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EXECUTIVE SUMMARY 
1.0 Background 
Downtown Richmond Hill is a place of commercial and recreational activity, featuring a character unique to the 
rest of the Town of Richmond Hill. The Downtown area is characterized by heritage buildings, numerous 
shopping and eating locations, as well as recreational locations such as the Richmond Hill Public Library and the 
Richmond Hill Performing Arts Centre. Yonge Street within the Downtown area features a pedestrian realm 
featuring urban design elements, engaging streetscapes, and on-street parking. The Downtown area is 
therefore an important area for Richmond Hill’s public realm, in addition to the retail and leisure opportunities 
it offers.  
 
In planning for the future of Downtown Richmond Hill, the Town has completed a number of previous studies 
that identify a series of challenges and opportunities for the area, as well as visionary exercises to 
conceptualize how the Downtown area is to evolve and retain its unique character. The most notable of these 
studies and visionary exercises are the Downtown Design and Land Use Strategy (DDLUS), and the new 
Richmond Hill Official Plan, which establish comprehensive design guidelines and policies for the Downtown 
area. 
 
Downtown Richmond Hill has been envisioned as evolving into a mixed use centre, featuring infill development 
within its Village District, and intensified development in its Uptown and Civic districts. Alongside this 
intensification and infill development is the desire for the Downtown to be accessed primarily by pedestrians, 
cyclists, and transit users who live, work, and perform leisure activities in the area. Therefore, the public realm 
of the Downtown area is planned to be enhanced, increasing its attractiveness, and vitality. This is to be 
accomplished primarily through the implementation of a linked system of courtyards/mews. 
 
To achieve this vision and evolution for Downtown Richmond Hill, the Town is undergoing a process to develop 
a Secondary Plan. The Secondary Plan will set forward a vision and planning policies for the future of 
Downtown Richmond Hill. Since a major component of the vision for the Downtown area involves 
transportation related matters, this study’s purpose is to provide a review of the transportation and parking 
conditions, and provide direction to the Town to move forward in developing the Secondary Plan, and 
enhancing the Downtown area.  
 
An analysis of the current conditions in Downtown Richmond Hill revealed that traffic operates acceptably with 
some constraint, and that there is sufficient parking available to accommodate intensification. Further, the 
analysis of the existing conditions revealed a number of both opportunities and challenges regarding cycling 
and walking conditions. Moving forward from the analysis of the existing conditions, future conditions were 
projected. The review of the existing conditions demonstrated the Downtown can support additional 
development given the future planned conditions are realized. However, it also needed to be determined 
whether improvements to the existing broader street network are required to permit the vision established for 
the Downtown area. To that effect, two (2) development projections were analyzed. These projections were 
for the horizon year of 2031, and post 2031 horizon year. The post 2031 projection was performed to ensure 
the Town’s ultimate vision for the Downtown area in accordance to the Official Plan can be successfully 
achieved. See Table E-1 below. 
 

 Existing Development 2031 Projection Post 2031 Projection 

Population 1,333 5,903 9,052 
Employment 2,586 3,215 4,930 

  

Total 3,919 9,118 13,982 

Table E-1: Population and Employment Projections for the Downtown Area 
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2.0 Challenges 
The transportation analysis based on the future population and employment projection requires a significant 
shift in modal split from single-occupancy auto trips to other forms of transportation. As a result of this modal 
split shift, traffic operations are found to slightly improve compared to the existing conditions despite 
intensified development. Overall, it was determined that the existing street network is able to accommodate 
the projected vehicular traffic associated with the planned density, and no broader street network 
improvements are required. However, the future population and employment projection revealed a number of 
challenges that will arise in the future at a site development level, and achieving the vision for the Downtown 
area will introduce new circulation, parking, and loading considerations that will need to be addressed. 
 

 Firstly, the major modal shift from auto to transit will need to be achieved to result in the projected 
traffic operations in the Downtown; 

 Secondly, challenges regarding access management will need to be addressed in the future. Since 
vehicles need to access individual properties within the Downtown area, these accesses will need to be 
managed in a manner that does not adversely impact traffic operations, or the envisioned public realm;  

 Bolstering the public realm, the planned linked system of courtyards and mews will need to be 
arranged and managed in such a way that discourages excess traffic from utilizing the linkages. This will 
ensure that this system of linkages is provided primarily for pedestrians, achieving the envisioned 
enhanced public realm; 

 An additional challenge will be presented regarding parking. Since parking will need to be provided for 
development in the Downtown, considerations will need to be addressed in terms of how the parking 
is accessed, where it is provided, and how it impacts an enhanced public realm; and, 

 Finally, attention will need to be given to loading and waste collection in the Downtown area. The 
consideration of loading activities is a necessity in relation to the overall public realm to avoid 
haphazard and unsightly conditions. 

 
Given the identified challenges and considerations, a series of strategies and recommendations are provided in 
the report to ensure the successful implementation of the vision for the Downtown area facilitates the desired 
public realm and traffic operations. 
 

3.0 Vision for the Downtown 
Central to the success of the vision for the Downtown area is the linked system of courtyards/mews. Case 
studies of other linkage systems was undertaken to inform appropriate typologies and considerations. Six (6) 
linkage types were developed including: 
 

 Destination courtyard  Parking courtyard 

 Active link  Driveway link  

 Shared link (Woonerven)  Service link 

In addition, a new urban local street standard is proposed as a new street classification only for the Downtown 
area of Richmond Hill. The purpose of this Urban Local Street is to increase permeability in the Downtown 
where needed. It has a reduced right-of-way from the 18m Local Road standard. 

Links were envisioned for the Downtown area per block (Figure E-1), taking into consideration unique 
characteristics such as points of ingress/egress, impacts to Yonge Street, built environment, land uses, 
projected traffic, and directionality. The assignment involves a mix of one-way and two-way links, focusing on 
creating attractive environments for the pedestrian and discouraging auto cut-through traffic (Figure E-2 - E-3). 
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Figure E-2: Shared Linkage/Parking 
Courtyard 

 
Figure E-3: Active Linkage 

 
 
 

Figure E-1: Linked System of Courtyards/Mews Arrangement 
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4.0 Recommendations 
Given the list of challenges that will need to be addressed to ensure the successful implementation of the 
Town’s vision for the Downtown area, a list of recommendations have been provided. They are as follows: 
 

Access Management 

 Require consolidation of accesses between developments within the Downtown: 
o Avoid access onto Yonge Street 
o Provide inter-connections between the privately and publicly owned parking facilities 
o Provide connections between the parking facilities and the street network 

Linked System of Courtyards/Mews 

 Provide direction for pedestrian and cyclist linkages 

 Implement the linkage typology guidelines (Table 4-1) 

 Adopt the linked system of courtyards/mews as a Schedule 

 Linkage implementation focuses on accommodating active modes of transportation along the linkages, 
although vehicle and servicing uses can also be accommodated to facilitate the broader access management 
regulations and vision of the DDLUS 

 Limit potential cut-through trips and mitigate traffic impacts on existing bottlenecks by adopting a mix of one-
way and two-way linkages 

 The linked system of courtyard/mews will be implemented through the development approval process 

 Provide policy direction for a new Urban Local Street in the Downtown area 

Parking Management 

 Implement TDM policies 

 Include policies related to publicly-owned, consolidated parking facilities within the Downtown area to reduce 
on-site development parking provisions 

 Provide up to 1,300 spaces by 2031 in publicly owned and/or accessible parking facilities, depending on the 
level of redevelopment and projected off-site parking demand requirements 

 Establish a less than 200m² GFA parking exemption threshold for non-residential land uses 

 Discourage access to parking facilities serving single developments 

 Implement an administrative parking body to continually monitor parking supply and demand 

 Maintain the use of the existing payment-in-lieu by-law while adjusting rates for differing land uses 

Loading and Waste Collection 

 Encourage consolidated waste collection systems for residential and non-residential uses 

 Implement exemptions and consolidated loading provisions for non-residential properties of limited size 

 Discourage on-street and linkage waste collection for individual properties 
 
Further, to ensure that traffic operates as projected in this study, a number of Travel Demand Management 
(TDM) strategies have been recommended, in addition to regular traffic and parking monitoring. They are as 
follows:  
 
 Create interconnected systems emphasizing 

pedestrian movement 
 Incorporate the Richmond Hill and York Region 

Pedestrian and Cycling Master Plan 

 Ensure easy access to transit  Practice transit-oriented development consistent with 
the York Region Transit-Oriented Development 
Guidelines 

 Limit Parking opportunities in the Downtown 

 Develop a TDM strategy tailored to Richmond Hill 
 
The listed recommendations are to prioritize pedestrian movement and activity in the Downtown area. 
Ultimately, these recommendations are to achieve the Town’s vision. Recommendations are to limit vehicular 
impacts to both the existing street network, and to the future system of linked courtyards/mews. 
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1.0 Introduction 
The Town of Richmond Hill has envisioned the enhancement of its Downtown area through improvements to 
its public realm and transportation network. This includes a well-connected and attractive system of linked 
courtyards/mews that permeates the Downtown. Furthermore, the future Downtown area is envisioned as 
being accessed primarily by public transportation. The addition of a linked system of courtyards/mews will also 
encourage the use of active transportation. These improvements will increase the vitality of the Downtown 
area, enhancing it as a place where people want to live and work, while enjoying the experience of travelling 
throughout. 

 

1.1 Report Structure 

LEA Consulting Ltd. has been retained by the Town of Richmond Hill to provide a comprehensive transportation 
and parking study for the Downtown area. The objective of this study is to identify the transportation and 
parking requirements, and policy recommendations necessary to achieve the vision set out for the Downtown 
in the Official Plan and the Downtown Design and Land Use Strategy (DDLUS), in addition to supporting the 
development of the Secondary Plan.  

 

Overall, this report’s primary goal is to provide background information for the forthcoming Secondary Plan for 
the Downtown area. The Secondary Plan will set forward a vision and planning policies for the future of 
Downtown Richmond Hill. 

 

This report begins with Section 2.0 which reviews the existing conditions and approved planning framework 
with respect to each mode of transportation, as well as the existing parking conditions in the Downtown. A 
review of the existing conditions is necessary to establish where the Town is in achieving its vision for the 
Downtown, as well as what steps will need to be taken to achieve the vision. Beyond existing conditions, the 
future transportation and parking conditions are projected as per the Town’s Official Plan and the DDLUS in 
Section 3.0. These projections reveal both challenges and opportunities the Town will be presented with in 
enhancing the Downtown area. In order to address these challenges and capitalize on opportunities, a series of 
strategies relating to different considerations such as access management, a linked system of 
courtyards/mews, parking, and loading are presented and reviewed in Sections 4.0 to 6.0. Based on traffic and 
parking projections, as well as the recommended strategies, overall recommendations are outlined in Section 
7.0. 

 

1.2 Study Area 

The study area for the Downtown Transportation and Parking Study is bordered to the south by Harding 
Boulevard and by Levendale Road to the north. The study area is focused along Yonge Street with an eastern 
boundary of Church Street, and a western boundary along Elizabeth Street, Hall Street, Atkinson Street, and 
Addison Street. The study area is shown in Figure 1-1.  Consistent with the previous planning studies, 
specifically the DDLUS, the study area has been divided into three (3) districts; Uptown, Village, and Civic. 
Additionally, in performing the existing traffic conditions analysis, the Commercial Section on Yonge Street 
from Levendale Road to Elgin Mills Road was included in the study area to be consistent with previous traffic 
studies. Beyond analyzing traffic conditions, the Commercial Section has not been included in the study area to 
be consistent with the defined boundary of the Downtown Richmond Hill area. 
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1.3 Process 

As a planning study, the Downtown Transportation and Parking Study has been designed to comprehensively 
review, evaluate, and recommend modifications required to the transportation infrastructure and policies 
necessary to achieve the objectives set forth in the DDLUS and the Official Plan. In doing so the study has been 
focused around a process with the following steps: 

 

 Review existing conditions; 

 Document the planned vision for the Downtown area; 

 Propose and review strategies to achieve the planned vision; 

 Recommend preferred strategies; and, 

 Establish recommendations for the implementation of the preferred strategies. 
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Figure 1-1:  Study Area Location and Boundary 
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2.0 Existing Conditions 
2.1 Introduction 

This section reviews the existing conditions within Richmond Hill’s Downtown. This includes the review of 
existing travel behaviour, relevant transportation policies, the existing street hierarchy, and future planned 
improvements. It also includes a review of policies and existing conditions as it relates to the transit, cycling, 
and pedestrian networks, and parking provisions. This review will provide knowledge in how the Downtown’s 
transportation network currently operates, as well as the opportunities and challenges faced by those 
travelling to and from the Downtown. This understanding will aid in developing an understanding of what 
challenges and opportunities exist in Downtown Richmond Hill, and how these can be carried forward for 
consideration in future planning, and in the development of the Secondary Plan. 

 

For more detailed existing conditions analysis, please refer to Appendix A. 

 

2.2 Travel Behaviour 

While with intensification the travel behaviour in the study area is expected to diversify, the existing data 
reveals that the Downtown area is presently comprised of lower density uses that are primarily auto-
dependent. Table 2-1 presents this data. 

 

Households living in apartments 34% 

Vehicles per dwelling 1.58 

Auto Mode Split – Resident (Work Trips) 79% 

Auto Mode Split – Employees (Work Trips) 77% 

Table 2-1: Key Indicators Demonstrating Auto-Dependence 

Source: Transportation Tomorrow Survey, 2011 

 

Residents living in the study area work primarily in Toronto (41%), Richmond Hill (22%), Vaughan (13%) and 
Markham (9%). The remaining 15% work across the GTA. Therefore, the majority of residents work within York 
Region (44%). People who work in the study area travel from Richmond Hill (36%), Toronto (18%), Vaughan 
(11%), and Markham (10%). In total, 57% of people who primarily work in the study area live within York 
Region. The remaining 25% come from other GTA jurisdictions. Locally within the study area, travel is observed 
more along a north-south than east-to-west pattern. The existing mode split for people who live in the study 
area is presented in Table 2-2, while the existing mode split for people who work in the study area is presented 
in Table 2-3. 
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Mode of Travel  Work Trips Other Trips All Trips 

Car Passenger 1,012  6,414  7,426  

Drove Car 8,775  20,036  28,811  

Sub-Total Auto 9,787 79% 26,450 83% 36,237 82% 

             

Transit 2,160 17% 4,430 14% 6,590 13% 

             

Bicycle 73  33  106  

Walked 377  873  1,250  

Other 0   28   28   

Sub-Total Active 450 4% 934 3% 1,384 3% 

       

TOTAL  100%  100%  100% 

Table 2-2: Existing Mode Split for People Living in the Downtown Area  

Source: Transportation Tomorrow Survey, 2011 

 

Mode of Travel  Work Trips 

Car Passenger 516  

Drove Car 4471  

Sub-Total Auto 4,987 77% 

     

Transit 1112 17% 

     

Bicycle 51  

Walked 328    

Other 0   

Sub-Total Active 379 6% 

   

TOTAL  100% 

Table 2-3: Mode Split for People who Work in the Downtown Area 

Source: Transportation Tomorrow Survey, 2011 
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2.3 Transportation Network 

2.3.1 Vehicle 

Planning Framework 

This section reviews the relevant policies that address existing traffic conditions and future transportation 
planning in Downtown Richmond Hill. Specifically, below are summaries of the York Region Moving on 
Sustainability Transportation Master Plan Update of 2009, The York Region Official Plan of 2009, the Town of 
Richmond Hill Official Plan of 2010, the Town of Richmond Hill Transportation Master Plan of 2006, and the 
Richmond Hill Urban Master Environmental Servicing Plan (MESP) of 2014. 

 

York Region Moving on Sustainability Transportation Master Plan Update 
(2009) 

The 2009 Moving on Sustainability Update to the York Region 
Transportation Master Plan (TMP) establishes a comprehensive vision for 
the Region’s future. The 2009 York Region TMP has targeted this vision to 
be achieved by 2031. The TMP is to ensure the efficiency of the Region’s 
transit system, the safety of the Region’s street network, and the economic 
well-being of the Region’s communities. A pinnacle component of the 
Update is the focus placed on sustainability through improving the 
environment, physical and mental health, and traffic congestion. York 
Region has established the goals of reducing the need for street 
construction and improvements, reducing traffic congestion, improving air 
quality, improving social mobility, creating healthier downtowns, and 
creating benefits to economic sectors such as tourism. 

 

What has been recognized as a key concern towards sustainability in the Region’s future is continued 
population growth. As a result, public transit is the primary transportation mode for consideration in the 2009 
York Region TMP. The goal is to reduce single occupancy vehicles as much as possible by means of increasing 
transit ridership, increasing active transportation, or car-pooling. York Region has subsequently envisioned 
transportation improvements that will have a direct impact on Downtown Richmond Hill’s travel patterns. 
These include an extension of the TTC Yonge-University-Spadina line to north of Highway 7 at Richmond Hill 
Terminal Centre, as well as either an LRT (Light Rail Transit) or BRT (Bus Rapid Transit) system to operate along 
the Yonge Street corridor. Major Mackenzie Drive is also envisioned to receive either an LRT or BRT system 
over the long-term.  
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York Region Official Plan 2010 

The 2010 York Region Official Plan is a comprehensive vision for the Region 
in regards to many urban and rural matters. In the context of 
transportation, the 2010 York Region Official Plan has established a primary 
goal of reducing the number of auto trips by diverting single-occupancy 
vehicle trips to other more sustainable modes such as public transportation 
and active transportation. Many benefits are cited to result from the 
diversion of trips away from private auto such as reducing the need to 
expand and improve street infrastructure, improvement in air quality, and 
improvement in physical health.  

 

York Region has identified that in order to successfully divert users of 
private auto to the mode of public transportation, a reliable, 
comprehensive, and interconnected public transit system must exist. York 

Region has set a goal of a 30% mode split for transit usage in the “Urban Area” during peak hours by 2031, and 
a 50% mode split for transit usage during peak hours in “Regional Centres and Corridors” by 2031. The “Urban 
Area” is defined as any built-up area in the Region, while “Regional Centres and Corridors” are identified focal 
points and corridors of growth and activity. 

 

In order to provide a reliable, comprehensive, and interconnected transit system, York Region has adopted 
numerous policies within its Official Plan. Such policies include requiring local municipalities to design streets 
to accommodate public transit, to implement transit improvements on urban streets, and for “Intensification 
Corridors”, “Regional Corridors”, and “Regional Centres” to be supportive of public transportation. 
Additionally, the practice of intensification is viewed as being an effective strategy to promote the use of public 
transportation. In accordance with the Growth Plan, York Region has set the policy that by 2015, a minimum of 
40% of all residential development in the built-up area will be by means of intensification. This will apply to 
Downtown Richmond Hill, as it is part of the Yonge Street “Regional Corridor”. 

 

Richmond Hill Official Plan (OMB Partially Approved) 2010 

The 2010 Richmond Hill Official Plan recognizes the rapid growth the Town 
of Richmond Hill experienced during the 20th century, and the continued 
growth the municipality is to experience into the near future. Such 
recognition has led the Town of Richmond Hill to prepare a comprehensive 
plan to guide all future urban planning.  

 

Regarding transportation, the Town of Richmond Hill has established a 
hierarchy to guide future planning matters. Within this hierarchy public 
transportation is placed second behind active transportation, while single-
occupancy vehicles are placed last behind higher-occupancy vehicles. Yonge 
Street is stated to be planned as a regional rapid transit corridor, and to be 
supportive of a mix of transportation users. Pertaining to the Downtown 
area specifically, it is to be enhanced through the establishment of a linked 

system of courtyards/mews. This system, part of the Town’s circulation network, is to enhance pedestrian 
connections within the area, aiding in the creation of a compact, pedestrian oriented mixed-use centre.  
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Various transit-oriented-design guidelines have been outlined by the Town of Richmond Hill including 
connecting transit stops to land-uses, intensifying land uses in appropriate locations, adopting a maximum 
parking standard, and providing on-street parking where feasible. Despite rapid transit plans for Yonge Street, 
the Town of Richmond Hill recognizes that Yonge Street varies greatly in terms of its types of transportation 
users, the built form it provides access to, and the character along its length. Particularly, it has been 
recognized that within the Village District of Downtown Richmond Hill, rapid transit will run in mixed traffic to 
ensure the preservation of the main street character in the Village, including the preservation of various 
heritage buildings. Furthermore, it has been envisioned in the 2010 Richmond Hill Official Plan that Yonge 
Street within the Village District of the Downtown area will become primarily, a pedestrian-oriented street.  

 

Town of Richmond Hill Transportation Master Plan 2006 

The 2006 Town of Richmond Hill Transportation Master Plan (TMP) 
recommends numerous strategies the municipality should follow to ensure 
the efficient movement of people by the year 2021. One of the strategy’s 
main plans is to provide a rapid transit system from Highway 7 to 
Newmarket. Additionally, general strategies in regards to street operation 
improvements are recommended. These include focusing on increasing 
person capacity as oppose to single-occupancy vehicle capacity.  

 

In the long term, being 2021 and beyond, the 2006 Richmond Hill TMP 
recommends an LRT service be installed on Yonge Street from Highway 7 to 
Bloomington Road. Also recommended in the long term is the installation of 
BRT services on Major Mackenzie Drive across the municipality. Important 
to note is the considerations made regarding Yonge Street in the Village 

District of Downtown Richmond Hill. It is recognized that this particular stretch of Yonge Street will require 
careful consideration in regards to providing higher-order public transportation. The TMP furthermore, 
recommends discouraging high-speed, long-distance commuting along Yonge Street through the Village 
District. Mainly, Newkirk Road is identified as being an alternate route to this particular stretch of Yonge Street.  

 

Richmond Hill Urban Master Environmental Servicing Plan (MESP) 2014 

The Urban MESP for Richmond Hill identifies the infrastructure that will be 
needed to support the urban structure framework that is outlined in the 
Town’s Official Plan. The study focuses on the centres and corridors where 
intensification is directed, such as the Downtown area. 

 

As part of the Urban MESP study, transportation infrastructure was 
evaluated as it pertains to active transportation facilities, such as sidewalk 
widening, bike lanes and shared lanes, as well as access management, 
traffic calming, and TDM (travel demand management) measures. TDM 
measures included four (4) broader areas of focus. These included parking 
policies, cycling facilities, pedestrian amenities, and signage and wayfinding. 
In relation to the Downtown area, the Urban MESP outlines that before 
access is provided onto an arterial street corridor all other options for site 

access should be exhausted. This applies to the Yonge Street corridor. 
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In terms of Yonge Street’s cross-section within the Downtown area, the Urban MESP provides a series of 
recommendations. Included is that where possible, the effective pedestrian area be made a minimum of 2.0 
metres wide. Also, since Yonge Street’s right-of-way is currently limited at 20 metres in the Village District, 
providing on-street bike lanes will not be wholly feasible. This is to allow for the operation of the Yonge Street 
BRT (bus-rapid-transit) service in the future along with the current through-lanes for vehicle traffic. 

 

The Urban MESP speaks to the construction of a proposed new collector street in the Downtown area. This is 
the proposed extension of Enford Road to connect with Yonge Street via the Industrial Street extension from 
the Levendale Road and Yonge Street intersection. 

 

Street Hierarchy 

There is a hierarchy of streets within the Downtown area of Richmond Hill. Figure 2-1 displays the existing 
street classifications in the Downtown area, while Table 2-4 briefly summarizes typical vehicle capacities for 
these street classifications. 
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Figure 2-1: Existing Street Hierarchy 
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Street Classification Lane Capacity (Vehicles/Hr.) 

Local Street 400 

Collector Street 500 

Arterial Street 800 

Table 2-4: Street Classification Lane Capacity (Vehicles/Hr.) 

Source: University of Toronto Data Management Group (2011). “GTA Network Coding Standard 2001 A.M. Peak EMME/2 Integrated Road and Transit 
Network Release 1.0/1.1 

 

Intersection Operations 

Intersection capacity analysis was conducted for each signalized intersection during the weekday AM and PM 
peak hours in the study area, including the Commercial Section. For the full detailed analysis please refer to 
Appendix A-1. 

 

The intersection capacity analysis revealed that generally, traffic operates acceptably in the Downtown area. 
The most notable constraint was observed in the Civic District at the Yonge Street and Major Mackenzie Drive 
intersection. This intersection operates with significant delay during both the weekday AM and PM peak hours, 
while operating over capacity during the weekday AM peak hour. In the Village District, signal timings are 
found to favour the north-south movement of Yonge Street given its higher volume of traffic. This was 
observed to cause delay to east-west movements. Even so, the operation of the intersections in the Village 
District is acceptable. In both the Uptown District and Commercial Section, no significant constraints are 
present. Overall, traffic is found to operate acceptably under existing conditions. 

 

Mid-Block Operations 

Existing mid-block operations were analyzed on Yonge Street for both the weekday AM and PM peak hours. 
This analysis measured vehicle-to-capacity ratios, and determined whether Yonge Street is operating within or 
over capacity in particular segments. A high volume of traffic was found to operate along Yonge Street in the 
southbound direction during the weekday AM peak hour, and the northbound direction during the weekday 
PM peak hour.  

 

Overall, most segments are operating within capacity. Yonge Street in the Uptown District during the weekday 
AM peak hour is found to operate just over capacity, while Yonge Street in the Village District is found to 
operate over 85% of theoretical capacity. During the PM peak hour however, all segments of Yonge Street 
operate within capacity, with some segments in the Uptown District operating above 85% of theoretical 
capacity. For the detailed mid-block operations analysis, please refer to Appendix A-1. 

 

Through Trips on Yonge Street 

A key concern and consideration for Yonge Street in Downtown Richmond Hill is the presence of through 
traffic. That is, the amount of vehicles that are travelling long-distance along Yonge Street, where the 
Downtown area of Richmond Hill is a relatively small portion of their trip and is neither an origin or destination. 
Since Yonge Street is an arterial street connecting York Region and the City of Toronto, as well as a number of 
generators such as employment near Yonge Street and Highway 7, Highway 7 itself, Highway 407, and Finch 
subway station, a large number of through trips is expected. Based upon 2012 Turning Movement Count (TMC) 
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data, the estimated through trips during the weekday AM peak hour was determined to be 60% of traffic 
entering the Downtown area along Yonge Street.  

