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summary

The Ontario government’s recent planning initiative, titled Places to Grow, is in-
tended to promote higher-density development, a lower rate of urban land absorp-
tion, and increased public transit use in the Greater Golden Horseshoe (GGH), an 
extended area centred on Toronto. The designation of 24 Urban Growth Centres 
(UGCs) is a major plank of this strategy. The centres are defined as mixed-use, 
high-density, and public-transit oriented developments, which are meant to be-
come focal points within the GGH. It is in UGCs, therefore, that one would expect 
land use formulas that promote intensification and public-transit use objectives to 
be deployed to the fullest extent. 

This report recommends measures to help establish and develop UGCs and ensure 
that they meet their planning objectives. To this end, it begins by reviewing the 
history of nodal planning in the Toronto region, a history that dates back to the 
1950s. This history reveals a persistent interest in this form of development, as 
well as, to a lesser extent, in corridors. This interest, however, far outstrips the 
actual creation of nodes and corridors. Of the numerous nodes that have been 
designated by various planning agencies, only a few have taken shape and only 
four have achieved substantial levels of development. 

The report also analyses several study areas — downtowns and nodes — that are 
included within the UGC strategy as well as two transit corridors. The survey looks 
at the density, land use, travel patterns, employment trends, and demographic 
changes of the study areas, and the socioeconomic profile of their residents. It 
highlights the achievements of these existing high-density and mixed-use areas, as 
well as the difficulties they confront.  

The study of existing downtowns, nodes, and corridors demonstrates the possibil-
ity of achieving mixed-use and high-density nodal development in suburban set-
tings. It also points to the ability of nodes to attract a mixture of jobs — including— including including 
many belonging to high-status occupations — and large numbers of residents. The— and large numbers of residents. The and large numbers of residents. The 
findings also underscore profound differences between study areas. For example, 
statistics on the socioeconomic status of residents reveal a divergence between 
a wealthier population living in inner-city study areas — characteri�ed by small— characteri�ed by small characteri�ed by small 
households, high-status occupations, and high levels of educational attainment 
— and the presence in the suburban study areas of poorer residents, larger house- and the presence in the suburban study areas of poorer residents, larger house-
holds, lower-status occupations, and lower educational levels. 

The downtowns, nodes, and corridors selected for this study have all encountered 
problems in meeting certain planning objectives. One problem is the difficulty in 
attracting office employment during the last 15 years, an outcome of widespread 
deceleration in office growth and office developers’ preference for low-density 
suburban sites. Another difficulty, particularly noticeable in suburban nodes and 
small downtowns, is a high dependence on the automobile at the expense of public 
transit use and walking. This problem is associated with an urban form primarily 
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tailored to the automobile and ill-suited to walking. In these circumstances, it is 
difficult to achieve inter-functional synergy — that is, a situation in which certain— that is, a situation in which certain that is, a situation in which certain 
activities benefit from the presence of nearby complementary functions. The lack 
of frequent or convenient public transit services between many of the nodes and 
their catchment areas is also responsible for a high reliance on the car for journeys 
to and from these nodes.

The last part of the report draws on this information to make the following recom-
mendations, which are intended to foster the development of UGCs and help them 
meet their mixed-use, intensification, and transportation goals:

1. The planning of UGCs should be closely coordinated to ensure consistency 
at the macro scale (the role of UGCs at the metropolitan level), meso scale 
(relations between UGCs and their catchment areas), and micro scale (the 
layout and design of UGCs). Such an approach would ensure that efforts 
at all scales of planning contribute to the further development of UGCs 
and the achievement of their planning goals. The report acknowledges 
anticipated difficulties in securing collaboration on these matters, given 
the different jurisdictions responsible for different planning scales.

2. Attention should be given to the different nature of the areas intended to 
become cores of UGCs, or part of these cores: nodes that are the outcome 
of urban redevelopment; existing suburban nodes originally developed on 
greenfield sites; future suburban nodes to be erected on greenfield sites; 
traditional downtowns of suburban municipalities within, or close to, the 
Toronto urban perimeter; and the downtowns of self-standing urban ar-
eas within the GGH. Each category requires a specific planning treatment, 
ruling out a one-si�e-fits-all approach to the planning of UGCs.

3. Measures should be taken to direct new office buildings to areas (such as 
downtowns, nodes, and corridors) well served by transit services. Such an 
office location policy would counter the present trend towards dispersed 
suburban office locations, which is a major factor in the increasing reliance 
on the car for commuting. It would also favour downtowns, nodes, and 
corridors (and by extension, the core areas of UGCs), where office space 
is important to their public transit orientation and (along with retailing, 
hospitality, housing, cultural amenities, public-sector services, and other 
activities) to their mixed-use character.
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introduction

There are different ways to increase urban density and promote public transit use 
and walking. One is by setting limits on the urban envelope; another is by encour-
aging intensification wherever there is land available within urbani�ed areas and 
where low-density uses can be redeveloped. This report focuses on approaches 
intended to maximi�e the impact of such interventions by concentrating them in 
strategically located areas. The choice of intensification approaches analy�ed in 
this study — the development of nodes and corridors and downtown revitali�ation 
— is dictated by the strategies adopted in the Ontario Places to Grow planning 
exercise. 

This report explores ways to promote the success of the Urban Growth Centre 
strategy, a major plank of Places to Grow, the Ontario government’s current ap-
proach to planning the Greater Golden Horseshoe. Urban Growth Centres are in-
tended to concentrate development in high-density, mixed-use districts, conducive 
to walking and public-transit use, and thereby to contribute to the overall goal 
of raising densities throughout the region and lessening both dependence on the 
automobile and the amount of land absorbed by urbani�ation.

The proposals in this report are grounded in a review of the evolution of the 
concepts of nodes and corridors in the history of planning in Toronto and its 
metropolitan region since the 1950s. The historical narrative exposes difficulties in 
implementing the concept, as demonstrated by a wide gap between the numerous 
nodes designated in various planning documents and the relatively small number 
of existing nodes. 

The report’s proposals are also based on an analysis of a selection of downtowns 
and nodes, chosen to represent the different categories of proposed UGCs, as well 
as of high-density public transit corridors, another plank of the Places to Grow 
strategy. The analysis points to a few success stories in launching nodes, attracting 
different types of activities to them, and achieving population growth in high-
density residential developments. However, even the minority of nodes that have 
achieved a substantial level of development face difficulties in meeting some of 
their planning objectives. Among other things, the low rate of office space growth 
over the last 15 years impedes multi-functionality. Other difficulties stem from 
the way in which many suburban nodes remain oriented towards the automobile, 
which discourages walking and limits synergistic effects between nearby activities. 
Relatively low public transit use is another problem that is especially noticeable in 
suburban nodes and small downtowns. The planning shortcomings identified in 
nodes are also seen in the corridors investigated in this report.

The report is structured in three parts. Part 1 narrates the development of the 
concepts of nodes and corridors within the context of Toronto planning. Part 2 
describes the present state of the study areas, focusing on their density, land use, 
travel patterns, employment, and demographic and socioeconomic features. Part 
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3 draws out the implications of the findings of the two previous parts of the report 
for the future UGC policy. 

The report has two closely related purposes. One is to assess the performance of 
downtowns, nodes, and corridors in light of the objectives of Places to Grow. The 
historical material explains the circumstances responsible for the uneven develop-
ment and current condition of the three categories of study areas. Lessons from 
the evolution and present performance of study areas inform recommended im-
provements to policies aiming at intensification, multi-functionality, and reduced 
automobile use.
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Part 1: The formulation of the nodal concept in Toronto

Planning agencies have long placed considerable faith in the capacity of nodes 
to turn around sprawling development. This section examines the circumstances 
that gave rise to the nodal concept, and that account for its evolution and the 
way in which it has been implemented in the Greater Toronto Area. Because of 
its prominence among planning objectives formulated since the early 1980s and 
its importance in present provincial planning strategies, it is critical to understand 
this concept and its permutations within the Toronto region, as well as the imple-
mentation difficulties and the partial achievement of objectives related to nodes. 

The information in this section comes mostly from planning documents, but other 
sources (such as newspaper articles or real estate and census data) also shed light 
on the achievement of nodal objectives set out in planning documents. The histori-
cal narrative illustrates the variations in purposes assigned to nodes according to 
the period and the level of government involved. Nodes were once seen as ways to 
provide a market to a new subway system, decentrali�e office development, and 
relieve what was perceived to be an over-congested downtown, but gradually they 
came to be seen as agents of suburban intensification, sprawl containment, and the 
promotion of walking and transit use.

The historical narrative helps explain why the nodal concept has received so much 
attention, often at the expense of other approaches to metropolitan planning, 
such as transit- and pedestrian-oriented, high-density corridors. A nodal strategy 
is less likely to raise opposition than other approaches to metropolitan-level plan-
ning, because it minimi�es reliance on coercion and the potential for NIMBYist 
reactions. The popularity of the concept also stems from the benefits that nodes 
promise for different levels of government. While Metro Toronto and the provin-
cial government have seen nodes as instruments of metropolitan region planning, 
municipal administrations have seen them as symbolic centres and lures for types 
of employment that might not otherwise come to the municipality.

The history of nodes also brings to light problems with this type of development. 
There is the difficulty of coordinating planning at different levels to meet the transit 
and pedestrian objectives of nodes. There are also difficulties in establishing new 
nodes. The intense interest in nodes manifested by planning agencies and expressed 
in planning documents has rarely resulted in the actual development of nodes. 
After more than 25 years of planning nodes, only three large suburban nodes have 
been created in the Greater Golden Horseshoe. The fourth node studied, Yonge-
Eglinton, is smaller than the other three and is located in the inner city. 

The history of nodes demonstrates a need for distinct approaches suited to the 
various types of nodes identified in recent documents: the traditional downtowns 
of self-standing cities; the traditional downtowns of cities within, or about to be 
absorbed by, the built perimeter of Toronto; older nodes that are the outcome 
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of redevelopment around subway stations in the old City of Toronto;1 existing 
suburban mixed-use centres; and projected suburban mixed-use centres. The need 
for multi-faceted approaches to nodal planning is the object of the final, policy-
oriented part of the report. 

While Part 1 touches on the consequences of certain events on the evolution of nodes 
and the achievement of their planning objectives, Part 2 offers a more detailed and 
comprehensive assessment of their development and planning outcomes.

Antecedents of the nodal policy

Although nodes assumed prominence in Toronto as a metropolitan planning in-
strument in the late 1970s, there were important antecedents to reliance in plan-
ning on density and mixed-use development. The box on pages 7 and 8 contains 
some definitions of nodes and their antecedents described in this section.

Juxtaposing high-density residential development with retail
As high-density, often high-rise, apartment buildings transformed the residential 
development scene from the late 1950s, planners tried to link these structures to 
retail areas. This policy was adopted by Metro Toronto and its municipalities 
and spread throughout the metropolitan region. A testimony to the success of the 
policy is the proximity visible today between high-density residential and com-
mercial areas, many of which are located at the intersections of arterial roads. 
The Toronto residential landscape, characteri�ed by low-density neighbourhoods 
punctuated with pockets of high density, is in large part a legacy of this policy. 

The juxtaposition of residential density and retailing was intended to reduce resi-
dents’ reliance on driving for shopping, while making shopping more convenient 
for apartment residents and providing a nearby market for stores (Metro Toronto, 
1966: 35; 1967: 14; 1979: 3; Scarborough, 1978). These principles still guide the 
location of high-density housing in suburbs currently undergoing development 
such as Oakville or Whitby (Oakville, 1991: 46; Whitby, 1999: 22-3). This jux-
taposition, however, often failed to provide a pedestrian-friendly environment, 
because of the wide arterial roads and large expanses of surface parking encircling 
shopping malls. Still, pathways connecting residential to retail areas were some-
times added to provide facilities for pedestrians.

Master-planned communities
Suburban master-planned communities of the 1950s, 1960s, and 1970s — Don 
Mills, Bramalea, Erin Mills, and Meadowvale — were structured around focal 
points, ranging in a hierarchy from convenience shopping at the local level to 
large (sometimes regional) malls surrounded with office space and high-density 

1 The “old” City of Toronto refers to the central municipality of a two-tier regional government (the 
Municipality of Metropolitan Toronto, or “Metro”) that existed before 1998. In that year, all five 
municipalities in Metro were amalgamated into a new municipality also called the City of Toronto. 
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definitions of nodes and of their antecedents in Toronto

Mid-1960s, Meadowvale Development Plan: Meadowvale Centres
“The two centres are designed as shopping-commercial-entertainment-cultural complexes. They are 
intended to produce aesthetic marketplace environments that are not only efficient, but stimulating 
and uplifting. Higher-density housing located near the town centres will assure a lively atmosphere 
throughout the day and evening.” (Markborough Properties, n.d.: 17).

1967, Metropolitan Toronto and Region Transportation Study (MTARTS): Sub-regional Centres
“These are the centres that functionally lie between the regional centre at downtown Toronto and the 
various categories of neighbourhood and community or town centres. In a complex of 6½ million 
people, they have a critical role to play. They are means of bringing closer to home the wide range of 
services — marketing, government, community, social and recreational — that require a service base 
that is greater than the 20 to 25,000 persons in 4 or 5 neighbourhoods served by a typical community 
centre, but not as great as the multi-million population of the regional centre that has both national 
and international roots…” (Ontario, 1967: 30).

1981, Metro Toronto Official Plan: Major Centres
“a) multi-functional in land use; b) compact and pedestrian oriented in their internal organi�ation and 
design; c) intensive in their development relative to those areas which are not centres. Activities encour-
aged should include but not necessarily be limited to the following: retailing, offices, hotels, theatre, 
library, post offices, government and community activity while also serving as transportation hubs for 
local surface transit.” (Metro Toronto, 1981: 22)

1990, IBI Greater Toronto Area Urban Structure Concepts Study: Concept 3: Nodal
“An intermediate concept in which residential and employment growth occurs primarily in and around 
various existing communities in a compact form, resulting in reduced consumption of underdeveloped 
land relative to Concept 1.” (IBI Group, 1990c: 4)

1991, Office for the Greater Toronto Area, Report of the Provincial-Municipal Urban Form Working Group: Nodes
“A node is an area of concentrated activity serving as a community focal point and providing services 
or functions not normally found elsewhere in the community. To work well, everything in a node 
should be close to everything else. This helps promote a pedestrian oriented environment by ensuring 
walking distances to and from public transit are reasonable. Towards the edges of the nodes and corri-
dors, densities would gradually decrease and give way to surrounding lower density areas, feeding into 
the transit system and other community services and facilities that will gradually develop.” (OGTA, 
1991: 19)

1991, North York Official Plan: City Centre
“It is the policy of Council to develop one major centre to function as the prime business, government 
and community focal point within North York. It is also intended to serve as the transportation hub 
for transit. This centre is to be multi-functional in land use, pedestrian oriented internally, and should 
include complementary recreational and residential uses. In general, it is intended to function as the 
city core or downtown for North York and function as a Metropolitan Major Centre.” (North York, 
1991: A-6)

1994, Town of Markham, Central Area Planning District Secondary Plan: Central Area Planning District
“The Central Area Planning District is planned as a mixed use, intensive urban area incorporating 
housing, employment and retail facilities, recreational, cultural, major institutional and civic buildings 
to serve as a focus for Markham’s many communities. The District will be a major activity centre which 
will be transit supportive as well as attractive and comfortable for pedestrians and will integrate a high 
standard of urban design with existing natural features to create a unique destination.” (Markham, 
1994: 15)
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1994, City of Mississauga, City Centre Secondary Plan: City Centre 
“Goal: Develop a strong mixed-use centre that will be a regional focal point and give a distinct identity 
to Mississauga. Objectives: 
• To provide an area of appropriate si�e and location for the principal focal point of retail, office, 

cultural, and civic facilities.
• To provide opportunities for closer live/work relationships and accessibility to amenities and ser-

vices in the City Centre.
• To design a centre which will facilitate and attract a high level of social activity both day and night, 

have an attractive visual quality, and a strong sense of identity.
• To create a visual identity for the City Centre by encouraging distinctive architectural themes for the 

built environment.
• To provide transportation facilities which accommodate trips to the City Centre from other areas of 

Mississauga and the surrounding region.
• To ensure the best use of existing and planned infrastructure.
• To encourage a range of housing types and si�es, including assisted housing, to meet the needs of the 

various socio-economic groups.” (Mississauga, 1994: 13)

1994, Metro Toronto Official Plan: Major Centres:
“It is the policy of Council that Area Municipal plans and �oning by-laws shall require that the Major 
Centres…: 
a) comprise a mix of uses with a concentration of employment activities and residential uses in a 

compact, high-density, urban form serviced by high capacity rapid transit. The development of a 
Major Centre should improve the overall housing/employment balance within the existing local 
area with the aim of moving this balance towards 1.5 residents per job over time. This ratio is not 
intended to be applied on a site by site basis;

b) range in si�e from 50 to 150 hectares;
c) be planned for at least 25,000 jobs to create concentrations of employment sufficient to promote a 

high degree of transit use. In this regard, the figures for the minimum employment levels set out in 
Table 2 are intended as guidelines, rather then requirements, for planning infrastructures and other 
services provided by the Metropolitan Corporation and Area Municipal detailed land use policies; 
and 

d) constitute a focus within Metropolitan Toronto for residents and visitors by including a wide variety 
of government, institutional, retail, cultural and recreational uses, and both public and civic build-
ings.” (Metro Toronto, 1994: 12)

2002, Toronto Official Plan: Centres
“The Scarborough, North York, Etobicoke and Yonge-Eglinton Centres are places with excellent tran-
sit accessibility where jobs, housing and services will be concentrated in dynamic mixed use settings 
with different levels of activity and intensity. These Centres are focal points for surface transit routes 
drawing people from across the City and from outlying suburbs to either jobs within the Centres or to 
a rapid transit connection…
 The potential of the Centres to support various levels of both commercial office growth and residen-
tial growth outside of Downtown is important. This Plan envisages creating concentrations of workers 
and residents at these connections, resulting in important centres of economic activity accessible by 
transit.
 Building a high quality public realm featuring public squares and parks, public art, and a comfort-
able environment for pedestrians and cyclists, is essential to attract businesses, workers, residents and 
shoppers.” (Toronto, 2002: 17-18)

2006, Growth Plan for the Greater Golden Horseshoe: Urban Growth Centres
“Urban growth centres will be planned —
a. as focal areas for investment in institutional and region-wide services, as well as commercial, recre-

ational, cultural and entertainment uses
b. to accommodate and support major transit infrastructure
c. to serve as high density major employment centres that will attract provincially, nationally or inter-

nationally significant employment uses
d. to accommodate a significant share of population and employment growth.” (Ontario, 2006: 16)
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residential developments (see Mississauga, 1968). The existence of this rigid hi-
erarchy, in which centres of various importance were positioned to coincide with 
markets suitable to their si�e, was a major feature distinguishing master-planned 
communities from conventional suburban development. The plan for Meadowvale 
described its two major centres in this way:

The vitality and variety of Meadowvale’s active community life will be 
focused in two distinctive centres. All paths in Meadowvale will converge 
on these town centres … to draw the community to its downtown cores and 
to communicate the spirit of the community among the greatest number of 
its residents.

The two centres are designed as shopping-commercial-entertainment-cultural 
complexes. They are intended to produce aesthetic marketplace environments 
that are not only efficient, but stimulating and uplifting. Higher-density hous-
ing located near the town centres will assure a lively atmosphere throughout 
the day and evening. (Markborough Properties, n.d.: 17).

As a rule, these centres in master-planned communities were better designed than 
retail areas near high-density residential districts in more conventional forms of 
suburban development. The centres expressed architectural sophistication and had 
more pedestrian pathways connecting them to surrounding neighbourhoods. Still, 
it would be difficult to describe these areas as truly pedestrian-friendly, because of 
the large surface parking lots surrounding the shopping centres. 

There are important differences between the juxtaposition of high-density resi-
dential development and the major centres of master-planned communities, on 
the one hand, and the nodal strategy that took shape later on, on the other. 
Residential-retailing juxtapositions and major centres were conceived as activity 
cores for residential areas, in the neighbourhood unit tradition, whereas nodes 
emanated from metropolitan structure issues (Perry et al., 1929). Still, these first 
initiatives marked early attempts at mixing activities and raising densities within 
suburban settings and encouraging pedestrian-based synergies, objectives that also 
characteri�e nodal strategies.

Development along subway lines
To encourage the use of Toronto’s subway, planners proposed high-density mixed-
use development along the lines and around the stations. This was notably the case 
along the Bloor-Danforth line, because density along the route at the time it was 
built was deemed insufficient to justify its existence. In the end, while some stations 
were the focus of high-density residential developments — Main, Victoria Park, 
and High Park, for example — it proved difficult to intensify the Bloor-Danforth 
line largely because of forceful opposition from residents living near the stations. 

Throughout the subway system as a whole, only a few stations experienced im-
portant growth. Among these, the two stations located at Yonge and St. Clair 
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and Yonge and Eglinton stand out by the wide range of functions they attracted 
and the early occurrence and importance of redevelopment (Lemon, 1985: 143). 
For example, in 1963, Procter and Gamble announced the construction of its 
Canadian headquarters on St. Clair Avenue at Yonge Street (Globe and Mail, 10 
January 1963: 5). The Yonge-Eglinton area was later successful in attracting a 
large mixed-use complex. 

Yonge-St. Clair and Yonge-Eglinton were the two Regional Commercial Centres 
identified in the 1969 City of Toronto official plan. These centres were intended to at-
tract office development and high-density housing (Toronto, 1970). Redevelopment 
around these stations took place within the existing grid. Commercial buildings 
tended to front directly on sidewalks, while apartment structures were often set 
back behind a landscaped front yard. Overall, new developments respected the 
pedestrian-friendly nature of the pre-existing environment and fostered a high 
level of transit use. These two centres are now defined as mature nodes.

Metropolitan Toronto and Region Transportation Study (MTARTS)
An early version of the nodal concept appeared in 1967 with the publication of the 
Metropolitan Toronto and Region Transportation Study or MTARTS (Ontario, 
1967), begun in 1962. The plan presented metropolitan-wide transportation pro-
posals to improve accessibility in a rapidly growing region. It contained ambitious 
proposals for both expressways and rapid transit networks. The document also 
advanced a hierarchy of centres. The first tier consisted of downtown Toronto; the 
second tier was to include sub-regional centres. In some cases these would be cre-
ated anew, while in other cases, they would arise from a consolidation of existing 
suburban central business districts. The document cited the Oakville CBD as an 
example of this second category of sub-regional centres. (See Map 1.)

Sub-regional centres were defined as follows:

These are the centres that functionally lie between the regional centre at 
downtown Toronto and the various categories of neighbourhood and com-
munity or town centres. In a complex of 6½ million people they have a criti-
cal role to play. They are means of bringing closer to home the wide range 
of services — marketing, government, community, social and recreational 
— that require a service base that is greater than the 20 to 25,000 persons 
in 4 or 5 neighbourhoods served by a typical community centre, but not as 
great as the multi-million population of the regional centre that has both 
national and international roots… (Ontario, 1967: 30).

The document went on to stress the retail and employment role these centres 
would play. It also underscored the need for coordination between sub-regional 
centre and transportation planning. From a transportation perspective, it defined 
the sub-regional centre as “the hinge between the (regional) centre and its service 
areas” (Ontario, 1967: 30).
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The plan did not provide any guidelines for the layout and design of these centres. 
They were introduced essentially as a metropolitan-scale planning concept, meant 
to structure metropolitan development, especially in the suburbs, and reduce 
transportation demand by bringing employment, retailing, and services closer to 
housing. Although the plan was primarily focused on transportation and metro-
politan form, and was not entirely clear on the planning role of sub-centres, it 
was the first to introduce this concept as part of a metropolitan-wide development 
strategy. 

This land use concept had even less influence on Toronto metropolitan region 
planning than the transportation proposals, which far exceeded implementation 
capacity. No new sub-regional centre was launched as a result of the MTARTS 
plan. The creation of the sub-regional centres that were then in existence preceded 
the formulation of MTARTS. 

The Metro Toronto sub-centre policy

With the construction of several large office complexes from the mid-1960s to 
the mid-1970s, considerable concern was voiced about the accelerating employ-
ment growth in downtown Toronto. In 1974, the Core Area Task Force report 
highlighted difficulties with prevailing development tendencies: the overspeciali�a-
tion of the downtown risked displacing activities that foster a 24-hour use of the 
district and the rising numbers of commuters risked overburdening transportation 
infrastructures (Toronto, 1974). The report led to the adoption of the Core Area 
Holding Bylaw, a measure intended to free�e development until the adoption of a 
plan for the area.

The political context
It is important to understand the political context in which downtown develop-
ment was reconsidered. The year 1970 had seen the arrival of a new breed of 
“reform” councillors at the City of Toronto who were committed to the preserva-
tion of inner-city neighbourhoods threatened by high-rise apartment developments 
and a proposed expressway. The confidence of neighbourhood organi�ations was 
bolstered in 1971 by the provincial government’s decision to abandon the Spadina 
Expressway proposal, which would have linked downtown to Highway 401, dis-
rupting inner-city residential areas in the process. 

In the 1972 City of Toronto election, the reform caucus consolidated its power 
on council, and used its newfound political capacity to launch a secondary plan 
process across the city’s neighbourhoods. The planning process was intended to 
canvass the views of residents about their neighbourhoods and to adopt plans that 
for the most part reflected those views. Residents of core-area neighbourhoods 
were still anxious about encroachments from downtown-type development and 
eventual road expansions to accommodate rising numbers of commuters.
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Reports of the time mention the possibility of a sub-centre policy as a way to 
relieve employment growth pressures on the downtown. This was the case of the 
Roweis report on land costs in downtown Toronto, commissioned by the City 
of Toronto Planning Department, and of proposals in the Metropolitan Toronto 
Transportation Plan Review prepared by Richard Soberman, a transportation 
engineer from the University of Toronto (Globe and Mail, 1 February 1975: 6; 31 
July 1975: 4; 18 October 1975: 5).

Although it tightened controls on the density of downtown structures and in-
troduced measures to encourage residential development, the Central Area Plan, 
adopted in 1977, did not limit the overall potential for downtown office growth 
— as accelerated office development in the 1980s demonstrated. Still, interest had 
been ignited in the potential of sub-centres to decentrali�e downtown employ-
ment.

The 1981 Metro Toronto Official Plan 
The nodal policy was clearly laid out in the 1981 Metro Toronto Official Plan, the 
third to be prepared since the formation of the metropolitan government in 1953, 
but the first to be adopted by Metro Council. The document, titled Plan for the 
Urban Structure, identified two orders of nodes: major and intermediate centres. 
(See Map 2.) Major centres were to be:

a. multi-functional in land use;

b. compact and pedestrian oriented in their internal organi�ation and 
design; 

c. intensive in their development relative to those areas which are not cen-
tres. Activities encouraged should include but not necessarily be limited 
to the following: retailing, offices, hotels, theatre, library, post offices, 
government and community activity while also serving as transportation 
hubs for local surface transit. (Metro Toronto, 1981: 22)

The document insisted on close ties between centres and rapid transit networks, 
and stated a preference for locations that would optimi�e the use of existing infra-
structure (Metro Toronto, 1981: 2). 

The picture that emerges from the Plan for the Urban Structure is that of centres 
that are compact, densely developed, transit-oriented, and provide a wide range of 
activities, even if the plan offered little indication of the actual layout of the centres 
or of how their different categories of activities would interconnect. These centres 
implied a break from prevailing low-density suburban development, in which land 
uses were separated and the car had priority. Most important, centres were to pro-
vide a transit-supportive alternative to the low-density suburban business parks 
then sprouting along expressways (Metro Toronto, 1989: 16-17).
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The plan identified two new major centres: one in North York, the other in 
Scarborough. In choosing the two major centres, the Metro Toronto Official Plan 
drew on the Official Plans of North York and Scarborough, which had already 
designated their own centres. As early as 1968, Scarborough approved the cre-
ation of a town centre, originally part of a projected industrial park. In the initial 
proposal, the town centre expressed the multi-functionality inherent in the 1981 
Metro understanding of nodes. Agreement between the two definitions did not 
extend to transportation aspects, however. While the 1981 Metro Toronto Official 
Plan emphasi�ed pedestrian orientation and the availability of rapid public transit, 
early planning for Scarborough Town Centre included plentiful surface parking, 
permitted vehicle sales and service uses, and failed to stress the importance of 
pedestrian connectivity (Scarborough, 1973: 11). 

North York designated a centre along Yonge Street in 1977. The centre was to host 
the full range of functions later listed in the Metro Toronto Official Plan definition 
of nodes. But here too, support of pedestrian hospitality failed to match that ex-
pressed in the Metro Toronto document. North York planners raised doubts about 
the viability of pedestrian orientation in the centre, given the heavy dependence on 
the automobile within the municipality (North York, 1978: 1-3).

According to the Metro Toronto official plan, intermediate centres were to share 
the characteristics of major centres, but at a smaller scale (Metro Toronto, 1981: 

map 2: Centres designated in the municipality of metropolitan Toronto’s 1981 Plan

Source: Metro Toronto (1981: 19).
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15). The Metro Toronto plan listed four intermediate centres: Yonge-Eglinton, 
Yonge-St. Clair, Islington-Kipling, and Kennedy-Eglinton. 

A 1989 Metro Toronto planning report (Metropolitan Plan Review, Report No. 9: 
Centres and Office Areas) expressed satisfaction with the employment growth rate 
in the designated centres — 40,000 jobs since 1976. But it also voiced concern 
about the trend for businesses to locate in dispersed auto-oriented suburban sites 
and the adverse impact this trend could have on the future development of subur-
ban centres. Between 1976 and 1989, these dispersed sites attracted 95,000 jobs 
(Metro Toronto, 1989). The report noted, for example, the destabili�ing effect on 
Scarborough Town Centre of the approval of office development on nearby indus-
trial lands (Metro Toronto, 1989: 56). The document also called for new suburban 
rapid transit facilities to create sites for additional centres, reduce “pressures for 
further growth in the Central Area,” and alter “the trends of continued high levels 
of dispersed auto-oriented development” (Metro Toronto, 1989: 88).

Mississauga’s central core plan
The City of Mississauga was also trying to create its own centre, but it took an ap-
proach different from that of Metro Toronto. In 1975, Mississauga City Council 
committed to the development of a city core, motivated by a desire to create a 
complete city, rather than remain a mere bedroom community. Achieving this goal 
meant attracting higher-order jobs, like those held by many of its affluent resi-
dents, who were commuting to offices outside Mississauga. A planned core area 
that would also be the focal point for Mississauga’s civic, commercial, and cultural 
life was perceived as suited to this purpose (Globe and Mail, 2 January 1976: 5; 
Mississauga, 1978). This perspective was enshrined in the city’s 1981 Official Plan 
(see also Mississauga, 1978; Starr Group, 1988). Another purpose of the planned 
core area was to contribute to an urban structure that would be more conducive to 
transit use. At this stage, however, relatively little attention was given to the urban 
form of this centre.

The OGTA nodal policy

Of the sub-centres designated in Metro’s Plan for the Urban Structure, the two 
major ones, North York Centre and Scarborough Town Centre, were successful 
in attracting employment during the 1980s. Mississauga City Centre was also 
successful in this way (see Part Two of the report). The experience of the minor 
nodes, however, was not as positive. True, Yonge-Eglinton and Yonge-St. Clair 
were already largely developed by the 1980s, so continued high rates of growth 
were unlikely. But the other ones, Islington-Kipling and Kennedy-Eglinton, failed 
to emerge. Still, the example of the successful sub-centres confirmed the feasibility 
of mixed-use centres as a planning tool and raised the interest of many suburban 
municipalities in this form of development.
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Spread, central, and nodal development forms
The Office for the Greater Toronto Area (OGTA), a provincial government agency 
set up in 1988 by David Peterson’s Liberal government, commissioned the IBI 
Group, a consulting firm, to forecast the consequences, over the 1990–2011 
period, of different growth concepts for the Greater Toronto Area.2 The report 
advanced three concepts: 

• the spread concept, which was a continuation of prevailing trends; 

• the central concept, which concentrated a substantial share of future 
growth within the extant urbani�ed perimeter (Metro and adjacent built-
up areas); 

• the nodal concept, which as a hybrid of the two previous concepts chan-
nelled future growth to and around various existing communities (IBI, 
1990a: 5.2). 

The study compared the three concepts along eight dimensions: urban structure, 
economic impacts, transportation, hard services, the environment, human services, 
external impacts, and overall infrastructure costs. 

Differences in overall transportation infrastructure costs between the three sce-
narios were found to be negligible, even if the distribution between road and 
transit varied considerably between the scenarios. In the spread concept, the lion’s 
share of costs went to roads rather than public transit ($19.9 billion on roads vs. 
$7.2 billion on transit between 1990 and 2011), whereas the central concept in-
volved more spending on transit ($14.4 billion) than on roads ($13.2 billion). The 
nodal concept’s allocation was in between ($11.6 billion for transit and $17 bil-
lion for roads) (IBI, 1990b: 33 and Exhibit 4). There were, however, important 
differences in the cost of water and sewer mains and in local services and roads; 
the spread concept was 54 per cent more expensive than the central concept for 
these elements of infrastructure. Transportation operating costs were also signifi-
cantly lower for the central and, to a lesser extent, nodal concepts than for the 
spread concept (IBI, 1991b: 53). And, as expected, the three concepts represented 
considerable differences in the additional amount of land to be developed between 
1988 and 2021. Under the spread scenario, the GTA urbani�ed surface would 
increase by 34 per cent, whereas this growth would be 26 per cent under the 
central scenario. At 29 per cent, the nodal concept was in between the other two 
(IBI 1991b: Exhibit 10).

After comparing the three concepts, the report recommended adoption of the 
nodal concept. The spread scenario was deemed unacceptable because it would 
lead to severe deterioration in environmental and traffic conditions. The status 

2 The Greater Toronto Area (GTA) refers to municipalities surrounding and including the City of 
(formerly Metro) Toronto — the Regional Municipalities of Halton, Peel, York, and Durham. There 
is not and has never been a unified administration covering this area.
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quo was seen as too damaging to the quality of life and economy of the GTA. At 
the same time, however, the report depicted the central concept as too ambitious 
and too opposed to prevailing development patterns. The obvious compromise 
was the nodal concept.

As the Metro Official Plan had done a decade earlier, the IBI report proposed a 
hierarchy of nodes, this time consisting of three levels. So-called “A” nodes were 
to be located on major commuter rail or rapid transit lines in communities “that 
are already reasonably well established” and where development and redevelop-
ment possibilities favoured such nodes (IBI, 1990a: 20). Their eventual population 
was to exceed 75,000 and they were to accommodate 50,000 jobs. The population 
of “B” nodes was to range from 25,000 to 75,000 and of “C” nodes from 5,000 
to 20,000, and their employment was to reach 25,000 and 5,000, respectively. 
Although it would be preferable for them also to have access to rail transit, “B” 
and “C” nodes could be served by express bus (IBI, 1990a). 

With the IBI report, the term node gained currency, replacing sub-centre, which 
had been used in Metro Toronto’s Plan for the Urban Structure. Also, in compari-
son to the sub-centres of the Metro Toronto plan, the nodes in the IBI report had 
a substantially larger purpose. The prevention of a downtown over-concentration 
of office employment was no longer a preoccupation. Nodes were presented as the 
linchpin of a metropolitan planning strategy to reduce the surface taken by urban 
development and residents’ reliance on the car, while increasing transit patronage 
and walking, and lowering some of the costs associated with urban development 
and the operation and maintenance of urban infrastructure and services. Nodes 
were seen as an instrument of sustainable development. 

