King Edward Avenue - List of Grievances

Note: This is a list of grievances was produced to clarify what have been some of the injustices committed over the years and those that continue to cause major problems for the Lowertown community. A summarized list is provided followed by a more comprehensive outline of what each of these problems entails.
1) Major Truck Route through a Residential Neighbourhood

2) Bus Idling (lay-bys)

3) Lack of safety

4) Poor Air Quality

5) Seriously Elevated Noise

6) Urban Decay

7) Failure of the Environmental Assessment Process

8) Expropriations in East Lowertown

9) King Edward Avenue Destroyed

10) Favouritism Shown Towards Other Communities

11) Indifference at City Hall

1) Major Truck Route through a Residential Neighbourhood
· King Edward Avenue, a residential street, has been used as the main interprovincial truck route since 1965; it was originally planned as a temporary truck corridor
· Trucks (2,500-3,000 per day) can travel any time of the day through the residential neighbourhood. 
· Trucks account for 9% of traffic between Murray Street and Rideau Street on King Edward Avenue during a typical day.

· Preliminary findings of the National Capital Region Interprovincial Bridge Crossings Environmental Assessment reveal that only 30% of truck traffic would be attracted to a bridge if one were built in the east end of Ottawa. This means that the avenue will continue to carry the burden of over 2,000 trucks per day.

· The trucks using the avenue produce particulate matter, which can be hazardous to human health.
· Trucks produce very loud noises, and cause vibrations.

· Truck bans are in effect on certain roads in the City of Ottawa, while not on others, thus leading to an over-concentration of trucks on a limited number of roads, including King Edward Avenue. Trucks are only allowed on two of Ottawa’s five interprovincial bridges. A night-time truck ban was pursued by Bob Chiarelli, but eventually failed to be implemented in the late 1990’s. 

2) Bus Idling (lay-bys)
· King Edward Avenue, George Street and York Street have been used as stop points for buses for over 15 years. The noise and pollution created by the idling buses has been a problem.

· An idling by-law was passed but is only applicable when the outdoor temperature is between 5 and 25 degrees Celsius.
· Many of the buses, including tour buses, idle right in the vicinity of the Andrew Fleck Child Care Centre at George Street and King Edward Avenue where 70 young children are cared for.

3) Lack of safety
· There are no bike lanes, a lack of crossings, and long crossing distance due to many lanes on King Edward Avenue.
· Several dangerous incidents have been report in the news over the years regarding accidents:

· In July 2007, a truck hit a car making an illegal turn and the 65-year old passenger was killed.

· In March 2007, a 20-year old woman was struck and sustained a broken pelvis bone.

· In September 2006, a truck struck and killed an elderly male pedestrian at King Edward and Rideau. His body was dragged up to 18 meters before the tractor trailer stopped.
· In November 2005, a 53-year-old woman was struck at King Edward and Rideau and sustained life-threatening injuries.

· In June 2003, an 81-year-old man was struck by a truck at King Edward and Rideau and dragged several meters, but survived.

· In October 2002, a 22-year-old courier driver was thrown from his vehicle and killed instantly when another car struck his parked vehicle on King Edward at a very high velocity.

· A bus driver lost control and crashed into the Tim’s Horton’s at King Edward and St. Patrick Street in June 2002. Two people were injured.

· An 86-year-old woman was run over and killed in May of 1997

· 20 cyclists and pedestrians were hit by vehicles on the avenue between 1997 and 1999

· There is a lack of crosswalks on the avenue. Of 16 intersections on King Edward, only 9 intersections have crosswalks. At the intersections of King Edward with Murray and Besserer, a crosswalk is only provided on one side of the intersection rather than on both.
· Intersections along King Edward have featured prominently in the city’s top ten dangerous intersection lists over the years:

· 2000 Top Ten Collision Locations: #2 King Edward and St. Patrick

· 2002 Top Collision Locations: #1 King Edward and St. Patrick, #11 King Edward and Rideau
· 2006 Top Collision Locations: #2 King Edward and St. Patrick

· Speeding has been a problem for years on the avenue. A 1997 survey found that 97% of drivers on King Edward Avenue near Cathcart Street were driving over the posted speed limit and 15% were driving over 75km/hr.

· Trucks transporting dangerous goods are allowed to be transported down King Edward Avenue, one of most densely populated areas of downtown Ottawa. In 2000, the chief of the fire department, Garry Richardson, estimated that up to 100,000 people would need to be evacuated in the event that a truck carrying dangerous goods overturned on King Edward. There have been several incidents over the years where trucks carrying non-hazardous goods have tipped over on the avenue.
· No traffic calming will be implemented on King Edward Avenue during the current renewal project, despite concerns raised about safety over the years.

