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Abstract

The three parts of this portfolio providce critical perspective on public transit
infrastructure, primarily in the Greater Toronto and Hamilton Area (GTHA), but which also
AO0NROBSE F2N 6ARSNI | [Be)Con@adicidng of SpenteredtNetorldE A N& G LI
Buildingc ¢ LINRLI2&Sa GKFG GKS &LJ { Sre@dectjuapdsed ®d (G NI y &
The Big Move2008 regional transportation plan for the GTHA, can be described as a process
GaLt AYGSNBR ySiig2N] o0dAf RAYyIdE ¢KA& SydalAita |
relying on neoliberal practices that wouldually be associated with the fragmentation of
networked infrastructures operated by state monopolies. The paper argueSti@Big Move
represents an infrastructure plan, rather than a comprehensive scheme to improve public

transit in the region.

Thea SO2y R LJ LISNE dwl LIAR ¢NIyaaAd Fa I { dzo dzNb |
Viva bus rapid transit system as an example of emergent suburban rapid transit. The paper
identifies suburban rapid transit as public transit in the form of either light rdius rapid
transit that connects within suburbs, rather than a more typical form of transit infrastructure
that links peripheries to urban centres. The paper demonstrates that while these projects can
deliver real improvements in the use value of pubtansit, they are also entrusted with the

task of urbanizing the suburbs by attracting speculative real estate development.

Thefinal part of the portfolio is a photo essay documenting the various forms of

development that occur next to transit, awshicha SNIPS G2 ONBIF G 8isalL) I OSa

NS

intended as a visual representation of one of the exchange value orientations of public transit

infrastructure.
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Foreword

This portfolio aims to demonstrate an understanding of the forces and ideologies that
drive dominant, neoliberal conceptions of mobiljtgarticularly with regard to public
transportation while also presenting strategies for alternative approaches to mobility in
sub/urban environmentsThe portfolio primarilyfulfills my earningobjectiveto & cndegstand
the political economy of public transit planning 6 @ RNJ g¢Ay 3 2y OMARGAOFt &
illuminate the obstacles that hinder a shift towards more sustainable transportation systems. |
F NHdzS GKFG GKS LINR 2 Ndhangelvalué, hangély tRefabilityadaransitdo G NJ y a
attract speculative capital investment in real estate, in the GTHA has undermined its use value
orientation, which is its ability to move large numbers of people affordably and efficigtéy.
portfolio is infended principally observation in theory rooted in a critical academic tradition
primarily concerned with infrastructureé.also propose minor theoretical intervention, in that
critical perspectives on infrastructure have tended to foousch moreon the existence of
infrastructure, while the services provided on said infrastructure rgarmerally received
considerably less attention. | argue thatloser examination dfow infrastructure is used can
add a productivenalyticaldimension to critical stuiés of infrastructureoby illuminating the
contradicions of mass transit under neoliberalisithe photo essay is intended as a visual
documentation of the exchange value orientation of public transit by capturing some examples

of the speculative real estatdevelopment that occurs in proximity to transit.

While the portfolio takes a critical perspective on regional scale planning and on a
specific transit projectt alsofulfils Y@ f S| NJ/ A y Jglath@ e&ddghurd& standing &

of the principlesof public transportation planning Beyond critique| attempt to provide



constructivealternativesgrounded in specific examples from othegionsthat can contribute

to a more just and sustainable transportation systbased on both improving existingrsice

and building new infrastructur€lhis equips me with practical and readily applicable tools that
can be used to guide my practice as a professional plafameadditional learning objective)

and the capacity to conduct comparative research the various policies and programs adopted to
improve public transitUltimately, the portfolio is intended to shift the focus of public transit
planningin the GTHA away from infrastructure expansion amdards a much wider

perspective rooted in equity and sustainability that is intended to bring about a modal shift

away from singleoccupancy vehicle use.



Introduction

The three components of this portfolio aim to offer a migtialr perspective rangng
from a single transit project to exercises in regional transit planmngransit planning and
construction, and the attendarformsof speculative real estate development that can
accompany the addition of new transit infrastructure. The portfalimpts toprovide a sense
of the structural barriers that inhibit the creation of a more sustainable and equitable
transportation system, and a shift away from dispersed, azé¢ntric mobility regimes. As |
argue in the second paper on suburban rapid trgrEojects to improve public transit ithe
suburban GHTA have so far largely coexisted with automobility, rather than meaningfully
shifting transportation in a more collective and equitable manner. New transit is also being
employed as a means of fatling higher density, speculative real estate developnezer
new infrastructure Concentrating development near transit can provide a wide number of
benefits, but the type of development in trangitiented development matters a great deal if
public transit is to promote equity through its construction and operations. Taken together, this
portfolio is intended to provide analyses of transit planning, construction, and operations in the
GTHA, while also illustrating a number of examples of maskeed, peculative real estate
development that have accompanied new transit in the United Kingdom, Italy and Canada.
Taken as a whole, the portfolio is intended as a critique of existing practices, but also aims to
highlight potential courses of action and exaegpthat could serve to further a transition away

from our current, wildly unsustainable and deeply inequitable transportation system.

¢CKS FTANRG LI LISNI a¢KS /2yiNIRAOGAZ2ya 2F { L3

scale perspective of the GTHA andHls at the contradictory processes of sociotechnical



systems building set forth iihe Big Movea regional transportation plan launched in 2008. It

argues that the plan is not so much a scheme to improve public transit in the region, but is

rather a progam to buildphysicalpublic transit infrastructure. While these two goals are far

from exclusiveand are ideally mutually supportiyéhe types of infrastructure and the

prioritization of capital funding in an environment of austerity for operating fundiegn that
investments in new public transit infrastructure as set outire Big Movare geared towards
SYKIFIYyOAy3 NBIA2YyLFf O2YLISGIAGAGSYySaa FyR ONBI (A
partitioned off from spaces of (perceived) danger, difference paonerty whilst being ever

more seamlessly linked into the customized transport, energy, water and communications that
tf2¢6 dzZaSNA (2 SEGSYR (KSA KBrahan®ivanyin, 2001 p0Sa 2
301) Thepaper proposes that the regional scale at whidte Big Moveperates undermines

any effort to shift the modal share of the GTHA away from the siagbeipancy vehicle and

towards cycling, walking and transit. While there is little doubt that the GTHA is sorely in need

of improved regional transportatio;,he Big Mveand other Metrolinx plans are largely silent

on how transit users are to reach regional transit or conduct shorter distant journeys. As such,

The Big Moveuts forth an infrastructure network that is remarkably fragmented without

meaningful fare integation and is increasingly reliant on pubfidvate partnerships to build,

design and operate mass transit in the GTHA. The paper concludes with a critique of the desire

to depoliticize transit planning in the region, and instead argues that what is ndaedechdical
NBEO2YFAIdzNI A2y 2F 020K gKIG O2yadAaddziSa alLkRf
intersects with the investments and disinvestments made in both transit infrastructure and

service.



The second paper addresses the increasinglmemof suburban rapid transit projects

YR dzaSa , 2NJ] wS3IA2yQa +AQlF o6dza NI LIAR GNIyaad

rapid transit projects that are entirely suburban in character, as in either running in between
suburbs or entirely withi suburbs. While rapid transit in suburbs is hardly novel, virtually all
existing public transit lines in Canada and the United States serve to bring transit riders from
cores to peripheries, although this arrangement does not preclude suburban journeys. |
increasingly polycentric, we are see the development of forms of infrastructure that previously
would have only linked suburbs to urban centres, now serving to link emerging centres within
or across suburban municipalities. However, new rapid trdims&s in the suburbs are
simultaneously expected to both link and play a major role in the creation of what amount to
suburban downtowns. As such, recent suburban rapid transit projects embody a similar
dynamic that is seen with recent American streetcasjects, in which new transit has been
SYNRfttSR Ay | LINR2SO0O 2F aL)l GAlLf LAIFYyYyAy3as
RSOSt 2 LIY&yhier, W 2pt28) YAY 3 | yR CAEZOKSNI SELX I AY
traditional urban planning processes, spatial planning is a deliberate effort by local government
or territorially-based policy communities to take plageK I LIA y 3 (KiryNJIFigcties, PORE

p. 384) While spatial and &msportation planning are certainly not incompatible, through
discursive practices and service levels, we see that the mere existence of rapid transit
infrastructure in a place like York Region is valorized as a good in and of itself that is slated to
bring about an urban transformation along suburban arterials. The paper highlight some of the
often wildly inequitable and cost inefficient capital investments that have been made with Viva

when compared to other transit agencies in the GTHA. Despite masgitalagnvestments,

g K



+AQlI YR ,2N] wS3IA2y ¢NIyaadQa aSNWAOS S©
adjacent municipalities, which is a product of a relatively generous environment for capital
funding combined with a longtanding austerity regie when it comes to upper level
A2OSNYYSYy G adzLLI2 NI F2NJ GNIXyaAd 2LISNFGAZ2yao®
infrastructure through improved service and the maintenance of private vehicle travel lanes
have resulted in a remarkably expensive trasggtem that is not capable of meaningfully
changing mobility in York Region. The paper intends to prompt a critical eye with regard to
suburban rapid transit, acknowledging that it can be very useful to transit riders, but must be

situated within plans tamprove suburban transit on a netwotkide basis that considers

affordability and accessibility at every step.

The third component of the portfolio is a photo essay highlighting traorsénted
development that is either completed or underway in a viyrief locales. It includes photos
from the Urban Growth Centres of York Region, Vaughan Metropolitan Centre and Markham
Centre, from the inner suburbs of London, and from Milan and Florence. The essay is intended
as a visual representation of the formsg#nerally markerate housing and office
development that is increasingly occurring in close proximity to transit, particularly near newly
built infrastructure. While the enlistment of public transit in real estate development is far from
novel, the majoishift under neoliberal governance is towards the use of stateled and
planned transit infrastructure as a means of attracting private sector investment, both in urban
areas seen to be in need of regeneration, and in suburbs that are viewed as ripe for

urbanization.

S
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Taken as a whole, the components of this portfolio strive to capture the current
approaches that shape the form of public transit infrastructure in the earfyc2htury,
particularly in the GTHA. It aims to highlight the inequitable invesits and the shift towards
capital funding for large infrastructure projects combined with a deeply entrenched austerity
regime when it comes to funding transit operations. While improved public transit should not
be treated as a panacea for solving thelgems afflicting cities in the early 2tentury, but it
can play a valuable role in shaping a more just, sustainable and equitable distribution of
NBaz2dz2NOSas 620K Ay GSN¥XYa 2F AYyFNF &aidNHzOG dzNB | y
inequalityis both reflected in and intensified by high levels of unevenness in the availability of
AY F NI & ((RMBOM HEME jast one example, this is widely reflected in the apportioning
of roadways, particularlyuburban arterials that are almost exclusively designed for private
vehicles. As we shall see in York Region, even efforts to repurpose suburban arterials, among
the most vital and ubiquitous forms of suburban infrastructure, to make them more transit
friendly do not meaningfully address many of the barriers to equitable transit, particularly in
terms of cost to the user. While creating a more equitable public transit system could improve
the material conditions of many people, it is also necessary to tsaifsit-oriented
development away from markediased, speculative models, and towards wséue oriented
F2NX¥a 2F FFF2NRI0fS K2dzaAydad | Y2NB SldaAadlof S
undermined if it only served to better connect its userunaffordable housing and lowage

precarious employment.
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Part One:

The Contradictions of Splintered NetweBkiilding- Fragmented Transit
in the Greater Toronto and Hamilton Area

Introduction ¢ Moving the GTHA

The Greater Toronto and Hamilton Area (GTHA) is by far the largest urban region in
Canada, and has expermed rapid growth in its suburban municipalities for the past several
decades. The region is expected to add nearly 2 million residents in the coming decades,
growing to 8.6 million people by 2031 (Metrolinx 2008). However, since the early 1980s public
transit infrastructure has failed to expand apace with population growth. A sustained period of
capital underinvestment in new infrastructure began in the late 1980s, and the hardline,
YyS2t A0SNIf /2YY2y {SyaS wS@2f dzi A #avggoemmantK S a A |
completely cut provincial operating subsidies for local transit in 1998, which have not been
restored in the ensuing two decades (Munro 2016). As just one example of the decline in capital
investment, from 1986 to 2016 the City of Torontdad six subway stations to its network
(one of which was an infill station on an existing line), while in the same period the much
smaller Vancouver Metro Region built three light metro lines with 53 stations, giving the west
coast city the longest rapiglansit system in CanadAddie explains that from the late 1980s to
0KS SIFENI @& wnnna aO0KS aLIaGAFE €t23A0 2F UNIXyaai
C2NRYy 02 UONIYyaixid o+ra RAaAO2yYySOGSR FTNRY)IKS D¢!
YR SYSNHAY3I NBIA2yIlf y2RSaz IyR tFO1SR AyidSN.

As traffic congestion worsened and the pressures of interregional competition grew more
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pressing, the provincial government of Ontario would embark on a progoaaddress the

deficient state of the GTHA regional transit system.

LY HnnoX I [A0SNIt LINRPGAYOAIlIf 3I20SNYYSyl o
worsening congestion problems through the creation of a regional transit procurement and
planning @ency in 2006. First known as the Greater Toronto Transportation Authority, it was
renamed Metrolinx in 2008, and underwent a major shift in structure and responsibility in
HAngpX F0a2NBAYy3d Dh ¢NIyaArAds GKS Dce¢tolaRa O2YYdz
appointed corporatestyle board, rather than one made up largely of municipal politicians from
the GTHA. In 2008, Metrolinx released a major infrastructure giha,Big Movewhich
proposed to spend $50 billion to 2041 to construct a regional ttaretiwork for the GTHA
(Metrolinx 2008). Yet, with the exception of GO Transit and URiearson Express, an oft
malignedaiNd A f fAy] O2yySOlGAy3a tSFENRAR2Y ! ANLR2NI G2
expressly excludes subsidizing transit operationglanning local transit. As will be discussed
below, this structural omission is a major hindrance with regards to a modal shift towards

transit use in the region.

