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HISTORICAL BACKGROUND 
 
The first draft transportation plan for the Toronto area, showing new highways and rapid transit, was 
drawn up in 1943. However, serious planning for the Toronto area took place after the creation of 
Metropolitan Toronto in 1953, resulting in a Draft Official Plan in 1959, which showed new expressways 
and subways. This was refined into a second Draft Official Plan in 1964, and finally adopted as the 
Official Plan in 1966.  
 
The 1966 Official Plan called for a balanced transportation system of roads and transit. It included 
making the arterial road system continuous by filling in missing links and the construction of a grid 
system of expressways to take through traffic off local streets. It also included new subways in the higher 
density areas, mostly in the central city, including extensions of the Yonge and Bloor-Danforth lines and 
construction of Spadina and Queen lines and lakeshore commuter rail. The expressway system included 
completion of the Spadina Expressway (renamed William R. Allen Expressway in 1969) into downtown 
Toronto, an extension of the Frederick G. Gardiner Expressway through the east end of the City and 
across Scarborough to join Highway 401 (the extension was referred to as the Scarborough Expressway). 
These would be followed by the Highway 400 Extension south to the Gardiner Expressway, and the 
Crosstown Expressway and the Richview Expressway across the middle of the city. 
  
After construction was scheduled and begun, a huge protest against the further extension of the Spadina 
(William R. Allen) Expressway, led by urban sociologist Jane Jacobs, resulted in the Province intervening 
and cancelling further construction of the expressway in 1971. This led to the downfall of the 1966 
transportation plan. A Transportation Plan Review was set up in 1972 and presented its recommendations 
for a revised plan. The Provincial Government adopted a plan for intermediate capacity transit lines 
across Toronto, the forerunner to today's ‘Transit City’ streetcar LRT plan, in an effort to reduce 
automobile use in the city. 
 
A new Official Plan was adopted in 1980, which contained a clause stating that construction of new 
expressways was no longer supported by Metropolitan Toronto. The proposed expressways from the 1966 
Plan were deleted. This new 1980 Plan shifted the emphasis from a balanced form of transportation to one 
based solely on public transit. The Queen Street Subway was deleted in favour of the development of 
suburban transit development, and the Crosstown Expressway was deleted. The Spadina Expressway 
would stop permanently at Eglinton Avenue West; the Highway 400 Extension was shrunk down to an 
arterial road, known as Black Creek Drive, and the Scarborough and Richview Expressways became 
undefined transportation corridors. Many new GO commuter rail lines were added and light rail transit 
was built in Scarborough from the east end of the Bloor-Danforth subway line. A plan for an extensive 
expansion of the subway system was adopted in 1985 called 'Network 2011' which called for new 
subways along Sheppard Avenue East, Eglinton Avenue West and a Downtown Relief line along Front 
Street through Union Station. All that materialized of this was a short section of the Sheppard Subway 
line from Yonge to Don Mills completed by 2002. The remainder of this proposed system was cancelled 
due to alleged high costs. The Downtown Relief line remains considered for after the year 2020. 
  
A further new Official Plan was adopted in 1994, and the undefined transportation corridors along the 
former Scarborough and Richview Expressways were deleted, finally bringing those routes to an end. An 
expansive transit plan was adopted. This was the last Official Plan for the then Metropolitan Toronto. 
After amalgamation into the new City of Toronto, a new Official Plan was adopted in 2002 with a policy 
of 'Building A Transit City' explicitly stating that is supported discouraging automobile use and 
encouraging transit, cycling and walking.  A network of streetcar LRT's replaced the subway expansion 
approved in the 1980's with surface routes along Sheppard Avenue East, Finch Avenue West, Eglinton 
Avenue, Jane Street and Don Mills Road. The plan also called for intensification of the city allowing for 
one million more people to live in the city by 2030. 
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INTRODUCTION 
 
Current transportation policies in Toronto’s official plan encouraging transit, cycling and walking and 
discouraging automobile use will not work. In fact, they have failed the business community and residents 
of the Greater Toronto Area (GTA) miserably, so much so that it costs the City up to $3 Billion in lost 
productivity per year. Traffic research shows that only 10 per cent of expressways in the GTA were 
bumper-to-bumper during rush hour in the early 1980’s. But at least 70 per cent of those expressways are 
now hopelessly gridlocked during rush hour. Yet, the City of Toronto refuses to build subways and roads, 
pursuing an ineffective, inefficient and outdated streetcar network and bicycle lanes instead.   
 
‘Get Toronto Moving’ recommends a better and well-researched new approach that represents a truly 
balanced and integrated transportation philosophy that is guided by the following three non-ideological 
principles: 
 
1. A balanced transportation system that meets current and future needs and fills the gaps for all 

modes across the entire city including transit, automobiles, commercial vehicles, bicycles and 
pedestrians.  

2. Preservation of established neighbourhoods and green spaces. This plan utilizes the available vast 
network of existing hydro and rail corridors across the City of Toronto. 

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

 
It is estimated that Toronto’s population will increase by one million people to 3.5 million in the next 30 
years and there will be a 52% increase in the number of auto trips in Toronto by 2031. Without substantial 
improvements to rapid transit and roads, a 30-minute trip today will likely take two hours in 2031. The 
cost of operating the Toronto Transit Commission (TTC) is $1.6 billion per year in both operating and 
capital expenditures while fares bring in only $835 million per year. Therefore, 1 of every 2 transit rides 
is being subsidized by drivers. This places an unfair burden on the GTA motorist who “pays his own 
way” to operate his vehicle. Both subways and expressways carry about 400,000 commuters per day, so 
building more of these will move greater numbers of people much more efficiently and cost-effectively 
than the inadequate streetcar network being pursued under the City of Toronto’s ‘Transit City’ plan.  
 
Intensification of the Scarborough Town Centre into a new downtown for Scarborough known as the 
Scarborough City Centre by providing residential condominium towers for 50,000 additional people will 
create a transit hub in Scarborough which will support subway expansion and provide extra funding for 
transportation improvements. This project can kick-start the major subway and highway improvements 
proposed in this plan. This type of development can be repeated in other parts of the City of Toronto to 
support major transportation improvements elsewhere. 
 
Toronto’s Official Plan must be changed to amend the official guiding transportation policy of the city. 
Currently it reads: 
 
Transportation Planning oversees policies and projects with the goal of improving transit, discouraging 
automobile dependence and encouraging alternative forms of transportation such as walking, cycling, 
subways and streetcars. 
 
It is recommended that this official policy be struck out and replaced with the following guiding principle: 
 
The "Get Toronto Moving' Transportation Plan oversees policies and projects with the goal of improving 
the efficiency of all modes of transportation which are 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 effective form of public transit as they move a greater number of 
people and compete with the private automobile. Toronto has not built a new subway extension since 
1980, except for the short Sheppard line and the Spadina line extension into Vaughan, now under 
construction. Subways are expensive to build, but with the use of private financing from new 
development, at least 2 kilometres of subway and one new station could be constructed every two years. 
 
The following extensions to Toronto’s subway system are recommended: 
 
·  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 area results from the 905-416 exchange — people live in 
one area, but work in the other. To get people moving across this boundary more smoothly, this plan 
believes that inter-regional GO commuter rail and TTC subways and buses need to be expanded and 
integrated. Subways also carry ten times the passengers of light rail. GO commuter rail trains should run 
every 15 minutes each and every day, and an integrated single fare should be used for both GO and TTC. 
Smart card technology is widely used by the majority of rapid transit systems worldwide. This technology 
would create a more convenient and seamless system for existing riders, and might also help attract new 
transit riders.  
 
‘Get Toronto Moving’ recommends that new transit lines should be built in the most cost-efficient way 
utilizing public-private partnerships. Such partnerships will be able to provide funding for full subways.  
 
If we are going to build a transit system that will offer the most benefits and be competitive with private 
cars, it needs to offer convenience, speed and capacity. A slow-moving streetcar stopping at traffic signals 
does not offer this. Streetcars cause congestion as they run in the centre of major streets and traffic has to 
stop behind them. Streetcars on their own rights-of-way, such as proposed in the ‘Transit City’ plan will 
remove road space and provide a barrier down the centre of the street, cutting off local cross-streets and 
dividing neighbourhoods. A loss of businesses due to reduced access has been experienced on St. Clair 
Avenue West where such a system has been built. This should not be repeated anywhere else in Toronto.  
 
Therefore, the ‘Transit City’ proposed streetcar LRT system should be cancelled and the completion of 
the TTC’s ‘Network 2011’ subway expansion programme, adopted in 1985, should be resumed and 
extended even further. Cost is an issue that has been raised as to why to build streetcars instead of 
subways. While streetcars are cheaper at only $25 million per km and subways cost $200 million per km 
in Toronto. Public-private partnerships in Madrid, Spain built 150 km of subways for only $90 million 
per km. This same arrangement could be brought into Toronto. Though cheaper, streetcar LRT’s only 
carry about 40,000 passengers per day while subways carry between 200,000 to 400,000 passengers per 
day, equal to the capacity of one to two six-lane expressways. Therefore, with public-private partnerships, 
a cost of less than four times that of streetcar LRT’s can produce subways that can carry up to ten times 
the number of passengers. Spin-off economic benefits are also worth the investment in subways. Since the 
construction of the Sheppard Subway in 2002, $1 billion worth of new development has located in the 
Sheppard corridor, providing an additional property tax base for the City of Toronto. While the streetcar 
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LRT on St. Clair Avenue West has created a net loss of business with at least 40 businesses closing down 
to loss of access and parking. Rapid Transit planning needs to consider the next 50 years of growth, and 
subways will satisfy that. 
 
Due to the massive increase of cross-boundary traffic between Toronto and York Region, this plan 
supports the already-approved Spadina Subway extension to Vaughan and supports the recommended 
northern extension of the Yonge Subway to Richmond Hill. This plan also recommends completion of the 
‘Network 2011’ subway expansion programme and constructing further extensions. This plan also 
recommends completion of the Sheppard Subway across the city, replacement of the Scarborough Rapid 
Transit line with a surface extension of the Bloor-Danforth subway to the Toronto Zoo, extension of the 
Bloor Subway west to Sherway Gardens and into Mississauga, an Eglinton Subway from Pearson 
International Airport to Kennedy and a ‘U’ shaped downtown relief line form Dundas West to Pape or 
Greenwood Avenue to serve Toronto’s central business district and to reduce overcrowding on downtown 
subways.  Additionally, this plan supports an express intermediate capacity rail transit link from Union 
Station to Pearson International Airport and a crosstown GO commuter rail line linking with subways.  
 
The major flaw with the ‘Transit City’ plan is that it addresses only extensions for streetcar routes. The 
inefficient downtown streetcar routes are never addressed nor is there any progressive plan to correct the 
deficiencies - particularly bunching and unreliable scheduling.  It may be that the proposed ‘Transit City’ 
lines will be operated in much the same way the existing downtown streetcar lines are - with the 
frequency of short turns and under-scheduling. A secondary flaw with the Transit City plan is that the 
plan cannot be bona fide since plans were officially announced in 1985 with the "Network 2011" plan 
involving the building and expansion of subways rather than streetcars - however a political decision was 
made to withdraw these plans. Doing nothing which would be more effective than building ‘Transit City’. 
All of the transit routes in the ‘Transit City’ plans are fraught with difficulties. Yet the most effective 
political decision to reduce transit and traffic gridlock in the downtown core would have been the building 
of the Queen Street Subway. The cardinal rule of building public transit - particularly subways - where 
the most density prevails was not adhered to. Not one metre of subway track was built in the 1980's at a 
time of Toronto's greatest economic growth. Nothing was done at a crucial time when public transit in 
Toronto should have prioritized new subway construction.  
 
Historical Development  
 
TTC Rapid Transit and Streetcar Official Opening Dates 
 
Yonge Subway (Union Station to Eglinton Station) - March 30, 1954 
University Subway (Union Station to St George Station) - February 28, 1963 
Bloor-Danforth Subway (Keele Station to Woodbine Station) - February 25, 1966 
Bloor-Danforth Subway extensions to Islington and Warden Stations - May 10, 1968 
Yonge Subway extension to York Mills Station - March 30, 1973 
Yonge Subway extension to Finch Station - March 29, 1974 
Spadina Subway (St George Station to Wilson Station) - January 27, 1978 
Bloor-Danforth Subway extensions to Kipling & Kennedy Stations - November 21, 1980 
Scarborough RT (Kennedy Station to McCowan Station) - March 22, 1985 
North York Centre Station - June 18, 1987 
Harbourfront streetcar (Union Station to Queens Quay & Spadina) - June 22, 1990 
Spadina Subway extension to Downsview Station - March 31, 1996 
Spadina streetcar (Spadina Station to Union Station) - July 27, 1997 
Harbourfront streetcar extension to Exhibition - July 21, 2000 
Sheppard Subway (Sheppard-Yonge Station to Don Mills Station) - November 22, 2002 
St. Clair dedicated streetcar (St. Clair Station to Bathurst) - 2007 
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Streetcar Track Abandonment Programme (1966) 
 
Streetcar service in Toronto was to be abandoned by 1980 in conjunction with construction of the Bloor-
Danforth and Queen Subway lines. The Bloor-Danforth line opened between Keele and Woodbine in 
1966 and was extended to Islington and Warden in 1968 (extensions to Kipling and Kennedy opened in 
1980). Subsequently, some streetcars were taken out of service at this time because the new subway 
would take the capacity previously carried by the streetcars. The Queen Subway would eliminate the 
remaining streetcars when it was due to open in 1980. 
 
By letter of June 13, 1966, Toronto City Council requested information as to how long the Commission's 
streetcar service was to be retained in the downtown area and asked for plans showing active and emergency 
streetcar track allowances, indicating dates of abandonment. The Commission considered this request at its 
meeting on June 1st and instructed that the track abandonment programme previously drawn up by 
management be forwarded to the City. It was agreed, however, that the City should be advised that the 
programme was tentative and contingent upon many factors such as the completion of a Queen Street 
Subway. In reviewing the former streetcar route and track abandonment programmes, prior to forwarding 
to the City, it was evident that certain modifications should be made at that time in the light of current 
knowledge.This matter was therefore being brought back to the Commission for approval prior to 
submission to the City, because the information will, no doubt, also be required in association with certain 
plans being prepared to create a one-way street system in the downtown Toronto area; which if adopted, 
could have serious effects on surface public transportation. 
 