   

Alleviating the number of through trips being made along Yonge Street, through Travel Demand Management 
(TDM) mechanisms or increased transit use throughout the Region should have a considerable impact on 
weekday peak hour traffic volumes. These TDM strategies would apply to Downtown Richmond Hill, but also 
the broader region due to Yonge Street’s importance. Therefore, development outside of the Downtown area 
will impact through trips on Yonge Street as well. As a result, York Region’s TDM strategies can work to reduce 
through trips on Yonge Street, in addition to TDM strategies that the Town could implement in the Downtown 
area (discussed in Section 3.6). 

 

Planned Vehicular Improvements 

Planned improvements to the vehicular street network are limited in the study area. This has been identified 
by the Town’s Transportation Master Plan (TMP), stating that Yonge Street in the Village District functions as 
an urban, pedestrian-oriented street, no longer servicing high speed traffic. It is planned that Yonge Street in 
the future will serve Downtown traffic, transit vehicles, and pedestrians. Aside from Yonge Street, Enford Road 
is planned to meet an east-west street extending easterly from Yonge Street, opposite of Levendale Road. This 
connection is to be secured as land in this area is developed. This planned extension of Enford Road, with a 
right-of-way of 20m, will be to increase permeability of the Downtown area, and be seen in Figure 2-2. 

 

 
Figure 2-2: Enford Road Extension 
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2.3.2 Transit  

 Planning Framework 

YRT 2012-2016 Five Year Service Plan 

The purpose of the 2012-2016 Five Year Service Plan is to guide YRT/VIVA 
services through and within a number of considerations. These include the 
transit system’s realignment, focusing on managing ridership, improving 
performance, and meeting demand by improving levels-of-service. Key concerns 
and strategies addressed in the plan are ensuring readiness of the transit 
network upon completion of the Spadina Subway extension, and mitigating 
impacts during vivaNext construction. From projecting future population and 
employment, YRT expects a significant increase in ridership demand. The 
response to this forecasted demand is a number of service improvements. Of 
particular relevance is the construction of the VIVA BRT Rapidway along Yonge 
Street, from Langstaff Road to 19th Avenue. Completion of this project is 

estimated to be 2020. YRT expects to continually monitor performance of the system, as well as demand. YRT 
has also taken measures to increase convenience of using its transit system, such as the introduction of 
PRESTO Card usage. 

 

South Yonge Street Environmental Assessment 

The South Yonge Street Environmental Assessment was completed to identify a 
series of alternative solutions and designs in implementing one (1) of the rapid 
transit routes envisioned for the VIVA Rapid Transit system. The purpose of the 
study as defined by the Environmental Assessment is to provide improved public 
transit infrastructure and service. This improvement would be for the transit 
network’s primary north-south corridor. Improving transit along this corridor 
would produce significant increases to transit ridership. The benefits of this 
transit route would be felt region-wide, and would take advantage of 
connectivity with other transit systems (other VIVA BRT routes, GO Transit, and 
the TTC). Upon study completion, a preferred alternative solution and design was 
selected. For the Yonge Street VIVA transit improvement, a BRT system was 
chosen to be implemented along Yonge Street only. Downtown Richmond Hill 
was selected to not be bypassed via Weldrick Road and the GO Richmond Hill 
Rail line. The selection of this alternative means the Yonge Street VIVA BRT will 

operate within a separated lane until reaching Downtown Richmond Hill, where operation will continue in 
shared traffic. Beyond Downtown Richmond Hill, the Yonge Street VIVA BRT will continue operating within its 
own lane. The selected design has two (2) stations located in the area, one at Major Mackenzie Drive, and one 
at Crosby Avenue. 
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York Region Transit-Oriented Development Guidelines 

York Region has created a series of transit-oriented development (TOD) 
guidelines to advance the implementation of the Region’s planned urban 
structure. This urban structure consists of “Regional Centres” that are to 
be linked by “Regional Corridors”. These corridors are to be served by 
public transit. The Region has developed six (6) themes to act as principles 
of development. They are pedestrians, parking, land use, built form, 
connections, and implementation. In addition, there are five (5) key 
elements endorsed by Regional Council used to establish the content of 

the TOD guidelines. They are massing, height and density of buildings, quantity and design of surface and 
above/below-grade parking, pedestrian safety and comfort, the layout of streets, sidewalks and other 
pedestrian connections, and distance and connections between transit stops and buildings. Furthermore, the 
TOD guidelines speak to ensuring compliance with the Ontarians with Disabilities Act 2001. More specific 
guidelines that the Region has established includes constructing transit shelters as much as possible, 
incorporating high quality streetscaping and pedestrian elements such as benches, and ensuring building 
placement reinforces continuity and definition of the public realm. Other strategies include phasing out surface 
parking lots over time, adjusting the amount of parking provided to reflect transit usage, encouraging on-street 
parking where possible, encouraging shared parking arrangements, providing mixed-use development that 
generates activity and convenience, locating employment generating uses along transit routes, recognizing 
redevelopment potential of sites, orienting buildings to the street, connecting transit stops directly to 
sidewalks and buildings, minimizing walking distances, and enhancing the pedestrian scaled environment at 
street level. 

 

Transit Services 

Downtown Richmond Hill is currently serviced by YRT local transit routes and VIVA Rapid Transit routes. All 
public transportation in the Downtown area of Richmond Hill is provided by buses operating in mixed traffic. 
Eight (8) bus routes operate throughout the Downtown area, including VIVA Rapid Transit routes, and YRT local 
routes. The Downtown area is located relatively central in the VIVA Rapid Transit system. It is located centrally 
along the Yonge Street corridor between Newmarket Centre, Richmond Hill Centre, and Finch Station, while 
the Yonge Street corridor is located relatively central along the Highway 7 corridor. Therefore, the Downtown 
area is located in an advantageous position for intra-regional transit connectivity. 

 

In terms of Metrolinx services, the Richmond Hill GO Station at Newkirk Road and Major Mackenzie Drive East 
is located nearby the Downtown area as well. The Richmond Hill GO line offers a rapid rail connection to 
Downtown Toronto via Union Station during peak hours, and bus transit outside of peak hours. 

 

For more detailed descriptions of the existing transit routes, please refer to Appendix A-2. 

 

A map of the VIVA Rapid Transit system can be seen in Figure 2-3, while a map of YRT local transit routes can 
be seen in Figure 2-4. Finally, a GO Transit service map is displayed below in Figure 2-5. 
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Figure 2-3: VIVA Rapid Transit System 

 

 

 

Downtown Richmond Hill 
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Figure 2-4: YRT Local Route Systems Map 

 

 
Figure 2-5: GO Transit Service 
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Transit Stops 

Respecting the intent for vehicle progression along through-lanes on Yonge Street, most bus stops in 
Downtown Richmond Hill are located in lay-bys, or in right-turn lanes. While Yonge Street within the Village 
District is relatively narrow, most transit stops are located in a lay-by. Only the transit stop at Lorne Avenue is 
located in a through-lane. In the Civic District, where Yonge Street has a wider right-of-way, transit stops are 
located almost entirely in turning lanes. Although a single stop, the northbound at Major Mackenzie Drive stop 
is located in a through lane. 

 

An example of a lay-by transit stop can be seen in Figure 2-6 and various transit stop locations along Yonge 
Street and their placement can be seen in Figure 2-7. 

 

 
Figure 2-6: Example of a Lay-By Transit Stop along Yonge Street 
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Figure 2-7: Transit Stop Locations along Yonge Street 
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Planned Transit Improvements 

A number of improvements to the transit system operating in the Downtown area have been planned. The 
most noteworthy being the VIVA Yonge Street BRT along Yonge Street, which will provide rapid transit services 
connecting to both VIVA BRT networks on Davis Street in Newmarket, and Highway 7 throughout Vaughan, 
Richmond Hill, and Markham. This improvement will introduce two (2) VIVA BRT stations within the Downtown 
study area including stations at the intersection of Major Mackenzie Drive and Yonge Street, as well as Crosby 
Avenue and Yonge Street. The envisioned VIVA BRT system along with construction phasing is displayed in 
Figure 2-8. Additionally, Metrolinx is proposing the dedication of $34 billion in funding for the proposed “Next 
Wave” of the Big Move. As such, there are planned GO Rail improvements that will allow for a short walk to the 
Downtown area. While these cumulative improvements will have an impact on the Downtown’s transportation 
network, they will not have an impact on the traffic projection analysis conducted in Section 3.5, as transit 
improvements have been included in the assumptions, and transit improvements will not modify the existing 
street network. 

 

 
Figure 2-8: VIVA BRT Improvement Map 
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2.3.3 Active Transportation 

Planning Framework 

Numerous existing policies address active transportation in Downtown Richmond Hill. Specifically, below are 
summaries of the Town of Richmond Hill’s Pedestrian and Cycling Master Plan (PCMP) Study, York Region’s 
Pedestrian and Cycling Master Plan Study, Town of Richmond Hill’s Official Plan, and the Downtown Design & 
Land Use Strategy, and the Urban MESP. 

 

Town of Richmond Hill PCMP 2010 

The 2010 Pedestrian and Cycling Master Plan for Richmond Hill highlights the 
ongoing and continuous growth of the GTHA, and sustainability concerns that 
have arisen as a result. These sustainability concerns are in regards to primarily 
health and the environment, but also in regards to traffic congestion and 
reliance upon the car. It was discovered that more residents of Richmond Hill 
would be willing to walk or cycle if connected systems of on and off-street 
pedestrian and cycling routes and facilities were offered.  The opinions of 
Richmond Hill residents were seen to suggest that the Town of Richmond Hill 
was in need of a pedestrian and cycling plan. The PCMP contains many 
suggestions and strategies for the Town of Richmond Hill to adopt such as 
creating an integrated network of on and off-street cycling and pedestrian 
routes, more engaging and attractive streetscapes which encourage walking or 

cycling, adding bike lanes, or constructing additional sidewalks. 

 

 

York Region PCMP 2008 

The 2008 York Region Pedestrian and Cycling Master Plan raises sustainability 
concerns similar to the 2010 Richmond Hill PCMP regarding car dependence. 
These concerns have arisen from the expected growth in the region, and the 
projected increase in car usage. The 2008 York Region PCMP aims to address 
these concerns through a 25 year timeline. Public opinion research showed that 
more residents of the region would be willing to walk or cycle to their 
destinations if integrated and convenient systems and facilities were to be 

offered. York Region cites many benefits that would result from the increased utilization of active modes of 
transportation. The region has made it an important goal to encourage and increase the modal split of active 
modes of transportation, as well as motivate its lower-tier municipalities to develop their own PCMPs.  
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Richmond Hill Official Plan (OMB Partially Approved) 2010 

The 2010 Official Plan for Richmond Hill which has been partially approved by 
the Ontario Municipal Board (OMB) sets out a hierarchy of transportation 
systems to guide all future planning matters. Active transportation is provided 
primary consideration in this hierarchy, with public transportation placed 
second and single-occupancy vehicles placed last.  

 

The Official Plan directs that Yonge Street will evolve into a corridor supportive 
of mixed land uses and different types of transportation users. The Official Plan 
also states that the proposed network of pedestrian and cycling systems in the 
2008 York Region PCMP will be provided to foster a higher level of active 
transportation usage and that planning for active transportation will be in 

accordance with the 2010 Richmond Hill PCMP. All development proposals are to provide opportunities that 
support active transportation. 

 

Richmond Hill Downtown Design & Land Use Strategy 2009 

In the 2009 Richmond Hill Downtown Design & Land Use Strategy, the 
Downtown area was envisioned to evolve to become a mixed-use 
commercial/residential area that prioritizes the use of active and public 
transportation. 

 

The Uptown District, which extends along Yonge Street from Dunlop/Wright 
Street to Levendale Road, is proposed to experience intensification in terms of 
both residential and commercial land use. Residential land uses are to range 
from mid to high-rise, with minimal setback from the street. This is meant to 
encourage a higher level of pedestrian and cycling activity. Currently, the 
Uptown District is predominantly low-rise with commercial land uses setback 

from the street and front yard parking lots.  

 

The Village District, which extends from Major Mackenzie Drive to Dunlop/Wright Street along Yonge Street, is 
proposed to maintain its character. Development that occurs within the Village District is expected to be that 
of infill development on interior parking lots, or between existing buildings. Development is projected to be 
that of low- to mid-rise in height to respect and match the existing built form. Through these infill 
developments, it is expected interior courtyards and mews, as well as rear linkages and passageways will 
create a new and attractive pedestrian realm parallel to Yonge Street. The creation of these linkages and the 
maintenance of the area’s current atmosphere are envisioned to boost the use of active transportation. 

 

The final section of Downtown Richmond Hill is the Civic District, extending from Harding Boulevard to Major 
Mackenzie Drive along Yonge Street. The Civic District is proposed to become a high-density mixed use 
commercial/residential area similarly to the Uptown District. Developments are expected to step-down in 
height as they approach the Village District, but will range from mid- to high-rise in height. Developments will 
feature minimal setbacks from the street as to create a more attractive and pedestrian friendly streetscape. A 
new civic building and square are also proposed to be created on the Richmond Hill Public Library grounds. 
Currently, the Civic District includes mostly low-rise buildings and vacant land parcels. 
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The 2009 Richmond Hill Downtown Design & Land Use Strategy establishes numerous strategies and principles 
for the Downtown area. These strategies and principles are envisioned to facilitate transit-oriented 
development, increase active transportation use, and create a more attractive and desirable Downtown. 

 

Urban Master Environmental Servicing Plan (Urban MESP) 2014 

The Urban MESP details the transportation infrastructure that will be required 
to meet the policies of the Town’s Official Plan. The Urban MESP investigated 
key issues which present opportunities to support the planned intensification 
for the Town.  

 

In terms of active transportation, the Urban MESP discusses both cycling and 
pedestrian needs. For pedestrian needs, the discussion of sidewalks includes 
dividing the pedestrian right-of-way into three (3) zones. These are the Buffer 
Zone, the Effective Pedestrian Sidewalk Zone (where pedestrians move through 
the right-of-way), and the Shy Distance Zone (area adjacent to the property 
line). The Urban MESP has detailed that the minimum sidewalk width for the 
Town is 2.0 metres, while the desired sidewalk width is 3.0 metres, particularly 

for the centres. In some parts of the Downtown area, however, providing 2.0 metres of effective pedestrian 
space is not possible as a result of streetscape elements in the street cross-section, such as trees, planters, 
heritage buildings, and post-and-ring bicycle parking. Special consideration will need to be given to the right-of-
way along Yonge Street with these elements to ensure the minimum effective pedestrian space is met. 

 

As for cycling, the Urban MESP has recommended an improved cycling network which builds on the cycling 
network proposed in the York Region PCMP. The recommended cycling network involves both on-street 
dedicated bike lanes, and sharrows for shared right-of-ways. 

 

Cycling 

This section discusses the existing cycling conditions and possibilities for Downtown Richmond Hill. Currently, 
cycling in the Downtown area is predominantly provided via sharing the street with vehicles. A description of 
existing conditions can be seen in Figure 2-9, while the route types are listed in Table 2-5. Currently, as noted 
in Section 2.2 cycling represents a small proportion of the overall mode split, specifically less than 1%.  

 

For more detailed descriptions of existing cycling conditions, please refer to Appendix A-3. 



 
 
 
 

LEA Consulting Ltd.  23 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Existing Conditions 9368.200 

Request for Proposal No. P12004 

 
Figure 2-9: Existing Cycling Facilities in Downtown Richmond Hill 
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                                                                                                              Uptown District 

Major Streets Bike Lane Sharrow Signed Route Unsigned 

Yonge Street       

Minor Streets     

Hunt Avenue       

Benson Avenue       

Crosby Avenue        

Bedford Park Avenue       



                                                                                                                Village District 

Major Streets Bike Lane Sharrow Signed Route Unsigned 

Yonge Street       

Minor Streets         

Church Street   


   

Dunlop Street     


  

Wright Street       

Richmond Street       

Centre Street East     



Centre Street West     



Arnold Crescent        

Lorne Avenue       



                                                                                                                    Civic District 

Major Streets Bike Lane Sharrow Signed Route Unsigned 

Yonge Street       

Major Mackenzie Drive East       

Major Mackenzie Drive West       

Minor Streets         

Church Street       

Atkinson Street   

 


 

Addison Street    


  

Hopkins Street    


  

Elmwood Avenue       

Harding Boulevard East      


Harding Boulevard West        

Table 2-5: Existing Cycling Facilities in Downtown Richmond Hill 

 

Planned Cycling Improvements  

Proposed cycling conditions can be seen in Figure 2-10. Proposed cycling infrastructure improvements are 
derived from the 2014 Urban MESP. 



 
 
 
 

LEA Consulting Ltd.  25 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Existing Conditions 9368.200 

Request for Proposal No. P12004 

It has been proposed that sharrows be implemented on Yonge Street. It is proposed that on Major Mackenzie 
Drive west of Yonge Street, separated bike lanes be installed. Due to the presence of a narrower right-of-way 
on Major Mackenzie Drive east of Yonge Street, this stretch is proposed to feature sharrows with the existing 
shared lane.  

 

In the Village District, Wright Street and Dunlop Street are proposed to have sharrows implemented on the 
existing street right-of-way. Harding Boulevard East is proposed to have dedicated bike lanes installed in place 
of the existing route signage as well. Finally, the Urban MESP also recommends a shared lane with sharrows to 
be implemented along Church Street. Other proposed cycling infrastructure improvements include adding 
cycling racks and additional parking posts along Yonge Street. This is hoped to increase the ease and 
opportunity a cyclist has in quickly locking their bicycle in close proximity to their destination.  

 

It is recommended that future development in Richmond Hill’s Downtown avoid parking-lot fronted design, 
and to enhance streetscapes. Doing so is expected to more strongly encourage cycling, while simultaneously 
increasing safety by creating fewer points of conflict between cyclists and drivers.  
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Figure 2-10: Proposed Cycling Facilities in Downtown Richmond Hill 
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Existing Pedestrian Conditions  

This section discusses the existing pedestrian conditions, otherwise known as the walkability of Downtown 
Richmond Hill. Overall, Downtown Richmond Hill is already quite pedestrian friendly. Sidewalks line both sides 
of most streets in the area.  A figure of existing conditions can be seen in Figure 2-11 and a summary in Table 
2-6.  

 

For more detailed descriptions of the existing pedestrian conditions, please refer to Appendix A-3. 

 

 
Figure 2-11: Existing Pedestrian Facilities in Downtown Richmond Hill 
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Uptown District 

Major Streets Sidewalk on Both Sides Sidewalk on One Side No sidewalk 

Yonge Street      

Minor Streets       

Hunt Avenue      

Benson Avenue      

Crosby Avenue    


Bedford Park Avenue     



Village District 

Major Streets Sidewalk on Both Sides Sidewalk on One Side No sidewalk 

Yonge Street      

Minor Streets       

Church Street      

Dunlop Street    


Wright Street      

Richmond Street      

Centre Street East   



Centre Street West    


Arnold Crescent    


Lorne Avenue      

 

Civic District 

Major Streets Sidewalk on Both Sides Sidewalk on One Side No sidewalk 

Yonge Street      

Major Mackenzie Drive East 

  
Major Mackenzie Drive West 

  Minor Streets 

   Church Street 

 



 Atkinson Street 

 


Addison Street 

 


Hopkins Street 

 


Elmwood Avenue 

 



 Harding Boulevard East 

  Harding Boulevard West 

  Table 2-6: Existing Sidewalk Configuration in Downtown Richmond Hill 

 

Planned Pedestrian Improvements 

A series of pedestrian improvements have been planned within the various policy documents discussed within 
the existing planning framework. A map of the proposed changes to pedestrian conditions in the Downtown 
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area of Richmond Hill can be seen in Figure 2-12. Changes proposed to the pedestrian network are derived 
from the 2010 Richmond Hill PCMP, the 2009 Richmond Hill Downtown Design & Land Use Strategy, and Urban 
MESP. 

 

Proposed changes to Downtown Richmond Hill’s pedestrian facilities and systems involves mainly adding mid-
block connections, pathways along rear linkages/mews, and the addition of linked courtyards. Proposed is the 
facilitation of movement west of Yonge Street without having to directly interact with Yonge Street. A 
continuous linkage is possible in the place of existing rear parking lots. This linkage could connect Arnold 
Crescent with Hunt Avenue. Similarly, a continuous linkage is also proposed to be placed east of Yonge Street 
between Lorne Avenue and Dunlop Street. The Town of Richmond Hill intends for these linkages to be met 
with courtyards, within infill developments, focused on pedestrian activity.  

 

Downtown Richmond Hill already contains sidewalks on all of its streets except Bedford Park Avenue. A 
considerable number of streets also contain a sidewalk on one side of the street. These streets include Church 
Street, Wright Street, Benson Avenue, Lorne Avenue, and Elmwood Avenue. Most of these streets however, 
have narrow right-of-ways that would not allow for the addition of the second sidewalk. As per the Urban 
MESP, recommended for Richmond Hill is the facilitation of the Effective Pedestrian Sidewalk Zone. This zone, 
where pedestrians are to primarily move through the right-of-way, is recommended to be 2.0 metres wide or 
preferably 3.0 metres wide in the Downtown area. 
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Figure 2-12: Planned Pedestrian Facilities in Downtown Richmond Hill 
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2.4 Parking Supply and Utilization 

Overall, the objective of this section is to identify and present the existing supply and demand for parking in 
Downtown Richmond Hill. In doing so, the analysis will isolate the locations where the greatest demand exists 
and where the existing supply of parking is underused. For the purpose of evaluating the existing parking 
conditions, the study area has been divided into 12 blocks for analysis. These blocks are consistent with the 
previous Town of Richmond Hill Parking Master Plan – Central Business District (Village Core) report of 1997. 
Two blocks being Block 11 and 12 have been added to this previous study in order to provide an assessment of 
the entire Downtown area. Figure 2-13 displays the study area’s block structure for the parking review. 

 

 
Figure 2-13: Study Area Block Structure 
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Planning Framework 

The following are brief summaries of existing parking policy directions affecting the downtown area, including 
the 2010 Richmond Hill Parking Strategy – Final Draft Report, and The Corporation of the Town of Richmond 
Hill By-Law No. 3-94.  

 

Richmond Hill Parking Strategy – Final Draft Report 2010 

The 2010 Richmond Hill Parking Strategy is a detailed report that outlines 
existing parking policies and conditions in the Town of Richmond Hill, while 
recommending strategies for the Town to pursue in the future. The report 
emphasizes the importance of finding an appropriate supply of parking in 
order to sufficiently offer parking opportunities, while simultaneously 
discouraging an increase in private auto trips, or the misuse of available 
lands. Parking forms that have been identified for pursuit in the Downtown 
area include on-street parking, structured parking (preferably below grade), 
or payment-in-lieu of parking.  

 

The 2010 Richmond Hill Parking Strategy aims to achieve a reduction in 
parking standards for the Downtown area by 20-30%. The goal of such a 
reduction is to allow parking standards in the Downtown area to more 
closely reflect parking standards of comparable municipalities and their 

Downtown areas. The goal of this reduction is also to act as a form of TDM (Travel Demand Management) by 
encouraging those in the Downtown area to travel by modes of transportation other than private auto. Aside 
from these goals, a 20-30% reduction in parking standards is noted to reflect the vision created for Downtown 
Richmond Hill. This is a vision of the Downtown area becoming a mixed-use centre serviced primarily by public 
and active transportation.  

 

The Richmond Hill Parking Strategy (RHPS) suggested downtown parking standards for residential land uses are 
presented in Table 2-7, while the suggested downtown parking standards for non-residential land uses are 
presented in Table 2-8. 

 



 
 
 
 

LEA Consulting Ltd.  33 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Existing Conditions 9368.200 

Request for Proposal No. P12004 

Land Use Minimum Spaces Per Unit Maximum Spaces Per Unit 

Single-Detached 1.0 2.0 

Semi-Detached 1.0 2.0 

Duplex, Triplex, Double Duplex 1.0 1.5 

Street Townhouse 1.0 2.0 

Condo Townhouse (with Private 
Garage) 

1.0 for Resident 
0.15 for Visitors 

2.0 for Residents 

0.2 for Visitors 

Block Townhouse (with Shared 
Parking Pool) 

1.0 for Resident 
0.15 for Visitors 

1.25 for Residents 

0.2 for Visitors 
 

Rental Apartment   

Bachelor 0.75 0.9 

1-Bedroom 0.85 1.05 

2-Bedroom 1.0 1.25 

3+Bedroom 1.2 1.5 

Visitor Parking 0.15 0.2 
 

Condominium Apartment   

Bachelor 0.8 1.0 

1-Bedroom 0.9 1.1 

2-Bedroom 1.0 1.25 

3+Bedroom 1.2 1.5 

Visitor Parking 0.15 0.2 

Seniors’ Residence 0.33 0.4 

Table 2-7: (RHPS) Suggested Residential Parking Standards for Downtown Richmond Hill 

 

Currently, the Town of Richmond Hill governs the provision of parking by area and site-specific by-laws. The 
2010 Richmond Hill Parking Strategy has recommended establishing comprehensive standards, with some 
locational variation across centres, key development areas, rapid transit corridors and the rest of the Town. 
Within growth areas, the parking strategy also recommended implementing a maximum parking standard, set 
approximately 25% higher than the minimum. 
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Land Use Minimum Spaces per 100m² GFA Maximum Spaces per 100m² GFA 

Day Care 
Greater of 1.0 space per 7 
children or 0.7 space per 

employee 

Greater of 1.0 space per 6 
children or 0.9 space per 

employee 

Financial Institution 4.6 5.7 

Hotel / Motel 
0.75 spaces per unit plus 7.5 per 

100m² for public areas 
0.9 spaces per unit plus 9 per 

100m² for public areas 

Medical Offices and Clinics 

3.5 spaces for the first 
practitioner plus 2.1 spaces for 

each additional practitioner.  

