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OPPORTUNITIES FOR NEW STREETCAR ROUTES

Summary

At its meetings of July 9 and October 1, 1996, the Commission
requested that staff report on a number of issues regarding the
potential to expand streetcar service. This report responds to
those requests, which are:
* "The Commission...requested staff to provide the
following additional information: 2. Identification of
potential options if streetcar network was to be expanded
.." (Commission meeting, July 9, 1996);
* "The Commission approved a motion by Vice-Chair
Moscoe that staff report on the feasibility of establishing a
downtown circuit streetcar route, and if deemed a viable
option, where could service be provided given existing
trackage." (Commission meeting, October 1, 1996);
* "The Commission approved a motion by Commissioner
Pantalone that staff report on the options available in terms
of the capital works program of linking the Harbourfront
and Spadina LRT routes with the Bathurst streetcar line to
provide service to Exhibition Place through a connection
along Lake Shore Boulevard and Queens Quay."
(Commission meeting, October 1, 1996).

In addition to these requests from the Commission, a brief
assessment is provided of a staff proposal on the potential to
increase service frequencies on existing streetcar routes.

This report provides an overview of possible streetcar
expansion opportunities but, as directed by the Commission, is
not intended as a detailed or comprehensive evaluation of
specific expansion projects. Existing TTC bus routes were
assessed for possible conversion to streetcar service, freight
railway corridors proposed for abandonment within Metro were
reviewed for possible streetcar operation, and "missing links" in
the current streetcar network have been identified. A more
detailed review was undertaken of the two specific proposals
identified by the Commission.

The most recent analysis of the "life-cycle" costs of TTC
streetcar services was the Vehicle Fleet Mix Study, completed in
1983. While the detailed analysis in that study is now out-of-
date, there have not likely been dramatic changes in the
relationship between the cost of operating streetcars and those
of operating bus service, since 1983. The conclusions reached in
the Vehicle Fleet Mix Study have been used here to provide a
general indication of where new streetcar services may be
warranted. The 1983 study concluded that the construction of
streetcar facilities and streetcar operation is warranted when
peak period passenger volumes exceed approximately 3,000
passengers per hour per direction on a proposed route.
Currently, no bus route in the TTC system carries more than
2,500 passengers per hour per direction, and it is unlikely that
conversion of any current bus services to streetcars would be
cost-effective in the short term; therefore, no such conversions
are recommended in this report. In the longer term, cost-
effectiveness would depend on attracting additional transit
ridership, which typically requires substantial increases in

population and employment along the route in question.

As a result of recent service cuts because of reduced
subsidies for transit, there is a surplus of streetcars at the present
time and for the foreseeable future. These surplus streetcars
could be used, if warranted, to implement new routes on
existing track, or to increase service levels on existing routes.
These options would not require any increase in capital
expenditures (until the streetcar fleet needs to be replaced) but
would increase operating costs. The potential for operating a
downtown circular route with existing surplus streetcars has
been reviewed, and the costs and benefits of increasing service
frequencies on existing routes has been documented. In all
cases, these increases in service are not warranted under the
TTC's Service Standards as the current streetcar services are not
overcrowded and new or additional service is not
recommended.

The need for a connection on Queens Quay between
Spadina Avenue and Bathurst Street was reviewed. This
connection would allow direct streetcar service from Union
Station to Exhibition Place. This "missing link" could be added
to the streetcar network at a cost of between approximately $20-
and $22-million for the construction of at-grade tracks and
overhead wire along Queens Quay and through the Bathurst
Street and Lake Shore Boulevard intersection. It would
dramatically improve transit service from the downtown area to
the waterfront and serve existing and proposed new
developments at Exhibition Place and Ontario Place. Proposals
similar to this were considered during the development of the
Waterfront West LRT Environmental Assessment project in the
early 1990s. At that time, this type of low-cost project was
considered unacceptable due to the negative effect streetcar
operations would have on auto traffic through the Bathurst
Street and Lake Shore Boulevard intersection. Currently, there
is no provision in the capital budget for such a connection.

Although this report concludes that implementation of new
streetcar lines is not warranted at this time, in response to the
questions posed by the Commission, this report concludes that:
* Based on minimal capital cost, the three existing bus
routes that rank most highly for possible conversion to
streetcar routes are 22 COXWELL, 29 DUFFERIN south of
Bloor Street, and 63 OSSINGTON south of Bloor Street;
* Based on total peak-point ridership, the existing bus route
that ranks most highly for possible conversion to streetcar
operation is 39 FINCH EAST. Converting this route to
streetcars would require significant capital expenditures;
* A streetcar connection could be built on Queens Quay at
Harbourfront to connect the existing streetcar track system
at Queens Quay and Spadina Avenue with the
511 BATHURST route at Bathurst Avenue and Fleet Street.
The cost of a no-frills track connection, including track,
overhead, and power supply, is estimated at $20-million in
1997 dollars. This new track connection would allow
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streetcar service to be operated between Union Station and
Exhibition Place, and would provide a high-capacity, high-
quality transit link to an area of potential redevelopment
and increased activity.

* A downtown circular or belt line route should be studied
further only if additional funding is available;

» Direct streetcar service between Spadina Station and
Dundas Station should be evaluated in the /998 Service
Plan, in time for the first year of operation of the new
510 SPADINA streetcar route;

* The possible abandonment of freight railway lines in
Metro Toronto could create the opportunity for future
streetcar routes using these rights-of-way. The TTC should
support the preservation of these rights-of-way for future
transit use; and

* The existing surplus of streetcars could be scheduled for
operation on the existing streetcar routes. This would
increase ridership and revenue, but the increase in service,
and the resulting increase in operating costs, are not
warranted under the service standards, as the routes are not
presently overcrowded, and the subsidy per boarding of the
expanded service would exceed the minimum economic
standard.
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1. Background

Streetcar routes and fleet

Streetcars are an important and highly visible part of the TTC's
transit system. While streetcar routes constitute four percent of
the TTC's surface route kilometres, they carry 22 percent of all
weekday TTC customer-trips, and provide service on the TTC's
busiest surface routes. There are ten streetcar routes, with a new
route, 510 SPADINA, currently under construction and scheduled
to open in 1997. The routes are shown in Appendix A, and
Appendix B is a table with data about ridership and economic
performance for the streetcar routes. Approximately 285,000
customer-trips are made each weekday on the streetcar routes
(including the future 510 SPADINA streetcar route), and this is
approximately 35 percent of all the customer-trips made on TTC
surface routes. The four busiest TTC surface routes,
506 CARLTON, 505 DUNDAS, 504 KING and 501 QUEEN are
served by streetcars, and more than 40,000 customer-trips are
made on each of these four routes each weekday.

The TTC has a fleet of 248 streetcars, comprising 196
Canadian Light Rail Vehicles (CLRVs), built between 1977 and
1981, and 52 Articulated Light Rail Vehicles (ALRVs),
delivered between 1987 and 1989. Routes operated with
CLRVs are planned to carry an average of 75 customers per car
in the peak periods, and routes operated with ALRVs are
planned to carry a peak period average of 110 customers per
car.

Assuming a 30-year service life for both types of cars, the
first CLRVs would be due for replacement or rebuilding in
2008, and the ALRVs in 2018.