The word node in the report was never precisely defined, however. The term nodal 
was used for development that built on existing communities and infrastructure, 
and allowed growth both in the suburbs and the central city, but at a higher den-
sity than before (IBI, 1990b: 52). In this light, nodes as dense mixed-use centres 
were simply one component of the nodal scenario. Nodal development could be 
seen as a medium-density pattern of metropolitan development or as a type of 
growth focused on high-density mixed-use centres. In addition, the report was 
pitched at a metropolitan scale — following its mandate — and said little about— following its mandate — and said little aboutfollowing its mandate — and said little about— and said little about and said little about 
the actual form nodes would take: their layout and design or the integration of 
their activities. The IBI Group report was the first, however, to use combined job-
and-resident density targets to define nodes (IBI Group, 1990a).

Too many nodes?
The nodal perspective was adopted wholeheartedly by the OGTA, which broadcast 
it in two documents widely distributed in the early 1990s (OGTA, 1991; 1992). 
One contained a map of the GTA that identified 29 potential nodes. It confirmed 
the dominant position of nodes within the OGTA’s regional policy and depicted 
the nodes as hubs of metropolitan-wide transportation corridors. 
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In reports produced in 1991 (for Metro Toronto) and 1992 (for the OGTA), the 
consulting firm of Berridge Lewinberg Greenberg explored the concept of nodes 
further. These reports stressed the importance of design in the success of nodes, a 
reaction to what they described as the poor configuration of the nodes that had de-
veloped around shopping malls and their large parking lots (such as Scarborough 
Town Centre and Mississauga City Centre). The firm emphasi�ed the importance 
of a high-quality public realm similar to the liveable urban environments found 
in central areas. The 1991 report recommended reliance on both nodes and cor-
ridors to heighten density and transit use (Berridge Lewinberg Greenberg, 1991). 
Concerned about an over-abundance of nodes, which would prevent the achieve-
ment of the critical mass needed for any one of them to become a major pole of 
attraction, the firm called for a hierarchy of nodes in its 1992 report (Berridge 
Lewinberg Greenberg, 1992). The order of nodes it defined and their features for 
the most part replicated the IBI Group proposals.

The concept of nodes met with enthusiasm on the part of local and regional admin-
istrations. For example, in accordance with the OGTA urban structure proposals, 
the 1994 Metro Toronto Official Plan identified many more centres than the 1981 
plan (14 major, intermediate, and local centres vs. 6 in the 1981 plan) (Metro 
Toronto, 1994). In 1997, a Canadian Urban Institute report identified no fewer 
than 47 nodes designated in various official plans for municipalities throughout the 
GTA (Miller, Emeneau and Farrow, 1997). This report critici�ed the proliferation 
of nodes, and the effect this proliferation would have on infrastructure priorities, 
especially public transit development. The authors recommended concentrating 
new public transit investment on a limited number of large nodes instead of at-
tempting to provide services to a multitude of nodes (Miller, Emeneau and Farrow, 
1997: 3–4). They also investigated the similarities and differences between nodes 
as defined in the different official plans. Although all plans subscribed to common 
principles of mixed use, compactness, and reliance on transit and walking, there 
was considerable variation in the scope of their objectives. For example, transit 
modal shares for nodes projected by regional administrations ranged from 15 to 
40 per cent (Miller, Emeneau and Farrow, 1997: 12).

Nodes in regional and municipal official plans
The urban structure strategies of all recent GTA regional plans emphasi�e the 
creation of nodes (Durham, 2001: 42; Halton, 1995: B3a, B3b3; Peel, 2001: 59-
9; York, 2002: 44, 47). Over previous decades, municipal plans had considered 
the possibility of developing nodes, focusing on local conditions essential to their 
emergence, such as the presence of necessary infrastructure and appropriate �on-
ing bylaws (for example, North York, 1991; Pickering, 1996; Richmond Hill, 
1991; Vaughan, 1994). Overall, the nodes in the regional plans across the GTA 
correspond to those in OGTA documents, with the addition of some extra nodes 
(Miller, Emeneau and Farrow, 1997: 22). However, reacting to criticism about 
the proliferation of proposals for nodes, the 2002 City of Toronto Official Plan 
reduced the number of centres it designated from 14 to 4 (Toronto, 2002:17). 
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Three municipal plans particularly emphasi�e the design of nodes and the integra-
tion of their activities in a fashion that is conducive to walking and transit use. 
The 1994 North York Downtown and Uptown Plan insisted on uninterrupted 
sidewalk-aligned façades, which incorporate retail, and encouraged the addition 
of arches projecting from the buildings to cover sidewalks. The plan also expressed 
commitment to the quality of urban design to make the environment more appeal-
ing to pedestrians (North York, 1994: D1-3, D1-14, D2-9, D2-10, D2-13). After 
years of opposition from residents over the impact of high-density development on 
nearby neighbourhoods, the plan prescribed a ring road to separate the high-den-
sity centre from its low-density surroundings (Toronto Star, 1 April 1989; 19 July 
1989; 12 February 1993). Limited street access to the ring road would prevent 
non-local traffic entering these residential areas. 

That same year, the City of Mississauga carried out a design exercise on how 
to transform its City Centre from a predominantly automobile-oriented to a 
 pedestrian-friendly environment (Mississauga, 1994a). With the help of computer-
generated simulations, the exercise demonstrated how space, especially surface 
parking lots, could be filled in with medium-rise structures, and how façades could 
be extended to the street line. The outcome was a layout that was drastically dif-
ferent from the existing one.

Even more ambitious than these two plans was the design for the projected 364-
hectare (900-acre) Markham Central Area Planning District, inspired by the 
principles of New Urbanism (Malone Given Parsons, 1994; Markham, 1994). 
The Markham Centre plan, on which the Duany Plater Zyberk (DPZ) firm col-
laborated, involved for the most part medium-rise structures distributed along a 
wide boulevard. Consistent with the principles of New Urbanism, retailing and 
hospitality services were to front on sidewalks. The plan entirely ruled out surface 
parking lots and proposed that the centre be occupied mostly by buildings and 
green space. The natural features of the centre, the Rouge River and its tributar-
ies, were to provide the basis of a vast green space system (see also Schollen and 
Company, 2004). 

Apart from North York Centre, where new developments have aligned their façades 
to the street, and some infill on former parking lots in Mississauga City Centre, 
the design guidelines meant to enhance pedestrian-friendliness have proven to be 
difficult to implement. Nowhere is this more evident than in Markham, where 
early centre development has tended to opt for a campus-like rather than street-
oriented layout. This is notably the case of the 54,000 m2 IBM Canada office 
complex, which is expected to grow to 130,000 m2. Still, this development has not 
compromised the character of the New Urbanism-inspired portion of the centre, 
which has now reached the development stage.

Bold modal share objectives were formulated for suburban nodes. The goal in 
North York Centre was to reduce the rush-hour automobile modal share to 33 per 
cent. In Scarborough Town Centre planners aspired to raise the transit propor-
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tion of commuting journeys to 55 per cent, and the objective in Mississauga City 
Centre was to achieve a 50 per cent overall transit modal share (North York, 
1991; North York, 1994; Scarborough, 1996; Mississauga, 1994b).

The uneven success of nodes

Four nodes stand out by the extent of their growth: the Yonge-Eglinton node in the 
inner city, and North York Centre, Scarborough Town Centre, and Mississauga 
City Centre in the suburbs. But these are not the only existing nodes. In the inner 
city, the Yonge-St. Clair node has achieved a measure of success, as have Bramalea 
Centre and Pickering Centre in the suburbs. And Markham Centre, another sub-
urban node, is currently under development. Still, many planned nodes have yet 
to see any growth at all.

What circumstances contributed to the development of the four most successful 
nodes? Yonge-Eglinton and North York Centre were both developed on a subway 
line. A new station was built on the Yonge Line to serve North York Centre. 
Scarborough Town Centre benefited from the construction of a light rail transit 
line linking it to the subway line. Mississauga City Centre is the only one without 
rail transit, although it does contain the City of Mississauga bus terminal. Two 
suburban nodes — Scarborough Town Centre and Mississauga City Centre — de-
veloped around a pre-existing regional mall, erected in both instances in 1973 and 
subsequently expanded.

These nodes were also the sites of important public-sector investments: office 
buildings (including in the three suburban cases, a city hall) and in two of the 
nodes, a library, a theatre, and a public square. Good public transit access, public-
sector investments, and the presence of a regional mall acted as catalysts for office 
and residential development. One can also add �oning by-laws that encouraged 
high-density development. 

Generally, the nodes that failed to materiali�e lacked these conditions for develop-
ment. Many such nodes existed only as planning designations deprived of adequate 
public transit access and of supportive public-sector investments. One can only 
conclude that these designations rested on the hope that appropriate development 
would occur at some point in the future.

Corridors: an overlooked element

In the 1990s’ fervour for metropolitan-scale planning, corridors remained very 
much in the shadow of nodes as instruments of urban structure planning. As the 
schematic maps included in the OGTA documents demonstrated, the role of cor-
ridors was relegated to that of loosely defined links between nodes (OGTA, 1991; 
1992). Planning documents of the 1990s and early 2000s alluded occasionally to 
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corridors. But in a fashion that recalls that of the OGTA documents, the concept 
remained underdeveloped. In the words of the 1997 Canadian Urban Institute 
report:

Although there has been some interesting work to date, this is limited in 
scope and it appears that how corridors will function and be marketed needs 
to be considered more thoroughly with regard to the wide variety of circum-
stances under which these could develop across the GTA (Miller, Emeneau 
and Farrow, 1997: 4).

Corridors were seen as a desirable, but insufficiently understood, accompaniment 
to the nodal strategy. 

The Main Streets and Avenues strategies
One exception to the underdevelopment of the corridor concept is the “Main Street” 
strategy, later relabelled, with some modifications, as the “Avenues” strategy, ad-
opted by the old City of Toronto, Metro Toronto, and the new City of Toronto 
(Gilbert, 1990; 1993). This strategy encouraged the redevelopment of car-oriented, 
low-density (one- and two-storey) commercial strips into medium-rise environ-
ments conducive to walking and transit use. Main Streets were to be bordered by 
six- to eight-storey residential buildings providing continuous retailing façades on 
the ground floor. They would also feature greatly enhanced public transit services 
and pedestrian-hospitable environments. The Main Street strategy was a key com-
ponent of the 1994 Metro Toronto official plan (Metro Toronto, 1994). 

A decade later, the same approach, renamed the “Avenues,” was presented as 
a mainstay of a broader strategy intended to absorb much of the GTA’s antici-
pated demographic and economic growth within the City of Toronto. The City 
of Toronto’s 2002 official plan calls for a minimum of 20 per cent of the GTA’s 
residential expansion (at least 537,000 additional residents by 2031), and 30 per 
cent of new GTA jobs (544,000 more jobs by 2031) to be directed to the city 
(Toronto, 2002: 7). Redeveloped Avenues, along with nodes and brownfields, are 
to absorb most of this residential and employment growth. 

The Main Street and Avenues policies ran into difficulties that account for their 
very limited implementation. One was the problem of accommodating parking 
within the proposed narrow mid-rise structures. Attempts were made to reduce 
the parking-per-unit allowance on the grounds that people choosing to reside in 
this type of environment would be less likely to own cars. But the City, responding 
to pressures from its traffic department, turned down the request (Farncombe, 
1993). Another obstacle was limited enthusiasm on the part of developers to build 
mid-rise buildings. Developers prefer to build high-rises, for once the land is pur-
chased and the construction equipment is in place, adding extra floors is relatively 
inexpensive. This issue is still an object of investigation.3 And finally, and perhaps 

3 The City of Toronto Planning Division in association with the Canadian Urban Institute organi�ed a 
symposium on mid-rise development along the Avenues in late November 2005 (Toronto, 2005).
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most significantly, residents of surrounding neighbourhoods opposed increases in 
the density of arterials for fear of worsening traffic congestion and parking prob-
lems on surrounding residential streets. Opposition was particularly sharp when 
proposals were made to allow high-rise structures on arterials (Barber, 1993).

If the Main Street and Avenues policies have proven difficult to launch in suburban 
areas of the City of Toronto (at present there is little evidence of Main Street- 
or Avenues-inspired redevelopment along suburban arterials), some Avenues are 
taking shape at the edges of downtown Toronto. An outcome of the post-2000 
condominium boom, major streets once lined with parking lots and poorly main-
tained low-rise structures are now bordered with new residential buildings, often 
with retail at the street level. Most of these buildings, however, are much higher 
than the six to eight floors specified by the Main Street and Avenues policies. 

Smart Growth and Places to Grow

Development trends in the late 1990s and early 21st century
The OGTA planning reports had little impact on the overall development pattern 
of the GTA. Despite the enthusiasm of suburban local and regional municipalities 
for nodes, most of the nodes designated in official plans remained concepts on 
paper only (see Regional Planning Commissioners of Ontario, 2003: 2). Even the 
established nodes (with the exception of North York Centre) stalled in terms of 
employment growth from the early 1990s onwards. In the first years of the decade, 
they were victims of a deep recession that caused office vacancies to skyrocket 
across the GTA. But when the economy recovered, most office development by-
passed nodes, and downtown Toronto itself, opting for suburban locales with 
ample free surface parking. (See Maps 5 and 6 on page 55.)

By the beginning of the 21st century, nodes had reached a stage in their develop-
ment where little additional space was available for free surface parking (Berridge, 
2002: 6). Moreover, although nodes provided excellent access to expressways, so 
did many other suburban employment locations. Taxes that far exceeded those of 
outer-suburban jurisdictions represented another impediment to development for 
nodes in Toronto relative to sites outside the city limits (Canadian Urban Institute, 
2005). The trend in the GTA was for employment to locate in scattered suburban 
locations with excellent highway access, as it did elsewhere in North America 
(Lang, 2003). These circumstances account for slow development in nodes over 
the 1990s, until massive condominium development boosted development. 

The recent wave of condo development mostly benefited areas within the ur-
bani�ed perimeter, largely Toronto’s core and three mature nodes: North York 
Centre, Mississauga City Centre, and Scarborough Town Centre (e.g., Toronto 
Star, 30 August 2003). Yet the flurry of residential development, coinciding with 
an absence of employment growth in these centres, may signal a redistribution of 
residential and employment areas across the metropolitan region. The traditional 
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pattern, whereby people tend to live in lower-density areas and work in higher-
density districts, may be in the process of reversing, with adverse consequences for 
GTA metropolitan-scale planning goals. Such a shift would further separate land 
uses, resulting in longer journeys to work. Moreover, a high proportion of work 
trips are done by car, given the dispersed nature of suburban employment, which 
represents a major impediment to the operation of public transit.

The gap between GTA development patterns and the OGTA vision ran deeper 
than the failure of nodes to attract employment. But it was perhaps in the retail 
sector that the distance between the planning vision and development trends was 
greatest. 

With the arrival of big-box stores in the early 1990s, retailing became even more 
suburbani�ed and a more important generator of automobile trips than in the past. 
Almost all big-box stores were located in suburban locations with easy access to 
expressways and arterial roads and abundant space for parking. Big-box develop-
ments, either as self-standing structures or grouped into “power centres,” represent 
the opposite of the mixed-use developments promoted in most official plans. Not 
only do they devote large areas to a single function — retailing — but each store— retailing — but each store retailing — but each store 
generally speciali�es in only one type of merchandise (Hernande�, Biasiotto and 
Jones, 2003; Simmons and Hernande�, 2004a; 2004b). The impact on transporta-
tion can be substantial. While malls lend themselves to comparison-shopping and 
allow the purchase of a wide variety of goods under one roof, shoppers often have 
to drive from one big-box store to another to compare prices and find different 
categories of goods (Boykin and Lord, 1997).

These land use trends, allied with lifestyle changes, increased people’s reliance on 
the car, especially for non-work trips. As the 1990s came to an end, traffic conges-
tion and its damaging effect on quality of life and economic development were 
growing objects of preoccupation in the GTA, particularly in light of the forecast 
of 2 million additional residents over the next 20 years (see McLeod, 1999; Miller 
and Shalaby, 2003). There was a generali�ed sense in the media and among busi-
ness people and politicians that increasing traffic congestion could jeopardi�e the 
economic growth in the region.

Such problems were not confined to Toronto. A number of U.S. local administra-
tions either adopted or considered no-growth policies in the 1980s and 1990s in 
response to pressures from residents voicing their resentment towards the environ-
mental, traffic, and financial problems caused by contemporary urban develop-
ment (see Downs, 1992). 

Smart growth
In large part, “smart growth” emerged as an alternative to no-growth policies, by 
proposing modifications to prevailing development to reduce its environmental 
impacts, alleviate congestion, and control infrastructure and service costs (APA, 
2002; Benfield, Terris and Vorsager, 2001; Bolbier, 1998; Pim and Ornoy, 2002). 
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The main targets of smart growth were urban sprawl and automobile reliance. 
Smart growth consisted of various measures to address urban form and transpor-
tation issues: limiting outward development; intensifying urbani�ed areas; devel-
oping public transit systems; making it more difficult and costly to use a car; and 
adopting land use patterns that encouraged transit use and walking. Smart growth 
advocates also promoted  social equity, housing affordability, recreational uses 
that respect nature, and the preservation of heritage and natural features.

Notwithstanding variations in the breadth of the issues it encompassed and the 
reach of its proposals, the smart growth message was adopted in the United States, 
its country of origin, by a wide variety of state and municipal administrations, 
both Democrat and Republican. The combination of environmental, quality of 
life, and economic concerns facilitated the crossing of ideological boundaries. 
Among the most forceful proponents were the state governments of California, 
Maryland, New Jersey, and Oregon.

In 2002, the Mike Harris Conservative government in Ontario set up five regional 
panels to examine smart growth options for the province. One of these, the Central 
Zone Panel, was responsible for a territory that stretched from south of Algonquin 
Park to Fort Erie and from Waterloo Region to east of Peterborough. The �one, 
home to more than 7.5 million people, was expected to grow by 3 million people 
over the next 25 years. Finding ways to accommodate this growth in a fashion that 
respected the environment, was affordable, and maintained equity and quality of 
life was the mandate of the panel, which included local and regional politicians, 
business people, and representatives from public-sector agencies and environmen-
tal groups. 

The business-as-usual scenario was rejected out of hand because of multiple ad-
verse impacts projected for 30 years into the future: commuting trips that would 
take 45 per cent longer, mostly due to congestion; a marked deterioration in air 
quality; worsening delays in the movement of goods; and possibly higher taxes 
(IBI, 2002). The term “gridlock” was used to characteri�e the existing situation 
and future transportation conditions in the absence of corrective measures. A sub-
panel of the Central Zone Panel was even named “Gridlock.” 

The Central Zone Panel produced a concept map illustrating its vision of the region 
in 2035. The map provided more detail than the OGTA sketch had done 10 years 
earlier. It delineated protected natural �ones (the Niagara Escarpment and the Oak 
Ridges Moraine) and designated future urban areas as well as agricultural land 
under stress from growth pressures. The concept map also presented projected 
transportation networks for 2035, with a strong emphasis on public transit: TTC 
rail, GO rail, bus rapid transit, and inter-city and inter-regional rapid transit. With 
an ambiguity that was probably intended, the expressways were referred to as 
existing or proposed “economic corridors” (Ontario, 2003: 8). 



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | ParT 1 | 25

As in the OGTA plan, nodes were an important feature of the vision. They were 
defined as “Discrete areas within urban centres that have compact, mixed-use 
(i.e., residential, commercial and industrial) development and that are linked by 
transit” (Ontario, 2003: 12). The map identified 26 nodes. These included tradi-
tional downtown areas of self-contained municipalities (Peterborough, Oshawa, 
Barrie, Guelph, Waterloo, Kitchener, Brantford, Hamilton, St. Catharines, Niagara 
Falls, and Fort Erie), traditional downtowns of communities within or near the 
edges of the contiguous built-up envelope around Toronto (Burlington, Oakville, 
Milton, and Newmarket), as well as existing or planned mixed-use centres (Yonge-
Eglinton, North York Centre, Scarborough Centre, Etobicoke Centre, Pickering 
Town Centre, Markham Centre, Richmond Hill Langstaff Gateway, Vaughan 
Corporate Centre, Brampton City Centre, and Mississauga City Centre). The map 
portrayed the strategic location of nodes at the meeting of, or on, major transpor-
tation routes (Ontario, 2003: 8). By the very nature of the nodes it designated, the 
vision implied the existence of different categories of nodes.

The Central Zone Panel also borrowed the concept of urban corridors from the 
OGTA documents, which it described as follows: 

Transportation corridors within urban centres or within the metropolis that 
link nodes to each other. They have compact development along their length. 
Yonge Street in Toronto is an example of an urban corridor (Ontario, 2003: 
12).

The Smart Growth planning initiative was truncated by the October 2003 elec-
tion, in which the Conservatives were replaced by a Liberal government. In 
consequence, while the Central Zone Panel did produce a plan, its structuring 
concepts offered few technical specifications. What is more, the plan lacked an 
implementation strategy.

Places to Grow
Upon taking power, the Liberal government launched a similar metropolitan region 
planning initiative called “Places to Grow.” To a large extent, this initiative took 
up where the previous one had ended. Indeed, most of the components of Places 
to Grow were borrowed from the Central Zone Panel plan. Similarities between 
the concepts that emanated from the two planning exercises are illustrated by a 
comparison of the maps they produced. Notwithstanding a minor time hori�on 
difference (the Central Zone Panel presents a growth concept for 2035; Places to 
Grow presents one for 2031), there is a great deal of similarity between the two 
maps. (See Map 3 on page 27.) The nodes have been relabelled “urban growth 
centres” (UGCs) in Places to Grow, but are nearly all the same as those in the 
previous report, as are the major transportation links. Two differences between 
the concepts, however, are the much larger amount of protected green space in 
Places to Grow and its clearer definition of urban growth areas. 
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The Liberal government planning initiative was also distinguished by the relative 
rapidity with which legislation meant to strengthen the province’s growth control 
capacity in the Greater Golden Horseshoe (GGH) was adopted.4 In February 2005, 
the Greenbelt Act, which gave the provincial government the power to delineate 
the Greenbelt and control land uses within it, was given royal assent (Ontario, 
2005a). The Greenbelt covers 1.8 million acres (728,430 hectares) of land, in-
cluding 800,000 acres (323,750 hectares) under the jurisdiction of the Niagara 
Escarpment Plan and the Oak Ridges Moraine Conservation Plan. 

In June 2005, the Places to Grow Act received royal assent (Ontario, 2005b). In 
essence, the act gives the provincial government the ability to establish “growth 
plans” specifying policies for urban growth and land use in defined areas. The act 
requires regional and municipal official plans to comply with policies contained in 
provincial plans. The Growth Plan for the Greater Golden Horseshoe is the first 
such growth plan.�

The Growth Plan for the Greater Golden Horseshoe shares the concerns that 
drove the previous Smart Growth process: 

• delays in the movement of goods due to traffic congestion, causing an 
economic loss of $5 billion a year (Ontario, 2006a: 7);

• high infrastructure expenses, which could be reduced by 20 per cent with 
higher density and more concentrated development (Ontario, 2006a: 
22); 

• degradation of the natural environment (Ontario, 2006a: 30); 

• a relation between land use and transportation that is inimical to public 
transit and favourable to the car and thus likely to increase traffic conges-
tion (Ontario, 2006a: 8). 

Places to Grow policies rest on an updated version of the employment and demo-
graphic projections used in the Smart Growth planning exercise. Between 2001 
and 2031, the population within the GGH is forecast to grow from 7.8 to 11.5 
million, and the number of jobs from 3.8 to 5.6 million (Hemson Consulting, 
2005). 

4 The Greater Golden Horseshoe comprises the GTA (the City of Toronto and the Regional 
Municipalities of Halton, Peel, York, and Durham), the Cities of Hamilton and Kawartha Lakes, 
the Regional Municipalities of Niagara and Waterloo, and Haldimand, Brant, Wellington, Dufferin, 
Simcoe, Peterborough, and Northumberland Counties.

5 It should be noted that the provincial government has long maintained the right to establish 
provincial land use plans to which municipal plans must conform. Plans in effect include the Parkway 
Belt West Plan (1978), the Niagara Escarpment Plan (1985), the Oak Ridge Moraine Conservation 
Plan (2001), the Greenbelt Plan (2005), the Growth Plan for the Greater Golden Horseshoe (2006), 
and the Central Pickering Development Plan (2006). 
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Unlike the previous administration, the Liberal government appears willing to 
rely on strict regulations to achieve its development control objectives. Some of 
the most prominent, and possibly difficult to reach, among these objectives are 
the mixing of residential and employment uses, the raising of density to a transit-
supportive level, and the requirement that all upper- and single-tier municipalities 
direct 40 per cent of residential development to their existing built-up area by 
2015 (Ontario, 2006a: 4).

Urban Growth Centres (UGCs) are a crucial part of the GGH settlement strategy 
because they can accommodate some of the growth within the perimeter of exist-
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ing built-up areas and help create an urban environment conducive to transit use, 
cycling, and walking. Merely requiring a substantial share of forecast development 
to occur within the urbani�ed perimeter would be insufficient on its own to reach 
density and modal share objectives and to bring vitality to suburban environments. 
The Growth Plan gives a primary role to UGCs among intensification areas. Such 
areas also include “major transit station areas” and “intensification corridors.”

UGCs are defined as:

typically core metropolitan areas and significant economic hubs that serve 
as destinations with a regional focus. They currently have or are planned 
to have high- and medium-density residential areas, mixed-use areas, office 
areas, retail areas, and regeneration areas. They perform a regional services 
function, and as such have good inter-regional transportation connections 
(transit and/or automobile) (Ontario, 2005c: 1).

The UGCs were selected on the basis of their potential to accommodate growth in 
a mixed-use and compact environment.6 (The removal of two nodes — downtown 
Niagara Falls and downtown Fort Erie — from the Central Zone Panel’s list was 
motivated by the anticipation of slow growth in that area, which would make 
it difficult for these nodes to attract substantial development.) The proximity of 
major transportation routes, public transit or expressways, integration with the 
local transit system, as well as infrastructure capacity also accounts for the selec-
tion of UGCs.

Differences between categories of UGCs were recogni�ed in a background 
paper, which described two broad types. “Priority” centres are “recogni�ed as 
already-functioning urban centres providing regional services, containing existing 
infrastructure and with established transportation linkages” (Ontario, 2005c: 3). 
“Emerging” centres are identified in municipal planning documents or possess 
some characteristics of regional centres. Emerging centres have the potential to 
evolve into full-fledged regional centres by accommodating substantial growth 
(Ontario, 2005c: 3). However, these distinctions were not incorporated in the final 
plan.

Places to Grow further acknowledges that UGCs can be broken down into other 
categories, including traditional downtown areas,7 planned mixed-use centres 
that have attained various levels of development, and proposed centres that have 
yet to materiali�e. UGCs can also be differentiated on the basis of their si�e. As 
specified in the 2005 discussion paper on UGCs, their areas range from 3 km2 
(Yonge-Eglinton) to 26 km2 (Richmond Hill/Langstaff Gateway). Another source 

6 Given the near-perfect overlap between the nodes of the Central Zone Panel and Places to Grow’s 
Urban Growth Centres, the latter exercise can be perceived as essentially adding criteria to justify a 
selection that had already taken place.

7 Most mid-si�e city downtowns have been the object of successive redevelopment and revitali�ation 
initiatives. It is, however, with the recent Smart Growth and Places to Grow exercises that 
downtowns have been given a regional structuring role.
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of difference among UGCs is their density. The highest residential and employ-
ment density is found in downtown Toronto (233 people and jobs per hectare) 
and the lowest in the Vaughan Corporate Centre (25 people and jobs per hectare). 
(See Ontario, 2005c.)

The Draft Growth Plan expressed an awareness of the need for different approaches 
to deal with these contrasting circumstances, but did not elaborate on this point 
(Ontario, 2005d: 18). The recognition of the necessity for approaches tailored to 
the variety of conditions found across the GGH was also mirrored in the proposal 
for sub-area growth strategies (Ontario, 2005d: 42–44). These strategies are to 
“address variable contexts, interests, issues, and challenges to implementing the 
Plan’s vision and policies” (Ontario, 2005d: 42). In the Growth Plan as enacted, 
the approximate si�e and location of UGCs is to be established by the Minister 
of Public Infrastructure Renewal, in consultation with “other Ministers of the 
Crown, municipalities and other stakeholders” (Ontario, 2006a: 35).

The Growth Plan also mentions “intensification corridors,” which are defined as 
resulting from increased residential and employment densities along existing or 
planned transit services (Ontario, 2005d: 43). The plan does not identify different 
categories of intensification corridors. In addition, the distinction between UGCs 
and intensification corridors is not always clear, especially in UGCs that cover a 
very large area.

Why nodes?

At this point it is legitimate to ask why nodes have been given so much importance 
for more than 25 years in various Greater Toronto Area planning exercises. It 
is not that there are no other possible approaches to urban structure planning. 
Among alternatives widely aired in the literature are the combination of satellite 
communities and new towns presented in the 1929 Regional Plan of New York 
and Its Environs and later adopted by a number of other metropolitan regions 
across the world including London (and other British metropolitan regions) and 
Paris.  (Aldridge, 1979; American Institute of Planners, 1965; Johnson, 1996; 
Kessler and Bodiguel, 1970; New York Committee on the Regional Plan of New 
York and Its Environs, 1929; Osborn, 1969; Shaffer, 1972). Since the purpose of 
such satellite communities was to temper growth pressures on the central built-up 
area, they were planned to achieve a measure of self-sufficiency. Still, they were 
typically connected to the core of the region by high-quality public transit systems, 
such as the Réseau Express Régional in the Paris region (Merlin, 1969).

Another approach consists in the coordination of growth and public transit in a 
way that produces linear development along transit lines. One example would 
be the Copenhagen “finger plan.” Another version was adopted by Curitiba, 
Bra�il, where high-density redevelopment is directed along major public transit 
lines (Cervero, 1998). What differentiates the satellite communities and the linear 
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 development models from the Toronto nodal policy is that they involve an im-
portant proportion of metropolitan growth. Nodes are in comparison a form of 
planning intervention whose impact is far more limited.

There was a time, however, when highly ambitious metropolitan planning propos-
als were formulated for the Toronto region, on a par with the most advanced inter-
national examples. The Toronto Centred Region plan, tabled in 1970, proposed 
an elongated urban form along Lake Ontario, whose northward expansion would 
be contained so as to ensure compatibility between urban growth and east-west 
transportation infrastructure. Beyond this continuous band of urban development, 
growth was to be accommodated in satellite communities that would be prevented 
from coalescing (Ontario, 1970). Little came of this plan. Responding to pressures 
from municipalities and landowners north of Toronto, the Province not only failed 
to impose regulations preventing development from spreading beyond the plan’s 
growth boundary, but it constructed a high-capacity sewer system to support such 
growth. Still, the Toronto metropolitan region presents an urban form that is dense 
and contiguous by North American standards, the outcome of its dependence on 
Lake Ontario for water and sewage, and of an approach to land use planning that 
discourages leapfrogging.

The emphasis on nodes as a Toronto metropolitan planning instrument can be 
seen as reflecting a commitment to achieve planning goals at the metropolitan 
scale. At the same time, however, reliance on nodes rather than on some of the 
more ambitious metropolitan planning strategies adopted abroad or proposed 
for Toronto, suggests the absence of a strong commitment to modify prevailing 
development tendencies. The intent of nodes was to generate within the existing 
urban structure focal points characteri�ed by multi-functionality, a relatively high 
density, and a public transit and walking orientation. Nodes thus involve well-
delimited interventions, in contrast with the comprehensive measures on which 
rest the more ambitious metropolitan planning initiatives.

The popularity of nodes within the Toronto region planning community may 
also be related to a relative ease of implementation. For one thing, the concen-
trated nature of nodes and the possibility of constructing them on greenfield sites 
minimi�e the potential for NIMBY reactions. Even when nodes are the outcome 
of redevelopment, a clear definition of their perimeter, as is the case in North York 
Centre, may allay the concerns of nearby residents. For another, the development 
of nodes did not entail restrictions on private-sector development. In Toronto, the 
nodal strategy relied on incentives — advantageous accessibility, a strong public-
sector presence and well-designed public spaces — to attract private investors. 
Metropolitan strategies that would have affected areas larger than nodes and that 
would have relied more on coercion than on incentives would likely have triggered 
more resident and developer resistance. But as we will see in the second part of 
the report, the way nodes developed in Toronto is responsible for the fact that so 
many have not met their planning objectives.
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Why not corridors?

Intensification corridors could help solve growth problems by blending high 
density and mixed use along a transit-supportive and pedestrian-friendly axis. 
Nodes at the meeting points of such corridors would benefit from the presence of 
pedestrians and transit users living along the corridors (Filion, 2003). The inef-
fectiveness of the Main Street and Avenues strategies, however, highlights diffi-
culties in creating intensification corridors. Such initiatives require street-oriented 
redevelopment along the corridors, which may be many kilometres long and may 
cross municipal or regional boundaries. Corridors also demand sustained interest 
and consistent interventions over a long development period. These requirements 
may well be beyond the limits of the coordination capacity of the contemporary 
planning system. 

Another obstacle to intensification corridor strategies comes from the NIMBYist 
reactions they trigger. Unlike nodes, which have only a limited interface with estab-
lished residential areas because of their small si�e, corridors interface with such areas 
over long distances, heightening the potential for neighbourhood opposition. 

Finally, there is the problem of how to launch such a strategy on a given arterial. 
The first developers who build medium-rise housing on a car-oriented retail strip 
are taking a considerable risk. If the planned intensification does not take off, they 
will be left with a residential investment in an environment that is poorly suited 
for such a use. On the other hand, if the intensification process is successful, the 
early developers will have purchased land at a lower cost than later investors, who 
will have to pay prices inflated by the emerging residential-friendly character of 
the corridor. Despite all these difficulties, York Region and the Town of Markham 
have engaged in efforts to create an intensification corridor along Highway 7. 
The project is still mostly at the planning stage, although efforts have been made 
to improve public transit by routing the Viva bus service (characteri�ed by more 
frequent service, shelters with electronic bus tracing devices, articulated buses and 
eventually dedicated rights of way) within the corridor.

Planning coordination and capacity issues

The account of the evolution of nodal policies shows that to modify travel behav-
iour, nodes must be planned in a fashion that is coherent at three levels: 

• the macro level, which pertains to their sought-after impact at a metro-
politan scale; 

• the meso level, which concerns the relationships between nodes and their 
environment (the city in which they are located, their catchment area, and 
nearby neighbourhoods); 
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• the micro level, which means their layout and design and the spatial inter-
connections between their activities. 

Given the current attention paid to transportation goals — the need to promote 
transit use, cycling and walking, and ensure shorter journeys — at the macro 
scale, we could expect that at a meso scale, equal attention would be paid to the 
quality of walking, cycling, and public transit connections with the catchment area 
of a node, and at the micro scale to the creation within nodes of an environment 
that is stimulating to pedestrians and that ensures that they can easily reach all 
activities. 

Table 1 summari�es the historical narrative and shows how different levels of gov-
ernment are responsible for the formulation of policies at different scales. Table 2 
shows the evolution of institutional structures over time. Local governments have 
been for the most part responsible for the adoption of micro- and meso-scale objec-
tives, whereas Metro Toronto and, more recently, the provincial government have 
largely defined macro-scale goals. This situation accounts for the uneven attention 
paid to the different scales. For example, since the provincial government has 
recently driven the planning agenda at the scale of the GGH, attention has focused 
on metropolitan-wide purposes and features of nodes. The meso- and micro-scale 
dimensions of nodes have received little consideration by comparison. At other 
times, the focus was on the meso rather than the macro scale; for example, when 
Mississauga adopted its city centre policy, the objective was to provide a centre for 
the city, not to contribute to an overall form of metropolitan development. 