Appendices "A" and "B" attached together with Planning Department Drawing Numbers 6829, and 
6830,  submitted herewith, indicate respectively that revised tentative streetcar route and track 
eliminations based essentially on the original programme. It was seen that it was assumed that all 
streetcars on the surface would be eliminated by 1980, but only if a full Queen Street subway was in 
operation by that time. It was believed that great pressure would be exerted in the coming years to adopt an 
expanded one-way street system in the City of Toronto (downtown) to include many major arteries. A large 
number of cities on the North American continent already have such a system in effect and they undoubtedly 
speed up traffic generally. However, in most cases, the detrimental effect on public transit riding has not been 
fully appreciated. The operat ion of  streetcars on main streets makes their  conversion to 
one-way t raf f ic a lmost  impossible and because of  this,  cont inual  pressures were 
anticipated for  the el imination of  streetcars as soon as possible.  
 
It was recommended that the Commission approve the revised tentative streetcar route and track 
abandonment programmes as detailed above and forward copies to the City of Toronto, while advising the 
city of the tentative nature of such programmes which were contingent upon numerous factors and 
particularly the construction of a Queen Street Subway. 
 

TENTATIVE STREETCAR ROUTE ELIMINATION PROGRAMME AUGUST 1966 
 
DATE          STREET    LOCATION 
1968 Bloor Street   Dundas to Jane (completed with opening of Bloor subway) 
 Danforth Avenue  Luttrell to Coxwell (completed with opening of Bloor-  
    Danforth subway) 
 Coxwell Avenue 100 feet (300 metres) north of Upper Gerrard to Danforth 
    (completed with opening of Bloor-Danforth subway)  

Dundas Street  North of Dundas West Station to Runnymede Loop 
(completed with opening of Bloor subway) 

1972  Bay Street  South of Dundas including City Hall Loop (completed) 
  Victoria Street  Queen to Dundas (completed) 
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DATE          STREET    LOCATION  
1975  Rogers Road  Bicknell Loop to Oakwood (completed) 
  Oakwood Avenue Rogers Road to St. Clair (completed) 
  Keele Street  Keele Loop to St. Clair (completed) 
  St. Clair  Keele to Mount Pleasant, except Wychwood to Bathurst 
     (now part of the St. Clair streetcar dedicated right-of-way) 
  Mount Pleasant St. Clair to Eglinton - Mount Pleasant Loop (completed) 
  Old Weston Road St. Clair to Townsley Loop (completed) 
  Robina Avenue St. Clair to Oakwood Loop (completed) 
1976  Howard Park Ave. High Park Loop to Dundas 
  Dundas Street  Roncesvalles to Church 
  College Street  Dundas to Bathurst, Spadina to Parliament 
  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 metres) north 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 dedicated right-of-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 connections with the subway, many via direct, undercover 
connections without need for fare payment or paper transfers. This degree of subway-surface route 
integration is unique among the world's transit systems. The 17 non-interconnecting routes are mainly 
suburban feeder services and more than half of these will be integrated with the subway when the North 
Yonge extensions open (opened from Eglinton to York Mills in 1973 and from York Mills to 
Finch in 1974). The subway operates from 0600 (0900 on Sundays) to 0200 and is replaced by 
surface buses in the early morning interval connecting with 11 all-night routes. 
 
The heaviest surface routes are operated by streetcars and trolley coaches, including multiple unit 
streetcars (two cars coupled together) on Queen Street (to be replaced by the proposed Queen Street 
Subway). In the rush hour, the closest streetcar headway is every 1.3 minutes, trolley coach every 1.8 
minutes and diesel bus every 1.5 minutes, providing peak hour crush loading capabilities of 5,000, 3,000, 
and 3,600 passengers per peak hour direction (ppphd) in comparison to 45,000 ppphd on the subway. As 
crush loadings are not maintained for a full hour, these capacities are not achieved in practice. As well as 
integration with surface transit routes the subway has direct passenger connections with stores, office 
buildings and apartment complexes. Park and ride and kiss and ride facilities are provided at certain 
suburban stations. 
 
This plan for removal of streetcars was initiated with the opening of the Bloor-Danforth Subway and 
much of it was completed. However, after the cancellation of construction of the Allen Expressway in 
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1971, a pressure group called ‘Streetcars for Toronto’, containing some elected councilors, convinced the 
TTC to cancel this abandonment programme in 1972 due to nostalgic reasons. Construction of the Queen 
Subway was subsequently cancelled in 1974. After that, the remaining streetcar routes were retained. The 
fleet of streetcars, then using PCC cars dating from the 1940’s, was replaced by a new fleet in 1979, 
currently still being used. This fleet is now thirty years old and has reached the end of its life. It is now 
scheduled for replacement with new low-level LRV (light rail vehicle) streetcars from Bombardier at a 
cost of over $200 million. Streetcar tracks have to continuously be maintained and rebuilt every thirty 
years, raising maintenance costs even more. Streetcars are contributing to today’s growing traffic 
congestion in downtown Toronto. Traffic has to stop behind them and if they break down, service is 
interrupted as another streetcar cannot get around the broken-down vehicle. Passengers also have to cross 
traffic lanes to the middle of the road to board the streetcars which can be dangerous. Buses can pull over 
to the curb and passengers can embark without this danger. Traffic also does not need to stop as it can 
pass the bus in the lane towards the centre of the road. The rising cost of track maintenance is also 
eliminated. It is therefore recommended that the purchase of new streetcars be cancelled and that the track 
abandonment programme adopted in 1966 be resumed and completed by 2015 to be replaced by electric 
trolleybuses on all previous streetcar routes and construction of the Downtown Relief Subway line. We 
cannot afford to make decisions based on nostalgia for streetcars, but we must be practical as to the best 
way to move people. 
 
Intermediate Capacity Transit (1972) 
 
On November 22, 1972, the Provincial Government announced an urban transportation policy for the 
Province of Ontario indicating a "shift in emphasis from urban expressways to a variety of 
transportation facilities, which will put people first" (this was announced soon after the cancellation 
of construction of the Allen Expressway in June 1971 and completely ignores the fact that people drive 
cars). To implement this policy, a six point programme was proposed. One major feature is the 
development at Provincial expense of a prototype and operating demonstration of a new form of 
intermediate capacity transit system. A subsidy programme of 75% to assist municipalities in 
applying the system to meet their needs was also announced. 
 
Within Metropolitan Toronto, Provincial planners identified five routes for possible application of the 
new mode (Finch, Eglinton-Crosstown, Jane, Don Mills and Scarborough-Malvern). The Downtown ‘U’ 
line was first proposed then. It was suggested that access routes already existing in the city such as railway 
lines, hydro rights-of-way and roadway medians could be used to accommodate the system. Provincial 
plans called for building a demonstration track and vehicles for a 3 km route at the CNE. Testing of 
the system was scheduled for late 1974, with 1977 being the target date for completing construction and 
acquiring equipment for the first urban route. 
 
The Metropolitan Toronto Transportation Plan Review had been requested by the Joint Technical 
Transportation Planning Committee to report on the possible initial application of this new 
technology in a transportation corridor within Metropolitan Toronto. Due to service deficiencies 
and increasing travel demand to the downtown and its related employment opportunities, the corridor 
would be core oriented. All  that ever materialized of this ICTS plan was the Scarborough 
Rapid Transit  l ine form Kennedy to McCowan. The Intermediate Capacity Transit Plan adopted 
by the Provincial Government in 1972, which would have consisted of mini-trains similar to the 
Scarborough Rapid Transit, included routes remarkably similar to the ‘Transit City’ streetcar LRT plan 
adopted in 2009 and dropped in 2011. This shows that ‘Transit City’ was not a new plan, but a revival of 
a nearly 40-year old Provincial plan based on 1972 population capacities which are not applicable today. 
The TTC rejected this in favour of full-scale subways by 1985 due to population and development 
increases. The ‘Transit City’ streetcar LRT plan was actually 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 Transi t  Plan for  Met ropol i tan Toronto"  was a consolidation 
of three separate rapid transit feasibility studies undertaken at the request of the then Metropolitan 
Council. 
 
Based on  the resu l t s  o f  the  Acce le rated Rapid  Transi t  Study (ARTS)  completed in 
1982, Metropolitan Council in June 1983, directed that detailed rapid transit  feasibi l i ty 
studies be undertaken for the Sheppard/Finch corridor, the Downtown Relief Line and the 
Eglinton Avenue West corridor. These studies, the Sheppard/Finch Rapid Transit Corridor 
(SFRT) Study, the Downtown Rapid Transit (DRT) Study and the Eglinton West Rapid 
Transit (EWRT) Study each recommended that rapid transit was justified in their 
respective corridors. The SFRT study was conducted, initially, as part of a broader North 
Metro Rapid Transit Corridor study which was initiated as part of the Province's GO-ALRT 
programme. 
 
Upon completion of the above studies, a Systems Priority Study was initiated to examine the 
results of the three rapid transit studies and to establish priorities for their 
implementation. The specific objectives of the Systems Priority Study were to: 
 

·  Review the recommendations of the three Metro/T.T.C. Feasibil i ty Studies and 
establish the relative need for implementation of all three projects; 

·  Develop a number of affordable alternative implementation scenarios for developing 
the proposed expanded rapid transit network; 

 
Assess the alternative scenarios on the basis of how they respond to 
future transportation needs and strategic development objectives; 
 
Develop concurrent implementat ion detai ls for the three corr idors to resolve near term 
operational problems in corridors for which rapid transit is postponed until later in the 
implementation programme. 
 
The results of this study were reported in Network 2011: A Rapid Transit Plan for 
Metropolitan Toronto. 
 
The Network 2011 report  included an assessment of the results of  the individual 
feasibili ty studies from a network perspective and proposed a staged programme for the 
implementation of the recommended rapid transit network for Metropolitan Toronto to the year 
2011. 
 
The Network 2011 Report proposed a 28 year rapid transit  construction programme in 
five stages of 5-6 years each. After the initiation of Stage 1, the programme provides for a 
review of each subsequent stage. At such t imes, Metro and T.T.C. staff are to re-assess 
the balance of the programme using more current information and recommend to Council 
future action for the next stage. The five stages of the programme as proposed in 1985 were: 
 
Stage 1 1989-1993 Sheppard Subway - Yonge to Victoria Park 
Stage 2 1994-1998 Downtown Relief Line 
Stage 3 1999-2003 Eglinton West express bus facility 
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2004-2009 Sheppard Subway-Victoria Park to Scarborough 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 LRT has been assumed in the period 
1987-1988. The Harbourfront/Spadina LRT, which is an expansion of the downtown 
transit distribution network, has not been evaluated as part of the Systems Priority Study. 
 
���  Depends on level of demand established by Mississauga busway. 
 
The above recommended programme requires an average expenditure of $95$100 
million (1985 $) per year, 25% of which would be funded by Metropolitan Toronto. A 
recent report by the Metropolitan Chief Administrative Officer has conf i rmed that  
Metropol i tan Toronto can af ford the Network 2011 programme as wel l  as  other  
t rans i t  rep lacements  and re furb ishments ,  and various road improvements recommended in 
recent studies for Metro. 
 
The Network 2011 report also outlines the benefits to be achieved as a result of  the 
implementat ion of  th is  programme and the rat ionale  for  the pr ior i ty  
recommendations and sets out detai led proposals for interim measures to mainta in  
acceptable  t rans i t  se rvice leve ls  unt i l  the recommended rapid transit projects can be 
completed. 
 
B. Submission to the Economic Development and Planning, and Transportation Committees 
 
The Network 2011 Repor t ,  a long wi th  e ight  background repor ts  on the ind iv idual  
rap id t rans i t  s tud ies,  was submi t ted to  a  jo in t  meet ing of  the Economic  
Deve lopment  and  P lann ing  Commi t tee  and  T ranspor ta t ion  Committee held on May 29, 
1985. The Committees received the reports and directed that these reports be circulated to Area 
Municipalities and the Toronto Transit Commission. 
 
By 2009, all that ever materialized of the ‘Network 2011’ subway expansion programme was a short 
stretch of the Sheppard Subway from Yonge to Don Mills, falling far short of the extensive network that 
was supposed to be completed BY 2011. It is recommended that construction of this network be resumed 
and it be completed and extended even further. However, the Eglinton line should be built as a subway 
immediately and not as a busway to begin with as previously recommended. The TTC has ordered new 
subway trains to begin operation in 2011. These new trains will have a higher capacity than the existing 
ones, so they will be able to carry more passengers. This will improve the capacity and operation of the 
subway system. 
 
All new subway expansion across Etobicoke can be built on the surface. The western extension of the 
Bloor Subway can be built within an existing hydro corridor, paralleling the line. The Eglinton Subway 
can be built within the vacant Eglinton Transportation Corridor on the north side of Eglinton Avenue 
West and the western extension of the Sheppard Subway can be built entirely within an existing hydro 
corridor which swings southerly across Etobicoke. Surface subway construction instead of tunneling will 
drastically reduce the cost of building these lines. 
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Spadina Extension 
 
Construction has begun on an extension to York University northwest of Downsview station, and into the 
city of Vaughan to the proposed Vaughan Metropolitan Centre. Six new stations are planned along the 
8.7 km extension (6.2 km in the City of Toronto and 2.5 km in York Region). The estimated cost of this 
extension is $2.09 billion in 2006 dollars, which will have escalated to $2.63 billion considering costs at 
year of occurrence. The current Ontario government had committed $670 million in its March 23, 2006, 
budget, which is about one-third of the expected $2 billion cost. The federal government had long 
committed to funding one-third of the subway extension, but only recently released its share of the funds. 
The other third of the money comes from municipal governments (Toronto and York Region). In 2003, a 
temporary busway was planned between Downsview station and the campus, but was opposed by the 
University, because they felt it would lessen government willingness to extend the subway. After 
numerous delays, construction started on July 25, 2008 with a short section of the busway being opened 
September 6, 2009 and the remainder being opened on November 20, 2009. Construction of the full-scale 
Spadina Subway extension began in late 2009. 
 
The TTC will also purchase two tunnel boring machines in the fall of 2010 from LOVAT Inc. for $58.4 
million to dig tunnels on this extension and is expecting two more boring machines in the spring of 2011. 
Construction will be complete by mid-2015, with revenue starting in the third quarter of 2015. The first 
construction contract was awarded on February 27, 2008. Construction had initially commenced in July 
2008 with relocation of sewers. These boring machines can be retained and relocated to be used to build 
other subways in this plan. 
 
