
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Allen Expressway roundabout at Transit Road

Allen Expressway roundabout at Lawrence Avenue West

Allen Expressway roundabout at Eglinton Avenue West

ALLEN EXPRESSWAY ROUNDABOUTS PLAN
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Highway 400 Extension

Northwest Toronto still needs a complete expresswayte from Highway 401 to the Gardiner
Expressway. A Highway 400 Extension would do advegibb of handling traffic demand without the
disruption that an extension of the Allen Expresswuld have. It is recommended that a northwest
expressway be completed from Highway 401 to thedi@ar Expressway along the Black Creek Drive
route utilizing an existing industrial rail corriddhis will be away from the Central core and wimove
much of the congestion on the western Gardiner &sgway and can serve as a new route to Pearson
International Airport and to Highway 400. It candygerated as a toll road until construction is fd

Black Creek Drive, built in 1982, was an attempteémstruct the 400 Extension, but as an arteriadl ro
instead of as an expressway, due to the politadldut from the Allen Expressway cancellation irv19

Black Creek Drive, which is heavily congested, dtdaww be widened from four to six lanes and grade-
separated into a full expressway, as part of Highd@0, to its southern terminus at Weston Road) wit
full diamond-shaped interchanges at Lawrence arthtBg Avenues and a partial interchange with
Trethewey Drive. Land has been preserved for thipgse as a 45-metre right-of-way. This section
should be done in the short term to ease heawictfidw in this area. From the southern terminfishe
upgraded Black Creek Drive, the Highway 400 Extemsivould swing south-easterly alongside the
CN/CP railway lines which also carry the Georgetd® train service, in the vacant corridor on thstea
side next to the tracks to the Gardiner Expressweast of Strachan Avenue near Fort York. It can be
tunnelled under the railway lines for minimal impac

CN owns the western side of the CN/CP rail corriddrich also contains GO transit. It is also pragubs
to run an express transit line from Union StatiorPearson Airport within this side of the corrid®he
eastern side is owned by CP and is mostly vaciistploposed to run the Highway 400 Extension with
the eastern CP side of the corridor. It can bemandrenched route within industrial areas, buughbe

in a bored tunnel where it passes residential aseels as Liberty Village. A linear park with a bity
trail can be built on top. The extension would amnt on a south-easterly angle with simple singtes|
off-ramps near St. Clair Avenue West, Dundas SWéest and Queen Street West. The extension would
connect to the Gardiner Expressway west of FortkYand could eventually tie into the proposed
Toronto Waterfront Viaduct, which could replace thésting elevated Gardiner Expressway through the
core above the Lakeshore rail corridor. Most of thoute alongside the railway lines is flanked by
industry, but with some intensifying residentiahmounities, where tunnelling is required. This rowit
help to strengthen these industries and proviaeite ifor their trucks, keeping them off local steee

The Highway 400 Extension to the Gardiner Expregswambined with the existing Highway 409 and
Eglinton Avenue across Etobicoke, will provide avmauch-needed access route to Pearson International
Airport and for northbound cottage country trafftom Central Toronto, thus relieving traffic and
providing an alternate route to and from the airp®his will also serve as an important truckingiteo
serving northwest industrial areas and could rent@ay trucks and through traffic from local steeet

Construction Proposed and Considered

@ The Provincial Section from Jane Street tol&sale Park.

As outlined in the 1965 functional planning repint the construction and seen in a map contained in
this report, this 4 km section is designed for gigegf 100 km/h. This speed which is lower thanithe
km/h speed recommended for urban expressways irl9B8 Draft Official Plan was established in

recognition of the winding character of the munatipection. Ramp speeds were as follows: 3 lanpsam
— 80 km/h, 2 lane ramps — 60 km/h, 1 lane ramp k.
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A total of six 4-metre (12 foot) lanes, three ickedirection, would carry 1,400 vehicles per lapehpur at
the design speed. Additional lanes would be pralifde weaving and merging.

Traffic volumes for purpose of design were obtairiein the former Metropolitan Toronto Planning
Department and based on p.m. peak hour movemepts 2000 vehicles per lane per hour can be chrrie
by freeways under congested conditions, howevsuet high volumes the flow has a tendency to break
down, leading to lower flows and stop-start comahisi, with considerable back-ups of traffic.

A 9-metre (28-foot) median containing drainage godrd rail would separate the north and southidraff

while 3-metre (8'6") paved shoulders with curb @uérd rail would stretch along each side. The eross
sectional width is 40 metres (130 feet) total vatiditional width required in curving sections. High

mast illumination is recommended for the extension.