The most damaging consequences of inter-scalar coordination problems have 
arisen when planning taking place at one scale has been inconsistent with the 
goals formulated at another scale. This was notably the case with the Scarborough 
Town Centre and Mississauga City Centre, whose largely automobile-oriented 
environments contradict the function of nodes propounded by Metro Toronto, 
the OGTA, and present Provincial planning initiatives.

Even more serious than coordination problems is the difficulty of bringing planned 
nodes into existence. Despite 25 years of planning for nodes and the identification 
of 47 potential nodes in GTA planning documents, only three large suburban 
mixed-use nodes have been created. Other than Markham Centre, whose core is 
now under development thirteen years after planning for it began, no new large 
suburban node has emerged since the 1980s. 

This observation suggests that the favourable conditions for nodal development 
that were present in the 1980s — the availability of sites close to rail-based 
transit and interest on the part of office developers in such sites — have waned. 
Nevertheless, planning interest at all levels of government in this form of develop-
ment has remained as intense as ever. In consequence, over the last 15 years, the 
gap between node-related planning proposals and prevailing development patterns 
has only widened. 
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Table 1: The e�olution of the nodal concept in the Greater Toronto area

Planning exercise Period

Macro scale: 
impacts at the 
metropolitan level

Meso scale: relation 
to the municipal-
ity in which the 
node is located, to 
catchment areas 
and surrounding 
neighbourhoods

Micro scale: layout 
and design of the 
node Implementation/impact

Antecedents

Juxtaposition 
of high-density 
residential de-
velopments and 
retail areas in the 
suburbs

From 
the late 
1950s 
onwards

No concern for 
macro scale issues

Provide a market 
for close-by stores; 
convenience for 
apartment dwellers; 
reduce reliance on 
the car locally

Little consideration 
for design; poor 
integration of resi-
dential and retail 
areas apart from 
some pathways

Major influence on the 
form of suburban devel-
opment in the Toronto 
metropolitan region; 
ensures a mixture of 
residential densities

Centres of master 
planned communi-
ties

From 
the late 
1950s to 
1970s

No concern for 
macro scale issues

At the top of 
planned retail hier-
archy; help struc-
ture master planned 
communities

Pathway connec-
tions; but large 
surface parking lots 
around shopping 
malls

Centres still in existence 
and functional today: 
Don Mills, Bramalea, 
Erin Mills, Meadowvale 

High-density 
mixed-use devel-
opments around 
subway stations

1960s 
onwards

Favour subway 
use

Little concern for 
meso scale, i.e. rela-
tion with surround-
ing neighbourhoods

Inserted within 
the existing grid; 
mixture of street 
orientation and 
landscaped set-
backs

Two such centres have 
developed at a high 
density and adopted 
a mixed-use pattern: 
Yonge-St. Clair and 
Yonge-Eglinton

MTARTS 
(Metropolitan 
Toronto 
and Region 
Transportation 
Study) 
Subregional 
Centres

1967 Defined as a 
metropolitan 
planning tool; 
decentrali�ation 
of services meant 
to reduce the need 
for transportation

Reduction of need 
for transportation 
is based on the 
relation between 
subregional centres 
and their catchment 
areas (portions of 
the metropolitan 
region)

No consideration 
of the design of 
subregional centres 
or of the integra-
tion of activities 
within them

Proposals had little influ-
ence on urban develop-
ment, except perhaps as 
an inspiration for further 
plans

The Metro Toronto Plan for the Urban Structure, and Mississauga City Centre

Scarborough 
Official Plan 
amendment desig-
nates town centre

1968 Little expression 
of macro-scale 
concerns

Centre for the 
municipality

Multi-functionality 
but no housing; 
automobile orienta-
tion

Attracts mall, offices and 
public-sector activities

North York 
Council approves 
the concept of 
centre along 
Yonge Street

1977 Little expression 
of macro-scale 
concerns

Centre for the 
municipality

Multi-functional 
including housing. 
Doubts about 
the possibility of 
achieving pedes-
trian orientation

Attracts public and pri-
vate offices, housing and 
some retailing

The Metro 
Toronto Sub-
centre policy: 
Identifies two ma-
jor centres (North 
York Centre and 
Scarborough 
Town Centre) and 
four intermediate 
centres (Eglinton, 
St. Clair, Islington/
Kipling, Kennedy)

1980 
onwards

Metropolitan 
goals: prevent 
over-concentra-
tion of downtown 
Toronto jobs and 
proliferation of 
auto-oriented 
suburban office 
parks; structure 
suburban areas; 
provide transit 
hubs

Little concern for 
meso scale, i.e. rela-
tion with surround-
ing neighbourhoods

Sub-centres defined 
as compact and 
pedestrian-oriented, 
but little attention 
paid to their actual 
layout and design

Two major sub-centres 
take off; two intermedi-
ate sub-centres were al-
ready developed; and the 
two other intermediate 
sub-centres experience 
limited growth
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Planning exercise Period

Macro scale: 
impacts at the 
metropolitan level

Meso scale: relation 
to the municipal-
ity in which the 
node is located, to 
catchment areas 
and surrounding 
neighbourhoods

Micro scale: layout 
and design of the 
node Implementation/impact

City of 
Mississauga 
reports and 
official plan: 
proposal of a 
Mississauga city 
centre

1976–
1981 
onwards

Little expression 
of macro-scale 
concern

Key element of a 
strategy to become 
a complete city; 
attract high-order 
jobs and become 
civic, commercial 
and cultural centre 
for the city; con-
tribute to encourag-
ing transit use

Little concern 
expressed about 
layout and design

Successful in attracting 
activities 

IBI Group/OGTA (Office for the Greater Toronto Area)

Introduction of 
the term “nodes”; 
identify 29 actual 
or possible nodes 
identified

1990–
1992 
onwards

No longer concern 
about downtown 
Toronto conges-
tion; sustainable 
development 
perspective; limit 
sprawl; shorter 
journeys; encour-
age transit use and 
walking

Little concern for 
relation to sur-
rounding areas and 
catchment areas

Little attention 
paid to layout and 
design, apart from 
the mention that 
nodes must be 
transit- and pedes-
trian-oriented

Enthusiasm on the part 
of regional and munici-
pal planning agencies for 
nodes; by 1997, 47 nodes 
are identified in official 
plans within the GTA, 
but relatively few of them 
materiali�e; all regional 
plans give predominance 
to the creation of nodes

Local plans for nodes with a design emphasis

North York 
Centre, 
Mississauga City 
Centre, Markham 
Central Area 
Planning District

All three 
plans 
date 
from 
1994

Little concern for 
the macro scale on 
the part of these 
documents

Little concern for 
the meso scale, 
except for measures 
taken by North 
York to prevent 
encroachment on 
surrounding neigh-
bourhoods

Street orientation; 
retail façades lin-
ing sidewalks; do 
away with surface 
parking

North York Centre 
achieves street orienta-
tion objectives largely 
because it consists of a 
redevelopment within 
an existing street net-
work; little evidence 
of street orientation in 
Mississauga Centre; 
Markham City Centre 
still has to be launched

Smart Growth and Places to Grow

Between 24 
and 26 nodes; 
renamed UGCs 
(Urban Growth 
Centres); include 
traditional down-
towns and existing 
or planned sub-
urban mixed-use 
centres

2002– Part of smart 
growth strategy; 
reduce sprawl by 
accommodating 
a share of the 
growth to be 
directed towards 
the built-up area; 
reduce trip length 
and encourage 
walking, cycling 
and transit rider-
ship, thus reduc-
ing congestion; 
hubs for public 
transit systems

Acknowledges the 
existence of differ-
ent types of UGCs; 
little in terms of 
meso-scale planning 
at this time

Acknowledges the 
existence of differ-
ent types of UGCs; 
little in terms of 
micro-scale plan-
ning at this time

Planning process still in 
progress

Table 1: The e�olution of the nodal concept in the Greater Toronto area (continued)
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Table 2: e�olution of institutional structures 

Period
Metropolitan-wide  
(with planning relevance)* Outer Metropolitan Area

Inner 
Metropolitan Area

Outside the Toronto 
Metropolitan Region 
(but within the Greater 
Golden Horseshoe)

1954–1970 Creation of the Metropolitan 
Toronto Planning Board 
(MTPB) responsible for 
metropolitan area planning

Creation of the 
Municipality of 
Metropolitan 
Toronto (Metro) 

1970–1974 Creation of outer-suburban 
regional municipalities: York 
(1971), Durham (1974), 
Halton (1974), Hamilton 
Wentworth (1974), Peel 
(1974); elimination of 
MTPB’s authority beyond the 
borders of Metro

Creation of the 
Niagara Regional 
Municipality (1970) 
and of the Waterloo 
Regional Municipality 
(1973)

1988–1995 Office for the Greater 
Toronto Area: proposes 
planning concepts, but has 
no implementation capacity

1998– Metro Toronto 
municipalities 
amalgamated into 
the new City of 
Toronto

1998–2002 Greater Toronto Services 
Board: intended to admin-
ister services across the 
Greater Toronto Area and 
facilitate planning coordi-
nation 

2006– Greater Toronto 
Transportation Authority: 
coordination of planning 
and operation of different 
modes of transportation 
across the metropolitan 
region

* The provincial government has become involved at different times in metropolitan planning matters, sometimes by setting up 
a formal agency such as those listed here, in other cases by intervening through the Ministry of Municipal Affairs, the Ministry 
of Housing (sometimes combined with the Ministry of Municipal Affairs, as it is today), the Ministry of Transportation or, 
more recently, the Ministry of Public Infrastructure Renewal.
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Part 2: The e�olution and present condition 
of downtowns, nodes, and corridors

The ultimate test of any planning initiative is whether or not its recommenda-
tions are implemented and if so, the extent to which they achieve their objectives. 
In examining existing nodes, this part of the report evaluates the successes and 
failures of nodal planning in the Toronto region. Its findings have also been used 
to develop the policy recommendations in the final part of the report.

In this part of the report, the performance of nodes and other types of study areas 
is compared with criteria found in plans, and to nodal characteristics described in 
the literature on urban intensification: inner synergy effects, overall intensification 
of metropolitan regions, and contribution to a metropolitan-wide reduction in 
dependence on the automobile (e.g., Bunce, 2004; Dieleman and Wegener, 2004; 
Jabareen, 2006; Song, 2005; Vallance, Perkins and Moore, 2005).

Selection of study areas

The nodes chosen for this study are a sample of designated GGH downtowns, 
nodes, and corridors that represent different categories of UGCs and corridors 
designated in Places to Grow. The assessment includes the current condition of 
these study areas and their performance in light of the objectives pursued by Places 
to Grow, as well as other criteria used to define well-functioning nodes, such as 
those introduced in earlier plans. Where possible, it mentions trends in the evolu-
tion of nodes. 

The study includes all four mature nodes in the GGH: Yonge-Eglinton, North 
York Centre, Scarborough Town Centre, and Mississauga City Centre. By study-
ing areas that are to varying extents functioning as nodes, it is possible to draw 
conclusions about the way in which nodes actually deliver on the stated benefits 
of this form of intensification.

Two small downtowns are also included — Oakville and Kitchener. Oakville was 
chosen as an example of a downtown area that is generally perceived as successful 
because of its thriving main-street retail and the way it functions as something of 
a tourist attraction. Kitchener, by contrast, represents a struggling downtown that 
has experienced the loss of retail businesses, like so many other downtowns, and 
where efforts have been made to revitali�e the downtown. 

Downtown Toronto, which is also designated as a UGC in Places to Grow, con-
stitutes another study area. It is the most prominent node in the region and serves 
as a useful comparison to other nodes.

The nodes chosen for study also represent four of the five categories of UGCs 
described in Places to Grow (see Table 3 and Map 4). 
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The first category consists of UGCs within already built-up areas where density has 
increased and a functional transformation has occurred. Yonge-Eglinton, North 
York Centre, and downtown Toronto are examples of this type of node.

The second category consists of existing nodes within City of Toronto suburbs 
and outer suburbs (municipalities outside the City of Toronto but within the met-
ropolitan region’s built perimeter) that were originally erected on greenfield sites. 
Scarborough Town Centre and Mississauga City Centre exemplify this category.

All the nodes in the first and second categories are outcomes of regional or mu-
nicipal planning processes. UGCs in the third category are those that are proposed 
for outer-suburban greenfield sites. Because they are not yet in place, this third 
category is not investigated in this study. 

Table 3: Categories of Urban Growth Centres (and Corridors)*

Bold-italic indicates UGCs and corridors studied in this report.

Categories of Urban Growth Centres Urban Growth Centres

UGCs developed within already built-up areas Downtown Toronto
North York Centre
Yonge-Eglinton

Existing inner and outer suburban nodes 
originally developed on greenfield sites

Etobicoke Centre
Mississauga City Centre
Scarborough Town Centre

UGCs to be developed on outer suburban 
greenfield sites

Markham Centre
Richmond Hill/Langstaff Gateway
Vaughan Corporate Centre

UGCs that include (along with other types of 
development) traditional downtowns of suburban 
municipalities

Downtown Brampton
Downtown Burlington
Downtown Milton
Newmarket Centre
Midtown Oakville
Downtown Oshawa
Downtown Pickering

Traditional downtowns of self-standing urban 
areas

Downtown Barrie
Downtown Brantford
Downtown Cambridge
Downtown Guelph
Downtown Hamilton
Downtown Kitchener/Uptown Waterloo† 

Downtown Peterborough
Downtown St. Catharines

Corridors Yonge Street corridor
Mississauga East corridor

* The Urban Growth Centres shown here are those listed in Urban Growth Centres in the Greater 
Golden Horseshoe, Issue 1 (Ontario, 2005c).  
† Focus in the study is on the downtown Kitchener portion of the Downtown Kitchener/Uptown 
Waterloo UGC.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | ParT 2 | 38

The fourth category consists of UGCs that include, along with other types of urban 
environments, the traditional downtowns of suburban municipalities within or 
close to the built perimeter of the Toronto region. Oakville is the example chosen 
to represent this category.

The fifth and final category is composed of the traditional downtowns of self-
standing urban areas within the GGH. Kitchener is the representative example 
here.

Two corridors are also included in this analysis, because corridors are intimately 
tied to the UGC strategy. The first is the Yonge Street corridor, presented by Places 
to Grow as a model for future high-density/public transit corridors to be repli-

map 4: locations of study sites in the Greater Golden horseshoe
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cated across the GGH. The second corridor covers a portion of Mississauga where 
densities and public transit use are high by outer suburban standards. As defined 
here, the Mississauga East Corridor includes the largest concentration of high-
density census tracts in the outer suburbs. While Yonge Street represents a mature 
inner-city corridor, where redevelopment has happened within a traditional urban 
texture, the Mississauga East corridor shares most features of suburban environ-
ments. 

All the nodes under investigation have been identified in planning documents since 
at least the 1970s, which demonstrates the extent to which Places to Grow has 
incorporated prior planning policies. The role of downtowns and corridors as 
instruments of metropolitan planning also predates Places to Grow.

Objectives and criteria 

Part One has shown that, at a macro scale, plans define nodes as a structuring 
instrument for the metropolitan region, which initially provided an alternative to 
an urban form perceived as overly centrali�ed and later, to suburban-like disper-
sion and sprawl. Plans also emphasi�e the role of nodes in promoting the use of 
public transit, given their location at points of high transit connectivity. An equally 
important metropolitan-wide dimension of nodes is their contribution to higher 
metropolitan density, and thus to the containment of sprawl. At a meso scale, 
nodes are depicted as focal points for their community (defined broadly as either 
groupings of neighbourhoods or an entire municipality). Micro-scale definitions 
of nodes emphasi�e their compactness and pedestrian connectivity. Plans pay far 
less attention to the formulation of corridor development objectives. Corridors 
are usually presented as means of connecting nodes to each other, and of creating 
environments that combine density and high-quality public transit services.

Nodal development objectives are not always quantified. Examples of quantifi-
able goals include references to the minimum si�e of nodes, as in the 1994 Metro 
Toronto official plan, which specified that major nodes should contain at least 
25,000 jobs. Another quantifiable goal is found in municipal official plans that set 
modal share objectives highly favourable to public transit. For example, the goal 
in North York Centre was to reduce rush-hour automobile shares to 33 per cent. 
In Scarborough Town Centre, planners aspired to raise the transit proportion of 
commuting journeys to 55 per cent, and the objective in Mississauga City Centre 
was to achieve a 50 per cent transit modal share (Mississauga, 1994b; North 
York, 1991; 1994; Scarborough, 1996). Recently, Places to Grow has formu-
lated minimum employment and residential density thresholds for Urban Growth 
Centres with a 2031 hori�on: 400 people and jobs per hectare for City of Toronto 
Urban Growth Centres; 200 for the remainder of Greater Toronto Area Urban 
Growth Centres, as well as downtown Hamilton, downtown Kitchener, and up-
town Waterloo; and 150 for other downtown Urban Growth Centres outside the 
Greater Toronto Area (Ontario, 2006a: 16–17).
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Method

The performance of nodes, small downtowns, and corridors is measured against 
different points of comparison: the present or former municipality, urban �one, 
or metropolitan region in which the study areas are located, and two highway-
oriented business parks chosen to represent conventional suburban employment 
areas. Although a study area in its own right, downtown Toronto also serves as a 
benchmark against which other study areas are profiled.

The analysis begins with an investigation of social and economic trends in the 
nodes: demographic changes, the socioeconomic profile of residents, and the evo-
lution and nature of employment. The purpose of this part of the analysis is to 
determine who lives in nodes, what kinds of jobs are available in nodes, and what 
these findings suggest about kinds of households and businesses attracted to dif-
ferent kinds of nodes and why. 

The remainder of Part Two investigates land use in the study areas (density and 
morphology) and the impact of these land use patterns on travel behaviour. The 
purpose of this part of the analysis is to clarify the variations among the different 
categories of nodes and identify obstacles to meeting their objectives, particularly 
at the micro and meso scales.

The data analy�ed in this study come from different sources. Land use informa-
tion derives from measurements performed on digiti�ed aerial photographs (see 
Appendix C). Census data are used to gauge density, demographic change, the 
amount and types of occupations present in the study areas, and the socioeconomic 
status of area residents (see Appendixes A and B). The socioeconomic information 
serves to determine the effects of different factors of attraction (lifestyle versus af-
fordability) on residential location choices made by households living in the study 
areas. It also points to future strategies promoting the residential development of 
UGCs. 

Data on trips to the different areas selected in this study and on home-based trips 
made by study area residents come from the Transportation Tomorrow Survey (see 
Appendix D). Apart from some time series and built environment measurements, 
all data originate from the 2001 census or the 2001 Transportation Tomorrow 
Survey. Results from a 1999 survey of workers in offices in three of the large nodes 
(North York Centre, Scarborough Town Centre and Mississauga City Centre) are 
used to determine the level of internal capture prevailing within these nodes, that 
is, the extent to which office workers use the facilities in the nodes (Filion, 2001). 
The survey also gauged the modal shares of the trips these employees made within 
the node, as well as their intra-nodal shopping and eating habits. Finally, data on 
the evolution of office floor space, used to assess the capacity of study areas to 
attract office employment, originate from surveys carried out by Altus InSite, Inc. 
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Throughout this part of the report, study areas are compared to each other and to 
averages from their respective present or former municipality: the Kitchener CMA 
for downtown Kitchener, the Town of Oakville for downtown Oakville, the City 
of Mississauga for Mississauga City Centre and the Mississauga East corridor, 
the former City of North York for North York Centre, and the former City of 
Scarborough for Scarborough Town Centre. Measurements from Yonge-Eglinton, 
downtown Toronto, and the Yonge Street corridor are related to those of their 
urban �one, the inner city composed of the former cities of Toronto, York, and 
East York. As defined here, the “inner city” corresponds generally to the portion 
of the metropolitan region built before 1946.

A thorny methodological issue concerns the extent of the areas under study. This 
problem and the methods used to resolve it for the purposes of this report are 
described in Appendixes A and B.

Demographic changes

Table 4 shows accelerated demographic growth in most study areas from 1986 
to 2001. The highest rates are in Mississauga City Centre, North York Centre, 
downtown Toronto, downtown Oakville, Scarborough Town Centre, and the 
Mississauga East corridor. Had 2006 statistics been available at the time of research, 

For more information on the 
definition of study area boundaries 
for the purpose of analysis, see 
Appendixes A and B.

Table 4: Population and dwelling changes in the study areas, 1986-2001

1986 
Population

2001 
Population

1986 
Dwellings

2001 
Dwellings

1986–2001 
Per Cent 

Population 
Change

1986–2001 Per 
Cent Dwelling 

Change

Downtown 
Toronto 49,667 73,983 26,895 41,955 49.0 56.0

Yonge-Eglinton 22,015 25,074 13,430 14,789 13.9 8.5

North York 
Centre 30,535 47,315 12,770 20,718 55.0 62.2

Scarborough 
Town Centre 24,014 30,854 7,670 10,740 28.5 40.0

Mississauga City 
Centre 31,445 50,528 11,130 18,544 60.7 66.6

Downtown 
Oakville 1,815 2,407 850 1,205 32.6 41.8

Downtown 
Kitchener 28,327 29,338 12,125 13,480 3.5 11.0

Yonge Street 
Corridor 69,089 78,687 37,650 41,465 13.9 10.1

Mississauga East 
Corridor 79,449 101,974 27,565 34,870 28.4 26.5

Source: Statistics Canada, 1986 and 2001 censuses.
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growth levels would have been substantially higher in downtown Toronto, North 
York Centre, Scarborough Town Centre, and Mississauga City Centre, all sites of 
intense condominium development over the past few years. 

In contrast to the fast-growing study areas, further development in and around 
the Yonge Street corridor and Yonge-Eglinton node is hindered by their proximity 
to low-density neighbourhoods, which are well protected by �oning by-laws and 
politically sophisticated residents. Recently, however, new high-rise condominium 
developments have been approved in the Yonge-Eglinton node.

The situation in downtown Kitchener is different. Land available for redevelop-
ment is plentiful, owing to recent waves of deindustriali�ation, but the appeal 
of the downtown and surrounding neighbourhoods for housing developers and 
potential residents is limited. The appearance of the downtown and the nature of 
its activities have deterred residential development (Bunting et al., 2000; Filion, 
Bunting and City of Kitchener Planning Department, 1998). 

Socioeconomic profiles

This section addresses aspects of study areas that do not correspond directly to 
objectives contained in plans or associated in the literature with urban intensifica-
tion. It describes the socioeconomic profiles of the study areas and thereby identi-
fies the household types most likely to opt for downtown, node, or corridor living. 
By identifying markets that are attracted to the housing and urban forms of study 
areas, this section offers guidance for policies promoting the further development 
of downtowns, nodes, and corridors. 

Income
As shown on Table 5, the highest incomes are recorded in downtown Oakville 
and the Yonge Street corridor. The Yonge Street corridor income levels surpass the 
inner-city norm by a large margin in all measures of income (average and median 
individual and household income), whereas in downtown Oakville only average 
individual income stands well above the already-elevated Town of Oakville income 
values. 

High incomes mirror housing types present in these two areas (a high proportion 
of single-family homes relative to most other study areas) and a positive perception 
of these sectors, consistent with the type of retailing and services they offer. Note, 
however, that the two areas (downtown Oakville even more so than the Yonge 
Street corridor) exhibit the largest income spreads among investigated downtowns, 
nodes, and corridors, as suggested by median values that are much lower than 
average values. They therefore contain both rich and poor households.

Yonge-Eglinton and downtown Toronto come next on the income scale. In both 
cases, average and median individual incomes exceed the inner-city norm, but 
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average and median household incomes are only slightly above this norm. This 
finding reflects household si�e; the two study areas have the smallest households 
among the areas under study.8 The downtown Toronto income spread is lower 
than that of the Yonge Street corridor.

8 Other things being equal, the bigger a household, the larger is its number of income earners.

Table 5: a�erage and median income of indi�iduals and households li�ing in the study areas and their urban zone 
and municipalities, and ratios of study area �alues relati�e to those of their urban zone and municipalities

Average 
Individual 
Income ($)

Median 
Individual 
Income ($)

Average 
Household 
Income ($)

Median 
Household 
Income ($)

Downtown Toronto 52,377 35,263 80,740 54,696

Inner City 42,496 25,315 77,727 49,259

Ratio: Downtown Toronto / Inner City 1.23 1.39 1.04 1.11

Yonge-Eglinton 54,485 39,040 85,229 51,800

Inner City 42,497 25,315 77,727 49,259

Ratio: Yonge-Eglinton / Inner City 1.28 1.�4 1.10 1.0�

North York Centre 35,378 24,317 68,012 47,502

Former City of North York 34,754 21,198 74,693 49,061

Ratio: North York Centre / North York 1.02 1.1� 0.91 0.97

Scarborough Town Centre 26,279 21,950 57,754 49,050

Former City of Scarborough 26,714 21,252 61,794 54,932

Ratio: Scarborough Town Centre / Scarborough 0.98 1.03 0.93 0.89

Mississauga City Centre 28,792 25,005 63,008 55,355

City of Mississauga 35,314 27,279 82,860 71,108

Ratio: Mississauga City Centre / Mississauga 0.82 0.92 0.76 0.78

Downtown Oakville 64,915 34,917 106,930 59,157

Town of Oakville 46,211 32,810 100,860 86,561

Ratio: Downtown Oakville / Oakville 1.40 1.06 1.06 0.68

Downtown Kitchener 26,771 22,571 45,862 39,485

Kitchener CMA 31,127 25,156 64,431 51,990

Ratio: Downtown Kitchener / Kitchener CMA 0.86 0.90 0.71 0.76

Yonge Street Corridor 67,067 42,893 114,125 64,459

Inner City 42,497 25,315 77,727 49,259

Ratio: Yonge Street Corridor / Inner City 1.�8 1.69 1.47 1.31

Mississauga East Corridor 29,718 25,121 67,479 59,820

City of Mississauga 35,314 27,279 82,860 71,108

Ratio: Mississauga East Corridor / Mississauga 0.84 0.92 0.81 0.84

Source: Statistics Canada, 2001 Census.
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Income levels place North York Centre between the four richest and the four 
poorest study areas. The lowest incomes are found in Scarborough Town Centre, 
Mississauga City Centre, the Mississauga East corridor, and downtown Kitchener. 
Nearly all income measures for these districts are inferior to those of their respec-
tive municipality. Low incomes can be explained by lower average housing costs 
in these nodes than in the rest of the municipality. In downtown Kitchener, there 
is also the negative perception of the downtown and affluent residents’ preference 
for suburban living in a highly dispersed metropolitan region (Bunting and Filion, 
1999; Filion, Bunting and Warriner, 1999). Small differences between average and 
median incomes within these four study areas suggest a narrow income spread, in 
contrast with the wealthy study areas. 

Income distributions signal the existence of a strong link between income catego-
ries and types of study areas. The next tables identify similar relationships across 
other socioeconomic variables.

Education
Table 6 shows the proportion of people in each study area holding a university 
degree. This pattern closely resembles the income distribution pattern in the previ-
ous table, with one exception. Despite its high income, downtown Oakville posts 
a proportion of people with a university degree that is only at the middle of the 
range for the different study areas. One explanation for this observation is the wide 
income spread noted in this district. Another is the advanced age of its residents.

Employment status
Equally consistent with income patterns is the distribution of types of employment 
held by people living in the study areas, shown in Table 7. As expected, there is 
a clear concentration of managerial occupations in the high-income study areas, 
and more sales-related occupations in lower-income areas. The correspondence 
between income and occupation is not perfect, however. Downtown Oakville, the 
highest-income study area, presents one of the larger proportions of sales-related 
occupations. 

It is interesting to note the over-representation of occupations in social science, 
education, government, and religion as well as occupations in art, culture, recre-
ation, and sport in the most central study areas: downtown Toronto, the Yonge-
Eglinton node, and the Yonge Street corridor. Ley has identified a predilection on 
the part of the new middle class, which includes the categories of employment 
cited above, for central area living (Ley, 1996).

Immigration
Downtown Toronto residents include a proportion of immigrants (defined broadly 
as people born outside Canada) that approximates that of the inner city (see Table 
8). Still, non-immigrants outnumber immigrants in this district. In the metropoli-
tan region that posts the highest presence of immigrants in Canada, it is important 
to gauge the attraction of different types of study areas on this category of resi-
dents.
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Table 6: highest le�el of education of residents, study areas and their urban zone, and 
ratios of study area percentages relati�e to those of their urban zone*

Less than Grade 9 Grade 9–13 College
University 

Degree

Downtown Toronto 3.5% 12.0% 16.7% 51.1%

Inner City 10.2% 20.6% 18.2% 36.1%

Ratio: Downtown Toronto / Inner City 0.3� 0.�8 0.92 1.14

Yonge-Eglinton 1.8% 12.4% 17.9% 51.6%

Inner City 10.1% 20.5% 18.2% 36.1%

Ratio: Yonge-Eglinton / Inner City 0.18 0.60 0.99 1.43

North York Centre 4.5% 19.9% 17.3% 40.0%

Former City of North York 11.8% 25.7% 18.5% 27.3%

Ratio: North York Centre / North York 0.38 0.77 0.93 1.46

Scarborough Town Centre 9.2% 32.9% 19.4% 21.2%

Former City of Scarborough 9.8% 31.7% 22.3% 19.4%

Ratio: Scarborough Town Centre / Scarborough 0.94 1.04 0.87 1.09

Mississauga City Centre 8.5% 23.0% 33.6% 27.0%

City of Mississauga 7.4% 26.8% 23.8% 24.1%

Ratio: Mississauga City Centre / Mississauga 1.14 0.86 0.99 1.12

Downtown Oakville 1.3% 18.1% 27.9% 33.4%

Town of Oakville 4.3% 21.4% 26.0% 31.0%

Ratio: Downtown Oakville / Oakville 0.30 0.8� 1.07 1.08

Downtown Kitchener 10.1% 33.4% 22.3% 17.2%

Kitchener CMA 8.5% 32.9% 24.0% 17.0%

Ratio: Downtown Kitchener / Kitchener CMA 1.20 1.01 0.93 1.01

Yonge Street Corridor 1.7% 12.4% 16.9% 53.5%

Inner City 11.1% 21.9% 18.3% 33.5%

Ratio: Yonge Street Corridor / Inner City 0.1� 0.�7 0.92 1.6

Mississauga East Corridor 9.4% 28.3% 22.4% 21.7%

City of Mississauga 7.4% 26.8% 23.8% 24.1%

Ratio: Mississauga East Corridor / Mississauga 1.27 1.06 0.94 0.90

Source: Statistics Canada, 2001 Census.

* Sums of percentages do not add to 100% because some educational categories are not included in the table.
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Table 7: Per cent residents of study areas and their urban zone and municipalities according to occupation, 
and ratios of study area percentages relati�e to those of their urban zone and municipalities
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Downtown Toronto 16.6% 21.4% 11.4% 5.8% 14.2% 9.9% 16.7% 2.3% 0.3% 1.4%

Inner City 14.1% 19.4% 8.7% 4.5% 11.3% 8.6% 20.7% 7.4% 0.5% 4.8%

Ratio: Downtown Toronto / 
Inner City

1.17 1.10 1.32 1.30 1.26 1.1� 0.81 0.32 0.�6 0.30

Yonge-Eglinton 19.3% 24.6% 11.8% 5.1% 13.5% 6.6% 14.8% 3.2% 0.2% 0.8%

Inner City 14.1% 19.4% 8.7% 4.5% 11.3% 8.6% 20.7% 7.4% 0.5% 4.8%

Ratio: Yonge-Eglinton / Inner 
City

1.37 1.27 1.36 1.13 1.19 0.77 0.72 0.44 0.39 0.17

North York Centre 19.2% 22.5% 14.1% 5.3% 8.1% 4.3% 17.9% 5.0% 0.5% 3.0%

Former City of North York 11.7% 21.5% 9.8% 4.9% 7.4% 3.1% 21.1% 10.4% 0.4% 9.6%

Ratio: North York Centre / 
North York

1.64 1.0� 1.44 1.08 1.10 1.37 0.8� 0.49 1.03 0.32

Scarborough Town Centre 9.8% 23.7% 8.9% 3.4% 4.9% 2.2% 21.8% 10.4% 0.6% 14.3%

Former City of Scarborough 9% 24.6% 8.6% 4.3% 5.6% 2.5% 22.6% 11.5% 0.4% 11%

Ratio: Scarborough Town Centre 
/ Scarborough

1.10 0.97 1.04 0.79 0.87 0.91 0.96 0.91 1.39 1.30

Mississauga City Centre 12.0% 23.1% 10.8% 4.2% 5.2% 1.9% 22.7% 10.8% 0.2% 9.1%

City of Mississauga 13.4% 22.7% 8.6% 3.9% 5.9% 2.2% 21.3% 12.8% 0.6% 8.7%

Ratio: Mississauga City Centre / 
Mississauga

0.90 1.02 1.2� 1.09 0.88 0.8� 1.06 0.8� 0.36 1.04

Downtown Oakville 27.3% 17% 5.1% 5.1% 11.5% 5.1% 22.1% 4.7% 2.0% 0%

Town of Oakville 19.2% 21.5% 8.7% 4.2% 8% 3.4% 21.8% 8.2% 0.8% 4.3%

Ratio: Downtown Oakville / 
Oakville

1.42 0.79 0.�9 1.24 1.43 1.�3 1.01 0.�8 2.63 0

Downtown Kitchener 9.9% 15.6% 6.1% 2.9% 9.0% 3.7% 22.2% 16.2% 0.8% 13.5%

Kitchener CMA 10.6% 17.3% 6.8% 3.7% 7.4% 2.4% 21.4% 16.4% 1.5% 12.5%

Ratio: Downtown Kitchener / 
Kitchener CMA

0.93 0.90 0.91 0.79 1.23 1.�7 1.04 0.98 0.�2 1.07

Yonge St. Corridor 20.9% 23.1% 9.7% 5.4% 14.6% 8.1% 14.5% 2.6% 0.2% 0.8%

Inner City 14.1% 19.4% 8.7% 4.5% 11.3% 8.6% 20.7% 7.4% 0.5% 4.8%

Ratio: Yonge St. Corridor / Inner 
City

1.48 1.19 1.12 1.20 1.29 0.9� 0.70 0.3� 0.�3 0.17

Mississauga East Corridor 10.6% 22.9% 8.7% 3.2% 5.5% 2.1% 22.3% 13.5% 0.4% 10.8%

City of Mississauga 13.4% 22.7% 8.6% 3.9% 5.9% 2.2% 21.3% 12.8% 0.6% 8.7%

Ratio: Mississauga East 
Corridor / Mississauga

079 1.01 1.02 0.83 0.93 0.96 1.0� 1.06 0.69 1.24

Source: Statistics Canada, 2001 Census.
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Table 8: Per cent of residents of study areas and their urban zone and 
municipalities who are non-immigrants and immigrants, and ratios of study 
area percentages relati�e to those of their urban zone and municipalities

Non-immigrants Immigrants

Downtown Toronto 57.3% 42.7%

Inner City 56.1% 43.9%

Ratio: Downtown Toronto / Inner City 1.02 0.97

Yonge-Eglinton 68.0% 32.0%

Inner City 56.1% 43.9%

Ratio: Yonge-Eglinton / Inner City 1.21 0.77

North York Centre 42.3% 57.7%

Former City of North York 42.8% 57.2%

Ratio: North York Centre / North York 1.01 1.01

Scarborough Town Centre 39.5% 60.5%

Former City of Scarborough 44.3% 55.7%

Ratio: Scarborough Town Centre / Scarborough 0.89 1.09

Mississauga City Centre 38.7% 61.3%

City of Mississauga 52.2% 47.8%

Ratio: Mississauga City Centre / Mississauga 0.74 1.28

Downtown Oakville 72.5% 27.5%

Town of Oakville 72.1% 27.9%

Ratio: Downtown Oakville / Oakville 1.01 0.99

Downtown Kitchener 78.1% 21.9%

Kitchener CMA 77.8% 22.2%

Ratio: Downtown Kitchener / Kitchener CMA 1.00 0.99

Yonge Street Corridor 70.6% 29.4%

Inner City 56.1% 43.9%

Ratio: Yonge Street Corridor / Inner City 1.26 0.67

Mississauga East Corridor 45.7% 54.3%

City of Mississauga 52.2% 47.8%

Ratio: Mississauga East Corridor / Mississauga 0.88 1.14

Source: Statistics Canada, 2001 Census.