Lab: 3.5 spaces per lab plus 0.7 
space per employee 

Pharmacy: 2.2 (spaces per 100 

m2) 

4.4 spaces for the first practitioner 
plus 2.6 spaces for each additional 

practitioner. 

Lab: 4.4 spaces per lab plus 0.9 
spaces per employee 

Pharmacy: 2.8 spaces per 100m² 

Office 2.0 2.5 

Place of Assembly 4.8 6.0 

Place of Worship 4.8 6.0 

Restaurant – Fast Food 3.9 4.9 

Restaurant - Standard 3.0 3.75 

Retail – 
Neighbourhood/Community 

4.0 5.0 

Retail – Regional Shopping Centre 3.0 3.75 

Veterinary Clinic 
3.5 spaces for the first 

practitioner plus 1.4 spaces for 
each additional practitioner 

4.4 spaces for the first practitioner 
plus 1.8 spaces for each additional 

practitioner 

Table 2-8: (RHPS) Suggested Non-Residential Parking Standards for Downtown Richmond Hill 

 

In addition to off-street parking suggestions, the 2010 Richmond Hill Parking Strategy report provides 
suggestions regarding on-street parking as well. The report recommends that the most accessible on-street 
parking should be reserved for short-term users, as opposed to employees or residents. Further, it was 
suggested that parking charges be introduced where demand exceeds an 85% threshold.  
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Richmond Hill Urban Master Environmental Servicing Plan (MESP) 2014 

The Richmond Hill Urban MESP speaks to parking in the context of on-
street parking in the Downtown area. The Urban MESP is concerned with 
recommending the required infrastructure needed to meet the urban 
planning framework outlined in the Town’s Official Plan. The Urban MESP 
has identified that parking is currently provided in the Downtown area 
along Yonge Street by on-street parking. This parking is provided during off-
peak times to allow for maximum capacity operation of Yonge Street during 
peak hours, while allowing convenient storefront access for retail shoppers.  

 

Given future considerations for this area, parking conditions are 
recommended to change. The Urban MESP has recommended that on-
street parking be provided as a lay-by configuration in the Civic District, 
south of the planned BRT Station. The MESP concluded that sufficient right-

of-way is available in this area to allow for this configuration without compromising BRT operations. On-street 
parking at the curbside has also been recommended for Addison Street in the study area. These additions will 
increase the parking supply, while offering convenient parking spaces to future retail locations in these areas. 

 

Payment-in-Lieu of Parking (By-Law no 3-94) 

The Town of Richmond Hill By-Law no. 3-94 (By-Law 3-94) enables the collection of payment in-lieu parking 
being provided on-site for developments in the Central Business District. The lands in which By-Law 3-94 
applies includes the area abutting the west side of Yonge Street between Major Mackenzie Drive West and 
Benson Avenue, and on the east side of Yonge Street between Major Mackenzie Drive East and Crosby Avenue.  

 

The formula to calculate the payment required in-lieu of parking is provided below: 

 

Surface Parking = (C1 + (LxS1)) x (N) x (50%) 

 

Multi-Level Parking = (C2 + (LxS2 / F) x (N) x (50%) 

 

Where: 

C1 = current estimate of construction cost of a surface parking space: ($) 

C2 = current estimate of construction cost of a parking space in a multi-level parking structure: ($) 

L = current estimate of land cost of a parking space based on the current market value of the lands 

where development and/or redevelopment is proposed: ($ per sq. ft.) 

S1 = size of each surface parking space required for aisles and driveways (26.0m²) 

S2 = size of each parking space in a multi-level parking structure including space required for aisles and 

driveways (29.7m²) 

N = number of parking spaces for which cash payment is requested by the proponent 

F = proposed number of floors in hypothetical parking structure 

50% = proponents share of the total costs 

 



 
 
 
 

LEA Consulting Ltd.  36 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Existing Conditions 9368.200 

Request for Proposal No. P12004 

By-Law 3-94 aims to achieve numerous goals including establishing a fund to aid in the creation of a 
centralized, or more strategically located public parking facilities, provide greater amounts of public parking, 
create a more pedestrian friendly environment through the prevention of an over-supply of parking, obtain 
more control over parking turnover and usage, and promote the use of transit. In exchange for the exemption 
in the parking by-law rates, the formula requires applicants to pay for 50% of the total cost of the parking being 
exempted. The by-law is discussed further in Section 5.4.1. 

 

Existing Parking Supply and Demand 

This section discusses the existing parking supply and demand in the Downtown area. For more detailed survey 
methodology, profile of the existing parking supply including public versus private parking lots, as well as off-
street versus on-street parking spaces please refer to Appendix A-4.  

 

Parking Supply 

Currently, the Downtown area of Richmond Hill provides a supply of 3,372 parking spaces. Of these spaces, 
2,462 are off-street private parking spaces in private lots. As for public parking spaces, there are 910 spaces, 
543 of which are located in public parking lots, while 367 are provided as on-street parking. Private parking lots 
serve the various businesses and retail locations in the area, as well as other land uses such as St. Mary’s 
Anglican Church, Richmond Hill United Church, and Marshall Funeral Home. Typically, private parking lots are 
relatively small and compact. They comprise the bulk of parking in Downtown Richmond Hill. 

 

There are currently five (5) public parking lots that exist in the Downtown area. These parking lots include the 
parking available at the Richmond Hill Performing Arts Centre, at the Elgin Barrow Arena, behind ML 
McConaghy Senior’s Centre, on the northwest corner of Lorne Avenue and Church Street, and at the Richmond 
Hill Public Library. While the number of public parking lots is small, the existing public parking lots feature a 
large number of spaces combining to provide a supply of 543 spaces. These public lots with the exception of 
the Performing Arts Centre and the Church Street and Lorne Avenue lot however, are located relatively distant 
from the Village District and the Yonge Street corridor. Numerous private parking lots tend to be located in 
closer proximity, or directly along the Yonge Street corridor.  

 

As for on-street parking, the majority is concentrated along the Yonge Street corridor within the Village District. 
Parking on Yonge Street is mostly, permitted on both the east and west side. Other streets that allow parking 
on both sides of the street are Church Street between Elmwood Avenue and Major Mackenzie Drive, and 
Elmwood Avenue between Yonge Street and Church Street. Parking is permitted on both sides of Wright 
Street. However, on the north side parking is only permitted on Sunday. All other streets that permit on-street 
parking in the Downtown area permit parking on one side of the street.  

 

Various restrictions apply to the on-street parking in Downtown Richmond Hill. Along the Yonge Street 
corridor, on-street parking is permitted outside of peak hours for a maximum of one (1) hour. Along Church 
Street within the Village District, parking is permitted for a maximum of two (2) hours between 9:30AM and 
5:00PM. Outside of the Village District, parking is generally permitted without restriction. Other restrictions 
include Sunday parking from 7:00AM to 7:00PM on the north side of Dunlop Street, and 15 minute maximum 
parking along the north side of Arnold Crescent. 

 

The supply of parking in the Downtown area can be seen in Figure 2-14. 
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Figure 2-14: Downtown Richmond Hill’s Parking Supply 



 
 
 
 

LEA Consulting Ltd.  38 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Existing Conditions 9368.200 

Request for Proposal No. P12004 

Peak Parking Utilization 

An overall summary of peak parking utilization in the Downtown area is provided in Table 2-9 for both the 
Friday and Saturday peak hours of parking demand. On Friday the peak hour of parking demand was found to 
be from 10:00AM to 11:00AM, and on Saturday the peak hour of parking demand was found to be from 
1:00PM to 2:00PM. 

 

Peak Hour Parking Utilization 

Parking Utilization Supply 
Friday Peak Hour 

Demand 
Friday Unused 

Parking 
Saturday Peak 
Hour Demand 

Saturday Unused 
Parking 

On-Street Parking 
(Public) 

367 45 (12%) 322 (88%) 99 (27%) 268 (73%) 

Off-Street Public 
Parking 

543 252 (46%) 291 (54%) 416 (77%) 127 (23%) 
 

Sub-Total Public 910 297 (33%) 613 (67%) 515 (57%) 395 (43%) 
 

Off-Street Private 
Parking 

2,462 922 (37%) 1,540 (73%) 942 (38%) 1,520 (72%) 
 

TOTAL 3,372 1,219 (36%) 2,153 (64%) 1,457 (43%) 1,915 (57%) 

Table 2-9: Peak Hour Parking Demand (Friday & Saturday) 

 

At the block scale, no block exceeds 85% utilization during the peak hour on Friday. The most utilized blocks 
are located in the vicinity of the Village District. This is expected, as many off-street parking lots in this area are 
relatively small and serve local businesses. Off-street spaces are being utilized primarily by employees of these 
local businesses as well as those visiting. Off-street parking lots further away from the Village District tend to 
be larger and in less demand during the weekday. The public parking lot behind ML McConaghy Senior’s Centre 
is also relatively utilized (62%), while the public lot at the Elgin Barrow Arena is less utilized (30%). As for the 
public parking lot at the Performing Arts Centre, it is relatively utilized (47%) while the public lot located at the 
Church Street and Lorne Avenue intersection was found to be fully utilized (100%). The Richmond Hill Public 
Library parking lot on Friday reached 50% utilization. The supply of off-street parking during the weekday is 
more than sufficient to support demand. 

 

In terms of on-street parking, during the Friday peak hour most segments are not heavily utilized. Many 
segments also feature no utilization, but this is due to differing restrictions that prohibit weekday or extended 
parking. Many of the on-street segments on the surrounding local streets are also not utilized. This is to be 
expected for a weekday morning for residential areas, however. The most intensely used segments of on-street 
parking are located within the Village District along Yonge Street between Arnold Crescent/Lorne Avenue and 
Centre Street. This particular segment of Yonge Street features a high concentration of retail and service 
locations. On-street parking in the Village District is therefore valuable and in high demand. 

 

Parking utilization of both off-street public and private parking lots as well as on-street spaces during the peak 
hour of 10:00AM to 11:00AM on Friday can be seen in Figure 2-15 and Figure 2-16, respectively. 
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Figure 2-15: Friday Off-Street Peak Parking Demand 
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Figure 2-16: Friday On-Street Peak Parking Demand 
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Similar to Friday, at the block scale, no block exceeds 85% of parking supply on Saturday. While most of the 
heavily utilized blocks are located within the Village District, other utilized blocks are more distributed 
throughout the Downtown area. The distribution of demand is found to follow the locations of major 
generators in the area, such as the Performing Arts Centre, or the Richmond Hill Public Library, or the Elgin 
Barrow Arena. Overall, off-street parking demand is greater during the Saturday peak hour, but the supply is 
still sufficient to support the demand.  

 

The demand for on-street parking during the Saturday peak hour was found to be quite different than that of 
the Friday peak hour. The Yonge Street corridor in the Village District remains in relatively high demand, but is 
much more distributed along the street. On-street parking segments along surrounding local streets in 
residential areas such as those on Church Street also remain in relatively low demand. What has changed 
significantly from the Friday peak hour, is that the segments of Elizabeth Street from Arnold Crescent to Centre 
Street, Hall Street from Richmond Street to Wright Street, and Wright Street from Yonge Street to Hall Street 
experience high demands for parking. For the Hall Street and Wright Street Segments, these spaces were found 
to be used by those accessing the Richmond Hill Performing Arts Centre. On-street parking is overall in higher 
demand during the Saturday peak hour. Yonge Street continues to experience the bulk of on-street parking 
utilization, but other segments experience high demand that are located in close proximity to land uses that 
are major generators of activity. 

 

As for the Saturday peak hour of 1:00PM to 2:00 PM, off-street public and private lot utilization in addition to 
on-street parking utilization can be seen in Figure 2-17 and Figure 2-18, respectively. 
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Figure 2-17: Saturday Off-Street Peak Parking Demand 
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Figure 2-18: Saturday On-Street Peak Parking Demand 
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2.5 Existing Conditions Conclusion 

Following the review of the existing conditions involving auto, transit, and active modes of travel, as well as 
parking supply and demand, a number of conclusions can be made. Additionally, numerous considerations are 
to be carried forward in the future planning of Richmond Hill’s Downtown area. These considerations and 
conclusions will be discussed for the respective modes of travel.  

 

Overall, the existing traffic operates acceptably with some constraint. The existing conditions will permit the 
Town to plan for a Downtown area with an enhanced public realm, connected by a system of linked 
courtyards/mews given the realization of the future planned conditions. Such improvements include a number 
of transit improvements that will facilitate a higher level of transit accessibility for the Downtown area. 
Likewise, while active transportation in the Downtown area is currently not widely used, a series of 
improvements are proposed within the existing planning framework that will support the transit improvements 
as well as future development. Finally, the existing parking supply overall is sufficient to accommodate the 
current demand. 

 

Considerations from Existing Traffic Operations  

Within the study area, there are 9 signalized and six (6) unsignalized intersections which make up the 
Downtown Richmond Hill area. The Downtown can be divided into districts that with respect to the street 
network, share distinct characteristics in terms of their lane configurations, presence of dedicated turning 
lanes, and right-of-ways. With respect to the vehicle operations, a number of conclusions can be made, 
including: 

 

 Yonge Street is seen to be approaching or to have surpassed the vehicle capacity in the southbound 
direction in the weekday AM peak hour, while approaching capacity in the northbound direction during 
the weekday PM peak hour; 

 At the intersection level, the intersection of Yonge Street and Major Mackenzie Drive experiences the 
most challenges during both weekday peak hours, with significant delay and queues in the direction of 
the prevailing traffic flow, and limited capacity to accommodate the east and westbound left-turn 
movements; and, 

 Considering the existing operations, the Regional and Municipal transportation planning policy 
framework has indicated a focus on supporting a reduction in using single occupancy vehicles, while 
subsequently increasing transit, active transportation, and car-pooling mode share as a means to 
accommodate future growth. 

 

Considerations from Existing Transit Conditions 

In the Downtown area, transit services are currently offered by both YRT and VIVA Transit. VIVA Transit 
operates services in the form of rapid transit bus routes, while YRT operates in the form of local transit bus 
routes. Overall, a number of transit stops currently exist in the Downtown area, numerous of which are 
sheltered and well accessible, located in either a lay-by or turning lane to avoid blocking through traffic along 
Yonge Street. GO Transit also offers rail and bus transit services in the area (Major Mackenzie East and Newkirk 
Road), connecting to Downtown Toronto.  

 

A number of transit improvements are planned and currently being implemented in the Downtown area. This 
includes the VIVA Yonge Street BRT which will provide rapid transit bus services along Yonge Street at two (2) 
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stations within the study area. These stations are to be located at the Major Mackenzie Drive and Crosby 
Avenue intersections with Yonge Street. 

 

Considerations from Active Transportation Review 

The existing and proposed active transportation conditions for Downtown Richmond Hill have been 
summarized. In particular, it was identified that with regards to cycling conditions: 

 

 Existing volumes of cycling traffic are minimal; 

 Few cycling facilities exist in the Downtown area; 

 Numerous minor streets within the study area are proposed to receive a “sharrow”; and, 

 Bike lanes are proposed to be installed on Major Mackenzie Drive west of Yonge Street. 

 

In particular, it was identified that with regards to walking conditions: 

 
 Existing volumes of pedestrian traffic are low to moderate; 

 Portions of the Downtown area, primarily the Village District, exhibit more pedestrian friendly 
characteristics; and, 

 The majority of planned changes to the existing pedestrian network are expected to occur via mid-
block linkages in combination with development. 

 

Considerations from Existing Parking Conditions  

The Downtown area of Richmond Hill offers a variety of public and private parking, as well as both on-street 
and off-street parking opportunities. In total 3,372 parking spaces are available, of which 2,462 are associated 
with private properties, while 910 spaces are public. Currently, the five (5) public parking lots combine to offer 
543 spaces. 

 

The parking demand for the public and private spaces was found to be somewhat different, with the demand 
for public parking spaces being higher on Saturday when compared to Friday. Overall, there is sufficient supply 
to accommodate the experienced demand. Specifically the greatest utilization of the public parking was 57%, 
while the greatest utilization of on-street parking was 38%. At the block level the demand for parking is 
generally highest in the vicinity of the Village District, or other major generators of activity. 

 

Overall Conclusions 

Future planning will need to be sensitive to the existing traffic constraints in the area, as well as the 
opportunity to increase the modal split of both transit and active transportation. This will be essential to the 
efficient and safe operation of a system of linked courtyards/mews, as well as the attractiveness of these 
courtyards/mews. However, the function of this system of courtyards/mews will depend heavily on future 
development in the Downtown area, and the associated traffic volumes and parking demand. This forecast of 
future traffic and parking conditions will be discussed in detail in the following section, preceding the 
discussion of recommended strategies to ensure the success of the vision for the Downtown. 
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3.0 Future Traffic and Parking Conditions 
3.1 Introduction 

Following the review of existing conditions, along with the knowledge and understanding obtained, future 
transportation and parking conditions in the Downtown will need to be determined to ensure the successful 
realization of the Town's vision.  

 

3.2 Planned Development for the Downtown 

This section forecasts population and employment in the Downtown area. Forecasting the population and 
employment in the area will serve as the basis of the future traffic and parking projections to follow. These 
projections will be for the horizon year of 2031, and post 2031. The “2031 Projection” was developed to reflect 
the anticipated level of development that will occur in the Downtown by the horizon year of 2031. The “Post 
2031 Projection” was created to account for the development forecasted in the long-term of the Town’s 
Official Plan, which may not be realized by the planning horizon year of 2031. The Post 2031 Projection is 
therefore to ensure that the required planning policies are in place to achieve the density outlined in the 
Town’s Official Plan. It should be noted that these projections are approximate as assumptions on the average 
density of people and jobs were used. 

 

3.3 Population and Employment Projections 

3.3.1 2031 Projection 

Presented below are the projections for the horizon year of 2031. Population and employment in the 
Downtown area are projected to grow significantly with the 2031 forecast. Table 3-1 summarizes the 2031 
projected population and employment from the 2006 base conditions. 

 

 Population Employment 

Base* 2031 Base* 2031 

People 1,333 5,903 2,586 3,215 

Table 3-1: 2031 Projection - Population and Employment 
*2006 Population and Employment Numbers from EMME/2 Model 

 

Overall, the population of the Downtown area is projected to grow significantly, while employment is projected 
to grow moderately. Table 3-2 breaks down the expected number of population and jobs per district in the 
Downtown area under the 2031 Projection. The anticipated location of the most considerable development is 
expected to occur in the Uptown and Civic Districts.  

 

District Units Population Employment Total (P+E) 

Uptown District 1,121 2,243 790 3,033 

Village District 853 1,706 908 2,614 

Civic District 978 1,953 1,517 3,471 
  

TOTAL 2,952 5,903 3,215 9,118 

Table 3-2: 2031 Projection - Population and Employment by District 
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3.3.2 Post 2031 Projection 

Beyond 2031, development and redevelopment is expected to continue in the Downtown Richmond Hill area. 
This post 2031 period presents population and employment projections that are expected to occur beyond the 
2031 planning horizon as envisioned in the long-term by the Official Plan. Table 3-3 summarizes the projected 
population and employment from the 2006 base conditions and the Post 2031 Projection. 

 

 Population Employment 

Base* Post 2031 Base* Post 2031 

People 1,333 9,052 2,586 4,930 

Table 3-3: Post 2031 Projection - Population and Employment 
*2006 Population and Employment Numbers from EMME/2 Model 

 

Overall, the population of the Downtown area is projected to grow significantly, while employment is projected 
to grow less rapidly than projected by 2031. Table 3-4 breaks down the expected population and employment 
per district in the Downtown area, post 2031.  

 

District Units Population Employment Total (P+E) 

Uptown District 1,720 3,440 1,211 4,651 

Village District 1,308 2,616 1,393 4,009 

Civic District 1,498 2,996 2,326 5,322 
 

TOTAL 4,526 9,052 4,930 13,982 

Table 3-4: Post 2031 Projection - Population and Employment by District 

 

The most considerable addition of population and employment is expected to remain unchanged as per the 
2031 Projection.  
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3.4 Parking Forecast 

As redevelopment of the Downtown area is expected to increase significantly by 2031 and beyond, there will 
need to be an increase in the supply of parking. This section will project the parking supply in Downtown 
Richmond Hill to the horizon year of 2031, and post 2031.  

 

Projecting parking is of importance due to the land or space that will be required to accommodate an increased 
parking supply. As the supply of parking increases, access will also be of a greater consideration, in particular 
the potential impacts to the existing street network, or the envisioned system of courtyards/mews. 

 

3.4.1 Assumptions 

For the purposes of projecting parking, with input from the Town, future population and employment forecast 
data was refined and converted into residential, retail, and office gross floor area (GFA). To project future 
parking supply, the parking rates recommended for the Downtown area in the Richmond Hill Parking Strategy 
have been used. The Parking Strategy recommended that minimum parking standards for application in the 
Downtown Local Centre be reduced by 20% and 30% of the Town’s current by-law standards. Further, the 
strategy set the maximum parking supply at approximately 25% higher than the proposed minimum rates.  By 
applying these rates (previously described in Table 2-7 and Table 2-8) with respect to the land use forecast for 
the Downtown area, the future supply of parking in the Downtown area can be determined.  

 

3.4.2 Parking Supply Projections 

Building upon the population and employment forecasts, following the presentation of the 2031 Projection, 
the Post 2031 Projection is presented to demonstrate the parking supply that the Downtown area is expected 
to need beyond 2031. This is to inform the parking strategies discussed later in Section 5.0, and to ensure that 
access management strategies, the linked system of courtyards/mews, parking strategies, and loading 
strategies, are effective beyond the planning horizon of 2031. 

3.4.2.1 2031 Projection 

Presented is the parking supply that has been projected for the horizon year of 2031. The minimum parking 
supply projections by district for the 2031 planning horizon is summarized below in Table 3-5. 
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District 
Direction Relative to 

Yonge Street 
Residential 

Non-Residential (Office, 
Retail, Residential 

Visitor) 
Total 

Uptown 

West 599 526 

1,991 East 478 388 

Total 1,077 914 
 

North 
Village 

West 203 284 

709 East 105 117 

Total 308 401 
 

South 
Village 

West 298 374 

1,157 East 214 271 

Total 512 645 
 

Civic 
District 

West 208 448 

1,217 East 267 294 

Total 475 742 
 

Grand Total 2,372 2,702 5,074 

Table 3-5: 2031 Projection - Minimum Parking Supply by District 

 

Considering the recent development application and OMB Hearing with respect to the Baif Development lands, 
they have been excluded from these projections. Excluding Baif, the minimum parking supplies by district 
indicates that the majority of future residential parking spaces would be needed in the Uptown District, while 
overall the non-residential supply is spread generally evenly across the Uptown, Village, and Civic District. The 
Uptown and Village are forecasted to accommodate a variety of smaller uses with the demand for the parking 
supply in the Civic District generated by a large concentration of employment uses. That being said, in the Civic 
District, the Civic Precinct Plan outlines a parking requirement for 1,300 spaces based on the envisioned non-
residential land uses (not included in Table 3-5). The Civic Precinct Plan can be viewed in Appendix D. 

 

Figure 3-1 displays the minimum assumed projection parking supplies by district for the 2031 Projection. This 
projection is compared to the existing parking supply per district in the Downtown which is meant to provide a 
sense of where sufficient parking is provided for the 2031 panning horizon. Important to note is that the future 
parking supply projection does not include the existing private off-street parking supply. It has been assumed 
that this existing supply will be replaced as new development and redevelopment occurs. 
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Figure 3-1: 2031 Projection - Minimum Residential and Non-Residential Parking Supplies 

 

Under the existing regulatory framework, the 2031 Projection reveals an increase in the need of parking to 
5,074 spaces. This is a significant increase in the number of parking spaces required, and a number of strategies 
can be employed to reduce the demand for parking, as well as mitigate conflicts regarding parking access. By 
reducing parking demand and mitigating access conflicts, the envisioned system of courtyards/mews for the 
Downtown will function optimally. These strategies will be discussed in Section 4.0 through Section 6.0. The 
number of non-residential parking spaces projected will be the number of parking spaces that the Town or 
property owners will need to provide. These parking spaces are envisioned to be provided in either municipal 
parking structures (Section 5.3), and/or parking courtyards throughout the entire Downtown area (Section 
4.3.4). 

Legend: 
R- Residential Parking 

NR- Non Residential Parking (Retail, Office, Residential Visitor) 
E- Existing Parking Supply 

Baif 

Not 

Included 

No  

Residential 
Baif 



 
 
 
 

LEA Consulting Ltd.  51 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Future Traffic and Parking Conditions 9368.200 

Request for Proposal No. P12004 

3.4.2.2 Post 2031 Projection 

Beyond 2031, additional development will occur and therefore the projected minimum parking supply will 
increase. Table 3-6 summarizes minimum parking supply projections by district for the Post 2031 Projection. 

 

District 
Direction Relative to 

Yonge Street 
Residential 

Non-Residential (Office, 
Retail, Residential 

Visitor) 
Total 

Uptown 

West 912 803 

3,035 East 726 594 

Total 1,638 1,397 
 

Upper 
Village 

West 310 433 

1,082 East 161 178 

Total 471 611 
 

Lower 
Village 

West 455 569 

1,764 East 328 412 

Total 783 981 
 

Civic 
District 

West 317 683 

1,852 East 405 447 

Total 722 1,130 
 

Grand Total 3,614 4,119 7,733 

Table 3-6: Post 2031 Projection - Minimum Parking Supply by District 

 

Similarly to the 2031 Projection, the recent development application and OMB Hearing with respect to the Baif 
Development lands have been excluded. It is understood that in the case of Baif, all residential, residential 
visitor, and non-residential spaces will be provided on-site. Excluding Baif (similar to 2031), the minimum 
parking supplies by district indicates that the majority of future residential parking spaces would be needed in 
the Uptown District, while overall the non-residential supply is spread generally evenly across the Uptown, 
Village, and Civic District. 