Construction would require the addition of one tigio traffic lane in each direction on Black Creek

Drive, widening the road to six lanes. All trafiignals would be removed and bridges, overpassis an
ramps would be constructed. The bridge over thelBtareek south of Lawrence Avenue would have to
be twinned. The use of diamond interchanges mirsiiand required.

Jane Street Interchange
This interchange is completed and would remait iaresently constructed.
Lawrence Avenue Interchange

A Parclo-A type design was recommended for its Bapeperating characteristics and is complimentary
the turning movements provided at the Jane Strettrdhange. The location of the Black Creek
channelization necessitates two crossings withenirtterchange lands one on Lawrence Avenue (pfgsent
provided) and the other south of Lawrence Avenueabtess to the Highway 400 Extension northbound is
provided from Lawrence Avenue eastbound as thifictrean reach the extension by proceeding north on
Jane Street to the interchange there. Sufficiemt ia set aside for these ramps at the interseofi@iack
Creek Drive and Lawrence Avenue.

Trethewey Drive and Eglinton Avenue Interchange

Trethewey Drive would have a partial interchangihwamps only to the north and Eglinton Avenue doul
have a full two lane diamond interchange ramp serto the expressway. Structures are proposeditp ca
these arteries over the expressway lanes. The BIaekk reconstruction would be enclosed under
Trethewey Drive, while at Eglinton bridging overetlopen channel is proposed. Present connections at
Bertal Road, and Greenbrook Drive to Trethewey Brwould require relocation due to a more
southerly alignment of this artery. Keelesdale Briwvould be straightened to become the western
service lane while Industry Street would intersedth Keelesdale Drive. Access to industrial
lands north of Eglinton would be via the Trethewaynp to Bertal Road and Trethewey Drive itself.
The Ministry of Transportation (MTO) still owns arbe tract of land on the east side of Black Creek
Drive between south of Lawrence Avenue and Eglifhwenue which is meant to be used for the
Highway 400 Extension, so the widening and buildfignterchanges is not a difficulty.

Highway 403 Extension Interchange
While the future of the proposed Highway 403 Extenshas not been determined, the 1965 functional

planning report did include a design for its cotioecto the Highway 400 Extension. The location, in
Keelesdale Park immediately south of Eglinton Aveenuiould provide expressway service between the 6-
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lane Highway 403 Extension running west only and @8 north/south lanes of the Highway 400
Extension. The transfer from Provincial to munitipaisdiction of the extension occurs just soufithas
interchange. In the design of the interchangef isghe consideration was given to the "clean dfidient”
operation of the expressway turning movements. i flirectional "Y" was recommended, favouring the
greater magnitude of traffic expected between tighnwviay 403 Extension and the extension south than t
extension north. The flood control reconstructidthe Black Creek is enclosed in a tunnel struciurine
southern area of Keelesdale Park where it passeésr uhe ramps and expressway lanes to continue its
flow westward to Weston Road. Consideration ofdhsthetic impact of this interchange together thieh
visibility of the user has resulted in the positranof the Extension at grade level with the 2 lapngh
and 3 lane south Highway 403 Extension connect@mns two tiered structure above. Industrial lands
between the railway tracks and the Extension soulylinton would be acquired with the Highway 403
Extension proposal, thus deleting the need for éssidle Road. Should the Highway 403 Extension
plans not proceed, the present location of thid wauld probably remain. The playing fields in Keslale
Park would be required for the interchange, butdbsign allows for the retention of the arena and
York Community Centre..

Due to the construction of retail stores on thetlsoast corner of Black Creek Drive and Eglinton
Avenue, a Highway 400 Extension/Highway 403 ExtengjAirport Link) would have to be located to
the east of the current Black Creek Drive alignmdriiis would mean a slight realignment of the
extension to the east in the vicinity of Eglintorveliue, which must not impact on the new York
Community Centre to be constructed on the southmmaser. This realignment would not be required if
the Highway 403 Extension is not constructed.