In 2018, Metrolinx adopted th2041 Regional Transportation Plan for the Greater
Hamilton and Toronto Are@RTP), which is an update The Big MoveWhile it represents a
continuation of the goals and policies set oufTime Big Movén many respects, it also marks a
considerable reduwn in the anticipated outcomes of building a regional transportation
system.The Big Movenvisioned a capital investment of $50 billion in new infrastructure to
2041 ideallyfunded by dedicated source2q08, p. 6871). However, Metrolinx was unable to

secure its own dedicated taxes, fees, or highway tolls due to widespread political opposition

12



020K FTNRBY GAUGKAY (GKS [AO0SNIf t I NIeé Fergidon TNRY
2016). Without dedicated funding sources, there is virtually no weagnsure $50 billion would

actually be spent by 2041, although it is entirely possible. The RTP is significantly reduces the

scale of investment to $30 billion to 2025 in order to ensure completion of projects underway

as of 2018, but is mum on the subjext further funding beyond this date. As will be discussed
TAINIKSNI 0SSt 265 (GKS we¢t Ffaz2 RNIYIFIGAOIEf& NBRdz
2041. Overall, the RTP is a continuation of the infrastructure first approach enshrifiéd Big

Move, and its preeminent strategy is ensuring the completion of projects currently underway

that were included immhe Big MoveHowever, the resounding defeat of the governing Liberal

Party and the election of righwing populist premier Doug Ford has irtgsat considerable

uncertainty into the future of transit infrastructure construction in the GTHA, and it is unclear

what projects outlined imThe Big Movavill be prioritized or discarded.

It is questionable whether Metrolinx possesses either the politigkilor the practical
capacity to successfully construct a transit system capable of addressing the mobility challenges
of the GTHA. This stems from what can be characterizdhasig Mov@a da aLJ Ay i SNBER¢
network building, whereby a regional system isrigebuilt through processes of unbundling of
assets, partial privatization, and the creation of new markets for the provision of public services
ODNI KI'Y YR al NBAY HnnanmO® DNIKIY YR al NBAY R
integrated networks into monpolistic and noAmonopolistic segments that are contestable by
ySg SYiNlIylaégd ouwnnmz LI mMocdud ! 1S& NBIA2YI
an unbundled infrastructure network through new transit projects, rather than by privatizing

exsting infrastructure. Metrolinx has opted for what Graham and Marvin characterize as a

13



G5StS3AFGSR LYFNIAGNUHZOGdzZNB¢ FNIFYSE2N] (2 LINA DI
the right to supply a marketGovernments create market conditions byesffhg leases or
O2yO0SaaArzya F2NJ SAGKSNI AYGSINI GSR 2N Y2y 2L)2f @
contradictory combination of a major public investment in infrastructure, and the simultaneous
privatization of many elements of mass transit op&vas, The Big Movembodies the

neoliberal shift in Ontario politics over the past few decades (Fanelli and Thomas 2011).

The regional transportation network envisioned biye Big Movean be viewed as a

neoliberal large technological system (Hughes 1883@)number of ways:

1 By automatically requiring design/build/maintain/operate pubfidvate partnerships
for new transit lines, such as the Hurontario LRT.

1 Through the prioritization of regional transit as a means of bolstering regional
competitivenesswhile local transit generally stagnates or declines. As will be argued
0St26> GKAA NBIA2ylLt oAla O2dz R aSOSNBfe& K
successful realization of a regional transit system.

1 Possessing a governance structure modeled oarporate board that excludes any
elected members, and is allowed to meet in secret. As a provincial agency, Metrolinx is
effectively synonymous with the provincial government, yet it is unclear just how
provincial politicians exercise influence over tsarplanning decisions.

1 The Big Movés a regional mobility plan that is not on the required scale in terms of
publicinvestment to bring about the necessary modal shift away from the dominance

of singleoccupancy vehicles and towards more sustainable rsaafdransportation,

14



namely public transit, walking and cycling. This is unfortunately typical of the continued
failure of capitalist states to meaningfully enact sufficient measures to address the

pressing demands of mitigating climate change.

Additionally, the overwhelmingly regional nature dhe Big Movereates placéased
advantages through selective investment to move suburban commuters, while often also
serving as a means of furthering speculative real estate investment along transit nodes and
corridors, although the latter is not consistently a priority across all projects, particularly with

the muchdiminishedremnants of Transit City.

This paper will be divided into four sections. The first section will provide an overview of
the regional transportation system set outTime Big Movas a large technological system
under neoliberalism, and question whether the system can successfliilyifsigoals, or if it
can even define them. The following section will turn to the inequities of investment borne out
of a transportation plan that prioritizes regional transit, and does little to improve languishing
local transit service. Thethird®di A 2y @At f F20dza 2y GKS &G NUzOG dzN
of publicprivate partnerships as an ideological choice. The final section will look at the-Union
Pearson Express, one of the few project3$lie Big Movéo have been completed, as an

exampleof unbundled infrastructure used to create a premium corridor linking global spaces of

1 Transit City was a transit plan designed N2 A RS SA3IKG f AIKGE NI Af | yR &AAE o0dz
suburbs, as well as increases in local bus service, with the stated goal of providing rapid transit to historically

underserved communities. It was championed by former Torontoan®avid Miller, but received a pair of death

blows first at the hands of then premier Dalton McGuinty who cut funding for four of the LRT lines in early 2010.

The election of suburban revanchist Rob Ford as the Mayor of Toronto in December 2010 marfieal thesl in

GKS O2FFAYZ a C2NR LINRPYLIitée RSOfFNBR GKS NBYFIAYRSNI 27
OdzNNEBy if & dzy RSN O2yaidNHzOGA2YS gAGK 'y FRRAGAZYIE fAYyS .
iN2019. Furtb NJ [ w¢ f AySa olFlaSR 2y ¢Nryaiad /AdeqQa XLy YlLIé& 68
funded plans presently exist.
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capital accumulation. The paper is intended as a prompt to shift away from a common, popular
ONRGALdzS 2F GNIXyarad LI FyyAy3d Edn@reseddctorsa o L2 €
of unscrupulous politicians, as an unwanted intrusion into a supposedly pure realm of transit
planning. Instead, the debate should be shifted to inherently include politics as a domain of
contention with regard to the allocation aicarce resources within transit planning in the

GTHA.
The Big Moves a Large Technological System Under Neoliberalism
The many purposes of public transit

Public transit has come to occupy a prominent place as a potential solution to the myriad
problems facing urban regions, from traffic congestion (Toronto Region Board of Trade 2013),
to greenhouse gas reduction (Metrolinx 2008a), to reducing social antbedo exclusion (Keil

et al 2015). Adopting a multiscalar perspective, Farmer explains that:

Public transportation plays a vital role in the urban economy in that it creates
placebased advantages, facilitates the circulation of capital, and attracts
investment in local real estate markets. At the level of everyday lived experience,
public transit shapes and constrains opportunity (time it takes to access jobs,
schools, and services) and sociospatial relations into the built environment

(2011, p. 1154).

Public transportation serves many roles to different actors depending on their physical location,
their journeys (or lack thereof), their access to alternative modes of travel, their socioeconomic

status, among other factors. Farmer and Noonan propose paatic transit in capitalist
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SO2y2YASa Aa Lzt SR 6SG6SSy I -vatudandedmDangeNT f

Gl tdz2S> IyR GKS& gNRGS GKIFG aol

manner that is favorable for the accumulati of capitalviaa privileging of exchangealue over

and againsttheus@® | f dzS§ 2F al GAaFeAy3ad LIS2LIX SQa

GAYS IyR aLl O0So
contradiction isreadily apparent in the current program of transit expansion in the GTHA,

which exhibits a strong preference for capital intensive projects that favour suburban; work
bound commuters, and serve aaSy | 6 f SNJ G 2

booming real estate market. Cesffective measures such as improvements to existing service

LIAGEFEAAY RS3INIR

YySSR T2N

YSI y 2012180 dyNGd & &iNg & alRINGE KA @a/

FdzNIG KSNJ aLIS Oz | GA GBS

are generally shunned under Metrolinx in favour of new capital projects.

The Big Move as a Regional Integration Project
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Figurel - Astylized represehtation of The Big Move's many transit projects, both new, existir
to be improved. Note that the lines depicted are wildly out of scale and would be several kilc
wide. (Image credit: Metrolinx)
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With The Big
Move, the Ontario
provincial government
signaled a strengthening
commitment to acting as
the regional governing
body for the GTHA,
following a series of less
than successful attempts
at regional governance

made up of GTHA



municipalities (Frisken 2007). Alongwi K O2 YL AYSyYy dF NBE 3INRSGIK | yR f
transit strategic plan acts as a means of creating a political entity out of a disjointed, disparate,

FYR fFNBSt& &dzodzNBlFy NBIA2Yyd ' RRAS LINRPLIR&aSa
territorial logics ofnetropolitanurbanizationg characterized by political, social, and

Y2NLIK2f 23IAO0Ff O0AYIFNARSE 0SigS 8 yolodgedcontaint®e2 NS | Yy R
relational flows and processed of a polycentric, globally integratiéghregionalurbanizatiorg

(2015, 187). The shift under neoliberal urbanization from a metropolitan to a regional
LISNRELISOGADPS 2F dzNBFYyAT FGA2Yy A& NBTESOGSR Ay a
Enright (2016) proposes that regional integration carrietoa heavy rail systems, such as the

SELI YyRSR YR St SOGNAFTASR Dh ySig2N] YR (G(KS S
Ydzy AOA LN £ AGAS&sZ OXyeteniidy foduét® infradtraciiteNd Wi railf the (i &
political economic cultureshey support and the ideologies of movement and development

GKFG dzy RSNI AS GKSYé¢ 0L ppOd 2AGKAY | D¢l O2
transportation situation has become a bottleneck for the continued globalization of the region,
becausdocal circuits of mobility are not well coordinated and various scales of decision making

R2 y20 @OAaAofte AYOGSNIOG F2N) GKS NBIA2ylLf 3I22R
implementation ofThe BigMové N3 & 0N} §S3IASa SYSPPENAIFSFEANKS &
growth in the region, and as a means of shifting towards greater regional integration through
improved public transit connections. Made up of corridors and nodes, sites where multiple

forms of transit intersect that are intended &sibs for office and residential developmeiitye

BigMov&dd O2YLJ SGSR GUNY¥yaald ySGde2N] FAYa (2 23SNI

GTHA. However, unlike most North American urban regions, the GTHA lacks any kind of

18



regional governance structure madip of its constituent municipalities, despite numerous
attempts to create one since the 1940s (Frisken 2007). Instead, the provincial government
serves as the regional decistomaking body in terms of land use and regional transportation
planning. The mvincial government acts through Metrolinx on matters of public transit in the

GTHA, yet it frequently overrules its own supposedly alength creature.
Infrastructure Only Transit

The Big Movés foremost an infrastructure plan, and as such places thbdst priority
on successfully constructing approximately 15 transit projects to 2022, with a further 11
projects to be completed by 2031 (Metrolinx 2008a, p-6&). An additional 11 projects are
vaguely included in a po&031 timeline, but the state dhese is unclear (Ibid, p. 67). Many of
the projects are located in the transsparse suburban municipalities of the GTHA, where Filion
FYR YSAE OouHnamt0O OKFNFOGSNAT S AYFNI adNHzOG dzZNB |
(p. 16). Major improvemnts are also underway to increase the capacity of travel corridors into
C2NRYyG2Qa OSYGNIt o0dzaAYySaa RAAUGNKeEBgMovieKS I NH
does include a number of mobility goals, but they are not even consistent within the do¢umen
AGaStTe ¢KS LIy O2YYAUa GKS De¢l! G2 FFOKASOAY
and 26.3% (p. 59) by 2031. A presentation in August 2017 to the Association of Municipalities
hydl NA2 o6& [SafAsS 2225 aSiwWREAYHESFASGKES A SLINRY
O2YYdzyAOFGA2ya 2FFAOSNE akKz2ga (GKS D¢I! Qa4 Hnowm
as 2011, with 18% being captured by transit (Metrolinx 2017a, slide 32). The 2018 draft RTP
drops the projected modal share of traih even further, down to 14.7% for 2041, just 0.5%

higher than 2011, although due to population growth the RTP envisions moving nearly 700,000
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more trips via transit in 2041 (p. 111). Despite a large investment in infrastructure, the steady
declineintr 8 A 1 Qa SELISOGSR Y2RIf &KINB &aradylta GKI G
AY 6KFEG YSAE FyR , 2dzy3 OKINIYOGSNATS Ia | aRST
share (2009, p. 741). Rather than signalling a shift in the way the GTHS nttow RTP

envisions the continuing dominance of the singteupancy vehicle in the region.

{AYAf I NI &2 &&Siandh AccesERIpepposes amassive shift in how
passengers reach GO Stations with the expectation of that the rate of usesisgito GO
stations through walking, cycling, local public transit, ride sharing and carpooling increases by
60% by 2031 (Metrolinx 2016, p. 14). Goals to treble transit access to commuter rail are
unsupported by any corresponding funding increases talltransit agencies to improve
connections to regional transit, although some new transit projects, such as the Hurontario LRT
in Mississauga, will feature a number of transfer points with GO stations. Additionally, no
Metrolinx plan includes any benchnarto measure progress towards the modal share targets.