The proportion of immigrants is lower in the Yonge-Eglinton node and overall in 
the Yonge Street corridor. But the situation is entirely different in the other nodes 
and in the Mississauga East corridor. In these districts, immigrants represent the 
majority of the population, as high as nearly two-thirds of Scarborough Town 
Centre and Mississauga City Centre residents, and their proportions equal or 
exceed municipal norms. These statistics correspond to a stronger presence of 
immigrants in the inner suburbs and some parts of the outer suburbs than in the 
inner city.
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Proportions of immigrants in downtown Oakville and downtown Kitchener cor-
respond to those of their respective municipality, which are much lower than those 
in the urban �ones and municipalities to which the other study areas belong. 

Household size and composition
The sub-section examines the attraction of study areas on the different genders 
and types of households defined in terms of si�e and life cycle. This information is 
important to the understanding of present and future residential growth levels in 
the categories of study areas under investigation. Table 9 indicates an over-repre-
sentation of females, at or above 3 per cent, in four study areas: Yonge-Eglinton, 
North York Centre, the Yonge Street corridor, and downtown Oakville. We will 
see that in the latter case, a high proportion of elderly residents contributes to 
the gender imbalance. Interestingly, none of the study areas exhibit a comparable 
imbalance in favour of males. Only downtown Toronto registers a very slight (0.9 
per cent) over-representation of males.

This same table reveals an under-representation of the 0–19 age group in each 
study area relative to its urban �one or municipality. The proportion of this 
age group is at its lowest in downtown Toronto, the Yonge-Eglinton node, and 
downtown Oakville. On the other hand, it approximates the municipal average in 
Scarborough Town Centre, Mississauga City Centre, the Mississauga East corridor, 
the Yonge Street corridor, and downtown Kitchener. These findings do not support 
a relationship between lower residential density and the presence of children, al-
though it is generally assumed that families with children prefer low-density forms 
of housing. This assumption is at odds with findings from Scarborough Town 
Centre and Mississauga City Centre, two study areas where high-rise apartment 
units account for over 90 per cent of all housing (see Table 14). More likely is an 
association between a lower socioeconomic status and the presence of children in 
high-density housing.

Downtown Toronto and the four nodes have higher proportions of the 20–34 
age group relative to their urban �one or municipality (less so in Scarborough 
Town Centre). In the other study areas, the presence of this age category is closer 
to the urban �one or municipal norm. Downtown Oakville is the only study area 
where people aged 20–34 are under-represented relative to the municipal aver-
age. The presence in the study areas of residents belonging to the next age group 
(35–49) approximates the average of their urban �one or municipalities. With the 
exception of a substantial over-representation of people aged 50–64 in downtown 
Oakville, the ratios of people aged 50–64 relative to urban �one and municipal 
norms range from 0.91 to 1.11. 

The proportion of downtown Oakville residents who are 65 years old and over 
is well above that of the other study areas (30.5 per cent versus 16.7 per cent in 
North York Centre, which records the second highest level) and 2.79 times higher 
than the Town of Oakville level. Despite its presence at the lower end of study 
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Table 9: household size and per cent of residents in study areas and their urban zone and municipalities in different 
gender and age groups, and ratios of study area �alues relati�e to those of their urban zone and municipalities

House- 
hold Size Males Females

Age  
0–19

Age  
20–34

Age  
3�–49

Age  
�0–64

Age  
6�+

Downtown Toronto 1.7 50.9% 49.1% 9.1% 39.4% 24.6% 15.1% 11.9%

Inner City 2.3 48.8% 51.2% 19.6% 27.6% 25.9% 14.8% 12.0%

Ratio: Downtown Toronto / 
Inner City

0.7� 1.04 0.96 0.46 1.43 0.94 1.02 1.00

Yonge-Eglinton 1.7 45.4% 54.7% 12.6% 35.1% 25.8% 14.8% 11.6%

Inner City 2.3 48.8% 51.2% 19.6% 27.6% 25.9% 14.8% 12.0%

Ratio: Yonge-Eglinton / Inner 
City

0.74 0.93 1.07 0.64 1.27 0.99 1.00 0.97

North York Centre 2.4 47.1% 52.9% 18.5% 25.9% 23.1% 15.8% 16.7%

Former City of North York 2.8 47.7% 52.3% 24.5% 21.7% 23.0% 15.4% 15.5%

Ratio: North York Centre / 
North York

0.8� 0.99 1.01 0.7� 1.20 1.01 1.02 1.08

Scarborough Town Centre 2.9 48.8% 51.2% 25.0% 22.7% 22.8% 14.5% 15.1%

Former City of Scarborough 3.1 48.2% 51.8% 26.0% 21.0% 24.2% 16.0% 12.8%

Ratio: Scarborough Town 
Centre / Scarborough

0.9� 1.01 0.99 0.96 1.08 0.94 0.91 1.18

Mississauga City Centre 2.9 48.9% 51.1% 24.8% 26.2% 25.1% 15.1% 9.0%

City of Mississauga 3.2 49.3% 50.7% 28.5% 21.5% 26.2% 15.4% 8.5%

Ratio: Mississauga City Centre / 
Mississauga

0.91 0.99 1.01 0.87 1.22 0.96 0.98 1.06

Downtown Oakville 1.9 43.8% 56.3% 13.1% 15.6% 18.3% 22.8% 30.5%

Town of Oakville 2.9 48.7% 51.3% 28.6% 17.7% 26.7% 16.1% 10.9%

Ratio: Downtown Oakville / 
Oakville

0.6� 0.9 1.1 0.46 0.88 0.68 1.42 2.79

Downtown Kitchener 2.1 49.2% 50.8% 21.6% 25.4% 24.2% 13.6% 15.2%

Kitchener CMA 2.6 49.2% 50.8% 27.5% 22.0% 24.5% 14.8% 11.2%

Ratio: Downtown Kitchener / 
Kitchener CMA

0.81 1.00 1.00 0.79 1.1� 0.99 0.92 1.3�

Yonge Street Corridor 2 45.6% 54.4% 16.2% 28.6% 25.3% 16.4% 13.4%

Inner City 2.3 48.8% 51.2% 19.6% 27.6% 26.1% 14.8% 12.0%

Ratio: Yonge St. Corridor / 
Inner City

0.87 0.94 1.06 0.83 1.04 0.97 1.11 1.11

Mississauga East Corridor 3 49% 51% 24.8% 22.1% 24.4% 17.0% 11.6%

City of Mississauga 3.2 49.3% 50.7% 28.5% 21.5% 26.2% 15.4% 8.5%

Ratio: Mississauga East 
Corridor / Mississauga

0.94 0.99 1.01 0.87 1.03 0.93 1.11 1.37

Source: Statistics Canada, 2001 Census.
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area percentages, Mississauga City Centre still posts a higher proportion of elderly 
people than the City of Mississauga as a whole.

Socioeconomic summary
Table 10 summari�es the socioeconomic findings. Each study area is ranked rela-
tive to the other areas on a three-point scale (low, medium, high) for each socio-
economic variable introduced in this subsection. The number of low, medium, 
and high rankings allocated to each variable varies to reflect how the different 
study areas score on this variable. For example, if many study areas rank high 
for a given variable and a few are found somewhat and much lower on the scale, 
Table 9 would present many highs and a small number of mediums and lows for 
this variable. 

Two geographical categories stand out: the inner-city study areas (which include 
downtown Toronto, the Yonge-Eglinton node, and the Yonge Street Corridor) and 
the inner and outer suburban nodes and corridor (North York Centre, Scarborough 
Town Centre, Mississauga City Centre and the Mississauga East corridor). 

Table 10: study area scores on different socioeconomic �ariables relati�e to each other

Individual 
Income

House-
hold 

Income Education
Immi-
grants

House-
hold 
Size

Age  
0–19

Age  
20–34

Age  
3�–49

Age  
�0–64

Age  
6�+

Downtown Toronto          

Yonge-Eglinton          

North York Centre          

Scarborough Town 
Centre          

Mississauga City 
Centre          

Downtown Oakville          

Downtown Kitchener          

Yonge Street Corridor          

Mississauga East 
Corridor          

Inner City and Suburban Study Areas

Downtown Toronto,
Yonge-Eglinton,
Yonge Street Corridor

         

North York Centre,
Scarborough Town 
Centre, Mississauga 
City Centre, 
Mississauga East 
Corridor

         

 = Low   = Medium   = High
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As shown at the bottom of Table 10, the population in this first group of study 
areas is characteri�ed by medium/high individual and household income, high 
education, and a medium/low presence of immigrants. In addition, these areas 
are characteri�ed by small households and a high/medium proportion of people 
aged 20–49. The second grouping is characteri�ed by lower income and educa-
tion levels than the first. It includes higher proportions of immigrants and larger 
households. There are more children and youth, but fewer people aged 20–49 in 
these suburban study areas. The socioeconomic profiles of downtown Oakville 
and downtown Kitchener differ from each other and from the above categories. 
Oakville is characteri�ed by high incomes and an elderly population and Kitchener 
by low incomes and a larger number of families. 

The cleavage between social status in inner-city and suburban study areas may 
be related to the attraction of downtown Toronto and other inner-city locales for 
certain types of households, characteri�ed by high income, education, and occupa-
tional status. We can infer from the predominance of small households and from 
prior associations established between, on the one hand, high education and certain 
occupations and, on the other, a taste for inner-city living, that for a certain sector 
of the population, high-density living in an inner-city environment with good-qual-
ity public transit and a walkable environment is a matter of lifestyle choice. This 
finding suggests a lifestyle-driven residential-sorting process at work in inner-city 
nodes (see Bagley, 2002, Mokhtarian and Kitamura, 2002; Kri�ek, 2003).

The situation is different in the suburbs. Lower incomes, lower levels of education, 
and lower occupational status, and the presence of larger households with more 
children and youth suggest that many households have opted for these locations 
for reasons of housing cost rather than lifestyle. 

Differences in the reasons for choosing the inner city vs. the suburbs are reflected 
in the relation between individual incomes within these two types of areas and 
their respective urban �one or municipality. Individual incomes are lower in sub-
urban nodes and the Mississauga East corridor than their respective municipal 
average (with the exception of North York Centre), while the opposite holds true 
for inner-city study areas. 

Neither the suburban nodes (with the possible exception of North York Centre) 
nor the Mississauga East corridor provide an environment conducive to walking 
or that generates strong synergistic effects between different functions, including 
housing. Poor pedestrian conditions prevent the residents of Scarborough Town 
Centre and Mississauga City Centre from connecting easily with the numerous 
activities these nodes contain, and thereby from fully benefiting from living within 
a node.

The study areas are further differentiated by the occupations of their residents. 
Downtown Toronto, the Yonge-Eglinton node, North York Centre, the Yonge 
Street corridor, and, to a lesser extent, Scarborough Town Centre, contain higher 



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | ParT 2 | 52

proportions of people in managerial occupations than their respective urban �one 
or municipality. When downtown Kitchener is added and Scarborough Town 
Centre is removed from the analysis, the distribution of people in occupations 
related to the social sciences, education, government, and religion is similar. 

On the other hand, sales-related occupations equal or exceed the urban �one or 
municipal norm in Mississauga City Centre, downtown Oakville, downtown 
Kitchener, and the Mississauga East corridor. The proportion of people in oc-
cupations related to processing, manufacturing, and utilities, which is well below 
urban �one and municipal norms in downtown Toronto, the Yonge-Eglinton node, 
North York Centre, downtown Oakville, and the Yonge Street corridor, is above 
these norms in Scarborough Town Centre, Mississauga City Centre, downtown 
Kitchener, and the Mississauga East corridor. These findings also point to differ-
ences between inner-city and suburban study areas.

The inner-city/suburban contrast should not conceal the existence of common 
socioeconomic features that distinguish most of these areas from their respective 
surroundings:

• In every study area, household si�e is smaller than that of the overall 
urban �one or municipality. 

• In every case, with the exception of downtown Toronto, there is an over-
representation of women in the population of study areas. 

• Downtown Toronto, the nodes, and the Yonge Street corridor all register 
education levels considerably above those of the urban �one or municipal-
ity to which they belong. Even the two nodes with relatively low incomes 
— Mississauga City Centre and Scarborough Town Centre — contain 
relatively high proportions of university graduates among their residents.

Employment trends

Office space
Office development plays an important role in the growth of nodes and their abil-
ity to meet their planning goals. Because office employment lends itself to high 
density and can co-exist easily with other land uses thanks to a relative absence of 
negative externalities, it is ideally suited to the density and mixed-use objectives 
of nodes. 

Until recently, office building construction was an active sector of the economy 
that contributed to the development of nodes. Table 11 shows the evolution of 
office space between 1970 and 2005 in downtown Toronto and the four nodes 
under investigation: the Yonge-Eglinton node, North York Centre, Scarborough 
Town Centre, and Mississauga City Centre. For comparison purposes, data for the 
GTA are also presented. 
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Office development in nodes must be viewed in the context of GTA-wide trends, 
characteri�ed by years of accelerated construction until 1990, when the pace of 
office growth slowed down. The post-1995 period is marked by particularly low 
office completion rates. The recent decline may be attributed to over-construction 
during the 1980s, an increase in the number of small office buildings (less than 
1,858 m2 or 20,000 ft2), which fall under the si�e threshold for the buildings from 
which Table 11’s data are derived, an increase in the number of people working 
from home, and a transformation of the Toronto region economy that favours 
service employment more than offices (Illegems and Verbeke, 2003; Lang, 2003). 
Whatever the cause, the decline in the construction of medium-si�ed and large 
office buildings has important consequences for land use planning and the devel-
opment of mixed-use centres such as nodes and UGCs. 

Table 11: e�olution of office space in the GTma,* downtown Toronto, and nodes, 1970 to 2005

GTMA Downtown Toronto Yonge-Eglinton

Square 
Metres

% 
Change

Square 
Metres % Change

% of 
GTMA

Square 
Metres % Change % of GTMA

1970 4,055,837 2,445,607 60.3 157,069 3.9

1975 5,547,247 36.8 3,353,923 37.1 60.5 245,151 56.1 4.4

1980 7,102,906 28.0 3,912,717 16.7 55.1 257,146 4.9 3.6

1985 9,063,078 27.6 4,792,178 22.5 52.9 322,911 25.6 3.6

1990 12,412,252 37.0 5,631,591 17.5 45.4 361,964 12.1 2.9

1995 13,850,077 11.6 6,380,501 13.3 46.1 375,722 3.8 2.7

2000 14,421,365 4.4 6,405,073 0.4 44.4 375,722 0 2.6

2005 15,249,535 5.7 6,456,667 0.8 42.3 375,722 0 2.5

North York Centre Scarborough Town Centre Mississauga City Centre

Square 
Metres

% 
Change

% of 
GTMA

Square 
Metres

% 
Change

% of 
GTMA

Square 
Metres

% 
Change

% of 
GTMA

1970 NA NA 20,485 0.5

1975 59,927 1.5 24,068 0.4 36,742 79.9 0.7

1980 160,832 168.5 2.3 54,865 128.0 0.8 101,386 176.0 1.4

1985 225,702 40.4 2.5 135,953 147.8 1.5 145,506 43.6 1.6

1990 497,957 120.6 4.0 229,850 69.1 1.8 250,399 72.0 2.0

1995 619,445 24.4 4.5 232,079 1.0 1.7 273,840 9.4 2.0

2000 619,445 0 4.3 232,079 0.0 1.6 273,840 0 1.9

2005 671,469 8.4 4.4 232,079 0.0 1.5 273,840 0 1.8

Source: Altus InSite Research. © 2007 Altus InSite. 

* The GTMA corresponds to the built up area of the GTA (the Regional Municipalities of Halton, Peel, York, and Durham, 
and the City of Toronto). 
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As Table 11 shows, office development in downtown Toronto largely conforms to 
the GTA pattern: rapid expansion followed by a substantial slowdown in comple-
tion rates. However, several differences set downtown office trends apart from 
metropolitan-wide trends. One is a slower office development rate from 1975 to 
1990, responsible for a gradual decline in the share of GTA office space found in 
downtown Toronto. Another is the near standstill in office construction in down-
town Toronto since 1995. 

Three nodes, Yonge-Eglinton, Scarborough Town Centre, and Mississauga City 
Centre, have experienced a total absence of office construction since 1995. In fact, 
the Yonge-Eglinton node and Scarborough Town Centre have seen little office 
growth since 1990. As a result, the proportion of metropolitan-wide office space 
contained in these nodes has declined. The Yonge-Eglinton node reached a peak of 
4.4 per cent in 1975; the present proportion is 2.5 per cent. In Scarborough Town 
Centre the highest proportion of metropolitan office space was achieved in 1990; 
it has since declined from 1.8 to 1.5 per cent. Mississauga City Centre, which 
fared a little better than the other nodes, held a maximum of 2 per cent of the 
metropolitan office space in 1990 and 1995; this proportion has since fallen to 1.8 
per cent. Office space trends in North York Centre have diverged from those in the 
three other nodes. For one, accelerated office development ended later, in 1995. 
For another, the node has experienced a recent surge in office growth, thanks to 
the construction of a 50,166 m2, 21-storey building in 2004.

A further illustration of recent office floor space trends is shown in Maps 5 and 6. 
The GTMA contains over 14.8 million m2 of commercial office space, of which 
3.8 million has been constructed since 1990. Buildings of over 10,000m2 of floor 
space account for half of all office buildings and 80 per cent of all floor space 
constructed since 1990.9 A 2005 Canadian Urban Institute study for the Toronto 
Office Coalition indicates that between 1993 and 2005, 62 per cent of new office 
floor space was constructed in non-transit-supportive office parks. Less than 6 per 
cent was constructed in commercial subcentres, including North York Centre, 
Scarborough Town Centre, and Mississauga City Centre (CUI, 2005: Table 2–1). 

The Growth Plan seeks to attract office buildings larger than 10,000 m2 to areas 
served by existing or planned higher-order transit, which the Plan defines as heavy 
and light rail or buses in their own rights-of-way. The two maps show the loca-
tion of office floor space built after 1990 in buildings larger and smaller than 
10,000 m2. In each map, floor space has been aggregated up to a 1-km grid. Each 
coloured square on the map indicates the presence of at least one building; the 
darker the colour, the more floor space within the square. The maps indicate that, 
with the exception of downtown Toronto and North York Centre, office space 
has been added in areas that are not served by higher-order transit. Rather, high-
way access is currently the primary determinant of office location. The two major 

9 Dataset includes all buildings over 20,000 ft2 (1,858 m2). Government and institutional buildings are 
excluded.
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map 5: major office floor space constructed 1990–2004 (buildings less than 10,000m2)
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map 6: major office floor space constructed 1990–2004 (buildings more than 10,000m2)
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How to read Maps � and 6:
These maps employ  an ap-
proach originated by Lang 
(2003), who mapped the 
location of office floor space 
for 13 American metro-
politan areas. To create the 
maps, the region is divided 
into a grid of one-square 
kilometre cells, within 
which office floor space is 
summed. The darker the 
colour of a cell, the more 
floor space it contains. This 
gives an impression of the 
clustering or dispersion 
of floor space that a map 
of establishments (which 
may be of any floor area 
si�e) would fail to present. 
It should be emphasi�ed 
that for a cell to appear on 
the map, it must contain 
at least one establishment. 
Note that the datasets 
created by brokers do not 
consistently contain non-
leased space. This includes 
hospitals, universities, and 
buildings wholly owned by 
governments. 

Source: Built-up Urban 
Area: Neptis Foundation, 
June/August 2004. The 
2004 built-up urban area 
is derived from 2004 
Landsat Thematic Mapper 
5 imagery. Municipal 
Boundaries: Statistics 
Canada, 2001. Major 
Roads and Highways: 
National Road Network, 
2005. GO Stations: GO 
Transit, 2005. Toronto 
Transit Commission 
(TTC) Subways (including 
Scarborough RT): TTC, 
2005. Hydrography: 
National Topographic 
System, 1:50,000 & 
1:250,000, 1992–1998.

Office floor space data was 
generously provided to the 
Neptis Foundation by Altus 
InSite, http://www.altus-
insite.com/about/default.asp
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concentrations of office floor space that have emerged since 1990 are at Pearson 
Airport and the nexus of Highways 404, 7, and 407 — both off the major transit 
grid. Meadowvale and, to some extent, the QEW corridor in Oakville illustrate 
the potential for linking office development to the GO rail system.

Overall, Table 11 and Maps 5 and 6 reflect a deceleration in office development 
and increasing preference on the part of those who build and occupy offices for 
dispersed rather than concentrated, high-density locations. Office construction 
trends contrast sharply with the present surge in high-density residential devel-
opment. It will be difficult for the nodes to achieve their mixed-use and public 
transit objectives if they cannot attract more office development. Office jobs are 
important in generating trips to and from nodes, and increases in the number of 
such jobs provide an opportunity to improve transit services and modal shares. In 
addition, the concentration of large numbers of workers in office buildings fosters 
synergistic effects with shops, restaurants, and entertainment establishments.10 
If current office growth and office location tendencies persist, not only will the 
further development of existing nodes be thwarted, but prospects for new UGCs 
will be bleak. 

Occupation profiles
Table 12 shows the occupation categories of employees of workplaces in all the 
study areas, as well as in the Airport Corporate Centre (along Highway 401) and 
the Highway 404-Steeles Avenue business parks and the GTA as a whole. The 
most remarkable finding is the absence of a clear employment hierarchy between 
downtown Toronto and most of the other study areas, which would have suggested 
the existence of a front office–back office relationship between central and more 
peripheral locations. Downtown Toronto, the Yonge-Eglinton node, the Yonge 
Street corridor, North York Centre, Mississauga City Centre, the Mississauga East 
corridor, and downtown Oakville all contain roughly similar proportions of man-
agement jobs.11 Speciali�ed and professional jobs, such as those belonging to the 
natural and applied sciences, and to the health and social science categories, are 
also well represented in several study areas. 

Similarities in categories of employment do not necessarily translate into firms that 
are alike, however. Gad observed a tendency for the headquarters of Canadian 
firms to locate in downtown Toronto, whereas the head offices of subsidiaries 
were more likely to opt for suburban locations (Gad, 1991).

The study areas that perform worst in terms of employment status are Scarborough 
Town Centre and downtown Kitchener, both of which have a low score for man-

10 If office under-development impedes multi-functionality and adversely affects public transit use, office 
over-development can endanger mixed-use and the 24-hour activity of study areas by crowding out 
other activities.

11 Management is a better indicator of higher-order occupations than the business, finance, and 
administration category, because this latter group is largely composed of secretarial and clerical jobs. 
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Table 12: employment by occupation in workplaces located in the study areas
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Type A: 
Manage-
ment

62,770
16.9%

3,925
15.9%

8,560
16.3%

5,130
15.1%

2,955
10.9%

3,715
15.6%

3,235
16.0%

510
15.3%

2,750
10.9%

9815
17.5%

8,665
17.5%

343,655
13.7%

Type B: 
Business, 
Finance and 
Administra-
tion

123,580
33.3%

6,480
26.2%

13,890
26.5%

13,250
39.0%

8,070
29.8%

6,190
26.0%

5,180
25.6%

1,100
32.9%

6,645
26.2%

16360
29.2%

12,915
26.1%

565,065
22.6%

Type C: 
Natural 
and Applied 
Science

40,085
10.8%

2,465
10.0%

4,780
9.1%

3,650
10.7%

1,995
7.4%

1,705
7.2%

1,075
5.3%

160
4.8%

1,735
6.8%

7260
13.0%

7,880
15.9%

206,900
8.3%

Type D: 
Health

18985
5.1%

715
2.9%

2,160
4.1%

1,530
4.5%

2,155
8%

780
3.3%

920
4.6%

105
3.1%

1,940
7.7%

360
0.6%

510
1%

108,550
4.3%

Type E:  
Social 
Science, 
Education, 
Govern-
ment and 
Religion

36,605
9.9%

1,865
7.5%

4,605
8.8%

3,010
8.9%

2,095
7.7%

1,830
7.7%

2,175
10.8%

165
4.9%

2,140
8.4%

1335
2.4%

1,095
2.2%

193,000
7.7%

Type F: 
Arts, 
Culture, 
Recreation, 
Sport

18,235
4.9%

1,265
5.1%

3,065
5.8%

970
2.9%

570
2.1%

665
2.8%

530
2.6%

200
6.0%

710
2.8%

695
1.2%

925
1.9%

80,950
3.2%

Type G: 
Sales and 
Services

58,305
15.7%

5,810
23.5%

11,950
22.8%

5,225
15.4%

5,270
19.5%

7,795
32.7%

5,060
25.0%

1,035
31%

4,815
19%

7730
13.8%

7,970
16.1%

531,660
21.2%

Type H: 
Trades, 
Transport, 
Equipment

8,440
2.3%

2,025
8.2%

2,905
5.5%

805
2.4%

1,670
6.2%

805
3.4%

1,380
6.8%

45
1.3%

2,230
8.8%

6565
11.7%

4,570
9.2%

246,075
9.8%

Type I: 
Primary 
Industry

475
0.1%

45
0.2%

110
0.2%

110
0.3%

60
0.2%

100
0.4%

70
0.3%

10
0.3%

55
0.2%

155
0.3%

65
0.1%

18,015
0.7%

Type J: 
Manu-
facturing, 
Utilities

3,845
1.0%

145
0.6%

480
0.9%

285
0.8%

2,205
8.2%

255
1.1%

585
2.9%

10
0.3%

2,320
9.2%

5715
10.2%

4,875
9.9%

209,040
8.4%

Total 371,325
100%

24,740
100.1%

52,505
100%

33,965
100%

27,045
100%

23,840
100.2%

20,210
99.9%

3,340
99.9%

25,340
100%

55985
99.9%

49,470
99.9%

2,502,725
99.9%

Source: Statistics Canada, special tabulations.
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agement occupations. They do, however, contain many speciali�ed and profes-
sional occupations. 

The relative importance of retailing in the different study areas is mirrored in the 
proportion of employees in sales and service occupations. For example, among the 
three mature suburban nodes, North York Centre ranks lowest and Mississauga 
City Centre highest for the proportion of occupations in this category.

The absence of the front office–back office relationship in the case of downtown 
Toronto and the nodes extends to the expressway-oriented business parks. There 
is no evidence of lower employment status in these parks relative to downtown 
Toronto or the nodes. In fact, the proportion of management occupations in the 
two business parks is slightly higher than that of downtown Toronto. Differences 
in the employment profiles of business parks relative to those of most study areas 
reflect an absence or limited presence of public-sector employment, which explains 
low proportions of occupations related to Type E occupations (social sciences, 
education, government, and religion). Moreover, their facilities and locations 
do not seem to appeal to people engaged in arts, culture, recreation, and sport 
occupations. 

On the other hand, the occupation profile of the business parks reflects the presence 
of some manufacturing establishments taking advantage of their plentiful space. 
Downtown Toronto, the nodes, and the smaller downtowns are distinguished from 
the business parks by a wider range of office-related employment, because of the 
presence of private- and public-sector workplaces. The office orientation of many 
of the study areas also differentiates the employment profiles of their workplaces 
from those of the GTA as a whole.

Retailing Trends

There are similarities between the impacts of office and retail development trends 
on study areas. In both cases, present location preferences and configurations are 
unfavourable to study areas. The Centre for the Study of Commercial Activity has 
documented the rapid spread since the early 1990s of the big-box store format, 
often aggregated within power centres (CSCA, 1996, 78-91; Hernande�, Erguden 
and Bermingham, 2006; Jones and Doucet, 1999). Not surprisingly, the prolifera-
tion of big-box stores has coincided with a marked deceleration of shopping mall 
development and rising vacancies along main streets. 

The big-box format represents a major potential source of competition for down-
town and node retail establishments. Preferring low-cost locations with excellent 
automobile accessibility (such as industrial lands), big-box stores do not gener-
ally opt for the types of intensified environments investigated in this report, and 
their presence in other locations lures shoppers away from the retailing found in 
downtowns and nodes (Jones and Doucet, 1999). In reality, however, study areas 
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have attracted some of the minority of big-box stores that locate in shopping malls 
and on traditional shopping streets. Moreover, by virtue of their presence at the 
summit of the retail hierarchy, the three regional malls in our study areas (down-
town Toronto’s Eaton Centre, Scarborough Town Centre, and Square One in the 
Mississauga City Centre) have withstood big-box competition better than most. In 
fact, two of these have undergone recent expansion: Scarborough Town Centre in 
1998 and Square One in 2005. North York Centre has also experienced growth in 
its retail space. A new mall, part of a condominium complex, was added in 1997 
and expanded in 2000. Likewise, the two small downtowns were untouched by 
big-box stores. The focus on niche markets and hospitality of downtown Oakville 
shelters it from the competition of these stores, and given the advanced depletion 
of the downtown Kitchener retail scene, there is little supplementary damage to be 
inflicted by big-box stores.

It is the nodes that are planned for the future that will be most affected by the 
predominance of the big-box store. While two of the existing nodes developed 
around existing malls (as we will see, not without some adverse consequences on 
pedestrian movement and synergy), future nodes will be denied this possibility. 
The scattering of big-box stores will make it difficult for them to attract mass 
retailing and thus achieve a high degree of multi-functionality. Furthermore, the 
weak presence of retailing in emerging nodes may impede their capacity to draw 
other land use, notably, office employment and high-density housing.

Not only do big-box stores imperil the launching of new nodes, but they are also 
at the antipodes of the planning objectives pursued by the Places to Grow Urban 
Growth Centre strategy. Either as stand-alone structures or when agglomerated 
into power centres, big-box stores operate in a mono-functional environment that 
is fully adapted to the automobile and that generates high volumes of car jour-
neys, especially since these generally have a single destination, in contrast with the 
multi-purpose trips to shopping malls.

Density 

Comparing overall densities
As Table 13 shows, the highest densities tend to be in the most central locations 
within the metropolitan region. Downtown Toronto is unchallenged in this re-
gard, with a joint residential-employment density more than 55 per cent higher 
than that of the Yonge-Eglinton node, which comes second among the study areas. 
Not surprisingly, given the important concentration of jobs in the Central Business 
District, employment is by far the main contributor to the high downtown joint 
density. More so than in downtown Toronto, residential density contributes to the 
high Yonge-Eglinton population-plus-jobs density. It is remarkable that residential 
density within this node surpasses that of downtown Toronto. In North York 
Centre, which comes third in terms of joint density, the contributions of employ-
ment and resident population are about equal. Finally, the Yonge Street Corridor 
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owes its density primarily to its residential function, while downtown Oakville has 
an employment density considerably higher than its residential density.

All the other study areas have joint densities below 10,000 per km2. Downtown 
Kitchener, the highest scoring among these lower-density areas, owes its density 
primarily to employment, as does Scarborough Town Centre, the next study area 
in terms of joint density. In Mississauga City Centre, in contrast, there is less 
difference in the respective roles of residential and employment density, similar to 
the North York Centre situation. The Mississauga East Corridor owes its density 
nearly exclusively to its residential population.

The general drop in density as we move from downtown Toronto to inner-city 
Toronto, and then to suburban study areas, corresponds with the familiar metro-
politan-wide density slope from the core to the periphery (see the classical models 
of Alonso, 1960; Clark, 1951; Wingo, 1961; see also Chen, 1997).12 Downtowns, 
nodes, and corridors present a higher-density version of their urban and suburban 
surroundings. As we shall see, the mode of transportation that dominates within 
each urban �one clearly influences the density of the study areas. Density reflects a 

12 Unlike most other variables studied here, density scores of study areas are not compared with those 
of their respective urban �one or municipality. The difficulty in measuring density at a �onal or 
municipal scale that would be consistent with those of selected downtowns, nodes, and corridors 
prevents such comparisons.  Downtowns and nodes, and to a somewhat lesser extent, density 
corridors, were defined to include mostly land uses that are compatible with their status as high-
density concentrations of activities. The calculation of the density of �ones and municipalities, by 
contrast, would take in all kinds of land uses, including large swaths of land occupied neither by 
housing nor employment. The presence of these large surfaces would depress the overall density of 
�ones and municipalities, and reduce the usefulness of the results for a comparison with the study 
areas. Still, to provide a benchmark mirroring common suburban employment location patterns, the 
density of the study areas is compared to that of two large automobile-dependent business parks.

Table 13: Population, dwellings, and employment density, study areas and two suburban business parks

Population  
per km2

Dwellings  
per km2

Jobs  
per km2

Population plus 
jobs per km2

Downtown Toronto 7,950 4,500 39,450 47,400

Yonge-Eglinton 12,950 8,400 17,600 30,550

North York Centre 11,250 5,200 12,500 23,750

Yonge Street Corridor 7,850 4,100 5,100 12,850

Downtown Oakville 3,650 2,000 6,700 10,350

Downtown Kitchener 3,450 1,800 5,800 9,250

Scarborough Town Centre 2,250 950 6,350 8,600

Mississauga City Centre 3,800 1,650 4,300 8,100

Mississauga East Corridor 4,900 1,700 900 5,800

Highway 404, North East Steeles Business Park 120 37 3,350 3,500

Highway 401, Airport Corporate Centre 18 1 3,300 3,300

Source: Statistics Canada, 2001 Census, special tabulation

Centres are ranked in order of combined (population plus jobs) density.
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mutual adjustment between travel patterns within these areas and their land use. 
Transit use and walking require far higher densities and mixtures of uses than 
automobile-oriented environments (see, for example, Anderson, Kanaroglou and 
Miller, 1996; Badoe and Miller, 2000; Cervero, 2002; Dittmar and Ohland, 2004; 
Pushkarev and Zupan, 1977). 

A comparison of the study areas to two large, fully developed automobile-oriented 
business parks, one at the northeast corner of Highway 404 and Steeles Avenue 
and the other along Highway 401 south of the airport (the Airport Corporate 
Centre), shows that study areas all achieve joint densities that far exceed those of 
the two business parks. Such business parks are the usual location of office and 
manufacturing employment in the suburbs (Cervero, 1989; Hughes, Miller and 
Lang, 1992; Lang, 2003). At first glance, the low density of the business parks 
could be blamed on a near-absence of housing within their areas. But even in terms 
of employment alone, the density of all selected downtowns, nodes, and corridors, 
with the exception of the Mississauga East corridor, which is predominantly resi-
dential, exceeds that of the two business parks.

Yet in most cases, study areas remain well below the Places to Grow density 
thresholds set for 2031. Of all the study areas, only downtown Toronto meets 
these density objectives — 474 people and jobs per hectare, versus a goal of 400 
for City of Toronto Urban Growth Centres.13 The population and employment 
densities of other nodes in the City of Toronto are below this threshold: 305 for 
Yonge-Eglinton, 237 for North York Centre, and 86 for Scarborough Town Centre. 
Likewise, the density of other study areas is considerably less than the objective 
of 200 people and jobs per hectare by 2031 for UGCs in the Greater Toronto 
Area (outside the City of Toronto) and Kitchener-Waterloo: 81 for Mississauga 
City Centre, 103 for downtown Oakville, and 92 for downtown Kitchener. Even 
nodal developments that have achieved a high level of development (which is the 
case of nodes under study in the report) will need considerable intensification to 
meet these objectives. The gap between present and projected density levels in 
investigated nodes casts doubt on the ability of present configurations to reach 
these density objectives.