(b) Alternatives Considered for the Municipal $eat
- Keelesdale Park south to the Gardiner Expressway

Some of the basic principles on which the 1958impmeary plans for this section of the Highway 400
Extension were founded have since been consideobaiitally and economically difficult. The study of
alternative solutions together with other alignnsertas resulted in the following general
considerations for previously considered alignments

1. The location of an expressway route througitesgial areas has less impact on the adjacens land
if it is accommodated as a depressed grade fadiibyvever, such construction interferes not onlyhwi
the existing local road network requiring many ciaes, cul-de-sacs, and bridge structures but also
with the gas, water and sewer mains requiring pogfacilities in some cases where the gravity flew
interrupted. The latter is more dominant on routaselling in an east/ west direction. Recent ssdi
have included elevated structures in many locatiamséch while allowing street and service contiguit
results in substantially more environmental proldem

2. The use of Hydro Electric Power Commission righfavay while reducing the number of
residential and industrial properties affected iy alignment necessitates the burying of electebles.
However, access to these cables must still be i The preferred solution has been to
elevate the expressway on structure over theseslgndducing the same environmental results as
mentioned above.

3. The disruption of industry and rail sidings by #dgnment could be alleviated to some extent
by an elevated design which would allow industridese buildings do not impinge on the right-of-
way to remain, using the land beneath for parkiagilfties. While the environmental effects of
this solution in industrial areas might not be de€emas severe as in the residential lands, the
extent to which it would be compatible has not beetermined.
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4. The infringement of the right-of-way on a dedicapeakland such as High Park and burial grounds
such as the Military Cemetery west of Fort York imethe first example necessitated an alternatigarment
and in the second a reduction of service to avwedegal confrontation.

5. Only the diamond and Parclo type interchanges wihakically require four separate access
connections to the arterial road system have beesidered. The technical difficulties in finding a
location for these connections at the intendedyaimesome cases have led to long access routékeor
omission of the interchange altogether. More readggigns which result in one arterial/access
ramp interchange, above or below the expresswagslanould reduce land acquisition and increase
the location possibilities.

While the former City of Toronto did undertake ampiact study of 27 alternatives for the alignmenthef
Highway 400 Extension within its boundaries, coasion had been given primarily to only threehe t
Christie/Clinton, the Keele/Parkside and the AlledAlthough the former Metropolitan Toronto Plaxgn
Board has favoured the first, it did undertake Bgnanent study of both the Christie/Clinton and the
Keele/Parkside in 1968.

The Allendale Alignment

The Allendale alignment, located mostly within thé& corridor was favoured by the former City ofrdato
Planning Board. To date, only very preliminaryhtgical consideration of this 7.5 km route has been
undertaken south of Davenport Road while the portiorth of this point would assume an alignment
similar to the Christie/Clinton. From EarlscourtrlPghe total 6 lanes of the elevated expressway ove
Davenport Road/Lansdowne Avenue intersection angddvdescend to a depressed grade construction
with Lansdowne and St. Clarens Avenues continuimg either side at grade. This form of
construction would continue to the vicinity of 3&yr Street, south of Dundas Street where the akgnm
would curve southeasterly through industrial latwithe central city running adjacent to the noitte of

the CPR/CNR right-of-way. East of Strachan Avenueirgerchange with the Gardiner Expressway
was seen as a possibility.

The merging of the total 6 lanes of the proposeghitaly 403 Extension with the total 6 lanes of the
Highway 400 Extension north of Keelesdale Parkrhaslted in the recommendation of a total 10 Idaes
this portion south to the Old Weston Road intergearin addition to the 2 lane increase over than@d
proposed in 1958, an alternative location has beggested to avoid cutting through the resideatied in

the Rogers Road/Keele Street vicinity. The newnaignt would run south from Keelesdale Park adjacent
to the east side of the CPR/CNR tracks to midpainibhe present gap of Keele Street where it woeler v
easterly to follow the Hydro Electric Power Comnuss right-of-way to Old Weston Road (for reasons
previously described). This location, through indas lands along the railway and on the HEPC rigfht
way has resulted in elevating the extension orciira.

Highway 400 Extension Recommended Route

A revision to place the entire Allendale alignméortthe Highway 400 Extension within the Georgetown
CPR/CNR rail corridor on the east side of the cmmiin a depressed and tunnelled route is
recommended. This has the least environmental aghlmourhood impact and does not require
demolition of properties. It will require, howevehe relocation of some of the railway tracks ctose
together. This will open up a vacant strip along #ast side of the corridor, wide enough for the
expressway to fit in a trench. South of Queen $teeast of Strachan Avenue, it is recommended tha
the route be in a cut-and-cover tunnel as it pasesigh the Liberty Village development towards th
Gardiner Expressway. Simple stacked diamond inggrgés which with landscaping look like standard
street intersections at the surface can be provatd&d. Clair Avenue, Bloor Street, Dundas Str@eteen
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Street and King Street. Linear parkland and bicyidés can be constructed over the tunnelled secti
and the existing bicycle trail parallel to the ¢dor north of Dundas Street to St. Clair Avenueudtide
maintained and landscaped.