The extension north of Steeles Avenue has been very much maligned in the press for a number of reasons. 
The TTC had originally intended to extend the subway as far as York University, with a vast bus terminal 
complex at the future Steeles West station. However, provincial funding hinged on the line crossing the 
municipal border. The area around the future Vaughan Corporate Centre station is occupied by big-box 
stores and highways and lacks the development that surrounds most other subway stations. Although a 
station is planned for the 407 Transitway, most GO Transit buses will actually terminate at Steeles West 
station, so as again to avoid commuters having to pay an additional TTC fare to reach York University. 

Spadina and Yonge Subway Extensions into York Region 
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The TTC has recently announced that it will incorporate a system in which GO Transit users do not have 
to pay an extra fare to use the subway to get to York University station from the 407 Transitway. 
 
Yonge Extension 
 
Proposals have also been put forward to extend the Yonge Street portion of the line beyond Finch to 
Steeles and into York Region, most likely ending at the Richmond Hill Centre Terminal of Viva bus rapid 
transit. On June 15, 2007, the Ontario government announced plans to fund this extension as part of a vast 
network of rapid transit growth in the form of ‘MoveOntario 2020’.  
 
Although completion of this subway expansion is many years away, a local group in York Region is 
lobbying for the cancellation of the planned busway along this route, which would be a part of York 
Region's Viva bus rapid transit. 
 
Although this extension is the most justifiable, there is a reason it will not be built just yet. The Yonge 
portion of the subway line operates at capacity during the morning rush hour, and could not carry the 
additional riders attracted to this extension. Once a new signal system is in place, the TTC will be able to 
increase the frequency of trains from 2 minutes 30 seconds to every 1 minute 45 seconds, allowing 
capacity for this extension. 
 
Toronto council approved the plan in principle in January 2009, but added caveats indicating that 
upgrades within Toronto would be needed to support the additional capacity from York Region. The plan, 
as approved, lists six new stations: Cummer/Drewery, Steeles, Clark, Royal Orchard, 
Longbridge/Langstaff, and Richmond Hill Centre. As of 2009, TTC has no plans to expand this subway 
line in the "near future" but have VIVA Bus Rapid Transit bus lanes going along Yonge Street from Finch 
Avenue to Highway 7, which would go into full service by 2013. This subway extension should proceed 
once the frequency upgrades are made on the Yonge line. 
 
Sheppard Subway Extensions 
 
This plan recommends that the Sheppard Subway be completed from Don Mills eastward to connect to 
the Bloor-Danforth Subway extension in Malvern and westward to Downsview. 
 
As per the Network 2011 plan, full subway technology for use along the Sheppard alignment is 
recommended. The projected 2011 A.M. peak hour peak demand along Sheppard Avenue is 
15,400 persons per hour.  Four types of  rapid t ransit  technology were examined to 
serve the "demand in the corr idor:  busway; LRT at  grade, partially grade-separated, or 
fully grade-separated; elevated medium rail transit (MRT); and subway. The choice of 
technology is related to many factors including demand levels, annualized costs (capital 
plus operating), service, and social, environmental and land use impacts. Because of the right-of-
way width restrictions for a busway or streetcar LRT in the median of Sheppard Avenue, by-
pass lanes would not be possible and capacity would be 'limited to about 6,400 persons per hour 
per direction (pphpd). An LRT totally at-grade could theoretically carry 12,000 to 16,000 
pphpd, however, the impacts on cross-traffic at such high frequencies would be 
unacceptable. Thus the only practical LRT would be the "partially grade-separated" option 
with a minimum of five grade separations assumed at major cross streets. 
 
A fully grade-separated LRT option and the elevated MRT technology were examined 
and, while both technologies could accommodate the forecast passenger demand, the 
total cost of these options (operating and capital) would be in the range of subway technology 
and both would have significant environmental, property and traffic impacts compared to the 
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subway option. Therefore,  these technologies were not  considered appropr iate for the 
Sheppard Avenue alignment. The partially grade-separated LRT and the subway option were 
considered the only technologies that could reasonably be used in this corridor and they were 
compared in detail: 
 

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

·  A subway has negligible effect on the road system after the initial construction period, while a 
partially grade-separated LRT system would have unacceptable impacts on the road capacity 
along Sheppard Avenue. 

·  Compared to subway, a partially grade-separated LRT would have significant impacts on 
abutting residential and commercial lands in terms of residential and commercial properties 
displaced and noise and vibration effects. 

 
In summary, the subway option on Sheppard Avenue is superior to LRT based on total annualized costs, 
road system impacts, and social, environmental and land use impacts. 
 
Phasing of the Sheppard Subway Line 
 
The former City of Scarborough in its response to Network 2011, requested Metropolitan 
Council to establish, as first priority, construction of the entire Sheppard subway line from an extended 
Spadina Subway to the Scarborough City Centre. In addition, the Scarborough and North York 
staffs raised. concerns in their staff reports to Council, about the need for the "wye" 
connection at Yonge and Sheppard, recommended as part of the Network 2011 phasing, claiming 
that the "wye" represents an unnecessary interim cost. 
 
Metro and T.T.C. staff have re-analyzed the Sheppard phasing question in response - to the North 
York and Scarborough comments. The "wye", estimated to cost around $40 million ($1985), 
would be required to bring Sheppard trains into and out of the Davisville yard via Yonge Street, in the 
absence of a Sheppard connection to the Spadina Subway. Thus if Sheppard Subway construction 
proceeds east from Yonge Street, a “wye’ is needed. 
 
North York was initially supposed to receive the Sheppard Subway, while York and Etobicoke were 
initially to have received a busway. York and Etobicoke were dissatisfied, even though the transit plan 
stated that a busway was sufficient for the near future. 
 
Leading up to the 1995 provincial election, the then governing New Democratic Party proposed 
provincial funding for four subway/LRT projects for the Toronto Transit Commission (TTC). Included in 
these four proposals were plans to build new subway lines along Eglinton and Sheppard Avenues. 
Premier Bob Rae decided to spread the funding throughout Metro Toronto to appease residents of both 
sides, which would have resulted in two truncated subway lines instead of a single complete line. 
 
Three of these proposals had their municipal funding rejected by metropolitan Toronto city council, 
causing the cancellation of any provincial funding for the projects and causing current work on the 
Eglinton line to be terminated immediately. 
 
Funding for the Sheppard line originally was rejected by city council as well. However, after a number of 
votes on different alterations to the project (including only building the subway to Leslie Street), the 
proposal to build the Sheppard line tunnels only, without tracks, was passed by a narrow margin. After 
this vote passed city council, a revote was taken on the entire Sheppard line project to Don Mills, which 
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then passed by the narrowest of margins. Some believed that North York Mayor Mel Lastman’s political 
clout (he was later elected Mayor of the amalgamated City of Toronto) was crucial to the Sheppard Line 
proposal being implemented. The Downsview station was added to the Spadina line partially in 
anticipation of the Sheppard project westward extension. 
 
The Sheppard subway is unusual in that it was the first “suburban” subway; the previous TTC lines had 
started from downtown Toronto. However, North York, especially around Yonge and Sheppard, has seen 
intense high-rise developments in recent years, giving it the nickname of the “new downtown” upon 
which other surrounding suburban areas were increasingly relying. The case for building the subway line 
was the existing TTC bus service could not handle the commuter capacity; full buses drove right past 
waiting crowds at bus stops. Although some suggested that expanding Sheppard Avenue to allow for 
dedicated bus lanes would have been much cheaper than a subway, it would be difficult to acquire the 
necessary right-of-way as Sheppard Avenue ran though a built-up Willowdale community. (By contrast, 
Eglinton West would run though a vacant corridor intended for the Richview Expressway.) The then-new 
Fairview Mall commuter parking garages at Don Mills were also intended to take the pressure off of the 
crowded Finch station. 
 
Another reason was to alleviate the congested Highway 404–Don Valley Parkway (DVP) route; while 
Highway 404 was widened by the province in 1999–2007, similar plans to expand the DVP were not 
approved by city council, and this would result in an inevitable bottleneck. The intention was that 
downtown-bound drivers would exit Highway 404 at Sheppard Avenue, and take the subway to avoid this 
choke point. 
 
When the Sheppard line opened in 2002, it was the city’s first new subway line in decades. It is shorter 
than originally planned, running from Yonge Street (at the former Sheppard station, now renamed 
Sheppard-Yonge) east to Don Mills Road rather than further west to Downsview station and southeast to 
Scarborough Centre station. The line will be extended only with additional government funding. 
 
The Sheppard line cost just under $1 billion and took eight years to build. It is the first subway line in 
Canada whose plain tunnel sections were built entirely by tunnel-boring machine. All stations on the line 
are in cut-and-cover sections, and just east of Leslie station there is an enclosed bridge over the Don River 
(east branch). Additionally, the Sheppard line is the only subway line in Toronto not to have any open 
sections. Yonge Street had to be diverted for several years in order to accommodate the expansion of 
Sheppard Station; since the completion of the line, the temporary diversion of Yonge are two vacant lots. 
 
One of the ideas proposed for the Sheppard line was platform screen doors. Aligned at the edge of the 
platforms, platform screen doors would align themselves with the subway-car doors when in station for 
safety and suicide prevention. The system was dropped on the account of cost. 
 
Stations are built to eventually take the TTC's standard subway trains of six 23-metre (75 ft) cars, but part 
of each platform has been blocked off since only four-car trains are needed to carry the amount of traffic 
the line currently receives. The line is designed so that it can be extended at both ends, allowing for the 
construction of the originally planned westward and eastward branches in the future. Extension is not 
currently a priority, however. The automated system to announce each stop was installed in January 2006. 
 
So far, the Sheppard Subway line has been derided as a “subway to nowhere” or a “stubway.” Apart from 
the Sheppard-Yonge and Don Mills terminals, its stations have received little use, even during rush hour. 
One significant but often overlooked problem is that the Sheppard line feeds into the already overcrowded 
Yonge segment of the Yonge–University–Spadina subway line, since the Sheppard line does not have its 
own train yard and does not continue west to the Spadina segment of the line. Completion of the 
Sheppard Subway line west to Downsview and east to meet an extended Bloor-Danforth line at the 
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Scarborough Town Centre will alleviate these problems and will spur new growth along Sheppard 
Avenue East in Scarborough. 
 
The suburban subway is also criticized because most of the surrounding population is more affluent and 
more likely to drive. The Don Mills station at Fairview Mall has also sparked further controversy because 
the commuter lot requires a fee even if one holds a monthly Metropass transit pass; the parking charge 
was required in order to prevent the limited garage space from being overwhelmed (the regular mall 
parking is cordoned off until the shopping centre opens). To put this in perspective, the ridership on the 
Sheppard Subway is approximately 46,000 per average weekday, similar to a few of the TTC's busiest 
streetcar and bus routes, though these routes are generally much longer than Sheppard's 5.5 kilometre 
length. During the City of Toronto's 2008 budget crisis, the TTC considered closing the line down on 
weekends or entirely. 
 
The new subway, however, has spurred over $1 billion of construction of new housing, including several 
high-rise condominium towers, along its route. Particularly noteworthy are the condominiums around 
Bayview station, where none had previously existed prior to the 2000’s. In addition, between Leslie and 
Bessarion stations, a former Canadian Tire warehouse/distribution centre next to Highway 401 (the chain 
retains a store nearby) was demolished and the land was sold to Concord Adex Investments Limited of 
Vancouver. Plans are well underway to develop the large multi-condo complex, Concord Park Place, 
which includes a community park. Concord Adex is also responsible for the CityPlace condo mega-
development at the vacant Canadian National Railway lands, currently under construction by the CN 
Tower. 
 
The Daniels Building Company has built a six tower development called NY Towers, Arc Condominiums 
on the northeast corner of Bayview/Sheppard, and terraced condos just east of their NY Towers. Shane 
Baghai has also built a multi-tower development in the area. 
 
Extension plans 
 
The Sheppard Subway was completed to Don Mills station in 2002. After the election of David Miller as 
Mayor of Toronto in 2003, plans to build the rest of the subway east to the Scarborough Town Centre and 
west to Downsview were dropped in favour of building a streetcar LRT along the centre of Sheppard 
Avenue East similar to one recently built on St. Clair Avenue West.  
 
Prior to March 2007, the TTC considered the Sheppard East extension of the Sheppard subway to 
Scarborough Centre as one of its two top priorities for rapid-transit expansion, along with a northerly 
extension of the Spadina line. In addition to this eastern extension, the original plans for the Sheppard line 
included a westward extension to Downsview station on the Spadina line, with Downsview being 
completed as a prerequisite. In 2009, this extension was again considered by the TTC to link the line to 
Wilson Yard. It was immediately dismissed due to cost.  
 
Neither extension is now considered a priority. In March 2007, the City of Toronto and the TTC released 
the ‘Transit City’ proposal to begin a new round of transit expansion using streetcar light rail technology 
on dedicated rights-of-way instead of subway technology, going against the earlier recommendation of 
the TTC in ‘Network 2011’. The Sheppard East subway extension has been replaced in this plan by a 
streetcar light rail line running from Don Mills station along Sheppard Avenue East to Meadowvale, 
where it would meet the northern terminus of an extended Scarborough RT line. Under this proposal, 
there would be no direct connection between the North York and Scarborough "city centres". 
 
The streetcar LRT will remove traffic lanes and cut off neighbourhoods on each side of Sheppard Avenue 
and potentially hurt the businesses along Sheppard Avenue, which is a major commercial strip in 
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Scarborough. It is recommended that the previously-proposed subway extension be completed at a lower 
cost using public-private partnerships. Th economic benefit is worth the higher capital investment as the 
Sheppard commercial strip will be revitalized. 
 
It is recommended that the Sheppard Subway be completed as originally planned east to the Scarborough 
Town Centre to connect to an extended Bloor-Danforth Subway line replacing the Scarborough Rapid 
Transit line and west to Downsview to connect to the extended 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 Scarborough RT  
 
Western extension ("Sheppard West") 
 
·  Senlac  
·  Bathurst North  
·  Faywood  
·  Downsview 

Sheppard Subway Eastern Extension from Yonge to the Scarborough Town Centre 

Sheppard Subway Western Extension from Yonge to Kipling 
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Downtown Relief Subway 
 
A new ‘U’ shaped subway on the surface should be built following the existing rail lines through 
downtown Toronto from the Dundas West station on the Bloor subway line arcing through the central 
core under Queen Street utilizing the existing unused east-to-west station under Queen Station and 
continuing along the Lakeshore CN rail line east of the Don River to Pape or Greenwood Station on the 
Danforth subway. This route will reduce congestion on the Bloor-Danforth subway and the Yonge 
subway south of Bloor and will adequately serve the office towers of the downtown core. It could also be 
extended further north at both east and west ends. 
 