Population and dwelling density
The relationship between population and dwelling density indicates that, because 
of smaller household si�e (1.7 persons per household on average), it takes more 
dwellings in downtown Toronto and the Yonge-Eglinton node to accommodate a 
given population than it does in Mississauga City Centre (2.9 persons per house-
hold), Scarborough Town Centre (2.9), or the Mississauga East corridor (3.0), 
where household si�es are much larger.14 The Yonge Street corridor (2.0), North 
York Centre (2.4), and downtown Oakville (1.9) occupy a median position. 

13 The density figures presented here differ from those in Places to Grow documents describing the 
present state of UGCs because downtown and nodal spatial definitions adopted in this report do not 
correspond to the larger UGC territories used in Places to Grow (Ontario, 2005c). 

14 See Table 9 for household si�e data.
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Here again, the study areas reflect a metropolitan-wide trend: increasing house-
hold si�e as we move from the core of the region to its periphery (Davies and 
Murdie, 1994; Murdie, 1969). Downtown Oakville is an exception, which will 
be investigated later. Factors accounting for this situation include the predilection 
of single-person or childless households for downtown and transit-oriented life-
styles, along with the higher prices and smaller si�es of housing units in Toronto’s 
central areas.

Table 14 presents the percentage of study area units belonging to different housing 
types. One cannot make a simple connection between household si�e and housing 
type distributions. In all the nodes, units in buildings with five or more storeys 
represent the vast majority of units. The housing profile of downtown Toronto is 
comparable to that of the nodes, despite important variations in household si�e. 
On the other hand, the two corridors and downtown Oakville have a more even 
distribution of housing types, with units in buildings with five or more storeys 
either at or below 50 per cent. Finally, in downtown Kitchener, the percentage of 
units in buildings with five or more storeys is considerably lower than in any other 
study area. 

Table 14 further indicates that in all cases, including downtown Kitchener, the 
proportion of units in buildings with five or more storeys is much higher in the 
study areas than in their respective urban �one or municipality. Even in downtown 
Oakville and downtown Kitchener, where the over-representation of such units is 
less pronounced, all types of multiples together far surpass proportions registered 
in their respective municipalities. 

Built environment

Land use patterns are a major source of differences among the study areas and 
contribute to the varying densities of these areas, the travel mode shares of those 
who live or work in the areas, as well as interrelations among their functions. This 
analysis focuses largely on the spatial interconnectivity of their functions and the 
quality of their urban environment from the perspective of pedestrians. 

In accord with planning thinking since the publication of Jane Jacobs’ The Death 
and Life of Great American Cities, the analysis assumes that pedestrians are par-
ticularly attracted to areas with continuous street-facing façades, small blocks, 
and a stimulating street-level environment. Such an environment typically features 
attractive store windows, sidewalk cafés, a scale of activities that is consistent with 
walking speed, and the presence of large numbers of people on sidewalks (Handy, 
Paterson and Butler, 2003). 

Jacobs’ perspective on walkable environments was based on direct observation 
of a particular neighbourhood. Over the past few decades, however, the impact 
of land use and the built environment on walking has been the object of more 

Mapping of the built environment 
for each site under investigation is 
contained in Appendix C. 
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Table 14: Per cent dwelling types in study areas and their respecti�e urban zone or municipality, 
and ratios of study area proportions relati�e to those of their urban zone or municipality 

Si
ng

le
-d

et
ac

he
d 

H
ou

se

Se
m

i-
de

ta
ch

ed
 H

ou
se

R
ow

 H
ou

se

A
pa

rt
m

en
t,

 D
et

ac
he

d 
D

up
le

x

A
pa

rt
m

en
t,

 B
ui

ld
in

g 
w

it
h 

Fi
ve

 o
r 

M
or

e 
St

or
ey

s

A
pa

rt
m

en
t,

 B
ui

ld
in

g 
w

it
h 

L
es

s 
th

an
 F

iv
e 

St
or

ey
s

O
th

er
 S

in
gl

e-
de

ta
ch

ed

M
ov

ab
le

Downtown Toronto 1.5% 3.0% 3.3% 0.5% 80.4% 10.8% 0.6% 0.0%

Inner City 19.9% 14.4% 4.7% 3.2% 38.8% 18.5% 0.7% 0.0%

Ratio: Downtown Toronto / Inner City 0.08 0.21 0.70 0.16 2.08 0.�8 0.90 0.0

Yonge-Eglinton 5.7% 2.9% 2.6% 1.0% 70.9% 16.5% 0.7% 0.0%

Inner City 19.9% 14.4% 4.7% 3.2% 38.8% 18.5% 0.7% 0.0%

Ratio: Yonge-Eglinton / Inner City 0.29 0.20 0.�6 0.30 1.83 0.83 1.00 0.0

North York Centre 8.8% 0.5% 5.0% 0.1% 83.6% 2.2% 0.0% 0.0%

City of North York 31.3% 9.8% 6.2% 10.1% 41.5% 10.1% 0.1% 0.0%

Ratio: North York Centre / North York 0.28 0.05 0.80 0.10 2.01 0.22 0.37 0.0

Scarborough Town Centre 5.8% 0.0% 2.1% 0.0% 92.1% 0.0% 0.0% 0.0%

City of Scarborough 44.2% 5.6% 8.0% 3.1% 34.8% 4.3% 0.1% 0.0%

Ratio: Scarborough Town Centre / Scarborough 0.13 0.0 0.27 0.0 2.6� 0.0 0.0 0.0

Mississauga City Centre 2.7% 2.9% 3.8% 0.2% 90.2% 0.0% 0.0% 0.0%

City of Mississauga 44.5% 12.5% 13% 0.8% 24.7% 4.2% 0.1% 0.2%

Ratio: Mississauga City Centre / Mississauga 0.06 0.23 0.29 0.23 3.6� 0.0 0.0 0.0

Downtown Oakville 14.2% 2.1% 8.9% 0.5% 45.8% 27.4% 0.0% 0.0%

Town of Oakville 66.0% 4.2% 12% 0.5% 13.2% 4.0% 0.1% 0.0%

Ratio: Downtown Oakville / Oakville 0.22 0.� 0.7� 1.04 3.48 6.78 0.0 0.0

Downtown Kitchener 30.5% 2.5% 0.4% 8.9% 32.7% 23.6% 1.5% 0.0%

Kitchener CMA 55.5% 6.9% 9.9% 1.8% 10.8% 14.6% 0.3% 0.2%

Ratio: Downtown Kitchener / Kitchener CMA 0.�� 0.37 0.04 �.0� 3.02 1.61 4.64 0.0

Yonge Street Corridor 22.7% 6.0% 1.9% 2.8% 50.5% 16.0% 0.3% 0.0%

Inner City 19.9% 14.4% 4.7% 3.2% 38.8% 18.5% 0.7% 0.0%

Ratio: Yonge Street Corridor / Inner City 1.14 0.41 0.41 0.87 1.30 0.86 0.41 0.0

Mississauga East Corridor 27.5% 10.6% 14.6% 0.1% 43.0% 3.6% 0.0% 0.65

City of Mississauga 44.5% 12.5% 13% 0.8% 24.7% 4.2% 0.1% 0.25

Ratio: Mississauga East Corridor / Mississauga 0.62 0.8� 1.12 0.12 1.74 0.8� 0.0 3.21

Source: Statistics Canada, 2001 Census.
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systematic investigation in a variety of locations. Researchers have concentrated 
on specific aspects of the physical environment that influence walking and used 
statistical analysis to measure these relationships (Handy, 2005). Residential 
and employment density (Frank and Pivo, 1995; Greenwalt and Boarnet, 2001; 
Parsons, Brinckerhoff, Quade, and Douglas, 1993) 
and a mixture of land uses (Kitamura, Mokhtarian, 
and Daidet, 1997; Kockelman, 1997) are commonly 
highlighted in studies. Other factors identified as fa-
vourable to walking include continuity of the built en-
vironment (Appleyard, 1981; Gehl, 1986) and an en-
vironment that is sufficiently complex and fine-grained 
to sustain the interest of pedestrians (Rappaport, 
1987). Attention has also been given to human scale 
and a sense of enclosure (Handy, Paterson, and Butter, 
2003). Finally, the presence of activities accessible on 
foot plays a major role in the walkability of a given 
area (Cervero, 1996; Cervero and Duncan, 2003; 
Hanson and Schwab, 1987).

This report takes the view that not only can nodes, 
downtowns, and corridors help reduce dependence on 
the car by offering an environment that is hospitable 
to pedestrians and inter-connects different functions, 
but that such an environment can promote the success 
of these areas. Indeed, the possibility of walking to a 
wide range of activities can distinguish nodes, down-
towns, and corridors from other urban settings and 
thus represents a major comparative advantage for 
these areas over automobile-oriented suburban sites. 
Such an advantage can be an important factor in the 
ongoing development of nodes, downtowns and cor-
ridors.

Downtown Toronto
Downtown Toronto represents the most diversified 
environment among the study areas. It includes the 
financial district, highly differentiated retail areas 
(Yonge Street, Bloor Street, Yorkville, Queen West) 
and major public spaces and institutions (Nathan 
Phillips Square, Queen’s Park, the University Avenue 
hospitals, the University of Toronto). The downtown 
also contains Chinatown, remnants of old residential 
areas (now generally gentrified), industrial districts 
(often transformed into offices or lofts), and high-den-
sity residential developments. 

TORONTO DOWNTOWN > Redevelopment in the Bloor-Yorkville 
district adopts a high-rise configuration with stores at the street level.

TORONTO DOWNTOWN > Yonge and Dundas, looking south: On the 
east side (left), traditional store façades and of the west side (right), the 
Eaton Centre also presents store windows.

TORONTO DOWNTOWN > Chinatown: Narrow façades and diversity, 
stimulation and entertainment for the pedestrian.
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YONGE-EGLINTON NODE > Retail façades on Yonge Street with 
redevelopment behind.

TORONTO DOWNTOWN > Queen Street west: A traditional retail area 
increasingly occupied by trendy and tourist-oriented stores. Note the 
wide sidewalk.

NORTH YORK CENTRE > The width of Yonge Street and high traffic 
levels are detrimental to the pedestrian environment of North York 
Centre.

From an urban form perspective, most of the downtown is covered with build-
ings. The space devoted to the automobile — roads and surface parking lots — is 
relatively limited. In consequence, the environment 
is generally friendly to pedestrians, offering con-
tinuous façades, rarely interrupted by surface parking. 
However, streets with stores offer a more stimulating 
environment to pedestrians than the windswept pla�as 
of the financial district and the blind walls of large 
buildings from the modernist era. Overall, the down-
town area provides excellent conditions for walking 
among its different functions, either through the 
street network or the underground PATH pedestrian 
walkway system, with its store-lined corridors. In its 
multi-functionality and synergy, downtown Toronto 
represents a model to be replicated at a reduced scale 
by other GGH downtowns and nodes.

Yonge-Eglinton node
The Yonge-Eglinton node replaced, from the late 1950s 
onwards, much of the mature inner-city texture that 
predated it. It includes office space, a retail mall that is 
part of an office complex, two traditional commercial 
streets, and numerous high-rise apartment buildings 
interspersed with single-family homes and low-rise 
apartments on residential streets. High-rise residential 
buildings are generally set back behind a landscaped 
front yard, a legacy of the architectural models prevail-
ing during the 1950s and 1960s. Nevertheless, thanks 
to a layout that is mostly street-oriented, the absence 
of large surface parking lots, and its small si�e, the 
Yonge-Eglinton node provides excellent pedestrian 
connectivity among its different functions. 

North York Centre
North York Centre stretches along Yonge Street over 
more than 2.5 kilometres. It has largely replaced a 
typical 1950s commercial strip, stretches of which still 
stand. Redevelopment has not been uniform along this 
portion of Yonge Street, but has been concentrated 
around three poles that coincide with three subway 
stations. The largest cluster of redevelopment runs 
from Sheppard Avenue to Park Home and Empress 
Avenue and occupies the middle part of North York 
Centre. It consists of a high-density mixture of offices, 
indoor retail malls, a civic centre (with municipal of-
fices, library, and theatre), street retail, a hotel, and 
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housing. The second cluster, which surrounds the 
Finch Avenue−Yonge Street intersection, shares some 
of the functional diversity of the first pole, but is not 
as developed. The third, located immediately north of 
Highway 401, is essentially residential. All three have 
recently experienced extensive high-rise residential 
condominium growth. 

The linearity of North York Centre is a function of 
�oning regulations adopted to protect surrounding 
single-family-home neighbourhoods. The effect of the 
regulations is to cause an abrupt fall in density one or 
two blocks away from Yonge Street.

The attraction of North York Centre for pedestrians is uneven. Yonge Street’s 
sidewalks connect all components of the centre and some remnants of the original 
retail strip provide continuous store façades, as do many of the newer develop-
ments. However, the six lanes of Yonge Street and its heavy volumes of traffic 
do not make for a pleasant pedestrian environment. The length of North York 
Centre represents a further obstacle to pedestrian movement through the area as a 
whole, and much of the interaction between activities probably takes place within 
the three clusters. Sidewalk-facing parking lots and automobile-oriented retail-
ing make the areas between the clusters unattractive 
to pedestrians. We can anticipate that, over time, the 
replacement of these types of development will make 
North York Centre more appealing to pedestrians. 

Scarborough Town Centre
The difficulties confronting pedestrians in North 
York Centre pale by comparison to those experienced 
in Scarborough Town Centre and Mississauga City 
Centre. The two have much in common, since both 
nodes centre on a large indoor mall, surrounded by 
extensive parking. 

Parts of Scarborough Town Centre feel like a campus, 
with curvilinear streets, footpaths, green space, build-
ings placed at a distance from each other, and heavily 
treed buffers separating multi-functional areas from 
nearby single-family residential districts. The campus 
ambience is, however, compromised by abundant 
parking. The different functions found in Scarborough 
Town Centre are often spatially disconnected. To 
reach the shopping mall from the main office concen-
tration, one has to cross a major arterial road and a 
si�able parking lot. The link from the mall to the larg-

SCARBOROUGH TOWN CENTRE > Parts of Scarborough Town 
Centre adopt a campus-like layout.

NORTH YORK CENTRE > Mel Lastman Square is a well-designed 
public space in North York Centre.

SCARBOROUGH TOWN CENTRE > Much of the space in Scar-
borough Town Centre is taken by the regional mall and its parking lot.
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MISSISSAUGA CITY CENTRE > As in Scarborough Town Centre, 
a high proportion of the space in Mississauga City Centre is given to 
parking with deleterious effects on pedestrian movements.

MISSISSAUGA CITY CENTRE > Mississauga City Centre, like the 
other nodes under study, is the site of a considerable condominium 
construction boom.

est residential cluster involves a one-kilometre walk 
on wide streets surrounded by open land and surface 
parking lots.

Mississauga City Centre
Mississauga City Centre does not have Scarborough 
Town Centre’s campus-like layout. It too is composed 
of speciali�ed districts, but they tend to be different 
and larger. The shopping mall is the second largest in 
the Toronto metropolitan region, and is adjacent to an 
extensive and architecturally distinctive civic centre, 
two groups of private office buildings, and high-rise 
residential development (Jones and Hernande�, 2006: 
Table 6.2). 

Although much of the surface of the central, commer-
cial part of the node and of some of the office districts 
is taken by parking (at ground level or decked), the 
remainder of the node devotes far less space to park-
ing, thanks to the presence of underground parking in 
the civic centre as well as in some office and residential 
buildings. The newer buildings relate much better to 
the street than previous structures did. Nevertheless, 
it is proving difficult to find activities to animate the 
sidewalk-facing façades of these recent buildings. 
Shops and restaurants to the north of the mall have 
made efforts to create a street-oriented environment, 
and the expansion of the shopping mall towards the 
civic centre has removed the obstacle to pedestrian 
movement that the parking lot represented. 

However, these initiatives have so far failed to provide the kind of pedestrian-
hospitable environment that would promote the integration of Mississauga City 
Centre’s different activities. One problem is its si�e (1.5 by 1.5 km), which discour-
ages walking from an activity at one end of the node to another at the other end. 
This problem is compounded by the wide arterials and 
abundant surface parking in its core. Finally, the large 
scale of the development is ill-adapted to people mov-
ing at walking speed.

Downtown Oakville
Downtown Oakville is a traditional main street lined 
with boutiques, restaurants, and cafés. The downtown 
covers 12 blocks and presents continuous façades along 
the main street. Parking is at the back of the stores, in 
lots that are small enough not to break pedestrian con-

DOWNTOWN OAKVILLE > Downtown Oakville is one of the few 
outdoor pedestrian-oriented environments in suburban Toronto.
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nectivity with neighbourhoods surrounding the downtown. The downtown and 
these neighbourhoods are well linked by the street grid covering old Oakville. With 
the exception of concentrations of high-density housing at each end of the main 
street, nearby neighbourhoods are mostly composed of single-family homes. 

Its small si�e, layout, and external links make Oakville’s downtown highly condu-
cive to walking. Because the shops do not cater to the needs of nearby residents (for 
example, there is no supermarket), the downtown is primarily oriented towards 
visitors, to whom it owes its success. So although pedestrians can easily walk in 
from the abutting neighbourhoods, the scarcity of downtown activities adapted to 
residents’ needs discourages such trips.

Downtown Kitchener
Like downtown Oakville, downtown Kitchener is a traditional downtown. In the 
early 1960s, it was the region’s premier retail centre. But over the decades, the 
area lost employment and retailers, and the landscape 
bears the scars of its lacklustre economic performance. 
Main-street façades that used to be uninterrupted are 
now broken as a result of fires and demolitions, which 
have allowed the infiltration of surface parking lots. 
Remaining façades tend to be either vacant or occu-
pied by low-order retailing. 

Two downtown retail malls were built in the 1970s 
and the early 1980s to help downtown Kitchener com-
pete with the suburbs, but both have since lost their 
mainstream stores and faltered. One is now entirely 
occupied by offices and the other contains a fitness 
centre, some stores, and offices. Functions are mixed 
on the main street, with stores and office buildings 
(although most large office structures are on surround-
ing streets). The main street is, however, increasingly 
becoming the site of civic and subsidi�ed cultural ac-
tivities: it is already home to city hall, a theatre, and a 
children’s museum. A new library is being considered.

Despite the industrial sites (both active and abandoned) 
at one end of the downtown area, connectivity with 
surrounding neighbourhoods is high, since all these 
districts share the same grid pattern. Housing types 
vary within the abutting neighbourhoods: single-fam-
ily homes, duplexes, and low-rise and high-rise apart-
ment buildings. There are also profound differences 
in the socioeconomic status of residents in different 
neighbourhoods. 

DOWNTOWN KITCHENER > Fires and demolitions have created gaps 
in the façades along downtown Kitchener’s King Street.

DOWNTOWN KITCHENER > The main street in downtown Kitchener 
has become the site of public sector and cultural activities: we see here 
the theatre and the children’s museum.
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Pedestrian movement is promoted by the connectivity provided by the street grid, 
as well as by the remaining street-aligned façades, but hindered by breaks in the 
main street’s frontages, the unattractiveness of existing façades and store windows, 
and the vacant land left by de-industriali�ation. Distance is also a problem: the 
commercial part of the downtown covers 20 blocks and the main street stretches 
over 1.3 km. To make matters worse, in response to concerns in the 1960s that a 
revitali�ed downtown would become too congested, the concert hall was located 
more than 500 metres from the main street. 

One challenge confronting downtown Kitchener is the design of new buildings 
that are attractive to pedestrians. But the biggest struggle is how to launch a cycle 
of growth by creating positive synergistic effects between, on the one hand, retail-
ing and hospitality services, and on the other, employment and housing.

Yonge Street corridor
The buildings lining Yonge Street, the spine of the Yonge Street corridor, are 
mostly continuous store façades surmounted by one or two additional storeys. 
These structures are interspersed with mid-rise and high-rise buildings. The street 
orientation of the more recent buildings presumably reflects a wish on the part 
of their developers to profit from the commercial character of the street by hav-
ing stores on the ground floor, which coincides with planning requirements for 
street-related retail. High-rise buildings are mostly found close to the four main 
intersections of the corridor (and the sites of subway stations): Yonge/St. Clair, 
Yonge/Davisville, Yonge/Eglinton, and Yonge/Lawrence. Just to the east and west 
of Yonge Street are residential neighbourhoods containing single-family homes, 
mostly on narrow lots, as well as some townhouses and low-rise apartment build-
ings. Yonge Street provides a stimulating pedestrian environment and links with 
surrounding neighbourhoods are secured by a tight street grid. 

Retailing on Yonge Street is targeted at different markets. For most nearby resi-
dents, the portion of Yonge Street close to their home plays the role of a neigh-
bourhood main street. Office building clusters at Yonge and St. Clair and in the 
Yonge-Eglinton node also support retail activity. Another market consists of 
people driving along the corridor or using its subway stations. Finally, restaurants 
and other activities with a relatively large trade area have adopted a Yonge Street 
location because of its street life, the trendy character of some areas, and its acces-
sibility by car and public transit.

Mississauga East corridor
If Yonge Street displays the features of an inner-city environment, the Mississauga 
East corridor is clearly suburban. It is defined as a succession of census tracts with 
densities that well exceed the suburban norm. In fact, this corridor represents the 
largest outer-suburban concentration of such census tracts, despite sharp variations 
in density levels, the outcome of clear demarcations between residential districts, 
each of which features a single type of housing. 
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Most of the corridor consists of single-family home subdivisions, with pockets of 
townhouse developments and high-rise apartment buildings. Retailing is in the 
form of one indoor mall (Square One, just north of the boundary of the corridor) 
and strip malls of different dimensions, all with abundant parking space. The 
corridor itself may be underprovided with retailing because of its proximity to the 
mammoth Square One mall.

The street pattern of the corridor follows the superblock principle, with arterials 
at approximately one-kilometre intervals. Retailing is found on the arterials. If the 
inner portions of the superblocks offer a peaceful, albeit unstimulating, walking 
environment, the arterials are clearly dominated by the automobile. Since building 
façades are not built out to the sidewalk, the Mississauga corridor lacks pedestrian 
connectivity. Still, efforts have been made to connect high-density residential and 
shopping areas. Residential and employment densities are highest along the portion 
of the corridor that is closest to, and overlaps with, the Mississauga City Centre. 
Elsewhere in this predominantly residential corridor, employment is minimal.

Morphology, suitability for pedestrians, and connectivity
A systematic measurement of the different land uses present in the downtowns 
and nodes under investigation allows for a deeper examination of the morphology 
of these study areas and, indirectly, of their suitability for pedestrians and inter-
functional connectivity. There is some variation between the boundaries of the 
places that are the object of land use measurements and those used elsewhere in 
the report to define study areas. For a delineation of these variations, see the note 
at the end of Table 15 (page 74). 

Research on environments that are favourable to walking and strong connections 
among different functions shows that such places usually have a large proportion 
of their land covered by buildings. Such a layout can support a concentration of 
activities within a limited area and may ideally take the form of continuous façades 
built out to the sidewalks. Campus-like configurations that segregate pedestrians 
and cars ostensibly provide a setting that supports walking, but people in such 
environments are surrounded largely by green space and may miss the stimula-
tion found on lively commercial streets. These configurations also lack the sense 
of containment provided by unbroken façades. Empty spaces, roads, and surface 
and decked parking impede walking and connectivity. Generally, the more space 
that is devoted to the automobile, the poorer the pedestrian environment, given 
the monotony of automobile space for people who walk and, more generally, the 
unsuitability for walkers of environments built with the car in mind.

Land use measurements drawn from aerial photographs do not allow a review 
of all factors of walkability discussed in the literature. They do, however, yield 
statistics on a number of features with known effects on walking, such as the 
balance between land uses that accommodate the automobile (roads and parking) 
and those that cater to pedestrians (sidewalks, pathways and pla�as). Land use 
data also indicate the proportion of study areas occupied by buildings, and thus 
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the capacity of these areas to bring activities within walking reach and provide 
both connectivity and a sense of enclosure. Measurements of the proportion of 
street frontages occupied by façades made it possible to further gauge connectivity 
and enclosure.

Table 15 contrasts two types of environments: four downtown Toronto districts 
known for their high pedestrian circulation vs. Scarborough Town Centre and 
Mississauga City Centre, two suburban nodes developed on greenfield sites around 
a pre-existing regional mall. These two categories are distinguished by the portion 
of their surface that is covered by buildings. The footprint of buildings accounts for 
between 50.9 and 58.2 per cent of the land of downtown Toronto districts, while 
equivalent values for Scarborough Town Centre and Mississauga City Centre are 
respectively 13.7 and 19.1 per cent. 

The different morphology of the two types of study areas and of the likely impact 
on their inner dynamics is even more apparent in the dramatic variation in the 
street frontage that is occupied by façades built out to the sidewalk. For the four 
downtown Toronto districts, such façades represent 77.1 per cent of street front-
age, with values ranging from 79.6 to 100 per cent for their main commercial 
streets. In contrast, only 5.6 and 6.8 per cent of the street frontage is occupied by 
façades in Scarborough Town Centre and Mississauga City Centre. 

The proportion of space taken by roads is higher in the downtown Toronto dis-
tricts than it is in the two suburban nodes. Such a paradoxical finding is a conse-
quence of the higher space consumption of roads in a tight grid pattern than in the 
suburban super-block configuration, where roads are wider, but less numerous.

Sidewalks also distinguish the two types of districts. Sidewalks are invariably pres-
ent on both sides of the streets of the downtown districts and are wide on the main 
commercial streets. They occupy 7.5 per cent of the surface of these areas. In the 
Bloor-Yorkville and Queen Street West districts, this percentage reaches 8.5 per 
cent. In Scarborough Town Centre and Mississauga City Centre, sidewalks oc-
cupy only 2.2 and 3.6 per cent of the space, respectively. This includes pathways, 
which are common in the Scarborough Town Centre. The limited space is given to 
sidewalks in the two suburban nodes because there are fewer roads than in central 
districts, many roads have sidewalks only on one side, and suburban sidewalks 
tend to be narrow.

Parking and green space also distinguish the downtown Toronto districts from 
the suburban nodes. Surface and decked parking represents only 10.6 per cent of 
the total area of the selected downtown Toronto districts. In Scarborough Town 
Centre and Mississauga City Centre, surface and decked parking accounts for 
34.4 and 39.9 per cent of the surface, respectively. In both these cases, the retail 
centres, mainly the regional malls, register the highest proportion of space devoted 
to parking. The residential sector of Scarborough Town Centre and some of the 
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Table 15: measurements of the built en�ironment in in�estigated downtowns and nodes
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Yonge- 
Eglinton Node
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34.9%

71,730
12.4%

144,880
25.1%

16,160
2.8%

84,580
14.7%

34,880
6.0%

13,650
2.4%

0
0.0%

0
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9,620
1.7%
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North York 
Centre

270,340
25.2%
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16.1%

254,880
23.8%

2,230
0.2%
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52,410
4.9%
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0
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Scarborough Town Centre

Retail Centre 75,390
20.2%

32,420
8.7%

144,520
38.7%

38,900
10.4%

74,180
19.9%

2,380
0.6%

0
0.0%

0
0.0%

0
0.0%

5,167
1.4%

372,950
100%

Campus 27,000
9.3%

39,260
13.5%

57,920
19.9%

5,760
2.0%

123,570
42.4%

9,590
3.3%

14,230
4.9%

6,860
2.4%

0
0.0%

7,390
2.5%

291,590
100%

Office Cluster 15,280
10.0%

35,860
23.6%

35,580
23.4%

0
0.0%

56,050
36.8%

4,750
3.1%

2,590
1.7%

0
0.0%

0
0.0%

2,160
1.4%

152,260
100%

Residential 
Cluster

18,500
10.7%

20,170
11.6%

57,720
33.3%

0
0.0%

40,310
23.2%

4,620
2.7%

11,390
6.6%

20,880
12.0%

0
0.0%

0
0.0%

173,580
100%

Total 136,170
13.7%

127,710
12.9%

295,730
29.9%

44,660
4.5%

294,110
29.7%

21,330
2.2%

28,210
2.8%

27,750
2.8%

0
0.0%

14,720
1.5%

990,380
100%

Mississauga City Centre

Retail Centre 177,530
28.7%

65,690
10.6%

280,670
45.4%

26,350
4.3%

52,300
8.5%

8,220
1.3%

8,080
1.3%

0
0.0%

0
0.0%

0
0.0%

618,830
100%

Civic Centre 29,070
24.9%

27,340
23.4%

7,950
6.8%

0
0.0%

22,120
19.0%

10,130
8.7%

20,060
17.2%

0
0.0%

0
0.0%

0
0.0%

116,670
100%

Office Cluster 43,460
10.8%

76,620
19.1%

159,570
39.7%

9,550
2.4%

84,520
21.0%

20,450
5.1%

7,790
1.9%

0
0.0%

0
0.0%

0
0.0%

401,970
100%

Residential 
Cluster

36,130
9.9%

49,370
13.6%

114,940
31.6%

0
0.0%

140,690
38.7%

14,910
4.1%

2,200
0.6%

5,370
1.5%

0
0.0%

0
0.0%

363,600
100%

Total 286,190
19.1%

219,030
14.6%

563,120
37.5%

35,890
2.4%

299,630
20.0%

53,710
3.6%

38,130
2.5%

5,370
0.4%

0
0.0%

0
0.0%

1,501,070
100%

Downtown 
Oakville

80,130
38.8%

48,150
23.3%

40,400
19.6%

0
0.0%

13,230
6.4%

18,650
9.0%

6,070
2.9%

0
0.0%

0
0.0%

0
0.0%

206,630
100%

Downtown 
Kitchener

153,150
33.8%

76,350
16.9%

118,190
26.1%

14,000
3.1%

38,590
8.5%

35,400
7.8%

8,790
1.9%

740
0.2%

0
0.0%

7,520
1.7%

452,730
100%

Downtown Toronto

Bloor-
Yorkville

124,180
53.9%

41,760
18.1%

13,550
5.9%

6,830
3.0%

18,250
7.9%

19,460
8.5%

4,630
2.0%

1,550
0.7%

0
0.0%

0
0.0%

230,210
100%

Yonge-
Dundas-

Queen

166,130
57.1%

43,850
15.1%

17,190
5.9%

12,780
4.4%

6,710
2.3%

18,830
6.5%

17,110
5.9%

8,190
2.8%

0
0.0%

0
0.0%

290,770
100%

Chinatown 105,440
58.2%

29,210
16.1%

21,580
11.9%

0
0.0%

6,070
3.4%

12,980
7.2%

1,030
0.6%

0
0.0%

0
0.0%

4,800
2.7%

181,110
100%

Queen St West 62,150
50.9%

24,040
19.7%

15,390
12.6%

0
0.0%

940
0.8%

10,330
8.5%

1,210
1.0%

8,000
6.6%

0
0.0%

0
0.0%

122,050
100%

Total of 
Downtown 

Toronto 
selected areas 

457,890
55.6%

138,850
16.8%

67,710
8.2%

19,600
2.4%

31,960
3.9%

61,610
7.5%

23,980
2.9%

17,740
2.2%

0
0.0%

4,800
0.6%

824,140
100%
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Table 15: measurements of the built en�ironment in in�estigated downtowns and nodes (continued)

Sector of Study Area Streets Street Frontage, m
Street-facing 

Façades, m
Façades as Per 

Cent of Frontage

Yonge-Eglinton Node Yonge
Eglinton
Others 
All streets

1,520
1,680
7,470

10,660

1,170
1,230
1,650
4,050

76.9
73.3
22.1
37.9

North York Centre Yonge
Others 
All streets

4,380
13,760
18,140

2,470
3,740
6,210

56.4
27.2
34.3

Scarborough Town Centre

Retail Centre 2,230 0 0

Campus 2,390 158 6.6

Office Cluster 1,870 146 7.8

Residential Cluster 2,070 175 8.5

Total 8,550 479 5.6

Mississauga City Centre

Retail Centre 4,850 141 2.9

Civic Centre 2,170 281 13.0

Office Cluster 5,130 574 11.2

Residential Cluster 5,070 169 3.3

Total 17,210 1,170 6.8

Downtown Oakville Lakeshore 
Others 
All streets

1,170
5,180
6,340

1,070
2,360
3,430

91.9
45.5
54.0

Downtown Kitchener King Street
Others 
All Streets

1,970
7,990
9,950

1,630
3,370
5,000

82.7
42.2
50.2

Downtown Toronto

Bloor-Yorkville Bloor
Yonge
Cumberland 
Others 
All streets

1,100
321

1,090
2,870
5,380

917
299
866

2,000
4,090

83.7
93.2
79.6
69.8
76.0

Yonge-Dundas-Queen Yonge
Others 
All streets

1,530
3,470
5,000

1,370
2,300
3,670

89.8
66.1
73.3

Chinatown Spadina
Dundas
Others 
All streets

890
820

2,350
4,050

860
720

1,570
3,160

96.7
88.7
67.0
77.8

Queen St West Queen
Spadina
Others 
All streets

1,000
140

2,520
3,660

900
140

1,990
3,040

90.6
100.0
78.9
83.0

Total of Downtown Toronto 
selected areas 

All streets 18,080 13,940 77.1
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Table 15: measurements of the built en�ironment in in�estigated downtowns and nodes (continued)
Delineation of the study areas for the purpose of land use measurements: The formula used for these 
measurements included commercial and public buildings as well as high-density housing. Parking, land-
scaping, and access roads to these buildings were also measured, as were parks and pla�as. Other uses 
surrounded by nodal or downtown functions were measured, such as empty lots. The limits of the sectors 
measured here coincided with the transition from commercial and high-density uses to low-density resi-
dential and workplaces as well as open land. But parking lots at the edge of these sectors were included, 
because it was assumed that they served the nodal and downtown functions. 

Boundaries of the different measured areas:
Yonge-Eglinton node: commercial and high-density properties on the west side of Yonge St from 

Roselawn Ave to Orchard View Blvd; Orchard View Blvd to Duplex Ave, and commercial properties 
facing the north side of Eglinton Ave to Henning Ave; commercial properties facing the south side of 
Eglinton Ave from Maxwell Ave to Duplex Ave; Duplex Ave to Hillgate Ave (excluding low-density 
properties); commercial properties facing Yonge St between Soudan Ave and Hillsdale Ave; Erskine Ave 
to Redpath Ave; Redpath Ave to Roehampton Ave including high-density housing to the east of Redpath 
Ave; Roehampton Ave to Mount Pleasant Rd and Soudan Ave to Yonge St (excluding low-density prop-
erties facing Soudan Ave).

North York Centre: Area bordered by Hendon Ave, Duplex Ave, Lorraine Dr, the property line of 
high-density office and residential buildings, Canterbury Pl, Beecroft Rd, Poynt� Ave, Glendora Ave, 
Tradewind Ave, Bonnington Pl, Sheppard Ave, Kenneth Ave, Spring Garden Ave, Doris Ave, back of 
high-density and commercial properties facing Yonge St, Olive Ave, Dudley Ave, Finch Ave, Kenneth 
Ave, Bishop Ave.

Scarborough Town Centre: Progress Ave (including properties to the north of the avenue that are de-
veloped or under development), Highway 401, Toyota Pl, Bellamy Rd, Progress Ave (excluding industrial 
properties to the north of Progress Ave), Consilium Pl, Grangeway Ave, Bushby Dr (including develop-
ments and parking to the east and south of Grangeway Ave and Bushby Dr), McCowan Rd, Ellesmere 
Rd, Brimley Rd, Omni Dr, Borough Dr.