The Gardiner Expressway/Highway 400 Extension lotexrnge

East of Strachan Avenue and south of Wellingtoeestrthe Highway 400 Extension crosses in a tunnel
under the rail corridor and comes up on to theasefrising on to elevated structure between ForkY
and Strachan Avenue. Passing to the west of Fai, Yloenters a fully directional "Y" interchangativ
both east and west directions of the Gardiner Bgway, with ramps passing under the Gardiner and
rising up to join its lanes. At this point, theseanly vacant space under the Gardiner Expressway.
This connection has been taken into consideratiothe structural design of the presently constdicte
Gardiner facility. Two lane ramp access is planf@deach turning movement between the Gardiner
Expressway and the Highway 400 Extension. To awdithgement on the Military Burial Grounds at
Strachan Avenue a lower speed ramp has been pddfideraffic from the southbound Extension
heading west on the Gardiner. The design of thisrahange has not altered significantly since the
1958 plans of alignment prepared by the former dftlitan Toronto Planning Board. The possibility of
its construction has been part of the technicalgdesf the presently constructed Gardiner Expregswa
between Strachan Avenue and Bathurst Street, Wiaistextra wide lanes in this vicinity to accommedat
future Highway 400 Extension interchange.
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Georgetown GO rall corridor looking north near Bloor Street — mostly industrial area

Georgetown GO rall corridor looking north near Queen Street — new residential area

50



Georgetown Rail Corridor with 400 Extension in a tunnel underneath and bike path above
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Elevated Gardiner Expressway Replacement

Short-sighted city and third-party proposals ta @awn all or part of the Gardiner and replace ithva
surface boulevard are costly and impractical. Tedfow would be slowed and idling would increase o
a signalized boulevard. It would be a devastatilogvlto the city. Even if the Gardiner was removed,
numerous rail lines and towering condos would remBue to the Gardiner standing on reclaimed land
with a high water table, a tunnelled expresswathis vicinity would have to be water-tight, whicbudd

be costly and disruptive to construct.

A continuous grade-separated expressway connetin@ueen Elizabeth Way in the west to at least the
Don Valley Parkway in the east must be maintaitethe short term, it is recommended that the Egst
elevated section of the Gardiner Expressway be taiagd properly and its underside be enhanced with
beautification.

While maintaining the elevated Gardiner Expresswiti some modifications is recommended in the
short term, a permanent long-term solution to ig8se involving a total rebuild of the ageing exsteay
may be needed and this exercise could involve aamelwrelocated structure.

An option for a replacement is the Toronto Waterfrdiaduct proposal. This consists of a state-efdint
cable-stayed viaduct bridge to replace the cureéstated section of the Gardiner Expressway through
downtown Toronto. It combines an expressway fovaid vehicles, separate lanes for a light railditan
system, and panoramic viewing lanes for pedestréants bicycle use. All of this could be constructed
above the existing lake shore railway lines, inn&gque waterfront transportation corridor. It woultch

from the Gardiner Expressway at Dufferin Streetvabihe existing CN railway lines to the Don Valley
Parkway. It would also contain a similar numberaotess points as the existing elevated expressway
does now.

All four modes of transportation (driving, ridingyalking and biking) must be acknowledged for the
revitalization process of the waterfront. As menéd before, the new proposal is based on a cadjedst
viaduct running above the existing lake shore cailridor. Since this rail corridor is not going e
removed from its current location due to its majansportation role for downtown Toronto, the rigifit

way that it occupies seems to be the obvious cHoicéuture increase on transportation capacitysoil
from an architectural point of view, the choiceaotable-stayed viaduct allows the possibility digat
structure that can blend with its surroundingsseen on the rendered picture below. Later, oncedhe
viaduct is completed, the existing elevated Gardixgressway can be dismantled, and a reconfigured
Lake Shore Boulevard gets delivered to the citye Pnoposed viaduct will include 8 to 10 lanes for
private vehicles (compared to the Gardiner's ctifBdanes) with their respective safety shouldkenses

for light rail transit, and panoramic lanes foryile traffic and pedestrian enjoyment. This waywit

be able to combine all modes of transportationne oorridor, as this balanced proposal is based on:
driving, riding, walking and biking.