 

Figure 3-2 displays the minimum assumed projection parking supplies by district for the Post 2031 Projection. 
This projection is compared to the existing parking supply per district in the Downtown which is meant to 
provide a sense of where sufficient parking is provided for non-residential uses for beyond the 2031 planning 
horizon. Important to note is that the future parking supply projection does not include the existing private off-
street parking supply. It has been assumed that this existing supply will be replaced as new development and 
redevelopment occurs. 
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Figure 3-2: Post 2031 Projection - Minimum Residential and Non-Residential Parking Supplies 

 

The Post 2031 Projection results in a considerable increase in the number of parking spaces provided within 
the Downtown area (5,074 spaces in 2031 to be increased to 7,733 spaces). Introducing this number of vehicles 
into the Downtown area will increase the number of auto trips, resulting in higher levels of delay along Yonge 
Street. To accommodate the proposed level of development a significant mode shift from auto use to either 
transit or walking/cycling is required, as targeted by the Regional and Town Official Plans. While the Richmond 
Hill Parking Strategy recommends that the standards be set lower than the current by-law standards, to 
encourage and support alternative modes of transportation, the 20-30% reduction will not in isolation reduce 
auto mode split sufficiently as to ensure acceptable traffic operations (discussed in Section 3.5). Additional 
TDM measures will be required, as recommended in Section 3.6. 

Legend: 
R- Residential Parking 

NR- Non Residential Parking (Retail, Office, Residential Visitor) 
E- Existing Parking Supply 
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3.5 Traffic Forecast 

The purpose of conducting a traffic forecast for Downtown Richmond Hill is to determine if any broader street 
network improvements are needed to support the projected changes in traffic volumes and operations, as well 
as to provide implementation direction for the linked system of courtyards/mews as per the vision for the 
Downtown as planned for in the Official Plan and the DDLUS. This section will present future traffic conditions 
for the Downtown area. The conducted analysis includes future trip generation, traffic volume assignment, 
queuing, signalized intersection level of service, and mid-block vehicle-to-capacity ratios. 

 

For more detailed traffic projection analysis, please refer to Appendix B. 

 

3.5.1 Mode Split 

To be consistent with both York Region and Richmond Hill planning as per the Official Plan of both 
municipalities, a transit mode split of 50% has been assumed for the planning horizon year of 2031. This is to 
be consistent with the transit mode split target for “Centres” and “Corridors” by the year 2031 in the Official 
Plans. Since this assumption is to occur by the year 2031, it has also been applied to the Post 2031 Projection. It 
is recognized that achieving a 50% transit modal split in the Downtown area will require a combination of 
effective strategies that create a disincentive to travel by auto, and incentivize transit usage. These Travel 
Demand Management (TDM) strategies will be discussed in Section 3.6.  

 

Aside from the assumed transit mode split, a 10% active transportation mode split has also been assumed, 
leaving an assumed auto mode split of 40%. Table 3-7 outlines the existing and the assumed mode splits for 
the Downtown. The mode split is displayed for work trips to and from the Downtown area. “Residents” are 
those who live in the Downtown area, and travel to their workplace, while “Employees” are those living outside 
the Downtown area and are travelling to work in the Downtown area. 

 

 

Weekday AM Peak Period 

Existing (2011)* Future Mode Split 

Auto Transit Walking/Cycling Auto Transit Walking/Cycling 

Resident 79% 17% 4% 
40% 50% 10% 

Employee 77% 17% 6% 

Table 3-7: Existing (2011) vs. Future Modal Split 

*Source: Transportation Tomorrow Survey, 2011 

 

The mode split for auto trips is required to decrease significantly from 79% to 40% for residents of the 

Downtown, while the modal split for public transit and active transportation is required to increase 
considerably. The assumed mode split targets are planned to be achieved by TDM measures, including further 
transit and active transportation improvements within the study area. One such improvement that will have a 
large impact on the area’s modal split is the VIVA Yonge Street BRT. Impacts from the BRT operation on modal 
split in the Downtown area should be monitored as to ensure this transit improvement as well as other TDM 
measures are effective, and the target mode split is on track to be achieved. TDM measures that will be 
discussed in detail in Section 3.6 to meet the 50% transit mode split assumption include: 
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 Create interconnected systems emphasizing pedestrian movement, including weather protection 
where possible; 

 Incorporate the Richmond Hill and York Region Pedestrian and Cycling Master Plan, including cycling 
and pedestrian facility improvements; 

 Ensure easy access to transit; 

 Develop a TDM strategy tailored to Richmond Hill; 

 Practice transit-oriented development consistent with the York Region Transit-Oriented Development 
Guidelines; 

 Limit parking opportunities across the Downtown area; 

 Encourage the use of car-pooling through measures such as car-pool parking spaces; 

 Encourage car-sharing throughout the Downtown area and provide car-share parking spaces; and, 

 Increase the number of bicycle post-and-ring parking facilities or other bicycle parking facilities. 

 

3.5.2 Vehicular Trip Distribution 

The trip distribution to and from future residential, retail, and office developments was determined by 
reviewing the York Region EMME model. The residential trip distribution was determined based on the 
weekday AM peak period trips outbound from the downtown, as the majority of these trips are residents 
travelling to work. Conversely, the retail and office development trip distributions were determined based on 
inbound trips, as the majority of the weekday AM peak hour trips are individuals travelling to work. Table 3-8 
outlines the distributions for the proposed residential and office/retail trips. The same distribution is applied 
for the weekday AM and PM peak hours.  

 

To/From 
Residential 

(outbound) 

Office/Retail 

(inbound) 

North 25% 43% 

South 43% 28% 

East 20% 17% 

West 12% 12% 
 

Total 100% 100% 

Table 3-8: Trip Distribution 

 

3.5.3 Trip Generation 

Overall trip generation was projected for both the 2031 Projection and the Post 2031 Projection. The future 
trip generation presents the number of auto trips, both inbound and outbound, that the Downtown area will 
need to accommodate. The intersection capacity analysis, mid-block vehicle-to-capacity ratio analysis, and 
queuing analysis that followed this projection are based on the existing traffic in the Downtown area, in 
addition to the trips generated here for the future projections.  
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Additionally, transit trip generation was also calculated to demonstrate the number of transit users in the 
Downtown area, as well as to present an idea of how many transit riders will need to be accommodated by the 
future transit systems planned for the Downtown area and York Region. Richmond Hill is located in an 
advantageous area of York Region when considering the placement of the planned future VIVA transit BRT 
network. Downtown Richmond Hill is located between both Newmarket, and the connection with Highway 7 at 
Richmond Hill Centre. Further, the Yonge Street corridor is located between both Vaughan and Markham along 
Highway 7. Therefore, the Downtown area of Richmond Hill is a prime location for the York Region transit 
mode split target of 50% to be achieved. Given that the majority of those who live and work in Downtown 
Richmond Hill also live and work in York Region, the Downtown area will also serve as a prime location for 
intra-regional transit travel. 

 

For the purposes of projecting trip generation, with input from the Town, future population and employment 
forecast data was refined and converted into residential, retail, and office gross floor area (GFA). Residential 
GFA was then broken down into type of dwelling unit based on the existing share of unit types in the 
Downtown. The number of units was then used to calculate and project trip generation for the area.   

 

The trip generation rates for the proposed developments are based on the Institute of Transportation 
Engineers (ITE) Trip Generation Handbook, 8th Edition. ITE Land Use Codes 210 Single-Family Detached Housing, 
220 Apartment, 230 Residential Condominium/Townhouse, 710 General Office, and 826 Specialty Retail, were 
used to estimate the trip generation for the Downtown area. 

3.5.3.1 2031 Projection 

Vehicle 

Trip generation has been projected as anticipated by the year planning horizon year of 2031. This projection is 
to provide a sense of the number of vehicle trips that the Downtown area will need to accommodate by the 
planning horizon. Figure 3-3 illustrates the vehicle trips generated per district for the weekday AM and PM 
peak hours for the 2031 Projection. 
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Figure 3-3: 2031 Projection - Vehicle Trip Generation by District 

 

Overall, the 2031 Projection reveals most trips inbound and outbound from the Downtown area will be to and 
from the Uptown and Civic Districts. This is expected given the greater level of development anticipated for 
these districts. The 2031 Projection reveals a total of 1,148 vehicle weekday AM peak hour trips (530 inbound 
and 618 outbound), and 1,800 vehicle weekday PM peak hour trips (894 inbound and 906 outbound). 

 

Transit 

A transit trip generation projection has been provided for the horizon year of 2031. The transit rider projection 
is to provide a sense of the number of transit users in the Downtown area that will need to be accommodated 
by the future transit systems in 2031. Figure 3-4 presents the number of commuters per district that will be 
using the future transit system by the year 2031. 
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Figure 3-4: 2031 Projection - Transit Trip Generation by District 

 

Overall, during the weekday AM peak hour in the year 2031, 1,435 people will be travelling by transit in the 
Downtown area (662 inbound, 772 outbound). In the weekday PM peak hour, 2,250 people will be travelling by 
transit (1,117 inbound, and 1,113 outbound). This is a significant number of people who will be using the future 
transit systems in the Downtown area, particularly the Yonge Street VIVA BRT. 

3.5.3.2 Post 2031 Projection   

Vehicle 

For planned development beyond 2031, the number of vehicle trips being made to and from the Downtown 
area will change compared to the traffic generated from development by the year 2031. This projection is to 
account for how many vehicle trips the Downtown area will need to accommodate for the long-term vision as 
outlined in the Town’s Official Plan. Therefore, this projection is used to establish if the vision for the 
Downtown area and the recommended strategies in this study will be effective beyond 2031. Figure 3-5 
illustrates the vehicle trips generated per district for the weekday AM and PM peak hours for the Post 2031 
Projection. 
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Figure 3-5: Post 2031 Projection - Vehicle Trip Generation by District 

 

The majority of trips will be occurring in the Civic and Uptown Districts. This is expected given denser 
development is to occur in these districts compared to the Village District. Overall, the Post 2031 Projection 
reveals a total of 1,655 weekday AM vehicle peak hour trips (752 inbound and 903 outbound) compared to the 
2031 Projection which reveals a total of 1,148 weekday AM vehicle peak hour trips (530 inbound and 618 
outbound). Therefore, strategies for the Downtown area will need to be able to accommodate this addition of 
traffic once a more long-term level of development planned for in the Official Plan is realized beyond 2031. 

 

Transit 

Similarly to the auto trip generation projection post 2031, the number of transit users will also increase beyond 
the horizon year. To provide a sense of how many transit riders will be using the future transit system per 
district beyond 2031, the transit trips generated per district for the weekday AM and PM peak hours are 
displayed in Figure 3-6. 
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Figure 3-6: Post 2031 Projection - Transit Trip Generation by District 

 

In total, a significant number of residents and employees in the Downtown will be commuting by public transit. 
This is expected given the 50% transit mode split target set for the area. The large number of transit 
commuters in the Downtown area will need to be accommodated via the future transit systems, being 
primarily the VIVA Yonge Street BRT. 

 

3.5.4 Future Signalized Intersection Operations 

Intersection capacity analysis was conducted for the 2031 Projection traffic volumes at each signalized 
intersection throughout the Downtown area. Overall, intersection operations are projected to improve, while 
slightly, from the existing intersection operations. This is a result of the large reduction in auto mode split, and 
the large increase in transit mode split despite the significant growth in employment and population in the 
Downtown. As development continues beyond 2031, traffic operations should be continually monitored to 
ensure traffic is operating acceptably as per the Town’s vision. This monitoring can be performed at the time of 
development or redevelopment in the area with the submittal of a Transportation Impact Study (TIS). 
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For detailed intersection capacity analysis, please refer to Appendix B-1. 

 

3.5.5 Future Mid-Block Operations 

Future mid-block operations have been analyzed for the 2031 Projection to assess whether there is sufficient 
street capacity available to accommodate future traffic. Overall, it has been found that mid-block operations 
are to improve from the existing conditions by the year 2031. This is because of the increase in transit mode 
split to 50%, and a decrease in auto mode split to 40% from 79%. This decrease in auto mode split has led to a 
reduction in traffic along Yonge Street, and therefore improved mid-block operations. This is true for both 
weekday AM and PM peak hours. 

 

For detailed future mid-block operations analysis, please refer to Appendix B-1. 

 

3.5.6 Yonge Street Corridor Traffic Growth 

Traffic travelling through the study area along Yonge Street has been projected for Downtown Richmond Hill 
based on the Richmond Hill Transportation Master Plan regional transportation model. This model forecasts 
from 2006 to 2031, a reduction of 63% and 45% for the northbound and southbound through trips, 
respectively, which equates to a 2.5% and 1.8% per annum reduction.  

 

The anticipated reduction in through traffic along Yonge Street can be seen to be equivalent to the increase in 
trips destined to the downtown, indicating that the through trips are being displaced to adjacent routes. The 
reduction also accounts for the increase in transit usage and active transportation which is expected for the 
region within the planning horizon. Yonge Street traffic volumes should be monitored regularly to confirm that 
a reduction in through trips and overall traffic is indeed occurring. This monitoring can be performed through 
the submission of Transportation Impact Studies (TIS) at the time of development or redevelopment 
throughout the Downtown area. The Town could also perform traffic studies along Yonge Street in the 
Downtown area on an annual basis.  

 

3.6 Travel Demand Management (TDM) Strategies 

The traffic operations that have been projected depend on the 50% transit modal split target being realized by 
2031. In order to achieve this 50% transit mode split target, a number of Travel Demand Management (TDM) 
strategies need to be implemented. These strategies will minimize traffic related impacts to all users 
(pedestrian, cyclist, transit, and auto driver).  

 

TDM strategies suggested are largely influenced by both York Region TDM strategies, and strategies outlined in 
the Town’s PCMP. The strategies listed here follow those previously mentioned in Section 3.5.1. They are as 
follows: 

 

 Create interconnected systems emphasizing pedestrian movement, including weather protection 
where possible; 

 Incorporate the Richmond Hill and York Region Pedestrian and Cycling Master Plans, including cycling 
and pedestrian facility improvements; 
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 Ensure easy access to transit; 

 Develop a TDM strategy tailored to Richmond Hill; 

 Practice transit-oriented development consistent with the York Region Transit-Oriented Development 
Guidelines; 

 Limit parking opportunities across the Downtown area; 

 Encourage the use of car-pooling through measures such as car-pool parking spaces; 

 Encourage car-sharing throughout the Downtown area and provide car-share parking spaces; and, 

 Increase the number of bicycle post-and-ring parking facilities or other bicycle parking facilities. 
 
Create Interconnected Systems Emphasizing Pedestrian Movement 

Creating interconnected systems that emphasize pedestrian movement is essential to incentivizing walking as a 
viable form of transportation. It is of utmost importance that pedestrian movement is convenient, perceived as 
safe, and attractive. If walking is not viewed as convenient, an individual will choose another primary mode to 
complete their trip. 

 

As part of the future development of the Downtown area of Richmond Hill, envisioned is an interconnected, 
pedestrian-oriented system of linked courtyards and mews. This linked system of courtyards/mews will not 
only connect the Downtown area together, greatly increasing its permeability, but it will also be inviting and 
attractive to the pedestrian, encouraging those travelling to, from, and within the Downtown area to do so as a 
pedestrian. Furthermore, ensuring that future development in the Downtown area is compact, well connected, 
and pedestrian-scaled at street level will enhance the interconnectedness of the linked system of 
courtyards/mews, and ensure pedestrian movement is emphasized.  

 

Incorporate the York Region Pedestrian and Cycling Master Plan 

Implementing the plans set within the York Region PCMP will work to increase the number of pedestrian and 
cyclists in the Downtown area. This involves, primarily, adding new cycling infrastructure within the Downtown 
area. The addition of cycling supportive facilities will likely increase the number of cyclists in the Downtown 
area, and decrease the number of drivers. 

 

Incorporate the Town of Richmond Hill Pedestrian and Cycling Master Plan 

Numerous strategies have been created in the Town’s PCMP that can act as TDM measures. The Town should 
ensure that the strategies created in the PCMP are realized. Such strategies include signed bicycle routes, 
sharrows, and bike lanes to prioritize the movement of the cyclist on streets, connecting the Town’s envisioned 
cycling and pedestrian network together, and practicing the “four (4) E’s”, which are engineering, education, 
encouragement, and enforcement. 

 

Ensure Easy Access to Transit 

As assumed in the traffic projection, by the year 2031 the transit mode split in Downtown Richmond Hill will be 
50%, consistent with the York Region Official Plan. Achieving this transit modal split will drastically reduce auto 
trips throughout the Downtown area. In order to ensure this modal split target is met, easy and convenient 
access to transit must be provided. 

 

The construction of the VIVA Yonge Street BRT along Yonge Street will greatly increase the convenience and 
attractiveness of transit. The BRT system will feature a dedicated right-of-way outside of the Village District 
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area, and will operate in shared lanes through the Village District. These transit improvements will have an 
effect on modal split. Transit modal split throughout the Downtown area should be monitored to ensure the 
50% modal split target is on-track to be achieved.  

 

Practice Transit-Oriented Development 

Transit-oriented development is critical to providing easy and convenient access to transit, but also for 
encouraging transit usage and discouraging auto usage. Transit stops should be well connected to a variety of 
surrounding land-uses, within a reasonable walking distance. Transit stops should be easy to find, as should an 
individual’s destination from the transit stop. Signage and urban design can help direct the pedestrian to areas 
of interest. The provision of mixed-use, dense development is also an important T.O.D strategy. Denser 
development allows for the clustering of land uses and activity, increasing the feasibility of using transit as the 
primary mode of travel. The Town should require that all development and redevelopment in the Downtown 
be well connected to transit, and incorporates strategies that ensure transit is easily accessible.  

 

Limit Parking Opportunities 

Since all auto users require parking at both their origin and destination in order to complete a trip, by limiting 
parking opportunities at the origin and destination, auto trips can be discouraged and deferred to alternative 
modes of travel. By limiting parking opportunities at a place of residence, the convenience of owning a car will 
decrease significantly. By decreasing auto ownership, auto usage will also decrease significantly.1 This is 
because less of the population in a given area owns a vehicle, and therefore must use other modes of 
transportation.  

 

Indeed, in the literature on the discussion of the effect of car ownership on auto mode split, it has been found 
that having a guaranteed parking space at the household is the most influential factor for residents choosing to 
drive to work. This is because without a parking space present, there is limited or no opportunity to store a 
vehicle. The Town of Richmond Hill should explore limiting parking opportunities as an effective TDM strategy. 

 

Encourage Car-Pooling and Car Sharing 

Car-pooling is an effective means of reducing the amount of single-occupancy vehicle trips. Practicing car-
pooling should be encouraged for those travelling to and from the Downtown area. Residents and employees 
can be encouraged to car-pool by providing car-pool parking spaces as the most convenient spaces available at 
the destination. Developments or redevelopments in the Downtown could be required by the Town to provide 
a certain number of car-pool parking spaces as part of their parking supply. Additionally, car sharing can also 
encourage residents to live without a personal vehicle. In the instance that a resident requires a vehicle, the 
option of car sharing can be used. When the individual does not require a vehicle for a trip, they can conduct 
their trip using public transit, or active transportation. Car sharing can be encouraged by requiring residential 
developments or redevelopments to provide a certain number of car share parking spaces. 

 

3.7 Traffic Forecast Conclusions 

The projected traffic operations reveal that no broader street network improvements are required to 
accommodate the changes in traffic to result by 2031. This means no improvements will be needed for streets 

                                                            
1 Weinberger, Rachel, (2012). “Death by a thousand curb-cuts: Evidence on the effect of minimum parking 
Requirements on the choice to drive”. Transport Policy. 20. Pp. 93-102. 
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into or out of the Downtown. However, new local streets are recommended within the Downtown area to 
enhance the permeability as discussed in Section 4.3.4. This is because with the increase in transit usage over 
time, the projected traffic operations are found to improve slightly from the existing conditions. Therefore, 
within the planning horizon, the Town will be able to plan for the Downtown area’s vision. However, Yonge 
Street traffic should be regularly monitored to ensure that traffic volumes are aligned with the projections 
provided within this study. 

 

Even though the 2031 Projection revealed the existing arterial street network is capable of supporting the 
creation of an urban environment conducive to the desired activity for the Downtown area, a number of 
strategies will be necessary to ensure that the vision for the Downtown is possible up until the horizon year of 
2031, as well as beyond toward the long-term vision of the Official Plan. These strategies are as follows: 

 

 Circulation strategies; 

o Access management; 

o Linked system of courtyards/mews; 

 Parking strategies; and, 

o Parking provisions and management; 

o Public parking funding and revenue sources; 

 Loading strategies. 

 

These strategies will be discussed in the sections to follow for application in Downtown Richmond Hill. These 
strategies are meant to work in combination as they support one another, allowing for each strategy to 
function effectively. 
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4.0 Circulation Strategies 
4.1 Introduction 

With the planned increase in development for the Downtown area, strategies are required to accommodate all 
associated trips. Since it is anticipated that many developments will be constructed mid-block, connecting 
these developments to the Downtown’s street network will need to be considered. Therefore, access 
management alternatives will be explored and discussed to select the optimal means of managing access to 
developments throughout the Downtown. These strategies will be for the purpose of reducing turning 
movement impacts to Yonge Street, as well as conflicts with the linked system of courtyards/mews. 

 

Most importantly, consideration will need to be given to how pedestrians move throughout the Downtown 
area. Therefore, the Town’s vision of a linked system of courtyards/mews will be articulated and discussed. 
This discussion will involve the importance of providing the linked system of courtyards/mews, as well the 
linked systems’ conceptual arrangement. Further, the linked system of courtyards/mews will be informed by a 
case study review, a series of linkage typologies and cross-sections, as well as the relationship with the 
projected traffic volumes. 

 

4.2 Access Management 

While parts of the Civic and Uptown Districts offer some larger properties for redevelopment, the Village 
District is characterized by narrow properties with significant lot depth. In order to facilitate the 
redevelopment of these properties, it is necessary to determine an appropriate means to achieve access to the 
surrounding street network. As such, the following section reviews the options for potential access 
considerations for non-residential and residential uses within the Downtown area, and recommends a 
preferred strategy. 

4.2.1 Non-Residential 

Non-residential (office and retail) trips in the study area are primarily vehicle trips and begin from outside of 
the study area. As a result, it becomes more challenging to limit parking demand as it is dependent on not only 
the parking provided at the destination, but the auto-orientation of the origin.  

 

Due to the property structure in the Village District, it is not possible for some properties to provide on-site 
parking.  These uses can be accommodated through exemptions to the by-law or applying alternative payment-
in-lieu of parking policy. While the current payment-in-lieu of parking policy is only applicable to non-
residential uses, generally non-residential properties provide their parking supply on-site which necessitates a 
connection to the surrounding street network, as well as a site plan that accommodates the circulation of 
vehicles. This is not always possible on the narrow lots that characterize the Downtown area. Three (3) options 
exist to provide access for this type of non-residential use; individual site accesses (status quo), consolidated 
accesses, or no site access. The following identifies the advantages and disadvantages of each. 

 

Considering individual site accesses: 

 

Advantages 

 Requirements are easily understood; 

 Responsibility and maintenance requirements are clear; and, 

 Facilitates use of convenient, on-site parking. 
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Disadvantages 

 Can result in a large number of ‘curb cuts’ along the sidewalk affecting the usable area for 
streetscaping and negatively affecting pedestrian safety; 

 Not in accordance with the York Region Access Guide for Regional Roads that states “a system 
of joint use driveways and cross access easements be established wherever feasible along the 
subject Regional Road”; and, 

 Decreases the useable ground floor area and ability to achieve a continuous street-wall. 
 

Considering consolidated accesses (Yonge Street or other streets): 

 

Advantages 

 Increased developable ground floor area; 

 Facilitates the implementation of shared parking and allows a reduction in parking supply 
requirements; 

 Reduced number of driveways onto Yonge Street; and, 

 Increased safety to pedestrians and vehicles along Yonge Street by reducing the number of 
access points. 

 
Disadvantages 

 More intense vehicular usage of the consolidated driveway(s); 

 Lack of clarity regarding maintenance responsibilities;  

 Will require coordination amongst different landowners; and, 

 Individuals have to travel father to get to desired location. 
 

Considering no site access: 

 

Advantages 

 Increased developable ground floor area; 

 Requires no parking to be provided by non-residential property owners on-site; 

 Increased safety to pedestrians and vehicles along the streets by reducing the number of 
access points; and, 

 Reduce number of turning movements along streets. 
 

Disadvantages 

 Establishment of a public parking body is required to operate, maintain, and facilitate funding 
for the parking facilities; 

 Sufficient off-street or on-street public parking needs to be provided by the Town; and, 

 Individuals have to travel father to get to desired location. 
 

Based on the analysis and the vision for the Downtown outlined in the Official Plan and the DDLUS, 
consolidated access is recommended as the preferred option for non-residential parking areas. On-street 
parking is also recommended to be provided for non-residential uses, where appropriate. The Town should 
also pursue, where possible, reducing the number of access points to parking along Yonge Street as to reduce 
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delays to traffic. This can be achieved at the time of redevelopment or development of Yonge Street 
properties. 

4.2.2 Residential 

In comparison to non-residential trips, residential trips begin in the study area and as a result can be influenced 
by the identity, character, and a non-auto orientation. That being said, the parking policy within the Downtown 
area is similar to non-residential uses, which require each development to provide for its parking demand on-
site. Two (2) options exist to provide access for this type of use; individual site accesses (status quo), or 
consolidated accesses. The following identifies the advantages and disadvantages of each. 

 

Considering individual site accesses: 

 

Advantages 

 Decreased number of vehicles turning at main intersections which generally leads to decreased 
overall intersection delay; 

 Individuals will have direct access to their home; and, 

 Planned linked system of courtyards/mews can be pedestrian oriented. 
 
 
Disadvantages 

 Increased congestion along Yonge Street through movements due to turning vehicles; 

 Yonge Street accesses reduce the overall store frontages on Yonge Street and area for on 
street parking; 

 Not in accordance with the York Region Access Guide for Regional Roads that states “a system 
of joint use driveways and cross access easements be established wherever feasible along the 
subject Regional Road”; and, 

 Reduced safety to pedestrians and vehicles on Yonge Street. 
 

