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The purpose of this memorandum is to review the professional literature pertaining to the potential develop-
ment of a Transit-Oriented Development (TOD) in the Bolton Residential Expansion Study area, in response to 
the Region of Peel’s recent release of the Discussion Paper. The Discussion Paper includes the establishment 
of evaluation themes and criteria, which are based on provincial and regional polices, stakeholder and public 
comments.

It should be noted that while the Discussion Paper and the Region’s development of criteria does not specifi-
cally advocate for TOD, it is the intent of this memorandum to illustrate that TOD-centric planning will not only 
adequately address such criteria, but will also complement and enhance the Region’s planning principles, key 
points and/or themes found in stakeholder and public comments. 

In the following are research findings related to TOD generally, and specifically, the Metrolinx Mobility Hub 
Guidelines For The Greater Toronto and Hamilton Area (September 2011) objectives.  Additionally, following a 
review and assessment of the “Response to Comments Submitted on the Bolton Residential Expansion Study 
ROPA” submission prepared by SGL Planning & Design Inc. (March 15, 2016), this memorandum evaluates 
some of the key arguments and assumptions made in this submission relative to the TOD research findings.

Planning for Transit-Oriented Developments

TOD policy and programs can result in catalytic development that creates walkable, livable neighborhoods 
around transit providing economic, livability and equitable benefits.

The body of research on TODs in the United States has shown that TODs are more likely to succeed when 
project planning takes place in conjunction with transit system expansion.  A greater level of advance planning 
is, both, necessary and likely for development around stations so TODs correspond with market opportunities 
and project plans can become real business transactions1.  In the state of Connecticut, investment in transit is 
seen as an investment in growing the economy and expanding jobs, and strengthening the local economy.  In 
advance of transit line activation and station construction, Connecticut has implemented a corridor strategy 
for TODs to increase ridership, enhance affordable housing opportunities, create mixed-use development to 
activate station areas, and link people to jobs through multi-modal transportation connections along the entire 
corridor2. 

Aligning future development opportunities with a TOD policy and program can result in catalytic development 
that creates walkable, livable neighborhoods around transit, in both existing and new corridors, and provides 
economic, livability and equity benefit.  The result will be a competitive advantage compared to other regions 
when it comes to attracting and retaining employers and residents3.  In general, increased development near 
train stations can lead to a wide range of benefits – for transit users, residents of the area, and the community 
that develops TODs.  These range from increased interaction among neighbors and those within the communi-
ty, more walking and cycling activity with consequent health benefits, less driving with potential pollution and 
other costs, and increased property values4. 
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Mobility Hubs

Primary Objectives

The development of existing and new GO Train facilities are intended to be in accordance with the following 
mobility hub objectives (Metrolinx Mobility Hub Guidelines):
A. Seamless Mobility
• Seamless integration of modes at the rapid transit station.
• Safe and efficient movement of people with high levels of pedestrian priority.
• A well-designed transit station for a high quality user experience.
• Strategic parking management.
B. Placemaking
• A vibrant, mixed-use environment with higher land use intensity.
• An attractive public realm.
• A minimized ecological footprint.
C. Successful Implementation
• Flexible planning to accommodate growth and change.
• Effective partnerships and incentives for increased public and private investment.

Metrolinx is also applying these Mobility Hub objectives to the planning and design of “non-hub stations”, 
meaning that the key principles of mixed-use, higher density, enhanced pedestrian and cyclist connections are 
equally applicable and important for all transit focused development. 

“Emerging Growth Centre” / “Suburban Transit Node”

In accordance with Metrolinx’s Mobility Hub Guidelines, BRES Option 3 may be classified as an “Emerging 
Growth Centre” or a “Suburban Transit Node” based on the auto-oriented urban forms of existing and poten-
tial development patterns around the site. 

A TOD can accommodate suburban living without automobile dependency with access to a variety of activities 
and services often associated with cities5.  Diversity of housing within TODs and transit village design promotes 
interaction and community building.

The most dramatic effect is at the regional level, where the synergy of uses in a TOD and the resulting conve-
nience of walking, biking and transit use can provide for much more sustainable travel behavior and develop-
ment patterns.  A TOD can help to focus growth into targeted areas and diminish pressure for growth at the 
edge of regions; create housing options that more closely match demographic trends and market demand; 
promote healthy lifestyles; and minimize traffic congestion6. 