Queen Street Subway 
 
The Downtown Relief Subway line has its origins in the originally-proposed Queen Street Subway which 
dates as far back as 1911. Queen Street subway differs significantly from Bloor-Danforth extensions 
inasmuch as it is a major project, involving massive cost, environmental changes and some 
controversy as to choice of technology. (Conventional subway, Light Rapid Transit and the GO-Urban 
system have all been proposed from time to time as appropriate technologies for the Queen line). Although 
the Queen Subway was first proposed in 1911, and has been discussed and briefly studied periodically, it 
has never been subject to detailed design or evaluation. Part of the line was built at Yonge Street in 1954 
in conjunction with construction of the Yonge Subway. The incomplete east to west station structure 
remains in existence today. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Unfinished Queen Street Subway tunnel at Yonge Street 
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In 1911, the Department of Railways and Bridges of the City of Toronto Engineers office produced a plan 
for "Rapid Transit Subways" which included a proposal for a Queen Street Subway. In 1944 the TTC 
produced its plan "Rapid Transit for Toronto" calling for a full Yonge subway and a Queen Street streetcar 
subway. These plans were approved by the Board of Control and by the electorate in a referendum on 
January 1, 1946. The Yonge subway had priority and detailed engineering design was followed by 
construction with completion in 1954. 
 
At this time, subway financing was regarded as strictly a TTC responsibility using surplus funds 
generated during World War II, limited debenture issues and the fare box. The increasing cost of transit 
operation and decreasing patronage as automobiles became available placed transit financing in a difficult 
position, limiting the funds available for subway construction. When the City of Toronto became part of 
Metropolitan Toronto, the TTC's responsibilities expanded accordingly and after considerable study the first 
east-west subway was built on Bloor-Danforth. Bloor-Danforth was also a precedent setting subway, 
imitating a cost sharing formula between Metro and the TTC. A modest Provincial cost contribution was 
also received under the Highway Improvement Act. 
 
The decision to build the first east-west subway along Bloor-Danforth may appear to have doomed 
any hope of a Queen Street subway, the two streets being only one and a quarter miles (2 km) 
apart. However, in January 1960, the Metropolitan Toronto Planning Board issued the "Draft Official Plan 
of the Metropolitan Toronto Planning Area" proposing a Queen subway from Sunnyside to Greenwood 
and a northern extension along Greenwood to O'Connor Drive, connecting with the Bloor-Danforth 
subway at Greenwood or Donlands Station. In 1964 TTC Vice-Chairman Walton, resolved that the 
Commission reconsider placing the Queen streetcar service underground between Sherbourne and 
McCaul Streets. That same year the City Commissioner for Public Works discussed a joint grade 
separated facility parallel to or under Queen Street for streetcars and vehicular traffic. This lead to 
questions on whether a Queen Street facility or the North Yonge Subway Extension should have priority; 
a decision was made in favour of the latter. 
 
At the end of 1964, the Metropolitan Toronto Planning Board produced a major report on the 
"Metropolitan Toronto Transportation Plan" detailing the findings of several studies based on questions 
raised by the 1959 "Draft Official Plan for Metropolitan Toronto." The section dealing with the Queen 
subway was concerned with the diversions of passengers from the then under utilized Danforth subway; 
estimates were made that as many as 45% of passengers west of Greenwood Station would be diverted to the 
Queen subway. Volumes on the Queen subway would thus exceed 20,000 passengers per peak hour direction 
between Danforth and University, but estimates for the sections north of Danforth and west of University 
were very low.  
 
The report concluded that the Queen Street streetcars should be placed in an underground tramway. While 
the projected transit volumes in the Queen corridor could be handled by surface transit, serious congestion 
would result in slow speeds making it desirable to provide an improved transit service. It was suggested that 
the most suitable facility would be an improved tram line on its own right-of-way, underground between 
Spadina and Jarvis and on the surface between Spadina and the Humber Loop, and between Jarvis and 
Broadview or Pape.  
 
Such a facility already exists for the two-mile (3 km) from Roncesvalles to the Humber Loop. The 
sections from Roncesvalles to Spadina (4 km) and from Jarvis to Broadview or Pape (3 km) run through areas in 
which extensive redevelopment can be anticipated, and it would be possible to provide for a transit right-of-
way in the course of such redevelopment. In fact, provision of an improved transit service might well be useful 
in stimulating desirable redevelopment. The tunnel through downtown would be a little over a mile in length, 
and provision has already been made for such a tunnel under the Yonge and University subways. 
 



 24 

The suggested transit facility would be similar to the 'subway-surface street car' to be found in Boston and 
Cleveland and in some European cities. Such a facility would probably achieve a travelling speed of 12-14 
miles per hour (19 – 22 km/h), and in its central section it might carry up to 12,000 passengers in the main 
peak hour in each direction. Conceivably it might be continued in two branches as a normal street car line 
beyond the proposed terminal points.  
 
The Metropolitan Toronto and Region Transportation Study (MTARTS) conducted in the mid-sixties made 
a brief examination of the Queen subway, suggesting that the need for it was unclear at that time and that it 
should be reviewed at a later time. In 1966, the TTC approved a $30,000 study of a "Transit Facility in the 
Downtown 1 section of Queen Street" which was carried out by the TTC's Subway Construction Branch and 
released on June 4, 1968. The report discussed a Downtown Street Car Subway from Spadina to 
Sherbourne Street at an estimated cost of $37 million. Recommendations from the General Manager, 
subsequently modified by the Commission were that the street car tunnel alone would be unlikely to be 
adequate for future needs. It was suggested that a full subway would be needed eventually and that any 
facility should be designed and built to accommodate subway trains although initial operation with street 
cars was not precluded. 
 
The study then examined four alternate alignments for a Queen Street Rapid Transit Subway from 
Donlands Station on the Bloor-Danforth subway to the Roncesvalles area. An alignment south of 
Queen Street was deemed unfeasible due to excessive building underpinning or demolition and traffic 
complications with feeder buses. A second alignment directly under Queen Street could be 
either tunneled or cut and cover construction. Soil conditions did not favour tunneling and cut and cover 
would cause extensive disruption of traffic with particular difficulties in maintaining the street car 
operation. A cut and cover subway under a widened Queen Street would avoid the latter difficulties, but it 
appeared uncertain then and certainly would be more so now to contemplate such a major redevelopment 
project involving extensive building acquisition and demolition. The fourth alignment, parallel to Queen 
Street at the rear of properties on the North Side of the street, appeared preferable but would still involve the 
"acquisition and demolition of a considerable number of buildings".  
 
The estimated cost of the 8 mile (13 km) subway was $150 to $200 million. The report concluded that 
consideration should be given to a more detailed study of the Queen subway and the Commission approved 
transmittal to the Metropolitan Corporation. 
 
One outcome of this report was the decision to acquire land in Etobicoke for a subway storage 
yard west of the Islington station. 
 
In March 1968 the Metropolitan Toronto Planning Board issued a "Report on Rapid Transit Priorities in 
Metropolitan Toronto." Several alternatives for the Queen Street subway were examined. 
 

1. A Queen Street subway following Queen Street from the Humber River to Victoria Park Avenue. 
 
2. From an eastern terminal at Greenwood and O'Connor south to Queen Street, west on Queen to 

Dufferin, then north-west along the Weston Road railway corridor to a western terminal at about 
Islington Avenue. 

 
3. As 2. but at Weston Road and Eglinton turning due west along the Richview Side Road to Martin 

Grove Road. 
 

4. A shortened version of 2. from Greenwood and Danforth to Weston Road and Eglinton. 
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Table 1 
1980 Estimated Subway System Ridership A.M. Peak Period (0700-0900) 
 

Maximum Passenger Loads on: 
System 

Yonge-University Bloor-Danforth 
Proposed 
Extension 

Base System  
(Yonge-University & Bloor) 

53,800 29,600 
 

Base System with double 
parking costs 68,100 

38,000 
 

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 report to obtain these riding estimates appear to underestimate 
ridership substantially and the figures should therefore be used only for comparative purposes. For 
example the 1980 estimates for Bloor-Danforth are 29,000 yet ridership is well over 30,000 in 1973. 
 
The Base System is Bloor-Danforth from Islington to Warden and Yonge-University from Sheppard to St. 
George. 
 
Estimated patronage on these proposed schemes and the ensuing changes to existing lines are shown in 
Table 1. These ridership estimates indicate that the Queen Subway would reduce the maximum load on the 
Yonge-University-Spadina line by 23 to 32% and on Bloor-Danforth by 8 to 20% plus the respective 
reductions of 15% and 2% estimated to result from the Spadina line. A more restrictive parking policy 
(which now appears more likely to occur than it did in 1968), would substantially increase riding on the 
Yonge-University and Bloor-Danforth subways. 
 
This 1968 report states that the Queen subway west of Weston Road and Eglinton and between 
O'Connor Drive and Danforth would not generate enough patronage to justify their construction. In fact, the 
above figures show that the maximum passenger loads on the shortened Queen alignment (4) are 
identical to those of the longer alignment (2). The report estimates that scheme (1) will divert 5,000 peak 
period trips from the automobile to transit while (2) or (4) will divert 2,400. It estimates the cost of scheme 
(1) at $180 million, (2) at $235 million and (3) at $163 million. 
 
The report concluded that a rapid transit facility in the Queen Street corridor would eventually be 
needed and that qualifying footnotes in the 1966 Metropolitan Plan should be removed. It recommended 
that additional study be given as to the priority of either the Spadina or Queen l ine but indicated 
(as in fact happened), that other factors may dictate that the Spadina line be built first. It also 
recommends that a detailed study be made of the Queen Street Subway. 
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As already discussed, the TTC issued a major planning report in February 1969 "A Concept for Integrated 
Rapid Transit and Commuter Rail Systems in Metropolitan Toronto." This conceptual plan stated that the 
Queen Street subway is considered vital through the downtown area to provide east-west access to the 
redeveloping core area, cope with the anticipated demands of the proposed Metro Centre development, 
and relieve the Bloor-Danforth line and the Yonge line immediately north and south of Bloor 
Street. This would provide spare capacity on the Danforth subway to accommodate the 
anticipated passenger growth when the intermediate rapid transit line is built into 
Scarborough from the eastern terminus of the Bloor-Danforth. The conceptual plan recommended 
that the Queen line should be extended north from Donlands and Danforth to serve the high 
density residential and commercial developments in Thorncliffe Park and Flemingdon Park. This 
extension would counteract the low volumes predicted by the 1968 Priorities report on such a 
northern extension from the Danforth to O'Connor Drive by not only serving a much greater 
population, but also by serving employment opportunities and intercepting the high volume bus 
service on Don Mills Road and Eglinton East. In addition, the terminal station of this northern 
extension would be ideal for interchange with possible commuter rail service and the proposed 
east-west Eglinton Rapid Transit. To the west the Queen subway was shown terminating in the 
vicinity of Roncesvalles Avenue with a possible extension to the Humber River or even further. 
 
The GO-Urban concept suggested by the Provincial Government in November 1972, shows a line running 
from Eglinton East and Kennedy down the Don Valley to Union Station then west and northwest along the 
railway to Dundas West and Bloor. This line would serve much of the area that the proposed Queen subway 
would serve, and as such might be a logical substitute for the Queen subway. However, the revised TTC 
conceptual plan suggests that long term volumes on the Queen subway would exceed the carrying capacity 
of the GO Urban system. The TTC thus maintains that the Queen subway will be needed in the 
future and recently authorized the TTC staff to prepare more detailed reports on the Queen subway for 
further consideration.  
 
In 1974, a Transportation Plan Review stated that a full-scale subway proposed for Queen Street was still not 
yet warranted . 
 
However, since then, we have seen the construction of many new office towers in downtown Toronto and 
the Queen Street streetcar is heavily congested. The line was revived as the Downtown Relief Line, 
though located further south at Union Station, in the ‘Network 2011’ plan in 1986. The TTC is seriously 
considering this line for construction after 2020 and it should be constructed to alleviate the heavy 
crowding on the downtown sections of the Bloor and Yonge subways and to alleviate downtown 
streetcars. Further study now being carried out by the TTC will determine the best route, whether that be 
along Queen Street, King Street or to Union Station and how far north the route will stretch at both its 
western and eastern ends. It is recommended by this plan that the original route along Queen Street in 
downtown be used to alleviate crowded streetcars and to properly serve downtown office towers and the 
Eaton Centre. 
 
Overview of the Queen Street Route (1944) 
 
Plans and estimates of cost have been made covering two-track subway and open cut sections 
along Queen Street to be operated for a number of years as a trunk line for street car routes 
extending east, northeast, west and northwest beyond its portals. The open cut sections will be 
west of University Avenue and east of Church Street in the rear of the Queen Street frontage, 
connected by a subway under Queen Street between University Avenue and Church Street. 
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These open cut sections will extend through depreciated-value areas where there will be a 
pronounced economy in acquiring a private right-of-way a short distance north of Queen Street. 
The general features of the project conform to those described above for the subway on Yonge 
Street, the principal variation being the adoption of elevated construction across the Don River. 
 
It is estimated that the maximum traffic on the Queen Street route, about 9,000 passengers per hour, 
could be carried with a combination of single cars and two-car trains operating on a headway of 
about 60 seconds, at speeds of about 15 m.p.h. (24 km/h) including stops. Capacity of this 
route, operated with trolley cars, will provide for substantial future increases in traffic with but 
little sacrifice in speed. The Queen Street route, therefore, initially at least is being planned for street 
car operation. 
 
An extension will be built on the west, partly in subway and partly in open cut, extending 
through Trinity Park to a connection with existing street car tracks on Dundas Street, a short 
distance east of Crawford Street. A similar extension will be made on the east along a right-of-way 
to be acquired adjacent to and just west of the Canadian National Railway to a connection with 
existing street car tracks at This arrangement will result in benefit to every section of the east 
and west ends of the city. 
 