In spite of ambitious messaging espousing transformational shifts in mobility in the GTHA,
aSUNREAYEQAE LINRBINIY 2F AYTFTNI &G NUzOGdzZNB O2y & (i NUz
to achieve anajor shift in modal share in the GTHA.

Ly &aKFNL) O2y i NJ ad G2 GKS TRdspottalion B2@K2),0 KS / A
FYR GKS aSGNR I yO2 dzdS NI (iRddioyiah TraddpdrtationiStategy: 3 Sy O
Strategic Framewori013) begin wh a desired modal share, and create an investment
strategy inboth improving existing service and building new infrastructure. As a result, the City
2F 2 yO2dz0SNE o6& FIN GKS RSyaSad LI NI 2F . NR
more than half of all trips to walking, cycling and public transit four years ahead of schedule in
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2016 (City of Vancouver 2016). Translink has also become the North American leader in transit
ridership growth, achieving a growth rate of 4.5% in 2016 and 5.7%ilin(Zranslink 2018)

With the notable exception of the suburban municipalities of Brampton and Mississauga,
transit ridership growth in the GTHA has been lackluster at best from 2012 to 2016 (Toronto
Transit Commission 20164, p. 5). Ridership on the Torbransit Commission (TTC), which
carries nearly threguarters of transit journeys in the GTHA, has plateaued as its overburdened
and underfunded service has effectively stagnated (City of Toronto 2Rid@rship on the TTC
increased slightly in 2016nd declined by 0.9% in 2017 (Toronto Transit Commission 2018).
CNFyatAy1Qa adNFXrdS3IA0 WXty A& 620K | &ASNIWAOS
$23 billion to 2041, with $18 billion for new infrastructure and $5 billion for service
improvemerts and maintenance (Translink 2013, p. 10). On a per capita level, this works out to
anapproximately a 40% greater investment in public transit to 2041 fHaa Big Movebut itis
underway in an urban region that has steadily expanded its rapid trandibas service during

the past 30 years, unlike the GTHA (Bell and Gatien 2017). Continuing austerity policies at the
provincial level in Ontario have extended a lestgnding provincial refusal to meaningfully
subsidize transit operations in the GTHA hagbmepremiumexceptions as will be discussed
below. The City of Toronto does receive a share of the provincial gas tax that Toronto directs
G26FNR&a ¢¢/ 2LISNFdA2ya GKFEG FO002dzy i SR F2NJ | LILJ
subsidy in 2015 (Munro 20163longside GO Trangihe TTC remains the least subsidized

transit agency in North America, receiving less than half the subsidy of Vancouver (TTC 2016b,
appendix H). While Vancouver has hardly been spared the impacts of neoliberal austerity and

rampantreal estate speculation, it has generally elected for a far more generous approach to
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both funding transit operations and capital costs motivated by the specific and tangible aim of

shifting modal share when compared to the GTHA.

a S NPT AYE Q&al shte(ybdalaytitsyiarowr@és on building new
infrastructure, rather than building a functional transit network imperil the intended shift
towards transit, cycling and walking. If the 26.3% transit modal share gbhkiBig Movevas
to be fulfilled then transit ridership in the GTHxould haveincrease at an average rate of
3.1% to 2031. Unfortunately, ridership growth in the GTHA from 25 stood as a
lackluster 1.4% annually when averaged out over three years. Only Brampton exceeded the
necesary growth rate, and Oakville and Burlington have shed substantial numbers of riders in
recent years (Marshall 2016). Most transit agencies in the GTHA have been fighting to simply
maintain ridership. Without graduated targets measured at regular intervals impossible to
FAOSNIFAY SKSOGKSNI I LXFyQa 32Ffta NB 0SAy3 4&dz
corrective actions if targets are not being fulfilled. Instead, Metrolinx and the provincial
government have shown themselves to be quite unconedrwith the slothlike rate of transit

ridership growth in the GTHA, particularly on the TTC.
Inequities of Investmeng ¢ K S . A 3SeltD2f¢ating Regional Bias

While heavy rail infrastructure for regional service will inevitably have higher capital and
operating costs than a bus route running in mixed traffic, recent transit related decisions in the
GTHA have emphasised the highly uneven distribution of resofocegw transit projects that
privilege regional commuters, generally located in newer, outer suburbs, over local transit in

0KS0&68gSSy OArAlez¢é (GKS 2t RSN adzo-tredesandvikibled I NB
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minority populationgYoung and Kefl014) Regional transportation plans will usually

emphasize long distance, often intgrunicipal travel, and in turn likely provide greater benefit

tosoOF f f SR aOK2AO0OS NARSNEZ¢ GK2aS y20 RSLISYRSyl
work. Howeve, the current strategy for transit expansiam the GTHAeans heavily towards

regional transit infrastructureandraises serious concerns about the equity of current transit

investments.

The cornerstone of The Big Move is a major expansion to GOfMansi 02 Y Y dzi S NJ NJ 7
servicethrough the construction of a primarily electrified Regional Express Rail (RER) network
to provide allday trains every IBninutes on three, fully electrified lines, and two lines that will
be partially electrified on their busigrortions. Additionally, other lines will see service
improvements within the limitations of operating commuter trains on trackage owned by ralil
freight companies. The cost for the RER network is presently estimated at $13.5 billion,
although no dedicatedevenue stream has yet become available. The expansion of GO service
will also entail the addition of new stations, including several that will be included as part of the
continuously nebulous SmartTrack plan, a pet project of Toronto Mayor John Tory that
continues to be whittled down from an ambitious, electibme promise of a surface subway
Ff2y3 GKS ftAySa 2F [2yR2yQa / NRaaNIAft G2 I KI
a TTC fare. Despiteearly a decade of studies, fare integrationthe GTHA remains partial and
fragmented, with a range of efares for suburban transit users transferring between systems,
and while passengers transferring between GO Transit and the TTC now receive a reduced fare,
passengers who transfer from a suburbandl transit agency to the TTC must pay two fares.

Yet, with an integrated fare payment system across the GTHA, there no exists no technolical
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barrier to implementing a coherent and broadnging fare integration program. However, a
continued unwilingnessat the provincial level to fund thimcreased operatingosts of inter-
agency transfersr institute daily farecapping remains a considerable impediment to regional

transit that functions as such

In an episode of astoundingly flagrant interference kpoétician into the supposedly
neutral process of selecting new stations, it was revealed that provincial Transportation
Minister Steven Del Duca intervened to push for the inclusion of a station at Kirby, in the
sparsely settled periphery of his ridimgsuburban municipality of Vaughan, north of Toronto.
Analysis conducted by consultants hired by Metrolinx showed that a station at Kirby would
result in a net loss of riders, due to longer travel times for riders further up the line (Spurr
2017a). ThesitaA 2y Q& SadGAYIFGSR O2yaidNHzOUGA2y O2aid ¢l a
East, a proposed SmartTrack station, was also appravdte same board meetingnd was
projected to similarly result in a ridership decline, albeit the analysis conducteddtrolifx
did not take into consideration ridership with at TTC fare, which is possible. In sharp contrast to
this pair of lackluster transit performers, the TTC recently released a modest plan for expanding
GKS 3Sy0eQa SELNS A a evwrdates ayidimipiofeknis to@dsying A & G A y 3
routes (TTC 2017). The plan calls for the purchase of 34 new articulated buses for $34 million,
and an annual increase of $13 million in operating costs. It is expected to add 1.2 million new
riders to the TTC whilenproving the experiencef 70 million rides per year. Express bus
NRdzi S& LINAYIFNRE& aASNIIS ¢2NRByG2Qa LISNALIKSNI f =
income populations of transilependent people. Four of five of the express bus routes

introducedin 2016 have performed well above expectations (CBC News 2017). The number of
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additional rides fromnew expressservicess similar to the number of new journeys projected

to be added with much maligned, orstop Scarborough subway extension (SSH¢sathan
hundredthof the capital cost, and slightly under 40% of gvejectedannual operating costs

for the subway extensiarThe plans slated to be fulymplemented by 2026although its

launch was delayed until 2018y comparison, Seattle plans tepand RapidRidétsa . W@ (0 S ¢
system, by 13 lines by 2024 in additiorthe six lines already operating in 2017. The TTC

express bus plan does include some signal priority measures, but there are no funded plans for
bus priority lanes, queue jumps orfeenced bus stos KA OK | NB Ay Of dZRSR Ay
Kirby and Lawrence Easere subject to further analysis following revelations of their less than
savoury approvabut were ultimately approved by the Metrolinx board (Spurr 2018 €ase

with which they were approved illustrates the inequitable distribution of resources that
prioritizes the metromobility of regional rail, while snubbing the far more -@ffctive

strategy of enhancing local and express bus services.

A similar dichotomy is at plag York Region, a sprawling suburban, upper tier
municipality north of the City of Toronto that is attempting to densify along its major corridors.
I 1Se StSYSyid Ay GKA&a adNradS3ae Aa ,2N] wS3IAz2y
(BRT)whichd Sy 2LISN} GA2Yy& AY wHnnpd ! &aSNASAE 2F 4N
only lanes withVivastations are meant to whisk transit riders across densifying suburbia. The
implementation of the Viva network is slated to cost nearly $2 billion, and beptzied by
2020 (VivaNext). Viva operates as a mix ofBRT with buses running in dedicated lanes, and
. iR 1S¢ aSNBAOSE 6AGK 0dzaSa NHzyyAy3a Ay YAESR
stations, offboard fare payment, and some queue jumpias certainly a welcome addition
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of rapid transit to an autalominated landscape, and will soon feature three connections to the
¢¢/ Qa adzmole ySig2N]l =z +tf2y3a gA0GK ftAyla G2 Dh
accompanied by a commensurate increaseperating funding but insteadthe exact opposite

has occurred.

At a time of massive infrastructure expansion, YRT has cut service on both Viva lines
and on regular routes since 2010 while increasing fares, which are now the most expensive in
the GTHA bw considerable margin (Marshall 2017). One Viva route was made rustohiyyr
while others saw headways increase to up to 30 minutes outside of rush hour. Headways for
local service in York Region connecting to Viva can be up to 75 minutes between buses.
t NERAOGOIOot&Z I FGSNI &@SFNR 27T a2014and2018]althaub ¢ (0 K
it recovered in 2016 with modest growth (York Region 2017). By contrast, neighbouring
Brampton, a similar rapidly growing suburban municipality, launchednts BRTlite system in
201> . N} YLIi2y %% YO ¢ K SnmadaeBandisr déisaked yudways,A y Of dzR S
although these will likely be introduced eventually. Brampton Transit has seen explosive
growth, particularly in 2016, growing at six timestheSat2 ¥ ., w¢ X YR SOt ALJAA Y :
lackluster ridership growth rate nearly thirtedold (City of Brampton 2017). Planner Sean
al NEKFIfO026NBI8AYRBRSNE gKex 2y 2y S WildfaRg ( KSNBEQ
newo dza AY FNI AGNHzOGdzNE 6KSYy GKSNBQa y2 gAffAy3ay
SELISYRAGAINBE dzaSFdzZ ¢ o6al NAKFIff wamTtOod , weQa ¥
rapid transit and local service routes coupled with unprecedented sirfugture improvements

for a suburban region bely a strong preference for fixed capital investments ovetdong
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operating investments that may be far more useful as a means of shifting modal share towards

transit (Grengs 2005)

The stark imbalance bh@een often lavish capital investments, and the pauperized
operating budgets of GTHA transit agencies, who receive a miserly subsidy from the provincial
government through gas taxes, betray a contradictory tendency at the heart of public transit
planning n the GTHA. With limited exceptions, the kind of sustained investments in operations
necessary to take full advantage of new infrastructure have been lacking, especially on a
network-wide basis. While new LRT lines under construction will have their opgratibsidy
paid for by the province, existing feeder bus routes connecting to new transit will continue to
limp along under the frugal aegis of municipal governments. Investments in new infrastructure
are woefully overdue, but the continuing aversion marieasing operating subsidies, or more
ambitiously raising taxesr instituting road tollgo provide dedicated funds for transit
operations have become unfeasible in neoliberal Ontario. Even the mere suggestion of
implementing taxes and tolls to fund trait have been met with near universal revulsion,
including from the nominally socially democratic New Democratic Party. In the dramatically
narrowed political spectrum of neoliberal Ontario provincial politics, the actions necessary to

adequately fund trasit operations have become effectively impossible.