4) Poor Air Quality
· The high number of buses and trucks on King Edward Avenue have led to grave concerns regarding the high amount of particulate matter pollutants. The presence of many cars also poses questions regarding air quality. The 2000-2002 environmental assessment for King Edward predicted that air quality was failing periodically at Rideau and Murray.
· Parked STO and tour buses as well as a the major truck route in the city are next to the Andrew Fleck Child Care Centre at King Edward Avenue and George Street. The 70 children that attend this institution are exposed daily to pollution. It is a fact that more vulnerable members of the population, such as children and the elderly, are more susceptible to the effects of pollution.

· It appears that the problem of bus lay-bys may not have been accounted for in the air quality modelling done in the 2000-2002 environmental assessment.

· Concerns from the Ontario Ministry of the Environment regarding air quality, specifically volatile organic compounds from bus and truck particulate matter, have led to plans for further testing this year. Health Canada and the City of Ottawa are also planning to undertake more comprehensive testing.
5) Seriously Elevated Noise
· Computer simulations conducted during the environmental assessment for King Edward in 2000-2002 determined that noise was as high as 75 dBa, which is 20 dBa over the city and provincial standard of 55 dBa. Any noise higher than the 55 dBa is considered hazardous to a person’s health.

· The typical noise on King Edward Avenue would be perceived as four times the usual noise level a person is accustomed to. It has been observed that it is near impossible for residents to have conversations on the avenue due to the extent of the elevated noise.

6) Urban Decay
· There is a serious homelessness problem in the community. Three major shelters are located on or near the truck route: the Shepherds of Good Hope, the Salvation Army and the Union Mission.
· There are elevated heat levels in the summer due to the lack of tree cover and green space.

· There is a serious drug problem in the community. This has been the subject of many media reports in the past few years. Two buckets of needles were recently brought in by Safer Ottawa, another Lowertown action group focused on crime, drugs, and homelessness. There were 700 needles, used in illicit drug use, collected in Lowertown and Sandy Hill by Safer Ottawa during the 2007 summer season.

· There are 27 vacant and/or boarded-up buildings on or in the vicinity of King Edward Avenue.
· There is 1 large development lot that has been vacant for over 15 years at King Edward and St. Patrick.
· A high number of social services have been concentrated in the area.

· Ward 12 has the highest crime in the city. There were 828 crime-related occurrences on the avenue reported between 2002 and 2007. The crime rate is three times that of the city’s average. 

· Ward 12 has the lowest average income per household in the city.
· Ward 12 has the highest number of social housing units. 

· The average set-back on properties is only a few meters, leaving a very small buffer zone between residences and the passing trucks and buses.
· Trees do not survive along the avenue due to high amounts particulate matter from trucks and buses, pollution in general, high amounts of salt from the winter, and the elevated heat levels from the heat island effect due to the numerous lanes on the avenue.

· Graffiti is a big problem in the community.

6) Failure of the Environmental Assessment Process
· Despite having high expectations that the $40-million renewal of King Edward would tackle many of the problems on the avenue, this no longer seems to be the case.
· Early on in the process, Delcan indicated that the project would no longer be called an improvement as in the “King Edward Avenue Community Improvement Plan.” It would be called the King Edward Avenue Renewal to emphasize that the project was a replacement of infrastructure with improvement of the quality of life being an afterthought to updating the road and utilities.

· As far as can be determined, many social problems were not included in the process to decide on the best options, such as the crime rate (highest in the city), poverty rate (lowest average household income), and general urban decay (empty lots, abandoned buildings, shelters). The fact that some of the poorest and most vulnerable people in the city live near this avenue was completely dismissed.
· Air quality and noise seemed to be an afterthought. Both were modelled using computer software. No actual samples were taken to confirm the estimated levels. It does not appear that this information was greatly advertised during the public consultations, since of course they would have caused an uproar (especially the noise levels). 

· The project did not include nearly enough additional trees along the avenue. They would have helped to reduce the heat in the summer, cut noise and pollution, and provide a better environment. An additional 400 trees could be added with the reduction of lanes.

· The final plan did not add bike lanes stating that the arterial road was not on the official cycling network, even though it is a unique and dangerous situation with high-speed traffic, buses and trucks (kids do not follow the bicycle network, but go on any road they wish to)

· The plan lacked new crosswalks on a road that already has few.

· No traffic calming measures included, despite dangerously high speeds and several serious accidents.

· The methodology used to compare different options for the T-intersection and lane reductions was questionable. We were never given a proper explanation of the weighting system. It lacked credibility.