Considering consolidated site accesses (Yonge Street or other streets): 

 

Advantages 

 Increased developable ground floor area; 

 Reduced number of driveways onto the streets; and, 

 Increased safety to pedestrians and vehicles along streets by reducing the number of access 
points. 

 

Disadvantages 

 Residents have to travel farther to access their vehicle; and, 

 Responsibilities over managing parking spaces would be shared by property owners and may 
create conflict or confusion.  

 

Based on the review of the above advantages and disadvantages it is recommended that consolidated accesses 
should be provided along Yonge Street or other collector or local streets where possible. This will allow for a 
safer Downtown with less delay to through movements along Yonge Street. It is recognized that consolidated 
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access will not always be possible on the Downtown’s street network, for this reason, site access may need to 
utilize the linked system of courtyards/mews. However, this should be avoided where possible and where 
linkages are focused on pedestrian activity. 

 

4.3 Linked System of Courtyards/Mews 

In order to facilitate the circulation of pedestrians in a manner that is enjoyable, as well as facilitating vehicular 
access and parking, therefore implementing the Downtown’s vision, a linked system of courtyards/mews has 
been developed. The framework for developing a linked system of dual-use (active transportation and vehicles) 
courtyards and mews in Downtown Richmond Hill was set out in the Downtown Design & Land Use Strategy 
(DDLUS). Specifically, the DDLUS noted that the: 

 

Existing and future parking areas provide an opportunity for landscape treatment and 

special paving to create a series of courtyards. A courtyard is a space enclosed by a 

building, open to the sky. As described in the Land Use and Urban Design Framework, 

by fronting buildings or creating a second face to the existing buildings along Yonge 

Street, these courtyards will not only maintain their function for parking, but also 

provide areas for spill out activity such as patios associated with restaurants. These 

courtyards should be accessed from side streets and local streets. As these parking 

courtyards are developed over time, an informal continuous laneway system may be 

created. These courtyards can provide an appealing focus and environment for the 

intensification of rear lots. 

 

They would be accessed off of side streets [and should have a coordinated palette of 

paving, lighting, planting and signage]. 

 

Considering the above, the DDLUS envisions the use of the linked system of courtyards/mews to evolve in its 
purpose as the area develops. Initially serving interim uses by providing parking, encouraging the 
intensification and animation of underused rear lots, and increasing the permeability of the area for 
pedestrians. As the area develops, the DDLUS provides for the individual courtyard/mews to establish a more 
linked system internal to the blocks.  

 

Additionally, section 4.3.1 of the Town’s Official Plan speaks to the development of a pedestrian oriented 
mixed-use centre. Section 4.3.1 states: 
 

The character of the Downtown Local Centre will be enhanced by appropriately 

transitioned development to the adjacent neighbourhoods, encouraging the 

establishment of new parks, courtyards and mews, and by enhancing pedestrian 

connections within the area. As a whole, the Downtown will continue to be a compact, 

pedestrian oriented mixed-use centre. 

 

The DDLUS considered locations for the pedestrian only and pedestrian/vehicle linkages are presented in 
Figure 4-1. The links were focused within the Village District and identified along shared property lines. This 
study refines the work completed in the DDLUS on the linked system of courtyards/mews from a 
transportation planning perspective. 
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Figure 4-1: Pedestrian/Vehicle Links Proposed by the Downtown Design and Land Use Strategy 
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4.3.1 Understanding Linkage Development – Best Practices 

The desire to develop the linked system of courtyards/mews is relatively unique to Richmond Hill. Typically, 
cities with developed linkage networks, such as Chicago, Melbourne, or Sydney, possessed laneways as an 
underused artefact of historical development. As a result, recent laneway design policies have focused on the 
revitalization of these already-existing spaces in their downtown cores, as opposed to developing a system.  

 

In Birmingham, Michigan, their plan for 2016, Activating Urban Space: A Strategy for Alleys & Passages 
distinguishes between “alleys” (Figure 4-2) and “passages” (Figure 4-3). The former are service oriented, need 
vehicle access for deliveries and waste collection, and require a clear zone2; the latter are non-motorized cut-
through routes, do not require a clear zone, and are ideal for pedestrian activity. They also present a separate 
typology of “destination”, “active”, and “connecting” vias. The first and last types are solely for the use of 
pedestrians. “Connecting” vias corresponds to the pedestrian mews identified in the DDLUS, while 
“destination” vias were proposed to provide a space for capital improvement projects and possible 
programming of events to attract residents and visitors. In contrast, the “active” areas allow multi-modal 
activities and are envisioned to be used for travel, small-scale commercial activity, and access by vehicles to 
parking and service. In contrast to the DDLUS, the alleys they identify as potential “active vias” are almost all 
within existing development blocks and only support minimal parking parallel to the alley. The existing 
developments offer the chance for dual commercial frontage along the alley. These “active” areas are quite 
similar to the Dutch woonerven. 

 

    
Figure 4-2: ‘Alleys’ in Birmingham, Michigan 

 

    

Figure 4-3: ‘Passages’ in Birmingham, Michigan 

 

Other cities, such as Baltimore, Santa Cruz, Dun Laoghaire-Rathdown (outside Dublin), and Vancouver, see 
existing laneways as an opportunity for residential intensification. Residents in Baltimore created community 
greens and residents of Santa Cruz infill housing, respectively, within residential neighbourhoods. 

 

                                                            
2
 Clear Zone: a border area of the travelled roadway that is available for the safe use by errant vehicles. 
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Overall, the literature is largely in concurrence about the practices required to make a linkage successful for 
pedestrians, particularly, that they are the same criteria that make any other street attractive to pedestrians: 

 

 Use coherent, consistent signage; 

 Use coherent landscaping; 

 Name the laneways in a meaningful manner; 

 Use distinct, permeable pavement; 

 Provide human-scale lighting; and, 

 Limit the speed of vehicles with traffic calming measures. 
 

Dun Laoghaire-Rathdown suggests that in the case of residential mews, that laneways are considered to be a 
shared surface between vehicles and pedestrians. This is similar to how mews in the Annex neighbourhood of 
the City of Toronto have developed. The literature is also largely in concurrence that cities should work with 
property owners to achieve buy-in and establish the critical mass for a network. Important to consider 
however, is that the provision of laneways and their ongoing operation is carefully approached to ensure they 
do not become inhospitable environments. This may lead to the underutilization of laneways. Through careful 
treatment of design elements such as paving, lighting, surrounding land uses, and other urban design 
elements, laneways can be kept as attractive environments. 

 

In comparison to the Downtown area of Richmond Hill many of the potential linkages do not currently exist, 
which presents a relatively unique situation but produces obstacles to the development of an overall network. 
In Baltimore, community greens were created by achieving agreement among all of the neighbouring residents. 

 

In Richmond Hill, for a linked system to be successful it will require a coordinated 

approach from the municipality, in addition to a broad buy-in from the key 

stakeholders, including residents, business owners and the development community.   

 

The issue of loading and garbage collection also must be addressed. One of the traditional purposes of rear 
service links is to remove these activities from public sight so that they do not interrupt the vehicular flow of 
the main street and the pedestrian experience of side streets. In other jurisdictions, the apparent conflict 
between loading activity and pedestrian activity has sometimes been addressed by temporally separating the 
activities: loading and garbage collection is only permitted at times when few pedestrians will be present. 

 

4.3.2 Development of a Linked System of Courtyards/Mews Hierarchy 

Through a review of the potential pedestrian/vehicle links outlined in the DDLUS, key directions regarding the 
characteristics of the linked system of courtyards/mews can be determined. Throughout the three districts, the 
context, needs and potential for implementation will vary being dependent on adjacent land use, property size 
and redevelopment potential. Recognizing this, this review has identified a hierarchy of six (6) linkages that 
vary in both form and function: 

 

 Destination; 

 Active; 
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 Shared ; 

 Courtyard; 

 Driveway; and, 

 Service. 
 

The following sections describe the technical considerations associated with each of these types of links; 
particularly noting intended purpose, permitted users, right-of-way, travel speeds, pavement treatments, 
access management, and other geometric design characteristics. The technical considerations have been 
developed for consideration based on a preliminary review of best practices, applicable design guidelines, and 
first principles and are intended to guide, not govern, the development of the network.  

4.3.2.1 Destination Courtyard  

As identified in the DDLUS, with redevelopment there is an opportunity to develop a series of public spaces 
that are partially enclosed by buildings, but remain open to the sky. These courtyards can serve a variety of 
functions but present the opportunity for a centralization of activity whether unprogrammed, such as open 
space, or programmed, such as patios associated with restaurants or community gardens. The success of such 
spaces will be dependent on having a variety of surrounding land uses that contribute to their continuous use 
throughout the day. These spaces could vary in accessibility from public, publicly-accessible but privately 
owned/maintained, and privately owned/maintained. 

 

The design characteristics of destination courtyards should be more flexible and relate to the surrounding 
building form (Figure 4-4). These spaces are expected to take irregular shapes and not be used by motorized 
vehicles. The destination courtyards being focused on active modes of transportation should be developed as 
“places to linger” and not as thoroughfares. Pavement treatment, as indicated in the DDLUS, should be 
consistent with the broader streetscape.  



 
 
 
 

LEA Consulting Ltd.  72 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Circulation Strategies 9368.200 

Request for Proposal No. P12004 

Technical Considerations: 

Destination Courtyard 

Purpose: Activity node 

Permitted Users: Pedestrians and Cyclists; Patios; Markets; Play Areas 

Right-of-Way: Proportions - 2:1 Width:Height (preferred) and 1:1 Width:Height 
(minimum); width may increase, adjacent height should not surpass 
1:1;  

Travel Speeds: Minimal 

Pavement Treatment: Coordinated with Adjacent Streetscape 

Access Management: Vehicular Access Prohibited 

Geometric Design: In Accordance with AODA 

  
Figure 4-4: Examples of Destination Courtyards 

 

4.3.2.2 Active Linkage 

Active linkages are proposed to provide connections between buildings/courtyards and the street frontage, the 
primary purpose of which is to facilitate pedestrian and cyclist circulation. These spaces expand the pedestrian 
network and will increase walkability by improving the permeability between block segments. These spaces 
should be enhanced aesthetically with the inclusion of streetscape elements such as wayfinding, landscaping, 
street furniture, lighting, and public art. A potential cross-section of an active linkage is presented in Figure 4-6. 

 

To enhance visual interest and encourage natural surveillance, buildings should provide an engaging façade 
(Figure 4-5). This could include primary or secondary entrances, overlooking windows, and maintaining sight 
lines between streets/parking areas. These spaces could vary in accessibility from public to publicly-accessible 
but privately owned/maintained, but should be accessible 24 hours per day. 
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Technical Considerations: 

Active Linkage 

Purpose: Pedestrian/Cyclist Circulation 

Permitted Users: Pedestrians and Cyclists 

Right-of-Way: 5.5m min. 

Travel Speeds: Minimal 

Pavement Treatment: Coordinated with adjacent streetscape 

Access Management: Vehicular Access Prohibited 

Geometric Design: In Accordance with AODA; 

 Running Slope: 1:20 max.  (ramp guidelines required for 

running slopes between 1:20 and 1:10) 

 Cross Slope: 1:50 max. 

  

 
Figure 4-5: Examples of Active Linkages 
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Figure 4-6: Active Linkage Configuration 

 

4.3.2.3 Shared Linkage (Woonerf) 

A shared linkage is similar in concept to a woonerf. As such, the connection should be developed as more of a 
shared-space, rather than a conduit for the movement of vehicles. Typical of woonerven is a design that 
reduces travel speeds and discourages cut-through traffic. This is done through a combination of introducing 
traffic calming measures, like chicanes, choke-downs, and urban design elements, like strategically located 
landscaping/street furniture, brick pavers for both the pedestrian and auto surfaces, and flush design between 
pedestrian and auto space. In doing so, not only is the quality of the space improved, but the interaction 
between people and the space is improved. These spaces should be publicly-accessible 24 hours per day. 
Potential cross-section configurations are displayed in Figure 4-8 and Figure 4-9. 

 

Important in the design of a shared linkage will be the establishment of a clear and distinct entry through 
signage, gateway features, and even a vertical deflection3 (Figure 4-7). This is critical for educating users that 
this is not a typical street. Parking should be provided intermittently in the segment and should be delineated 
using physical elements or different pavement materials. The parking arrangements, particularly a mixture of 
angled and parallel spaces, can also be located as a traffic calming mechanism.  

                                                            
3 Vertical deflection is a traffic calming measure that requires the driver to travel in a manner that is not straight or linear along the street or linkage. 

Vertical deflection creates an indirect path for the driver, requiring a greater degree of focus and maneuvering, lowering travel speeds. 
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Technical Considerations: 

Shared Linkage (Woonerf) 

Purpose: Access/Parking and Pedestrian/Cyclist Circulation 

Permitted Users: Personal Vehicles, Pedestrians and Cyclists 

Right-of-Way: One-way: 7.0m – 10.0m 

Travel Speeds: < 20 km/h 

Vehicle Volume: < 100 vph 

Pavement Treatment: Coordinated with Adjacent Streetscape 

Access Management: Trucks/Delivery Vehicles Permitted 

Geometric Design: Lane Width: 3.0m – 3.5m 

Pavement Width: 3.5m – 6.0m 

Parking Stall Width: 2.8m (2.5 for parallel) 

Parking Stall Length: 6.0m Perpendicular/Angled (7.0m for parallel) 

In Accordance with AODA; 

 Running Slope: 1:20 max. 

 Crossfall: 1:50 max. 

  
Figure 4-7: Examples of Shared Linkage (Woonerf) 
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Figure 4-8: Shared Linkage (Woonerf) Configuration (7.0m) 

 

 
Figure 4-9: Shared Linkage (Woonerf) Configuration (10.0m) 

 

4.3.2.4 Parking Courtyard 

The parking courtyard type is an interim linkage. These parking courtyards would service the rear of the 
building and will facilitate vehicular parking and access to garbage and loading areas. While pedestrians and 
cyclists are not expected to congregate in these parking courtyards, they would be expected to be able to use 
them to travel through the Downtown. Vehicles would also be permitted to traverse between properties. It 
would be the intent that eventually these parking courtyards will evolve into different a linkage type as the 
individual parcels are redeveloped.  

 

These parking courtyards are privately owned and maintained but would be accessible by pedestrians and 
cyclists to connect to adjacent linkages and streets. Vehicular cut through traffic is discouraged. Travel speeds 
on these parking courtyard linkages remain low (less than 20km/h) and traffic calming measures are 
incorporated where possible to discourage cut-through traffic (Figure 4-10).  
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Technical Considerations: 

Parking Courtyard 

Purpose: Parking, Access to Loading and Thorough-fare for Pedestrians and 
Cyclists 

Permitted Users: Personal, Delivery Vehicles, Garbage Trucks, Pedestrians and Cyclists 

Right-of-Way: Varies Based on Existing Parking Lot Dimensions 

Travel Speeds: < 20 km/h 

Vehicle Volume: Varies Based on Parking Lot Size 

Pavement Treatment: Paved; Paving Stones; Stylized Concrete 

Access Management: Limited to Garbage and Loading Activity 

Geometric Design: Turning Radius: 9.5m 

Lane Width: 3.0m – 6.0m 

Pavement Width: 4.5m – 6.0m 

Loading Zone Width: 3.5m 

Parking Stall Width: 2.5m (parallel) 

Parking Stall length: 7.0m (parallel) 

Sidewalk Width: 1.5m 

Running Slope: 1:12 max. (1:50 max. adjacent to loading) 

Crossfall: 1:50 max. 

   
 

 

Figure 4-10: Example of a Parking Courtyard 
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4.3.2.5 Driveway Linkage 

The driveway linkage type serves primarily as the main access for larger developments and can provide 
connections between different streets. Generally, the width of this linkage would be desired to be fairly narrow 
so as to discourage higher travel speeds. 

 

These driveway linkages would be privately owned and maintained but would be generally accessible by 
pedestrians and cyclists to connect to adjacent linkages and streets. Vehicular cut-through traffic is 
discouraged. Travel speeds on these driveway linkages remain low (less than 20km/h) and traffic calming 
measures could be incorporated where possible to discourage cut-through traffic (Figure 4-11).  

 

Technical Considerations: 

Driveway Linkage 

Purpose: Access to Large Developments, Parking, Loading, Pedestrians and Cyclists 

Permitted Users: Personal, Delivery Vehicles, Garbage Trucks, Pedestrians and Cyclists 

Right-of-Way: 6.0m to 8.0m 

Travel Speeds: < 20 km/h 

Vehicle Volume: < 300 

Pavement Treatment: Paved; Paving Stones; Stylized Concrete 

Access Management: Limited to Garbage and Loading Activity 

Geometric Design: Turning Radius: 9.5m 

Lane Width: 3.0m – 4.0m 

Sidewalk Width: 1.5m 

Running Slope: 1:12 max. (1:50 max. adjacent to loading) 

Crossfall: 1:50 max. 

 
Figure 4-11: Example of a Driveway Linkage 



 
 
 
 

LEA Consulting Ltd.  79 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Circulation Strategies 9368.200 

Request for Proposal No. P12004 

4.3.2.6 Service Linkage  

Service linkages are developed to accommodate both vehicular access for adjacent developments as well as 
loading and waste collection. These linkages would not be encouraged to be used by pedestrians or cyclists for 
circulation. Loading activities would be planned to occur in parallel to the street. Where loading activities are 
not occurring, some limited parking can be provided parallel to the street. If parallel parking is incorporated 
into the cross-section, a sidewalk connection should be provided to establish a separated space for 
pedestrians. Travel speeds should remain low (less than 20 km/h) and traffic calming measures incorporated 
where possible to discourage cut-through traffic. Potential cross-section configurations are displayed in Figure 
4-13 and Figure 4-14. 

 

Overall, the service linkage is not encouraged as it does not reflect the vision for the Downtown area. However, 
this linkage typology may be needed where loading and vehicular site access is to be provided and other 
linkage types are unable to accommodate certain needs. Since properties in the Downtown area create access 
challenges, consolidated access is advised to avoid additional traffic impacts to Yonge Street or other collector 
roads by introducing additional turning movements. A service linkage can act as a form of consolidated access 
(Figure 4-12). 
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Technical Considerations: 

Service Linkage 

Purpose: Access and Loading with Limited Parking 

Permitted Users: Personal and Delivery Vehicles with Limited Pedestrians and Cyclists  

Right-of-Way: One-way: 5.5m – 8.0m 

Two-way: 8.0m  – 12.0m 

Travel Speeds: < 20 km/h 

Vehicle Volume: 100 vph - 400 vph 

Pavement Treatment: Paved; Paving Stones; Stylized Concrete 

Access Management: Limited to Waste Collection Vehicles and Smaller 

Geometric Design: Turning Radius: 9.5m 

Lane Width: 3.0m – 6.0m 

Pavement Width: 4.5m – 6.0m 

Loading Zone Width: 3.5m 

Parking Stall Width: 2.5m (parallel) 

Parking Stall Length: 7.0m (parallel) 

Sidewalk Width: 1.5m 

Running Slope: 1:12 max. (1:50 max. adjacent to loading) 

Crossfall: 1:50 max. 

  
Figure 4-12: Examples of a Service Linkage 
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Figure 4-13: Service Linkage Configuration (8.0m) 

 

 

 
Figure 4-14: Service Linkage Configuration (12.0m) 

 

4.3.3 Linked System of Courtyards/Mews Guidelines 

Building on the best practices review and the defining of a linked system of courtyards/mews hierarchy, it is 
recommended that in order to provide the most flexibility for the courtyards/mews implementation in the 
interim and long-term conditions, a series of linkage guidelines should be developed. These guidelines allow for 
a general set of parameters and considerations to be consulted when determining how the linkages are to be 
designed, and where in the Downtown area the respective linkages will be applicable. The guidelines have 
been developed considering the following factors: 

 

 Intended Purpose; 

 Desired Users; 

 Available Right-of-Way; 

 Expected Travel Speed; 

 Desired Connectivity; 

 Access Management; and, 

 Land Use Context. 
 

The guidelines are illustrated in Table 4-1. 
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Table 4-1: Linked System of Courtyards/Mews Guidelines 
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4.3.4 Urban Local Street 

Beyond the six (6) typologies developed for the Downtown area, an additional street purposed for usage in the 
Downtown area of Richmond Hill only has been created. The purpose of this street is to increase permeability 
of the Downtown, but is only to be used where the six (6) linkage typologies do not suffice. It will range in its 
right-of-way from 15.5m to 18m depending on a number of requirements, such as the requirement for: 

 

 Emergency vehicles; 

 Snowplows and snow removal; 

 Street lighting; 

 Utilities; and, 

 On-street parking. 

 

Depending on the requirements of the location in which this typology is being applied, the right-of-way will 
vary (Figure 4-16). The Urban Local Street is to serve local traffic only, functioning as a means of site access, or 
accessing other local streets in the area. The Urban Local Street can be publicly owned and operated. In the 
case of the Baif Developments development proposal along Yonge Street, bordered to the north by Hopkins 
Street, to the south by Harding Boulevard West, and to the west by Addison Street, two (2) Urban Local Streets 
are to be provided. Since the two (2) streets are for the purpose of providing site access, connecting 
courtyards, and facilitating loading activities, a reduced right-of-way of 15.5m will be used. The 15.5m right-of-
way configuration of these streets can be viewed in Appendix E. As the needs of the Urban Local Street change, 
its right-of-way configuration will also change. 

 

Overall, the applicability of the Urban Local Street in the Downtown area will not be feasible in many locations 
due to the street width required and utility needs. Further, the usage of the Urban Local Street is not widely 
recommended for the Downtown area as its purpose is to serve local vehicular movement (Figure 4-15). The 
Urban Local Street should be designed in a way that discourages higher travel speeds, but ensures the 
movement of emergency vehicles. 
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Technical Considerations: 

Urban Local Street 

Purpose: Site Access and Moving Local Traffic 

Permitted Users: Personal Vehicles with Pedestrians and Cyclists  

Right-of-Way: Two-way: 15.5m – 18.0m 

Travel Speeds: < 50 km/h 

Vehicle Volume: < 400 vph 

Pavement Treatment: Asphalt 

Access Management: Waste Collection Vehicles and Smaller 

Geometric Design: Turning Radius: 7.5m 

Pavement Width: 8.5m 

Parking Stall Width: 2.5m (parallel) 

Parking Stall Length: 7.0m (parallel) 

Sidewalk Width: 1.5m 

Running Slope: 1:12 max. (1:50 max. adjacent to loading) 

Crossfall: 1:50 max. 

 
Figure 4-15: Example of an Urban Local Street 

 

 
Figure 4-16: Urban Local Street Configuration (18.0m) 
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4.3.5 Linkage Vision 

A vision has been created for the linkage system in Downtown Richmond Hill. This vision has been devised 
based on the Town Official Plan, the DDLUS, and the findings of this study. The created vision has been created 
for each individual block within the Downtown area. This has been performed to ensure the different 
characters, opportunities, and challenges each block presents is addressed uniquely and optimally. Characters 
considered include the various types of users desired to use the linkages per block in the Downtown 
(pedestrians, cyclists, and drivers). The amount of vehicular traffic desired on the linkage system, per block, has 
also been considered. Particularly, vehicular traffic volumes could be influenced by changes in the access 
management policies, parking requirements, or other TDM mechanisms. Since the 2031 Projection involves a 
high transit mode split, to achieve this, TDM mechanisms should be implemented. The linked system of 
courtyards/mews in itself acts as a significant TDM mechanism. The vision for each linkage varies, but the 
emphasis is on prioritizing pedestrian movement and activity, as well creating desirable and attractive 
destinations. Supporting car parking is also envisioned for respective links. However, the vision for these links 
discourages cut-through movements, while also not serving as a street network secondary to Yonge Street and 
the Downtown’s collector and local streets (Figure 4-17). 

 

Integrating the identity and character of each district, Figure 4-18 illustrates the recommended linkages. Of 
importance to highlight from this recommended demonstration is the ability to change which linkage types are 
applicable within each area of development using the linkage guidelines (Table 4-1), to the satisfaction of the 
Town. More detailed linkage concept drawings are available in Appendix C.  

 

In addition to the envisioned system of linked courtyards/mews, one (1) new public street has been proposed 
to increase connectivity and permeability of the Downtown area. The one (1) street is located in the Uptown 

Figure 4-17: Linkage Vision Representation (Left: Shared Link/Parking Courtyard, Right: Active Link 
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District, on the west side of Yonge Street, between Wright Street and Benson Avenue. This street will be the 
application of the Urban Local Street typology. The street will connect Wright Street to Yonge Street by 
proceeding north from Wright Street until at a point in the middle of the block, curving east toward Yonge 
Street where it will intersect. Since this block of the Downtown area is large, it creates challenges for 
permeating the immediate area. While the proposed street is not to solely serve as a benefit to auto traffic, it 
will assist with vehicular connectivity, as well as pedestrian and cyclist connectivity. The alignment of the street 
shown has been determined in accordance with Richmond Hill street design standards, particularly maintaining 
a 90m or above centreline radius. Finally, the two (2) Urban Local Streets that are to be provided as part of the 
Baif Developments development will be parallel east-west streets, connecting Addison Street to Yonge Street 
between Hopkins Street and Harding Boulevard West. 
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Figure 4-18: Linked System of Courtyards/Mews Arrangement 
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4.3.6 Linkage Design Threshold 

Given the vision and linkage assignment of the linked system of courtyards/mews, it is important to highlight 
what the capacity of this linkage system is, as well as if it is capable of supporting the projected trip generation 
volumes. The capacity of the linkage system has been calculated based on the traffic capacity for each linkage 
type outlined in the linkage guidelines in Table 4-1. The suggested volumes (vehicles-per-hour) have been used 
as the capacity respective to each linkage type. Since linkages are either one-way or two-way, capacity has 
been calculated by the number of access points per linkage. Therefore, a one-way linkage will have one (1) 
access point.  For the parking courtyard, since this linkage has no estimated traffic capacity, the parking supply 
projected by district has been assumed to be the capacity. This is because the projected number of parking 
spaces will need to be constructed to meet demand. The capacity of the linkage system is shown in Figure 4-19. 