L dzi2YFGAO toQa FT2NJ ¢KS tS2L) S

Fromits election in 2003, the Liberal Party of Ontario demonstrated a strong ideological
bias towards publiprivate partnerships when building new infrastructure projects. Since 2005,

new infrastructure projects in Ontario have been under the purview o&stfucture Ontario
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(10), a crown corporation that reports to the Minister of Infrastructure. IO relies on an
alternative financing and procurement (AFP) approach to new projects, whereby the private
sector at a minimunioth finances and builds infrastruate, but alsdrequently contracted to
design, operate and maintainfrastructurefor a period of up to 30 years (Auditor General of
Ontario 2016, p. 71). The projectsdie Big Movare delivered through Infrastructure Ontario,
usually th2 dz3 K | -bdilRfBandedpgrateY I Ay Gl Ay é FNIF YSG2NJ ® LY HJ
General of Ontario found that 10 projects camait$8 billion above the cost of financing
infrastructure through more traditional public financing (Ibid). IO countered that its
procurement pocess had avoided $18 billion of risk being ledog the provincial government,
butasthe AuditoD SY SNI f SELIX I Ayd a0iB8KSNB Aad y2 SYLANI
FaadzYLJiA2ya dzaSR 0@ LYFNF adNHzOGdzNB hydl NR2 (2
Projects of The Big Move have not been subject to a comparative analysis to determine how
AFP would compare to public financing, maintenance or operations. In earlier public transit
projects in Canada, design has historically been a joint endeavor betg@vernment agencies
and private firms, while construction was performed by the private sector, with financing,
maintenance and operations were delivered by the public sector (Siemiatycki 2006.-9).138
With little consultation or input from municipaiés or transit agencies, Metrolinx has insisted
that any new rail transit in cities that presently do not operate rail transit will be operated by a
private sector vendor, often from the same consortium that built the I#&a result, nly
Toronto willoperate new rail transit lines built within iteunicipalborders.
Ownership of new transit lines will remain with the province rather than being

transferred to the cityTransit experSteve Munro explains the rationale and implications of
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suchastructdBY G ¢KS FaasSia ¢2dz R 6S RSLINBOALFUGUSR 20
show up as an offset on the provincial books to the debt raised to fund them. This is a neat bit

of accounting that ignores the fact that an asset only has a real value if ybd sl it and

recapture your investment, but it keeps the bean counters happy and makes the books look
0SGGUSNI F2NJ GKS LREAGAOAIYyAE ovHnndpOd { Ay OS Llzo
invariably a money losing venture, it is unlikely ansets will be sold off, but instead the

profitable elements of public transit will be handed to the private sedtdrastructure in

Ontario has adopted an additional exchange value orientation by serving as a means of

reducing the appearance of provincagbt through depreciation. However, this is far from the

only example of the prioritization of exchange value in public transit in the GTHA.

The Express Train to the Entrepreneurial State

The UnioAPearson Express (UPX) is a 23km rail line that conneatsdn International
I ANLIZ NI Qa ¢CSNXYAYIlIE M gA0K R2gyG26y ¢C2NRYy(G2Qa
L E22NI YR 285302y ¢KS A yoSS eekASy] a0 AGUNS SZES t CGB2N\yRY SiC
international airport with the central business distridthe UPXitially operated with a fare
structure thatwascompletely unintegrated with any existing transit service, meaning that
travelers connecting via tranditad topay a double fareHowever, starting ilDecember 2017
riders transferring from the TC receive a $80discount on their combined faré&ares on the
line were as high as $27.%hen it commenced operationsearly 9 times more than a trip on
the TTCAccordingly initial ridership was disastrouslgw, reaching a low figure @n average
of 2,168ridersperdapA Yy 5SOSYO6SNJ Hamc I NP dzZAKbusiestbus S al YS |

route (Moore 2016a, City of Toronto 2016). Metrolinx ignored reports that it commissioned
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LINA2NJ G2 GKS tAySQa 02y aidNHzOG A 2the inifisgkfard Ay RAOI
structure (Moore 2016b). During its first year of operation, the UPX redei\eerride subsidy
of approximately $52.25, similar to the cost afeai ride from the airport to downtown
including tip, andvhichis roughly 250 times higher than the average provincial subsidy for each
TTC ride delivered through the gas tax (Spurr 2017, Munro 2016). After considerable uproar
regarding outrageous fares and lackluster ridership, Metrolinx cut fares by more tharab8%,
the UPX saw a trebling of ridership in short order (Spurr 2016). Increased ridership with
decreased fares has resulted in a reduction of thenjige subsidy to a more modest $11,
which is still far in excess of the subsidy paid to any other transitadjon in the GTHA (Moore
2017). In the 2012016 fiscal year, the UPX received $63.2 million in operating subsidy to move
751,000 trips, while GO Transit received $99.2 million in operating subsidy for nearly 66 million
trips (Metrolinx 2016c). In adddn to high fares, the UPX requires users to pay a double fare if
GKSe | 00Saa I+ adladAaz2y QA GNryardzr gKAOK aSND
for non-airport related journeys will be minimal.

The experience of traveling on the UPXeaig tremendously from the generally
unpleasant task of taking transit in the GTHA, particulajpurney involves the often sardire
like conditions of an overcrowded TbGs The UPX trainsets feature plush seats,-fibgvn
tray tables, Wifi, and acomplY Sy G F NB Yl 3T AYyS akK2g0FaiAy3d ¢2NR
amenableartisanal vendors. A curious feature of the UPX is that because tickets can be
purchased onboard, as long as a passenger has sufficient funds it is impossible to fare evade,
which telling of the expected demographics of UPX ridership. By contrast, in 2016 fare evaders
SYSNHSR Fa F LRGSYyGArt aolLlS3a2ra G2 LI NLALFT @
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of the continued austerity that has resulted in a surface transit netwosk tperates below

services levels of the late 198(dunro 2017) Farmer proposes that for premium rail lines

dt]he cost, inconvenience, and minimal access points all work to filter the proper users for the
premium service, so thatthismasstransits&@@ > A& LI NIAGA2Y SR F2NJ WI L
dzZaSNE¢ O6HAMME LI mMmMcpO® ¢KS atAo0]l] aidlrdiAirzy Syo
generally spartan environs of a commuter rail station. The UPX trainsets also display a curious
technical feature thaeffectively prohibits easily repurposing of the line. Unlike the GO fleet of

diesel commuter trains, the UPX operates much shorter,-Aagdr trains that are incompatible

gAGK GKS NBad 2F GKS D¢l ! Qa NI Af vatdds.yWailed Ay F N
the UPX will likely be electrified at an unknown point in the future, repurposing it into a-multi

purpose line integrated with the broader transit network would be extremely costly.

The UPX is the only atil link of its kind in North Aerica. No other city in Canada or
the United States has a dedicated express rail connection linking their central business district
and their international airport. Althougtiespite having a subway connection to the airport,
Chicago has built a US$213 ioilldowntown terminal for express airport service without
building the actuatail line (Farmer 2011). All existing-a#il links in Canada and the United
States function as part of an existing transit network, and generally act as the terminus of lines
while also serving destinations along the roueme airport servicesa dzOK | a =+ y 02 dz@S |
Canada Linejo charge a premium fare when departing the airport. Only European cities, which
generally have far more developed rail infrastructure, currently psssxpress airport rail
service, but only when local service is also available. Viewed in such a light, the UPX stands out
4 ¢6KIG DNIKFY FYyR alNWBAY ¢62dZ R OKIF N} OGSNAT S
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partitioned off from spaces of (perceived) damgdifference and poverty whilst being ever

more seamlessly linked into the customized transport, energy, water and communications that
Fff2¢ dzASNER (2 SEGSYR GKS | OlAzy mellP&&a (G2 RA
unexpectedly not a privatentity, but rather an entirely a statein venture that salvaged

aborted plans by Canadian engineering giant-EB\alin to build a similar argil link. SNE

Lavalin concluded that the line would be unprofitabled abandoned the venture, then known

asBlue22 in reference to the travel time between Union Station and Pearson Airpow (

20120 Ly AJYy2NRAYy3 Aba 26y aidzRASE AYRAOIGAY3 GK
a project cast off by the private sector, Metrolinx embodies what Ha(1889) characterizes

as the shift from managerialism to entrepreneurialism as an urban governance strategy. The

UPX is an infrastructure project thistd & LIS Odzf | G A @S Ay SESOdziAzy | yR
dogged by all the difficulties and dangers whittaehto speculative as opposed to rationally

LX I YYSR YR O22NRAYIGSR RS@St2LIYSyi(¢ 61 NBSe
state, the UPX did not have to satisfy expectations of network connectivity or universal access,
butratheritis& AyS RSAA3IYySR I a | oeéLlaa OGKFd gKAAlA |

A N1LJ2 NI {Céentrat Buliess DigtrtR5 minutes.

The UPX stands out as an exemplary case of infrastructure unbundling in practice, with
one major exception, itemains a wholly publiclpwned enterprise. Due to its astronomical
subsidy, it is unlikely to ever be sold off to a private investor. It has engendered a curious
aAlbdzr A2y AYy GKAOK GKS fAYS KFa o6S3dzy G2 02YL)
bus route for airport trips, meaning that two entirely publidwned agencies now compete for

ridership for journeys across a splintering region. There is now a competitive market for airport

32



travel, rather than an integrated and complimentary transitteys. Birch and Siemiatycki

OHnmc Uy KAIKEAIKG GKFG a&YloNReState they BB alsg2eiy & A Y LI @
much integratedwithin the state; thus markets are not instituted as an alternative or

NBLX I OSYSY (G FT2NJ GKS adaNgS<a lAmMO P 020F ¢ KKSS LINGS-Y A ddAN
0B8LI aazé gKAOK A& RSAONAOGSR Fa awi8KS YIFGSNRI
support interaction between local valued users and spacers and global circuits of infrastructural

SEOKLFy3aS¢ ®anii260L, . 167y R

Even the 192 bus has been forced to improve it

service and amenities to cater to airport

customers since the opening of the UPX. It will |

the first bus route on the TTC to implement a

trial run of altdoor boarding sometime in 2@1
whichis a curious choice consideriigk S A

. . . }
relatively low ridership and very small number o
1

|

stopsseemingly wastethe ability of aHdoor
Your journey starts here.

Travel trom downtown 10 Pearson Arport

boarding to speed up busavel (TTC Express Bu

{GdzRe HamTOD® tflya G2 o

3

.

U A ’féagfsen Aiflifot have recently been Figure2 - TTC subway ad advertising the 192 Airport

Rocket bus, emphasizing the TTC fare. (Image Credit:
Gatien)

[N

{

floated, which at a minimum will include
connections to a dedicated bught-of-wayto Mississauga, and presemiyfunded extensions
of the Eglinton and Finch LRT lines. Such a major development would greatly inceease th

connectivity of the airport in the region, particularly for the enormous number of workers in
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downtown core. However, a major expansion in airport capacity partially enabled by greater

pubic transit could endanger the already modest climate change goalsisbydhe Ontario

provincial government. In this sense, improved airport transit connections have the

contradictory effect of enabling the expansion of the most carbdensive form of mass

transportation on a global level while simultaneously removinglsioccupancy vehicle trips at

a local level.

Conclusioc¢ KS CI faS tNBYAAS 2F at2ftAGAOIt€& t2fAGAC

[ Fffta 2 NBY20S (GKS O2NNMzLIGAYy3d Ay TFfdzSyOS 2
NBE3Idzf  NJ FT2RRSNI AGKSRNPYLIZIORI NCGRA A& YyI NNRgf & |
on the part of politicians. Such critiques fail to conceive of infrastructure as inherently political,
inevitably producing winners and losers as a result of highly uneven investifitarmsl etal,

2015) As just one example among many, a recent piedéa Globe and Madttributed the

D¢l ! QaF GNIXyaAaAld ¢2Sa G2 airvyLie alLRfEAGAOCAZE YR
organization that operates like a business, responding to market dematual customers;

y20 LREtAGAOIT RSYlFYRaé¢ oY thdpro§résbive websit®odntdisy 2 G K S N.
FR@20FGSR SYdzZ FGAy3 £ yO2dz80SNJ I yR [2YR2y Q& G N.
sorely needed transit depoliticization in Torony@t ignored that both cities actually have
considerablemore formal involvement by politicians in the governance of trattsén in the

GTHAO 2 22 R HAMTO® 2KAES ¢2N2Yy(I2Q& LINRPDAYOALTE | yF
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transit-related decisions thiacould be described as-ithformed at best, and blunderingly
ignorant at worst, the notion that only the powers of technocratic control can save Toronto
from its ever unfolding transit mess is not only naive, but potentially dangerous. Instead, the
pushmust be for a democratic, participatory, and equiitgised politics to shape both transit
operations and construction. Writing about the demise of Transit City, Mettke hopefully

LINP LI2aSa GKIG aYlFe@oSsS LRtAGAOAT | G m&wtizatidnfoff f SI R

(0p])

GNIyaAaGgs yR GKSNBF2NBE G2 'y AYyONBlFraSR | 00Saa
239).The widespread discontent with lackluster transit service, and the flagrant use of transit

projects as opportunities for political adveement provide a fertile ground for an alternative

politics of transit to emerge in the GTHA. However, Farmer and Noonan (2014) recommend
exercising caution around nostalgic longing for Keynesian forms of transit planning that

occurred prior tothe neolibdd £ G dzNY 2F GKS wmdopynad 2NARAGAYy3I Ay
GNRGS GKIFIGO awG86KS (Se fSaazya GUNIyaAd OGADAaA
per se and not one regime of accumulation or another, is the real force driving thedieefty

Ay (GAYSI SySNHeé&:> aLl OS:T YR GUKS AySldztAade Ay
While such admonitions form an important base upon which to base a vision of a transit system

embodying greater social and economic justice, they Fadtsof delivering a pragmatic vision

of just what form this might take.

The task then is to sketch out an alternative vision for a local and regional public transit
system for the GTHA, one which grounded in a broader framework of equity, social arslice
SYGANRYYSYyGlf &adzZadlAyloAtAGeS odzi GKIFG faz2 LI
2T UGSOKYyAOIf 20602S0i0a FYyR GKS YSFIyAy3a 2F GK24&S
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one could invoke the platform height of the UPX trainsa®8 &ldi 2 F Gw20SNI a2 aSac
ONRA RISAE¢ T chdtuiy Kisd). & mavd pdodustive approach may arise through the

creation of alternative visions for mobility that take into account the stridently unequal

distribution of resources on flagrant digy on our streets, railways, air corridors, and so on.