Research on auto ownership and travel characteristics within TODs indicates that residential TOD trip genera-
tion rates are on average 44 percent lower overall than non-TODs.  Furthermore, TOD commuters are 2-5 times 
more likely to use transit for both commute and non-work trips than non-TOD residents in the same region7.   
Residents of TODs typically own fewer cars and are twice as likely to not own any car and own half as many 
cars as their metro region counterparts8.  
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1Kalamaros, Alexander. “TOD Redux.” Urban Land. 27 Sept. 2010.
2Bednarz, David. Connecticut Gov. Malloy Press Release. 15 Sept. 2015.
3Bell, Allison. “Metropolitan Council TOD Strategic Action Plan” 17 June 2013.
4Noland, Robert B. et al. “Measuring Benefits of Transit Oriented Development” October 2014.
5Bernick, Michael, and Robert Cervero. Transit Villages in the 21st Century. New York: McGraw-Hill, 1997.
6Belzer, Dena et al., “Persevering and Promoting Diverse Transit-Oriented Neighborhoods.” Center for Transit 7Oriented Development.       
December, 2006.
8Arrington, G.B. & Cervero, Robert, TCRP Report 128: Effects of TOD on Housing, Parking, and Travel. 2008
Center for Transit Oriented Development. 2004.

“Unique Destination”  

With the potential for a rails-to-trails connection to the regional Greenbelt lands and integrated trail sys-
tems (Greenbelt Cycling Route), Option 3 may also be classified as a “Unique Destination” offering one of the 
most direct mobility connections to the Greenbelt from Toronto. 

As the Mobility Hub Guidelines state, “Nearby regional destinations should be considered for incorporation 
into the mobility hub planning area.  These destinations have the potential to attract transit ridership, as well 
as contribute to the sense of place within the mobility hub.”  Option 3 is well placed to provide one of the most 
direct mobility connections to the Greenbelt and it’s many publicly accessible trails and amenities from Toron-
to via rail transit (refer to Figure 2).

Urban Context

U3 : Emerging Growth Centres – 
•	 Significant	developable	land	available	and	high	development	potential
•	 Existing	development	forms	and	transportation	network	generally	auto	oriented

U5	:	Suburban	Transit	Nodes	–	
•	 Some	destinations	with	auto-oriented	urban	form
•	 Good	land	availability	for	development.
•	 Growing	market	for	mixed	use	development

U6	:	Unique	Destinations	–	
•	 Universities,	colleges,	airports	in	varying	urban	contexts
•	 Large	trip	generators

Figure 1 - Potential Mobility Hub Types for BRES Option 3 (Source: Metrolinx Mobility Hub Guidelines, 
September 2011).
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Figure 2 - BRES Option 3 is well placed to provide one of the most direct mobility connections to the Greenbelt from the 
metropolitan area, creating the opportunity for a “Unique Destination” Mobility Hub.
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Figure 3 - Mobility Hub Zones overlaid on conceptual Option 3 lands: 5 minute walk (500m), 10 minute 
walk (800m) to a 15-minute drive or comfortable bicycle ride to a transit station (6km), which allows for 
regional trail and mobility connections.
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Seamless Integration of Modes

BRES Option 3 fulfills the Metrolinx’s Mobility Hub Guidelines objective of creating seamless integration of 
modes at the rapid transit station by accommodating transit, bicycling, walking and multi-use trails. 

Option 3 supports a healthier and more active lifestyle by promoting sustainable modes of travel such as 
walking and cycling to and from the regional Greenbelt trail system.  It can also provide pedestrian and bicycle 
connections through the Greenbelt trails to the station and adjacent built-up areas to the southeast.  These 
Mobility Hub Guideline objectives include:

• Mobility Hub Objective 1.3: Create safe and direct pedestrian and cycling routes to rapid transit stations 
from major destinations.

• Mobility Hub Objective 1.3.2: Develop direct routes from regional and municipal cycling and walking facili-
ties to transit stations.

The above objectives seek to extend municipal and regional multi-use trails, walkways and cycling facilities into 
station areas where possible.  Cycling routes reflect cycling commuter patterns which extend well beyond the 
tertiary zone.  A coordinated network of walking and cycling paths between mobility hubs and surrounding 
communities create vibrant new public spaces. 