Mississauga City Centre: Developments facing the north side of Burnhamthorpe Rd between 
Confederation Pkwy and Living Arts Dr; Living Arts Dr, Prince of Wales Dr, Duke of York Blvd, Rathburn 
Rd to 500m west of Living Arts Dr, Centre View Dr, City Centre Dr, access ramp to Hurontario St, 
Hurontario St; office developments east of Hurontario St, north and south of Robert Speck Pkwy; high-
density residential development east of Hurontario between Burnhamthorpe Rd and Central Parkway 
East; high-density office, hotel and residential development west of Hurontario St between Kariya Dr 
and Elm Dr. Burnhamthorpe Rd represents the southern limit for the remainder of the Mississauga City 
Centre.

Downtown Oakville: Area within Water St, Randall St, Allan St and Robinson St.
Downtown Kitchener: Area within Francis St, Joseph St, Queen St, Church St, Charles St, Eby St, 

Market Lane, Scott St, Spet� St, Frederick St, Otto St, Queen St, Weber St, Ontario St, Duke St.
Downtown Toronto, Bloor-Yorkville: Area within Queen’s Park Ave, Yorkville Ave, Yonge St, Charles 

Street.
Downtown Toronto, Yonge-Dundas-Queen: Area within Bay St, Gerrard St, Victoria St, Queen St.
Downtown Toronto, Chinatown: Area within Cameron St, the back property line of commercial 

buildings facing Spadina Ave, Dundas St, Kensington Ave, Baldwin St, Spadina Ave, D’Arcy St, Beverley 
St, Grange Ave, Huron St, Phoebe St, Spadina Ave to the back of properties facing Queen St.

Downtown Toronto, Queen St West: Area within Spadina Ave, Bulwer St, Soho St, Phoebe St, 
Stephanie St, McCaul St, Duncan St, Richmond St. 
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office areas of Mississauga City Centre also contain large amounts of parking 
space.

While nearly absent from the downtown districts (covering only 3.9 per cent 
of their area), green space occupies a substantial proportion of the surface of 
Scarborough Town Centre and Mississauga City Centre (29.7 and 20 per cent, 
respectively). Nodes make liberal use of green space for buffering, a technique 
commonly used to separate suburban land uses. In downtown Toronto, where 
space is at a premium, land uses co-exist side by side.

Like suburbs in general, suburban nodes are composed of speciali�ed districts as-
sociated with specific functions and presenting distinctive layouts.15 An abundance 
of green space characteri�es the campus-like area that covers part of Scarborough 
Town Centre and the high-rise residential cluster found in Mississauga City Centre, 
which adheres to the tower-in-the-park formula. Green space occupies 42.4 per 
cent of the surface of Scarborough Town Centre and 38.7 per cent of Mississauga 
City Centre. 

The Civic Centre of the Mississauga City Centre also stands out within the two 
suburban nodes. It is characteri�ed by a small amount of surface or decked park-
ing, since most of it is underground, and by the amount of space devoted to pla�as. 
Despite effort to de-emphasi�e the presence of vehicles and create plentiful space 
for pedestrians, the civic centre lacks the animation that mixed uses and street 
façades bring.

The land use statistics of the other two nodes, Yonge-Eglinton and North York 
Centre, tend to fall between the extremes of downtown Toronto on the one hand, 
and of Scarborough Town Centre and Mississauga City Centre, on the other. The 
building coverage of the Yonge-Eglinton node is higher than that of North York 
Centre, as is the proportion of land taken by parking. Green space coverage is 
identical in these two nodes, but more space is given to sidewalks in the Yonge-
Eglinton node and more to pla�as in North York Centre. (The space devoted to 
the pla�a category in North York Centre is largely concentrated in a large central 
square.) There are also more construction sites in the rapidly growing North York 
Centre than in the more stable Yonge-Eglinton node. Finally, a higher presence 
of façades on the two main streets of the Yonge-Eglinton node (Yonge Street and 
Eglinton Avenue) than on Yonge Street in North York Centre indicates a stronger 
inner-city character.

Downtown Oakville and downtown Kitchener present some similarities in the 
proportions of space taken by their land uses. The substantial differences in their 

15 In light of this explanation of differences in suburban land uses, it is tempting to attribute the 
greater similitude that exists between the land uses of downtown districts to a relative consistency 
in inner-city environments, which would account for their high spatial connectivity. Although such 
consistency may explain some of the data in Table 15, it is important to remember that these districts 
were selected on the basis of common traits: their strong retail orientation and their walking-
conducive environment.
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economic fortunes are not reflected in land use statistics, with the possible excep-
tion of a lesser presence of façades on downtown Kitchener’s King Street than 
on downtown Oakville’s Lakeshore Road. The poor economic performance of 
downtown Kitchener is responsible for the deterioration, demolition, and non-
replacement of buildings on the main street. 

A number of measurements from these two downtowns are in the middle range 
among our study areas. This finding can be attributed to the lower density of the 
built environment and the presence of larger amounts of surface parking in the two 
small downtowns, which have lower land values than in downtown Toronto.

Travel patterns

Trips into the study areas
Table 16 presents modal shares for trips with destinations within the study areas. 
These trips may originate inside or outside these areas. A striking finding is the 
correspondence between the modal shares of study areas and the well-documented 
decline in public transit patronage (and corresponding increase in automobile 
shares) from the centre to the periphery of the Greater Toronto Area (Crowley 
and Dalton, 1998; McLeod, 1999: 8; Miller, Dalton and Briggs, 1998). This ten-
dency is illustrated by differences in the modal shares of the Yonge-Eglinton node 
and North York Centre, both of which are on the Yonge subway line and thus 
enjoy similar levels of transit service. While 32.6 per cent of the trips to a Yonge-
Eglinton destination rely on public transit, the equivalent proportion for North 
York Centre is 22.8 per cent. The reverse relationship between the proportion of 
public transit trips and the distance of study areas from downtown Toronto can be 
linked to transportation conditions in the areas surrounding these nodes.

The availability of different modes of transportation within their catchment �ones 
and the extent to which the built environment of these �ones (density and mixture 
of uses) is conducive to transit use and walking are mirrored in modal shares re-
corded for trips to study areas. We can conclude that conditions outside the study 
areas have more influence on the modal split of trips to these areas than conditions 
prevailing within their boundaries. The modal choice for people travelling to a 
destination within the study areas is largely influenced by transportation options 
at the point of origin. 

Variations in the availability of free parking also account for differences in modal 
shares. The effect of parking costs is particularly noticeable in the four nodes, 
where it adds to the impact of public transit levels. As in downtown Toronto, there 
is a virtual absence of free parking in Yonge-Eglinton and North York Centre, 
although parking rates there tend to be lower than in downtown Toronto. In con-
trast, free parking is plentiful around Scarborough Town Centre and Mississauga 
City Centre. 
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Table 16: Per cent modal shares of all trips with destinations in study areas, in their respecti�e urban zone or municipality 
and in two business parks, and ratios of study area shares relati�e to those of their urban zone or municipality

Auto 
Driver

Auto 
Passenger

Public 
Transit Walking Cycling Other

Downtown Toronto 35.5% 7.9% 46.6% 8.9% 2.3% 1.9%

Inner City 43.2% 10.6% 33.6% 8.5% 2.3% 1.7%

Ratio: Downtown Toronto / Inner City 0.7� 0.74 1.39 1.0� 1.00 1.12

Yonge-Eglinton 47.5% 10.4% 32.6% 6.7% 0.9% 1.9%

Inner City 43.2% 10.6% 33.6% 8.5% 2.3% 1.7%

Ratio: Yonge-Eglinton / Inner City 1.10 0.98 0.97 0.79 0.39 1.12

North York Centre 58.0% 13.4% 22.8% 4.3% 0.7% 0.7%

City of North York 61.5% 15.4% 16.9% 4.8% 0.4% 1.0%

Ratio: North York Centre / North York 0.94 0.87 1.3� 0.89 1.7� 0.70

Scarborough Town Centre 58.2% 17.3% 18.9% 4.6% 0.2% 0.8%

City of Scarborough 60.9% 17.2% 15.1% 5.3% 0.3% 1.1%

Ratio: Scarborough Town Centre / Scarborough 0.9� 1.01 1.2� 0.87 0.67 0.73

Mississauga City Centre 67.3% 17.8% 9.5% 3.9% 0.1% 1.3%

City of Mississauga 70.1% 16.0% 6.3% 4.9% 0.3% 2.4%

Ratio: Mississauga City Centre / Mississauga 0.96 1.11 1.�1 0.79 0.33 0.�4

Downtown Oakville 79.8% 15.1% 3.1% 0.6% 0.3% 1.2%

Town of Oakville 73.1% 16.0% 3.8% 3.8% 0.5% 2.7%

Ratio: Downtown Oakville / Oakville 1.09 0.94 0.81 0.16 0.60 0.44

Downtown Kitchener 81.1% 12.6% 4.6% 1.1% 0.6% N.A.

Waterloo Region 68.8% 17.1% 3.4% 7.8% 0.7% 2.0%

Ratio: Downtown / Waterloo Region 1.18 0.74 1.3� 0.14 0.86 N.A.

Yonge Street Corridor 50.6% 10.9% 28.6% 6.9% 1.1% 1.8%

Inner City 43.2% 10.6% 33.6% 8.5% 2.3% 1.7%

Ratio: Yonge Street Corridor / Inner City 1.17 1.03 0.8� 0.81 0.48 1.06

Mississauga East Corridor 64.3% 16.9% 9.1% 7.1% 0.3% 2.3%

City of Mississauga 70.1% 16.0% 6.3% 4.9% 0.3% 2.4%

Ratio: Mississauga East Corridor / City of Mississauga 0.92 1.06 1.44 1.4� 1.00 0.96

Business Park, Highway 404, North East of Steele 76.0% 15.4% 5.1% 1.4% 0.2% 1.9%

Business Park, Highway 401 South of Pearson Airport 80.2% 13.9% 4.1% 0.3% 0.1% 1.3%

Source: 2001 Transportation Tomorrow Survey.

Downtown Kitchener is an exception to the tendency for transit use to decline 
as distance from downtown Toronto increases. Transit modal split in downtown 
Kitchener is slightly higher than it is in downtown Oakville (4.6 vs. 3.1 per cent). 
As a metropolitan region in its own right, the Kitchener CMA (which corresponds 
broadly to the administrative boundaries of Waterloo Region) reproduces to some 
extent the transit use gradients observed in the Toronto CMA; that is, downtown 
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Kitchener has a higher transit modal share than the metropolitan region as a 
whole. But transit use peaks and metropolitan-wide shares are considerably lower 
in Waterloo Region than they are in Toronto CMA, although not below those in 
Toronto’s outer suburbs.

Despite the varied land use patterns and the transportation conditions of their 
surroundings, public transit modal shares of trips to places within the study areas 
generally exceed those of trips to destinations elsewhere in the surrounding urban 
�one or municipality of these areas. No doubt, high-density clusters of mixed 
activities are associated with higher levels of transit use than those of surround-
ing areas. However, it does not mean that study areas display high transit modal 
shares. For Mississauga City Centre and the Mississauga East corridor, the transit 
modal splits are 9.5 and 9.1 per cent, respectively, well above the Mississauga 
average of 6.3 per cent, but hardly impressive in themselves. 

The two study areas where public transit modal shares score below the average for 
their urban region or municipality are the Yonge Street corridor and downtown 
Oakville. In the first case, this is partly due to an elevation of inner-city averages by 
the heavy dependence of downtown-bound trips on public transit. In downtown 
Oakville, one explanation is the attraction of this district for people from outside 
the downtown and surrounding neighbourhoods. 

Differences in walking follow a different logic.16 Walking modal shares in the study 
areas tend to be lower than those of their respective urban �one or municipality. 
Given the TTS methodology, and the scarcity of schools in the study areas, this 
finding is likely due to a dearth of trips to these areas for educational purposes. 
The juxtaposition of employment and housing does not generate sufficient num-
bers of people walking to work to compensate for the lack of students walking to 
school. 

Only in downtown Toronto and the Mississauga East corridor do walking levels 
exceed those of the surrounding urban �one or municipality. In the first case, this is 
due to the presence of many residential units in the downtown, which encourages 
walking to workplaces and educational establishments (including two universi-
ties). In the Mississauga East corridor, the proximity of Mississauga City Centre 
employment and a scattering of schools within a high-density suburban-like layout 
explain walking levels that are higher than the average for the municipality. 

The reverse correlation between public transit shares and distance from the core 
is not true of walking. Walking appears to be more sensitive to the presence of 
employment and schools and the morphology of study areas than to an area’s 
location within the region. The study areas that provide an environment hospi-
table to pedestrians (downtown Toronto, Yonge-Eglinton, and the Yonge Street 

16 Note that the Transportation Tomorrow Survey, from which our transportation statistics originate, 
only records walking (and cycling) journeys that have work or education as a destination or origin.
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corridor) register relatively high walking shares. Those that are less well-adapted 
to the needs of pedestrians (North York Centre, Scarborough Town Centre, and 
Mississauga City Centre) have lower walking modal splits. There are exceptions. 
We have discussed why the walking share is relatively high in the Mississauga 
East corridor. Circumstances are different in downtown Oakville and downtown 
Kitchener. Despite a layout and design that appear to be conducive to walking, 
these sectors register the lowest walking modal shares among our study areas, 
due to the absence of schools and relative lack of employment opportunities 
(compared to the other study areas) in downtown Oakville. Table 16 suggests an 
absence of walking-based connectivity between downtown Kitchener employment 
and nearby residential neighbourhoods.

There is another explanation for variations in levels of transit use and walking. The 
literature has identified the critical role of self-selection of individuals according 
to values and life-style preferences in accounting for high transit use and walking 
in certain areas (see Cao, Mokhtarian and Handy, 2006; Choo and Mokhtarian, 
2004). According to this view, individuals inclined to rely on transit and walking 
are attracted to sectors with good public transit services and a pedestrian-friendly 
environment. Still, one must keep in mind that for such preferences to be actual-
i�ed, transit- and pedestrian-friendly urban environments must be in place.

Overall, the study areas are not characteri�ed by high levels of transit use and walk-
ing. Walking generally lags behind the averages for urban �one or municipality, 
and in the outer suburbs, transit modal shares fail to reach 10 per cent. In all the 
study areas, with the exception of downtown Toronto, public transit modal shares 
are considerably lower than automobile driver shares. The picture changes, how-
ever, when the study areas are compared with suburban business parks. In the two 
business parks selected for comparative purposes, walking is nearly non-existent 
and the public transit modal share is about half that of the lowest share recorded 
in the study areas, except for downtown Oakville and downtown Kitchener.

Trips out of the study areas
Table 17 shows the modal split of home-based trips made by residents of the study 
areas. As in the previous table, transit use declines as distance from the core rises. 
There is, however, a major difference between the two tables. Home-based trips 
generated within study areas are much more reliant on walking than trips into 
these areas. In Yonge-Eglinton, North York Centre, Scarborough Town Centre, 
Mississauga City Centre, downtown Oakville, and downtown Kitchener, walking 
modal shares are approximately twice as high as those shown in Table 16. The 
discrepancy between the two tables’ walking shares is most pronounced in down-
town Toronto. Home-based trips originating from this sector are three times more 
likely to involve walking than trips to a downtown Toronto destination. 

In all cases, with the exception of downtown Toronto, high walking levels re-
sulted in reduced auto driver shares compared to those of Table 16. In downtown 
Toronto, it is transit use that is most affected by the walking modal share. The 
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findings suggest an adaptation of the travel patterns of residents to the mixed-use 
nature of the study areas. A higher reliance on walking for study area residents 
relative to people coming from outside the study areas is accounted for by proxim-
ity to workplaces and the presence of pedestrian-friendly environments. 

Table 17: Per cent modal shares of home-based trips of residents from study areas and their respecti�e urban 
zone or municipality, and ratios of study area shares relati�e to those of their urban zone or municipality

Auto 
Driver

Auto 
Passenger

Public 
Transit Walking Cycling Other

Downtown Toronto 22.3% 6.9% 27.8% 35.6% 3.6% 3.9%

Inner City 40.8% 10.6% 30.9% 12.0% 3.3% 2.3%

Ratio: Downtown Toronto / Inner City 0.�� 0.6� 0.90 2.97 1.09 1.69

Yonge-Eglinton 40.9% 9.3% 33.1% 13.0% 0.9% 2.8%

Inner City 40.8% 10.6% 30.9% 12.0% 3.3% 2.3%

Ratio: Yonge-Eglinton / Inner City 1.00 0.88 1.07 1.08 0.27 1.22

North York Centre 50.2% 15.0% 24.3% 8.5% 1.1% 0.8%

City of North York 56.2% 16.5% 18.5% 7.0% 0.5% 1.1%

Ratio: North York Centre / North York 0.89 0.91 1.31 1.21 2.20 0.73

Scarborough Town Centre 51.9% 17.7% 17.9% 10.9% 0.1% 1.3%

City of Scarborough 57.3% 17.9% 16.5% 6.5% 0.4% 1.3%

Ratio: Scarborough Town Centre / Scarborough 0.90 0.99 1.08 1.68 0.2� 1.00

Mississauga City Centre 59.8% 18.2% 12.0% 7.3% 0.2% 2.5%

City of Mississauga 66.5% 17.1% 7.1% 6.2% 0.3% 2.7%

Ratio: Mississauga City Centre / Mississauga 0.90 1.06 1.69 1.18 0.67 0.92

Downtown Oakville 78.2% 9.0% 10.2% 1.3% N.A. 1.3%

Town of Oakville 70.1% 16.7% 4.3% 4.8% 0.7% 3.3%

Ratio: Downtown Oakville / Oakville 1.11 0.�4 2.37 0.27 N.A. 0.39

Downtown Kitchener 68.7% 28.1% N.A. 3.2% N.A. N.A.

Waterloo Region 65.4% 17.0% 3.3% 11.0% 1.0% 2.3%

Ratio: Downtown / Waterloo Region 1.0� 1.6� N.A. 0.29 N.A. N.A.

Yonge Street Corridor 48.9% 10.6% 25.6% 11.2% 1.4% 2.3%

Inner City 40.8% 10.6% 30.9% 12.0% 3.3% 2.3%

Ratio: Yonge Street Corridor / Inner City 1.20 1.00 0.83 0.93 0.42 1.00

Mississauga East Corridor 60.7% 17.2% 10.3% 9.1% 0.3% 2.4%

City of Mississauga 66.5% 17.1% 7.1% 6.2% 0.3% 2.7%

Ratio: Mississauga East Corridor / City of Mississauga 0.91 1.00 1.4� 1.47 1.00 0.89

Source: 2001 Transportation Tomorrow Survey.
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Journeys to work
Table 18 focuses on work-bound trips made by residents of the study areas.17 As in 
most metropolitan regions, reliance on public transit for work trips is higher than 
it is for all trips (the previous tables did not distinguish different trip purposes). 
The same goes for walking modal shares. The only exception is the Mississauga 
East corridor, which contains little employment, but several schools. The residents 
of downtown Toronto rely heavily on walking for commuting, and their walking 
registers the highest of all modal shares. Four of the other study areas have walking 
modal splits for commuting between 9.9 and 16.1 per cent: Yonge-Eglinton, down-
town Oakville, downtown Kitchener, and the Yonge Street Corridor. Mississauga 
City Centre and especially Scarborough Town Centre lag far behind.

Trip distance
Table 19 indicates the average distance of trips to the different study areas. Trip 
length is calculated as a straight line between origin and destination. 

One group of study areas stands out: downtown Toronto and the two expressway-
oriented business parks, which register trip lengths that exceed those of the other 
study areas. We can infer from this finding that employment in these three study 
areas is more oriented towards the entire metropolitan region than is the case in 
the other areas, which have a more local focus (see maps in Appendix D).

The “all trips” category presents the largest discrepancy in trip distance. There is a 
65 per cent difference in the length of trips to the Yonge Street corridor and those 
to downtown Toronto. As a group, nodes register trip lengths below those of the 
three highest-scoring districts and higher proportions of trips originating from 
within a 6-km radius. The business parks record the lowest proportion of trips of 
6 km or less. These findings indicate an interaction with local catchment areas that 
is important in downtown Kitchener, the Yonge Street corridor, the Mississauga 
East corridor, the Yonge-Eglinton node, downtown Oakville, Scarborough Town 
Centre, and Mississauga City Centre. Reliance on the local trade area is least 
pronounced in the two business parks and in downtown Toronto. North York 
Centre is also among the study areas with the lowest percentage of trips that are 
6 km or less. 

As Table 19 shows, work trips are longer on average than those in the “non-work” 
category, which includes trips for the purpose of shopping, education, and child-
care. This finding suggests an explanation for differences among the study areas 
related to distances in the “all trips” category. With the exception of downtown 
Kitchener, which is in a largely self-contained, medium-si�ed metropolitan region, 
areas that register the longest trips are also the ones with the highest proportions 

17 These statistics come from a different data base from those presented in the two previous tables. 
Data for work journeys are from the 2001 census long-form questionnaire, which was distributed 
to 20 per cent of households, a much larger sample than the Transportation Tomorrow Survey, the 
source of the data used in Tables 15 and 16.

For maps showing the origins of 
work and non-work trips to the 
study areas, see Appendix D. 



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | ParT 2 | 82

of commuter trips. The shorter trips to corridors are related to their low propor-
tion of work trips. 

Still, the distribution of commuter trip distances fits with prior observations on 
catchment areas. The longer distances of work trips to downtown Toronto and 
the business parks point to a metropolitan orientation, while the orientation of the 
other study areas appears to be more concentrated. But differences in commuting 
distances are not all that important. North York Centre and Mississauga City 

Table 18: Per cent modal shares of work-bound trips of residents from study areas and their respecti�e urban 
zone or municipality, and ratios of study area shares relati�e to those of their urban zone or municipality

Auto 
Driver

Auto 
Passenger

Public 
Transit Walking Cycling Other

Downtown Toronto 23.0% 1.8% 33.7% 36.9% 2.1% 2.2%

Inner City 39.0% 4.0% 41.0% 11.9% 3.0% 1.2%

Ratio: Downtown Toronto / Inner City 0.�9 0.4� 0.82 3.09 0.72 1.87

Yonge-Eglinton 32.7% 2.4% 50.1% 12.1% 1.6% 1.3%

Inner City 39.0% 4.0% 41.0% 11.9% 3.0% 1.2%

Ratio: Yonge-Eglinton / Inner City 0.84 0.60 1.22 1.01 0.�4 1.13

North York Centre 47.8% 2.3% 42.4% 7.2% 0.1% 0.3%

City of North York 58.9% 5.7% 30.2% 4.0% 0.4% 0.6%

Ratio: North York Centre / North York 0.81 0.4 1.40 1.80 0.27 0.47

Scarborough Town Centre 64.1% 7.5% 24.5% 2.8% 0% 1.0%

City of Scarborough 59.3% 6.6% 30.4% 2.8% 0.3% 0.6%

Ratio: Scarborough Town Centre / Scarborough 1.08 1.14 0.81 1.02 0 1.�9

Mississauga City Centre 66.9% 5.8% 21.8% 4.0% 0.0% 2.0%

City of Mississauga 74.7% 7.1% 14.7% 2.6% 0.3% 0.6%

Ratio: Mississauga City Centre / Mississauga 0.90 0.81 1.48 1.�7 0.0 3.38

Downtown Oakville 71.3% 1.3% 13.3% 13.3% 0.0% 0.0%

Town of Oakville 75.8% 6.3% 13.4% 3.3% 0.4% 0.8%

Ratio: Downtown Oakville / Oakville 0.94 0.21 0.99 4.03 0.0 0.0

Downtown Kitchener 51.4% 6.2% 9.3% 16.1% 16.1% 0.8%

Kitchener CMA 81.3% 8.0% 3.9% 4.9% 1.1% 0.6%

Ratio: Downtown Kitchener / Kitchener CMA 0.63 0.77 2.38 3.28 14.64 1.33

Yonge Street Corridor 42.1% 2.5% 43.4% 9.9% 1.4% 1.0%

Inner City 39.0% 4.0% 41.0% 11.9% 3.0% 1.2%

Ratio: Yonge Street Corridor / Inner City 1.08 0.63 1.06 0.83 0.47 0.8�

Mississauga East Corridor 70.6% 7.4% 18.5% 2.6% 0.3% 2.0%

City of Mississauga 74.7% 7.1% 14.7% 2.6% 0.3% 0.6%

Ratio: Mississauga East Corridor / City of Mississauga 0.9� 1.04 1.26 1.03 0.97 3.38

Source: Statistics Canada, 2001 Census.
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Centre register distances that come very close to those of downtown Toronto and 
of one of the business parks. 

The link between nodes and their local catchment areas is stronger for non-work 
trips than for work trips. This pattern is consistent with metropolitan-wide pat-
terns in which work-trip distances are longer than those for other types of trips, 
and access to shops and services tends to take place at a median scale within the 
metropolitan region (Jones and Simmons, 1993). We can attribute, to a certain 
extent, the “localism” of the catchment areas of nodes to their distribution of 
activities, more specifically, a strong presence of retailing and services. But there 
also appears to be an orientation towards local catchment areas, albeit a weak 
one, that is not accounted for by their functional makeup. Nodes record com-
muter-trip distances that are slightly below those of downtown Toronto and the 
business parks. 

The corridors register shorter trips than nodes do. Such a finding is not very sur-
prising, for by definition nodes contain activities such as shops, workplaces, and 
civic establishments, which attract people from a distance; this is not necessarily 
the case in corridors. Journeys to downtown Oakville are relatively long, because 
of the attraction of its restaurants and boutique-type shopping for distant clients. 
Finally, the relatively short distances of all trips to downtown Kitchener destina-
tions, despite the strong presence of employment, is a function of the location of 

Table 19: a�erage distances of trips to destinations in study areas

All 
Trips 
(km)

Per Cent 
Trips  

< 6 km

Work 
Trips 
(km)

Per Cent 
Trips  

< 6 km

Non-
work 
Trips 
(km)

Per Cent 
Trips  

< 6 km

Work 
Trips as 

% of All 
Trips

Non-Work 
Trips as 

% of All 
Trips

Downtown Toronto 13.4 43.3 15.9 32.4 10.6 55.4 53 47

Yonge-Eglinton Node 8.8 59.2 12.7 41.0 7.3 66.3 28 72

North York Centre 10.3 45.6 14.6 25.6 8.7 53.5 28 72

Scarborough Town Centre 9.1 56.9 13.1 38.6 8.1 61.7 21 79

Mississauga City Centre 9.3 55.6 14.2 39.7 8.4 61.9 20 80

Downtown Oakville 10.3 58.5 13.9 43.0 8.9 64.1 26 74

Downtown Kitchener 9.5 71.3 10.2 62.7 8.7 82.3 56 44

Yonge Street Corridor 8.1 62.5 12.7 41.4 6.8 68.9 23 77

Mississauga East Corridor 8.4 60.6 12.5 40.8 7.9 62.9 11 89

Highway 401–Airport 
Corporate Centre 11.6 42.0 14.7 25.6 9.5 52.8 44 56*

Highway 404–Steeles 
Business Park 12.7 40.2 16.2 24.0 9.5 55.4 48 52*

Source: 2001 Transportation Tomorrow Survey (in the case of downtown Kitchener, 1996 TTS survey).

* The relatively important proportion of non-work trips in the two business parks is due to the presence of some retailing 
and hospitality establishments within their traffic �ones.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | ParT 2 | 84

this district within a self-standing urban area. It stands to reason that trip lengths 
in a medium-si�ed metropolitan region will be shorter than those in a larger region. 
For the GTA as a whole, the average distance for all trips is 10.08 km, whereas 
in Waterloo Region it is only 6.85 km. Equivalent values for commuting trips are 
14.83 and 8.66 km, respectively. 

Travel within nodes
A survey carried out in 1999 measured the extent to which office workers in North 
York Centre, Scarborough Town Centre, and Mississauga City Centre use the 
retail and hospitality facilities within their respective node (that is, the internal 
capture of these nodes), and how they travel to reach these facilities (Filion, 2001). 
The study was intended to gauge the degree of inter-functional synergy within 
these nodes. 

As Table 20 shows, the built environment of the nodes and the location of their 
restaurants influence patronage by office workers. In North York Centre, where 
much of the office space is in multi-use complexes that include shopping areas 
and restaurants, a high proportion of office employees frequent restaurants within 
their own building (or complex). In Scarborough Town Centre too, many of the 
employees eat in their own building, probably because of the long distance and un-
pleasant walking environment to the shopping mall. In Mississauga City Centre, 
the shopping mall stands out as a preferred place to eat, given its wide variety of 
restaurants and a walking environment connecting office buildings to the mall that 
may be somewhat more pleasant than that of Scarborough Town Centre.

The 1999 survey also revealed that office workers do relatively little shopping in 
their node (see Table 21). Despite the presence of large regional malls, workers 
in Scarborough Town Centre and Mississauga City Centre spend only slightly 
more than a quarter of their non-food shopping budget in their nodes. The prob-
able explanation is a propensity to shop closer to home than to work (Jones and 
Simmons, 1993). 

Again, differences between the nodes mirror their configuration. North York 
Centre, where shopping is available along the street and in shopping concourses, 
does not provide anything close to the variety present in the other two nodes. The 
low level of shopping within the node by North York Centre office workers could 
thus have been predicted. 

A reliance on walking for intra-nodal journeys by office workers does not mirror 
the variations shown in Table 17 in home-based trips carried out on foot (in de-
scending order: Scarborough Town Centre, North York Centre, and Mississauga 
City Centre). More so than home-based journeys, intra-nodal trips carried out 
by office workers seem to respond to variations in the quality of the pedestrian 
environment of the different nodes. Table 22 indicates that North York Centre 
records the highest reliance on walking, followed by Mississauga City Centre and 
Scarborough Town Centre. A disturbing finding, which underscores the poor qual-
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ity of certain nodes’ pedestrian environment, is a relatively high automobile reliance 
for intra-nodal journeys: from 16 per cent in North York Centre to 38 per cent in 
Mississauga City Centre.

Travel statistics point to some effect of downtowns, nodes, and corridors on modal 
shares. The data, however, show that the effect is not as pronounced as could have 
been anticipated and certainly considerably lower than the ambitious transit pa-
tronage goals advanced in official plans. One reason is the configuration of some 
of the study areas, which does not break from the automobile orientation that 

Table 20: office workers’ use of restaurants in their node (twice a week or more), 
north york Centre, scarborough Town Centre, and mississauga City Centre

North York Centre  
(n = 260)

Scarborough Town 
Centre (n = 124)

Mississauga City 
Centre (n = 146)

In Own Building
Mean

58%
2.3

50%
2.1

21%
0.9

In Regional Mall
Mean None 22%

1.1
41%

1.6

Elsewhere in the Node
Mean

44%
1.8

13%
0.6

23%
1.0

Total Out of Own Building
Mean

44%
1.8

31%
1.7

52%
2.6

Source: Survey of office worker carried out in 1999 (Filion, 2001).

Table 21: Percentage of total non-food shopping carried out by office workers in their 
node, north york Centre, scarborough Town Centre, and mississauga City Centre

Percentage
North York Centre  

(n = 2�6)
Scarborough Town 

Centre (n = 123)
Mississauga City 
Centre (n = 144)

< 10 82% 33% 29%

10-49 15% 39% 44%

> 50 3% 28% 26%

Mean Value 10% 34% 31%

Source: Survey of office worker carried out in 1999 (Filion, 2001).

Table 22: Per cent modal shares for trips within nodes, north york Centre, 
scarborough Town Centre, and mississauga City Centre

Mode
North York Centre  

(n = 2�7)
Scarborough Town 

Centre (n = 122)
Mississauga City 
Centre (n = 144)

Car 16 31 38

Walking 67 30 56

Bus or Subway 17 39 6

Source: Survey of office worker carried out in 1999 (Filion, 2001).
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typifies the suburb. Another is the effect of the layout and transportation features 
of the surroundings of study areas on transit use and walking, which may interfere 
with the transit- and pedestrian-friendly features of study areas. An understanding 
of the travel patterns of study areas demands a consideration of their inner land-
use and transportation conditions, and those of surrounding districts.

Conclusion

This second part of the report has painted a mixed picture of the study areas. 
Although Urban Growth Centres represent an important step towards meeting 
objectives in the Places to Grow strategy, as well as in earlier planning initiatives 
focusing on the Greater Toronto Area, existing nodes fall well short of reaching 
these objectives. Findings have further revealed glaring discrepancies between the 
present conditions of the different study areas and the requirements of such goals. 
For example, public transit modal shares are far from the objectives stated in 
official plans and densities will need to increase substantially to meet Places to 
Grow goals.

Nevertheless, the existence of planned nodes which have been successful in juxta-
posing functions that are usually segregated in the suburban realm demonstrates 
the feasibility of the nodal approach. Indeed, the mixed use of suburban nodes and 
their relatively high densities distinguish them from their surroundings. 

This analysis has also demonstrated the ability of the different nodes to attract 
residents by their location, land use, functional features, and housing costs. In 
many study areas, this attraction has contributed to demographic growth. The 
travel patterns of the study areas also figure among their achievements. For the 
most part, study areas record levels of transit use that exceed those of their re-
spective urban surroundings and a certain amount of pedestrian-based synergy 
between their office functions and their stores and restaurants.

The information on study areas points to numerous obstacles that prevent them 
from meeting the planning objectives established for nodes and corridors. Perhaps 
the worst obstacle confronting most nodes at present is their failure, for more than 
15 years, to attract new office space. Nodes (and downtown Toronto) are victims 
of an overall decline in office building development and of a growing predilection 
of office space developers and tenants for low-density, automobile-oriented subur-
ban business parks. This tendency represents a serious challenge to the Places to 
Grow macro-scale goal of augmenting reliance on public transit within the GGH. 
It is impossible to provide good-quality public transportation services to offices 
located in low-density business parks. 

The failure of nodes to attract sufficient office employment also impedes the full 
achievement of mixed-use goals for nodes and cripples the potential for inner 
synergy. In some nodes, inner synergy is also hindered by an environment that is 
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ill-suited to walking. The activities in these nodes do not interact as much as they 
could, with adverse consequences for their future development. 

Variations in study area modal shares echo not only the quality of services within 
their boundaries, but their location within the GGH and the nature of transporta-
tion services available within their catchment areas. For downtowns, nodes, and 
corridors to achieve their transportation objectives, considerable attention must 
be given to the nature of the connections tying them to their catchment areas.

The nature of the pedestrian environment (and therefore the intensity of the street 
life and the overall atmosphere) of the study areas and their location within the 
GGH are reflected in the socioeconomic attributes of their residents. It appears 
that by choosing to live in one of the central study areas, all of which offer an 
appealing pedestrian environment, residents who belong to small households, are 
highly educated, and earn above-average incomes, make a lifestyle choice. What 
is more, their occupations are sometimes associated with values that predispose 
them to inner-city living. 

In contrast, suburban study areas, where the environment is mostly automobile-
oriented, are populated by residents whose income is lower, who live in larger 
households, and who are more likely to be immigrants. It is easy to conclude that 
for them, living in a suburban node or corridor is more a question of affordability 
than a lifestyle choice, although the convenience of living close to employment, 
stores, and transit no doubt plays a major role in their residential location 
decision.
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Part 3: Policy options

This part of the report considers the successes and failures of attempts to create 
nodes and corridors and revitali�e downtowns in the Greater Golden Horseshoe, 
to derive lessons for the future planning of such districts. The relevance of these 
reflections extends beyond southern Ontario and pertains to the creation or 
strengthening of all downtowns, nodes, and corridors, particularly if the intent is 
to promote intensification, reduce automobile use, and provide an alternative for 
people seeking a less automobile-dependent lifestyle within the suburban realm. 