The continuing dominance of automobility as the overriding mobility regime in the GHTA must

be shifted towards a mobility regime that apportions scarce resources in a sustainable,

equitable and demoatically planned manneilhemetromobility envisioned by Metrolinis

not intended as a rémagined transportation regime for the GTHA, bbather serves as a

means of bolstering regional competitiveness, linking premium spaces, and the creation of

placebased advantages.
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Part Two:

Rapid Transit ag Suburban Renew#&roject

Introduction - Bus Rapid Transit and Light Rail Transit in Canadian and American Suburbs
Across Canada and the United States, bus rapid transit (BRT) and light rail transit (LRT)

have recently emerged as the technological systems of choice for new tliagsiin both

urban and suburban settings. Whdemecommuter rail and subway systems have seen

expansions of existing lines and increased service, transit infrastructure expams§lanada

and the United Statebasshifted away from subway systems, aioavards less expensive bus

and light ralbased systems. As of March 2018, the Transport Pditreebsite that tracks

transit projects in Canada and the United Statists 83 bus rapid transit projects and 72 light

rail projects currenthunderway atsome stage in Canada and the United Stqfeansit

Explorer, 2018)By contrast, only 23 subway projects are underway in Canada and the United

States, and only two are entirely new linrkas the pendulum has swung towar@ss$ capital

intensive forms of infrastructure, it has been accompanied by a move towards building new

rapid transit in suburban areas where mobility regimes are organized around the-single

occupancy automobile. Rather than simply a means of enhancingitpdbil their citizens,

new suburban rapid transit lines have emerged as a force seen to be capable of fostering new

forms of the suburban built form through transitiented development. Championed by

proponents of Smart Growth and suburban densificatioew rapid transit is treated as a key

St SYSyld Ay adzodzNDBly YIFGdzNF GA2y> & LINBOAZ2dzaf @

2¢KSaS INB ¢2NRyG2Qa 526yiG26y wSEtASF [AYyS>E FyR | 2y2fdAf d
subways, lighmetro and commuter rail.
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form. New rapid transit projects have also emerged as key sites in the production of territorial
identities, crafting both rgional and municipal spatial imaginaries while also promoting a

OGN yaF2NXYSR o0dzAf G F2N¥Y 27F 3INB {KeilleNUddRS201BRAst & | YR
urban regions become increasingly polycentric, and suburban municipalities seek to bolster

their standing in intetmunicipal competition, while simultaneously advancing the potentially
contradictory goal of enhancing regional competitiveness, puldiesit has emerged as a key

spatial strategy that is deployed to promote speculative real estate development and regional

cohesiveness.

New rapid transit projectsin suburban areas contain elements of both spatial and
transportation planning, often witla heavier emphasis on the former. While writing about
NEOSyid aidGNBSGOFNI LINP2SOGa Ay !' YSNAOFY OAGeée OS
underlying assumptions of modern streetcar projects is that public transport investments can
and shouldenhg OS LINA @ ( 016, b.\88)THRY explath shat the shift towards
AL GALE L FYyYAYy3d GAaa O2-3ende discansdirbviichomarkdt Yy | NN2 &
competition¢ and the creation of a business fridgcenvironment has become a necessary
OFYR G GAYSaA (KS 2y {2816, p.883Ndzdeefcaf pridestOfade et y Y I |
been proposed in any Canadian and American suburbs, and many streetcasuiciess
5 S (i NP-lin&, @ave gone so far as to avoid being integrated within existing public
transportation systemg¢Lowe & Grengs, 2018)Vhile there are exceptions, recent streetcar

projects have generally been overwhelmipnépcused on spatial transformation of urban areas

3 Rapid transit for the purposes of the essay is defined as BRT, LRT and subways.
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seen to be in need of regeneration, rather than improving the experience of public
transportation. By contrast, BRT and LRT projects in suburban areas are an amalgam of spatial
planning with the goal ofecuring speculative real estate investment, and of transportation
planning with the aim of improving mobility across suburbs. While these two goals are certainly
not incompatible, the neoliberal turn in urban governar{etarvey, 1989; Brenner & Theodore,
2002)has resulted in transit projects that prioritize state strategies of spatial transformation in

service of market forces.

This paper aims to examine the ra&new transit projects, namely bus rapid transit
and light rail transit, serve in the neoliberal suburb of the ear§ @&ntury. My contention is
that the use value of public transit has been reduced to a secondary concern under neoliberal
suburban governance. Suburban public transit has expanded bey®iraditional purpose of
transporting commuters to their jobs in urban centres, and is now a key instrument of
LINEY20GAY3 GaYIFINI AINRPSGKE AY b2NIK ! YSNRAOIY &dz
spatial fix intended to bring about a transitidn2 | Y2 NB dadz2NBF yé odzAf G F2|
will both replace and displace the sprawling,-dapendent environments that have typified
North American suburbid.However, the often generous capital funding, particularly in a
Canadian context, for tragit construction has not been accompanied by a corresponding
increase in operating subsidies, meaning that he use value of public transit as a means of
enhancing mobility has been undermined by a failure to increase transit service at a level

commensuratevith new infrastructure and a simultaneous absence of improved service

4 For the purposes of this paper, North America will refer to Canada and the United States.
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elsewhere on suburban transit systems. Analyses of suburban infrastructure have tended to
focus on spatial imaginaries and state strategies associated with infrastructure, while often
neglecting the grittier details concerning the specifics of the composition of physical
infrastructure and particularly service levels. While | certainly do not wish to minimize the
importance of examining the presence of infrastructure, such as with infretsire and
processes of state reterritorializatiqhddie, 2013)infrastructure as a socioecological fix
(Nugent, 2015)or as a domain of urban politigoung & KeiR014) | propose that a closer
examination of how service is provided on new infrastructure can provide a valuable additional
analytical dimension that can clearly and tangibly detail the inequitable patterns of
infrastructure investment and servigeovision in cities and suburbs of the early'ZEntury.

This paper aims to contextualize the relatively recent development of-gutaurban rapid

transit within a framework of neoliberal, suburban governance in which public transit has
emerged as a vatle for enabling speculative real estate development, while enhancing
mobility or shifting modal share away from the singlecupancy vehicle are treated as tertiary

concerns.

This paper will first turn to the role of public transit under neoliberalipaying
LI NI AOdzt F NJ FGdSyadaz2y (2 GKS AGNIAYSR yR 02yl
and exchange values, and its deployment as a spatial fix intended to secure capital in the built
form. The next section will provide a brief overviewapid transit nomenclature, and of the
four suburban rapid transit projects currently underway in Canada and the United States. The
following section will examine York Redibdiva bus rapid transit system, one of the most

ambitious and most developed urban rapid transit systems. York Region is an upiper
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municipality consisting of seven lowBer, suburban and exurban municipalities located north
of the City of Toronto, and since 2005, York Region has embarked on building Viva Rapid
Transit, an arbitious capital project to construct a network of BRT routes across a suburban
region, with the overt goal of prompting a spatial transformation towards a more urban
landscape. Yet, despite massive capital investments for a transit system with relatwely |
ridership, the project has thus far failed to attract the needed operating investments to either
seamlessly link Viva to other transit agencies, or to provide sufficient levels of service to
compete with the private automobilé& he conclusion will proge some thoughts as to how
critical sub/urban studies can contribute towards pragmatically improving the experience of
suburban transit users by shifting its analytical lens to include a greater focus on the use of

infrastructure, rather than simply its estence.

Public Transit under Neoliberalism

Transportation infrastructure fulfills a vital role in the circulation of capital, goods and
people in sub/urban areas. Keil and Yong (2008) identify exchaalge and usevalue
orientations of transportationnfrastructure, with the former described as the process through

which:

globalized city regions are reorganized rationally to improve the real or
perceived needs of global capital accumulation through international trade and
trans-nationalized production amplexes into which each urban region wants to
tap in order to increase its riches. On the other hand, such globalized

superstructures must be interlinked with a localized transportation and transit
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system, which serves mostly the social reproduction oftless populations and

their usevalueoriented everyday need@. 730)

Ranging from unreliable suburban local buses to gleaming airport trains, public transit
embodies the two value orientations by providing a means of moving workers more efficiently,
but also facilitating social journeys. Farmer explains that the excharlge ggentation of

LJdzo £ A O i NI y abaded anvamdges, fasiktatesihd citcSlation of capital, and attracts
AYy@SaayYSyad Ay 2 32011, pNBI4) Thrabgh irdnsibfiented dsvelSpieit £
(TOD), public transit has been increasingly enlisted as a catalyst around which speculative real
estate capital cauterizes into a built form. While from a planning rationale, concentrating new
development along transit is desirable in many regardsJiputansif has in some senses
reverted to its earlier Fordist orientation stretching from the laté"k@ntury to the decline of
mass transit following the Second World War, in which privabyed railway or streetcar

lines were built in conjunction ith new real estate ventures that were often under common
ownership(Hovinen, 1985)While certainly not without historical and geographic specificities,
transit-oriented development under neoliberalism shares many charactesistith this earlier,
privatelyled conjunction of mass transit and real estate development. The major shift under
neoliberalism is towards the sta@wnership and planning of new transit infrastructure,
although operations are frequently contracted owt private operators, while new transit
infrastructure remains as a means of facilitating new real estate development. Critical

perspectives have provided valuable insights into the dynamics of public transit under

5 As the vast majority of transit systems in North Amarprior to the Second World War were privately owned,
mass transit, rather than public transit is perhaps a more fitting term.
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neoliberalism, but may overlook the contiities with earlier forms of mass transportation in

Canadian and American citi@Srengs, 2005; Farmer & Noonan, 2014; Farmer, 2011)

In suburban North America, transitiented development has earged as a major
driver behind new rapid transit projects in suburban areas. Entailing densification in close
proximity to rapid transit, transtoriented development (TOD) occurs alongside existing,
sometimes longstanding rapid transit, but also in comjction with new transit lines in both
suburban and urban areas. Despite the widespread adoption of TOD, some recent
commentaries in progressive urbanist circles have suggested shifting the focus towards serving
existing communities, rather than placing tamphasis on real estate developmdQuednau,
2018) An intensive push for TOD in Los Angeles for instance has actually led to some reduction
in transit use along rapid transit lines, as a result of higher income resideitsheir own cars
living near transit, which serves as an amenity rather than a nec¢gsiky& Chapple, 2015;

Rosenthal, 2018)

TOD has become a goal of grovathiented suburban municipalities, such as York Region
iN0KS &dzodzNBFy DNBFGSNI ¢2NRYyG2 FyR IFYATG2Y | N
in both Virginia and Marylan@he Regional Municipality of York, 2016; The Maryldatonal
Capital Park and Planning Commissiddii,®d® t N22SO00ia adzOK | a al NBf I yR
wSIAA2Y Q& +AOl . we¢ aeaisSy FdzyyOdAzy Fa | aLl GAl
suburban landscape to an urban one, with improved public transit infrastructure as the spark

that brings te city to the suburb. Harvey (2001) describes a spatial fix as:
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[O]ne of the central contradictions of capital: that it has to build a fixed space

02NJ af I yRaOlILISEé0 ySOSaalNE F2NI AGA 20V
only to have to destrp that space (and devalue much of the capital invested
GKSNBAYOD Fd F fFGSNI LRAYG AYy 2NRSNI 2 Y
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(2001, p. 25)

Recent suburban rapid transit projects have been billed as more than simply transit, rather they

are intended to attract large amounts of speculative real estate investment along the transit

corridors and at nodes where multiple ridpransit lines convergéMetrolinx, 2008) The shift

G266 NRa aLI GAlLf LA FYYAYy3 AY NILAR (NIXyaird LINE
intended to secure capital along desirable transportation infrasticeton suburban arterials.

This new development replaces, but also displaces the formerly suburban landscapes. This is
representative of what is characterized as peaburbanization, whiclk SA t  OK I NJ OG SN&A 1
more reflexive process that consists aftb the retrofitting of existing suburbs and the
O2yAydzZAy3d SYSNHSYOS 2F W2NAIAYIfQ &adzodzNDI YAl
f AY S NJ LIS NA LK @0IB, fp. 5&\bedke prabashys $hyt inéw transit infrastructure
2FFSNAR | LI NOAOdzZE  N¥ @ FNHAGFdzA FylrfedAO 2LIJ2 N
moments in which entities negotiate the current and future places of flows, the existing and

emerging dynamics are leadjrio multidimensional spaces of conflicts and tensions, but also to

ySg aLl O0Sa 27T LJ2aa X015, pA28LNsvisubugsdd pulblic tramditS Y Sy G ¢
infrastructure has emerged as a key factor in produciotip bhe narratives and the physical

environments of formerly peripheral areas aiming to secure competitive advantages to attract
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flows of capital. As such, the discursive practices surrounding new transit generally embody a
series of similar narratives anutiorities. Enright proposes a series of myths that are deployed
in the service of a largecale, commuter rail infrastructure plan for Greater Paris, but that can

be applied more broadly:

the assumption that infrastructure is unilaterally good for econo and social
development; the necessity of the speculative investment to urbanization; the
equivocation of different types of mobilityespecially the false substitution of
daily mobility to and from work for residential mobility; and lastly, the notion
that mass transportation is also public or communal transporta(R0i3, p.

803)

¢tKS RA&AO2dzNESa AdzZNNBdzyRAY3 ySg adzodzNB Iy NI LIAR
varying degrees, builace a particular emphasis on the ability to attract higher densities of

speculative investment that were previously possible in an @dminated suburb.