At present, 126 CLRVs and 38 ALRVs are required for
scheduled service. By the fall of 1997, when the 510 SPADINA
streetcar route has replaced the 77 SPADINA bus route, the
number of CLRVs in scheduled service will increase to 141.
Fleet-wide, of the total fleet of 248 cars, up to 166 CLRVs and
44 ALRVs could be scheduled for service, allowing for the
necessary maintenance spares. By the fall of 1997, therefore,
there will be 25 surplus CLRVs and six surplus ALRVs.

Track network

With the completion of the new track on Spadina and the
opening of the 510 SPADINA streetcar route, the TTC will have
approximately 92 route kilometres of street railway track and
overhead, not including track at Roncesvalles and Russell
carhouses, Hillcrest shops, or the closed Wychwood carhouse.
Appendix C is a diagram of the TTC's street railway network, as
of mid-1997. Approximately 81 route km of track is used for
scheduled service, with an additional three route kilometres of
track used for operations to and from carhouses, and eight
kilometres used for unscheduled short-turns and diversions in
response to accidents, parades, and other disruptions.

A small amount of existing track is not normally used, this
being track in the wrong way on one-way streets (eastbound
track on Wellington and Richmond streets, westbound track on
Adelaide Street, and southbound track on York Street). Starting

in 1994, in order to reduce costs, track and overhead in the
wrong way on one-way streets has not been replaced when the
active track in the other direction is renewed. Wrong-way track
no longer exists at the Spadina/Adelaide, York/Queen,
Adelaide/Yonge/Bay or Richmond/Church intersections.

There have been no major track abandonments since the
mid-1970s, and there are no substantial stretches of abandoned
track that could be returned to service. Less than one kilometre
of double track remains in place and not paved over on Rogers
Road, between Old Weston Road and Bicknell Loop. This track
has no overhead, is not connected to the rest of the street
railway network, and comprises only about three percent of the
length of the 161 ROGERS RD bus route. Some stretches of
unused track elsewhere in Toronto remain under subsequent
layers of pavement, but this track is in poor condition, isolated,
without overhead, and not suitable for reuse without complete
reconstruction.

The TTC has a continuing programme of track and
overhead replacement, which is designed to keep the existing
system in a state of good repair. Approximately two route
kilometres of double track is replaced every year, and a
programme of complete renewal of the overhead will result in
approximately 30 km of overhead being renewed each year,
over the next five years. The 1997-2001 capital budget includes
an average of $5.2-million per year for tangent track
replacement, $3.5-million per year for special track
replacement, and $4.5-million per year for overhead renewal.

Cost of streetcar operation

The unit operating costs of streetcars are greater than that of
diesel or natural gas-fuelled buses, because of the fixed costs of
the track and overhead. The total cost difference is somewhat
reduced by the ability of streetcars to carry more customers per
vehicle than buses - CLRV routes are planned to carry 75
customers per car in the peak periods, compared to 60
customers per bus on 40-foot bus routes.

Life cycle costs
The Vehicle Fleet Mix Study - Evaluation of Broad Policy

Options for the Composition of the TIC's Future Surface
Vehicle Fleet, adopted by the Commission in February 1983, is
the most-recent statement of the TTC's policy on streetcars. The
report evaluated the total operating cost differences between
streetcars and buses. The report concluded that the total costs
for streetcars are higher than buses at low levels of passenger
demand, but that as peak demand increases, the relative cost of
streetcars decreases, as the fixed infrastructure costs become a
proportionately smaller part of the overall costs. The report
found that, based on costs in the early 1980s, the average annual
total costs of streetcars are comparable to 40-foot diesel buses
when 3,600 customers per peak hour per peak direction are
carried. The report concluded that the existing streetcar network
should be retained, and that the fleet should be updated; this was
reflected later in the decade, with the ALRV purchase.
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The report also concluded that some cost premium for
streetcars is justifiable, due to the inherent advantages of
streetcar operations; and that "while the total cost break-even
point (between streetcars and buses) is about 3,600 peak
passengers per hour, the TTC should consider expanding the
streetcar network at a somewhat lower level of demand, say
3,000 pphpd (passengers per hour per direction)." The "inherent
advantages" noted in the report are:

» Total annual costs on very high demand routes

comparable to or better than diesel bus operation.

* Higher quality ride, stronger transit image/identity.

 Implied permanence of route may have a greater impact

on land use.

* Potential to increase line capacity to Light Rail Transit,

with streetcar train or multiple-unit operation.

* No dependence on diesel fuel, thus ensuring power

supply and meeting energy conservation objectives.

* Slightly reduced air pollution.

The report stated that expansions of the streetcar network
would best be made with transit-priority right-of-way and
signals, or grade-separated track, and that the greatest potential
for expansion of the streetcar network lay in downtown lines
serving waterfront development, or acting as subway relief. This
recommendation reflected contemporary work on streetcar
expansion, which led to the opening of the Harbourfront
streetcar line in 1990, and the upcoming combination of that
line with the new 510 SPADINA streetcar route.

Transit ridership and funding levels are different now than
in 1983, when those conclusions were reached. There are now
no surface routes where the number of customer-trips is 3,000
per hour in the peak direction. The operating cost assumptions
of the 1983 report have not been updated, but should be re-
examined before any future commitment to replace the existing
streetcar fleet, or if detailed work is required on future
expansion of the streetcar network. It is likely that the relative
cost difference between buses and streetcars has not changed
significantly since 1983, but new methods of track construction,
improved state of repair of the streetcar network, bus
technology changes since the early 1980s, and increased
expenditures on bus rebuilding would have to be examined to
determine whether those changes have affected the relative cost
differences between bus and streetcar service.

Capital costs
Conversion of existing bus routes to streetcar routes, or the

construction of new streetcar routes, requires considerable
amounts of capital funding, for the construction of new track,
overhead, and power supplies, and the purchase of new
vehicles, if required. This report makes no attempt to determine
these costs, or to evaluate the cost-benefit of any new streetcar
services. A general discussion of approximate costs does follow,
however.

The streetcar fleet represents a sizable investment. The
CLRVs were purchased for approximately $1-million each in
1983 dollars, and the ALRVs cost approximately $1.4-million

each in 1984 dollars. Any new order of streetcars would likely
be for accessible low-floor cars, and indicative prices for these
more-expensive cars range between $3.5- and $5-million per
articulated car, in current dollars.

The TTC's most recent experience with a new streetcar
route is the 510 SPADINA construction project. This project,
which had an original budget of approximately $140-million,
has an estimated final cost of approximately $105-million, of
which approximately $30-million is for the underground loop
and customer transfer facility at Spadina Station, and $75-
million is for the 3.65 km of surface track, overhead, customer
platforms, the TTC's share of the reconstruction of Spadina
Avenue, and streetscape enhancements. This is $20.5-million
per double-track route kilometre of surface track and overhead,
not including the underground loop and transfer facility.

The new track on Spadina is built to the TTC's latest
resilient track standards, featuring a long service life with
minimal maintenance, and reduced noise and vibration,
compared to track constructed with older methods and
materials. The $20.5-million per kilometre figure for Spadina
includes decorative features, increasing the cost above the basic
track construction. A more-simple installation, which would
make use of the same type of resilient track construction, but
without the decorative features, would cost less than the $20.5-
million per kilometre figure on Spadina Avenue. Conceptual
design of any new streetcar routes would be required to develop
a more accurate cost estimate.