· The T-intersection promised by the former City of Ottawa King Edward Avenue Community Improvement Plan was removed by the consultants citing concerns that it would slow traffic down too much. The prime reason for the t-intersection was to try and separate the freeway flow on the Macdonald-Cartier from the inner city street speeds expected on residential downtown streets. This was a major blow to the improvement of King Edward Avenue as it would have calmed traffic and provided more direct access to Sussex Avenue. It could have also allowed for this section of the neighbourhood to be urbanized with shops and homes.

· The removal of the T-intersection also denied access to the historic Minto Bridges, which are already badly under capacity.

· Interestingly, the costs of designing and rebuilding the on and off ramps was by far much more expensive than building an at-grade t-intersection ($3-5 million). Delcan, which made the recommendation, later won the contract to design the avenue as well.

· The design of the new on and off ramps of the Macdonald-Cartier Bridge increases the design speed (traffic was already found to be an average of 25km/h over the speed limit on King Edward near the off-ramps)

· One of the biggest failures was the assumption that current traffic levels needed to be accommodated; therefore, there was no consideration for traffic demand management. The city’s modal split goals were all but ignored. Delcan argued that there was inadequate transit service between the two provinces to take on additional capacity, which was ridiculous given that the Société de Transport de l’Outaouais (Gatineau’s transit authority) existed and had goals to increase its service.

· The consultants agreed, but did not recommend lane reductions. Such an action would have resulted in reduced crossing distances, slowed traffic down to a reasonable speed, and allowed for up to 400 additional trees.

· There seems to be an intrinsic problem with environmental assessments. They tend to play-up the advantage of increased capacity for cars citing that more lanes will reduce congestion, reduce pollution, and reduce wait times for trucks (commerce). These arguments are weak, because increasing capacity in fact encourages more people to drive, and you end up with congestion again in most networks. This is why there is so much congestion in Los Angeles, despite having one of the most extensive freeway systems in the world. As for commercial trucks, unless you dedicate special lanes for them, they are stuck in the regular traffic, which as has been argued, increases as more car drivers take advantage of the additional capacity available on the road. The study also appeared to downplay the effects of urban sprawl, which did not come up as an issue, although this is another result of building in too much capacity.
· The environmental assessment failed to consider the fact that reduced lanes would result in a redistribution of traffic. This was confirmed when the street was reduced to 4 lanes between the bridge and St. Patrick Street in 2006 for a duration of over a year. There was an 8% drop in the total amount of traffic. 
· The consultant continually exaggerated the costs to commuters of lane reductions.

· The consultant included underground utilities in case a crosswalk was required in future at Cathcart Street; however, city staff deemed this location too dangerous a few years later, and removed the planned installation.

· The consultant purposefully misled city council into believing that a majority of those attending the public consultations were supportive of the final options chosen for King Edward. If one reads the actual records from these meetings, it is a very different story. The community started off by asking for relief from noise, pollution, high traffic speeds, etc. By the second meeting, 60% of respondents were dissatisfied with the chosen final solutions. Although the third public display of the final solutions were accepted, the original problems that were brought forward were not addressed.
7) Expropriations in East Lowertown
· Hundreds of families were expropriated along the east side of King Edward Avenue in Lowertown and in the vicinity of the Foreign Affairs Building in the 1960’s for the construction of a future freeway. The freeway was never built, and the houses were demolished, replaced, and resold by the city under an urban renewal scheme. Residents who had lived in their homes their entire lives were uprooted in the name of progress, a progress that did respect the dignity of those people and their community.
· Thousands of people were expropriated from East Lowertown in the late 1960’s and early 1970’s for the implementation of urban renewal. A large part of Lowertown’s heritage was wiped out and a community that had existed for well over a hundred years dispersed.

8) King Edward Avenue Destroyed
· The large elm trees all along King Edward Avenue were cut down to widen the street.
· The avenue was widened from 4 to 6 lanes and to as many as nine in some instances.
· No environmental assessment was undertaken at the time the Macdonald-Cartier Bridge was built.

9) Favouritism Shown Towards Other Communities
Note: The purpose of this section is not to point fingers at other communities as it is acknowledged that they should ensure a continued quality of life in their neighbourhoods. The point of this section is to indicate the double standard shown in the City of Ottawa for more affluent or well-connected communities. This is not equitable.