 

 
Figure 4-19: Linkage System Capacity by District 
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After determining the capacity of the linkages envisioned for the Downtown area, the trips projected to be 
generated in the Downtown area can be applied to assess how the linked system of courtyards/mews will 
operate. Upon applying trip generation, vehicle-to-capacity ratios are then calculable. Figure 4-20 displays the 
vehicle-to-capacity ratios for the linkage system for the trip generation under the 2031 Projection. 

 

 
Figure 4-20: 2031 Projection - Linkage System Vehicle-to-Capacity Ratios by District 

 

The analysis reveals that the linkages in all districts for the both the AM and PM peak hours will operate within 
capacity. Therefore, up until the horizon year of 2031, the linked system of courtyards/mews will be able to 
accommodate the vehicular demand. 
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Since development will continue to occur beyond the planning horizon year of 2031, additional traffic will be 
generated as well. To ensure the linked system of courtyards/mews operates acceptably as the level of 
development in the Downtown area approaches the long-term vision of the Official Plan beyond 2031, the Post 
2031 Projection has been applied to the linkage system. As a result of an increase in traffic from the 2031 
Projection, there will be an impact on the operation of the linkage system. Figure 4-21 displays the vehicle-to-
capacity ratios projected to result beyond 2031. 

 

 
Figure 4-21: Post 2031 Projection - Linkage System Vehicle-to-Capacity Ratios by District 

 

Beyond 2031, vehicle-to-capacity ratios on the linkage system will increase. It is projected that the Upper 
Village District on the west side will be over capacity during the weekday PM peak hour. This means the 
linkages will have more vehicles using them than hoped for, and the attractiveness of using these linkages as a 
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pedestrian may decrease. In order to ensure the vision for the Downtown remains possible in this district, 
additional access control measures may need to be practiced to control vehicular usage. Another option 
available to the Town could be the conversion of one of the linkages to accommodate the increase in vehicular 
traffic. Overall however, the linkages throughout the rest of the Downtown will operate within capacity, and 
the vision will be possible beyond the horizon year of 2031.  

 

4.3.7 Directionality 

The potential directionality of the linkages was reviewed with the understanding that the linked system of 
courtyards/mews system should be oriented towards active modes of transportation. In doing so, it is critical 
that through trips be discouraged from the linkages and the impact on existing bottlenecks in the existing 
system be mitigated. As such the advantages and disadvantages of providing access based on one-way versus a 
two-way system are outlined below.  

 

Advantages 

 

 Existing infrastructure can be used to facilitate one-way mews to reduce congestion and 
turning movement queuing from spilling into through lane traffic. This can be achieved by 
creating the entrance of mews near Yonge Street intersections that have turn lanes; 

 Less conflicting turning movement locations along Yonge Street; and, 

 Requires a narrower right-of-way. 
 
Disadvantages 

 

 Vehicles generally have to travel longer distances to reach destination; and, 

 Congestion at specific locations may be increased. 
 

Based on the review of the above it was determined that the advantages outweigh the disadvantages. 
However, a one-way system does not need to be blanketed across the entire Downtown area. A combined one-
way and two-way system is recommended. The existing street network was reviewed to determine the best 
location for linkage entrances. This review looked at turning lane availability, turning restrictions, and possible 
queuing spillover to major intersections. Figure 4-18 illustrates the proposed directionality for the linkage 
system within the Downtown area. It is envisioned that all shared linkages will be one-way. This is a result of 
the way in which woonerven links operate. It is also envisioned that the parking courtyards linkages will in 
some cases allow for both ingress and egress at the same points. 

 

4.3.8 Linkage Lighting and Urban Design 

It is important that upon development of the linkage system, lighting standards are upheld to ensure the 
environments created by the linkages are at a minimum, hospitable, while ideally being inviting and 
comfortable environments at all times of the day. It is expected that the majority of linkages will be provided 
by proponents or property owners in the Downtown area, and therefore will be responsible for providing 
lighting that meets the Town’s standards. Two (2) documents are to be referred to when ensuring proper 
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lighting infrastructure is provided on the linked system of courtyards/mews. These documents are the 
Richmond Hill Urban Design Guidelines (2013), and Richmond Hill Standards and Specifications Manual.  

 

Richmond Hill Urban Design Guidelines (2013) 

According to the Town’s Urban Design Guidelines, there are three (3) zones of the pedestrian realm within a 
right-of-way. These are the Amenity Zone, Travel Zone, and Interface Zone. All lighting is to be provided in the 
Amenity Zone. The Amenity Zone is meant to provide both a psychological and physical buffer to pedestrians. 
Lighting, planters, trees, and bike racks are to serve as this buffer. The Amenity Zone serves as the final zone 
before the vehicular travel zones begin. Within the Centres of the Town, light poles are encouraged to allow for 
armatures for the purpose of hanging banners or other urban design elements (flower baskets, or artwork). 
Furthermore, additional pedestrian-scaled lighting is to be provided in areas with high pedestrian activity. A 
consistent style and size of pole and fixture are encouraged.  

 

Richmond Hill Standards and Specifications Manual 

More technical standards and specifications are outlined in the Richmond Hill Standards and Specifications 
Manual. For the street classification of “Walkway”, the average maintained illuminance (Eavg) must be a 
minimum of five (5). This is accompanied by an illuminance uniformity ratio (Eavg to Emin) of 5:1. Furthermore, 
for “Walkways”, the luminaire shall be of “Shoebox” type, 70 Watt High Pressure Sodium, Distribution Type II 
medium cut-off. This is to be internally shielded with a flat tempered glass lens, 120 Volt C.W.I. Ballast and 
individual photocontrol receptacle. The luminaire is to be mounted at a minimum height of 4.6 metres. The 
lighting pole is to be 6.4 metres tall, with a direct buried decorative, tapered, octagonal, spun concrete pole.  
Any handhole cover plates must have tamper proof screws, affixed with a warning label. The Public Realm 
Master Plan is currently reviewing the need for pedestrian-scaled lighting on certain types of streets in the 
Town. In addition, the Town is investigating using LED lighting on all new Town light standards. 

 

4.3.9 Initiating the Linked System of Courtyards/Mews 

It is recognized that initiating the linkage system’s implementation will take time. It is recommended the Town 
achieve the linked system of courtyards/mews as part of the development planning process, negotiating with 
property owners in the area at the time of redevelopment. It is recommended that the Town utilize reciprocal 
private and public easements as the main implementation tool to connect the system. The Town should also 
consider working with landowners to understand the feasibility of providing public access to the key linkages to 
kick-start the linked system on certain blocks. 

 

4.4 Circulation Strategies Conclusion 

The circulation strategies provided here are to facilitate the efficient and safe circulation of both vehicles and 
pedestrians throughout the Downtown area. Traffic is not projected to dominate the usage of the linkages by 
2031. Post 2031, however, capacity constraints will exist in the west side of the Upper Village District, with 
most of the linkages in the Downtown operating within capacity. The Town should consider access control 
measures or converting one of the linkages beyond 2031 to address capacity constraints in this district. Traffic 
on the linkages should be continually monitored to ensure that the expected volumes of traffic are not being 
exceeded. Overall, however, the linkages are expected to operate acceptably, and will be oriented more 
strongly toward pedestrian usage.  
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Access management strategies recommended in this study include implementing consolidated site access for 
both non-residential and residential purposes. This is recommended to reduce traffic impacts to Yonge Street 
and the Downtown’s street network. Furthermore, since the projected traffic operations revealed no broader 
street network improvements are needed in or around the Downtown by 2031, the opportunity is present to 
implement the system of linked courtyards/mews. This system is to be, in certain instances, shared between 
pedestrians and drivers. This system has developed around a series of linkage guidelines to provide an 
enjoyable walking experience to the pedestrian, while still permitting consolidated access as recommended 
under access management, and parking and loading access to be discussed in the following sections. 
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5.0 Parking Strategies 
5.1 Introduction 

Alongside increased development in the Downtown area, as the parking supply increases, considerations are 
required with regards to its management in terms of the overall supply required, location, access management, 
and impact on the linked system of courtyards/mews. These considerations include managing the parking 
supply in terms of parking requirements and the location of parking facilities, access management, parking 
access and its relationship with the linked system of courtyards/mews, and means of funding public parking. 
Understanding the interconnection between parking provision and trip generation, the Richmond Hill Parking 
Strategy and DDLUS identified the importance of balancing the supply of parking. This is critical to ensuring that 
current needs are met, but also to enhance and facilitate the transition toward the vision set out for the 
Downtown for an area wide parking strategy. A series of parking strategies are provided for the listed 
considerations, followed by the recommended strategies for application in the Downtown area.  

 

5.2 Parking Provisions (Supply) 

A series of parking provision strategies have been created to more efficiently utilize the supply of parking in the 
Downtown, as well as to address future parking supply considerations that are supportive of the vision for the 
Downtown area. The DDLUS recommended a number of considerations with respect to developing a more 
efficient supply of parking. Specifically, it recommended the consideration of shared parking, and parking 
controls (cost/time), as a means to establishing an appropriate supply.  

 

5.2.1 Non-Residential 

5.2.1.1 Exemption of Parking for All Non-Residential Uses 

The first parking supply management strategy considered is to exempt all non-residential land uses from 
providing parking. This strategy has been considered as to establish a more efficient use of the existing supply 
based on the current utilization of parking in the Downtown.  

 

Exempting all non-residential uses from providing parking is a mechanism that is often applied in built up areas 
in order to facilitate infill development. Within the GTA, this overall exemption has been implemented in some 
older downtown areas, such as Oakville. The challenge in implementing this strategy, is that given the decision 
to use a personal vehicle may be selected for reasons other than the provision of immediate parking at the 
destination, drivers will compete with others currently using the public parking supply. Specifically, as 
illustrated by Table 5-1, the supplies projected for the Post 2031 Projection and 2031 Projection are displayed 
in relation to the existing public parking supply.  
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Parking Supply (Public) Parking Spaces 
 

Off-Street 543  

On-Street 367  
 

 

Total 910  
  

Post 2031 Projection 
Minimum Non-Residential Parking Demand 

4,119 453% 

2031 Projection 
Minimum Non-Residential Parking Demand 

2,702 297% 

Table 5-1: Utilization of Existing Public Parking in Relation to the Projections 

 

The advantages of this parking management strategy are: 

 

 Adaptive reuse of buildings, 

 Promotes transit-oriented development, 

 Intensification of underused parcels, and, 

 Easy to Implement. 
 

The disadvantages of this parking management strategy are: 

 

 Less convenient for commercial uses, 

 Constraint on public parking supply, and, 

 Illegal parking on-street and on private property. 
 

Overall, while this parking management strategy would require/encourage a significant shift in the level of auto 
use in the Downtown area, in order to mitigate the short-term impacts on the area, the Town would be 
required to provide a significant additional supply of parking. Considering what is demonstrated in Table 5-1, it 
is not anticipated that all non-residential uses in the Downtown area will be exempt. In order to prioritize 
where parking demand is to be accommodated the Town should focus on the areas where there is a higher 
degree of retail activity, particularly in the Village District core. Specific locations of recommended parking 
facilities will be discussed in Section 5.3. 

5.2.1.2 Exemption of Parking for Small Scale Non-Residential Uses 

Rather than applying a parking exemption across all non-residential uses, a threshold to the exemption can be 
applied. This alternative would achieve a similar objective of permitting infill development, but the impact 
could be limited. Overall, the purpose of this strategy is to allow for adaptive reuse of land in the Downtown. 
The strategy is ultimately to allow those redeveloping properties to be exempt from having to provide parking 
where the property is small and compact, and where parking would occupy too large an area of the site. To 
review this alternative, a review of surrounding GTA municipalities was conducted to determine an appropriate 
threshold, particularly Toronto and Brampton. 

 

The City of Toronto uses three (3) separate thresholds depending on the location of the establishment. In their 
downtown area, non-residential establishments under 1.0 FSI (Floor Space Index) are exempt from providing 
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parking. In the King and Spadina and King and Parliament area of Toronto, non-residential uses on the ground 
floor are exempt from providing parking. Toronto also has a city-wide policy exempting non-residential 
buildings under 200m² from providing parking. The City of Brampton exempts non-residential uses (excluding 
offices) less than 150m² from providing parking in their central area. A summary of the potential exemption 
policies can be seen in Table 5-2. 

 

Area 
Requirement 

Non-Residential Eligibility 
Requirement 

Municipal Example 

Specified 
zone 

Floor Space Index Under 1.0 Toronto 

At Floor Level Grade Toronto 

Gross Commercial Floor Area 
Under 150m2 (Excluding Office) 

Brampton 

 

City-Wide 
Gross Commercial Floor Area 

Under 200m2 
Toronto 

Table 5-2: Thresholds for Small Scale Non-Residential Exemptions 

 

For the purposes of determining the impact of the exemption rules on the public parking supply in the 
Downtown, the exemption rules have been applied and compared. This is to determine an efficient means of 
utilizing the existing public parking supply to avoid needing to construct large amounts of public parking in the 
short-term. To determine the impact to the public parking supply, the residual parking supply during peak 
demand (Saturday at 1:00 PM) has been used. In other words, to analyze the impact of exempting private 
parking on the public parking supply, the number of public parking spaces that remains available during peak 
parking usage (395 spaces of 910 spaces) has been used. 

 

Applying the small scale non-residential parking exemption to existing Downtown Richmond Hill uses indicates 
that the “less than 1.0 FSI” and “commercial at-grade floor level” resulted in every non-residential 
establishment being eligible for the parking exemption in the Village District.  The “less than 200m² in GFA” 
option would result in 30 establishments being eligible, while the “less than 150m² in GFA” option would result 
in 22 establishments being eligible. A summary of the results can be seen in Figure 5-1 and Table 5-3. 

 

Case Study  
Non- Residential Parking Exemption 

Policy 

Establishments 
Eligible for 

Exemption (m
2
) 

Retail 
GFA (m

2
) 

Office GFA 

Parking Strategy Spaces per 
100 m

2
 GFA 

Spaces No 
Longer 

Required  
 

Retail 
Minimum 

Office 
Minimum 

Toronto Less than 1.0 Floor Space Index 65 15816 12481 4 2 819 

Toronto Commercial At-Grade Floor Level 65 15698 6311 4 2 691 

Toronto Less than 200 Square Meters GFA 30 2625 1801 4 2 131 

Brampton 
Less than 150 Square Meters GFA 

(Excluding Office) 
22 1477 - 4 2 65 

Source: MPAC 2012 

Table 5-3: Application of Exemptions for Small Scale Non-Residential Uses in the Village District 



 
 
 
 

LEA Consulting Ltd.  97 | P a g e  

 

Town of Richmond Hill – Downtown Transportation and Parking Study 
Parking Strategies 9368.200 

Request for Proposal No. P12004 

 
Figure 5-1: Small Scale Parking Exemption Policy Implications 

 

Based upon the existing built form in the Village District, the exemption options of “less than 1.0 FSI” and 
“commercial at-grade floor level” would not be feasible under current conditions without increasing the public 
parking supply. This is because there would be the demand for 819 or 691 parking spaces, respectively, without 
these spaces provided by the non-residential properties. The demand for all 819 or 691 spaces would need to 
be accommodated by the public parking supply, which is greater than the current residual supply of 395 
spaces. In other words, during the existing peak hour of parking utilization in the Downtown (Saturday at 1:00 
PM), of the 910 public parking spaces, 515 are occupied, leaving 395 spaces available. However, since the 
existing peak hour residual public parking supply is 395 spaces, and “commercial at-grade floor level” parking in 
the Downtown accounts for 691 spaces, if the Town were to construct 296 parking spaces, all existing 
“commercial at-grade floor level” land uses in the Downtown area could be exempt from providing parking. 

 

In terms of the current supply of public parking, the “less than 200m² in GFA” exemption rule is feasible. 
Therefore, it is recommended that a “less than 200m² in GFA” exemption be implemented. This will prevent 
small developments and redevelopments from needing to provide parking, allowing for a more efficient use of 
property. This more efficient use of land could be for the purposes of both consolidated access, or for the 
envisioned linked system of courtyards/mews. Currently, 30 establishments are eligible for the exemption rule. 
While concerns may exist that a large number of property owners will wish to develop less than 200m² GFA of 
non-residential land use to avoid needing to provide parking, 200m² of GFA does not allow for a significant 
amount of non-residential use, and it is unlikely that there will an uptake of this exemption rule to the point 
where no private parking is being provided. Similarly, concerns may exist regarding the exemption rule’s impact 
on the payment-in-lieu policy. However, since the properties being exempted are small in size, it is not 
anticipated their exemption will significantly reduce revenues from the payment-in-lieu policy. 

5.2.1.3 Parking Signage Enhancements 

Currently, the existing parking supply is underutilized, with demand not evenly distributed across the 
Downtown area. While this is to be expected based on the location of major generators of activity, visibility 
enhancements could be considered to help drivers understand where parking is permitted through different 
times of the day. One such enhancement is altering the design of parking signs to be increasingly clear. Since 
most parking signs display parking time restrictions individually, it may be confusing what time restrictions 
apply. Furthermore, recognizable and noticeable parking signs will greatly increase confirmation to a driver 

Public Parking 
Not Used during 
Peak Hour 
(395 spaces) 

Public Parking 
Supply 
(910 spaces) 
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that parking is permitted in certain locations. Figure 5-2 displays a parking sign redesign used by the City of Los 
Angeles. 

 

 

Figure 5-2: Example of Improved Parking Signage 

 

The parking sign consolidates all the applicable restrictions into one sign, displaying the restrictions across a 
visible timeline. A legend is also included on each sign to provide the user an explanation of the meaning of 
symbols.   

 

5.2.2 Residential 

In addressing the needs of the future Downtown area, the appropriate supply of residential parking will require 
consideration. While all residential development will require parking, the amount of parking to be provided 
should be reflective of the vision for Downtown Richmond Hill. This means that since the Downtown area is 
envisioned as being pedestrian-oriented, and serviced primarily by public transit with a 50% transit mode split, 
residential parking rates should not encourage vehicle ownership and auto dependency. The residential 
parking rates set for the Downtown area should facilitate a high transit mode split. Achieving a high transit 
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mode split will be required to ensure the projected traffic operations are realized and the linked system of 
courtyards/mews functions acceptably.  

5.2.2.1 Residential Parking and Transit Relationship 

In determining a parking rate that is appropriate for the Downtown area, a case study analysis has been 
undertaken in addition to consulting the literature regarding the relationship between residential parking, and 
auto mode split. The analysis has been conducted for select areas in the City of Toronto, involving TTS 
(Transportation Tomorrow Survey) data. The analysis has investigated auto ownership, and has compared auto 
mode split, and transit mode split of commuters who begin their commute from an apartment dwelling in 
North York Centre, and the Yonge & Eglinton area.  

 

The purpose of this analysis is to understand the effect of decreasing auto ownership on auto and transit mode 
split. Since reducing residential parking requirements in Downtown Richmond Hill would likely reduce auto 
ownership, it is important to understand if reducing auto ownership also reduces auto mode split. 
Furthermore, it is important to understand the extent of the reduction in auto mode split and increase in 
transit mode split that can be expected from a reduction in auto ownership. 

 

Analysis Assumptions and Overview 

North York Centre and the Yonge & Eglinton area are located in the City of Toronto. North York Centre is 
located along the Yonge Street corridor between Finch Avenue and Sheppard Avenue. The Yonge & Eglinton 
area is located along the Yonge Street corridor between Roehampton Avenue/Orchard View Boulevard, and 
Soudan Avenue/Berwick Avenue. Both areas feature a mix of commercial and residential land uses in the form 
of both mid- and high-rise buildings. Surrounding lower density single-detached neighbourhoods are located to 
the immediate east and west of the areas as well.  

 

Both areas have been selected for analysis due to the transportation and land use characteristics they exhibit. 
Both areas have undergone intensification. This intensification has involved the development of numerous 
mid- to high-rise condominium and office buildings. Both areas also feature a high level of accessibility to 
transit. TTC subway service is provided along the Yonge Street corridor. Finally, both areas currently have a 
maximum parking standard in place. It is possible that once Downtown Richmond Hill intensifies and takes 
advantage of VIVA BRT services along Yonge Street, similar characteristics between these areas will exist. 

 

TTS data have been extracted from each of the survey years that the survey has been conducted. These are the 
years from 1986, to 2011. TTS surveys are conducted every five (5) years. All data has been filtered for 
apartment dwelling residents only. This allows for analysis on the travel behaviour of residents who face 
reduced parking requirements. Furthermore, filtering for apartment dwellings allows data to represent those 
located along the Yonge street corridor, since lower density neighbourhoods are located to the east and west. 
Additionally, data have been filtered for the AM peak period (6:30 AM to 9:30 AM), as well as for the trip 
purpose of home-based work trips. 

 

Analysis Findings 

Auto mode split for both North York Centre and the Yonge & Eglinton area has been decreasing since a peak 
observed in 1991. The relationship between auto ownership and auto mode split appears to be strong. 
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Furthermore, as auto ownership is decreasing, transit mode split is increasing for both areas. The data is 
displayed visually in Figure 5-3. 

 

 
Figure 5-3: Auto Ownership versus Auto/Transit Mode Split in North York Centre and Yonge & Eglinton 

 

Important to note is residential parking requirements in both of the studied areas. In North York Centre, the 
minimum residential parking requirement as established in the North York Centre Secondary Plan is 1.0 spaces 
per unit. The maximum residential parking requirement is 1.2 spaces per unit. As found in the TTS data, 
average auto ownership for those living in apartments in North York Centre has remained between 0.94, and 
1.16. This is an expected level of auto ownership given the parking requirements. Alongside this level of auto 
ownership is a 2011 auto mode split of approximately 34%. This has decreased from 47% in 1991 alongside 
decreasing auto ownership. In terms of transit mode split, it has been continually rising to 56% from its 1991 
level of 41%. 

 

What should not be missed from the findings presented above is the difference in transit and auto mode split 
between North York Centre and the Yonge & Eglinton area. The Yonge & Eglinton area has exhibited a lower 
level of auto ownership, fluctuating between 0.65, and 1.02. Alongside this lower level of auto ownership are a 
lower auto mode split, and a higher transit mode split compared with North York Centre. Auto mode split has 
been observed to be as low as 25% in 2006, with transit mode split continually rising from 1991. Transit mode 
split has increased from 49% to 63% by 2011. It is suggested that lower levels of auto ownership results in 
lower auto mode split, and higher transit mode split, even though both areas are comparable in terms of their 
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built form, and transit accessibility. The Yonge & Eglinton area is subject to parking requirements established 
for Policy Area 2 in the City of Toronto Zoning By-Law 569-2013. Set are both minimum and maximum parking 
standards that vary by unit type. For one-bedroom units, the minimum rate is 0.7 spaces per unit, while the 
maximum is 1.0 spaces per unit.  

 

The significance of this case study analysis is that transit mode split is observed to be higher in an area with a 
lower residential parking requirement. Since North York Centre has a higher parking requirement, a higher 
level of auto ownership has been observed, with a higher auto mode split. In the Yonge & Eglinton area, the 
residential parking rate is lower, resulting in a lower level of auto ownership, and a lower auto mode split. 

5.2.2.2 Residential Parking Rates 

To ensure that the transit mode split of 50% is achieved in the Downtown area, minimum parking standards 
that will facilitate a high transit mode split should be implemented throughout the Downtown. Given that the 
residential parking standards set by the Richmond Hill Parking Strategy were not determined by factoring 
transit mode split, they will need to be reviewed to achieve the 50% transit mode split in the Downtown. 

 

5.3 Parking Provisions (Location) 

In addition to the considerations regarding non-residential supply, the efficiency of the parking supply is also 
influenced by its location and convenience. Specifically, the study has considered four (4) alternatives to 
locate/access a respective parking supply; on-street parking, on-site with individual accesses, on-site with 
consolidated access, and consolidated off-site. While it could be applicable to a number of land uses, for the 
purposes of this study, its application has been limited to non-residential and residential visitor uses. 

 

5.3.1 On-Street Parking 

On-street parking is currently provided in the Downtown area along numerous residential streets, in addition 
to Yonge Street along certain segments. Yonge Street offers on-street parking within off-peak hours in the 
Village District. On-street parking along Yonge Street is currently not permitted outside of the Village District. It 
is recommended the on-street parking along Yonge Street continue to operate during off-peak hours to 
maintain the existing public parking supply. 

 

According to the Yonge Street VIVA BRT EA, no new segments of streets in the Downtown area are capable of 
accommodating new on-street parking given the operation of the Yonge Street VIVA BRT. For this reason, no 
new on-street parking on Yonge Street is recommended. 

 

5.3.2 On-Site Parking with Individual Access (Non-Residential and Visitor Parking) 

Accommodating the forecasted parking provisions on-site requires not only each property to be provided 
access, but requires the properties to be large enough to functionally accommodate vehicle circulation. To 
provide two-way access, a driveway of a minimum of 6m would be required. Considering the fine-grained 
urban form that characterizes the Village District, this would severely limit the development potential of the 
ground floor, in addition to reducing the curb space available to be used for on-street parking. Further, based 
on the geometric constraints, it is assumed a ramp is at least 6.5m wide by 24m long to provide adequate 
vertical change. Through the use of existing parcel size data, approximately 50% of the parcels along Yonge 
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Street would not be able to accommodate an underground parking structure. With these geometric limitations, 
providing on-site parking can be seen to be challenging for infill developments and adaptive reuse projects to 
meet their parking requirements. Overall, while convenient and easy to regulate, considering the property 
constraints within the Downtown area, it would not be an alternative parking management strategy that would 
be broadly suited for the area. 

 

5.3.3 On-Site Parking with Consolidated Access 

Similar to the previous alternative, this option offers benefits associated with the parking supply being located 
on the subject property. However, this option reduces the number of access points required. Specifically, 
adjacent properties are permitted to share a common access point as well as other parking lot features, namely 
the ramp system. 