Ridership changes

Ridership may increase when new streetcar routes are
introduced. The introduction of the 604 HARBOURFRONT
streetcar route was followed by an increase in transit ridership in
the area, compared to the previous bus operation. Transit
ridership at Harbourfront increased by approximately three
times, from 2,000 weekday customer-trips on the former bus
service to 5,700 customer-trips each day on the streetcar service.
While this increase cannot be solely attributed to the streetcar
operation, the increased service levels, transit priority, and
visibility of the streetcar service are certainly responsible for a
portion of the ridership increase. Experience with the upcoming
conversion of the 77 SPADINA bus service on Spadina Avenue
to the 510 SPADINA streetcar will provide further information on
the degree of ridership change that can be expected with the
conversion of a bus route to a streetcar route.

At both Harbourfront and on Spadina Avenue, a significant
feature of the new streetcar service is a dedicated right-of-way
for transit customers, and resulting reductions in travel time. If
new streetcar services do not feature priority for transit
customers, then the ridership increases after streetcar
introduction would be less than the Harbourfront and upcoming
Spadina experiences.
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2. Queens Quay connection between Bathurst and Spadina

A streetcar connection could be built on Queens Quay at
Harbourfront to connect the existing streetcar track system at
Queens Quay and Spadina Avenue with the 511 BATHURST
route at Bathurst Avenue and Fleet Street. Appendix D shows
this possible connection. The cost of a no-frills track
connection, including track, overhead, and power supply, is
estimated at $20-million in 1997 dollars. This new track
connection would allow streetcar service to be operated between
Union Station and Exhibition Place, and would provide a high-
capacity, high-quality transit link to an area of potential
redevelopment and increased activity. Funding for this
connection is not presently included in the TTC's 1997-2001
capital budget.

Purpose and justification

New streetcar service on Queens Quay between Spadina and
Bathurst would replace on Queens Quay the existing bus service
operated on the 121 FRONT-ESPLANADE route, which operates
all year-round between Union Station and the Bathurst Quay
residential area, and in summer only west of Bathurst Quay to
Ontario Place and Exhibition Place. The new connection would
also replace the 521 EXHIBITION EAST streetcar service which
now operates during special events between Exhibition Place
and St. Andrew and King subway stations, on Fleet, Bathurst,
and King streets.

New direct streetcar service along the western waterfront
would provide a high-quality transit link between Exhibition
Place and Union Station, both of which are important origins
and destinations. Connections to the TTC subway network and
the rest of the GO Transit commuter railway network would be
improved. The new streetcar service would largely be in
reserved right-of-way, which would make the service fast and
reliable, and more attractive to customers than the current bus
service. The streetcar service would operate much more
frequently than the current 60-minute off-peak GO Train service
between Union Station and Exhibition Place. The larger
capacity of streetcars compared to buses makes streetcars
superior to buses for carrying large numbers of customers to and
from major events, and would reduce the cost of serving large
crowds at Exhibition Place and Ontario Place. The new
Exhibition Loop, opened in June 1996, is a brand-new high-
capacity terminal that could be used as is by cars operating to
and from Union Station, in addition to its current use by
511 BATHURST and 521 EXHIBITION EAST cars.

Operation of a direct connection along the western
waterfront is consistent with the official plans of Metro Toronto
and the City of Toronto, which call for stronger transportation
links in the central area and along the waterfront. Streetcar
service along the waterfront, including the connection on
Queens Quay between Spadina and Bathurst, is supported and
recommended in Metro Planning's The Central Area
Transportation Review (January 1996), as part of a strategy to
support increased use of transit, provide connections to rapid
transit facilities, and serve high trip-generation activities,

including education, recreation, and tourist destinations.
Through service along the waterfront would also provide the
capability and capacity to serve the proposed new developments
on the western part of the railway lands, just north of
Harbourfront.

The new connection between Exhibition Place and Union
Station would substantially improve transit service and
accessibility to Exhibition Place and Ontario Place, and would
be a timely transportation improvement if Exhibition Place
undergoes significant additional redevelopment, beyond the
present National Trade Centre, as is currently being considered.
New recreational or cultural activities at Exhibition Place, such
as a new sport arena or casinos, would be well-served by a
direct connection to Union Station. The new connection would
allow a direct service to be operated to Ontario Place, if a
connection to Ontario Place from the existing track on Fleet
Street or Lake Shore Boulevard were built in the future.

Previous studies

This connection has been examined before, as part of studies for
the Waterfront West Light Rail Transit (WWLRT) project
between 1990 and 1993. As part of a larger project that would
extend the Harbourfront streetcar to the Dufferin Gates area, the
WWLRT project included a recommended alignment west
along Queens Quay, north on Portland Street (a new street, now
under construction), and west along Lake Shore Boulevard
(including a consolidation of Lake Shore Boulevard and Fleet
Street, west of Bathurst Street) to Exhibition Place. The
WWLRT was part of the Rapid Transit Expansion Program,
and was subject to the Environmental Assessment (EA)
procedure, which included extensive public consultation. The
EA for this project determined that construction of a streetcar
connection from Spadina Avenue to the vicinity of Exhibition
Place was part of the most efficient and environmentally-
acceptable method to improve transportation service and
support land use goals along the waterfront. The WWLRT EA
received provincial approval in August 1995. The project has
since been put on hold as a result of funding cuts, and no further
design or construction work has been done.

Alternative, lower-cost alignment

The two possible alignments of streetcar tracks that would link
the present network at Spadina and Queens Quay with the
511 BATHURST streetcar route at Bathurst and Fleet are via
Queens Quay and Bathurst, or via Queens Quay, Portland, and
Lake Shore Boulevard. Appendix E, reprinted (with
modifications) from the WWLRT study, shows these possible
alignments. These options are both feasible, and would connect
the new track to the existing track on Fleet Street, requiring
approximately 1.2 km of new double-track. The estimated cost
for this track and associated overhead, including connections to
the existing track at Spadina and Bathurst, is $20-million in
1997 dollars. Queens Quay is being reconstructed west of
Spadina, and sufficient space is available on the new road for an
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exclusive streetcar right-of-way. Other property necessary for
the WWLRT has been protected, along Portland Street and
Lake Shore Boulevard.

Concerns have been expressed in the past by the Metro
Transportation department about the potential impact on traffic
operations that could result from introducing through streetcar
operations at the Lake Shore Boulevard/Fleet Street/Bathurst
Street intersection. These concerns are related to a decrease in
capacity on Lake Shore and at the Fleet/Bathurst intersection.
The alignment as proposed in the WWLRT EA would minimise
this interference, at the cost of consolidating Lake Shore
Boulevard and Fleet Street, but with increased capital costs, up
to and including grade separation of streetcar and automobile
traffic. Construction of a basic streetcar connection between
Spadina and Bathurst, without significant changes to Lake
Shore Boulevard and the Fleet/Bathurst/Lake Shore
intersection, would be acceptable to the TTC, and would
improve service for transit customers. Some concerns could be
expected from Metro Transportation, and possibly from other
road users, to the reduced road capacity that would be caused by
the new transit service.