In the United States, TODs have about 3.5 times more walking and cycling trips than the rest of the Metropoli-
tan Statistical Areas (MSAs); it was found that walk and bike mode share for work trips is 11.2% in TODs versus 
3.2% in the surrounding regions.

Vibrant, Mixed-Use Environment with Higher Land Use Intensity

The Metrolinx’s Mobility Hub Guidelines indicate that station areas are to be planned to achieve increased res-
idential and employment densities that support and ensure the viability of existing and planned transit service 
levels. There is a need for catalyst mixed-use development projects which should be developed hand-in-hand 
with the transportation infrastructure at these hubs. Higher intensity of mixed-uses are desired in closer prox-
imity to the transit station to reduce travel time and achieve higher sustainable mode-splits such as walking 
and cycling.  The Guidelines indicate the following objectives in this respect:

• Mobility Hub Objective 5.1: Provide a diverse mix of uses, including employment, housing, regional attrac-
tions and public spaces to create a high quality urban environment in close proximity to the transit station.

• Mobility Hub Objective 5.2: Focus and integrate increased and transit-supportive densities at, and around, 
transit stations to create compact built form and a critical mass of activity while ensuring appropriate tran-
sition to the surrounding community

According to the Mobility Hub Guidelines, clustering of population and employment near a transit station 
encourages more efficient travel behavior, reduces the need for travel, increases accessibility, and offers travel 
choice.  Increased transit-supportive densities in close proximity of the transit station enables convenient and 
comfortable pedestrian trips, potentially increasing the number of transit users, and supports higher levels 
of transit service, thereby promoting efficient and cost-effective transit ridership (refer to Figures 4 and 5 for 
opposing approaches in this regard).
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Figure 4 - Mount Pleasant GO Station: Mount Pleasant Village is a recent example of the successful 
integration of mixed-use development with public amenities situated in close proximity to the transit hub.

Source:	Google	Earth
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Figure 5 - Bramalea GO Station: Metrolinx is actively trying to move forward from this model, which 
is typically characterized by expansive parking and an uncomfortable pedestrian environment with no 
supportive uses or amenities in close proximity.
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Sufficient Land in Proximity of Station

Option 3 has sufficient land assembled in proximity of the station allowing it to achieve a “Critical Mass” of 
transit-supportive densities as a transit node.

Where the surrounding land use is already developed, one of the greatest challenges is assembling land in 
sufficient quantity and configuration for cost-effective TODs.  Diverse ownership and existing uses are often 
the biggest constraints that dampen the potential for such development in established station areas.  In many 
instances, small isolated parcels are the only opportunities for redevelopment or infill TOD.   This significant-
ly limits the ability to create a continuous, walkable, cycling-friendly, mixed-use environment, punctuated by 
inviting public spaces and attractive streets that result in a strong identity and sense of place.  The assemblage 
of land discussed above is often unachievable in such situations.  

This is not the case with Option 3, as land has been consolidated in a regular block formation to achieve such 
a critical mass.  Option 3 can readily provide an urban street-grid configuration with a well-ordered hierarchy 
of roadways, that will appropriately integrate various densities and corresponding built form types, support 
logical walking, cycling and transit linkages throughout the Region, while providing direct arterial and collector 
road connections to the existing built-up areas in Bolton.

Density and Critical Mass

Option 3 has sufficient land in proximity of the station which allows the potential to achieve a critical mass as a 
transit node with transit-supportive densities.  To be successful, a TOD needs to have enough people populat-
ing residences, workplaces, shops and restaurants which all require enough density in a compact area, referred 
to by planners as “critical mass”.  When a TOD achieves the appropriate critical mass, public spaces will be 
activated, commercial establishments will have more walk-in customers, sidewalks will be safer on a 24/7 basis 
and the community will feel like an interesting place that is alive with activity.  This type of atmosphere does 
not appeal to everyone, but for the type of households who prefer to live in a TOD, it is an essential quality.  In 
the United States, net residential densities for TODs range from 30 to 100 dwelling units per net acre (approxi-
mately 75-250 units per net hectare), establishing a critical mass.  
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Market Demand & Household Characteristics

Transit-Oriented Development will be more successful if there is a robust market demand, such as exists in 
the Greater Toronto Area. 