 

The advantages to this parking management option are:  

 

 Reduced driveways, and, 

 Increased developable potential on small parcels 
 

The disadvantages to this parking management strategy are:  

 

 Significant implementation challenges with timing, 

 Inequitable as select property owners must construct access, and, 

 Limits adaptive reuse of the building parcel. 
 

Although challenging to coordinate between uses, this parking management alternative option could assist in 
facilitating development in the Downtown area, while respecting the goals and objectives of the DDLUS. For 
this reason, consolidated non-residential parking access is recommended over individual non-residential 
parking access. 

 

5.3.4 Parking Accommodated in Off-Site Consolidated Parking Lots and Structures 

This strategy proposes accommodating non-residential parking in municipal parking lots and/or structures 
throughout the Downtown. Therefore, non-residential parking under this strategy would be off-site. The Town 
of Richmond Hill currently has five (5) publicly owned lots which primarily service the Village District. 
Recognizing the increasing demand for parking, additional parking facilities and their potential locations have 
been developed.  

 

The advantages of providing consolidated parking lots include: 

 

 Increased developable ground floor area; 

 Easy implementation of shared parking which allows a reduction in supply requirements; 

 Reduced number of driveways onto Yonge Street; 

 Allows for the execution of payment-in-lieu revenue; and, 
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 Increases pedestrian trips in the Downtown area. 
 

The disadvantages of providing consolidated parking are: 

 

 Requires a capital investment by the Town; and, 

 Requires a responsible body to oversee the development, operation and maintenance of the facilities. 
 

While establishing consolidated parking lots requires a capital investment from the Town, this strategy can be 
seen to most closely align with the goals and objectives of the DDLUS in addition to facilitating development. 
The supply of parking provided by these integrated off-site parking lots can also be used to establish a buffer to 
the residential parking supplies, while the area transitions to being less auto-oriented. Lastly, as the area 
develops, these consolidated parking lots can serve to be development parcels of further infill development. 

 

A total of three (3) potential future public parking facilities have been identified, excluding the Civic Precinct 
Plans. The locations of these potential parking facilities are displayed in Figure 5-4. Parking facilities 1 And 2 are 
proposed as either/or as the provision of both facilities is not necessary. Since both parking facility locations 
are in close proximity to the Village District core, they will serve the same purpose. As for the Civic District, the 
non-residential parking demand will be accommodated as per the Civic Precinct Plan which identified a 
requirement for 1,300 parking spaces. For this reason, this study proposes no new facilities in the Civic District. 
The Civic Precinct Plan can be viewed in Appendix D. 
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Figure 5-4: Potential Future Consolidated Public Parking Facilities Locations 

 

Parking facility 1 is proposed to be a modification of the existing parking lot to the rear of ML McConaghy 
Seniors’ Centre. Parking facility 2 is proposed to be constructed on the north side of Arnold Crescent, west of 
Yonge Street. The selection of parking facility 1 and 2 is suggested to be either/or. Parking facility 3 is proposed 
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to be a modification of the existing parking lot located to the rear of the Richmond Hill Performing Arts Centre. 
This lot will provide public parking in and around the Upper Village District, while parking facility 1 or 2 will 
provide public parking in or around the Lower Village District. As for parking facility 4, it is proposed to be 
constructed to the east of Yonge Street between Crosby Avenue and Bedford Park Avenue. This parking facility 
will provide access to the Uptown District, where there are currently no consolidated public parking facilities.  

5.3.4.1 Analysis of Consolidated Parking Recommendation 

Considering the above recommendations, the coverage of the lots proposed was reviewed to confirm their 
location and determine their appropriate size. Figure 5-5 illustrates the combination of existing and potential 
lot locations, and implements a 300m coverage area, or approximately a four (4) minute walk.  
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Figure 5-5: Potential and Existing Off Street Public Parking Coverage 

 

The locations of the parking lots provide good coverage of the Downtown area. This is based on a maximum 
four (4) minute walk. Further, the currently proposed lots are located in areas that would logically feed 
pedestrian trips between to/from the non-residential destinations along the proposed linked system of 
courtyards/mews. These additional pedestrian trips are significant to the linked system of courtyards/mews.  
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Considering the potential to capitalize on the complimentary nature of the parking demand curves related to 
each of the non-residential uses, the implementation of shared parking provisions was considered. The peak 
occupancy rates are outlined below in Table 5-4 with the afternoon period experiencing the maximum parking 
demand requirements for Downtown Richmond Hill. Therefore, the afternoon period will be used for the 
shared parking. Table 5-5 presents the potential reduction based on the parking projections at each of the 
consolidated parking lots. 

 

Type of Use 
Occupancy Rate (Percentage of Peak Requirement) 

Morning before 12 
PM 

Noon 12 PM – 1 
PM 

Afternoon 1 PM – 6 
PM 

Evening after 6 
PM 

Office 100% 90% 100% 10% 

Retail Commercial 80% 95% 90% 90% 

Residential - 
Visitor 

20% 20% 60% 100% 

Table 5-4: Shared Parking Occupancy Rates 

 

2031 Projection Post 2031 Projection 

Public Lot 
Location 

Parking Supply 
Reduction 

Public Lot 
Location 

Parking Supply 
Reduction 

1/2 130 1/2 183 

3 77 3 117 

4 312 4 474 
 

Total 519 Total 774 

Table 5-5: Minimum Parking Supply Reduction-Peak Shared Parking Period 

 

In total, by 2031, implementing a shared parking reduction can reduce the number of parking spaces needing 
to be provided by 519 spaces. This would reduce the total projected parking supply from 2,702 spaces to 2,183 
spaces. After further including the existing public parking supply of 910 spaces into the projected non-
residential supply with a shared parking reduction of 2,183 spaces, up to 1,300 parking spaces are needed to be 
provided by the Town. This amount of parking was then used to calculate the approximate size of parking 
structures that the Town would need to construct. 

 

Based on the projected parking demand based on the rates established by the Town’s Parking Strategy, size of 
the parcel, and average size of a parking space, the approximate number of stories per public lot is shown in 
Table 5-6 by parking projection. These floors can be constructed either above or below grade. 
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2031 Projection Post 2031 Projection 

Public Lot Location Number of Parking Spaces Public Lot Location Number of Parking Spaces 

1/2 268 1/2 426 

3 458 3 750 

4 557 4 882 

Table 5-6: Approximate Size of Consolidated Parking Lots for the 2031 and Post 2031 Projection 

 

Beyond the horizon year of 2031, new parking facilities will need to be constructed. Parking facilities should be 
constructed to meet the demand projected for 2031. However, given the high cost of parking infrastructure, 
facilities should be constructed with the structural foundation in place to support the demand projected 
beyond 2031, while only constructing the amount of spaces projected for 2031. This will provide the Town the 
option of expanding parking facilities without needing to replace them, saving significant cost. 

 

5.3.5 Off-Site Non-Residential Public Parking Target 

A target parking supply to be provided as per the recommended off-site non-residential consolidated parking 
strategy has been estimated. This target has been estimated based primarily on the recommendations for 
parking rates set forward in the Richmond Hill Parking Strategy. Beyond the Richmond Hill Parking Strategy, 
other factors to estimate the non-residential public parking target include the locations of the recommended 
parking facilities, the coverage area of the proposed parking facilities, the shared parking reductions, and 
accommodation of parking by the existing public parking facilities.  

 

Overall, by 2031, if all properties in the Downtown were to redevelop and not provide parking, it is estimated 
the Town would need to provide up to 1,300 non-residential purposed parking spaces within the 
recommended public parking facilities. As redevelopment is found to provide private parking spaces, the 
number of parking spaces the Town will need to provide will decrease. The Town should have parking demand 
monitored annually to assess the need for public non-residential parking as time progresses. This will provide 
the Town a sense of whether the provided parking is appropriate to the exhibited demand, and if any action 
needs to be taken. 

 

5.3.6 Prioritizing Consolidated Parking Lots 

Seeing as there is a number of proposed parking lots, the Town should consider prioritizing the construction of 
one (1) of these parking lots to meet the existing and planned non-residential land use demand in the 
Downtown area. Of the proposed parking lots, the parking lot located to the west of Yonge Street on the north 
side of Arnold Crescent, or behind ML McConaghy Seniors’ Centre, provides the best location for non-
residential parking purposes. This envisioned parking lot is located within the Village District, less than 100m 
from the Yonge Street and Arnold Crescent/Lorne Avenue intersection. This is where many retail 
establishments in the Downtown area are located. 

 

5.4 Public Parking Funding and Revenue Sources 

The objective of this section is to outline, review, and recommend how the Town should implement public 
parking funding and revenue sources. The funding sources the Town of Richmond Hill should consider include: 
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 Payment-In-Lieu; 

 Development Charges; 

 Public/Private Partnerships; and, 

 User Fees. 
 

The objective of the public parking funding and revenue sources is to create a financially self-sustaining parking 
system over the long term.  

 

5.4.1 Payment-In-Lieu of Parking 

Payment-in-lieu is a policy that would apply for the entire Downtown area, which allows developers the option 
of foregoing the provision of required parking spaces on their site for a preset amount of payment. The 
purpose of payment-in-lieu by-law is to provide a financial source for the Town to construct strategically 
located consolidated public parking. It is important to note that payment in-lieu considerations differ between 
non-residential and residential uses. Since payment-in-lieu is not meant to incentivize development, but rather 
obtain funding for consolidated public parking, differing rates could apply to residential uses. 

 

The Town of Richmond Hill currently has a non-residential payment-in-lieu by-law (3-94) which allows lands 
abutting the West side of Yonge Street between Major Mackenzie and Benson Avenue and the lands abutting 
the east side of Yonge Street between Major Mackenzie and Crosby Avenue the option to participate. The 
proponent’s share of each space is set at 50% of the total estimated cost per space including land cost and 
circulation isles.  

 

Existing Payment-In-Lieu Formula 

Surface Parking = (C1 + (LxS1)) x (N) x (50%) 

 

Multi-Level Parking = (C2 + (LxS2 / F) x (N) x (50%) 

Where: 

C1 = current estimate of construction cost of a surface parking space: ($) 

C2 = current estimate of construction cost of a parking space in a multi-level parking structure: ($) 

L = current estimate of land cost of a parking space based on the current market value of the lands 
where development and/or redevelopment is proposed: ($ per sq. ft.) 

S1 = size of each surface parking space required for aisles and driveways (26.0m²) 

S2 = size of each parking space in a multi-level parking structure including space required for aisles and 
driveways (29.7m²) 

N = number of parking spaces for which cash payment is requested by the proponent 

F = proposed number of floors in hypothetical parking structure 

50% = proponents share of the total costs 

 

The Town of Richmond Hill could retool their payment-in-lieu by-law. This could be performed by either 
introducing full cost recovery, or modifying the existing half cost recovery. 
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As the Richmond Hill Parking Strategy indicates, funds collected through payment-in-lieu should be directed to 
offset the costs of maintaining and operating the existing parking inventory, and the surplus funds should be 
reserved for the construction of future off-site parking infrastructure.  As the Town of Richmond Hill currently 
has a payment-in-lieu by-law, a parking mechanism is already in place to update the total cost of a space and 
manage the operations of the by-law. 

 

Payment-in-lieu payment programs could however, use rates other than full or half recovery. The selected rate 
would need to balance necessary funding for public parking provided by the Town, as well as the amount of 
payment-in-lieu uptake and, therefore, development encouragement that is to occur with this policy.  

 

Full Cost Recovery 

This payment-in-lieu alternative would use existing by-law 3-94 formula, but with 100% of the total cost to 
provide a space instead. A full cost recovery system is more likely to be applied to land uses that the Town does 
not wish to provide additional incentive for development. 

 

Above ground structures and underground parking structures are the two parking facility options available for 
public parking lots to remain consistent with the DDLUS. The current cost per stall of an above ground parking 
structure is around $30,000 to $35,000 per space, depending on the design of the structure. The current cost of 
an underground parking structure is around $50,000 to $55,000 per space, depending on the design.  

 

Providing this payment-in-lieu strategy would allow the Town to fully recover the cost of providing a space. 
However, the by-law would receive less participation with the exception of small lots (which cannot provide 
parking due to geographic constraints). This is because the value of a parking space is not worth the same as 
the cost of constructing one on-site from the perspective of developers because they relinquish control over 
the parking space when they participate in the payment-in-lieu policy. 

 

Half Cost Recovery (Existing)  

This option would provide a 50% discount from the total cost of providing the space to encourage the use of 
the payment-in-lieu bylaw. This discount rate is a very common practice with GTA municipalities which have a 
payment-in-lieu by-law. 

 

The purpose of the 50% discount is to: 

 

 Provide a financial incentive for developers to contribute to the creation of strategically located public 
consolidated parking facilities,  

 Identify that the municipality will charge user fees on the spaces and recover some of the cost,  

 Identify that the parking spaces are not allocated to specific users,  

 Identify that the contributor will not have an ownership in the public parking facilities,  

 Identify that the parking may not be as conveniently located for a development compared to on-site 
parking facilities, and, 

 Identify that the construction of the development and public parking facility may be different (i.e. 
funds may be collected at the rate of underground spaces with only surface or above-ground structures 
constructed). 
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Due to the 50% discount rate and the developer’s optional participation, this by-law does not result in a 
continuous or significant source of funding. Other funding options would need to be included with payment-in-
lieu for the provision of a long term and sustainable municipal funding strategy.  

 

Payment In-Lieu of Parking Application 

The payment in-lieu of parking by-law can be applied in a number of ways. It is anticipated that at the time of a 
development application, the proponent would apply to the Town for a reduction in the parking to be provided 
as per the terms of the payment-in-lieu of parking by-law. The same would be true for redevelopment 
proposals. As for proponents seeking a parking reduction through a minor variance from the Committee of 
Adjustment, it is expected these proponents would be directed to apply for a parking reduction through the by-
law. 

 

5.4.2 Development Charges 

Parking development charges are fees implemented by the Town to fund parking related capital costs. This 
method of cost recovery is an equitable, consistent, and transparent way to recover costs. However, Richmond 
Hill’s current development charges only recover parking costs associated with parking studies. 

 

The municipalities of Waterloo, Markham, and Guelph have been identified as a few of the municipalities 
which recover total capital costs associated with parking through development charges as summarized in Table 
5-7.  

 

Municipality Guelph Markham Waterloo 

Parking Land Acquisition *  * 

Parking Land 
Development 

*  * 

Parking Studies * * * 

Parking Equipment  *  

On-Street Parking  *  

Table 5-7: Parking Related Municipal Development Charge  

 

The municipalities of Guelph and Waterloo project new parking structure needs based upon their population 
and employment projections. Markham does not project the need for a structure or new public parking.  

 

With the Development Charge by-law being developed for intensification areas in Richmond Hill, it presents an 
opportunity to include parking facilities and parking related studies in its development. The advantage is that it 
is consistent and requires all developments subject to the by-law to contribute. This establishes a more reliable 
source of funding that is fair in its application.  

 

Considering mechanisms required to implement this funding scheme are already in place and it is a clear and 
transparent way of consolidating funds to address the identified issues, it is recommended that the inclusion of 
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costs associated with parking studies, the acquisition of land, and the development of land be considered for 
their inclusion in the Intensification Area Development Charges. Related to this, a regular review of the parking 
standards should be conducted by a body responsible for monitoring, developing and managing the parking 
supply should also be initiated. 

 

5.4.3 Public Private Partnerships 

A public private partnership is the cooperation of public and private sectors working together towards a 
common goal through the allocation of risks, rewards, and resources. For parking structures, there are various 
private public partnerships which include many combinations of design, build, finance, own, operate, and 
maintain contracts. 

 

Examples of parking Public Private Partnerships include some Toronto Parking Authority lots, where 
partnerships have proven beneficial to municipalities when property is cost-prohibitive or scarce. In their 
typical joint ventures, the Toronto Parking Authority sells the air rights to a private developer. In return, the 
city receives 75% of the net gain on the sale of the air rights and retains control of the cost and design aspects 
of the structure. 

 

Advantages of Public Private Partnerships are: 

 

 Risk transferred to the private sector over the life of the project; and, 

 Introduction of private sector expertise and innovation in providing public parking structures. 
 

Disadvantages of a Public Private Partnership are:  

 

 Development, bidding, and ongoing costs of a Public Private Partnership is usually more costly to the 
Town than traditional government projects; and, 

 Less adaptive to unforeseen contingencies such as cost overruns and political pressures. 
 

As outlined by this report, there is the potential for private/public parking facilities in the Uptown District on lot 
4.  If the Town was to consider a partnership with the private sector, it is important that the Town maintain 
control over the pricing of parking, the use of the spaces, and the design of the garage. Control over these 
aspects of the private public partnership will ensure the primary vision and key directions of the DDLUS are 
maintained. The Town should investigate opportunities to secure public private partnerships as to aid in 
securing parking facilities. 

  

5.4.4 User Fees 

User fees are a funding source which charges the user of the non-residential parking space a set rate. The rates 
vary between hourly, daily, and monthly (permit) depending on the intent of the parking spaces. The purpose 
for implementing user fees is to recover some of the costs associated with the provision of the space, offset the 
associated operating costs, and to provide a more equitable cost between modes of travel. This results in 
active transportation and public transit more economically attractive. The revenue recovered generally goes 
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towards the operations and maintenance of the space with leftover revenue dedicated to additional parking 
projects and/or TDM measures. 

 

To encourage active transportation and public transit and provide economic advantages to increase commuter 
ridership, the cost of off-street parking should at least be the same as the fares of the local Transit monthly 
passes. This strategy is a common practice and has been outlined in the Waterloo, Oakville, and Mississauga 
downtown parking strategy reports to name a few. A York Region Transit fare is $4.00 each way with a monthly 
pass costing $136. Parking costs in off-street facilities thus should cost at least $136 per month. 

 

Currently, Richmond Hill’s public off-street and on-street parking facilities do not charge for parking. However, 
multiple municipalities in the GTA have a paid parking program in place. For comparison purposes, Table 5-8 
outlines the rates in which other downtowns charge for their downtown parking supply. The rates set by the 
municipalities of Oakville, Kitchener, and Mississauga are designed to promote long-term parking patrons  
using the off-street parking, while on-street parking is tailored to short duration trips. On-street parking 
patrons are paying for the convenience of a prime space.  

 

 On-Street  Off Street 

Time Maximums 
(Hours) 

Cost (Hourly) 
Time Maximums 

(Hours) 
Cost (Hourly) Cost (Daily) 

Monthly 

Cost 

Downtown Oakville 3 $2 9 $1.50 $8 $80 

Downtown Kitchener 2 Free 24 $1.50 $14.50 $154 

Downtown 
Mississauga* 

2 $1 10 $1 $6 $65 

* Free on after 6:00 PM 

Table 5-8: Parking Time Limits and User Fees 

 

As indicated by the Richmond Hill Parking Strategy, the parking rates can be applied to control demand and 
duration of parking use. Therefore parking rates should be set so: 

 

1. Off-street spaces have a consistent hourly rate lower than on-street rates, with the option for a daily 
rate and monthly permits. 

2. On-street spaces have time restrictions and more expensive rates than off-street spaces, and, 
3. Monthly rates are similar to a monthly York Region Transit pass. 

 

The revenue generated by parking patrons should be reinvested in Travel Demand Management (TDM) 
programs aimed at reducing the need for additional parking facilities and recovery of capital and operating 
costs associated with on-street and off-street public parking. Meetings with the Village of Richmond Hill 
Business Improvement Area council should be held to allow comments and concerns to be voiced about the 
paid parking program.  
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5.4.5 Parking Body Structure and Implementation  

Seeing as the Town is in the process of determining future parking needs for the Downtown area, it is 
recommended a parking administrative body be created to address current conditions as well as ensure future 
parking use is enforced, controlled, and monitored. The parking body would inform the Town of parking use 
patterns, and could make decisions on parking supply expansions or modifications. The Town of Richmond Hill 
Parking Strategy had previously outlined the advantages and disadvantages for establishing a parking body in 
the Town.  

 

Advantages include: 

 

 Parking body can operate independently, relieving Town Staff of responsibilities; 

 Parking body can make difficult decisions such as price increases, implementing a charge, and, 
increasing enforcement, or expanding/selecting a new parking facility without concern for political 
consequence. 

 

Disadvantages include: 

 

 Parking authorities are rarely profitable in the absence of a significant or mature inventory of paid 
parking; and, 

 A more complex governance structure is not justified by the nominal assets controlled by the body. 

 

The Downtown area’s parking supply will need to be monitored to assess changes in demand, responding 
appropriately with parking lot removal, modification, or addition. The parking supply will also need to be 
enforced, as will compliance with the non-residential exemption rule. For this reason, the creation of a parking 
administrative body is recommended. 

5.4.5.1 Parking Body Typologies 

Parking administrative bodies can vary significantly in their responsibilities, governing structure, and degree of 
freedom. The following outlines a series of parking administrative body typologies. 

 

Municipally Operated Parking Body 

The parking body can be operated by the municipality. This would involve the administrative body existing 
within one or numerous municipal departments. Operational funding would be generated from user fees, 
being parking fee revenue, along with funding from capital funding if needed. This model gives full control of 
the parking body to the municipality, and therefore all decisions would be subject to council approval. While 
this option maintains full control over the parking body, the lack of freedom in its operation may limit its 
potential and its ability to respond to changes quickly. For this reason, this type of parking body is not typically 
used. However, this type of parking body could serve as an interim first step until a more formal body is 
established, or until the responsibilities for the respective departments becomes too great. 
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Arms-Length Parking Authority 

The more common type of parking body is an arms-length organization that is self-operated and governed. 
These parking bodies typically take on the form of parking authorities, and are enacted through the creation or 
modification of municipal by-laws. Generally, oversight is provided by a municipally appointed board of 
directors. The parking authorities can comply with council resolution, but the municipality would not have 
direct operational control. Therefore, the parking authority is able to make decisions free of municipal 
approval, as the authority is authorized in advance to proceed as needed. Examples of parking authorities 
include Toronto, Philadelphia, and Fairbanks. These parking authorities oversee their city’s parking supply, 
determining pricing, and future needs in terms of infrastructure. 

 

Consolidated Parking Body 

While arms-length parking authorities are the more common form of parking bodies, they are more prominent 
of large municipalities with a large supply of public parking. The Downtown area of Richmond Hill while 
sizeable, does not have, and is not projected to have a parking supply comparable to the size of the City of 
Toronto which has a parking authority, for example. For this reason, other municipalities of comparable size to 
the Town have explored an option between municipally operated, and arms-length organization. 

 

The City of Kitchener has recently created a “Parking Enterprise”, where a new parking group has been created 
within their Infrastructure Services Department. Therefore, its governance and operation is consolidated into 
one separate department, streamlining communication and administration. Funding and capital programs are 
then provided to the restructured group. All decision-making is subject to Council approval. 

5.4.5.2 Reasons for the Creation of a Parking Body 

The creation of a parking body is often to alleviate responsibilities from the municipality, or to allow for more 
expedient decisions to be made regarding a municipality’s parking supply. In creating their Parking Enterprise, a 
significant reason Kitchener provided for its creation was to remove the incidence of program funding and 
parking operations from the general tax base, and place this incidence on those who choose to drive. 
Therefore, all cost recovery is hoped to be from user fees. Kitchener also hopes that by creating their Parking 
Enterprise, more control will exist over the parking supply and parking decisions, such as the re-use of parking 
lots for infill development, allowing for the incorporation of TDM strategies and urban intensification. 

 

While reasons or triggers for creating a parking body are not unanimous for differing municipalities, the 
decision is made to address parking related issues being experienced. The Town of Richmond Hill will 
experience challenges regarding parking as the Downtown evolves. Challenges will include an increased 
utilization of the parking supply as development occurs, monitoring parking demand to determine when 
parking structure addition/modification is needed, and uptake and the effect of the non-residential parking 
exemption rule.  

 

It is recommended that the Town create a parking body similar to that of Kitchener’s Parking Enterprise to 
allow for control over the parking body’s decisions, but also to allow for necessary enforcement and 
monitoring. It is recommended this parking body be established in the short-term to begin securing the lands 
that will be necessary to construct municipal parking structures. 
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5.5 Parking Strategies Conclusions 

This study has explored a number of strategies to address the projected parking needs of Downtown Richmond 
Hill. These parking strategies have been created to support the projected parking demand and operation of the 
linked system courtyards/mews to the horizon year of 2031. However, also considered has been the 
effectiveness of the strategies beyond 2031.  

 

Of these strategies, it is recommended that a less than 200 m² GFA exemption rule for non-residential parking 
provision be implemented. This strategy will prevent small developments from needing to provide parking on-
site, using the respective land more efficiently instead. Further, exempting small non-residential uses from 
providing parking will reduce vehicular traffic between properties, supporting the development of the linked 
system of courtyards/mews.  

 

Also recommended were strategies related to the location of the future parking supply. It was recommended 
that non-residential parking be provided as municipal parking structures in the Upper Village and Lower Village 
Districts. This is where the most intense retail activity occurs. Consolidating non-residential parking in 
municipal parking structures reduces the number of access points required for individual parking lots. Based on 
a number of factors, including primarily the parking rates recommended in the Richmond Hill Parking Strategy, 
up to approximately 1,300 spaces has been determined to be needed for the Downtown area to accommodate 
the non-residential requirements. 

 

With regards to public parking funding and revenue, a number of strategies were evaluated. Below are the 
recommendations for the public parking revenue and funding sources: 

 

 Maintain the existing payment-in-lieu 50% discount rate; 

 Consider the implementation of development charges to recover costs associated with parking land 
acquisition, parking land development, and parking studies; 

 Investigate opportunities for public private partnerships conditional on the Town control over pricing, 
parking space use, and design of the public structure; 

 The implementation of a paid parking regime for on-street and off-street with rates competitive with 
transit; and, 

 The implementation of parking administrative body that is overseen by the Town to monitor, evaluate, 
and enforce the Downtown parking supply as parking needs evolve in the future. 