Other considerations

The construction of the missing link between Spadina and
Bathurst would provide an exclusive right-of-way from Union
Station to at least Queens Quay and Portland Street. If the link is
constructed, consideration should be given to providing a
reserved right-of-way on Fleet Street, to ensure that the entire
trip from Union Station to Exhibition Place is as fast as possible.
As a short-term measure, however, operation on the existing
track on Fleet would be acceptable.

Before a decision were to be made to proceed on a Queens
Quay connection between Spadina and Bathurst, detailed
consideration of current ridership, potential ridership, potential
development, and the impact on other road users would be
required.
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3. Downtown circular route

Circular routes in the downtown have been operated in the past,
and enough track remains today to operate a circular, belt line
route. Such a route would serve major destinations on several
different streets without requiring customers to transfer, and
would provide an alternative to the east-west or north-south grid
network of TTC routes in the downtown.

History

Three previous TTC downtown circular routes are shown in
Appendix F. The original Belt Line streetcar route operated
from 1891 to 1923, with service running in both directions on
King Street, Spadina Avenue, Bloor Street, and Sherbourne
Street. The circular route was discontinued in 1923 and replaced
by separate King, Spadina, Bloor and Sherbourne routes. Only
the King Street and Spadina Avenue tracks of this route remain
today.

In 1973, the Belt Line Tour Tram summer-only sightseeing
route was introduced, which used vintage Peter Witt streetcars.
The route operated in 1973 and 1974, and streetcars ran west on
King Street, north on Spadina Avenue, east on Queen Street,
and south on Church Street. The route operated about every 45
minutes, from about 10:00 a.m. to 9:00 p.m., seven days a week,
from May to Labour Day. A similar operation was run in 1975,
but only on weekends and holidays (and weekdays during the
CNE), and with a different sightseeing routing and different
hours of operation. Cars started on Queen Street at Bay Street,
and operated east on Queen Street, south on Church Street, west
on Wellington Street, north on York Street, west on Queen
Street, north on McCaul Street, east on Dundas Street, south on
Church Street, and west on Queen Street to Bay Street.

The 1970s belt line was operated by the TTC, and regular
fares and transfers rules applied. The route was marketed as a
sightseeing service, and on-board sightseeing guides gave
commentary on tourist sights. The service was not operated by
the TTC after 1975, as a result of continuing operating deficits
and ridership decreases. In its last season, the service carried an
average of 172 customers per day, down from a high of an
average 284 customers per day in the first year of operation. In
later years, vintage streetcar tours resumed, but as a private
venture. The TTC provided the cars and operators, and a private
company sponsored, promoted, and sold the service, at fares
determined by that company.

Possible new belt line routes
New belt line streetcar routes could be operated, using existing
track. Appendix G shows several potential belt line routes, in
the area bounded by Spadina Avenue, Parliament Street,
College/Carlton streets, and King Street. The existing ridership,
where applicable, on all these streets was examined, and the
potential ridership on a belt line route was estimated.

It is difficult to determine ridership on these potential
routes. In most cases, frequent transit services operate on all the
streets already, and little new service would be provided.

Customers who currently use transit on these streets would have
a reduced waiting time, if the belt line route were to be added
and no corresponding service reductions are made on the
existing north-south or east-west routes. Customers currently
transferring between bus and streetcar routes would benefit
from the through service between east-west and north-south
routes.

The route shown as route "A" on Appendix G, via King,
Spadina, Queen, Church/Richmond and Victoria, in both
directions, is the option with the lowest operating cost. The
route would provide direct service for customers travelling to
and from points on this routing, and customers would have an
improved service either because of a shorter wait, or one less
transfer. If the route operated during the midday on weekdays,
every 10 minutes, approximately 160 existing customer-trips
would benefit from a reduction of at least one transfer. In
addition to the customers with one less transfer, up to 1,100
customer-trips would be made on the belt line route, instead of
on the existing routes. These customers would have a reduced
waiting time, of between 15 seconds and two minutes. The route
would require four streetcars during the midday on weekdays,
and would have a subsidy per boarding of $10.29, which
exceeds the 1996 maximum permissible subsidy of $1.25.
Because this proposal does not meet the minimum economic
standard, it is not recommended.

There are other markets that a downtown belt line may
serve. Tourists may find the service attractive, although this
market was not captured by the previous belt line tour tram
service in the 1970s, which had the added advantage from a
tourism perspective of operating with vintage streetcars. A belt
line route could operate as a downtown circulator route,
between entertainment and shopping attractions, much in the
same way that transit systems in Winnipeg and Calgary, among
others, have introduced shuttle bus routes in downtown areas.
Trips that are now made by walking may be made on a
downtown belt line route, especially if an alternative lower fare
system, which would encourage short trips, were introduced for
such a service. Given the potential belt line route analysed
above, and the experience from the mid-1970s, it is not likely,
however, that such a service would attract enough customers to
meet the minimum economic standards, and it is, therefore, not
recommended. As is possible with other services that do not
meet the service standards, operation of a belt line route would
be acceptable to the TTC if external subsidy were provided by a
municipality, corporation, or other organisation.

Direct service, Spadina to Dundas stations

The busiest transfer location identified in examining possible
belt line routes is the south-to-east and west-to-north movement
of customers at Spadina and Dundas. Up to 3,400 customer-
trips make this transfer each weekday. In order to improve
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8 DOWNTOWN CIRCULAR ROUTE

transit for these customers, and to cater more directly to the
demonstrated demand for transit links between Dundas Street
and Spadina Avenue, it is recommended that the operation of a
direct service between Spadina Station and Dundas Station be
examined in more detail in the 7998 Service Plan.
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4. Possible new streetcar routes

New streetcar routes could be created either by converting
existing bus routes, as with 510 SPADINA, or by building new
lines that do not directly replace existing TTC services. In
determining the suitability of converting existing bus routes, the
present ridership and service levels have been examined,
although they have not been adjusted to reflect either the
changed costs and resource requirements that would result from
conversion to streetcar service, or the possible increased
ridership.

Converting existing routes to use streetcars

The three routes that rank most highly for possible conversion
to streetcar routes are 22 COXWELL, 29 DUFFERIN south of
Bloor Street, and 63 OSSINGTON south of Bloor Street. These
routes rank highest among all TTC bus routes for the shortest
route miles of track required, the highest number of weekday
customer-trips per mile of track required, and the highest
number of customer-trips in the busiest hour per mile of track
required. Appendix H is a table showing the ten highest routes
as ranked by these and other measures.

22 COXWELL

Changing 22 COXWELL to a streetcar route would replace three
peak buses with three peak streetcars. Approximately 7,600
customer-trips are now made on this route, and would instead
be made on the new streetcar route. The peak hour ridership on
this route is approximately 420 customer-trips per hour, which
is considerably below the 3,000 customer-trips per hour
previously identified as the acceptable break-even point for bus
to streetcar conversion. Approximately 1 km of double-track
and overhead would be required, north of upper Gerrard Street,
along with a loop at Coxwell subway station, which may require
property acquisition (track on Coxwell, and a loop at Coxwell
and Danforth, existed for many years, and was removed after
1968 when the Danforth subway opened and streetcar service
on Coxwell was replaced with buses), reconstruction of the
station, or an alternate location for the streetcar-subway transfer
area, perhaps on land already owned by the TTC on the south
side of the Danforth. Track already exists on the rest of the
route, on Coxwell between upper Gerrard Street and Queen
Street, and on Queen Street and Kingston Road.