New suburban rapid transit can certainly lead to very real improvements in the use
value of publidransit to its riders, but it can also lead to prioritizing the construction of fixed
infrastructure over providing affordable and reliable access to mobility. Under neoliberalism,
upper level governments (national, state and provincial) have heavilyfadaapital
expenditures over operating subsidies, which has in part resulted in either a decline or
stagnation of service levels on many transit services, especially on local bus routes, and has
been most damaging to loimcome people who are captive mait user§Grengs, 2005)The

creation of regional, crosswunicipal public transportation network has emerged as an
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important goal in many Canadian and American cities. In Ontario, which last saw meaningful,
regular operatingubsidies from the provincial government for local transit operations in 1998,
the provincial government embarked on a major capital spending project through the creation
of Metrolinx in 2006. Metrolinx was initially an infrastructure construction and prement
F3SyOezx odzi 61 &d& 3INFYISR NBalLlRyairoAftAde (2 20S
bus service, GO Transit in 2009, and the airport express service in 2015. In 2008, the provincial
government released The Big Move, a regional transpiortgplan that called for a $50 billion
investment in new public transportation infrastructure to 2041, but it has not been

accompanied by a corresponding increase in provincial operating subRiglying heavily on
publicprivate partnerships, and largebverlooking the details of transit operations and service
integration, The Big Move signifies a contradictory attempt to build a networked transit system
on a regional scale using practices that would usually be employed in processes of
fragmentation ofnetworked infrastructuregGraham & Marvin, 2001; Gatien, 201[f) spite of
increasing infrastructural integration across the GTHA, measures such as fare integration or

crossmunicipal service remain a patchwork offfweasures that do little to improve the

experiences of transit users.

Transit Nomenclature: To BRT or Not to BRT?
Forms of Suburban Transit
This section will briefly provide a summary of the relevant terms surrounding rapid

transit in a contemporary Ndn American context, and will conclude with an overview of

6 With the notable exception of the UnieRearson Express (UPX), alimifed 2 LJ SELINB&& (NI Ay FTNRY
i 2 U K Bter@afioiad argort. The UPX receives a per ride subsidy of just over $11, compared to a subsidy of
slightly over $1 for a ride on the Toronto Transit Commission.
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suburban rapid transit projects that are currently underway in Canada and the United States.

Bus rapid transit (BRTéfersto transit projects with buses running in their own dedicated right

of-way with some form of signal priority at intersections, prepayment at stations, araball
boarding(Institute for Transportation & Development Policy, 2QIBRT lines often run in

median lanes in the middle of streets, bzdn also run in completely separate rigsftways. It

is the fastest mode of bus travel and can carry the largest number of passengers. It is commonly
branded separately from local bus operations. BRT systems in Canada and the United States
generally cary a small fraction of the ridership of BRT systems in the Global South, such as
CAOKEY3AS [/ KAYEFEQa . we O2NNAR2NI GKIFG aSNwpSa 2@S
(BRT Lite) has many similar characteristics to full BRT, but does not feaseerbaning in a

dedicated rightof-way for the entire length of the route, although it may include sections of

dedicated lanes and intersection treatments, such as queue jumps and signal priority. BRT lite

lines usually include dedicated stations;@ddoNJ 6 2 NRAY 3 YR FI NB LINBLI &
a term used to refer to the tendency of bus rapid transit systems to shed features due to

budget constrains and political opposition to rapid transit. Few North American BRT lines meet
0KS FdzZt £ .dards, abdhady Rystends fiehtyfe elements of both BRT anditBRT

However, generally speaking BRT lines are characterized by the capacity to carry more

passengers, more quickly and for a longer distance than local buses. As will be discussed below,
whether they actually make use of that capacity is an entirely different matter. Many transit

agencies also operate express buses with wider stop spacing, but without other features that

characterize rapid transit.
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Light rail transit (LR Bescribedo railbased rapid transit running in its own right of way
with dedicatedstations ands usually equipped with ofboard fare payment, alloor boarding,
and level boarding from station platforms. Light rail differs from streetcars in that they can be
linked to fom trainsets, feature wider stop spacing, and generally do not run in mixed vehicular
traffic.” Light rail has become the rail technology of choice for new transit im€anadian and
American citiesLight railhas engendered considerable political oppios in some contexts,
particularly in suburban Toronto where despite progressive ideassiburban LRT network
failed to garner a political constituency in support of the projgaiamer & Mettke, 2016)Light
rail lines hae often been used to link suburbs to central cities in many-siméd urban areas
with many cities building LRT networks in the past few decades, such Calgary, Salt Lake City,
Denver, and Portland. All recent and forthcoming streetcar projects are beiltgrbcentral
urban areas, often with the overt aim of revitalizing depressed areas by attracting creative class
industries to posindustrial neighbourhoodéCulver, 2017)LRT lines can carry considerably
more people than BRsystems and are generally considerably more expensive to built, but

since they require fewer vehicle operators than BRT lines they can be cheaper to operate.

Heavy raitonsists obubways and commuter rail systems. The last new subway system
to open inNorth America was the Los Angeles Metro in 1992, and while a number of line
extensions are underway, no new subway systems are likely in Canada or the United States in
the foreseeable future. Commuter rail systems are generally legacy systems builsongexi

railroad lines that run radially out from central business districts to move suburban commuters

MfGK2dAK . 2aG2yQa DNBSY [AYS 2LISNI S antofizya®sS NEH NR dzy R
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choose to take transit due to the difficulty of driving to cadtbusiness districts, and often
feature extremely high rates of accessing transit via automdMigetrolinx, 2016) Many
adzogl e aeaiasSvya ftaz2 aSNIBS (G2 oNAy3I 62N} SNA TN
spaced statins and generally above ground trackage outside of dense urban tores.
Suburban transit has traditionally consisted of infrequent bus service, and transit
stations on either subway or commuter rail lines scheduled to sestee®commuters, but the
215t century has seen the development of rapid transit lines using different forms of BRT and
LRT technologies that are designed to both link urban centres to suburban peripheries and to
form inter-suburban networks. This shift towards cheaper technologiegés dfetter-suited
for sprawling suburbs, but also marks a general retreat on the part of upper level governments
from meaningfully investing in the high capital costs of heavy rail. However, the shift of
operating expenses downwards to municipalities arahsit riders under neoliberal urban
governance has been more severe than the decline in capital funding. Analyses of suburban
rapid transit have tended to focus more on the existence of transit infrastructure itself and the
accompanying spatial imaginasi@nd political economy, while devoting less attention to the
ways service is provided and how riders use the systéei & Addie, 2016; Ferbrache &
Knowles, 2017; Keil & Young, 2008; Addie, Matfibios in Motion: The Dynamics of

Transportation and State Reterritorialization in the Chicago and TorontdR€djons, 2013)

8¢2NRYy(i2Q48 NBOSYy(d &dzodzNbly &adzoéleé SELIyaAz2ya 6¢KS { KSLIL
Metropolitan Centre) are fairly atypical in terms of being entirely underground. The proposed subway extension to
Scarborough Town Cte (STC) will also be buried for its length despite the existence of a dedicated aboveground

transit rightof-way that already serves STC.
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The addition of metrics, such as service levels and ridership, to critical analyses of suburban
transit can serve to higight the imbalances and inequitable access to mobility, while providing
a comparative framework to examine how investments in new infrastructure can shape the use
and exchange values of public transit across different, often neighbouring jurisdictioss. Thi
approach can serve as a valuable means of rendering the inequitable investments in

infrastructure that mark the landscapes of cities both tangible and specific.
Current Suburban Rapid Transit Projects

While there are a number of infrastructure projedtst extend existing lines or will
construct new lines linking urban centres to their peripheries, entirely suburban lines remain
considerably less common. This section will provide a brief overview of the four largest, entirely
suburban (either within dourbs or to connect different suburbs) transit projects in Canada and
0KS ' YAGSR {GFradSay GKS {dzZNNBeé [we¢ Ay aSGNR =I
Maryland suburbs, the Hurontario LRT in Mississauga, and Viva bus rapid transit in York Region
north of the City of Toronto. The Surrey LRT is apvase plan that will begin with an 11
kilometre line entirely in Surrey, a populous and diverse suburb of Vancouver, and will connect
G2 = yO2dz@SNRAa {1@¢NFAY ySigaaehdtdthe subwkof L2 A y ( &
Langley, although it is possible but unlikely this will use SkyTrain technology. It has engendered
considerable opposition from residents, largely on the basis that the line should be built as an
elevated SkyTrain line like thedrdl 2 ¥ =+ I y 02 dz@ S NI Skytrsih fodSiRreyiLike y & A U
other suburban transit projects elsewhere, LRT was selected for its perceived ability to
GGNI yaF2NY {dNNBeé Ayi2z2 O02yySOilBngheddandibfeSGS |y
NEIAZ2Y Y2NB GAONI yiax | O0S qTaaksink, 20180 SMdBIRY (G A @S

56



gAff faz2z o068 LINANGIF{ISte 2LISNY GSRZ RSaLAGS

I+

Iy O
transit P3 projets, such as the Canada L{g&emiatycki, 2006)The Purple Line in Montgomery

and Prince George Counties, Maryland is &iRfimetre light rail line connecting four suburban
centres, and it will be the largest publicivate partnership transit project to date in American

history. It will connect to the D.C. Metro subway at four points, and while it will have fare
integration with Metro, it will be operated by a private consortium (Purple Line Transit

Partners). The US$5.3llwh line running through affluent suburban Maryland stands in sharp

O2y (N} &40 G2 GKS . FftGAY2NBQa | 62 NdghRy, WSR [ AYS
Republican governor Larry Hogan in 2015. The cancellation of the Red Line and the survival of

the Puple Line is yet another example of the lesiginding hostility towards the poor, and

heavily AfricaPAmerican city in a largely white and suburban st@acGillis, 2016)Much like

similar projects elsewhere, The Purple Line is touted as an urbanizing force for the glamourous
and growing suburban centres of Washington D.C., and was been touted as a major selling
LIR2AYG F2N az2yd3daz2yYSNE [/ 2dzy (e Jhe Huryntafiod ®Tin vH 0 AR
Mississauga, a large suburb west of the City of Toronto, will traverse the busy spine and major
transit route of the municipality. While the line will terminate in neighbouring Brampton to the

north, the original plan to connect tbowntown Brampton was rejected by a city council vote

amidst vociferous resistance from wealthy residents along the réifthile it will connect to

commuter rail, the Hurontario is the only suburban rapid transit project that will not connect to

a subwayor light metro.

9 As will be discussed in the conclusion, in spite of rejecting the LRT through its downtown, Brampton has launched
one of the most successful suburban BRI 'systems in North America, and considerably improved its local bus
service as well.
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Viva in York Region differs from these rail lines by beingbbgsd, but also by forming
a network of rapid transit lines, rather than a single high capacity corridor. As of July 2018, it is
also the most developed system, while the Parpine and Hurontario Line have just begun
preliminary construction work, and the Surrey LRT is slated to begin construction in 2019. By
dzaAy3 A0 &a F+ OFasS &addzReéx GKAA LI LISNI FAYa i
AY T NI & NHzO i dzNBusiNgoa the réldiidas bétideriithesubdittag add
infrastructure directs investigations towards common and transferable abstractions founded on
sociospatial relations, rather than the contingent attributes of entities in isolation and the
contextual specifit 1 @ 2 ¥ LI NI2OE) pzRd1)W3 Viva i Heeh aperating for nearly
a decade, it has extensive data on ridership and service levels. Viva also possesses the most
extensive discursive record surroundithe urbanizing potentialities of suburban rapid transit,

making it an excellent case study of suburban rapid transit.

b SEG { (2 LViva'BhkIRhpji Ararsi€as an Agent of Spatial Transformation
Viva Overview

Vivais a BRT and BR& systemK I i a4 SNIIS A& T A%h#e rBuficipal@ied] wS3IA-
It was conceived of in 2005, and launched in 2008 as a lirsitlul express bus service with
RAAGAYOUADBS OSKAOE S& I yR f -hadd i paynieSt it Oich SR d +
did not yd operate in its own righf-ways. Viva has been operated by a private contractor
since its inception, but it has fare integration with the publicly operated York Region Transit

(YRT), which oversees Viva and sets service levels. Through a major expamsioown as

10york Region is an upper tier municipality containing five largely suburban-t@wvenunicipalities: Richmond
Hill, Aurora, Mughan, Newmarket, and Markham, and four primarily exurban and rural communities with
considerably smaller populations.
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transit-only rightof-ways, in 2009. The first Rapidway along Highway 7 East in Richmond Hill
and Markham opened in January 2015, and was followeithéyavis Drive Rapidway in

Newmarket in November 2015, and the Highway@&st Rapidway in December 2017,

= - coinciding with the opening of the

V'VAn..e,)g g j*:fé o first TTC subway extension to York
vy I

= ;’,’ Region. As of 2018, Viva consists of
_ ‘‘‘‘‘‘ ; four full service lines and two rush

s, e

i . ’ hour-only services that carry

i; / v r i i slightly over 33,000 passengers on
VA ;‘,‘7/ /

1 Y 5/’ ~an average weekday. With a total
AP ;7 A P&
e M7 e SR
J/ 114 /f/’ LA " e [~ capital budget of $1.8 billion, of
e 8/;/ ,// ....... . .. .
. 1Y which the Provincial government is
S i
"""""" S coy i NAROodzOAYy3 bmodn o0Aff
Figure3 - VivaNext Map as of 2017. (Image Credit: VivaNext) network of Rapidways is slated to

eventually stretch along 34 kilometres of suburban arterials, with additional services dit&8RT
standard. VivaNext also envisions a second TTC subway extension into York Regvdh that

stretch 7.4 kilometres north along Yonge St in Richmond Hill with five new stations, but this
LINEP2SOG A& OdaNNByGfeée dzyFdzyRSR yR Aa fA1Ste i