 

As for residential parking, following a case study analysis of both the North York Centre and Yonge & Eglinton 
area, it has been suggested that a lower parking requirement results in lower levels of auto ownership, and 
therefore a high transit mode split. A residential parking rate that will facilitate a high transit mode split should 
therefore be investigated to achieve the 50% transit mode split for the Downtown by 2031, recognizing that 
the Downtown will be served by the VIVA BRT. 
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6.0 Loading Strategies 
6.1 Introduction 

An important consideration for the success of the vision for the Downtown is how loading and waste 
management will be handled. This is because loading and waste management activities must occur, and given 
the compact arrangement of the Downtown area, loading and waste management opportunities are limited. A 
balance between minimizing impacts to the operation of Yonge Street and impacts to the linked system of 
courtyards/mews must be found as to ensure Yonge Street operates acceptably, and the linked system of 
courtyards/mews are not used primarily for the purposes of loading, and waste storage/collection. If the latter 
is to occur, this will defeat the vision for the Downtown area. If the former is to occur, traffic operations along 
Yonge Street may worsen as a result of loading and waste collection needing to occur in through lanes.  

 

Loading and waste management will also affect parking strategies and access management strategies. This is 
because loading and waste management vehicles will also need to access properties throughout the 
Downtown. Therefore, they will need to be considered and accommodated. This section, therefore, reviews 
loading provisions and their implications on the linked system of courtyards/mews or Yonge Street in 
Downtown Richmond Hill along with the other strategies discussed previously. Given the intensification that is 
expected to occur in Downtown Richmond Hill, different loading provisions will need to be selected to suit the 
way the Downtown is developed.  

 

6.2 Loading and Waste Management Provisions 

Through our review of best practices in loading provisions, the following summarizes four (4) types of loading 
activities, including the advantages as well as disadvantages associated with each strategy. In summary, these 
four (4) types include: 

 

1. On-Site Garbage Pickup and Loading; 
2. Off-Site – Rear Laneway Garbage Pickup and Loading; 
3. On-Street (Public Street) Garbage Pickup and Loading; and, 
4. Off-Site – Consolidated Garbage Pickup and Loading. 

 

6.2.1 On-Site Garbage and Loading Provision 

On-site loading provisions are commonly utilized as the standard in the GTA and are prevalent in developments 
across Canada. These loading provisions are provided on-site and are required by the development process. As 
long as the loading provisions are designed to the specifications stipulated by the governing municipality, 
municipal garbage collection will service residential land uses. Other uses such as retail, restaurant, office or 
commercial are typically serviced by private garbage pickup. Figure 6-1 illustrates a private loading space as 
well as a garbage compacter, typical of larger non-residential developments.  
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Figure 6-1: Typical On-Site Loading Conditions 

 

Advantages 

 

 Loading can be contained on each site which means that the design and maintenance of these spaces 
are the responsibility of the owner/corporations; and, 

 Loading capacity can be designed to suit redevelopment.  
 

Disadvantages 

 

 On-site loading provisions are difficult to be provided for on small and narrow parcel sizes (which are 
prevalent in parts of Downtown Richmond Hill). On these parcels, sometimes the loading space is the 
constraint which dictates how a floor plate can be designed; 

 If access is permitted to Yonge Street, on-site loading requirements can lead to increased frequency of 
curb cuts, interfering with pedestrian activity and continuous store frontage; 

 If loading access operates via the linked system of courtyards/mews, this will result in additional width 
requirements on the linked courtyards/mews system; and, 

 If loading access operates via the linked courtyards/mews system, this will increase frequency of truck 
vehicular activity and will affect pedestrian activity or could pose safety concerns. 

 

The provision of on-site loading provides the owner/corporation the flexibility to design their loading space in a 
way to suit their development type, density and frequency of garbage pickup. Furthermore, garbage containers 
come in various sizes from 3 yrd3 to 20 yrd3 containers. Garbage compacters are used to compact garbage to 
reduce the frequency in which garbage is required to be picked up.  

 

While this strategy is effective in ensuring that adequate loading provisions are provided for each development 
prior to approval, it can discourage redevelopment of small and narrow properties where the loading 
provisions often dictates the design of the building floorplate and therefore sometimes affects the financial 
viability of redevelopment projects. Furthermore, as every parcel would be required to provide their respective 
loading provisions this will generate additional truck traffic and will result in the inefficient use of land. As a 
result, this loading and waste management provision is not recommended for the Downtown area. On-site 
loading and waste management should only be required of larger developments in the Downtown or where all 
other possibilities have been exhausted. 
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6.2.2 Rear Laneway Garbage and Loading Provision 

Rear laneway garbage and loading utilizes a rear laneway to consolidate garbage and loading pickup. Laneways 
can be either public private, or a partnership. These details stipulate the ownership and maintenance 
responsibilities of these spaces as well as the frequency of pickup. Typically, each property would be provided a 
garbage container, but the size is often restricted to 3 yrd3 and 4 yrd3 sizes to save space for traffic movement. 
Figure 6-2 illustrates examples of loading which are permitted on rear laneways.  

 

   

Figure 6-2: Typical Rear Laneway Garbage Conditions 

 

Advantages 

 

 Reducing the on-site loading requirement will provide more flexibility with the floor plate and can 
encourage development of small or narrow land parcels;  

 Provides for larger ground floor uses; 

 As loading is consolidated this will reduce the frequency of curb cuts onto Yonge Street; and, 

 Reduction of curb cuts on Yonge Street also results in the ability to maintain a constant store frontage 
along Yonge Street. 

 

Disadvantages 

 

 Garbage pickup and loading will take place on the linked courtyards/mews system; 

 Additional vehicular activity and atmosphere of garbage and loading activities may discourage 
pedestrian activity on the linked courtyards/mews system; and, 

 These activities can potentially create an unpleasant atmosphere (noise/smell/aesthetics). 
 

Rear laneway garbage pickup and loading results in larger ground floor uses, and will result in fewer curb cuts 
onto Yonge Street. This is beneficial as it will allow for the development of a continuous building frontage and 
will protect pedestrian activity along Yonge Street. However, as each site is typically equipped with individual 
garbage containers, frequent truck traffic can be expected. Furthermore, as the laneway will facilitate garbage 
collection, pickup and loading activities, these activities may create an unpleasant environment that will deter 
pedestrian activity.  

 

Generally, the use of rear laneway loading and waste management is not recommended for the Downtown. 
While this provision will reduce impacts to Yonge Street traffic, it will impact the linked system of 
courtyards/mews. Rear laneway loading and waste management should only be practiced where service 
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linkages have been recommended in the linked system of courtyards/mews. These are areas where lower 
pedestrian activity is anticipated and where more vehicular access will be needed. 

 

6.2.3 On-Street (Public Street) Garbage Pickup and Loading 

On-street loading and garbage pickup utilizes the public street to facilitate garbage pickup and loading. This can 
cause an undesirable atmosphere for pedestrians. As municipal garbage collection typically applies to 
residential uses, other uses such as commercial/retail would need to arrange private curbside pickup. Figure 
6-3 illustrates examples of loading would occur on the public street.  

 

   

Figure 6-3: Typical On-Street Garbage Conditions 

 

Advantages 

 

 Reducing the on-site loading requirement will provide more flexibility with the floor plate and can 
encourage development of small or narrow land parcels;  

 Curbside pickup will reduce the need for curb cuts onto Yonge Street; 

 Reduction of curb cuts on Yonge Street also results in the ability to maintain a constant store frontage 
along Yonge Street; and, 

 Curbside pickup will result in reduced traffic activity on rear laneways and associated effects of garbage 
collection and pickup. 
 

Disadvantages 

 

 Municipal pickup is only applicable for residential uses;  

 A mechanism will need to be provided to accommodate garbage pickup for other uses; 

 Due to the size of the curb, space for garbage will be limited; 

 This will negatively impact the atmosphere for pedestrians on Yonge Street; 

 These activities can potentially create an unpleasant atmosphere (noise/smell/aesthetics); 

 To permit curb side pickup on street parking restrictions may be required; and, 

 Parking restrictions will effect on street parking supply. 
 

While curbside pickup on Yonge Street is a strategy that will reduce loading and waste management activity on 
the linked system of courtyards/mews, and reduce curb cuts on Yonge Street, as a result, garbage collection 
activity will be shifted to occur on Yonge Street. This is a mechanism that has been used in the past for 
residential uses. As such, a modified mechanism will need to be developed to accommodate retail and 
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commercial uses in mixed use developments. Furthermore, to accommodate curbside pickup on street parking 
restrictions may need to be imposed during garbage collection periods that would affect the on street parking 
supply.  

 

Overall, this strategy is applicable for certain portions of the Downtown area. Overall, it is recommended that 
loading and waste management activities are minimized along Yonge Street as much as possible. However, 
waste collection could occur off peak times, and could use the existing on-street parking spaces as loading 
zones. This would ensure the least impact to Yonge Street traffic if on-street loading and waste management 
was to be practiced.  

 

6.2.4 Off-Site – Consolidated Garbage Pickup and Loading 

Consolidated garbage and loading centralizes garbage and loading requirements of various parcels and groups 
them into one area. This results in the consolidation of garbage containers, garbage collection, and loading 
areas. Effects of consolidated garbage pickup include the reduction of garbage collection vehicles, as each 
property will no longer have individual garbage containers. From a user’s perspective this will also require local 
residents and users to walk to these consolidated points to dispose of their waste and recyclables. These 
strategies exist in parts of Sweden and other parts of Europe. These strategies are often public and private 
partnerships.  

 

Figure 6-4 illustrates a Swedish solution called Molok’s. This system stores the majority of the waste 
underground which saves space and slows rate of bacteria which significantly reduces odors.  

 

  

Figure 6-4: Typical Consolidated Garbage Conditions (Molok) 

 

Advantages 

 

 Reducing the on-site loading requirement will provide more flexibility with the floor plate and can 
encourage development of small or narrow land parcels;  

 Off-site consolidated garbage collection and pickup will reduce the need for curb cuts onto Yonge 
Street; 

 Reduction of curb cuts on Yonge Street also results in the ability to maintain a constant store frontage 
along Yonge Street; 

 A reduction of on-site loading will benefit traffic operations on the linked system of courtyards/mews; 
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 Off-site consolidated garbage collection and pickup will reduce truck traffic as pickup will be 
consolidated to a few centralized locations versus each property; and, 

 Lower truck activity on the linked system of courtyards/mews will benefit the pedestrian activity along 
linked courtyards/mews system. 

 

Disadvantages 

 

 As municipal garbage collection only includes residential uses, costs associated with garbage pickup will 
need to be divided proportionally and transparently between residential and non-residential uses; 

 Centralized garbage and loading areas will need to be identified within reasonable walking distances to 
various uses; 

 Centralized garbage and loading areas will need to be located in closer proximity to non-residential 
uses as their loads of garbage and deliveries are often more frequent and or larger; 

 Non-residential uses such as retail, office and commercial uses have different distance thresholds 
which carrying waste and recyclables are practical;  

 Centralized garbage and loading areas will need to be acquired, a mechanism to fund and acquire these 
lands will need to be established; 

 A management body will need to be arranged; 

 In order to make these centralized garbage areas accessible for all users, garbage compactors may not 
be feasible, the frequency of garbage disposal may increase; and, 

 Molok garbage storage solutions have limitations on size, as a result garbage pickup may require more 
frequent garbage disposal. 

 

Figure 6-5 compares the demands of onsite loading provisions versus off-site consolidated loading.  

 

  
Figure 6-5: Ground Floor Implications of On-Site versus Consolidated Loading 
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It is recommended that consolidated loading and waste management provisions be implemented as widely as 
possible in the Downtown area. This will allow properties to be developed as efficiently as possible, while 
reducing truck traffic on Yonge Street or the linked system of courtyards/mews. Since loading and waste 
management will be consolidated, concerns regarding impacts to the linked system of courtyards/mews will be 
addressed. While consolidated loading and waste management does introduce a number of challenges in 
terms of operations and property owner agreements, it provides the most considerate loading and waste 
management activity for the Downtown’s built form and vision. 

 

6.3 Loading Exemptions 

It is recognized that not all properties in the Downtown area will need to provide a loading space. It is not 
uncommon across various municipalities in North America, that if the land use in question is under a certain 
size or number of units, it will be exempt from needing to have a loading space. Table 6-1 below outlines 
examples of other municipalities in North America that have loading space exemptions and the thresholds for 
various land uses. 

 

City Commercial Multi-Unit Residential 

Calgary 9,300 m² 20 Units 
Edmonton 0 m² 2,800 m² 
Toronto 500 m² 30 Units 
Mississauga 250 m² 30 Units 
Ottawa 1,000 m² - 
Vancouver 100 m² 100 Units 
Winnipeg 1,858 m² 51 Units (Downtown) 
Chicago 929 m² 2,323 m² 
Philadelphia 1,858 m² 4,645 m² 
Phoenix 2,323 m² 26 Units 
Portland 1,858 m² 20 Units 
San Diego 929 m² 9,290 m² 
San Francisco 929 m² 101 Units 

Source: City of Toronto Loading Standards Review (2009) 

Table 6-1: Thresholds to Trigger Loading Requirements 

 

In addition, a number of cities have additional exemptions for loading requirements. For example, relaxed 
loading requirements are allowed for buildings with architectural, heritage, or cultural significance in 
Vancouver, Ottawa, Calgary, and Chicago. Some cities also have variable loading standards based on use, 
zoning, or district. Vancouver for example allows for relaxed loading requirements where there are site 
constraints that limit loading possibilities.4 The City of Toronto also exempts loading space requirements from 
non-residential uses that are on a lot less than 1000m² in addition to exempting by building GFA.  

 

It is recommended the Town implement a loading space exemption rule for both residential and non-
residential land uses appropriate to the envisioned size and density of the Downtown area. A loading space 
exemption rule that is too small will not support the Downtown’s vision, while a loading space exemption rule 

                                                            
4 MMM Group (2009). “City of Toronto Loading Standards Review”.  
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too large may risk complicating loading and waste collection. Based on the loading exemption rules listed 
above, it is recommended the Town implement a residential loading space exemption rule for buildings of 30 
units or less. As for non-residential, it is recommended the Town implement a loading space exemption rule for 
buildings 500 m² or less in size, or lots 1000 m² or less in size. Additionally, it is recommended the Town 
implement a non-conforming use policy, where converted properties are exempt from having to provide a 
loading space if they previously did not have to do so. 

 

6.4 Loading Recommendations 

Through the review of best practices in loading provisions, it has been determined that there is not one type of 
loading technique that is universally applicable for the Downtown area. Different loading provisions are more 
beneficial for certain land uses and parcel sizes compared to others. Since it would be disadvantageous to 
require individual loading for small properties throughout the Downtown area, where there is a collection of 
smaller properties or land uses, consolidated loading is recommended. Consolidated loading would incur the 
least impact on the linked system of courtyards/mew, Yonge Street traffic, access management strategies 
throughout the Downtown area, and parking strategies. 

 

Furthermore, consolidated loading where possible is recommended as a means of encouraging development or 
redevelopment in the Downtown area. Since individual on-site loading would require all property owners, even 
those of small compact parcels where complications exist for loading, to provide their own loading space, 
development or redevelopment may be discouraged to avoid this inconvenience. 

 

In terms of exempting loading, a 30 units or less residential loading space exemption rule is recommended for 
the Downtown area, while a 500 m² or less GFA, or 1000 m² or less lot size loading space exemption rule for 
non-residential land uses is recommended.  
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7.0 Recommendations 
The recommendations have been categorized into the following key transportation related components: 

 

 Access Management; 

 Linked System of Courtyards/Mews; 

 Parking Supply and Funding Mechanisms; and, 

 Loading Provisions. 

 

These recommendations are to address the future transportation and parking conditions of the Downtown 
area, while ensuring the attractiveness and intended operation of the system of linked courtyards/mews. 
Further, these recommendations while intended for the development of the Secondary Plan, which has a 
planning horizon year of 2031, are also provided for the purposes of ensuring the vision for the Downtown area 
is possible and to ensure the Town’s ultimate vision for the Downtown area in accordance to the Official Plan 
can be successfully achieved beyond 2031. 

 

7.1 Access Management 

Vehicles travelling to and from the Downtown will need to access property parking lots or parking areas. 
However, to provide individual property access will require the provision of numerous driveways, and 
therefore, will negatively impact Yonge Street, the collector street network, or the linked system of 
courtyards/mews. Recommended for non-residential land uses is that access be consolidated with 
neighbouring properties. Further the Town should pursue, where possible, a reduction in the number of 
parking access points along Yonge Street to reduce traffic delays. To support this recommendation, for non-
residential uses, a greater reliance on centralized parking lots has been proposed. This will reduce the number 
of driveways in use for non-residential purposes. In doing so, traffic will be focused on the collector street 
network as oppose to Yonge Street, where challenges exist regarding turning movement impacts to through 
movements. Likewise, it is recommended that the preferred access conditions for residential uses also be 
through a consolidated access. That being said, it is understood that during interim conditions, some access 
from Yonge Street will need to occur and is unavoidable. 

 

Policy Directions 

 Require consolidation of accesses between developments within the Downtown: 
o Avoid access onto Yonge Street. 
o Provide inter-connections between the privately and publicly owned parking facilities. 
o Provide connections between the parking facilities and the street network. 

 

7.2 Linked System of Courtyards/Mews 

The key component of the vision for Downtown Richmond Hill is to provide a pedestrian scaled public realm 
that is attractive and inviting to the pedestrian, while also facilitating pedestrian movement throughout the 
Downtown area in a convenient and safe manner. To achieve this vision, the implementation of the linkage 
guidelines is recommended. The guidelines have been developed to provide a series of applicable linkages to 
the Downtown area, and to assist in the assignment of the appropriate linkages per area of the Downtown 
based on intended user groups, projected traffic, and land-use context. Through these considerations, 
guidelines for six (6) linkage types were created. They are: 
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 Courtyard; 

 Active Link; 

 Shared (Woonerf) Link; 

 Parking Courtyard; 

 Driveway Link; and, 

 Service Link. 

 

Additionally, for the purpose of increasing permeability in the Downtown, a new street classification titled 
Urban Local Street has been created for application in the Downtown area of Richmond Hill only, and has a 
right-of-way between 15.5m and 18m. 

 

Following the linkage guidelines, it is recommended that a Secondary Plan schedule for the system of linked 
courtyards/mews identified in this study be implemented. This linkage system in itself will act as a TDM 
mechanism, while access management is available to the Town to control traffic on the linkage system as a 
response to some capacity constraints that may exist beyond 2031. The linkage system is to be a series of both 
one-way and two-way linkages. They are to be designed in a manner that discourages cut-through traffic, while 
prioritizing pedestrian movement. Traffic on both the linkages and on Yonge Street should be continually 
monitored to ensure the strategies outlined in this study remain effective. 

 

Policy Directions 

 Provide direction for pedestrian and cyclist linkages. 

 Implement the linkage typology guidelines. 

 Include a Schedule for the linked system of courtyards/mews network as identified in this study, and in 
accordance with the strategies set forth in the Downtown Design and Land Use Strategy. 

 Provide for the linked system of courtyards/mews to be developed to reflect the intended user groups, 
forecasted traffic generation, and urban context of the district in which they are located. 

 Focus linkage implementation on accommodating active modes of transportation along the links. Vehicle 
and servicing uses can also be accommodated to facilitate the broader access management regulations 
and the vision of the Downtown Design and Land Use Strategy. 

 Limit cut-through trips and mitigate the traffic impact on existing bottlenecks by adopting a mix of one-
way and two-way linkages as recommended in this study. 

 The linked system of courtyard/mews will be implemented through the development approval process 

 Provide policy direction for a new Urban Local Street in the Downtown area. 

 

7.3 Parking Supply and Funding Mechanisms 

As development intensifies in the Downtown, an increased supply of parking will need to be provided. The way 
in which this parking is provided, however, can affect travel patterns in the area, as well as traffic on both 
Yonge Street and the recommended linked system of courtyards/mews. To adequately provide the projected 
non-residential parking supply (1,300 spaces), while mitigating traffic impacts to Yonge Street and the linked 
system of courtyards/mews, consolidated parking supply is to be provided. This is recommended to be in the 
form of municipal parking structures, functioning as either modifications of existing public parking lots, or 
newly constructed parking structures. Parking demand should be continually monitored by the Town to ensure 
the amount of parking provided is appropriate to the demand being exhibited. Alongside these recommended 
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parking structures is the incorporation of an exemption rule for non-residential developments less than 200m² 
large in GFA. This will reduce the number of parking spaces that will need to be provided on-site, reducing the 
number of access points to be provided, and maximizing the developable land area. 

 

It is recommended further that the consolidated parking structures be constructed to the demand projected 
for the horizon year of 2031, featuring the foundation and structure needed to support the projected increase 
in parking demand beyond 2031. Since the overprovision of parking can work against TDM measures and 
encourage auto trips, the supply of parking should only be increased if it is found there are concerns with 
parking supply and demand. Specifically, the following key directions with respect to parking supply and 
location have been recommended: 

 

 Develop consolidated publicly accessible parking structures; 

 Construct up to approximately 1,300 public parking spaces for non-residential purposes in the 
recommended consolidated parking lots, based on the rates in the Richmond Hill Parking Strategy; 

 The Town maintain the current supply of on-street parking along Yonge Street, and the current supply 
of public parking; 

 Implement a less than 200m² GFA exemption rule for small scale non-residential uses; 

 Where parking is provided on-site, access to parking facilities is to be provided by consolidated 
accesses on the collector street network, avoiding Yonge Street as much as possible; and, 

 The Town should investigate a residential parking requirement that will help to facilitate a high transit 
modal split. 
 

Additionally, the following are the recommendations for public parking revenue and funding sources: 

 

 Maintain the use of the existing payment-in-lieu by-law, while adjusting the existing payment-in-lieu 
rates to variable rates for different land uses; 

 The implementation of development charges to recover costs associated with parking land acquisition, 
parking land development, and parking studies; 

 Investigate opportunities for public private partnerships conditional on the Town control over pricing, 
parking space use, and design of the public structure; and, 

 Implement paid parking for public on-street and off-street parking with rates competitive with transit. 

 A parking administration body be established that will be responsible for the ongoing monitoring, 
development, operation, and maintenance of the consolidated parking supply in the Town. 
 

Policy Directions 

 Include TDM policies. 

 Include policies related to publicly-owned, consolidated parking facilities within the Downtown area to 
reduce on-site development parking provisions. 

 The Town will facilitate small scale infill development by establishing a parking exemption of less than 
200m² GFA for non-residential land uses. 

 Maintain the existing on-street parking supply on Yonge Street. 

 Discourage access to parking facilities serving single developments. 

 Implement an administrative body responsible for the on-going monitoring, development, operation, 
and maintenance of the consolidated parking supply in the Downtown area. 
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7.4 Loading Provisions 

Of equal importance to consider is how loading and waste collection activity is managed throughout the 
Downtown area. Where loading is to occur, how properties will be accessed by loading vehicles, and where 
garbage is to be stored and collected all will have an impact on the operations of Yonge Street, the collector 
street network, and the linked system of courtyards/mews. To mitigate these impacts, recommended is, 
wherever possible, off-site consolidated loading and waste collection be practiced. It has been concluded that 
not one type of loading technique is universally applicable for the Downtown area. Different loading provisions 
are more beneficial for certain land uses and parcel sizes compared to others. While off-site consolidated 
loading may work for residential land uses, which typically have smaller loads of garbage and generate less 
waste, this is not the case for non-residential uses such as restaurants. However, off-site consolidated loading 
and waste collection will reduce the number of loading vehicles needing to block through lanes on Yonge 
Street, or access the linked system of courtyards/mews and the consolidated access points. 

 

It is also recommended that the Town implement loading space exemption rules for the Downtown area. It is 
recommended that: 

 

 For residential land-uses, developments providing 30 units or less be exempt from providing a loading 
space; 

 For non-residential land-uses, developments 500m² or smaller in GFA, and/or developments 1000m² or 
smaller in property area be exempt from providing a loading space; and, 

 Non-conforming land uses regulations be implemented to prevent converted properties from having to 
provide a loading space if they previously did not have to do so. 

 

Policy Directions 

 Encourage consolidated waste collection systems for residential and non-residential uses. 

 Implement loading exemptions and consolidated loading provisions for non-residential uses where the 
property size is limited. 

 Discourage on-street and rear linkage waste collection activities to support an attractive and desirable 
pedestrian realm. 

 

7.5 Concluding Remarks 

The various strategies have been recommended individually, with reference to their support for one another. It 
is important to note that based on the projected traffic conditions for the Downtown area, while no street 
network improvements are required, to achieve the vision set forth for the Downtown as per the DDLUS, Town 
Official Plan, and this study, the strategies will need to work together. Particularly, the strategies will need to 
support the operation of the linked system of courtyards/mews.  

 

The strategy of access management serves as the basis for all other recommended strategies. Access to the 
linked system of courtyards/mews, parking structures, and potential consolidated loading areas should be 
consolidated as to reduce traffic impacts as much as possible, and to prevent private vehicles and loading 
vehicles from dominating the operation of the linked system of courtyards/mews. Furthermore, the 
consolidation of non-residential parking should occur as to ensure compatibility with consolidated access 
management. The same is true of potential consolidated loading or waste collection facilities.  
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In terms of parking strategies, exempting small non-residential land uses from providing parking will prevent 
driveways and parking lots needing to be constructed on all developments in the Downtown. This will support 
consolidated access management. By consolidating non-residential parking off-site the number of vehicles 
needing to access individual properties, or the linked system of courtyards/mews for access to parking will also 
be reduced.  

 

As for the loading strategies, exempting smaller land uses from providing loading will achieve similar support of 
the other strategies in comparison to parking strategies. This is because fewer vehicles will need to access each 
property, reducing the number of access points required, and traffic on Yonge Street, or the linked system of 
courtyards/mews. Consolidating loading and waste collection activities off-site will achieve the same support 
for Yonge Street and the linked system of courtyards/mews.  

 

The strategies provided have been recommended based on their support for one another. Together, the 
strategies will work together to reduce traffic impacts to Yonge Street, control the number of vehicles on the 
linked system of courtyards/mews, and work toward achieving the vision for Downtown Richmond Hill. Moving 
forward, the Town can begin creating the policies required to formulate the Secondary Plan, as well as conduct 
any next steps that are needed.  
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