In the east, for example, will be routed not only Queen Street and Kingston Road cars. Special 
new direct routes from the Danforth districts, by which car riders can reach the downtown 
section, will be established instead of the present crosstown and transfer connections. Similarly, in 
the west end, in addition to Queen cars and Dundas cars, other special new routes from the 
Dovercourt area, High Park and Runnymede districts will use the rapid transit line to get the greatest 
possible benefit of the new facilities. The grades and alignments of both of these extensions will be such 
as to permit subsequent rapid transit extensions along Queen Street beyond the ends of the initial 
structures. The total length of route between the connection to the Dundas Street tracks near 
Crawford Street to a connection to the tracks at Gerrard Street and Carlaw Avenue is 4.5 miles (7 
km). Subway structures are planned with sufficient vertical clearance to permit operation of cars 
using overhead trolleys. Lateral clearances will permit operation of 10-foot (3 metre) wide cars, 
if eventually required. Construction of stations 500 feet (175 metres) long, of which 300 feet (100 
metres) will be finished and utilized initially, is advocated. 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 the downtown district as follows: 
 
One passing under Queen Street subway west of University Avenue to provide for turning back extra 
service between the east end and the downtown district, and one passing under the Queen Street subway 
just west of Church Street for turning extra service between the west end and the downtown district. This 
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track layout will permit through route operation between the east and west sides of the city, 
and also the operation of such services from the outlying areas to the downtown district as may be 
desirable from the viewpoint of efficient operation. An additional station may be built near the Don 
River providing access to the Don River Station for passengers from both the Canadian National and 
the Canadian Pacific Railways, if proved desirable by further studies. 
 
The preliminary estimate of cost for this project is as follows: 
 

Structure................................................................................. $11,800,000 
Off-street Rights-of-way....................................................... 5,200,000 
Fixed Equipment ................................................................... 2,300,000 

Total ....................................................................................... $19,300,000 
 
The plan above outlined for rapid transit on the Queen Street route is considered adequate for present 
necessities and is, of course, much more economical than subway construction throughout. It has been 
designed so that it can be readily modified, either in the light of future developments or having 
regard to other considerations. 
 
For example, recent proposals of the City Planning Board provide for two major housing projects 
immediately north of Queen Street, one on the east and one on the west side of the city. Provision 
can easily be made so that the Commission's rapid transit 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 Downtown Rapid Transit/DRT) was originally one of the 
three routes proposed in the Network 2011 plan which the Toronto Transit Commission (TTC) released in 
1985. Its main purpose was to relieve the forecast overcrowding on the Yonge line, particularly at Bloor-
Yonge station. The Downtown Relief Line disappeared from the transit radar soon after the province 
delayed approving Metropolitan Toronto's Network 2011 plan. The provincial government was alarmed 
over the construction cost and political support for the new line vanished instantly. The Current TTC 
Chair has supported the construction of such a line, saying it will be a necessity sometime from 2018-
2020; Metrolinx has recently said that the line is unlikely to be brought forward from its projected 2020 
start date. The Metrolinx Chair has also referred to this as the Queen line (the original proposal), and as 
such it may not follow the 1985 proposed alignment through Union Station, but along the original Queen 
Street Subway route as recommended in this plan to serve downtown offices. 
 
Proposed stations using Queen Street alignment westward  
 
·  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 eastward  
 
·  Queen-Yonge 
·  Jarvis 
·  Sherbourne South 
·  Parliament 
·  River 
·  Gerrard 
·  Pape 
 
Potential further northerly extensions on both the west and east sides 
 
The Downtown Relief line, which would end on the Bloor-Danforth Subway line at both ends  should 
eventually be extended northward to end on the new Eglinton line alos at both ends. 
 
For an extension on the west side, the line could continue straight north from the Dundas West station 
along Dundas Street, Old Weston Road and Keele Street to a new York Centre station on the proposed 
Eglinton line at Keele Street with a station at The Junction. On the east side, the line could swerve 
northeasterly with stations at O’Connor and Thorncliffe Plaza and then north along Don Mills Road to the 
new Science Centre station on the proposed Eglinton line at 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 westward from Kipling Station on the surface to 
Sherway Gardens Shopping Centre, with a potential future extension into Square One Plaza in 
Mississauga. This line should also be extended eastward, replacing the Scarborough Rapid Transit line, to 
link to the Sheppard Subway at the Scarborough Town Centre. The line should then continue east along 
the alignment for a proposed extension of the Scarborough RT to Malvern on Sheppard Avenue east of 
Markham Road and then continue northeasterly along Finch Avenue to the Toronto Zoo, thus providing 
subway access to the zoo for the first time.. 
 
Scarborough Councillor Michael Thompson and other Scarborough-area city councillors are currently 
campaigning to replace the Scarborough RT with a tunnelled extension of the Bloor-Danforth subway, 
arguing they could gain more ridership than the proposed Spadina line extension to York University. The 
Scarborough RT technology, promoted by the Davis Government as part of the GO-Urban transit plan in 
the early 1970’s, is now reaching the end of its life and needs to be replaced. Its replacement with a direct 
eastern extension of the Bloor-Danforth Subway will remove the current need for passengers to change at 
Kennedy and will help to provide a subway loop in Scarborough connecting to the Scarborough Town 
Centre. These two extensions of the Bloor-Danforth Subway should be constructed soon. With these 
extensions, all of the major shopping centres across the City of Toronto will be connected by subway 
(Sherway Gardens, Yorkdale Plaza, Eaton Centre, Scarborough Town Centre). 

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

Danforth Subway Eastern Extension from Kennedy to the Toronto Zoo replacing Scarborough R.T. 
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Eglinton Subway 
 
Growth in mid-town Toronto and the heavily used commercial development along Eglinton Avenue 
warrants an east-west subway along Eglinton Avenue. This route can follow the vacant corridor across 
Etobicoke and existing Belt Line corridor park in central Toronto from Pearson International Airport to 
Yonge and Davisville. It can continue east under Eglinton Avenue to the Kennedy station on the Bloor-
Danforth subway line, serving industrial and commercial areas.  
 
Eglinton West Subway (1985) 
 
The Eglinton West subway was a proposed east-west subway line in Toronto, Canada. It was to start from 
the existing Eglinton West station on the Toronto Transit Commission's Yonge-University-Spadina line. 
Work began in 1994, but was halted in 1995 when the newly-elected Government of Ontario under Mike 
Harris cancelled the project. The excavation under Eglinton West intended to be Allen Station was 
subsequently filled in. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The initial Network 2011 report stated that the proposed rapid transit line would be a busway, and not a 
subway. The busway would be the most cost-effective alternative since Eglinton West corridor sits in the 
vacant Richview Expressway corridor, though in the future it could be expanded to a subway if ridership 
warranted. 
 
Though the former cities of Etobicoke and York strongly supported the concept of an Eglinton Rapid 
Transit line, as did the Region of Peel, they were unsatisfied with the prospect of a busway. There was 
some political jealousy over the fact that North York had successfully made the Sheppard Subway a 
priority (though practically, Sheppard Avenue did not have available right-of-way for a busway), and 
Etobicoke and York argued that their transportation needs had similar importance. On Metro Council, 
Etobicoke and York formed an alliance that argued that the Eglinton rapid transit line be built as a subway 
from the start. In 1994, when then Premier Bob Rae agreed to support the subway projects, they decided 
to spread the funding throughout Metro Toronto to appease residents of both sides, which would have 
resulted in two truncated subway lines instead of a single complete line. Completion of the Eglinton 
Subway will mean that St. Clair Avenue West will exist in between two paralle full-scale subways – 
Bloor-Danforth and Eglinton. This will drain passengers away from the St. Clair streetcar towards to the 
two subways, meaning that the dedicated streetcar right-of-way on St. Clair, which is causing loss of 
business on that street could be removed, once the Eglinton Subway is operational. 

Eglinton Subway (western half) 



 32 

The Eglinton West subway is no longer a priority of the TTC. Its expansion priorities are instead the 
extension of the Spadina subway to York University and Steeles Avenue, the replacement of the aging 
Scarborough RT system, the extension of the Sheppard subway to Victoria Park Avenue and Scarborough 
City Centre, and improvements to major bus and streetcar routes to create a network of "surface rapid 
transit" routes (including on Eglinton Avenue). 
 
Proposed stations 
 
·  Eglinton West-Allen  
·  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 have been built as far as York Centre Station. 
 
Allen Station 
 
Also known as Lower Eglinton West, this station was only a partial tunnel that was filled in shortly after 
the line's cancellation. It would have been linked to Eglinton West station on the Yonge-University-
Spadina line and the terminus of the Allen Expressway. 
 
Future 
 
The TTC's recent proposed expansion plan includes a light rail transit (LRT or streetcar) line across 
Eglinton called the Eglinton Crosstown LRT. This line would be built underground between 
approximately Keele Street and Laird Drive, which would effectively create an Eglinton West 
"subway", but would use LRT vehicles rather than the subway trains. A leaked copy of a 
Metrolinx report in 2008 indicated the organization may wish to revive the Eglinton subway line 
as opposed to the light rail option; however, in April 2009, the province and the city agreed on 
funding to build this as an LRT line. Since the line is to be built underground between Keele 
Street and Laird Drive, this should be done as a full subway. The cost of tunnelling will be the 
same for a subway as it would be for an undergound LRT. Eglinton Avnue is a major 
commercial strip experiencing heavy traffic congestion, therefore full subway capacity will 
eventually be needed. The line should be built as a full underground Eglinton Subway running 
from Pearson Airport east to meet the Bloor-Danforth line at Kennedy Station (the same route 
and length as the Eglinton-Crosstown LRT). It can run on the surface through the vacant 
Eglinton Transportation Corridor across Etobicoke to Jane Street and then proceed underground 
to Kennedy Station. For the first time, this will provide subway access to Pearson International 
Airport. 
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Eglinton Subway Eastern Extension Proposed stations 
 
·  Eglinton West-Allen  
·  Old Forest Hill 
·  Avenue 
·  Eglinton-Yonge 
·  Mount Pleasant 
·  Bayview South 
·  Laird 
·  Leslie South  
·  Science Centre 
·  Swift  
·  Eglinton Square  
·  Golden Mile  
·  Kennedy  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
On September 4, 2008, then Mayor David Miller defended his proposed Transit City light-rail network, 
responding toward that a draft transportation plan from the provincial agency Metrolinx would rewrite his 
scheme and call for a more expensive and higher capacity subway-like rail line underneath Eglinton 
Avenue. 
 
Metrolinx - whose board was then made up of Mr. Miller and other Toronto-area local politicians was at 
loggerheads with the TTC over his plan to set up a network of larger, more modern streetcars in dedicated 
lanes, with a partly tunnelled line serving Eglinton. According to an unreleased draft of Metrolinx's $55-
billion, 25-year transportation plan, the agency was insisting on instead building a higher-capacity 
subway or a buried version of the Scarborough RT line along Eglinton, something TTC officials say was 
unwarranted by ridership projections and could cost as much as $10-billion, instead of the current 
Eglinton project's price tag of $2.2-billion. However, they failed to take into account the growth in 
development and ridership over the years which would require higher capacity transit. 
 
The Eglinton line is among the proposals in a confidential draft transportation plan calling for $55-billion 
worth of public transit and highway expansion in the Toronto area over 25 years. The draft plan says it 
will boost public transit use and reduce the annual amount of transportation greenhouse gases emitted per 
person to 1.83 tonnes from 2.47 tonnes. But, since the population will increase, overall greenhouse-gas 
emissions from transportation will still rise.  The draft plan also calls for 4,600 kilometres of new lanes of 
road, for the expansion of Highway 407 east to Clarington and, in the draft version seen by The Globe, 
unspecified expansions of the 410, 404 and 427. 
 

Eglinton Subway (eastern half) 
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The draft was to be discussed by the Metrolinx board in a private session later this week. Another draft 
version was to be released later this month for public consultations, with a final version submitted to the 
provincial government later this year. 
 
What's in Metrolinx's $55-billion proposal: 
 
A draft version - subject to change - of Metrolinx's $55-billion, 25-year Toronto-area transportation plan 
includes: 
 
More trains: GO Train riders in Hamilton, Mississauga, Brampton, Richmond Hill and Oshawa would 
see all-day, two-way service to Union Station every 15 minutes. An express train would also run every 15 
minutes from Union Station to Pearson Airport. Regular GO Transit commuter-rail service expansions or 
improvements include routes to Niagara, Kitchener-Waterloo, Bowmanville and Aurora. 
 
More subways: A subway, or subway-like line would replace current plans for a cheaper light-rail line 
on Eglinton. A new "downtown core" subway line connecting 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 modern low-floor 
streetcars in dedicated lanes along Finch, Sheppard, Jane and Don Mills Road and along the 
waterfront. Local rapid-transit bus or light-rail services would be built along key routes in Hamilton and 
Halton, Peel, York and Durham Regions. 
 
More roads: While the draft plan lacks specifics, it calls for at least 4,600 kilometres of new lanes of 
road, including the extension of Highway 407 east to Clarington, as well as extensions to the 404, 427 and 
410. It also calls for continued expansion of the province's high-occupancy-vehicle lane network. 
 
Suicide Prevention Barriers and Station-Skipping 
 
Periodic suicides on station platforms can delay transit. These tend to be committed at the end of the 
station platform towards the train as it is entering the station. 10-metre Plexiglas barriers should be 
installed on station platforms, along with doors, to eliminate this problem. Station-skipping during rush 
hours with certain trains stopping at certain stations as a rush hour express service should be employed to 
increase subway ridership. 
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GO TRANSIT 
 
GO trains should run every 15 minutes all day with an integrated fare with the TTC. A new east-west 
crosstown GO train service should run along the CP rail line parallel to Dupont Street from Etobicoke to 
Markham utilizing the Summerhill Station to reduce Union Station crowding. It should have Stations at 
The Junction, Summerhill, Don Mills, Agincourt and Markham. 
 
The following extension to the GO Transit system in the Toronto area is recommended: 
 
·  Crosstown GO service from Etobicoke to Markham 
 
SMART CARD TECHNOLOGY 
 
Smart cards have the ability to increase ridership and, more importantly, speed.  The average travel 
speeds are improved because customers can just tap a card to the farebox instead of inserting cash.  This 
reduces the average dwell time, or the amount of time a bus is stopped picking up passengers. It is 
efficient and can be used to integrate all TTC and GO fares. 
 
TROLLEYBUSES 
 
The existing streetcars should be phased out as they are slow, cause congestion and cost too much to 
maintain. All streetcars should be replaced with energy-saving trolleybuses of the same capacity as 
streetcars, which can maneuver around street blockages, do not need tracks and can pick up and discharge 
passengers from the curb rather than in the middle of the street.  
 