Downtown Relief Line can relieve pressure on the overboed TTC subway systéfOnce

He2NRYy(2Qa 52pyi26y wWSEAST [AyS Aad Odz2NNByidte atlFriSR F21
and the election ofight-wing populist Doug Ford as premier in June 2018 has injected considerable uncertainty
into the future of transit projects in Ontario.
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complete, VivaNext will result in the longest, entirely suburban transit system in Canada or the
United States running in a dedicated rigsftway, but it will almost certainly not be the most

heavily used.
G ¢ NI y a AllK 9 & SdzoFd2NBAF B OAdz&{ LI GAF € LY 3IAYIFNB 2°7F

While Viva experienced steady ridership growth for five years after its launch, ridership
plateaued in 2013 then declined until 2015 and only reached its 2013 figure in(201k
Region, 2018)This seesawing ridership coincided with service cuts on many routes on both
Viva and YRT service, particularly throughpeffk service reductions and the discontinuation
of service after 10:30PM on a number of Viva lindésadways on ofpeak service on some Viva
lines was cut to once every 30 minutes in 2015 and up to 75 minutes for local services. By
contrast, on the nearby TTC the maximum scheduled headway at any time on any bus route is
30 minutes. Viva has brought alioa meaningful improvement to public transit in a sprawling,
suburban region, especially during morning and afternoon rush hours, but the scale of its
capital spending far outstrips investments made in bus service elsewhere in the GTHA. In spite
of kilomeres of redpainted, dedicated lanes and gleaming stations, the introduction of Viva
has resulted in remarkably modest ridership gains, while nearby bus services, particularly on
the dramatically overburdened Toronto Transit Commission (TTC), have beesdsté both
capital and operating investments despite carrying monumentally higher numbers of
passengers. Rather than being presented as a means of transforming mobility in York Region,
Viva has been expressly branded as a means of supplanting an esugiuntpan landscape
with an urban one through a project of retrofitting and expanding suburban arterials into

aestheticallypleasing rapid transit corridors. While far more extensive than a streetcar loop
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running in a gentrifying urban neighbourhood, Viepresents a similar prioritization of spatial
planning(King & Fischer, 2016)This prioritization of spatial planning has undermined the use
value of transit services in York Region, and prioritized the exchange value estaa

development that is slated to accompany the introduction of rapid transit infrastructure.

This is most evident in the new spatial imagynof York Region that has been created

0§KNRBdAK xAGFQa YINJSGAY3a YR LINRY2(GA2yLFf YIGS

VIVANeXt ~

presents

future streetscapes to Youtube videos

(Keil and Addie 2015). Rather than

promoting itself as improved public

from suburban
to urban

transit, ViviNext sketches out an

improved andurbanYork Region. By

Figure4 - VivaNext as the harbinger of the urban (Image credit: VivaNext creating new urban centres in York

Youtube)
Region, Viva is intended as a means of

02f a0SNAY3I GKS NBIA2yQa At 20l f adFyRAY3I GAGKA
reflected in its discursive préces. Viva continually stresses the transformative power of rapid

transit as an agent of spatial change in a suburban landscape in need of an urban revamping. In
references to Amazon HQ2, VilexQa o6f 23 3I2Sa a2 FIENI I a yiz Of I A
gAft O02YSdé b20Stdd YR Ayy20FdGA2y INB fa2 a
buses,buNJ 4§ KSNJ aNJ LIAR GNIF yaAl OSKAOf Sadé ClIANI & a
board fare payment, alloor boarding and dedicated statiomse depicted as novel and

innovative, which they certainly are for York Region, but are commonplace features for rapid

transit.
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The introduction of RapidWays is granted tremendous transformative power in York
Region, allowing low slung warehouses to spriato condominium towers inhabited by former
suburbanites who have enthusiastically embraced the trappings of urban life. Keil and Addie

explain that

These urbanizing discourses are explicitly tied to ideas of built form and function.
They constitute elements of an alternative regional development model and spatial
imaginary gravitating around a central suburban axis (as opposed to established
corridorswithin the city of Toronto itself) that challenges the territorial centrality of
the urban core, the political primacy of the City of Toronto authorities and

conceptions of urbanism abstracted from the prar city (2016, p. 899)

Viva signals the continuing shift towards polycentricity in the GHTA by demonstrating the ability

of suburban actors to secure large amounts of capital funding for public transit infrastructure

that is intended to attract the features arforms of development normally associated with

urban centres. Yet, at least as of 2018, Viva has not brought about a shift in suburban mobility

AY 2N] wS3IA2YyS FYR AG& dzNBFYyAT Ay3a OF LI OAGeEe a
G wa 6 Ay apfroximatelycl X million square feet of new office space in 20 office buildings

KFra 0SSy ONBIFGISR ¢gAGKAY [ 2N)] wS3IAz2yQa -/ SyiNBa
SljdzA LILISR |, 2NJ] wS3IA2y KI & ksorfiresidan8abbdi R-A (da&cédy’s A Y
Region Transit Corporation, 201&)et the report makes no mention of ridership or service

f SPStasxs F20dzaAiy3d 2yfe ySg GNIyaiad AyFNI adNHzOU

emphasis on spatial trangfimation through the presence of rapid transit infrastructure has
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resulted in service levels that are often below comparable transit agencies, and has resulted in

the major overbuilding of transit infrastructure relative to demand.

Conspicuously absentdim any Viva materials is any discussion of affordability. In part
due to massive capital investments and comparatively low transit usage in York Region, YRT
captures the dubious distinction of being simultaneously the most heavily subsidized transit
agencyand the most expensiveingle faran Canada. A single cash fare is $4, compared to
$3.25 on the TTC, and the YRT per ride subsidy was $4.49, more than quadruple the
corresponding figure on the TTRalisoc, 2014)YRT has s announced further fare increases
in both 2018 and 2010vork Region Transit, 2018&espite clear evidence that lower fares are
an excellent means of increasing transit usage, this approach has been notably absent from the
GTHA. Rather than focusing on improving the experience and affordability of transit users,

+ A Dl Qa Y I NJsStiva tg ehlistridarisiSusidislin a project of urbanization. The
plateaued ridership of YRT serves to indicate that the efficacy of this approach has been
decidedly underwhelming if the purpose of new transit is taken to be shifting mobility towards
more sustainable modes. Although in an encouraging step starting in April 2018, YRT will
embark on a ongear pilot program to test out a haffriced monthly pass for losncome

transit usergYork Region Transit, 2018bjoweverthe pilot project has received remarkably

EAGGES GGSYydAz2y Ay _we yR 2AQI Qa4 2yt AyS LINB
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times in the same perioflyork Region Transit Facebook, N.D.)

2NJ] Q& wS3A 2y &Vaughan K&rapoligaiF CentrdasyTBeAniminent City

5

Through two provincial planghe Big Mov¢2008) andPlaces to Grow: Growth Plan for
the Greater Goldehlorsesho€2006), York Region has four centres (Vaughan Metropolitan
Centre, Markham Centre, Langstaff Gateway/Richmond Hill, and Newmarket Centre) that are
identified as both mobility hubs, nodes where multiple forms of rapid transit intersect, and as
growth centres, where higlilensity development will be concentrated. These provincial plans
tightly couple speculative real estate development and the introduction of new rapid transit as
the primary components of growth in the GTHA. As such, these mdhildg/growth centres
currently exist as embryonic downtowns to varying degrees, hybrids of typically suburban land
use patterns and built form, and smatterings of more urban development and infrastructures.
OYNARIKG SELX FAya (KI (ere bedding impoyantla Nebessarlydoy y S g 2
their use value (as a means of circulation and vehicles for movement), but for their ability to
YIydzZFIF OGdzNE ' yR ARSY (AT @01y, fps8oRoV)ivdhie theydy NSRS @S
FSIEO0dzNBE AYLINRPOGSR LJzof AO NI YAaAATG AYTFNI &G NHzO G dzN.
close proximity to major highways, the traditional lifeblood of North American suburbs. As York

Region will remain autdominated for the foreeeable future, the desired urban character of

these growth centres may fall short of the visions put forth by VivaNext.
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Vaughan Metropolitan Centre (VMC) has received the largest investment in transit
infrastructure in York Region. VMC is the terminus of the newly extended TTC Line 1 subway
and a major YRT/Viva hub. As of 2018, VMQseassa curious neighbourhood of parking lots,

discontinuous sidewalks and bike lanes, several rather dispersed condo towers, light industrial,

Figure5 - Postsuburban landscape of Vaughan Metropolitan Centre. A subway entrance and a condo towewibexi
strip malls and vacant lots.

big box retail, and a single office tower. While billboards proclaim the imminent dawning of a
new downtown, Vaghan Metropolitan Centre is presently neither particularly metropolitan or
central. VMC is lavishly equipped with a subway station, a massive VivaStation on Highway 7,
and a ninebus bay terminal for local YRT service, yet these riches of transit inttastu

remain woefully underused, and demonstrate that transit in VMC serves as a means of enabling
further speculative real estate development that may never materialize. While it will be used by

we¢ 201t 0dzaSax xal/ Qa b Smakteentés\PlateNaughari 2 O f
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Metropolitan Centre Bus Termin&ljs severely overbuilt. In a grand overestimation of the

FLIISEFE 2F AYFNBIldzSyd 20t o0dza aSNBAOSS AL b
the centre of everything that is any#ii3(2018) It has nine bus bays, but for the foreseeable

future it will only serve three routes that collectively carry under 5,000 passengers a day. The
VivaStation on Highway 7 allows for easy transfer to the sublaystill requires transit users

to pay two full fares to transfer to the TTC. That such a fairly fundamental aspect of fare

integration continues to elude transit users is a sharp illustration of the-tdagding austerity

on the part of the provincialgyernment when it comes to supporting transit operations. By
O2yGNI adz ,we¢ NRARSNE | i =+ am whithywhil® MBS dagiesa NI y a F

far smaller number of passengers when compared to the TTC.
Viva Rapidwayand The Inescapable Form of the Suburban Arterial

While VivaNext does envision two subway extensions to York Region, the plan largely
relies on transforming suburban arterials to accommodate transit, pedestrians, and cyclists as a
strategy to urbanize Y&rmRegion. Yet, rather than repurposing already generous suburban
arterials to more readily accommodate a more diverse set of travel modes, through VivaNext
York Region has elected to widen suburban arterials so that vehicular capacity is not reduced.
Fillon(2018) RSAONRA 6 Sa |, 2N] wS3IA2y Qa Y2 NLKddeae | 4 O2
GadzLJSNbf 201 a¢é¢ RSEAYSIGSR 0@ KAIKgLea | yR adzdz
within individual blocks. Fillion progoSa (Kl G GiKS RS@GSt2LIYSyd GNI 2

ddzo0dzZNDd Aa GKSNBF2NB y20 2yS 2F Fdz2NIKSN) AyiGSya

2 Quite possibly the lengthiest and most awkwardly named public transit facility in Canada.
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(2018, p. 137)VivaNext and the strategy of concentrated \gtb around transit nodes do

represent attempts to break from the past modes of development that have so far structured

the built form of York Region, but they do not necessarilygrgt the continuation of earlier

processes of suburbanization or existsupurban patterns of mobility.

VivaNext is essentially a project of suburban renewal along busy arterial corridors. As of

2018, three RapidWays have been completed in York Region, consisting of two median bus

lanes and stations, widened sidewalks, improved landscapingpainétbuffered bike lanes.

STREET STATISTICS STREET SECTIONS

STREET CLASSIFICATION
Major Arterial

RIGHT-OF-WAY WIDTH

50 m

LENGTH
6 km

COST

—4

$308 million

PROCESS DURATION
5years

145 m 1Mm
BEFORE

SPEED LIMIT
80 km/h

BEFORE

60 km/h

AFTER

AFTER

E_VTF_TT#T s L L e T L]

1

:EHJ

Figure6 - lllustrating the transformation of Highway 7 into a "complete street," this diagshows howthe
roadway was widened from 28 metres to nearly 39 metres. (Image credit: Complete fir€znala)

Highway 7 is a
major eastwest
arterial crossing
through the
southern portion of
York Region.
Highway 7 is served
by two full service
Viva lines and a
peak hour only Viva
service, with

RapidwWay

construction completed along mucti the corridor. Highway 7 now features and improved

pedestrian realm, rapid transit and cycling facilities, and speed limits were reduced by 20 km/h

to 60 km/h. And yet, while they may have improved the aesthetic appearance of the street, the
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Figure7 - A gargantuan intersection immediately outside of the Vaughan Metropolitan Centre subway stop. Even with ii
streetscaping, Highway 7 remains daunting for pedestrians and cy(listege credit: Alex Gatien)

installationof Viva Rapidways has resulted in the substantial widening of already generous

suburban arterial roads. The street has gone from seven lanes at intersections with a width of

28 meters to ten lanes at intersections with a curb to curb width of nearly 40anetVhile the

appearance of the road has been improved, its function to move as many vehicles as possible at

high speeds has remained effectively unchanged, and in terms of scale is now more daunting

for apedestriantocros$. A 3 Kgl & 1 KIF&a 0SSy (2dziSR Fa | &/ 2Y
Streets for Canada, an advocacy and research organiZ2@dir) While the introduction of

Rapidways has reduced accidents along the corridor, the presemvatithe number of lanes

for private vehicles means that Rapidway construction is more expensive and complex than

simply repurposing existing infrastructure to better accommodate transit.