In 2007 the Center for Transit-Oriented Development projected the future demand for living in TODs will be 
strongest in the U.S. metropolitan areas with established transit systems. It provided a TOD market assess-
ment, concluding that: 

14.6 million households could want to live within a half mile of transit by 2025, an increase of 8.5 million 
households who lived in transit zones in 2000.9 

According to Reconnecting America, “Today many people want a ‘room with a view’ within walking distance 
of coffee, restaurants, yoga, a dog park, art, film and culture.” And this is not just for the yuppie generation. 
According to AARP, “71% of older households want to be within walking distance of transit.” Furthermore, the 
changing demographics are causing major shifts in the housing market where “the demographic groups grow-
ing most quickly – older, non-family, non-white households – have historically used transit in higher numbers”.10  

As such, there is a need for advanced planning and to advocate for mixed-use development projects which 
should be developed hand-in-hand with transportation infrastructure at the hub, in order to support and ac-
commodate the future demand as described above.

Evaluation of the Bolton Residential Expansion Study (BRES)

“Response to Comments Submitted on the Bolton Residential Expansion Study ROPA”

The following is an evaluation of some of the key arguments and assumptions made in a submission prepared 
by SGL Planning & Design Inc. (March 15, 2016), titled “Response to Comments Submitted on the Bolton Res-
idential Expansion Study ROPA”, as related to the selection of Option 3 lands through the BRES process.  This 
evaluation is undertaken in the context of Transit-Oriented Development and Metrolinx Mobility Hub Guide-
lines objectives and characterizations described in the preceding discussion.

In a subsection titled “Misconceptions on Leveraging a GO Station” (page 9), SGL asserts that analysis prepared 
in support of Option 3 “does not appropriately consider the extent that riders walk to a GO Station” and cites 
data indicating that only 12% of riders walk to a typical GO Station, rising to approximately 28% for a station 
with one of the highest modal splits (Port Credit).  Although useful for assessing modal-splits for “typical” GO 
stations, this reference fails to consider the context of a station integrated with a complete community with 
mixed-uses that delivers residents and employees within comfortable walking and cycling distance of the 
station, and is characterized by pedestrian-scaled streets and amenities that further support and encourage 
non-vehicular connections.  In this context, modal splits are overwhelmingly shown to result in a meaningful 
increase in transit-related trips, including people walking and cycling to transit connections, as well as a corre-
sponding decrease in vehicular connections.

9Center for Transit-Oriented Development “Hidden in Plain Sight: Capturing the Demand for Housing Near Transit.” September 2004.
10Reconnecting America and the Center for Transit-Oriented Development “Why Transit-Oriented Development and Why Not?”
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Related to locating a GO rail station, this section goes further to assert that “providing a location that is acces-
sible to drivers is more important than a location that is accessible to pedestrians”.  It is acknowledged that a 
significant component of connections, whether to a “typical” existing GO Station or one that is well integrated 
with a mixed-use community, will be by vehicle.  The key objective, however, is to plan and design for condi-
tions that will encourage a greater increase in pedestrian connections relative to vehicular connections.  This 
objective is a fundamental tenet of the Metrolinx Mobility Hub Guidelines, which provides several principles 
and guidelines in this respect, including the following:

• 1.3 – Create safe and direct pedestrian and cycling routes to rapid transit stations from major destinations 
and regional cycling and pedestrian networks;

• 1.4 – Provide secure and plentiful bicycle parking at station entrances with additional cycling amenities at 
high volume locations;

• 2 – Safe and efficient movement of people with high levels of pedestrian priority;
• 2.3 – Build or retrofit a network of complete streets to create a balance between the movement of pedestri-

ans, cyclists, transit, and vehicles;
• 2.4 – Provide an attractive pedestrian environment with a high level of priority, safety and amenities;
• 2.5 – Create cycling-supportive streets and communities;
• 5.1 – Provide a diverse mix of uses, including employment, housing, regional attractions and public spaces 

to create a high quality urban environment in close proximity to the transit station;
• 6.1 – Create an attractive and comfortable public realm with a strong sense of place in order to support a 

walkable station area and promote the use of transit.