Construction of the Toronto Waterfront Viaduct offethe opportunity to possibly construct the
Downtown Relief Subway as a second deck along it#uet instead of under Queen Street as proposed.
This would vastly reduce the cost of building thecessary rapid transit line.

The lakeshore railway tracks east of Yonge Stneetaver an embankment that physically separates the
city from its waterfront. This embankment is alsewed as an ugly feature on the city's landscape.
Therefore, this embankment can be replaced witheal@vel modular concrete building that can house a
variety of commercial, cultural and social venud#his building will serve the waterfront's new
population growth and will also create a new tauridestination. Also, the space between the new
building and Lake Shore Boulevard will become agstdan mall for the general public.
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Improvements which can be made to the existing elated Gardiner Expressway

The new Toronto Waterfront Viaduct which can replae the elevated Gardiner Expressway
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Because the Viaduct will be crossing the city alangurban environment, the pylons supporting thek de
can have an additional functionality: habitable @osvfor residential or commercial purposes. Diffiere
kinds of uses can take place inside these strigtiike condominiums, hotels, offices, restauraets,,
right on top of the busiest transportation corritoCanada’s largest city, with immediate accesthéo
expressway, subway, commuter GO trains, and bifpetkestrian paths.

Highway 448

For many years, Toronto planned to extend the @ardExpressway east to meet Highway 401 in
Scarborough. Initially, in 1956, this route wasledlthe Kingston Road Expressway, which would have
been an upgrade of the existing Kingston Road pressway standard. It was later decided to lodate t
route alongside the main C.N. Lakeshore railwag lanning parallel to Kingston Road. The route was
known as the Scarborough Expressway. The City begauiring properties for the route in 1958.
Approval of construction was given in 1967, but doi@pposition to heavy property requirements @ th
east Beach area, the route was realigned to almnd dkeshore rail corridor in 1973. Continued local
opposition resulted in the extension being shelwed 974, however, the route remained in Toronto
official plans as a transportation corridor unt®9%. The eastern stump of the elevated Gardiner
Expressway from the Don Valley Parkway to Lesliee8t was demolished in 2001 as it would no longer
be needed for an eastern extension. However, aartopity remains for an eastern expressway link
further north along a wide hydro corridor acrosarSorough. The proposed Toronto Waterfront Viaduct
would swing north into the Don Valley Parkway leagliraffic towards this route.

There is still a great need to construct an easepnessway across southern Scarborough to bytpass
congested east Beach area and relieve the headly-Don Valley Parkway. Traffic levels on the Don
Valley Parkway south of the Don Mills Road exit aadf that of north of this exit (approximately 800
vehicles per day at the south end, 50,000 vehjpesday north of Bloor Street, rising to over 8@00
vehicles per day north of Eglinton Avenue), causiegvy congestion. The westbound Highway 401 and
southbound Don Valley Parkway to Eglinton Avenue aliso heavily congested. A revival of the original
Kingston Road Expressway is no longer possible authexpensive tunnelling, and the Scarborough
Expressway route alongside the railway tracks idonger available due to development. However, an
opportunity exists to construct a new expresswagsibly trenched and covered in the wide Gatineau
hydro corridor which runs on a northeasterly anfgten the Don Valley Parkway south of Eglinton
Avenue to past Highway 401 at Morningside Avenue.dXpropriation is required and the road can fit in
the centre of the corridor between the rows of dytdwers. This route would alleviate the Don Valley
Parkway, Highway 401, Kingston Road and other éasvest roads across the east Beach area and
Scarborough of heavy traffic. A bicycle trail hasently been built in this corridor, which will ram.

TRUCKS AND COMMERCIAL TRAFFIC

Commercial traffic is vital to Toronto’s economy cameeds to flow well. HOV lanes on existing
Provincial freeways can also be used as express famn trucks outside of peak hours. In additionck
lanes can be provided on the Toronto Waterfront\@a and on the Highway 400 Extension.

PARKING

Inexpensive multi-storey parking garages shouladrestructed at public transit hubs such as Yorkdale
Eglinton West, Yonge-Sheppard, Yonge-Eglinton, Yesjoor, Dundas West, Greenwood, Kennedy
and Scarborough Centre Stations and the propossv@i Gardens Station, to provide adequate parking
for drivers who wish to transfer on to the subwgigtem and to allow out-of-town and out-of-province
visitors to park legally in Toronto and curtail tpeoblem of illegal parking by out-of-province ders
who cannot be tracked for parking fines.