During the evenings on weekdays and at all times on
weekends, service on Kingston Road between Queen street and
Victoria Park Avenue is provided by the 22 COXWELL bus
route, and this would be changed to streetcar service. This
would provide consistency of vehicle type on Kingston Road,
which is now served by the 502 DOWNTOWNER and
503 KINGSTON RD streetcar routes during the peak periods and
midday on weekdays.

29 DUFFERIN south of Bloor
Changing 29 DUFFERIN south of Bloor Street to streetcars

would replace approximately nine buses with eight streetcars.
Approximately 12,000 customer-trips are now made on the bus
service south of Dufferin Station on the Bloor Subway. In the
busiest hour of the peak period on the south part of the route,
the peak ridership is approximately 850 customer-trips, which is
below the 3,000 customer-trips per hour break-even point.
Approximately 6,800 customer-trips per day would be
inconvenienced by an additional transfer, as these trips now
travel across Bloor Street, and would instead have to transfer
between bus and streetcar. Conversion of the south part of the
29 DUFFERIN route to streetcars would allow the use of higher-
capacity streetcars at times of major events at Exhibition Place,
and might reduce the cost of operating special event service,
compared to bus operation. If the route were converted to
streetcars, the current summer extension of 29 DUFFERIN service
into the Exhibition Place grounds would be possible only if
additional track were constructed in Exhibition Place. Such an
extension may require the rebuilding of the current Dufferin
Street bridge over the railway and the Gardiner Expressway.

The new streetcar service would require the construction of
approximately 2.5 km of double track and overhead, between
Queen Street and Dufferin Station, along with a loop at or near
Dufferin Station. Property acquisition would likely be required,
as there are currently no off-street looping facilities at Dufferin
Station. Track and overhead already exists south of Queen
Street, including a streetcar terminal at the Dufferin Gates at
Exhibition Place. Elimination of the jog in Dufferin Street at
Queen Street is not required for streetcar operation, but would
speed up transit service, for both the present bus operation and
any future streetcar service.

63 OSSINGTON south of Bloor
Changing 63 OSSINGTON south of Bloor Street to streetcars
would replace approximately six peak buses with five streetcars.
Approximately 7,600 customer-trips are now made on the bus
service south of Ossington Station on the Bloor Subway. In the
busiest hour of the peak period on the south part of the route,
the peak ridership is approximately 700 customer-trips, which is
below the 3,000 customer-trips per hour break-even point.
Approximately 2,400 customer-trips per day would be
inconvenienced by an additional transfer, as these trips now
cross Bloor Street, and would instead have to transfer between
bus and streetcar. If the route were to be converted to streetcars,
the current summer extension of 63 OSSINGTON service into the
Exhibition Place grounds would be possible only if an
additional 700 m of track were constructed south of King Street
on Strachan Avenue to Exhibition Place. The feasibility of
constructing this track would have to be examined, as it would
cross at grade several active railway tracks which carry frequent
passenger trains and occasional freight trains.

The new streetcar service would require the construction of
approximately 1.6 km of double track and overhead, between

TORONTO TRANSIT COMMISSION



10

POSSIBLE NEW STREETCAR ROUTES

Ossington Station and College Street, and between Dundas
Street and Queen Street, along with a loop at or near King
Street. Track and overhead already exist on Ossington Avenue
between Dundas and College, and on Shaw Street, between
Queen and King. There is currently an off-street bus loop at
Ossington Station, and a loop could be constructed there, either
entirely within the station property (if technically feasible), or
partially in the station and partially on the local streets near the
station that are now are currently used by the bus services.
Property acquisition might be required for the off-street loop at
the south end of the route, at King Street. Construction of this
loop could be avoided if either an additional connection were
built on Strachan Avenue to the Exhibition, or if streetcar
service on Ossington was operated through to downtown on
King Street. Both of these options would be examined if this
proposal were to be analysed in detail.

Together, these three routes would use 16 streetcars during the
peak periods, and with the required maintenance spares would
reduce the surplus of 25 CLRVs to seven. The routes would be
connected to the rest of the streetcar system using existing
tracks, and would not require additional carhouse or shop
capacity.

All three routes have peak-period ridership that is
substantially below the 3,000 passengers-per-hour figure
identified as a break-even point for bus to streetcar conversion.
It is unlikely that a life-cycle cost-benefit analysis would justify
conversion of these three routes to streetcar operation, even if
significant ridership increases resulted, so conversion is not
recommended.

These three possible bus-to-streetcar conversions are all in
areas of the city that have a tradition of high transit use and
frequent transit service. Converting these routes to streetcars
would improve service for customers by offering the inherent
benefits of streetcar service. Some inconvenience would be
caused to customers, as a result of the longer waiting times that
would result from the use of higher-capacity vehicles, and from
the need to transfer between bus and streetcar where a through
bus trip currently exists. Streetcar operations are prone to more
disruptions than bus operation, because of their reliance on a
fixed right-of-way, and customers would experience more
service disruptions than if the routes were operated with buses.
Some opposition from nearby residents might also be expected
if these routes were to be converted from bus to streetcar, as
streetcars do inevitably produce noise from wheel squealing,
and have in the past caused increase vibration. Almost all of the
vibration and much of the noise can be minimised by the new
resilient track construction that would be used for any new track
that is built.

None of these three potential new streetcar routes are as
suitable for full transit priority as on Spadina Avenue, because
of the relative narrowness of the streets, compared to Spadina.
Without the added benefits to customers of a dedicated right-of-
way, the full effects of conversion to streetcar service, including
the potential for ridership increase, may not be realised.

Detailed design work would also be required, in order to
determine the physical suitability of the construction of streetcar
infrastructure, both along the route and at the terminals.

Other rankings

The table in Appendix H shows the top ten current bus routes or
bus corridors when ranked by several measures of customer
usage, service level, and route length. The first four measures
rank routes by total number of customers, total number of
maximum-hour customers, and route length. The 85 SHEPPARD
EAST bus route (including the 10 VAN HORNE and
139 HUNTINGWOOD bus routes), and the 39 FINCH EAST bus
route consistently rank as the routes with the highest ridership
and highest amount of service operated. The suitability of these
routes for a higher-quality transit service is shown by the
current construction of a subway to replace part of the
85 SHEPPARD EAST bus route.

The 39 FINCH EAST route operates with 46 peak buses,
using a combination of standard 40-foot buses, and higher-
capacity 60-foot articulated buses. Approximately forty-one
CLRVs could replace the buses operated on this route, and up to
16 double-track route kilometre of track and overhead would be
required. Approximately 40,000 customer-trips are made on this
route on weekdays, and in the busiest hour, approximately
2,500 customers are carried at the busiest point on the route.
The number of streetcars required to convert this route is greater
than the current surplus of CLRVs.

The 39 FINCH EAST route and the other high-
ridership/longer-distance routes ranked in Appendix H are
outside the geographic area of the present street railway network
and would require longer stretches of new track, and in most
cases, new carhouse and/or shop facilities. These routes, in
many cases, also require more streetcars than are currently
surplus, which would require capital expenditures for new cars.
There are possibilities for improving transit service on these
routes, with dedicated rights-of-way, increased capacity, and
reduced operating costs, compared to their present bus operation
in mixed traffic. Further studies would be needed to identify
candidate routes for possible conversion to a higher-capacity
and higher-quality streetcar, LRT, or subway service.