A New Modern Trolleybus which could replace a streetcar 
(a streetcar on wheels) 
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SCARBOROUGH CENTRE TRANSPORTATION HUB 
 
The creation of a new ‘downtown’ for Scarborough with construction of new tall condominium towers 
and increased density around the Scarborough Town Centre, transportation would be improved to serve 
this new community. Full subway extensions can be supported with the financial help of the developer 
investors in this project. As it is nearing the end of its life, it is proposed to replace the SRT line with an 
eastern surface extension of the Bloor-Danforth Subway line in its place running to the current terminus at 
McCowan station, with a future extension planned to the Toronto Zoo at Meadowvale Road. This would 
require the relocation of the subway platforms at Kennedy Station to the hydro corridor west of the 
current station in order to provide a continuous alignment of the subway northward along the current SRT 
route. It would be connected by a covered walkway to the existing bus terminal. It is also planned to 
complete the Sheppard Subway, as once proposed and approved, to Scarborough Centre station, thus 
making that station into a subway junction and making the Town Centre (now to be called the 
Scarborough City Centre) as a transit hub. Road access would continue as it is now with Highway 401, 
but it is envisaged that Ellesmere Road, McCowan Road and Progress Avenue could be rebuilt into grand 
urban boulevards with landscaped medians and wide sidewalks. The Sheppard and Bloor-Danforth 
Subways would connect at the Scarborough City Centre, thus completing an ‘outer loop’ of subways to 
serve eastern Toronto. With an additional extension of the Sheppard Subway west to Downsview, the 
northwest and eastern suburbs of Toronto, and ultimately the Toronto Zoo, are satisfactorily connected by 
transit without having to go through downtown Toronto. 
 
Parking in the new Scarborough City Centre would be increased with the use of several new multi-storey 
parking garages (up to ten storeys) located around the shopping plaza which would replace the current 
open-air lots which would be developed. These have the advantage of adding more parking, up to 10,000 
vehicles, as they are built upward and will provide indoor parking and reduce the space needed for 
parking. Out-of-town commuters could park there and take the subway to other parts of Toronto. All of 
Scarborough would benefit from this project with improved 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 system of Provincial Freeways including the QEW and the 
400-series Highways. Highways 400, 401, 404, 409 and 427 are the Provincial Freeways within the City 
of Toronto’s boundaries. The Province transferred the Toronto section of the QEW (now part of the 
Gardiner Expressway) and Highways 2A and 27 (now an arterial road) to the City of Toronto in 1997. 
 
Toronto built the Gardiner Expressway east to Leslie Street, the Don Valley Parkway north to Highway 
401 and the Allen Expressway (originally the Spadina Expressway) only as far south as Lawrence 
Avenue between 1954 and 1971. Plans were drawn up to extend the Allen Expressway to Bloor Street, 
extend the Gardiner Expressway east into Scarborough and extend Highway 400 south to the Gardiner.  
 
These plans were abandoned as the City stopped building expressways in 1971 when further construction 
of the Allen Expressway was cancelled due to protests for neighbourhood preservation. The Allen was, 
however, later extended as an arterial road from Lawrence Avenue to Eglinton Avenue, as the right-of-
way had already been prepared for it, hence the current name of Allen Road. Cancellation of the Allen 
also affected other planned GTA expressways at that time. However, without constructing less damaging 
alternate expressway routes, this decision has been considered the most devastating blow to growth and 
mobility in southern Ontario. Highway 400 was extended only to just south of Eglinton Avenue, but as an 
arterial road known as Black Creek Drive and the section of the eastern Gardiner Expressway between the 
Don River and Leslie Street was demolished in 2001 as it was under-utilized and would not be extended. 
 
In 2000, the City of Toronto adopted the Road Classification Plan as part of the Official Plan. That report 
gave a specific classification for each road in Toronto as expressway, major arterial, minor arterial, 
collector and local road. The Gardiner Expressway, Don Valley Parkway, Allen Road from Eglinton 
Avenue to Transit Road (just north of Wilson Avenue) and Highway 2A are classified as ‘expressways’ 
due to their important function within the City’s overall transportation infrastructure inventory. This is 
enshrined in the City's Official Plan and the expressway status of these roads must be maintained.  
 
Due to forty years of growing traffic congestion and loss of productivity, the City of Toronto still needs to 
build two new additional expressway routes – one to the northwest and one to the east. The future of the 
elevated section of the Gardiner Expressway also needs to be settled once and for all. New expressways 
could be built utilizing private financing or bond issue. Expressways along these two new routes could be 
built entirely within existing corridors to eliminate the need for disruptive expropriation and, like 
subways, tunnelling should be employed. It is recommended that a northwest expressway be tunnelled 
under an existing rail corridor, and an eastern expressway be built along the middle of a wide hydro 
corridor, plus some improvements should be made to existing routes. 
 
The following extensions to Toronto’s expressway system are recommended: 
 
·  Allen Expressway upgrade 
·  Highway 400 Extension 
·  Gatineau Hydro Corridor Expressway (Highway 448) 
 
Allen Expressway 
 
Construction of the Allen Expressway was cancelled in June 1971 and today, known as Allen Road, it 
abruptly terminates at Eglinton Avenue. Completion of the Allen Expressway into downtown Toronto as 
originally planned is not recommended. This route is too central and would cut through Forest Hill, the 
Cedarvale Ravine and the Annex. It would also compete with the Spadina Subway. However, operational 
upgrades should be made to the Allen to improve access, egress and traffic flow on the expressway.  
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Existing Situation 
 
The Allen Road has six through lanes from north of Sheppard Avenue to Lawrence Avenue and four 
lanes from Lawrence Avenue to Eglinton Avenue.  South of Yorkdale, it has an additional two outer lanes 
next to the retaining walls as entrance/exit lanes which turn into the ramps to and from Lawrence Avenue. 
Due to its short length, the Allen gets very congested southbound at Lawrence and Eglinton Avenues. The 
City of Toronto wishes to revitalize the Lawrence-Allen area, looking at some changes to the Allen Road.  
 
Proposal 
  
It is proposed to keep the Allen Road at its current length (Eglinton Avenue to Dufferin Street north of 
Sheppard Avenue) and not extend it southward as this would be handled by the proposed Highway 400 
Extension further west. However, the following operational improvements to the Allen should be made. 
 
The expressway should be widened from four to six lanes between Eglinton and Lawrence Avenues. At 
the expressway’s southern terminus, the T-junction at Eglinton Avenue should be replaced by a double-
lane roundabout around Eglinton West Subway Station, thus eliminating the current backlog of traffic on 
southbound Allen.  
 
At Lawrence Avenue, the on and off ramps should be widened to two lanes each and a new traffic 
roundabout should be implemented at the tops of the ramps with the construction of a second Lawrence 
Avenue bridge to provide for the roundabout at the north side of Lawrence West station. This will 
eliminate backlog traffic getting on and off the expressway at Lawrence Avenue.  
 
The current six through expressway lanes north of Lawrence Avenue as currently configured should be 
retained and grass slopes built with planted trees on both sides to replace the current retaining walls. The 
two outer approach lanes and on and off ramps should be relocated further out to the top of the new slopes 
where they can serve as local access service roads for the Allen. These new service roads would be two-
lanes each and would come off and on the Allen just south of Ranee Avenue (near Yorkdale). They would 
intersect with Flemington Road on either side of the bridge over the Allen and proceed south to the 
Lawrence Avenue roundabout, improving traffic flow, and making the intersection more ‘pedestrian-
friendly’ and safer. This would eliminate the ramp congestion and provide opportunities for beautification 
alongside the expressway as well. The service roads would have bicycle paths running beside them. They 
would also be shrouded in trees and have linear parks and parkettes built alongside them, creating a green 
corridor, while maintaining the essential freeway function of the Allen.  
 
For minimal extra cost, the bridges over the Allen at Flemington Road and Lawrence Avenue could be 
widened to allow for linear parkettes and bicycle trails added to them alongside the streets, thus creating 
green corridors crossing the expressway. New pedestrian bridges can also be built over the Allen north of 
Flemington Road. Numerous trees could be planted on the parkettes, linear parks and new grass slopes. 
The existing slopes south of Lawrence can also be shrouded in trees. All of these trees will reduce the 
CO2 emissions as well. This proposal is a win-win situation not only for the local community, but for the 
entire city as well, including all who use the Allen as an essential artery. It creates pleasant, visually 
attractive neighbourhood connections without being too costly and maintains the essential expressway 
function of the Allen. The interchange with Highway 401 is under Provincial MTO jurisdiction. 
 
The current ramps to Wilson Heights Boulevard should be maintained. North of this interchange, the 
expressway becomes a signalized arterial road. A third roundabout should be constructed to replace the 
intersection with Transit Road. The official title of the expressway which is currently W.R. Allen Road, 
should be renamed as the W.R. Allen Expressway to reflect its improved function (a return to its pre-1980 
title). North of Transit Road, the existing Allen Road should become part of Dufferin Street.   
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ALLEN EXPRESSWAY ROUNDABOUTS PLAN 

 

Allen Expressway roundabout at Transit Road 
 

Allen Expressway roundabout at Lawrence Avenue West 
 

Allen Expressway roundabout at Eglinton Avenue West 
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Highway 400 Extension 
 
Northwest Toronto still needs a complete expressway route from Highway 401 to the Gardiner 
Expressway. A Highway 400 Extension would do a better job of handling traffic demand without the 
disruption that an extension of the Allen Expressway would have. It is recommended that a northwest 
expressway be completed from Highway 401 to the Gardiner Expressway along the Black Creek Drive 
route utilizing an existing industrial rail corridor. This will be away from the Central core and will remove 
much of the congestion on the western Gardiner Expressway and can serve as a new route to Pearson 
International Airport and to Highway 400. It can be operated as a toll road until construction is paid off.  
 
Black Creek Drive, built in 1982, was an attempt to construct the 400 Extension, but as an arterial road 
instead of as an expressway, due to the political fallout from the Allen Expressway cancellation in 1971.  
 
Black Creek Drive, which is heavily congested, should now be widened from four to six lanes and grade-
separated into a full expressway, as part of Highway 400, to its southern terminus at Weston Road, with 
full diamond-shaped interchanges at Lawrence and Eglinton Avenues and a partial interchange with 
Trethewey Drive. Land has been preserved for this purpose as a 45-metre right-of-way. This section 
should be done in the short term to ease heavy traffic flow in this area. From the southern terminus of the 
upgraded Black Creek Drive, the Highway 400 Extension would swing south-easterly alongside the 
CN/CP railway lines which also carry the Georgetown GO train service, in the vacant corridor on the east 
side next to the tracks to the Gardiner Expressway west of Strachan Avenue near Fort York. It can be 
tunnelled under the railway lines for minimal impact. 
 
CN owns the western side of the CN/CP rail corridor, which also contains GO transit. It is also proposed 
to run an express transit line from Union Station to Pearson Airport within this side of the corridor. The 
eastern side is owned by CP and is mostly vacant. It is proposed to run the Highway 400 Extension within 
the eastern CP side of the corridor. It can be an open trenched route within industrial areas, but should be 
in a bored tunnel where it passes residential areas such as Liberty Village. A linear park with a bicycle 
trail can be built on top. The extension would continue on a south-easterly angle with simple single-lane 
off-ramps near St. Clair Avenue West, Dundas Street West and Queen Street West. The extension would 
connect to the Gardiner Expressway west of Fort York, and could eventually tie into the proposed 
Toronto Waterfront Viaduct, which could replace the existing elevated Gardiner Expressway through the 
core above the Lakeshore rail corridor. Most of this route alongside the railway lines is flanked by 
industry, but with some intensifying residential communities, where tunnelling is required. This route will 
help to strengthen these industries and provide a route for their trucks, keeping them off local streets. 
 
The Highway 400 Extension to the Gardiner Expressway, combined with the existing Highway 409 and 
Eglinton Avenue across Etobicoke, will provide a new much-needed access route to Pearson International 
Airport and for northbound cottage country traffic from Central Toronto, thus relieving traffic and 
providing an alternate route to and from the airport. This will also serve as an important trucking route 
serving northwest industrial areas and could remove heavy trucks and through traffic from local streets. 
 
Construction Proposed and Considered  
 
(a)  The Provincial Section from Jane Street to Keelesdale Park. 
 
As outlined in the 1965 functional planning report for the construction and seen in a map contained in 
this report, this 4 km section is designed for speeds of 100 km/h. This speed which is lower than the 110 
km/h speed recommended for urban expressways in the 1959 Draft Official Plan was established in 
recognition of the winding character of the municipal section. Ramp speeds were as follows: 3 lane ramps 
– 80 km/h, 2 lane ramps – 60 km/h, 1 lane ramp – 40 km/h.  
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A total of six 4-metre (12 foot) lanes, three in each direction, would carry 1,400 vehicles per lane per hour at 
the design speed. Additional lanes would be provided for weaving and merging. 
 
Traffic volumes for purpose of design were obtained from the former Metropolitan Toronto Planning 
Department and based on p.m. peak hour movements. Up to 2,000 vehicles per lane per hour can be carried 
by freeways under congested conditions, however at such high volumes the flow has a tendency to break 
down, leading to lower flows and stop-start conditions, with considerable back-ups of traffic. 
 
A 9-metre (28-foot) median containing drainage and guard rail would separate the north and south traffic 
while 3-metre (8'6") paved shoulders with curb and guard rail would stretch along each side. The cross-
sectional width is 40 metres (130 feet) total with additional width required in curving sections. High 
mast illumination is recommended for the extension. 
 
Construction would require the addition of one through traffic lane in each direction on Black Creek 
Drive, widening the road to six lanes. All traffic signals would be removed and bridges, overpasses and 
ramps would be constructed. The bridge over the Black Creek south of Lawrence Avenue would have to 
be twinned. The use of diamond interchanges minimizes land required. 
 
Jane Street Interchange 
 
This interchange is completed and would remain as it is presently constructed. 
 
Lawrence Avenue Interchange 
 
A Parclo-A type design was recommended for its superior operating characteristics and is complimentary to 
the turning movements provided at the Jane Street Interchange. The location of the Black Creek 
channelization necessitates two crossings within the interchange lands one on Lawrence Avenue (presently 
provided) and the other south of Lawrence Avenue. No access to the Highway 400 Extension northbound is 
provided from Lawrence Avenue eastbound as this traffic can reach the extension by proceeding north on 
Jane Street to the interchange there. Sufficient land is set aside for these ramps at the intersection of Black 
Creek Drive and Lawrence Avenue. 
 