Part 3 focuses on the conditions needed to meet the land use and transportation 
objectives found in Places to Grow and in other documents on downtowns, nodes, 
and corridors. These conditions include density and modal share targets, along 
with the creation of a pedestrian-friendly environment and the achievement of 
inter-functional synergy within such districts. 

Successful downtowns, nodes, and corridors can attract retailing, services, and 
employment, as well as residents and visitors. With successful downtowns or 
nodes at their core, and with corridors linking their different components and 
stretching into their �ones of influence, UGCs can play the role of the carrot in the 
Places to Grow intensification strategy, while the regulations needed to enforce 
urban growth boundaries and ensure that a greater proportion of new residential 
development occurs within urbani�ed territories will constitute the stick ensuring 
compliance with this strategy.

Lessons learned from the preceding analysis and ensuing policy options are 
grouped into three categories: the need for coordinated multi-scale planning; the 
importance of adapting interventions to the diversity of circumstances encountered 
in downtowns, nodes, and corridors; and the need to address the trend towards 
scattering office employment around low-density suburban locations. 

Coordinated multi-scale planning

The purpose of the UGCs within the Places to Grow strategy is to absorb a high 
proportion of growth and reduce outward development while, at the same time, 
generating a dense mixed-use environment that encourages transit use and thereby 
reduces reliance on the automobile. Of course, to attain these objectives, UGCs 
must first attract development. What is more, as they are intended to mix differ-
ent land uses, UGCs must simultaneously appeal to office, retail, and residential 
developers, as well as to the markets associated with these functions. 

The planning and development objectives of UGCs are closely interrelated. To 
affect density and transit use throughout the region, UGCs must succeed in 
concentrating development; faltering centres have minimal, if any, influence on 
region-wide trends. Conversely, a public transit orientation and intense pedestrian 
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movements within a high-density and activity-rich setting will be an important 
asset to UGCs in their attempt to draw growth, while assuring conformity with 
Places to Grow’s land use and transportation goals. 

Achieving these planning and development objectives requires a planning ap-
proach that is consistent at all scales, from the location of UGCs within the GGH 
and their connection to metropolitan-wide transportation networks, to the details 
of their street-level environment. The history of node planning in the Greater 
Toronto Area suggests a tendency to emphasi�e metropolitan-wide objectives at 
the expense of other planning scales. 

Disproportionate attention on metropolitan-wide objectives stems from the key 
role Metro Toronto and, subsequently, provincial agencies and ministries played 
in formulating nodal strategies. Municipalities also planned for nodes, in some 
instances independently of metropolitan-wide strategies. But apart from common 
references to multi-functionality and density, early municipal plans did not adhere 
to a shared model of how nodes should develop and function. What is more, local 
plans and forms of nodal development were often inconsistent with metropolitan-
scale objectives. Indeed, the layout of Scarborough Town Centre and Mississauga 
City Centre exhibits a strong automobile orientation, despite the public transit 
patronage goals advanced in Metro Toronto and provincial nodal strategies.

The macro-scale approach
The first attempt to create nodes was Toronto’s efforts to redevelop the surround-
ings of subway stations to provide markets of residents and workers to the newly 
created subway system. A subsequent purpose was to relieve a perceived over-
concentration of offices in downtown Toronto to safeguard its many other func-
tions and relieve pressure on transportation infrastructure. Over the last 25 years, 
however, nodes have been given the role of agents of suburban intensification, 
sprawl containment, and heightened public transit use — the major macro-scale, 
that is metropolitan-level, planning objectives of the period (see, for example, IBI, 
1990a). The Places to Grow strategy, which also concentrates on regional objec-
tives, is fully consistent with this tradition of nodal planning.

Defined in such broad macro-scale terms, the nodal concept has proved to be 
highly popular with regional and local administrations. These governments per-
ceive nodes as planning instruments allowing them to pursue their own objectives 
— to create a symbolic core and lure class-A office buildings, for example — while 
appearing to support metropolitan-scale planning objectives. The catch is that for 
nodal development to take off and meet planning objectives, measures must be 
taken to favour public transit ties between nodes and their catchment areas, and 
the inner configuration and design of nodes must encourage transit use and walk-
ing while promoting inter-relations among their different functions. 

The small number of successful nodes within the Greater Toronto Area, compared 
with the numerous nodes proposed by local and regional administrations and the 
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province, and the lacklustre performance of suburban nodes in terms of modal 
choice and inner synergy can be blamed on the absence of a multi-scalar approach 
to node planning. The placement of nodes within the metropolitan region may be 
consistent with their macro-scale planning objectives, as are their links with rail 
transit systems or bus service hubs, but the experience of existing suburban nodes 
has demonstrated that, without adequate meso- and micro-scale planning, the 
objectives for development and macro-scale planning are unlikely to be achieved.

To be sure, observed failures are not exclusively a consequence of node-related 
planning. The ongoing emphasis in land use and infrastructure decisions on stan-
dard suburban-type development has been the foremost impediment to nodal-type 
development. But we will see that a full tri-scalar approach to nodal planning 
would result in a profound redefinition of development trends within the GGH.

The need for meso-scale planning
The relative failure of meso-scale planning, the level that concerns ties between 
nodes and their catchment areas, is illustrated by the way in which automobile 
travel dominates trips in and out of existing nodes. Even in nodes with frequent 
and high-quality public transit services, modal shares reflect the influence of the 
transportation conditions that predominate within their catchment areas. Despite 
the availability of rail transit in North York Centre and Scarborough Town Centre, 
these districts draw most of their workers and shoppers from their automobile-
dominated suburban environment. 

Accordingly, for nodes to fulfil their role in lowering dependence on the car, more 
attention must be paid to the nature of connections with their catchment areas. 
Nodes need fast and frequent transit links with these areas, and these services 
should run through high-density corridors to attract sufficient riders to justify 
their existence. Ideally, corridors would also contain pedestrian-oriented retailing. 
Meso-scale planning would recast the concept of circumscribed, compact nodes 
into that of star-shaped developments, with mixed-use nodes at the centre and 
high-density and transit- and pedestrian-oriented branches radiating outwards. In 
a sense, star-shaped developments would contribute to the creation of realms of 
high density that support transit use and walking within the suburban environ-
ment, and would be conducive to high levels of intra-realm interactions. Such 
arrangements would reflect the disproportionate reliance of downtowns on high-
density and transit-oriented sectors for their trade areas (Filion, 2000; Pushkarev 
and Zupan, 1977; Thomson, 1977).

Improving ties between nodes and their sub-metropolitan regions has two critical 
implications for the planning of UGCs. First, it calls into question the emphasis 
in the Places to Grow documents on the interconnection of UGCs by high-quality 
transportation links (rail transit, bus rapid transit, and expressways). Findings 
from existing nodes suggest that many trips to and from these centres do not 
originate in other nodes, but are of intermediate length, originating from or ending 
at a destination within nodes’ respective catchment areas. 
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It is thus legitimate to assume that origins and destinations of UGC trips will 
mostly be in their largely low-density and functionally segregated sub-metropoli-
tan regions. There is little reason to expect high levels of inter-centre traffic, since 
each UGC will likely mirror to a large extent the range of activities of all the oth-
ers, as existing nodes already do. Links with their catchment areas will be much 
more important to the development of UGCs and the attainment of high transit 
and walking modal splits, than inter-centre connections would be. However, if 
properly planned, inter-centre links can double as public transit, walking, and 
density corridors reaching into UGCs’ catchment areas. 

Second, given the si�e of UGCs, many of the linkages between nodes and their 
catchment areas are likely to happen within the boundaries of UGCs. It will thus 
be important to plan UGCs in a way that acknowledges the presence of areas that 
play different roles: at a minimum, a mixed-use core, a residential district, and 
a corridor linking the two. Planning should be tailored to the distinct nature of 
these components: compact cores that encourage interaction between their dif-
ferent functions (including high-density housing), medium-density housing areas 
in quiet residential neighbourhoods, and transit and density corridors offering a 
transit- and pedestrian-friendly environment. 

The contribution of micro-scale planning
Similar neglect is observable at the micro scale, in the morphology and design of 
nodes. To date, suburban nodes developed on greenfield sites have been unable 
to foster an environment that is inviting to pedestrians. Poor walking conditions 
reduce inner synergy and deprive these sites of a potential comparative advantage 
relative to other suburban locales. While there is no evidence of stunted economic 
development as a result (office growth declined for other reasons), socioeconomic 
evidence does suggest that people choose to live in these nodes more for reasons 
of housing affordability than lifestyle, in contrast with the situation prevailing in 
downtown Toronto, the Yonge-Eglinton node, and the Yonge Street corridor, all 
of which are pedestrian-friendly districts. Another consequence of the morphology 
and design of suburban nodes is their relatively high dependence on the automo-
bile for intra-nodal trips, which negates the objective of a reduction in car use 
associated with nodes. 

Planning efforts have been made to improve the conformity of suburban nodes 
to land use features commonly associated with pedestrian-friendly environments. 
North York Centre has been most successful in assuring the street alignment of 
new developments (North York, 1994). But this node was developed within an 
existing street grid, and already included many street-oriented façades inherited 
from the 1950s. The situation is more difficult in Mississauga City Centre. Despite 
efforts to orient development to improve connection between different sectors 
of the centre and to ensure that new projects are built out to the sidewalk, it 
is proving difficult to overcome the overwhelming automobile orientation of its 
landscape (Mississauga, 1994a). Among all the study areas, in Scarborough Town 
Centre it will be most difficult to generate the sense of enclosure that encourages 
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walking because of the campus style of much of its layout and the long distances 
between its different activities. 

To become hospitable to pedestrians, these relatively recently built areas would 
have to be redeveloped. The large surfaces given to parking would need to be built 
on or transformed into green spaces or pla�as, which would raise the issue of who 
would pay for the required underground or decked parking. A related difficulty 
would involve overcoming suburbanites’ expectation of finding free parking. The 
lesson for the core areas of future UGCs is that stress should be placed from their 
very inception on the pedestrian-friendliness of their morphology and design.

The features of pedestrian-friendly environments are well known. In theory, such 
environments could simply be created by replicating the morphology and activity 
distribution found in older districts where pedestrian circulation is heavy. However, 
it is difficult to achieve such an outcome in a contemporary context characteri�ed 
by high automobile use, big-box stores, and lower tolerance than in the past for a 
mixture of functions. Nodes have been more successful at attracting a mixture of 
activities with a strong potential for interactions than at producing a pedestrian-
hospitable environment.

Overcoming the problems of coordination
We can expect interjurisdictional conflicts to flare over issues of macro-, meso- and 
micro-scale planning coordination. At first, the macro-scale planning of nodes was 
the responsibility of the regional level of government, essentially Metro Toronto, 
but it was subsequently taken over by provincial agencies and ministries. Meso-
level planning, when it received any attention, was mostly undertaken by regional 
and local governments, and micro-scale planning was the responsibility of local 
municipalities. To achieve inter-scalar coordination, while minimi�ing the risk of 
interjurisdictional conflicts, the Province could set UGC performance objectives 
— not just density, as is already the case, but also walking and transit use targets 
and criteria for the mixture of land uses.

In addition, the provincial government could provide guidelines on how to reach 
these objectives, as it did for transit-supportive land uses (Ontario, 1992). But the 
Province would need a way to ensure compliance with UGC performance objec-
tives. No doubt, the adoption of transit-supportive land uses would have been 
more widespread had the Province forced lower levels of government to achieve 
targets for public transit service and use. 

Ultimately, however, regional and local governments would be in charge of meso- 
and micro-scale planning. It would be up to them to determine how performance 
criteria can be met. For example, in some cases, density and the creation of pe-
destrian-friendly environments would rely on the presence of high-rise buildings 
erected on podiums, as is the case in new condominium developments on the for-
mer Expo 86 site in downtown Vancouver. In other circumstances, similar results 
could be achieved with medium-rise buildings with a strict street alignment, as in 
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Markham City Centre. However it is achieved, interscalar consistency is essential 
for UGCs to meet their development and planning goals.

The diversity of Urban Growth Centres

The study areas investigated illustrate the different categories of mixed-use con-
centrations of activities within the GGH that will be called upon to become the 
cores, or part of the cores, of UGCs. These study areas are differentiated by their 
history, morphology, location within the GGH, the nature of the activities they 
host, travel patterns, and the socioeconomic attributes of their residents. Each 
category of UGCs will require a planning treatment that addresses the specific 
issues associated with its core area and surrounding territory. A brief overview of 
the main issues confronting the different categories of study areas will illustrate 
the need for diversified planning interventions when dealing with UGCs. 

The problems and potential of different nodes
The main problem facing the Yonge-Eglinton node is the adverse reactions of 
residents of surrounding low-density neighbourhoods to its further extension. The 
proliferation of high-rise residential buildings within formerly low-rise neighbour-
hoods has been curbed since the 1970s by a stricter adherence to �oning regulation 
in response to well-organi�ed protests from residents attempting to preserve the 
low-rise and residential character of their neighbourhoods. Yet pressures for fur-
ther redevelopment persist. The Yonge-Eglinton node is perceived as an attractive 
place to live, and it attracts well-to-do residents lured by its lifestyle. But attempts 
to meet the demand for more housing confront objections from politically sophis-
ticated residents, who were initially successful in convincing the City of Toronto 
to turn down the 39- and 54-storey towers of the Minto Midtown condominium 
project. But in 2005, the Ontario Municipal Board (OMB)18 overturned the City 
of Toronto’s decision and the development is now in progress. Still, future propos-
als, particularly if they encroach on surrounding neighbourhoods, will likely be 
met with energetic opposition by residents.

Changes in provincial legislation make it difficult to forecast how neighbourhood 
resistance will affect intensification efforts. Bill 51, which received royal assent on 
October 19, 2006, requires the OMB to have regard to municipal decisions and to 
the supporting information and material that municipal councils considered when 
making these decisions. By virtue of their political might and capacity to weigh 
on municipal administrations, neighbourhood organi�ations will thus enjoy indi-
rect influence over the OMB. At the same time, Bill 51 stipulates that municipal 
decisions must be consistent with provincial policy statements and conform to 
provincial plans (Ontario, 2006b: 3). Legislation is already in place that requires 
municipalities to amend their official plans to assure conformity with the Province’s 

18 The Ontario Municipal Board is a provincially appointed quasi-judicial tribunal that, among other 
activities, hears appeals of local planning decisions.
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Growth Plan (Ontario, 2005b). In future, conflicts involving residents may affect 
not so much whether intensification will take place, but where it will happen. The 
delineation of the cores of UGCs and of the borders of density corridors will then 
be the major objects of contention. 

In the early stages of its development, North York Centre faced similar obstacles 
to its development as those encountered in the Yonge-Eglinton node. North York 
Centre is the result of redevelopment and it, too, is surrounded by low-density 
neighbourhoods. Residents have used all the political resources they could muster 
to prevent traffic and land speculation generated by nearby development from en-
croaching on their neighbourhoods. These actions could have stunted the growth 
of North York Centre. But a compromise was reached, which took the form of a 
ring road and a system of street diversions, which prevent traffic from the node 
infiltrating residential neighbourhoods, as well as strict protection of these low-
density areas through �oning. Meanwhile, high-density development can proceed 
within one or two blocks of Yonge Street. If this balance between development 
and the interests of residents has permitted the accelerated growth of North York 
Centre, it is also responsible for the problems associated with its elongated form: 
long walking distances between its different components, which impede interac-
tions between its activities, and an overreliance on Yonge Street, a wide, heavily 
travelled arterial, as the pedestrian corridor linking the different parts of North 
York Centre.

Attracting growth is not a problem for North York Centre. Thanks to the com-
bination of exceptional accessibility and plentiful redevelopment sites, it has the 
highest concentration of office space of all the nodes studied and ranks second in 
terms of population. It is the creation of an environment that is, despite its length 
and high traffic automobile levels, hospitable to pedestrians and thus conducive 
to the inner synergy that is the foremost challenge facing North York Centre — in 
other words, being able to use development to pursue pedestrian friendliness and 
synergy.

Unlike Yonge-Eglinton and North York Centre, Scarborough Town Centre and 
Mississauga City Centre were developed on greenfield sites, at a distance from 
low-density residential neighbourhoods. There is still abundant empty land in both 
locations for further development, so both can accommodate substantial growth 
before reaching the edge of neighbourhoods and facing “NIMBY” reactions. The 
major challenge for these nodes concerns the ongoing need to attract development 
to fill available sites. This growth should be carefully planned to achieve an opti-
mal functional mix, whereby different activities benefit from each other’s presence, 
and to foster a pedestrian-friendly environment. To prevent traffic congestion and 
consequent objections to further development, growth should be accompanied by 
measures to promote transit use, cycling, and walking for trips between nodes and 
their catchment areas.
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Lessons from Scarborough Town Centre and Mississauga City Centre are relevant 
to the new UGCs slated for greenfield sites. The primary objective must be to secure 
growth. But initial growth must take place in a fashion that endows these areas 
with a comparative advantage, which will in turn encourage further development. 
Mistakes made in Scarborough Town Centre and Mississauga City Centre must 
be avoided. From the start, development should respect the planning objectives 
associated with UGCs, particularly the encouragement of public transit use.

Scarborough Town Centre and Mississauga City Centre are distinguished from 
the multitude of nodes designated over the last 25 years by their advanced level of 
development. Most of the planned nodes either contain a reduced concentration 
of activities or have yet to take off. The danger is that the longer a site earmarked 
for nodal development fails to attract growth, the greater the chance that it will 
revert to conventional suburban land use patterns. 

Ensconced as it is within low-density residential neighbourhoods, configured as a 
traditional main street within a suburban landscape where such a form is unusual, 
downtown Oakville may be a district whose built environment is best left as is. 
Lessons from this district are most relevant for other traditional main streets within 
the Toronto built perimeter. Downtown Oakville is designed to attract consumers 
seeking an environment that departs from the usual suburban formulas. Its eco-
nomic performance demonstrates the existence of such a market, even if the si�e 
of this market is unknown; therefore, it is impossible to tell how many times the 
achievements of downtown Oakville can be reproduced. From a planning perspec-
tive, the success of downtown Oakville translates into an economically optimal 
use of a traditional built environment, which contributes to the preservation of 
a heritage district while containing activities that could have opted for greenfield 
sites. But there is a disadvantage to relying on a market that is scattered over a 
large area. Downtown Oakville is heavily dependent on the automobile. 

The circumstances faced by downtown Kitchener differ markedly from those expe-
rienced by the other study areas. Like most traditional downtowns of self-standing 
communities within the GGH, the retail function of downtown Kitchener and, to 
a lesser extent, its employment base have been in decline since the 1960s. There is 
a need to identify and implement measures that will reverse this downward trend, 
because the presence of a vital downtown is critical to UGC strategies aimed at 
self-contained, medium-si�ed communities. Only a strong concentration of mixed 
uses in a pedestrian-friendly, transit-supportive environment can anchor forms of 
redevelopment that break from the dispersed and automobile-dependent model 
prevalent in such urban areas.

Abandoning unsuccessful approaches in downtowns of mid-sized cities 
Issues confronting the downtowns of self-standing, middle-si�ed urban areas de-
mand particular attention, because these downtowns represent the largest category 
of UGCs designated by Places to Grow (8 out of 24). The first step in the search 
for measures to promote revitali�ation is to avoid the interventions that have 
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been tried repeatedly in the past and that have repeatedly failed. Since the 1960s, 
planning agencies in mid-si�ed urban areas have tried many forms of downtown 
revitali�ation strategies, with limited success (Burayidi, 2001; Filion and Bunting, 
1993; Filion at al, 2004; Grat� and Mint�, 1998; Robertson, 1999). In some in-
stances, public interventions have even accelerated the decline of downtowns. For 
example, attempts to reproduce formulas that were successful in the suburbs, such 
as indoor shopping malls, have proven disastrous in some locations. 

Recently, the focus has been on the downtown location of public and subsidi�ed 
cultural facilities. Since 1990, a new city hall around a civic square, a theatre, 
a children’s museum, and a farmers’ market have been added to downtown 
Kitchener. There are currently discussons about a new library beside the city 
hall. Postsecondary educational establishments have also been given a key role 
in downtown revitali�ation strategies. Downtown St. Catharines has a Brock 
University student residence, parts of downtown Brantford have been taken over 
by a satellite campus of Wilfrid Laurier University, and downtown Kitchener is 
about to become the site of the Wilfrid Laurier University School of Social Work, 
a joint University of Toronto–University of Waterloo School of Pharmacy, and a 
satellite of the McMaster University School of Medicine. 

It remains to be seen whether these measures will bring a sufficient number of 
people downtown to ensure the revitali�ation of districts that were once the main 
retail centres of their urban areas. It is also uncertain whether students will partake 
in downtown activities, or spend most of their time and money within the new 
educational facilities, or leave the downtown area when their classes are finished. 
To date, adding public and cultural facilities has had little positive impact on the 
retail and hospitality functions of the downtowns of self-contained, mid-si�ed 
urban areas, causing these facilities to stand out as islands of revitali�ation in a 
sea of decline.

Better connections among the different functions of these downtowns are required. 
Retailing and hospitality services need to be adapted to the new public and cultural 
facilities and the increasing presence of postsecondary educational establishments. 
But above all, revitali�ation strategies should seek complementarity between a 
much-expanded residential presence (which could take advantage of abandoned 
industrial land and former manufacturing structures) and the nature of downtown 
stores, restaurants, and entertainment premises. A survey of Kitchener residents 
revealed that many people want to live in central areas, where dependence on the 
car would be reduced, but at the same time they were reluctant to move downtown 
because of an absence of stores and other activities they would patroni�e (Bunting 
et al., 2000; Filion, Bunting and City of Kitchener Planning Department, 1998). 

Meanwhile, until a new client base settles in, it is too costly and risky for retailers 
and service providers to adapt to potential customers. There may be a case for 
public intervention to launch a virtuous cycle whereby the presence of stores and 
services that are attractive to potential residents would fuel residential develop-
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ment, which in turn would bring about a further expansion of such activities and 
contribute to downtown revitali�ation. Such intervention could take the form of 
a short-term subsidy.

A corridor-based strategy
The two corridors considered in this report are very different from one another. 
The Yonge Street corridor shares the features of its inner-city setting: retailing and 
services aligned along a main street and high connectivity provided by a tight grid. 
The level of its public transit services — the Yonge Street subway line — is excep-
tional, even by inner-city standards. The Mississauga East corridor, by contrast, is 
distinctly suburban. Its land uses are highly segregated, as are its different forms 
of housing, the cause of fluctuations in density levels. Adherence to the superblock 
formula results in sharp transitions between quiet neighbourhoods with curvilin-
ear streets and high-capacity arterials. Still, the Mississauga corridor confirms that 
it is possible to achieve high residential density in a suburban context. 

As with the Yonge-Eglinton node, further development along the Yonge Street 
corridor may be restricted by objections from the residents of surrounding neigh-
bourhoods. Rush-hour traffic saturation on the Yonge subway line may also 
limit additional growth along the corridor. Although the Yonge Street corridor 
is often hailed as a model to be imitated by future corridors, it would be difficult 
to replicate its features within a suburban context — where new corridors will 
be created. Lessons from the Mississauga East corridor would be more useful. 
They indicate that even in a “raw” form, residential density can produce advanta-
geous outcomes. Despite the absence of rail service or rapid bus transit and of an 
environment hospitable to pedestrians, transit and walking modal shares in the 
Mississauga East Corridor are above suburban averages. In the case of transit use, 
these values can be attributed to the low socioeconomic status of residents and the 
relatively frequent service of buses along its two main east-west axes. Presumably, 
socioeconomic status also plays a role in the walking modal share, but its effect is 
no doubt combined with the relative proximity of educational establishments and 
workplaces. 

Observations from the Mississauga East corridor also indicate that even in high-
density areas, the use of public transit is limited by the level of service. To maximi�e 
the impact of corridors, it will therefore be imperative to organi�e them around 
frequent public transit service. In fact, the presence of public transit of a sufficient 
quality to attract those who would otherwise use the automobile may be essential 
to the development of high-density corridors. Without such service, the corridors 
will experience traffic congestion due to their high residential density. Objections 
by residents to such adverse effects might prevent further growth. 

The adoption of a multi-scalar planning approach to ensure that the land use and 
design features of corridors are consistent with walking and reliance on transit is 
needed. If it is possible to produce a suburban corridor by concentrating density, 
it should also be possible to organi�e density in ways that foster pleasant walking 
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environments and transit patronage along mixed-use boulevards. Like nodes, cor-
ridors that are configured in this way would reward people who live in high-density 
residential areas by choice or necessity, by offering a stimulating environment and 
easy access to varied activities. 

It is important to recogni�e the difficulty of implementing a star-shaped combina-
tion of nodes and corridors. If such areas are to flourish, it will take consistency 
between macro-, meso- and micro-level planning and require a coordination ca-
pacity well beyond what has been achieved in the past.

This section has exposed substantial differences between the categories of the study 
areas, and by extension, categories of UGCs. It has also demonstrated the need 
for policy responses tailored to different locations, layouts, travel patterns, and 
potentials for economic development. Clearly, one-si�e-fits-all approaches to UGC 
development and planning are unlikely to succeed. Of course, difficulties would 
be exacerbated in built-up areas where intensification attempts would confront 
fractured property ownership, NIMBYism, the profitability of existing establish-
ments such as big-box stores and strip-mall retailing, and the resulting absence of 
incentives for redevelopment.

Statistics cited in Part 2 of this report revealed the existence of two major 
socioeconomic profiles in nodes and corridors: relatively high incomes and small 
households in the inner-city study areas, and lower incomes and larger household 
si�es in suburban areas (Oakville and Kitchener presented more idiosyncratic 
profiles). The question is whether future development should build on prevailing 
trends by targeting populations with characteristics similar to those of present 
residents of the nodes, or try to attract a broader spectrum. The second approach 
would require the creation of affordable housing in downtown Toronto, the 
Yonge-Eglinton node, and the Yonge Street corridor, and the attraction of affluent 
households to suburban nodes and corridors. The arrival of such households in 
these suburban locales would depend on their capacity to replicate, or find some 
alternative to, the street life found in inner-city study areas. 

Counteracting the dispersion of activities

The future success of UGCs depends on the multi-functionality of their core areas. 
If appropriately designed, these cores will promote public transit use and walking, 
and provide an activity-rich, stimulating environment, conducive to nearby high-
density residential development. Nodes have been largely successful in attracting 
office space, civic functions, retailing, and housing. The three suburban nodes 
investigated in this report contain important concentrations of activities belonging 
to these four categories. However, high-rise condominium development has driven 
most of their recent growth. There has been virtually no increase in retail space 
and in two nodes (Scarborough Town Centre and Mississauga City Centre), office 
growth has been stalled for 15 years.
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Increasingly, attempts at concentrating retailing and office space within nodes run 
counter to metropolitan-wide location trends. Rather than clustering in large re-
gional malls, such as those that constitute the nuclei of Scarborough Town Centre 
and Mississauga City Centre, retailing now favours big-box configurations. 
Whereas malls assemble a large array of stores and services within a pedestrian 
environment, and can favour connections with other types of nearby activities 
(although this has only been partly achieved in suburban nodes), big-box stores 
are self-contained and discourage pedestrian-based interaction with other stores 
or categories of activities. The problem facing planned UGCs is that the form of 
retailing that has become most popular is unsuited, at least in its present automo-
bile-oriented design, to a nodal location, and thus to the mixed-use cores of UGCs. 
Although there is always the option of concentrating on goods and services that 
are not offered in big-box stores, such a strategy increasingly entails relinquishing 
mass market retailing. 

Office location trends are perhaps even more unfavourable to nodal development. 
Two tendencies account for the difficulties nodes face in their attempts to lure 
office space. The first is a notable deceleration since 1990 in the rate of office 
development in the Greater Toronto Area. The second is the predilection of office 
developers and tenants for dispersed suburban locales, especially business parks, 
which offer easy access to expressways and abundant surface parking. Interest in 
dispersed suburban locations is also a function of the price of suburban land com-
pared to that in downtown Toronto and mature nodes, as well as higher property 
and business taxes in the City of Toronto than in surrounding suburbs. Other 
factors include proximity to the outer suburban labour force and the availability 
of land for future expansion. 

These trends threaten existing and future nodes. If the presence in Scarborough 
Town Centre and Mississauga City Centre of large regional malls softens the im-
pact of the shift towards big-box store development, limited office development 
within these nodes challenges their status as major destinations. The lack of new 
office space also has an adverse effect on other functions by reducing the number 
of office workers who might patroni�e local retail and service establishments, and 
reducing possibilities for residents living in a node to walk to nearby employ-
ment. 

As harmful as these trends are to existing nodes, their impact will be felt far more 
by projected UGCs. Unlike mature nodes, which have inherited an office employ-
ment base from an earlier stage of development, new UGCs will need to create 
clusters of office jobs from scratch in a climate that is unfavourable to concen-
trations of such employment. Furthermore, current retail and office development 
patterns run counter to the objectives of UGCs at the heart of the Places to Grow 
strategy: that is, to encourage public transit use and thereby reduce dependence on 
the automobile, and to limit the amount of land consumed by urban development. 
We are in the presence of a yawning gap between the prevailing retail and office 
location reality and planning goals.
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Until now, efforts to attain metropolitan-scale planning objectives relied largely on 
incentives. Nodal development, itself a key instrument of metropolitan planning 
strategies, rested on an array of inducements. Nodes were provided with excep-
tional public transit (at least relative to that in the surrounding municipality in 
the case of Mississauga City Centre) and access to expressways, accommodating 
�oning regulations, and elaborately designed public spaces. These features were 
expected to attract the different land uses needed to create multi-use nodes, and in 
the early years, they succeeded. They continue to have a positive effect on high-rise 
condominium development. 

To reverse the tendency towards office dispersion, however, it may be necessary to 
rely on more coercive measures, since the current incentives are clearly unable to 
bridge the gap between planning objectives and prevailing development patterns. 
One such measure could take the form of strict �oning regulations that compel 
office buildings to locate in places well served by transit, including nodes and 
corridors. Offices, which can be built at different levels of density, are well suited 
to these types of locations. The Places to Grow plan contains a policy whereby: 
“Major offices and appropriate major institutional development should be located 
in urban growth centres, major transit station areas, or areas with existing fre-
quent transit service, or existing or planned higher order transit service” (Ontario, 
2006a: 18). It is important to recogni�e the difficulties inherent in the application 
of such regulations. The preference of firms for suburban business parks is a func-
tion of lower taxes (an incentive that can be corrected) and of lower development 
costs, but also of a yearning for security-intensive environments in order to limit 
access and safeguard trade secrets. 

The situation regarding big-box stores is more problematic, because they present 
less locational flexibility due to their high consumption of land. Their large sur-
faces and extensive parking lots appear to confine them to suburban locales. But 
some versions of such retailing formulas are adapted to more dense urban environ-
ments, with multi-storey structures and underground parking. Thus configured, 
big-box stores could be inserted in public transit and density corridors as well as 
in the cores of UGCs. 



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | referenCes | 101

references
Aldridge, M. (1979) The British New Towns. London: Routledge and Paul.
Alonso, W. (1960) “A theory of the urban land market,” Regional Science Association 

Papers and Proceedings 6: 149–157.
American Institute of Planners (1965) The Role of Metropolitan Planning: Background 

Paper. Washington, DC: American Institute of Planners.
Anderson, W.P., P.S. Kanaroglou and E.J. Miller (1996) “Urban form, energy and the 

environment, evidence and policy,” Urban Studies 3: 7–35.
APA (American Planning Association) (2002) Planning for Smart Growth: 2002 State of 

the States. Washington, DC: APA.
Appleyard, D. (1981) Livable Streets. Berkeley, CA: University of California Press.
Badoe, D.A. and E.J. Miller (2000) “Transportation-land-use interaction: empirical 

findings in North America, and their implication for modeling,” Transportation and 
Research D: Transport and the Environment 5: 235-263.

Bagley, M.N., P.L. Mokhtarian and R. Kitamura (2002) “A methodology for the 
disaggregate, multi-dimensional measurement of neighborhood type,” Urban Studies 
39: 689–704.

Barber, J. (1993) “Main streets heading toward a dead end,” Globe and Mail, 25 March: 
A1.

Benfield, F.K., F.K. Terris and N. Vorsager (2001) City Sprawl: Models of Smart Growth 
across America. New York: Natural Resources Defense Council.

Berridge, J. (2002) “Delivering the GTA vision,” in Durham Region, Halton Region, Peel 
Region, York Region, City of Hamilton and City of Toronto (eds.) Delivering the GTA 
Vision: Centres, Corridors and Transit. Workshop held June 21 in Richmond Hill, 
Ontario.

Berridge Lewinberg Greenberg Ltd. (1991) Guideline for the Reurbanisation of 
Metropolitan Toronto. Toronto: Metro Toronto.

Berridge Lewinberg Greenberg Ltd. (1992) Shaping Growth in the GTA: A Commentary 
Report. Toronto: The Office of the Greater Toronto Area.

Bolbier, D. (1998) How Smart Growth Can Stop Sprawl. Washington, DC: Essential 
Books.

Boykin, C. and D. Lord (1997) “Attraction of Power Centers,” International Review of 
Retail, Distribution, and Consumer Research 7: 93–108.

Bunce, S. (2004) “The emergence of ‘Smart Growth’ intensification in Toronto: 
Environment and economy in the new official plan,” Local Environment 9: 177–191.

Bunting, T. and P. Filion (1999) “Dispersed city form in Canada: A Kitchener CMA case 
study,” The Canadian Geographer 43: 268–287.

Bunting, T., P. Filion, S. Frenette, D. Curry and R. Mattice (2000) “Housing strategies 
for downtown revitali�ation in mid-si�e cities: A City of Kitchener profile,” Canadian 
Journal of Urban Research 9: 145–176.

Burayidi, M. (ed.) (2001) Downtowns: Revitalizing the Centers of Small Communities. 
New York: Routledge.

Canadian Urban Institute (2005) Business Competitiveness in the GTA: Why Toronto Is 
Losing Ground. Toronto: CUI.

Cao, X., P.L. Mokhtarian and S.L. Handy (2006) “Neighborhood design and vehicle type 
choice: Evidence from Northern California,” Transportation Research D: Transport 
and Environment 11: 133–145.

Centre for the Study of Commercial Activity (CSCA) (1996) Commercial Structure of the 
Greater Toronto Area. Toronto: CSCA, Ryerson Polytechnical University. 

Cervero, R. (1989) “Suburban employment centers: probing the influence of site features 
on the journey to work,” Journal of Planning Education and Research 8 (2): 75–85.

Cervero, R. (1996) “Mixed land-uses and commuting: Evidence from the American 
housing survey,” Transportation Research A 30: 361–377.

Cervero, R. (1998) The Transit Metropolis: A Global Inquiry. Washington, DC: Island 
Press.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | referenCes | 102

Cervero, R. (2002) “Built environment and mode choice. Toward a normative 
framework,” Transportation and Research D: Transport and the Environment 7: 
265–284.

Cervero, R. and M. Duncan (2003) “Walking, bicycling, and urban landscapes: Evidence 
from the San Francisco Bay Area,” American Journal of Public Health 93: 1478–1483.

Chen, H. P. (1997) “Models of urban population and employment density,” Geographical 
and Environmental Modelling 1: 135–151.

Choo, S. and P.L. Mokhtarian (2004) “What type of vehicle do people drive? The role of 
attitudes and lifestyles in influencing vehicle type choice,” Transportation Research A 
38: 201–222.

Clark, C. (1951) “Urban population densities,” Journal of the Royal Statistical Society 
114: 490–496.