Other new streetcar routes

As part of the analysis of conversion of existing bus routes to
streetcar routes, consideration was given to extension of the 512
ST CLAIR streetcar route west from its present terminus at
Gunn's Loop to Runnymede Road, replacing the current
71 RUNNYMEDE bus over this section. This conversion did not
rank highly, largely because of the existing low ridership levels
on the bus route. This area is subject to considerable potential
development, however, and a re-evaluation of an extension of
the 512 ST CLAIR streetcar to Runnymede Road will be made
once significant development in the neighbourhood is
committed, and when possible ridership increase information is
available from the example of the 510 SPADINA bus-to-streetcar
conversion. As development in the area continues, TTC staff
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will continue to protect property for this possible extension.

Also considered in this analysis was the conversion of the
40 JUNCTION bus route to streetcar operation. This conversion
did not rank highly in most measures, except in the number of
customer-trips per peak vehicle, where the route ranked fourth.
As a result of the relatively low ranking, no further action
should be taken. If the 512 ST CLAIR route were to be extended
to Runnymede Loop, then the conversion of the 40 JUNCTION
route to streetcars (or, reconversion, as this part of Dundas
Street was served by streetcars until the opening of the Bloor
Subway in 1966) should be re-examined, as there is the
potential for operating cost savings on the 512 ST CLAIR
streetcar route, if cars can enter service on St. Clair from
Roncesvalles carhouse using the shorter route that would be
possible on Roncesvalles, Dundas, and Runnymede. For this
reason, TTC staff will advocate protecting for the possible
future conversion of 40 JUNCTION to streetcar operation in any
development plans in the Junction.

Significant changes in the railway freight industry may lead
to the possible closure of some existing railway lines in Metro
Toronto. This issue has been dealt with by Metro Planning in its
report The Central Area Transportation Review (January 1996)
and more-recently by Metro Planning and GO Transit, as a
result of the publication by the two freight railways of their
intent to remove or transfer railway lines in Toronto, under the
revised railway line discontinuation procedure required by the
new federal Canada Transportation Act.

Four railway lines in Metro Toronto are formally
designated for either removal or transfer to short-line railway
operators, and are shown on the map in Appendix I. Other lines
may be similarly recommended for removal or transfer in the
future. Metro Planning staff, in a memorandum on October 10,
1996, recommended a proactive approach to preserving the
railway corridors for continued transit and transportation uses,
including the possible public acquisition of railway corridors.
While efforts have been focused on the continued use of these
corridors for commuter railway service, the possibility of
streetcar operation has been noted. In their concluding remarks,
Metro Planning note that:

"Even if it is determined that commuter rail operation is not

financially viable for one or more of the lines, the

continuous linear corridors could be used for a variety of
other uses, e.g. LRT or bus service, cyclist/pedestrian trail,
possibly a truck route. Once lost, it will be difficult if not
impossible to replace any of the existing rail corridors. It is
highly desirable that these corridors become part of the
public realm."

The TTC should support this position and support the

preservation of these rights-of-way for possible future transit

use.
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5. Increased service on existing streetcar routes

Streetcar service could be expanded by operating more
streetcars on the existing streetcar routes. This would increase
ridership, because of the attractiveness to customers of a
reduced waiting time. The present streetcar routes are not
overcrowded, however, and an increase in service is not
warranted, based on the Commission-approved service
standards.

While an increase in service on streetcar routes would
make service more convenient and attractive to customers, and
would increase service in areas of Metro Toronto where transit
demand and usage is high, it would be unfair to other TTC
customers who happen to use bus routes, and who would not
benefit from the increased service on streetcar routes. If the
resources to increase service on streetcar routes were reallocated
from bus routes, customers who use bus routes would be
inconvenienced by a longer waiting time, and ridership would
be reduced on these bus routes.

A scenario has been developed, however, to consider the
cost and ridership increases that would result from operating
additional streetcar service, above the level required by existing
ridership, if all the surplus CLRVs in the morning peak period
were used in service. In addition, the same proportion increase
in service at all other times of the week was also examined. An
increase in service on ALRV routes was not considered, as at
this time the surplus cars are required for a modification
programme on these cars to improve reliability.

The following possible service increases on streetcar routes
are not recommended, unless external funding is available that
would not require unwarranted reallocation of TTC resources
from other routes.

Morning peak period service increase

Up to 25 cars, the present surplus of CLRVs in the morning
peak period, could be added to service on the eight CLRV
routes (including 510 SPADINA). These 25 additional cars were
allocated to the routes in the same proportion that the present
fleet is allocated to these routes. Overall, waiting time for
customers on these routes in the morning peak period would be
reduced by between eight seconds and 1 min 5 s, and this
reduced waiting time would increase ridership by an estimated
100,000 customer-trips per year. Net operating costs would
increase by an estimated $3-million per year, after the $136,000
increase in revenue is included. The approximate subsidy per
boarding for these peak-period service increases would be $30,
which exceeds the 1996 maximum permissible subsidy of
$1.25. Appendix J is a table showing the current number of
streetcars and the scheduled time between streetcars on each of
the routes in the morning peak period, and the possible increase
in streetcars and resulting decrease in headways.

Service increases at other times

The morning peak period is the time when the largest number of
streetcars are now in service. Adding more cars during the
morning peak period, as described above, would reduce the
number of surplus cars. There is already a surplus of cars at
other times of the week, but the effects of similar increases in
service during the afternoon peak period and at off-peak times
has also been estimated, and are summarised in Appendix J. It is
assumed that 25 cars, the same as in the morning peak period,
would be added during the afternoon peak period. At off-peak
times, the number of cars added is in the same proportion as the
increase in the number of cars in the morning peak period. At
off-peak times, between 6 and 16 cars in total would be added
to the five major streetcar routes (including 510 SPADINA). The
scheduled time between streetcars would be reduced by
between 19 seconds and 1 min 14 s.

If all of these service increases were made, including the
morning peak period increases, approximately 1.02-million
more customer-trips would be made each year, increasing
revenue by $1.38-million per year. The annual net operating
cost increase would be $9.9-million. The approximate subsidy
per boarding for all these service increases would be $8.35,
which exceeds the 1996 maximum permissible subsidy of
$1.25.

Alternative scenario

Instead of adding more cars to existing routes, the additional
cars could be added over only the busiest parts of the routes, as
a supplementary short-turn service. On 501 QUEEN, for
example, the additional cars could be scheduled to operate
between Woodbine Loop, at Kingston Road, and Sunnyside
Loop, at Roncesvalles Avenue. This would increase service
over the part of the route where 75 percent of the total customer
trips on the entire 501 QUEEN route are made. Similar short-
turns could be scheduled on the other streetcar routes.

The operating cost increase of this scenario would be
similar to the morning peak period and off-peak scenarios
discussed above, but the relative reduction in waiting time for
customers would be greater, as the same number of additional
cars would be used over a shorter route, thereby giving more
additional trips. This reduced waiting time, compared to the
scenarios above, would be offset by no change in waiting time
for the customers who travel on the rest of the route, where
additional service is not scheduled. If a decision were made to
increase service on the existing streetcar routes, then an
evaluation of the overall person-minutes of travel time reduction
would be made, and the option of adding service only on
scheduled short-turn branches would be compared to adding
service over the entire length of the routes.