Trethewey Drive and Eglinton Avenue Interchange 
 
Trethewey Drive would have a partial interchange with ramps only to the north and Eglinton Avenue would 
have a full two lane diamond interchange ramp service to the expressway. Structures are proposed to carry 
these arteries over the expressway lanes. The Black Creek reconstruction would be enclosed under 
Trethewey Drive, while at Eglinton bridging over the open channel is proposed. Present connections at 
Bertal Road, and Greenbrook Drive to Trethewey Drive would require relocation due to a more 
southerly alignment of this artery. Keelesdale Drive would be straightened to become the western 
service lane while Industry Street would intersect with Keelesdale Drive. Access to industrial 
lands north of Eglinton would be via the Trethewey ramp to Bertal Road and Trethewey Drive itself. 
The Ministry of Transportation (MTO) still owns a large tract of land on the east side of Black Creek 
Drive between south of Lawrence Avenue and Eglinton Avenue which is meant to be used for the 
Highway 400 Extension, so the widening and building of interchanges is not a difficulty. 
 
Highway 403 Extension Interchange 
 
While the future of the proposed Highway 403 Extension has not been determined, the 1965 functional 
planning report did include a design for its connection to the Highway 400 Extension. The location, in 
Keelesdale Park immediately south of Eglinton Avenue, would provide expressway service between the 6-
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lane Highway 403 Extension running west only and the 6-8 north/south lanes of the Highway 400 
Extension. The transfer from Provincial to municipal jurisdiction of the extension occurs just south of this 
interchange. In the design of the interchange itself prime consideration was given to the "clean and efficient" 
operation of the expressway turning movements. A fully directional "Y" was recommended, favouring the 
greater magnitude of traffic expected between the Highway 403 Extension and the extension south than the 
extension north. The flood control reconstruction of the Black Creek is enclosed in a tunnel structure in the 
southern area of Keelesdale Park where it passes under the ramps and expressway lanes to continue its 
flow westward to Weston Road. Consideration of the aesthetic impact of this interchange together with the 
visibility of the user has resulted in the positioning of the Extension at grade level with the 2 lane north 
and 3 lane south Highway 403 Extension connections on a two tiered structure above. Industrial lands 
between the railway tracks and the Extension south of Eglinton would be acquired with the Highway 403 
Extension proposal, thus deleting the need for Keelesdale Road. Should the Highway 403 Extension 
plans not proceed, the present location of this road would probably remain. The playing fields in Keelesdale 
Park would be required for the interchange, but the design allows for the retention of the arena and 
York Community Centre..  
 
Due to the construction of retail stores on the southwest corner of Black Creek Drive and Eglinton 
Avenue, a Highway 400 Extension/Highway 403 Extension (Airport Link) would have to be located to 
the east of the current Black Creek Drive alignment. This would mean a slight realignment of the 
extension to the east in the vicinity of Eglinton Avenue, which must not impact on the new York 
Community Centre to be constructed on the southeast corner. This realignment would not be required if 
the Highway 403 Extension is not constructed. 
 
(b)  Alternatives Considered for the Municipal Section  

- Keelesdale Park south to the Gardiner Expressway 
 
Some of the basic principles on which the 1958 preliminary plans for this section of the Highway 400 
Extension were founded have since been considered technically and economically difficult. The study of 
alternative solutions together with other alignments has resulted in the following general 
considerations for previously considered alignments: 
 
1.  The location of an expressway route through residential areas has less impact on the adjacent lands 
if it is accommodated as a depressed grade facility. However, such construction interferes not only with 
the existing local road network requiring many closures, cul-de-sacs, and bridge structures but also 
with the gas, water and sewer mains requiring pumping facilities in some cases where the gravity flow is 
interrupted. The latter is more dominant on routes travelling in an east/ west direction. Recent studies 
have included elevated structures in many locations, which while allowing street and service continuity 
results in substantially more environmental problems. 
 
2.   The use of Hydro Electric Power Commission rights of-way while reducing the number of 
residential and industrial properties affected by the alignment necessitates the burying of electric cables. 
However, access to these cables must still be provided. The preferred solution has been to 
elevate the expressway on structure over these lands producing the same environmental results as 
mentioned above. 
 
3.  The disruption of industry and rail sidings by the alignment could be alleviated to some extent 
by an elevated design which would allow industries whose buildings do not impinge on the right-of-
way to remain, using the land beneath for parking facilities. While the environmental effects of 
this solution in industrial areas might not be deemed as severe as in the residential lands, the 
extent to which it would be compatible has not been determined. 
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4.  The infringement of the right-of-way on a dedicated parkland such as High Park and burial grounds 
such as the Military Cemetery west of Fort York has in the first example necessitated an alternative alignment 
and in the second a reduction of service to avoid the legal confrontation. 
 
5.  Only the diamond and Parclo type interchanges which basically require four separate access 
connections to the arterial road system have been considered. The technical difficulties in finding a 
location for these connections at the intended artery in some cases have led to long access routes or the 
omission of the interchange altogether. More recent designs which result in one arterial/access 
ramp interchange, above or below the expressway lanes, could reduce land acquisition and increase 
the location possibilities. 
 
While the former City of Toronto did undertake an impact study of 27 alternatives for the alignment of the 
Highway 400 Extension within its boundaries, consideration had been given primarily to only three, - the 
Christie/Clinton, the Keele/Parkside and the Allendale. Although the former Metropolitan Toronto Planning 
Board has favoured the first, it did undertake an alignment study of both the Christie/Clinton and the 
Keele/Parkside in 1968.  
 
The Allendale Alignment  
 
The Allendale alignment, located mostly within the rail corridor was favoured by the former City of Toronto 
Planning Board.  To date, only very preliminary technical consideration of this 7.5 km route has been 
undertaken south of Davenport Road while the portion north of this point would assume an alignment 
similar to the Christie/Clinton. From Earlscourt Park the total 6 lanes of the elevated expressway over 
Davenport Road/Lansdowne Avenue intersection and would descend to a depressed grade construction 
with Lansdowne and St. Clarens Avenues continuing on either side at grade. This form of 
construction would continue to the vicinity of Shirley Street, south of Dundas Street where the alignment 
would curve southeasterly through industrial lands to the central city running adjacent to the north side of 
the CPR/CNR right-of-way. East of Strachan Avenue an interchange with the Gardiner Expressway 
was seen as a possibility. 
 
The merging of the total 6 lanes of the proposed Highway 403 Extension with the total 6 lanes of the 
Highway 400 Extension north of Keelesdale Park has resulted in the recommendation of a total 10 lanes for 
this portion south to the Old Weston Road interchange. In addition to the 2 lane increase over the 8 lanes 
proposed in 1958, an alternative location has been suggested to avoid cutting through the residential area in 
the Rogers Road/Keele Street vicinity. The new alignment would run south from Keelesdale Park adjacent 
to the east side of the CPR/CNR tracks to midpoint in the present gap of Keele Street where it would veer 
easterly to follow the Hydro Electric Power Commission's right-of-way to Old Weston Road (for reasons 
previously described). This location, through industrial lands along the railway and on the HEPC right-of-
way has resulted in elevating the extension on structure. 
 
Highway 400 Extension Recommended Route 
 
A revision to place the entire Allendale alignment for the Highway 400 Extension within the Georgetown 
CPR/CNR rail corridor on the east side of the corridor in a depressed and tunnelled route is 
recommended. This has the least environmental and neighbourhood impact and does not require 
demolition of properties. It will require, however, the relocation of some of the railway tracks closer 
together. This will open up a vacant strip along the east side of the corridor, wide enough for the 
expressway to fit in a trench. South of Queen Street to east of Strachan Avenue, it is recommended that 
the route be in a cut-and-cover tunnel as it passes through the Liberty Village development towards the 
Gardiner Expressway. Simple stacked diamond interchanges which with landscaping look like standard 
street intersections at the surface can be provided at St. Clair Avenue, Bloor Street, Dundas Street, Queen 
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Street and King Street. Linear parkland and bicycle trails can be constructed over the tunnelled section 
and the existing bicycle trail parallel to the corridor north of Dundas Street to St. Clair Avenue should be 
maintained and landscaped. 
 
The Gardiner Expressway/Highway 400 Extension Interchange 
 
East of Strachan Avenue and south of Wellington Street, the Highway 400 Extension crosses in a tunnel 
under the rail corridor and comes up on to the surface, rising on to elevated structure between Fort York 
and Strachan Avenue. Passing to the west of Fort York, it enters a fully directional "Y" interchange with 
both east and west directions of the Gardiner Expressway, with ramps passing under the Gardiner and 
rising up to join its lanes. At this point, there is only vacant space under the Gardiner Expressway. 
This connection has been taken into consideration in the structural design of the presently constructed 
Gardiner facility. Two lane ramp access is planned for each turning movement between the Gardiner 
Expressway and the Highway 400 Extension. To avoid infringement on the Military Burial Grounds at 
Strachan Avenue a lower speed ramp has been provided for traffic from the southbound Extension 
heading west on the Gardiner. The design of this interchange has not altered significantly since the 
1958 plans of alignment prepared by the former Metropolitan Toronto Planning Board. The possibility of 
its construction has been part of the technical design of the presently constructed Gardiner Expressway 
between Strachan Avenue and Bathurst Street, which has extra wide lanes in this vicinity to accommodate a 
future Highway 400 Extension interchange.  
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Georgetown GO rail corridor looking north near Bloor Street – mostly industrial area 

Georgetown GO rail corridor looking north near Queen Street – new residential area 
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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 to tear down all or part of the Gardiner and replace it with a 
surface boulevard are costly and impractical. Traffic flow would be slowed and idling would increase on 
a signalized boulevard. It would be a devastating blow to the city. Even if the Gardiner was removed, 
numerous rail lines and towering condos would remain. Due to the Gardiner standing on reclaimed land 
with a high water table, a tunnelled expressway in this vicinity would have to be water-tight, which could 
be costly and disruptive to construct. 
  
A continuous grade-separated expressway connecting the Queen Elizabeth Way in the west to at least the 
Don Valley Parkway in the east must be maintained. In the short term, it is recommended that the existing 
elevated section of the Gardiner Expressway be maintained properly and its underside be enhanced with 
beautification. 
  
While maintaining the elevated Gardiner Expressway with some modifications is recommended in the 
short term, a permanent long-term solution to this issue involving a total rebuild of the ageing expressway 
may be needed and this exercise could involve a new and relocated structure.  
 
An option for a replacement is the Toronto Waterfront Viaduct proposal. This consists of a state-of-the-art 
cable-stayed viaduct bridge to replace the current elevated section of the Gardiner Expressway through 
downtown Toronto. It combines an expressway for private vehicles, separate lanes for a light rail transit 
system, and panoramic viewing lanes for pedestrians and bicycle use. All of this could be constructed 
above the existing lake shore railway lines, in a unique waterfront transportation corridor. It would run 
from the Gardiner Expressway at Dufferin Street above the existing CN railway lines to the Don Valley 
Parkway. It would also contain a similar number of access points as the existing elevated expressway 
does now.  
 
All four modes of transportation (driving, riding, walking and biking) must be acknowledged for the 
revitalization process of the waterfront. As mentioned before, the new proposal is based on a cable-stayed 
viaduct running above the existing lake shore rail corridor. Since this rail corridor is not going to be 
removed from its current location due to its major transportation role for downtown Toronto, the right-of-
way that it occupies seems to be the obvious choice for future increase on transportation capacity. Also, 
from an architectural point of view, the choice of a cable-stayed viaduct allows the possibility of a light 
structure that can blend with its surroundings, as seen on the rendered picture below. Later, once the new 
viaduct is completed, the existing elevated Gardiner Expressway can be dismantled, and a reconfigured 
Lake Shore Boulevard gets delivered to the city. The proposed viaduct will include 8 to 10 lanes for 
private vehicles (compared to the Gardiner's current 6 lanes) with their respective safety shoulders, lanes 
for light rail transit, and panoramic lanes for bicycle traffic and pedestrian enjoyment. This way we will 
be able to combine all modes of transportation in one corridor, as this balanced proposal is based on: 
driving, riding, walking and biking. 
 
Construction of the Toronto Waterfront Viaduct offers the opportunity to possibly construct the 
Downtown Relief Subway as a second deck along the viaduct instead of under Queen Street as proposed. 
This would vastly reduce the cost of building this necessary rapid transit line.  
 
The lakeshore railway tracks east of Yonge Street run over an embankment that physically separates the 
city from its waterfront. This embankment is also viewed as an ugly feature on the city's landscape. 
Therefore, this embankment can be replaced with a one-level modular concrete building that can house a 
variety of commercial, cultural and social venues. This building will serve the waterfront's new 
population growth and will also create a new tourism destination. Also, the space between the new 
building and Lake Shore Boulevard will become a pedestrian mall for the general public. 
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Improvements which can be made to the existing elevated Gardiner Expressway 

The new Toronto Waterfront Viaduct which can replace the elevated Gardiner Expressway 
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Because the Viaduct will be crossing the city along an urban environment, the pylons supporting the deck 
can have an additional functionality: habitable towers for residential or commercial purposes. Different 
kinds of uses can take place inside these structures, like condominiums, hotels, offices, restaurants, etc., 
right on top of the busiest transportation corridor in Canada’s largest city, with immediate access to the 
expressway, subway, commuter GO trains, and bicycle/pedestrian paths.  
 
Highway 448 
 
For many years, Toronto planned to extend the Gardiner Expressway east to meet Highway 401 in 
Scarborough. Initially, in 1956, this route was called the Kingston Road Expressway, which would have 
been an upgrade of the existing Kingston Road to expressway standard. It was later decided to locate the 
route alongside the main C.N. Lakeshore railway line running parallel to Kingston Road. The route was 
known as the Scarborough Expressway. The City began acquiring properties for the route in 1958. 
Approval of construction was given in 1967, but due to opposition to heavy property requirements in the 
east Beach area, the route was realigned to along the Lakeshore rail corridor in 1973. Continued local 
opposition resulted in the extension being shelved in 1974, however, the route remained in Toronto 
official plans as a transportation corridor until 1994. The eastern stump of the elevated Gardiner 
Expressway from the Don Valley Parkway to Leslie Street was demolished in 2001 as it would no longer 
be needed for an eastern extension. However, an opportunity remains for an eastern expressway link 
further north along a wide hydro corridor across Scarborough. The proposed Toronto Waterfront Viaduct 
would swing north into the Don Valley Parkway leading traffic towards this route. 
 