Crowley, D.F. and P. Dalton (1998) Transit Realities in the Suburban GTA. Toronto: 
University of Toronto, Joint Program in Transportation, Data Management Group.

Davies, W.K.D. and R.A. Murdie (1994) “The social complexity of Canadian 
metropolitan areas in 1986: A multi-variate analysis of census data,” in F. Frisken, 
ed., The Changing Canadian Metropolis: A Public Policy Perspective, Vol. 1. Berkeley, 
CA and Toronto: Institute of Governmental Studies press and the Canadian Urban 
Institute.

Dieleman, F. and M. Wegener (2004) “Compact city and urban sprawl,” Built 
Environment 30: 308-323.

Dittmar, H. and G. Ohland (2004) The New Transit Town: Best Practices in Transit-
oriented Development. Washington, DC: Island Press.

Downs, A. (1992) Stuck in Traffic: Coping with Peak-Hour Traffic Congestion. 
Washington, DC: The Brookings Institution.

Durham (The Regional Municipality of) (2001) Official Plan. Oshawa, Ont.: The 
Regional Municipality of Durham.

Farncombe, A. (1993) “Chronicle of descent: housing on Toronto’s main streets,” The 
Intensification Report 4: 11–15.

Filion, P. (2000) “Balancing concentration and dispersion? Public policy and urban 
structure in Toronto,” Environment and Planning C 18: 163–189.

Filion, P. (2001) “Suburban mixed-use centres and urban dispersion: What difference do 
they make,” Environment and Planning A 33: 141–160.

Filion, P. (2003) “Towards smart growth? The difficult implementation of alternatives to 
urban dispersion,” Canadian Journal of Urban Research 12: 48–70.

Filion, P. and T. Bunting (1993) “Local power and its limits: Three decades of attempts to 
revitali�e Kitchener’s CBD,” Urban History Review 12: 4–16.

Filion, P., T. Bunting and City of Kitchener Planning Department (1998) Housing 
Development Potential in Kitchener’s Core Area: Market and Recommendations. 
Kitchener, Ont.: City of Kitchener.

Filion, P., T. Bunting and K. Warriner (1999) “The entrenchment of urban dispersion: 
Residential location patterns and preferences in the dispersed city,” Urban Studies 36: 
1317–1347.

Filion, P., H. Hoernig, T. Bunting and G. Sands (2004) “The successful few: Healthy 
downtowns of small metropolitan regions,” Journal of the American Planning 
Association 70: 328–343.

Frank, L.D. and G. Pivo (1995) “Impacts of mixed use and density on utili�ation of 
three modes of travel: Single-occupant vehicle, transit, and walking,” Transportation 
Research Record 1466: 44–52.

Gad, G. (1991) “Toronto’s financial district,” The Canadian Geographer 35: 203–207.
Gehl, J. (1986) Life between Buildings. New York: Van Nostrand Reinhold.
Gilbert, R. (1990) “Needed a new look on the streets,” Globe and Mail, 14 March: A7.
Gilbert, R. (1993) “The City of Toronto’s main street program,” The Intensification 

Report 2: 6-8.
Globe and Mail (1963) “Land re�oning urged along subway route,” 10 January: 5.
Globe and Mail (1975) “Editorial: The forgotten basics,” 1 February: 6.
Globe and Mail (1975) “Study on land policies: City ‘sub-centres’ urged to hold costs,” 

31 July: 4.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | referenCes | 103

Globe and Mail (1975) “Metro’s next 25 years: Town centres, transit routes highlight 
growth plan,” 18 October: 5.

Globe and Mail (1976) “Toronto, Mississauga and Scarborough are all wrestling with 
plans to decentrali�e Toronto’s downtown growth and direct it elsewhere,” 2 January: 
5.

Grat�, R.B. and N. Mint� (1998) Cities Back from the Edge: New Life for Downtown. 
New York: John Wiley and Sons.

Greenwald, M.J. and M.G. Boarnet (2001) “Built environment as determinant of walking 
behavior: Analy�ing nonwork pedestrian travel in Portland, Oregon,” Transportation 
Research Record 1780: 33–42.

Halton (The Regional Municipality of) (1995) The Regional Plan. Oakville, Ontario: The 
Regional Municipality of Halton.

Handy, S.L. (2005) Critical Assessment of the Literature in the Relationship among 
Transportation, Land Use, and Physical Activity. Washington, DC: Transportation 
Research Board, Special Report 282.

Handy, S., R.G. Paterson and K.S. Butler (2003) Planning for Street Connectivity: Getting 
from Here to There. Chicago, IL: American Planning Association (Planning Advisory 
Services).

Hanson, S. and M. Schwab (1987) “Accessibility and intraurban travel,” Environment 
and Planning A 19: 735–748.

Hemson Consulting Ltd (2005) The Outlook for Growth in the Greater Golden 
Horseshoe Area. Toronto: Hemson Consulting Ltd.

Hernande�, T., M. Biasiotto and K. Jones (2003) Power Retail: Growth in Canada and 
the GTA. Toronto: Ryerson University, Centre for the Study of Commercial Activity 
(RL 2003-10).

Hernande�, T., T. Erguden and P. Bermingham (2006) Power Retail Growth in Canada 
and the GTA: 200�. Toronto: Ryerson University, Centre for the Study of Commercial 
Activity.

Hughes, J.W., K.T. Miller and R.E. Lang (1992) The New Geography of Services and 
Office Buildings. New Brunswick, NJ: Rutgers University, Center for Urban Policy 
Research.

IBI Group (1990a) Greater Toronto Area Urban Structure Concepts Study: Background 
Report No. 1, Description of Urban Structure Concepts (Prepared for the Greater 
Toronto Coordinating Committee). Toronto: IBI Group.

IBI Group (1990b) Greater Toronto Area Urban Structure Concepts Study: Background 
Report No. 7, Comparison of Urban Structure Concepts (Prepared for the Greater 
Toronto Coordinating Committee). Toronto: IBI Group.

IBI Group (in association with Metropole Consultants and Dillon Consulting Ltd) 
(2002) Toronto-Related Region Futures Study: Sketch Modelling of Four Alternative 
Development Concepts. Toronto: Neptis and Ontario Smart Growth.

Illegems, V. and A. Verbeke (2003) Moving Towards the Virtual Workplace: Managerial 
and Social Perspectives on Telework. Cheltenham: Edward Elgar.

Jabareen, Y.R. (2006) “Sustainable urban forms: Their typologies, models, and concept,” 
Journal of Planning Education and Research 26: 38–52.

Johnson, D.A. (1996) Planning in the Great Metropolis: The 1929 Regional Plan for New 
York and Its Environs. London: E. and F.N. Spon.

Jones, K. and M. Doucet (1999) The Impact of Big-box Development on Toronto’s 
Retail Structure. Toronto: Ryerson Polytechnical University, Centre for the Study of 
Commercial Activity.

Jones, K. and T. Hernande� (2006) “Dynamics of the Canadian Retail Environment,” in 
T. Bunting and P. Filion, eds., Canadian Cities in Transition: Local Through Global 
Perspectives (3rd Edition). Toronto: Oxford University Press (in press).

Jones, K. and J. Simmons (1993) Location, Location, Location: Analyzing the Retail 
Environment, 2nd Edition. Toronto: Nelson Canada.Toronto: Nelson Canada.

Kessler, M.-C. and J.-L. Bodiguel (1970) L’expérience française des villes nouvelles. Paris :Paris : 
Armand Colin.

Kitamura, R., P.L. Mokhtarian and L. Daidet (1997) “A micro-analysis of land use and 
travel in five neighborhoods in the San Francisco Bay Area,” Transportation 24: 125–
158.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | referenCes | 104

Kockelman, K.M. (1997) “Travel behavior as function of accessibility, land use mixing, 
and land use balance: Evidence from San Francisco Bay Area,” Transportation 
Research Record 1607: 116–125.

Kri�ek, K. (2003) “Residential relocation and changes in urban travel: Does 
neighborhood-scale urban form matter?” Journal of the American Planning 
Association 69: 265–281.

Lang, R.E. (2003) Edgeless Cities: Exploring the Elusive Metropolis. Washington, DC: 
Brookings Institution Press.

Lemon, J. (1985) Toronto since 1918: An Illustrated History. Toronto: James Lorimer 
and Co.

Ley, D. (1996) The New Middle Class and the Remaking of the Central City. Oxford: 
Oxford University Press.

Malone Given Parsons Ltd (1994) Markham Centre Study: Final Report. Markham, 
Ontario: The Town of Markham.

Markborough Properties Ltd (n.d.) Meadowvale: A New Urban Life Style. Toronto: 
Markborough Properties Ltd.

Markham (Town of) (1994) Official Plan Amendment and Secondary Plan: Central Area 
Planning District (Markham Centre). Markham, Ontario: Town of Markham.Markham, Ontario: Town of Markham.

Merlin, P. (1969) Les villes nouvelles, urbanisme et aménagement. Paris : Presses 
universitaires de France.

McLeod, M. (1999) Auto Passenger Travel and Auto Occupancy in the GTA: 1996 
Results and Recent Trends. Toronto: University of Toronto, Joint Program inToronto: University of Toronto, Joint Program in 
Transportation, Data Management Group.

Metro Toronto (Planning Board) (1966) The Study of Apartment Distribution and 
Apartment Densities in the Metropolitan Toronto Planning Area. Toronto: Metro 
Toronto Planning Board.

Metro Toronto (Planning Board) (1967) Report of the Proposed Metropolitan Apartment 
Development Control Policy. Toronto: Metro Toronto Planning Board.

Metro Toronto (Planning Department, Land Use Committee) (1979) Addendum to Land 
Use, A Staff Report Submitted to the Joint Metro/TTC Transit Policy Committee. 
Toronto: Metro Toronto.

Metro Toronto (1981) Official Plan for the Urban Structure. Toronto: Metro Toronto.
Metro Toronto (Metropolitan Planning Department, Policy Development Division) (1989) 

Metropolitan Plan Review, Report No. 9: Centres and Office Areas (A Background 
Document in the Review of “The Official Plan for the Urban Structure: Metropolitan 
Toronto”). Toronto: Metro Toronto, Metropolitan Planning Department, Policy 
Development Division.

Metro Toronto (1994) The Official Plan of the Municipality of Metropolitan Toronto: 
The Liveable Metropolis. Toronto: Metro Toronto.

Miller, E.J., P. Dalton and R. Briggs (1998) GTA Trip Generation Rates, 1986–1996. 
Toronto: University of Toronto, Joint Program in Transportation, Data Management 
Group.

Miller, E.J. and A. Shalaby (2003) “Evolution of personal travel in Toronto area and 
policy implication,” Journal of Urban Planning and Development 129: 1–26.

Miller, G, J. Emeneau and J. Farrow (1997) GTA Urban Structure: An Analysis of 
Progress Towards the Vision. Toronto: Canadian Urban Institute.

Mississauga (City of) (1968) Central Erin Mills District Secondary Plan, Official Plan 
Amendment — City of Mississauga Subsidiary Planning Area. Mississauga, Ontario: 
City of Mississauga.

Mississauga (City of, Planning Department) (1978) The Official Plan of the City of 
Mississauga Subsidiary Planning Area (Adopted 10 July 1978). Mississauga, Ontario: 
City of Mississauga, Planning Department.

Mississauga (City of, Planning and Building Department) (1994a) Urban Design Vision: 
Mississauga City Centre. Mississauga, Ontario: City of Mississauga, Planning and 
Building Department.

Mississauga (City of, Planning and Building Department) (1994b) City Centre Secondary 
Plan, Official Plan Amendment 90. Mississauga, Ontario: City of Mississauga, 
Planning and Building Department.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | referenCes | 105

Murdie, R.A. (1969) Factorial Ecology of Metropolitan Toronto, 19�1–1961. Chicago, 
IL: University of Chicago Department of Geography (Research Paper No. 116).

New York Committee on the Regional Plan of New York and Its Environs (1929) 
Regional Plan of New York and Its Environs. New York: Committee on the Regional 
Plan of New York and Its Environs.

North York (Borough of, Planning Board) (1978) Yonge Street “Centre” Strategy. North 
York, Ontario: Borough of North York, Planning Board.

North York (City of) (1991) Official Plan (Consolidated to August 1991). North York, 
Ontario: City of North York.

North York (City of, Planning Department) (1994) Downtown and Uptown Official Plan 
Consolidation. North York, Ontario: City of North York, Planning Department.

Oakville (Town of) (1991) Official Plan. Oakville, Ontario: Town of Oakville.
OGTA (Office for the Greater Toronto Area) (1991) Growing Together: Towards an 

Urban Consensus in the Greater Toronto Area. Toronto: OGTA.
OGTA (Office for the Greater Toronto Area) (1992) GTA 2021: The Challenge of Our 

Future — A Working Document. Toronto: OGTA.
Ontario (Government of, Department of Municipal Affairs, Community Planning Branch) 

(1967) Metropolitan Toronto and Region Transportation Study. Toronto: Government 
of Ontario, Department of Municipal Affairs, Community Planning Branch.

Ontario (Government of) (1970) Design for Development: The Toronto-Centred Region. 
Toronto: Queen’s Printer and Publisher.

Ontario (Government of, Ministry of Transportation and Ministry of Municipal Affairs) 
(1992) Transit Supportive Land Use Planning Guidelines. Toronto: Ministry of 
Transportation and Ministry of Municipal Affairs.

Ontario (Government of, Central Ontario Smart Growth Panel) (2003) Shape the Future: 
Central Ontario Smart Growth Panel, Discussion Paper. Toronto: Queen’s Printer for 
Ontario.

Ontario (Government of) (2005a) Greenbelt Act (Bill 13�) Royal Assent 24 February 
200�.

Ontario (Government of) (2005b) Places to Grow Act (Bill 136) Royal Assent 13 June 
200�.

Ontario (Government of, Ontario Growth Secretariat and Ministry of Public 
Infrastructure) (2005c) Urban Growth Centres in the Greater Golden Horseshoe, 
Issue 1. Toronto: Government of Ontario, Ontario Growth Secretariat and Ministry of 
Public Infrastructure.

Ontario (Government of) (2005d) Places to Grow, Better Choices, Brighter Future: Draft 
Growth Plan for the Greater Golden Horseshoe. Toronto: Queen’s Printer for Ontario.

Ontario (Government of, Ministry of Public Infrastructure Renewal) (2006a) Growth 
Plan for the Greater Golden Horseshoe. Toronto: Government of Ontario.

Ontario (Government of, Ministry of Municipal Affairs and Housing) (2006b) Bill �1: An 
Act to Amend the Planning Act and the Conservation Land Act and to make related 
amendments to other acts (Bill �1) Royal Assent 19 October 2006.

Osborn, F.J. (1969) The New Towns: The Answer to Megapolis. London: Leonard Hill.
Parsons Brinckerhoff Quade and Douglas (1993) The Pedestrian Environment. Portland, 

OR: 1000 Friends of Oregon.
Peel (Region of, Planning Department) (2001) Official Plan, Office Consolidation. 

Brampton, Ontario: Region of Peel.
Perry, C.A., W.D. Heydecker, T. Adams, E.P. Goodrich and S.M. Harrison (1929) 

Neighborhood and Community Planning. New York: Regional Plan of New York and 
Its Environs (Volume 7).

Pickering (Town of) (1996) Pickering Downtown Core: A Land Use and Urban Design 
Study for the Town of Pickering. Pickering, Ontario: Town of Pickering.

Pim, L. and J. Ornoy (2002) A Smart Future for Ontario: How to Protect Nature 
and Curb Urban Sprawl in your Community. Toronto: The Federation of Ontario 
Naturalists.

Pushkarev, B. and J.M. Zupan (1977) Public Transportation and Land Use Policy. 
Bloomington, IN: Indiana University Press.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | referenCes | 106

Rappaport, A. (1987) “Pedestrian street use: Culture and perception,” in A.V. Moudon, 
ed., Public Streets for Public Use. New York: Columbia University Press.

The Regional Planning Commissioners of Ontario (GTA Caucus) (2003) Building Nodes 
in the Greater Toronto Area: Report to Smart Growth Central Ontario Gridlock Sub-
Panel. Toronto: The Regional Planning Commissioners of Ontario, GTA Caucus.

Richmond Hill (Town of) (1991) Official Plan of the Richmond Hill Planning Area 
(Office Consolidation of Council Adopted and Ministry Approved Official Plan 
Amendments to 31 December 1991). Richmond Hill, Ontario: Town of Richmond 
Hill.

Robertson, K.A. (1999) “Can Small-City Downtowns Remain Viable? A National Study 
of Development Issues and Strategies,” Journal of the American Planning Association 
65: 270-283.

Scarborough (Borough of) (1973) Official Plan for the Borough of Scarborough (6th 
Revision). Scarborough, Ontario: Borough of Scarborough.

Scarborough (Borough of) (1978) Official Plan Eight Consolidation. Scarborough, 
Ontario: Borough of Scarborough.

Scarborough (Borough of) (1996) Scarborough Official Plan. Scarborough: Borough of 
Scarborough.

Schaffer, F. (1972) The New Town Story. London: Paladin.
Schollen and Company Inc. (2004) Markham Centre Greenlands Master Plan. Toronto: 

Schollen and Company Inc.
Simmons, J.W. and T. Hernande� (2004a) Power Retail: Close to Saturation. Toronto: 

Ryerson University Centre for the Study of Commercial Activity (RP 2004–08).
Simmons, J.W. and T. Hernande� (2004b) Power Retail within Canada’s Major 

Metropolitan Markets. Toronto: Ryerson University, Centre for the Study of 
Commercial Activity (RP 2004–09).

Song, Y. (2005) “Smart growth and urban development pattern: A comparative study,” 
International Regional Science Review 28: 239–265.

Starr Group (1988) City of Mississauga, Municipal Housing Statement. Final Phase III, 
Report: A Housing Strategy for the City of Mississauga. Mississauga, Ontario: City of 
Mississauga.

Thomson, J.M. (1977) Great Cities and their Traffic. London: Gollan�.
Toronto (City of, Planning Board) (1970) Official Plan for the City of Toronto Planning 

Area (As Approved by the Minister of Municipal Affairs) Part 1. Toronto: City of 
Toronto, Planning Board.

Toronto (City of, Planning Board) (1974) Core Area Task Force Report and 
Recommendations. Toronto: City of Toronto, Planning Board. 

Toronto (City of) (2002) Toronto Official Plan. Toronto: City of Toronto.
Toronto (City of, City Planning Division) (2005) Mid-Rise Symposium — Urbanizing 

the Avenues. Toronto: City of Toronto, City Planning Division <http://www.toronto.
ca/planning/midrise_symposium.htm> (retrieved March 2007)

Toronto Star (1989) “North York ratepayers flex political muscles,” 1 April: North 5.
Toronto Star (1989) “A development overdose in North York” (David Lewis Stein), 19 

July: A7.
Toronto Star (1993) “Most residents uncertain about North York’s plan for growth” (Bob 

Brent), 12 February: A6.
Toronto Star (2003) “Huge project for Downtown Mississauga” (Elvira Cordileone), 30 

August: O2.
Vallance, S., H.C. Perkins and K. Moore (2005) “The results of making a city more 

compact: Neighbours’ interpretation of urban infill,” Environment and Planning B 32: 
715–733.

Vaughan (Town of) (1994) Amendment Number 400 (Modified) to the Official Plan of 
the Vaughan Planning Area. Vaughan, Ontario: Town of Vaughan.

Whitby (Town of) (1999) Official Plan: Municipal Area Policies and Designations. 
Whitby, Ontario: Town of Whitby.

Wingo, L. (1961) Transportation and Urban Land. Washington, DC: Resources for the 
Future.

York (Regional Municipality of) (2002) Official Plan (Office Consolidation 1 November 
2002) 1st Approved 17 October 1994. Newmarket, Ontario: Regional Municipality of 
York.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | aPPendix a | 107

appendix a: study area boundary maps

The various analyses in the report rely on different geographical boundaries. 

1. The built environment analysis is performed on an area determined 
through examination of aerial photography and site visits.

2. The socio-economic analysis makes use of census data at the census tract 
or dissemination area level.

3. The density analysis also makes use of census data, though sometimes 
with different boundaries than the socio-economic analysis.

4. The travel behaviour analysis, which relies on the University of Toronto’s 
Joint Program in Transportation’s Transportation Tomorrow Survey, is 
defined by Traffic Analysis Zones.
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appendix b: defining the boundaries of the study areas

For several reasons, the territories defined in the Ontario government’s discus-
sion paper on UGCs were of little assistance in performing this analysis (Ontario, 
2005c). The document relies on municipal territorial definitions of downtowns, 
cores, or nodes. The problem with these definitions is their inconsistency, which 
accounts for a wide variation in the si�e of UGCs (from 3 km2 to 26 km2). Also, 
notwithstanding this diversity, UGCs tend to cover large areas — 9 km2 on aver-
age. Large areas no doubt reflect the economic development objectives pursued 
by municipal administrations when delineating their downtowns, cores, or nodes. 
The larger the area, the more likely it will attract fiscally lucrative land uses enticed 
by downtown, core, or nodal locations. Meanwhile, planning goals, such as the 
creation of a pedestrian- and transit-supportive environment, risk being relegated 
to a secondary role. The discrepancy in the si�e of such areas suggests an absence 
of a common understanding among municipalities about the nature and purpose of 
these areas. Moreover, it is unrealistic to expect that high-density multifunctional 
environments generating the pedestrian-based synergistic effects associated with 
downtowns, cores, or nodes will ever materiali�e in suburban districts as large as 
those found in municipal definitions.

Another difficulty with the way in which UGCs are currently defined is the absence 
of consideration for their different sectors and for the varied planning treatment 
each demands. Such large areas are necessarily composed of speciali�ed districts, 
two of which, found in all UGCs, are residential areas and cores that provide a 
mixture of activities.

In the report, different approaches were used to delineate the different categories 
of study areas, and in some cases these methods varied according to the variables 
under consideration, owing to inconsistencies in the geographic scale at which 
data are available. The boundaries of the study areas used for particular analyses 
are mapped in the following pages.

Downtown Toronto is defined as the area contained within Spadina Avenue to the 
west, Bernard Avenue, Davenport Road and Rosedale Valley Road to the north, 
Jarvis Street to the east, and Lake Ontario to the south. This area includes down-
town-related functions (offices, retailing, and higher-order institutions) as well as 
high-density housing. However, data pertaining to the nature of the built environ-
ment are collected exclusively within four parts of downtown Toronto known for 
their exceptionally elevated levels of pedestrian movement. The four districts will 
provide a benchmark for a discussion of the built environment of the other study 
areas in terms of their ability to encourage walking.

The delineation of the nodes under investigation is more complex than that of 
downtown Toronto. Using aerial photographs, the boundaries of nodes were 
drawn to include all contiguous areas serving nodal-related functions: retailing, 
offices, public-sector establishments, and high-density residential developments. 
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Ancillary land uses, such as parking and the grounds of apartment buildings, were 
included. The resulting areas provide the basis for measurements of the built en-
vironment. By using census dissemination areas, it was possible to aggregate most 
of the census data (population, employment, housing types, and socioeconomic 
variables) at this scale. These territorial definitions also served to gauge the in-
ternal capture of the three suburban nodes among their office workers. However, 
because the boundaries of dissemination areas have changed over time, census 
tracts are used to measure population changes, even though the census tracts that 
cover the nodes (as defined using aerial photographs) often extend well beyond 
these areas. In consequence, the census tract-based definition of nodes includes 
low-density residential areas. A similar issue complicates the use of traffic �ones 
for the identification of journey patterns. For reasons of consistency, traffic �ones 
were harmoni�ed as much as possible with the extended, census tract-derived 
definition of nodes.

The two small downtowns were also initially delineated using aerial photographs, 
which permitted the identification of areas dominated by downtown-type func-
tions — mostly offices and retailing. Built environment measurements relied on 
these territorial definitions. The areas from which census statistics are drawn also 
include adjacent residential areas, which were built at approximately the same 
time as the downtowns themselves and are at a comfortable walking distance 
from these downtowns. The identification and delineation of these residential 
areas involved an observation of aerial photographs as well as census information 
on the age of residential structures. In all cases, these neighbourhoods were clearly 
bordered by arterial roads, natural features, or industrial areas. Finally, as in the 
case of nodes, longitudinal data are taken from census tracts that reach beyond 
the neighbourhoods, and journey data come from traffic �ones harmoni�ed with 
these census tracts. 

The Yonge Street density corridor runs from the CP railway line between Bloor 
Street and St. Clair Avenue (which can be considered the northern edge of an ex-
tended definition of downtown Toronto) to Brooke Avenue to the north (between 
Lawrence Avenue and Wilson Avenue). This northern limit marks the transition 
from a street-oriented environment to a lower-density suburban-type layout. As 
defined here, the corridor is six kilometres long and approximately two kilome-
tres wide, and incorporates the Yonge-Eglinton node. Statistics for this node thus 
appear twice: first for the Yonge-Eglinton node itself, and second, blended with 
the Yonge Street corridor data. All statistics for the Yonge Street corridor come 
from census tracts bordering on Yonge Street between its northern and southern 
boundaries. Traffic �ones were matched with the census tracts.

The Mississauga East density corridor covers an area bordered to the west by 
Confederation Parkway, to the north by Burnhamthorpe Road, to the east by 
the City of Toronto border (the Etobicoke Creek), and to the south by Dundas 
Street. The corridor is seven kilometres long and two kilometres wide. A portion 
of Mississauga City Centre, south of Burnhamthorpe Road, which includes office 
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and high-rise residential buildings, is included in the Mississauga East corridor. 
Census tracts are contiguous with these boundaries, so they, along with corre-
sponding traffic �ones, can be used as the areas for all statistical information. No 
built environment measurement was carried out in the two corridors, because of 
the lack of emphasis given in plans on their pedestrian connectivity and related 
synergistic effects. 

The features of study areas are, in some instances, compared to those of two 
automobile-oriented business parks (the Airport Corporate Centre on Highway 
401 and Highway 404-North of Steeles Business Parks), representing common 
suburban workplace configurations. In both business parks, density and journey 
patterns (the two sets of variables against which study areas are compared to the 
business parks) correspond closely to their geographical area.
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appendix C: study area land use maps

The following maps and data show the composition of land uses for each study 
area. 



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | aPPendix C | 123

B
ui

ld
in

g 
C

ov
er

ag
e

R
oa

d 
S

pa
ce

S
ur

fa
ce

 P
ar

ki
ng

D
ec

ke
d 

P
ar

ki
ng

G
re

en
 S

pa
ce

S
id

ew
al

ks

P
la

za
s

C
on

st
ru

ct
io

n

T
ra

ns
it

B
u

ilt
 E

n
vi

ro
n

m
en

t 
A

n
al

ys
is

: 
D

o
w

n
to

w
n

 T
o

ro
n

to
, B

lo
o

r-
Y

o
rk

vi
lle

0
0.

1
0.

2 km

D
at

a 
S

ou
rc

es
: C

ity
 o

f T
or

on
to

, L
an

d
In

fo
rm

at
io

n 
To

ro
nt

o,
 J

.D
.B

ar
ne

s 
F

irs
t

B
as

e 
S

ol
ut

io
ns

 2
00

2,
 S

ta
tis

tic
s 

C
an

ad
a,

 
T

ra
ns

po
rt

at
io

n 
To

m
or

ro
w

 S
ur

ve
y

©
 2

00
7 

N
ep

tis
 F

ou
nd

at
io

n

BAY ST.

B
LO

O
R

 S
T.

54 18 6 3 8 8 2 1 0

10
0

L
a

ke
O

n
ta

ri
o

H
al

to
n

P
ee

l

To
ro

nt
o

D
ur

ha
m

Y
or

k

Lo
ca

tio
n 

of
 s

tu
dy

 s
ite

 in
 r

el
at

io
n 

to
 

th
e 

G
re

at
er

 T
or

on
to

 A
re

a 
(G

TA
)

0
20

40
km

La
ke

Si
m

co
e

12
4,

18
0

41
,7

60

13
,5

50

6,
83

0

18
,2

50

19
,4

60

4,
63

0

1,
55

0 0

To
ta

l: 
23

0,
21

0

A
re

a 
(m

 )
P

er
ce

nt
(%

)
La

nd
 U

se
 C

at
eg

or
y

2

YONGE ST.

QUEENS PRK.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | aPPendix C | 124

Building Coverage

Road Space

Surface Parking

Decked Parking

Green Space

Sidewalks

Plazas

Construction

Transit

Built Environment Analysis: Downtown Toronto, Chinatown

0 0.1 0.2
km© 2007 Neptis Foundation

S
P

A
D

IN
A

 A
V

E
.

DUNDAS ST. W

58

16

12

0

3

7

1

0

3

100

L a k e O n t a r i o

Halton

Peel

Toronto

Durham
York

Location of study site in relation to 
the Greater Toronto Area (GTA)

0 20 40
km

Lake
Simcoe

105,440

29,210

21,580

0

6,070

12,980

1,030

0

4,800

Total: 181,110

Area (m ) Percent
(%)

Land Use Category2

Data Sources: City of Toronto, Land
Information Toronto, J.D.Barnes First
Base Solutions 2002, Statistics Canada, 
Transportation Tomorrow Survey



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | aPPendix C | 125

B
ui

ld
in

g 
C

ov
er

ag
e

R
oa

d 
S

pa
ce

S
ur

fa
ce

 P
ar

ki
ng

D
ec

ke
d 

P
ar

ki
ng

G
re

en
 S

pa
ce

S
id

ew
al

ks

P
la

za
s

C
on

st
ru

ct
io

n

T
ra

ns
it

B
u

ilt
 E

n
vi

ro
n

m
en

t 
A

n
al

ys
is

: 
D

o
w

n
to

w
n

 T
o

ro
n

to
, Q

u
ee

n
 S

t.
 W

es
t

0
0.

1
0.

2 km

D
at

a 
S

ou
rc

es
: C

ity
 o

f T
or

on
to

, L
an

d
In

fo
rm

at
io

n 
To

ro
nt

o,
 J

.D
.B

ar
ne

s 
F

irs
t

B
as

e 
S

ol
ut

io
ns

 2
00

2,
 S

ta
tis

tic
s 

C
an

ad
a,

 
T

ra
ns

po
rt

at
io

n 
To

m
or

ro
w

 S
ur

ve
y

©
 2

00
7 

N
ep

tis
 F

ou
nd

at
io

n

SPADINA AVE.

Q
U

E
E

N
 S

T.

51 20 13 0 1 8 1 6 0

10
0

L
a

ke
O

n
ta

ri
o

H
al

to
n

P
ee

l

To
ro

nt
o

D
ur

ha
m

Y
or

k

Lo
ca

tio
n 

of
 s

tu
dy

 s
ite

 in
 r

el
at

io
n 

to
 

th
e 

G
re

at
er

 T
or

on
to

 A
re

a 
(G

TA
)

0
20

40
km

La
ke

Si
m

co
e

62
,1

50

24
,0

40

15
,3

90 0

93
0

10
,3

30

1,
21

0

8,
00

0 0

To
ta

l: 
12

2,
05

0

A
re

a 
(m

 )
P

er
ce

nt
(%

)
La

nd
 U

se
 C

at
eg

or
y

2

R
IC

H
M

O
N

D
 S

T.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | aPPendix C | 126

Building Coverage

Road Space

Surface Parking

Decked Parking

Green Space

Sidewalks

Plazas

Construction

Transit

Built Environment Analysis: Downtown Toronto, Yonge-Dundas-Queen
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Built Environment Analysis: North York Centre
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Built Environment Analysis: Downtown Oakville
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appendix d: Patterns of tra�el to study areas

This appendix contains two sets of maps. The first set shows the pattern of work-
related trips into each study area. The second shows the pattern of non-work-
related trips into each study area. Both illustrate the “sphere of influence” of each 
study for work- and non-work-related trips. 

These maps are created using data from the University of Toronto’s Joint Program 
in Transportation’s Transportation Tomorrow Survey. The geography is divided 
into Traffic Analysis Zones. The lines indicate the number of trips into each study 
area’s TAZs from other �ones in the region. The darker and thicker the line, the 
more trips into the study area from that TAZ. Trips from �ones from which fewer 
than ten trips are made are not shown. Concentric circles indicating distances of 
6, 15, and 30 km from the centre of each study area are also shown.

The Transportation Tomorrow Survey sampling was much lower in Waterloo 
Region than in the remainder of the Greater Toronto Area, which explains the 
small number of recorded journeys to downtown Kitchener destinations. Traffic 
analysis �ones are also much larger in Waterloo Region than in other GTA urban-
i�ed areas.
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Work Journeys to Downtown Toronto
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Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Downtown Toronto
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Data Sources: Statistics Canada, 
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Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to Yonge Eglinton Centre
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Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Yonge Eglinton Centre
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Data Sources: Statistics Canada, 
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Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to North York Centre
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Data Sources: Statistics Canada, 
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Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to North York Centre
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to Scarborough Town Centre
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Scarborough Town Centre
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.

6 km

15 km

30 km



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | aPPendix d | 142

Work Journeys to Mississauga City Centre
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey
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Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Mississauga City Centre
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to Oakville
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.



THE URBAN GROwTH CENTRES STRATEGY IN THE GREATER GOLDEN HORSESHOE  | aPPendix d | 145

6 km

15 km

30 km

Non-work Journeys to Oakville
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to Downtown Kitchener (1996 data)
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Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Downtown Kitchener (1996 data)
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Data Sources: Statistics Canada, 
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© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to Yonge Street Corridor
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Data Sources: Statistics Canada, 
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Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Yonge Street Corridor
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17%

19%

7%

43%

Total: 144,308

Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to Mississauga East Corridor

20 0 2010 km

10 - 50

51 - 100

101 - 400

401 - 800

801 - 1200

1201 - 2400

Census Sub Division

Traffic Analysis Zone

Work Journeys% of Total

46%

28%

26%

0

0

0

Total: 10,836

Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Mississauga East Corridor

20 0 2010 km

10 - 50

51 - 100

101 - 400

401 - 800

801 - 1200

1201 - 5681

Census Sub Division

Traffic Analysis Zone

Non-work Journeys% of Total

7%

7%

20%

12%

8%

46%

Total: 132,387

Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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Work Journeys to Highway 401 Employment

20 0 2010 km

10 - 50

51 - 100

101 - 400

401 - 800

801 - 1200

1201 - 2400

Census Sub Division

Traffic Analysis Zone

Work Journeys% of Total

30%

19%

46%

5%

0

0

Total: 31,969

Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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Non-work Journeys to Highway 401 Employment

20 0 2010 km

10 - 50

51 - 100

101 - 400

401 - 800

801 - 1200

1201 - 3120

Census Sub Division

Traffic Analysis Zone

Non-work Journeys% of Total

17%

15%

35%

17%

5%

11%

Total: 41,156

Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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6 km

15 km

30 km

Work Journeys to Highway 404 Employment

10 - 50

51 - 100

101 - 400

401 - 800

801 - 1200

1201 - 2400

Census Sub Division

Traffic Analysis Zone

Work Journeys

20 0 2010 km

% of Total

27%

24%

46%

3%

0

0

Total: 37,553

Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of journeys to work in morning 
rush hour between individual Traffic 
Analysis Zones.
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6 km

15 km

30 km

Non-work Journeys to Highway 404 Employment

10 - 50

51 - 100

101 - 400

401 - 800

801 - 1200

1201 - 2400

Census Sub Division

Traffic Analysis Zone

Non-work Journeys

20 0 2010 km

% of Total

15%

13%

38%

19%

12%

3%

Total: 54,774

Data Sources: Statistics Canada, 
Transportation Tomorrow Survey

© 2007 Neptis Foundation

Line thickness and colour represent 
number of non-work journeys all day
between individual Traffic Analysis 
Zones.
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