Service reliability
Adding more cars to existing routes would likely improve
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service reliability, as the gaps in service that result from delays
are proportionally less as the scheduled time between streetcars
is reduced, and because the higher number of cars in service
provide more opportunity for route supervisors to adjust service,
while minimising the effects on customers.

Additional service that is added as a short-turn, over only
part of the route, would require close supervision to ensure that
cars on both the short-turn and through branches are evenly
spaced.

Increased service reliability as a result of additional service
would improve service enough that some new customers would
be attracted to the TTC. The increased revenue estimated in the
scenarios above relates only to the reduction in waiting time,
and has been estimated using factors that have been developed
in recent years. Measurement of increased service reliability,
and the estimation of increased ridership from improved service
reliability is less advanced, and no attempt has been made in this
report to make such an estimate.

TORONTO TRANSIT COMMISSION
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APPENDICES

Appendix B

Ridership and economic performance

of present streetcar routes

Revenue/ Subsidy
Customers Customers Streetcars Round-trip cost (* profit)
Mode/ per inpeak hr in morning single-track ratio per
Route note weekday  peak dir'n pk period miles Revenue Cost (%) boarding
510 HARBOURFRONT Cc 5,700 480 2 23 $4,300 $4,000 108 $0.05*
511 BATHURST C/A 19,200 700 9 6.3  $14,600 $4,500 102 $0.01*
505 DUNDAS C 43,500 680 23 134 $33,100 $38,400 86 $0.12
504 KING/508 LAKE SHORE C,1 52,200 1100 33 15.9  $39,700 $51,200 77 $0.22
506 CARLTON C 54,400 830 35 185  $41,300 $54,500 76 $0.24
512 ST CLAIR o 30,300 1250 20 8.7  $23,000 $30,600 75 $0.25
............................................................................................... System average subsidy - $0.25..............cccooiiiiii
501 QUEEN A 46,200 910 29 304  $35,100 $56,400 62 $0.46
502 DOWNTOWNER/503 KINGSTONRD C, 1 7,800 670 11 23.4 $5,900 $14,000 42 $1.03

Explanation of customers per weekday

The number of customers per weekday is based on the forecast ridership losses as a result of the service cuts in February 1996 that were necessary
because of reduced transit subsidies from the province and from Metro Toronto. Complete ridership count data from after the service cuts will be

available after the fall of 1996.

Explanation of mode/note

C - CLRVs are used on this route.
A - ALRVs are used on this route.

C/A - Both CLRVs and ALRVs are used on this route.

1. These two routes provide a combined single service over most of their length, and are therefore shown together in this table. The round-trip (single-
track) route miles for 502 DOWNTOWNER/503 KINGSTON RD is the total route distance for both routes, and the round-trip (single-track) route miles for 504

KING/508 LAKE SHORE does not include the miles on 508 LAKE SHORE west of Roncesvalles Avenue.

2. Mileage shown totals 118.9, but with duplicate routes eliminated, in-service single-track miles are 95.7.

TORONTO TRANSIT COMMISSION
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APPENDIX E
POSSIBLE TRACK ALIGNMENT
QUEENS QUAY BETWEEN SPADINA AND BATHURST

SECTION A-A

SECTION B-B

BATHURST QUAY
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Appendix J

Possible service increases on existing streetcar routes

508 LAKE SHORE
Morning peak period
Afternoon peak period

510 SPADINA

Morning peak period
Morning peak period
Morning peak period

Weekday midday
Weekday midday
Weekday midday

Afternoon peak period
Afternoon peak period
Afterncon peak period

Weekday early evening
Weekday early evening
Weekday early evening

Weekday late evening
Weekday late evening
Weekday late evening

Saturday daytime
Saturday daytime
Saturday daytime

Saturday early evening
Saturday early evening
Saturday early evening

Saturday late evening
Saturday late evening
Saturday late evening

Sunday daytime
Sunday daytime
Sunday daytime

Sunday early evening
Sunday early evening
Sunday early evening

Sunday late evening
Sunday late evening
Sunday late evening

508 Long Branch-Parliament
508 Long Branch-Parliament

510 Spadina $tn-Union Stn
510 Spadina Stn-King

510 Spadina Stn-Union Stn
510 Spadina 5tn-King

510 Spadina $tn-Union 5tn
510 Spadina Stn-King

510 Spadina 5tn-Union 5tn
510 Spadina 5tn-King

510 Spadina Stn-Union Stn
510 Spadina 5tn-King

510 Spadina 5tn-Union 5tn
510 Spadina Stn-King

510 Spadina Stn-Union Stn
510 Spadina 5tn-King

510 Spadina Stn-Union Stn
510 Spadina 5tn-King

510 Spadina 5tn-Union 5tn
510 Spadina 5tn-King

510 Spadina Stn-Union Stn
510 Spadina 5tn-King

510 Spadina Stn-Union Stn
510 Spadina 5tn-King

Number of
streetcars

3.0
5.0

2.0
13.0
15

20
11.0
13

2.0
13.0
15

2.0
13.0
15

6.0

Present service

Scheduled
interval

11.00
11.00

8.00
2.00
2.00

9.00
3.00
3.00

8.00
2.00
2.00
9.00
9.00
4.30
7.30
7.30
7.30
2.30
2.30
7.40
7.40
7.00
7.00
8.00
4.00
4.00
10.00
5.00
5.00
16.00

8.00
8.00

Proposed service

Scheduled
interval

9.18
9.16

8.00
1.41
1.41

9.00
232
232

8.00
1.41
1.41
7.37
7.37
3.48
6.21
6.21
7.30
2.07
2.07
6.29
6.29
5.55
5.55
8.00
3.23
3.23
10.00
4.14
4.14
16.00

6.46
6.46

Change in
scheduled
interval

-1 min42s
-1 mind4s

Omin00s
0Omin19s
Omin19s

O0min00s
0 min 28 s
0Omin 285

Omin00s
Omin19s
Omin19s

-1 min 235
-1 min23s
Omind2s

-1 min-9s
Omin00s
-1min-9s

Omin00s
Omin23s
O min 23 s

-Tmin11s
0Omin00s
-1min11s

-1 min-5s
0O min00s
-1min-5s

0O min 00 s
0 min 37 s
0O min 37 s

0Omin00s
0 min 46 s
0O min 46 s

0 minQ00s
-1 min 14 s
-1 min 14 s

Cars to
be
added

L Y
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Appendix J

Possible service increases on existing streetcar routes

506 CARLTON
Morning peak period
Weekday midday
Afterncon peak period
Weekday early evening
Weekday late evening
Saturday daytime
Saturday early evening
Saturday late evening
Sunday daytime
Sunday early evening
Sunday late evening

502 DOWNTOWNER
Morning peak period
Weekday midday
Afternoon peak period

505 DUNDAS
Morning peak period
Weekday midday
Afternoon peak period
Weekday early evening
Weekday late evening
Saturday daytime
Saturday early evening
Saturday late evening
Sunday daytime
Sunday early evening
Sunday late evening

504 KING
Morning peak period
Morning peak period

Weekday midday
Afternoon peak period
Weekday early evening
Weekday late evening
Saturday daytime
Saturday early evening
Saturday late evening
Sunday daytime
Sunday early evening
Sunday late evening