54



55



The Gatineau Hydro Corridor looking east from Pharmacy Avenue

The Gatineau Hydro Corridor looking east from Nielson Road
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TECHNOLOGIES

New technologies should be investigated and emplagamprove the efficiency and safety of subway
and road use as they make better use of existiragtructure.

Expressway Traffic Optimization (ETO) Technology
Smart, Responsible Ontario Ecodriving is a waylitnieate congestion on all expressway lanes.

ETO is an example of a practical, cost-effectivacapt. An advanced form of Intelligent Transpodati
Systems (ITS) technology, the ETO concept buildsugpccomplishments of the ITS industry, which has
evolved over 40 years into a now rapidly growingcass. Several examples already exist in the GTA an
Hamilton such as ramp metering (on the eastbound/ @EMississauga) and digital electronic overhead
variable message signs (VMS).

Pavement-embedded lights can be spaced every I@srabng lane centrelines, to signal a driver's
appropriate speed and spacing. As the driver falthe signal, spacing between vehicles is impravet
this could increase congested travel of 300 vehipkr hour per lane up to the ideal non-congediéd 2
vehicles per hour per lane.

NZR Heavy Truck Technology

National Zephyr Research developed innovative, -efisttive and practical heavy truck hitch and
suspension systems that dramatically improve pibdty; safety and configuration flexibility for
operators of both large and small fleets.

Battery Electric Vehicles

Automobile pollution and depleting fuel resources iasues that are becoming more and more important
The future of the private automobile will changébtzome more environmentally sound. The addition of
catalytic converters on cars in the 1990’s redumatmobile pollution drastically. Today’s cars pod
90% less than their 1970 counterparts. Howevetehatlectric vehicles are the cars of the futuhéchv

will be environmentally-friendly and, eventuallygaomical. They will eliminate automobile pollution
completely and reduce engine noise.

The battery electric vehicle, or BEV, is a typeeatéctric vehicle that uses chemical energy stored i
rechargeable battery packs. The concept of bawtgtric vehicles is to charge batteries on board
vehicles for propulsion using the electric grid.

Induction Lighting

It is recommended that new white induction lampsl@ametre (30 feet) poles be installed on all of
Toronto's municipal expressways (Gardiner, Don &alland Allen Expressways, plus any new
expressways to be built). Existing high-mast lightsexpressways should be retained and converted to
induction lighting. Induction street lighting hascently been installed in the Town of Cobourg, @ata
Induction lamps, which have a warm white light, Wbreplace the current orange high pressure sodium
system (HPS) which contributes to light pollutiamdaising high energy costs. These new lamps would
be a significant contribution to Toronto's greearplinduction lighting lasts up to 100,000 hourkjlev
existing high pressure sodium lamps last up to @400 hours. Induction lighting significantly rexbs

CO, emissions. After initial installations on expresgw, induction lighting should be installed on all
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arterial roads, local streets and laneways in Ttordmproved lighting would reduce night-time acaitls
and night-time street crime. Results of this nehting have shown:

19 % increase in those feeling very/fairly safele/alking alone after dark
40% increase in perceptions that quality of life mproved in re-lit areas
63% increase in perceptions that the area wadlitvell

27% increase of women walking home at night feediafr.

ARTERIAL ROADS

Breaks in Toronto’s arterial road system grid, efdly in the Leaside, Beaches and Junction areast
be linked to improve mobility and provide more dirbus services. No new roads should be builtén th
Rouge Valley Park which should be preserved inatsiral state.

Streetcars in mixed traffic should be phased ouhi@scauses congestion. Streetcars should becezpla
with energy-saving trolleybuses which, unlike sicaes, can maneuver around street blockages.

The proliferation of bicycle lanes on major arteri@ads should cease. This is not safe and reduces
needed road space. Bicycle lanes should be plaoed) aninor and local roads only. An extensive
network of off-road cycle trails as proposed irstplan will reduce the need for bicycle lanes oaets

and increase cyclist safety.

A network of one-way arterial roads, particulamythe downtown area, similar to the current operati

on Richmond Street and Adelaide Street, shouldxpareled to improve downtown traffic flow. Yonge
and Bay Streets, Davenport and Dupont StreetsiaRaaht and Church Streets are good candidates for a
new one-way system.

The following extensions to Toronto’s arterial reaystem are recommended:

Dufferin Street southern extension to Lake Shore Badevard West.

Rathburn Road bridge over Etobicoke Creek into Misgssauga.