There is still a great need to construct an eastern expressway across southern Scarborough to by-pass the 
congested east Beach area and relieve the heavily-used Don Valley Parkway. Traffic levels on the Don 
Valley Parkway south of the Don Mills Road exit are half that of north of this exit (approximately 30,000 
vehicles per day at the south end, 50,000 vehicles per day north of Bloor Street, rising to over 80,000 
vehicles per day north of Eglinton Avenue), causing heavy congestion. The westbound Highway 401 and 
southbound Don Valley Parkway to Eglinton Avenue are also heavily congested. A revival of the original 
Kingston Road Expressway is no longer possible without expensive tunnelling, and the Scarborough 
Expressway route alongside the railway tracks is no longer available due to development. However, an 
opportunity exists to construct a new expressway, possibly trenched and covered in the wide Gatineau 
hydro corridor which runs on a northeasterly angle from the Don Valley Parkway south of Eglinton 
Avenue to past Highway 401 at Morningside Avenue. No expropriation is required and the road can fit in 
the centre of the corridor between the rows of hydro towers. This route would alleviate the Don Valley 
Parkway, Highway 401, Kingston Road and other east to west roads across the east Beach area and 
Scarborough of heavy traffic. A bicycle trail has recently been built in this corridor, which will remain. 
 
TRUCKS AND COMMERCIAL TRAFFIC 
 
Commercial traffic is vital to Toronto’s economy and needs to flow well. HOV lanes on existing 
Provincial freeways can also be used as express lanes for trucks outside of peak hours. In addition, truck 
lanes can be provided on the Toronto Waterfront Viaduct and on the Highway 400 Extension. 
 
PARKING 
 
Inexpensive multi-storey parking garages should be constructed at public transit hubs such as Yorkdale, 
Eglinton West, Yonge-Sheppard, Yonge-Eglinton, Yonge-Bloor, Dundas West, Greenwood, Kennedy 
and Scarborough Centre Stations and the proposed Sherway Gardens Station, to provide adequate parking 
for drivers who wish to transfer on to the subway system and to allow out-of-town and out-of-province 
visitors to park legally in Toronto and curtail the problem of illegal parking by out-of-province drivers 
who cannot be tracked for parking fines. 
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The Gatineau Hydro Corridor looking east from Nielson Road 

The Gatineau Hydro Corridor looking east from Pharmacy Avenue 
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TECHNOLOGIES 
 
New technologies should be investigated and employed to improve the efficiency and safety of subway 
and road use as they make better use of existing infrastructure. 
 
Expressway Traffic Optimization (ETO) Technology 
 
Smart, Responsible Ontario Ecodriving is a way to eliminate congestion on all expressway lanes. 
  
ETO is an example of a practical, cost-effective concept. An advanced form of Intelligent Transportation 
Systems (ITS) technology, the ETO concept builds upon accomplishments of the ITS industry, which has 
evolved over 40 years into a now rapidly growing success. Several examples already exist in the GTA and 
Hamilton such as ramp metering (on the eastbound QEW in Mississauga) and digital electronic overhead 
variable message signs (VMS). 
 
Pavement-embedded lights can be spaced every 10 metres along lane centrelines, to signal a driver's 
appropriate speed and spacing. As the driver follows the signal, spacing between vehicles is improved and 
this could increase congested travel of 300 vehicles per hour per lane up to the ideal non-congested 2000 
vehicles per hour per lane. 
 
NZR Heavy Truck Technology 
  
National Zephyr Research developed innovative, cost-effective and practical heavy truck hitch and 
suspension systems that dramatically improve productivity, safety and configuration flexibility for 
operators of both large and small fleets. 
 
Battery Electric Vehicles 
 
Automobile pollution and depleting fuel resources are issues that are becoming more and more important. 
The future of the private automobile will change to become more environmentally sound. The addition of 
catalytic converters on cars in the 1990’s reduced automobile pollution drastically. Today’s cars pollute 
90% less than their 1970 counterparts. However, battery electric vehicles are the cars of the future which 
will be environmentally-friendly and, eventually, economical. They will eliminate automobile pollution 
completely and reduce engine noise. 
 
The battery electric vehicle, or BEV, is a type of electric vehicle that uses chemical energy stored in 
rechargeable battery packs. The concept of battery electric vehicles is to charge batteries on board 
vehicles for propulsion using the electric grid. 
 
Induction Lighting 
 
It is recommended that new white induction lamps on 10-metre (30 feet) poles be installed on all of 
Toronto's municipal expressways (Gardiner, Don Valley and Allen Expressways, plus any new 
expressways to be built). Existing high-mast lights on expressways should be retained and converted to 
induction lighting. Induction street lighting has recently been installed in the Town of Cobourg, Ontario. 
Induction lamps, which have a warm white light, would replace the current orange high pressure sodium 
system (HPS) which contributes to light pollution and rising high energy costs. These new lamps would 
be a significant contribution to Toronto's green plan. Induction lighting lasts up to 100,000 hours, while 
existing high pressure sodium lamps last up to only 24,000 hours. Induction lighting significantly reduces 
CO2 emissions. After initial installations on expressways, induction lighting should be installed on all 
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arterial roads, local streets and laneways in Toronto. Improved lighting would reduce night-time accidents 
and night-time street crime. Results of this new lighting have shown: 
 
·  19 % increase in those feeling very/fairly safe while walking alone after dark  
·  40% increase in perceptions that quality of life had improved in re-lit areas  
·  63% increase in perceptions that the area was well lit  
·  27% increase of women walking home at night feeling safer.  
 
ARTERIAL ROADS 
 
Breaks in Toronto’s arterial road system grid, especially in the Leaside, Beaches and Junction areas, must 
be linked to improve mobility and provide more direct bus services. No new roads should be built in the 
Rouge Valley Park which should be preserved in its natural state.  
 
Streetcars in mixed traffic should be phased out as this causes congestion. Streetcars should be replaced 
with energy-saving trolleybuses which, unlike streetcars, can maneuver around street blockages.  
 
The proliferation of bicycle lanes on major arterial roads should cease. This is not safe and reduces 
needed road space. Bicycle lanes should be placed along minor and local roads only. An extensive 
network of off-road cycle trails as proposed in this plan will reduce the need for bicycle lanes on streets 
and increase cyclist safety.  
 
A network of one-way arterial roads, particularly in the downtown area, similar to the current operation 
on Richmond Street and Adelaide Street, should be expanded to improve downtown traffic flow. Yonge 
and Bay Streets, Davenport and Dupont Streets, Parliament and Church Streets are good candidates for a 
new one-way system.  
 
The following extensions to Toronto’s arterial roads system are recommended: 
 
·  Dufferin Street southern extension to Lake Shore Boulevard West. 
·  Rathburn Road bridge over Etobicoke Creek into Mississauga. 
·  Meadowvale Road bridge over Highway 2A and north to Steeles Avenue. 
·  Keele Street extension to Weston Road from Rogers Road. 
·  A new bridge over CN/CP rail to connect Roncesvalles Avenue with Old Weston Road 
·  Direct Kingston Road to Lake Shore Boulevard connection west of Coxwell Avenue. 
·  New South Park Boulevard from Broadview Avenue to Lake Shore Boulevard East. 
·  Lawrence Avenue East connection at Bayview Avenue. 
·  Morningside Avenue northern extension to Steeles Avenue. 
·  Danforth Road extension to Gerrard Street East 
·  Sheppard Avenue West extension along a hydro right-of-way to Rexdale Boulevard.  
·  Leslie Street extension south to Overlea Boulevard and north to Don Mills Road. 
·  Connection from Lawrence Avenue East to Bayly Street in Pickering. 
·  Sheppard Avenue West direct connection between Keele Street and Dufferin Street. 
·  Sheppard/Allen connection to Keele Street at Grandravine Drive. 
·  A new road link from Islington Avenue to Weston Road south of Highway 401. 
·  Dufferin Street northern extension to Sheppard Avenue West from Wilson Avenue. 
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Road narrowings for non-traffic related reasons such as beautification should not be pursued and no such 
projects should further take place as road space is needed for growing traffic flow. Grade-separations, 
such as the Six Points interchange and Bayview-Lawrence interchange, should also be retained.  
 
Level crossings with gates and warning bells still exist on some arterial and collector roads where they 
cross railway lines. These can be dangerous and hold up traffic. For example, these still currently exist in 
part of eastern Scarborough on streets crossing major railway lines that carry fast trains. All level 
crossings on arterial and collector roads should be removed and replaced with grade-separations such as 
overpasses and underpasses. 
 
Roundabouts 
 
Traffic roundabouts in municipal areas have always been extremely popular in the United Kingdom and 
now they have been adopted in Portugal, France and the rest of Europe. Their use is increasing in the 
United States and have begun to make inroads in Canada. A study in Burlington, Vermont says that 
replacing 25 regular intersections with roundabouts instantly gets that city 20% closer to its greenhouse 
gas emissions goal. The Region of Waterloo in Ontario is the undisputed roundabout capital of Canada, 
which built its first roundabout in 2004. By the end of 2007, the region had 11 roundabouts on regional 
arteries and several others in new subdivisions. Where roundabouts replaced stop signs or lights, injury 
crashes have dropped 75%. No more head-ons or T-bones, no more running reds. Drivers must slow 
down and pay attention. At first, as elsewhere, residents of Kitchener-Waterloo protested the notion of 
roundabouts, but now neighbourhoods get upset when they don't get roundabouts. One of Waterloo’s 
roundabouts handles 30,000 cars a day. Once drivers get used to them, traffic flows so well that drivers 
get annoyed when they come to a regular signal. Roundabouts used at expressway ramp terminals is 
common practice in the United Kingdom as it reduces the land requirements for an interchange. 
Landscaping can also be done in the centre of roundabouts. 
 
It is recommended that traffic roundabouts be initially introduced at the southern terminus of the Allen 
Expressway at Eglinton Avenue whereit could encircle Eglinton West Subway Station and would 
eliminate the backlog of traffic waiting to get off the Allen, on Lake Shore Boulevard at Carlaw Avenue, 
just east of the eastern terminus of the Gardiner Expressway, on Lake Shore Boulevard at Leslie Street, 
on Kingston Road at St. Clair, Eglinton and Lawrence Avenues and as a future replacement of the Six-
Points interchange of Kipling Avenue with Bloor and Dundas Streets. These could be implemented as 
soon as possible to improve traffic flow and reduce concentrated pollution. 
 

A new traffic roundabout in Toronto  
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BICYCLES AND PEDESTRIANS 
 
Bicycle transportation must be accommodated in the safest possible way — and without impeding traffic 
— by providing separate rights-of-way for bicycle commuters and recreational cyclists. In essence, a third 
transportation corridor needs to be established — the bicycle trail. It is recommended that a continuous 
100-kilometre grid of north-south and east-west bicycle and in-line skate trails be constructed to cover the 
entire Toronto area that would link up all of the current discontinuous cycle trails across Toronto into one 
integrated and continuous network throughout the entire city. This grid would decrease the need for 
congestion-causing bicycle lanes on busy downtown roads while providing improved access to city 
destinations by cyclists. These trails should be lit with small street lights at night for continuous safety. 
 
New bike lanes on roads would be provided along residential streets only and avoid arterial roads. 
Exceptions to one-way traffic could apply to such cycle lanes. The selected trail routes would meet with 
arterial roads at signalized intersections to facilitate safe crossings. Available corridors in ravines and 
valleys, hydro rights-of-way and the former Eglinton and Scarborough transportation corridors could be 
used to create a continuous and interconnected bike trail network across the city. Bike lanes would only 
be approved on arterial roads if they can be added without the removal of traffic lanes, such as slightly 
narrower traffic lanes to allow for 1metre (3 feet) bike lanes to be added. A minimum of two traffic lanes 
in each direction must be maintained on all arterial roads.  
 
No traffic lane is to be converted to a bike lane. Separate trails are preferred as they are safer. These new 
bicycle routes will increase cyclist safety because they will be separated from motorized traffic along 
some of the most beautiful green routes in Toronto. We wish to treat cyclists equally with drivers in our 
transportation system. Bicycles are considered as vehicles, the same as automobiles, according to the 
Ontario Highway Traffic Act and are therefore subject to the same traffic laws as automobiles. 
Enforcement of traffic laws for cyclists on roads must be carried in the same manner as for drivers to 
ensure safety and the reduction of driver/cyclist/pedestrian accidents. Drivers need to be educated to 
watch out for cyclists when opening car doors into traffic and cyclists need to be educated on their 
responsibilities with regards to the rules of the road. Jogging lanes can be built alongside all bicycle trails 
to accommodate both walkers and cyclists. 
 
Bicycle theft is also a big issue in Toronto. The University of Toronto was experiencing a big problem 
with theft of bicycles from St. George campus. The University adopted a "sting" operation, whereby they 
equipped a few bicycles with hidden GPS-tracking units, and left the bikes around the campus, as 
tempting targets for would-be thieves. Apparently the University was successful in catching a number of 
thieves in this way. Auto-based GPS vehicle theft-tracking systems are well established. Insurance 
companies and police forces have approved of them, because they help with recovery of stolen vehicles, 
and with apprehension of thieves. Auto theft is a very big and costly problem, international in scope. It is 
a major cause of high auto insurance premiums. A remedy to the large bicycle theft problem would have 
to be done on a Province-wide basis.  
 
The Government of Ontario should implement bicycle licensing. The Province could possibly partner 
with the insurance industry, to offer a GPS theft-tracked insurance option with bicycle licences. One 
challenge with bicycles must be to make the GPS tracking device secure from destruction, removal and/or 
tampering by a would-be thief. In a longer-term perspective, educating school-age children on safe 
cycling, and getting them to license their bicycles, would help to curtail the theft problem. More than half 
of traffic fatalities in Toronto involved pedestrians crossing streets. The construction of the proposed 
northwest and eastern expressways and arterial road links will increase pedestrian safety by enticing 
commuters to these new roads and removing much of the through traffic from local streets. It is 
recommended that the underground PATH system of walkways under downtown Toronto be expanded in 
the north, west and east to provide a pedestrian-exclusive transportation network in the central city. It is 



 61 

also recommended that pedestrian and cycling tunnels be built to connect the Toronto Islands with the 
mainland across the Western Gap to the Toronto Island Airport and across the Eastern Gap to Ward’s 
Island. The new extensive network of cycle trails across the city will also provide pedestrians with safe 
off-road places to walk. All pedestrian street crossings in Toronto should be equipped with ‘zebra’ style 
pavement markings and with both flashing lights and a warning sound to allow drivers time to stop so that 
the pedestrian can cross the street safely. These are currently used in Europe. Construction of bicycle 
trails should be carried out over five years. 
 
 
 

A bicycle trail system with a parallel jogging lane and its route sign 
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COSTS 
 
Project     Length (Kilometres)      Approximate Cost ($ 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 investment of approximately $800 million per year ($1 billion 
per year with inflation). A Private Finance Initiative (PFI) or series of bond issues from a consortium of 
investors and private developers can be initiated to pay for these projects resulting in a percentage of the 
operating costs going to the investors as a return. No tax increase will be required to fund these projects. 
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