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Summary

The traffic modeling work that justified the freeway extension needs to be updated, in that MTO made various assumptions that tended to bias their results towards requiring more road capacity for single occupant automobiles.  Furthermore, the alternatives comparison failed to include parameters such as cost of accidents and costs of health impairment from passive transportation.  With updated modeling, it is possible that other approaches, such as improved transit and no freeway, or a scaled-down freeway project will be shown to be viable. 
Background

The justification for the 407 East Freeway project was developed by the Ministry of Transport (MTO) in their reports "Transportation Assessment and Problems and Opportunities Definition Report" (June-06) and "407 East Alternatives to the Undertaking" (Feb-07).  After describing various transportation alternatives, MTO ended up comparing four options for various years up to 2031:

· "Do Nothing", consisted only of implementing approved or planned provincial, regional and local road expansions and no change in transit modal split.  This included

· Widening Hwy 401 from Brock Road to Courtice Road, and new interchanges

· Widening Hwy 7 from Brock Road in Pickering to Highway 12 in Whitby

· Widening various regional roads
· Protecting but not building two future E-W  and 4 future N-S regional road corridors

· "Combination Option 1", consisted of all the above road improvements, plus transportation demand measurements (TDM), transportation system management (TSM), enhanced public transit (including BRT/LRT) and increased intermodal rail shipments.
· "Combination Option 2" consisted of all the above road improvements, TDM, TSM, modified transit (no BRT/LRT), plus expansion of existing regional roadways
· "Combination Option 3" consisted of all the measures in Option 1, plus up to 70 km of 407 freeway extensions (various sub options). 

MTO concluded that Combination Option 2 fell well short of Combination Option 1.  They concluded that Combination Option 1 made significant improvements over "Do Nothing".  However, according to MTO, it did not adequately resolve the transportation deficiency, in that some screen lines were at 1-7% over capacity in 2031.  Therefore Combination Option 3 was recommended.  Of the various sub options, MTO recommended the full 70 km of freeway extensions, with one corridor running E-W and two links running N-S.    This is despite screen line traffic volumes being only 73-78% of capacity in the eastern leg.
Our Position
First, we believe that this modeling should be updated, in that MTO made various assumptions that tended to bias their results towards requiring more road capacity for single occupant automobiles.  For example

· Model was based on 2001 Transportation Tomorrow Survey.  Since that time, public attitudes towards active transportation and public transit have become more positive, due to increased environmental and health awareness, as well as an evolving positive impression fostered by seeing hi tech, clean reliable transit vehicles elsewhere.
· Gasoline costs were assumed to increase only at the rate of inflation
· Proportion of telecommuting in 2031 assumed by MTO was much lower than assumed by Metrolinx in their recent draft Regional Transportation Plan

· Proportion of ride sharing assumed by MTO (average auto occupancy of 1.03 in 2031) was much lower than assumed by Metrolinx (average auto occupancy 1.32 in 2031)

· Assumed freight diversion to intermodal shipping was assumed at a modest 7%.  Discussions should be held with industries involved in goods movement to update this number, particularly in view of increasing fuel prices and Metrolinx concepts like centralized logistics facilities
Secondly, we believe that the alternatives should be subject to a broader evaluation than was done in the MTO report.  Metrolinx is currently conducting Benefit Case Analyses (BCA) on all rapid transit projects.  The BCA includes important parameters that were not included in the MTO analysis, such as cost of accidents and costs of health impairment from passive transportation.  The MTO analysis should incorporate such parameters in its Alternatives Evaluation.

It is possible that updated modeling will show that Combination Option 1 is now viable.  Or, an option with no freeway construction, but construction of new regional roads in the protected corridors might be viable.  Or, scaled-down versions of Option 3, such as a shorter/alternate freeway extension, or construction of a 407 transitway only might be shown to be viable.  For example, it is particularly difficult to understand why the eastern leg of the E-W corridor that runs in the Clarington Greenbelt is needed, given the low screen line traffic volumes.  
For further information, please contact Peter Miasek at dmiasek@rogers.com