Meadowvale Road bridge over Highway 2A and north td&teeles Avenue.

Keele Street extension to Weston Road from RogersoRd.

A new bridge over CN/CP rail to connect Roncesvalg&Avenue with Old Weston Road
Direct Kingston Road to Lake Shore Boulevard conndmn west of Coxwell Avenue.
New South Park Boulevard from Broadview Avenue to Bke Shore Boulevard East.
Lawrence Avenue East connection at Bayview Avenue.

Morningside Avenue northern extension to Steeles Aanue.

Danforth Road extension to Gerrard Street East

Sheppard Avenue West extension along a hydro rightf-way to Rexdale Boulevard.
Leslie Street extension south to Overlea Boulevar@nd north to Don Mills Road.
Connection from Lawrence Avenue East to Bayly Stréen Pickering.

Sheppard Avenue West direct connection between Keebtreet and Dufferin Street.
Sheppard/Allen connection to Keele Street at Grandavine Drive.

A new road link from Islington Avenue to Weston Rod south of Highway 401.
Dufferin Street northern extension to Sheppard Avene West from Wilson Avenue.
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Road narrowings for non-traffic related reasonsag beautification should not be pursued and oh su
projects should further take place as road spaceesled for growing traffic flow. Grade-separations
such as the Six Points interchange and Bayview-eaeg interchange, should also be retained.

Level crossings with gates and warning bells stiilst on some arterial and collector roads wheeg th
cross railway lines. These can be dangerous amtupotraffic. For example, these still currentlyséxn

part of eastern Scarborough on streets crossingrmajlway lines that carry fast trains. All level
crossings on arterial and collector roads shouldeb®ved and replaced with grade-separations ssich a
overpasses and underpasses.

Roundabouts

Traffic roundabouts in municipal areas have alwlagsn extremely popular in the United Kingdom and
now they have been adopted in Portugal, Francettemdest of Europe. Their use is increasing in the
United States and have begun to make inroads iradaanA study in Burlington, Vermont says that
replacing 25 regular intersections with roundabdngsantly gets that city 20% closer to its greard®
gas emissions goal. The Region of Waterloo in Qmtarthe undisputed roundabout capital of Canada,
which built its first roundabout in 2004. By thedeaf 2007, the region had 11 roundabouts on regjiona
arteries and several others in new subdivisionsetd/Inoundabouts replaced stop signs or lightsryinju
crashes have dropped 75%. No more head-ons or @sbomm more running reds. Drivers must slow
down and pay attention. At first, as elsewhereidezds of Kitchener-Waterloo protested the notién o
roundabouts, but now neighbourhoods get upset wiheyn don'tget roundabouts. One of Waterloo’s
roundabouts handles 30,000 cars a day. Once digetrased to them, traffic flows so well that drive
get annoyed when they come to a regular signaln@&ahouts used at expressway ramp terminals is
common practice in the United Kingdom as it redutles land requirements for an interchange.
Landscaping can also be done in the centre of ahmds.

It is recommended that traffic roundabouts beafiitiintroduced at the southern terminus of thesAll
Expressway at Eglinton Avenue whereit could eneirBiglinton West Subway Station and would
eliminate the backlog of traffic waiting to get dffe Allen, on Lake Shore Boulevard at Carlaw Awenu
just east of the eastern terminus of the GardingrdSsway, on Lake Shore Boulevard at Leslie Street
on Kingston Road at St. Clair, Eglinton and Laweeoenues and as a future replacement of the Six-
Points interchange of Kipling Avenue with Bloor abdindas Streets. These could be implemented as
soon as possible to improve traffic flow and redoeecentrated pollution.

A new traffic roundabout in Toronto
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BICYCLES AND PEDESTRIANS

Bicycle transportation must be accommodated irsttfest possible way — and without impeding traffic
— by providing separate rights-of-way for bicyclenemuters and recreational cyclists. In essendara t
transportation corridor needs to be establisheche-bicycle trail. It is recommended that a contimio
100-kilometre grid of north-south and east-wesydlie and in-line skate trails be constructed toecdlie
entire Toronto area that would link up all of therent discontinuous cycle trails across Toronto one
integrated and continuous network throughout théresrcity. This grid would decrease the need for
congestion-causing bicycle lanes on busy downtowads while providing improved access to city
destinations by cyclists. These trails should beilh small street lights at night for continuaefety.