Further to the issue of the importance and emphasis placed on changing the modal split in favour of an in-
crease in walking and cycling connections to GO rail stations, Metrolinx prepared a presentation document 
titled “Mobility Hubs Update”, which was presented to the Metrolinx Board in September 10, 2013.  The focus 
of the presentation provided an update on the status of studies for proposed Mobility Hubs in the Greater 
Golden Horseshoe area, all of which are described as “major transit stations and their surrounding neighbour-
hoods that provide travelers with seamless access to the regional transit system, support higher density devel-
opment…”.  As well, it “speaks directly to Mobility Hub objectives of a well-designed transit station, high levels 
of pedestrian priority, an attractive public realm, and a minimized ecological footprint.”  

Some of the Mobility Hub locations identified and described include the following:

A.  Cooksville GO
• Intensification of parking lots and underused lands with higher density walkable development.
• Improved station access facilities and connections to surrounding areas.
B.  Port Credit GO
• Replace surface parking with structured parking integrated with mixed-use development.
• Enhanced pedestrian links to the neighbourhood.
C.  Midtown Oakville GO
• Intensification of the under-used publicly-owned lands around the station into a higher density, walkable 

community.
• Expanding the station to accommodate significant growth planned for the area.
D.  Eglinton – Mount Dennis
• Fully integrated rail, LRT and bus station.
• Enhancing pedestrian / cyclist connections.
• Redeveloping surrounding under-used lands with higher density, walkable neighbourhoods.
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E.  Hamilton – LIUNA
• Pedestrian connections through the neighbourhood.
• A new urban plaza.

This reinforces the priority Metrolinx places on promoting and undertaking a mixed-use, Transit-Oriented De-
velopment model, both actively with current planning studies and development, and through long-term plan-
ning initiatives.  It’s these same set of objectives and values that Option 3 chooses to adopt in the visioning, 
planning and design of the future mixed-use community.  What SGL is proposing in their comments contradicts 
the innovative, sustainable, connected and healthy model for community development that is recognized by 
Peel Region, the Town of Caledon and Metrolinx transit partner.

In the section titled “A True Complete Community” (page 15), SGL asserts that the Option 3 proposal suggests 
“that a complete community can be created by a GO Station.  This assumes a greater importance on being able 
to commute out of Bolton on the GO Train than on building a complete community within Bolton”.  This assess-
ment is inaccurate and contradicts the Option 3 position that a true complete community provides the ability 
to live, work, play and shop locally within the community.  The GO station benefits point to the reality that resi-
dents and workers need to commute throughout the Region and beyond and being able to do so by transit in a 
convenient and accessible manner is a major attribute of any community.  As demonstrated and reinforced by 
Metrolinx, both Mobility Hubs and non-hub stations are best situated in the context of a complete community 
that delivers a high quality, mixed-use urban environment, an approach that moves forward from the outmod-
ed model of a station surrounded by only expansive parking facilities with no sense of place or community.
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Conclusion

As noted above, the research conducted of the professional literature has identified numerous reports, studies 
and findings that illustrate that TOD policy and programs have and will continue to result in development that 
creates compact, complete and healthy communities around transit, providing many economic, livability and 
equitable benefits.  Given that Option 3 has sufficient land assembled in proximity of the station, the devel-
opment of a TOD is, therefore, logical, cost-effective, fiscally-responsible and the optimal use of existing and 
already planned community infrastructure to create desired transit-supportive development.  Encouraging 
such development allows for the simultaneous preservation and protection of natural heritage features and 
agricultural lands. 

The BRES selection process has methodically analyzed all options and has concluded that the Option 3 lands 
are best positioned to deliver the type of community that adopts the goals and objectives of the Town of 
Caledon, Peel Region Official Plan’s overarching theme of sustainability and the Province of Ontario’s Places to 
Grow mandate.  It should also be acknowledged that Option 3 land owners not only endorse the Transit-Ori-
ented Development model, but are actively pursuing its application.  Key criteria are being realized to ensure 
the framework for delivering a complete community vision, including the formation of an advantageous contig-
uous land area, proximity of Regional mass transit opportunities, political and agency endorsement of the TOD 
model, and a willing developer partner that will lead the charge of responsible, forward-thinking growth that 
achieves healthier, vibrant, active, diverse and attractive communities.

Yours truly,

____________________________________
Jim Constantine 
Looney Ricks Kiss
182 Nassau Street, Suite 302
Princeton, NJ  08542

____________________________________
John Richard
NAK Design Strategies
421 Roncesvalles Avenue
Toronto, ON  M6S 4K6
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