Further north, Viva Yellow runs along Davis Drive in Newmarkeghtg85 kilometres

north of the City of Toronto. Davis Drive received a $261 million makeover to construct just
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vehicle lanes were maintained, which required jpeoty acquisition and several expensive

bridge widenings to accommodate the addition of two bus lanes. While ridership has increased

by 50% since the launch of Viva Yellow when compared to the previous local routes, it is only

used by slightly morethand,nn NARSNE | Rl &3 NP dZxdiedtbus KS &l Y!
route. Dedicated bus lanes have the capacity to move 8,000 pgepleoud® + A @I | St f 24Q
ridership represents a capital investment of $215,000 per rider. Meanwhile the oft and

justifiably maligned, onestop Scarborough Subway Extension (SSE) in Téfdsturrently

budgeted at $3.56 billion, is expected to attract roughly 28,000 daily passengers, at a per rider
capital cost of $127,008.The Scarborough Subway Extension has been subjecséemingly

unceasing cycle of debate, political maneuvering, phony studies, cries of protest from urbanite
commentators, grassroots movements advocating for a return to light rapaity consensus

on the subway, and so on. While on a smaller scal@ Yellow represents a considerably

higher capital investment per rider than the SSE, but the project has not been accompanied by

years of uncertainty and a torrent of political squabbling. Despite being separated by only 50
kilometres, Viva Yellow and tt®SE highlight the dysfunctional, and piecemeal approach to

planning new transit projects in Ontario, but also serve as a telling juxtaposition of depoliticized
transit infrastructure in an outer suburb with urban aspirations, and a hyjoditicized projet

AY Y AYYSNI 4dzodzND FdzSt SR 6@ &dzodzNbly NBaSyidy

13The Scarborough Subw&xtensionisaorgd G 2L I RRAGAZ2Y G2 [AYyS W 2F GKS ¢¢/ Q:
a procar former Mayor from inner suburban Toronto, it replaced a provincially funded light rail line with seven

stops. As of 2018, its final cost is expected to be nioa@ $3.56 billion. The extension is presently in the initial

planning stages, but the election of Doug Ford as premier of Ontario in June 2018, who has expressed support for a
three-stop subway extension, could further delay the process.

¥ However, the cpital cost per new transit user for the SSE is far higher than Viva Yellow.
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effective, yet rather costly means of assuaging suburbanite neitothat their vehicles will be

accommodated in the urban future of York Region.
Conclusiorg The Possibilities of Equitable Suburban Transit
Bus Landscapes of theBetween City

While Viva certainly has lead to real improvements in suburban mobility for some
residents of York Region, the expensive fares-@xastent fare integration with the TTC, rush
hour-only routes, poor local service, and infrequent service outside of rush $everely
hamper the ability of public transit to serve as a viable alternative to the private automobile in
York Region. The focus on infrastructure and the aesthetic reordering of streets as a means of
attracting speculative, real estate capital hasanethat service and fare affordability have
been rendered tertiary concerns. While the continued lack of fare integration with the TTC rests
with Metrolinx at the provincial level, York Region and Metrolinx have built considerable
physical infrastructuréo integrate both Viva and local bus service with the newly constructed
subway extension, yet riders must still pay a dodilalee to transfer onto the TTC. The current
spate of transit projects set forth in The Big Move are on an unprecedented scaletfoidOn
but they do not necessarily represent improved transit service. Rather, new transit projects in
the GTHA are often valorized for their mere existence and ability to serve as an amenity to

attract real estate capital.

As such, relatively cosiffective measures to improve public transit are often starved

for funding, particularly if they involve increased operating subsidies. As just one example, a
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relatively modest plan to improve existing express bus service and add a number of new routes
in Toronb was approved in 2017, with a capital budget of $34 million over ten y&arsnto

Transit Commission, 201 Qnce fully implemented, it is expected the express bus services on

the TTC will be used for 70 million trips a yeaore than three times the annual ridership on

York Region Transit. Yet express bus service improvements have acquired no political champion
or funding from upper levels of government. Several individual TTC bus routes carry more
passengers than the enéirViva network combined, yet funding for improved bus infrastructure

in the City of Toronto has been virtually reristent. While there are some loosely enforced,

rush houronly bus lanes, Toronto is only home to a singledmly right of way, the York

University Busway, which has been rendered largely obsolete by the opening of the subway

extension to Vaughan Metropolitan Centre.

C2NRPYy(i2Q& AYYSN) 4dz0dzNbazX gAGK KAIK O2y OSyli
recent immigrants, are landscapes of sutam arterials where buses form the dominant mode
2F LMz2fAO NIXyairded  2dzy3d FyR YSAf OKIF NI OGSNRI
0SGsSSYy OAlGeéez¢é RSTAYSR o0& al O2YoAylrGA2y 2F 2
0f 20l {(@014apl159BIS £¢ 2 NRbétivee@dity shayes many similarities with York
w S 3 A 2 y-dbdinatedane®a grid, albeit it remains denser and is generally better served by
still inadequate public transportation. While whittled away to a fragment of its initial scale,
Transit City put forth a vision of an inner suburban landscape connected to rapid transit via light
rail lines, and represents a similar blending of spatial and transportation planning as
NBELINB &Sy (SR 0 &City af bdrofdaT oranto [anBiteClordndision, 2005ddie

SELX I Aya GKFG a[we fAySa é62dz R 2LISNI GA2y AT S
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residents) into the urbafabric of the citywhile stimulating economic investment in, and

NI RAOFfte ONIYAT2NXYAYI YRARSD PH2DH06)With atiche®© Sy (i NA O
of the eight originally proposed lined currentlyder construction in mig¢own Toronto, the

AYLI OG GKIFEG ¢NXyaixd /aAde O02dzZ R KIS KIFER 2y ¢2
but it serves as a reminder that the dynamics of spatial planning through new transit do not

necessarily have to furdér speculative real estate development as their principle goal.
Service First BRT in Brampton

In contrast to the extremely modest approach to improving suburban bus service in the
City of Toronto and the urbanizing project of Viva in York Region, Brgiptd NI i A (1 Q& %
stands as one of the most successful plans to improve suburban public transit in Canada or the
United States. Brampton is a suburban municipality of 570,000 people located immediately to
the west of York Region and northwest of the Cityrofonto. Brampton Transit launched a
BRTite service branded as Zum in 2010, and it now consists of five lines that connect to
neighbouring transit agencies. While it hasface agreements with most neighbouring local
transit agencies, which include fréansfers to YRT and reduced fares for transferring to GO
Transit, like all other local transit agencies, Brampton Transit still does not have any sort of fare
integration with the TTC. Unlike Viva, Zim is publicly owned and operated by Brampton Transit,
and while it is branded separately, it is not accompanied by an expectation of bringing about
urban transformation of a sprawling suburb. While dedicated lanes are planned in the future,
Zum is currently a BRite system with dedicated stops spaced at andlistances and more

frequent service than local buses. With a capital investment of $285 million, Brampton has
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launched five rapid transit corridors for slightly more than the cost of Viva Yellow in
Newmarket. Brampton has a far smaller population thankYRegion, but Zim has proven to be

a remarkable success, and as of 2017 carries nearly 20,000 more passengers than the Viva
network. Brampton Transit has enjoyed the highest transit ridership growth rates in Canada for
several years running, with ridenghgrowing a stellar 18.4% from 2016 to 2017, while during

the same time period, TTC ridership shrank by 0.8% and YRT grew by a mod€%ibik2%

Region, 2018)Brampton Transit has also steadily improved service on localsauitde

introducing rapid transit. By focusing on improving both rapid and local service as
complimentary elements of a transit network, Brampton Transit has far outperformed YRT in

terms of attracting riders at a small fraction of the capital cost of\fhe network.
Towards Equitable Suburban Transit

While not without drawbacks, improvements to bus service generally represent the
least costly and often quickest way to improve public transportation, particularly in suburban
areas. Keil and Addie obserteK I & & . w¢ YI & KSEf LI AYGSAINIGS NBIA
splintering of local and express routes privileges particular journey types, riders and regional
NKe G KYa 2(F0ley 2 80A)This dedainly aabe the case, particularly if BRT lines are
implemented at the expense of local transit, but as Brampton demonstrates improving both
rapid and local transit simultaneously is an extremely effective way to grow ridership. Not only
can the introduction of gpress or rapid bus service increase ridership, but it can also
substantially improve the experience of existing transit riders. The introduction of Viva has seen
the splintering of public transit into statein and private operation in York Region, buisth

arrangement has not been adopted by other express or BRT services in the GTHA, such as in
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Mississauga, Brampton, Durham Region or the City of Toronto. However, Metrolinx has

espoused a rigidly ideological drive to ensure private operation of new mad teansit lines,

with the exception of those in the City of Toronto itself. At present, it is likely that the

Hurontario LRT in Mississauga will be privately operated, although considerable public

opposition has arisen surrounding the private operatidhol I YA f 2y Qa Fdzi dzZNB f A
the Amalgamated Transit Union Canada has launched afndty RS R &dYSSLI ¢ NI yaad
campaign(Amalgamated Transit Union Canada, 2018)imately, the longstanding failure of

the provincial government to adequately support transit operations in the GTHA, with some

very limited exceptions, is the greatest obstacle in creating a coherent network across the

region, especially with regards to linking the City of Toronto to its immediatesoding

suburbs through an integrated fare system. Despite the advent of Metrolinx as a coordinating

body for infrastructure construction and regional transit operations, its existence has not

resulted in a coherent approach among transit agencies to tnamsit infrastructure or

improved service in the GTHA.

Suburban rapid transit lines do possess potentially transformative characteristics, but
can also serve to retrench and reinforce existing inequitable distributions of wealth, power, and
accesstos@A OSad ! RRAS SELXIAya (KIFId doy82RIFEE 0O2yy
topological landscapes that internalise power geometries and processes of uneven
development at the same time asthey make méilte OF f AG& €t AFS LI2aaArof Sé ¢
Suburbarrapid transit projects have so far embraced discourses of urbanization through the
construction transit infrastructure, rather than fostering alternative conceptions of suburban

mobility. However, more modest scaled projects to improve suburban pubhsitrthat have
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not been accompanied by similar expectations of urbanizattekdvocates of more equitable

suburban transit systems should be wary of the enlist@mew transit as a vehicle for

urbanizing the suburbs through markedte densification, and ensure that the improvement of

transit service on a networide basis is a key element of any plans to improve suburban

transit systems. New transit infrastruge is an essential component of shifting suburban

mobility in a more sustainable direction, but it is equally vital to ensure that it forms part of a

integrated public transit network that is affordable, reliable and easily accessible.

S However, that does not mean similar expectations are not present elsewhere in municipal discourses, such as in
NI YLIi2yQa hFFAOALFE t & yI dNgdvesSeNbrSpitialiransfitmafion.O G NI yaA d A
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Part Three:

Places of Transit Photo Essay

Drawing on trips to England and Italy, and visits to suburban Tortmgophoto essay
depictstfs &G LJ | OSa 2F GNIXyaadé GKFEG FNBE ONBFGS Ay
an exercise in urban landscape pbgtaphy that seeks to depict the forms of housing and
office development that are occurring in both central cities and urbanizing suburbs in Canada
and EuropeThe photo essay aims to highlight that trarsitented development tends to lean
heavily toward processes of urbanization in suburbs through the construction of large
amounts of marketrate development. Such an approach is doubly speculative, as it anticipates
both a major increase in development as a result of transit access, and simultane@usheas
developments will create the necessary ridershiprtake the often extremely expensive
infrastructure worthwhile Drawing orExercises in Urban Reconnaissatice photo essay aims
to show thatd dfkastructure is the irbetween that produces compiéty out of chaos, the
systemic element that generates organisation, the framework that models development and
growthe Tripodi, N.D.). As such, it is important to note that transit does not necessarily lead to
development, nor does its absence inhibitdtit rather can serve as a force capable of sculpting

the built form if state and private industry spatial strategies are in alignment.
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Figure8 - Postsuburbia. A billboard in Vaughiitetropolitan Centre that does not advertise a specific product or development, but rather
boldly announces a downtowiihe billboard is located in an empty field sandwiched in between a Home Depot, and a major highway.
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Figure9 - The nearly completed, $34.5 million SmartCentres Place Vaughan Metropolitan Centre Bus.TEmmaakwardly named
facility will accommodate three bus routes with a combined ridership of under 5,000 people.
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FigurelO - Postsuburbia continued. Taken from a highway overpass, the image shows one of York Region's prospective Amazon HQ?2 sites
in the foreground. Highwaybjg box retail megaplexes, condos, bus rapid transit, and a subway stop are all within easy walkingejista
but would you walk in this environment?
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Figurell- VivaStation in Markham Centre. Despite claim&apid transitg the branch of Viva Purple serving Markham's gradually
developing downtown only runs once every 30 minotgside of rush hour
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Figurel2 - Unionville GO Station in Markham. Despite nearly 40% of users living within 3 kilometres, 0% of GO passengers arriving at the
station walk or cycle. To cover the 900m distance from Markham Cenjugres walking nearly 1.8 kilometres.
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Figurel3- Tram in suburban Florence.
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Figurel4 - Light rail station and adjoining transtiriented development in the form of lemse apartmentsn Scandicgia suburb of

Florence.
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Figurel5- New and older apartment buildings in Milan. Located immediately next to a commuter rail station.
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Figurel6 ¢ This dreamscape of late capitalism could be anywHheislocated within a short walk af majortrain stationin Central
Milan.
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Figurel7 - Gleaming office towers loom over luxury housing immediately next to a station on Milan's newest Metro line.
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Figurel8 - Transit pastoral in suburban Milan.
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