New bike lanes on roads would be provided alongdessial streets only and avoid arterial roads.
Exceptions to one-way traffic could apply to sughle lanes. The selected trail routes would meét wi
arterial roads at signalized intersections to fiatd safe crossings. Available corridors in rasirand
valleys, hydro rights-of-way and the former Eglimtand Scarborough transportation corridors could be
used to create a continuous and interconnectedttzikenetwork across the city. Bike lanes wouldyon
be approved on arterial roads if they can be addt#tbut the removal of traffic lanes, such as dligh
narrower traffic lanes to allow for 1metre (3 felije lanes to be added. A minimum of two trafaoés

in each direction must be maintained on all artedads.

No traffic lane is to be converted to a bike |laBeparate trails are preferred as they are safeselThew
bicycle routes will increase cyclist safety becatlsgy will be separated from motorized traffic ajon
some of the most beautiful green routes in ToroWte.wish to treat cyclists equally with driversaar
transportation system. Bicycles are considerededscles, the same as automobiles, according to the
Ontario Highway Traffic Act and are therefore subjéo the same traffic laws as automobiles.
Enforcement of traffic laws for cyclists on roadsishbe carried in the same manner as for drivers to
ensure safety and the reduction of driver/cycleddgstrian accidents. Drivers need to be educated to
watch out for cyclists when opening car doors itragfic and cyclists need to be educated on their
responsibilities with regards to the rules of tbad. Jogging lanes can be built alongside all téctrails

to accommodate both walkers and cyclists.

Bicycle theft is also a big issue in Toronto. Theivérsity of Toronto was experiencing a big problem
with theft of bicycles from St. George campus. Theversity adopted a "sting" operation, wherebyythe
equipped a few bicycles with hidden GPS-trackingtsurand left the bikes around the campus, as
tempting targets for would-be thieves. Apparenitly University was successful in catching a numiber o
thieves in this way. Auto-based GPS vehicle theitking systems are well established. Insurance
companies and police forces have approved of thegause they help with recovery of stolen vehicles,
and with apprehension of thieves. Auto theft iay\big and costly problem, international in scdpés

a major cause of high auto insurance premiums.mdedy to the large bicycle theft problem would have
to be done on a Province-wide basis.

The Government of Ontario should implement bicy@ensing. The Province could possibly partner
with the insurance industry, to offer a GPS theftked insurance option with bicycle licences. One
challenge with bicycles must be to make the GP&iing device secure from destruction, removal and/o
tampering by a would-be thief. In a longer-term gpexctive, educating school-age children on safe
cycling, and getting them to license their bicycl@suld help to curtail the theft problem. More rihaalf

of traffic fatalities in Toronto involved pedestn® crossing streets. The construction of the prghos
northwest and eastern expressways and arterial Inoksl will increase pedestrian safety by enticing
commuters to these new roads and removing muchhefthrough traffic from local streets. It is
recommended that the underground PATH system déwegls under downtown Toronto be expanded in
the north, west and east to provide a pedestriatusixe transportation network in the central cltyis
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also recommended that pedestrian and cycling tanmelbuilt to connect the Toronto Islands with the
mainland across the Western Gap to the Torontadskirport and across the Eastern Gap to Ward's
Island. The new extensive network of cycle tradsoas the city will also provide pedestrians witfes
off-road places to walk. All pedestrian street sings in Toronto should be equipped with ‘zebrglest
pavement markings and with both flashing lights andarning sound to allow drivers time to stoptsat t
the pedestrian can cross the street safely. Theseuarently used in Europe. Construction of bieycl
trails should be carried out over five years.

A bicycle trail system with a parallel jogging laneand its route sign
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COSTS

Project Length (Kilometres) ApproximatesE(s Billions)
Sheppard Subway Extensions 12 2
Downtown Relief Subway 19 3
Bloor-Danforth Subway Extensions 17 2
Eglinton Subway 33 4
GO Transit upgrades 20 0.1
Allen Expressway upgrades 6 0.1
Highway 400 Extension 12 2
Toronto Waterfront Viaduct 6 2
Highway 448 12 1
Arterial Road Links 26 0.5
Bicycle Trail System 100 0.1
ITS-ETO Technology - 0.2
Total Cost 17

Costs spread over 20 years equals a capital ineestof approximately $800 million per year ($1ibiti
per year with inflation). A Private Finance Initisg (PFI) or series of bond issues from a consortoi
investors and private developers can be initiabegiaty for these projects resulting in a percentdgbe
operating costs going to the investors as a reNmrtax increase will be required to fund thesgquts.
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