503 KINGSTON RD
Morning peak period
Afternoon peak period

506 Main 5t Stn-High Park
506 Main St Stn-High Park
506 Main St Stn-High Park
506 Main St Stn-High Park
506 Main St Stn-High Park
506 Main 5t Stn-High Park
506 Main 5t Stn-High Park
506 Main 5t 5tn-High Park
506 Main 5t Stn-High Park
506 Main St Stn-High Park
506 Main 5t Stn-High Park

502 Bingham-McCaul
502 Bingham-McCaul
502 Bingham-McCaul

505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W 5tn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn
505 Dundas W Stn-Broadview Stn

S04 Dundas W 5tn-Broadview Stn
504 Roncesvalles-Farliament

504 Dundas W Stn-Broadview Stn
504 Dundas W Stn-Broadview Stn
504 Dundas W S5tn-Broadview 5tn
504 Dundas W Stn-Broadview Stn
504 Dundas W Stn-Broadview Stn
504 Dundas W Stn-Broadview Stn
504 Dundas W Stn-Broadview Stn
504 Dundas W Stn-Broadview Stn
504 Dundas W Stn-Broadview Stn
504 Dundas W Stn-Broadview Stn

503 Bingham-York
503 Bingham-York

Number of
streetcars

35.0
22.0
32.0
14.0
11.0
25.0
17.0
12.0
19.0
13.0
12.0

6.0
5.0
7.0

23.0
17.0
23.0
14.0
7.0
19.0
8.0
6.0
15.0
8.0
7.0

27.0
3.0
30
16.0
29.0
15.0
9.0
13.0
8.0
8.0
12.0
8.0
7.0

5.0
6.0

Present service

Scheduled
interval

3.24
5.40
4.04
8.45
9.38
517
6.50
10.00
6.13
9.00
10.00

14.00
16.00
12.00

4.30
6.00
4.34
7.00
12.00
5.45
12.00
14.00
6.32
11.15
12.00

3.40
11.00
3.40
6.20
3.50
6.15
9.10
7.40
11.00
11.00
8.00
10.30
12.00

14.00
12.00

Scheduled
interval

2.53
4.47
3.25
7.24
8.09
428
5.47
8.27
5.15
7.37
8.27

11.50
13.32
10.06

3.48
5.04
3.51
5.55
10.09
4.52
10.09
11.50
5.31
9.31
10.09

3.06
9.18
3.06
5.21
3.14
517
7.45
6.29
9.18
9.18
6.46
8.53
10.09

11.50
10.06

Proposed service

Change in
scheduled
interval

0 min 31s
O0min52s
O0min 39s
-1min 21s
-1 min 29s
0O min 495
-1min-3s
-1min33s
O0min58s
-1min 23s
-Tmin33s

-2min10s
-2min 28s
-1 min 54 s

0Omin42s
OminS6s
Omin43s
-1 min-5s
-Tmin51s
Omin53s
-1 min 51s
-2mni0s
-1 min-0s
-1 min 44 s
-1 min 515

Omin 345
-l mnda2s

Omin59s
0 min 36s
Omin 58s
-1min 255
-1 min11s
-Tmnd2s
-1 mind2s
-Tmin14s
-1min 37 s
-1 min51s

min 10 s
min 54 s

LR

Cars to
be
added
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Appendix J

Possible service increases on existing streetcar routes

512 ST CLAIR

Marning peak period
Maorning peak period
Morning peak period

Weekday midday
Afternoon peak period
Weekday early evening
Weekday late evening
Saturday daytime
Saturday early evening
Saturday late evening
Sunday daytime
Sunday early evening
Sunday late evening

512 St Clair Stn-Keele
512 St Clair Stn-Lansdowne

512 5t Clair Stn-Keele
512 St Clair Stn-Keele
512 5t Clair 5tn-Keele
512 St Clair Stn-Keele
512 St Clair $tn-Keele
512 St Clair 5tn-Keele
512 St Clair Stn-Keele
512 St Clair 5tn-Keele
512 St Clair Stn-Keele
512 St Clair Stn-Keele

Number of
streetcars

11.0
9.0
20

12.0
16.0
9.0
6.0
12.0
9.0
5.0
7.0
6.0
5.0

Present service

Scheduled
interval

5.50
5.50
2.55

5.10
4.00
6.40
9.00
6.00
6.15
11.10
9.00
9.30
11.00

Scheduled
interval

4.56
4.56
2.28

4.22
3.22
538
7.37
5.04
5.17
9.27
7.37
8.02
9.18

Proposed service

Change in
scheduled
interval

D min 54 s
0 min 54 s
Omin 27 s

0 min 48 s
0 min 385
-Tmin-2s
-1min 235
0O min 56 s
0O min 58s
-1 min43s
-1 min 23 s
-1 min 28 s
-1 mind2s

Cars to
be
added
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TORONTO TRANSIT COMMISSION
REPORT NO. 7

MEETING DATE: January 21, 1997

SUBJECT: OPPORTUNITIES FOR NEW STREETCAR ROUTES

RECOMMENDATION

It is recommended that the Commission receive the attached report for information, noting

that:

The conversion of existing bus routes to streetcar routes, the building of new
streetcar lines, and the implementation of a downtown circuit route are not
recommended because they are not warranted by present ridership levels, and would
not likely be cost-effective;

A connection between Spadina Avenue and Bathurst Street on Queens Quay could be
constructed, on a no-frills basis, for approximately $20 to $22 million, and would
substantially improve transit access to Exhibition Place. Metro Transportation have
previously expressed concerns regarding the potential impact on traffic operations
that could result from introducing through streetcar operations at the
Lake Shore Boulevard/Fleet Street/Bathurst Street intersection.

There is no provision in the current capital or operating budgets for any expansion of
streetcar service, except for the completion and operation of the 510 SPADINA
streetcar project; and

The TTC should support efforts by Metro Planning to preserve, for possible future
transit use, those railway corridors within Metro Toronto which are subject to
abandonment.

FUNDING

This report has no effect on the 1997 operating or capital budgets.

BACKGROUND

At its meetings of July 9 and October 1, 1996, the Commission requested that staff report
on a number of issues regarding the potential to expand streetcar service. The attached
report Opportunities for New Streetcar Routes - Discussion Paper responds to those requests,
which are:



OPPORTUNITIES FOR NEW STREETCAR ROUTES Page 2

d "The Commission...requested staff to provide the following additional information:
2. ldentification of potential options if streetcar network was to be expanded ..."
(Commission meeting, July 9, 1996),

. "The Commission approved a motion by Vice-Chair Moscoe that staff report on the
feasibility of establishing a downtown circuit streetcar route, and if deemed a viable
option, where could service be provided given existing trackage."
(Commission meeting, October 1, 1996);

i "The Commission approved a motion by Commissioner Pantalone that staff report on
the options available in terms of the capital works program of linking the Harbourfront
and Spadina LRT routes with the Bathurst streetcar line to provide service to
Exhibition Place through a connection along Lake Shore Boulevard and Queens Quay."
(Commission meeting, October 1, 1996).

The attached report does not recommend any new streetcar routes for construction or
operation. However, it does identify possible future candidates for streetcar operation if
ridership levels were to increase or additional funding were to be made available.

11-105-57
January 8, 1997
Attachment: Opportunities for New Streetcar Routes - Discussion Paper
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