· The Vanier Parkway extension was never completed (due to public pressure from New Edinburgh) even though it was to be built along an old rail right-of-way with no homes directly located on it. This road would have served as the official link between the Macdonald-Cartier Bridge and Highway 417.
· Trucks were banned on the Vanier Parkway, but not on King Edward Avenue or Rideau Street. Instead of dispersing truck traffic onto other roads, such as the Vanier Parkway, where no properties are directly located on the road, the City of Ottawa concentrated them all down King Edward Avenue, a residential street.
· An attempt was made in the late 1990’s to remove the Kettle Island bridge corridor (due to public pressure from Manor Park). The King Edward Avenue Task Force and Rideau Street BIA were forced to go to the Ontario Municipal Board to ensure that the City was obligated to protect the corridor in its plans.
· Through-traffic is not allowed to move through New Edinburgh off of the Vanier Parkeway, while it is still allowed on Lowertown residential streets.
· When asked why commuters could not use roads in New Edinburgh as well as those in Lowertown, one member of city staff stated that it was not fair to do that to a community. The staff member failed to recognize that this what was already being done to the Lowertown Community.
· Class warfare in the City of Ottawa seems to have been won by more affluent communities. Given that the ward in which King Edward is located has the lowest average income, it also appears that much of the affluence in the city remains outside the core of Ottawa; thus, it avoids the egregious living conditions in such areas as those found along King Edward Avenue. 

10) Indifference at City Hall
· The problems on King Edward Avenue have been on-going since 1965 (43 years).
· Given the length of time over which problems have been taking place and the gravity of the issues on King Edward Avenue, it would appear that the City, both a political and bureaucratic institution, has been indifferent and/or negligent in its duties to deal with the problems.

· The former City of Ottawa and Regional Municipality of Ottawa-Carleton had placed a low priority on implementing the King Edward Avenue Community Improvement Plan. Whether it was politically or bureaucratically motivated is unconfirmed. The King Edward Avenue Task Force, in its 1998-99 Ontario Municipal Board appeal of the City of Ottawa’s Official Plan also demanded that this King Edward plan be made a priority. The justice of the peace agreed and ordered the plan to be placed at the top of the priority list. Despite this order, it took the city almost seven years before it actually began construction on King Edward Avenue.
· Council passed a motion in 2002 that stated city staff were responsible for undertaking a review of the possibility of reducing King Edward to 4 lanes after each of several milestones was passed. The councillors even specified that a report would be expected for presentation to committee and a decision sought. This directive was never followed.

· When approached regarding problems on the avenue, city staff have been quick to focus their concerns on the effects of solutions on long-term plans and daily traffic operations, while providing no suitable and alternative short-term solutions to the current problems cited. 

· City staff have continually resist proposals to improve the avenue including the Cathcart Crosswalk, lane reductions, bike lanes, and removal of bus parking. 
· A crosswalk was desired at Cathcart Street across King Edward Avenue. While the consultant for the King Edward Renewal did include the underground infrastructure for it, city staff later opposed it. Their first approach for denying the crosswalk was to state that, based on a recent pedestrian count, there was not enough human traffic. How can you measure demand when the crosswalk is not available? The next approach city staff attempted to use to try and block this initiative was to state that the location was too dangerous as it was around the bend near the on and off ramps to the Macdonald-Cartier Bridge. Staff refused to acknowledge that mitigating techniques such as reducing the posted speed or other methods would improve safety. Council agreed with the community and ordered that the crosswalk be built. The city has taken over 12 months to find a consultant to come up with a plan for the crosswalk. There is perception that staff are delaying the process.
· Despite the fact that a large section of King Edward Avenue functioned adequately during construction in 2006-07, city staff still refused to consider the idea of lane reductions.

· The city has standards for both traffic volumes and other quality of life factors (i.e. noise, pollution, etc); however, the city is inconsistent in its application of those standards. For example, while it is very aggressive at meeting its level of service goals for roads, it allows much higher failure rates for other factors. The case of noise levels on King Edward is a perfect example.

· The city’s traffic management policies ignore the idea that commuters’ behaviours can be managed in the case of choosing a mode, such as buses versus cars. For example, if lanes were reduced on King Edward, this could cause more congestion, but also encourage people to take the bus as driving time increases. Another policy such as higher parking rates for private parking garages would also reduce the number of commuters. These kinds of network arrangements are already naturally occurring. The city is just reluctant to take hold of them as policy tools.

· The city refuses to acknowledge the fact that the desirable amount of capacity required on a road is not only a function of volume, but a matter of policy. If you want a city that looks like Manhattan, then you build fewer roads, and invest in transit. If you want a city like California, you build lots of roads, but are still left with a lot of congestion. Most cities fall in between these two extremes, but this provides a spectrum in which there can be varying degrees of road capacity available.

· While one would think that the concepts of urban sprawl and induced traffic would be important when designing a transportation system, the City of Ottawa’s Transportation Master Plan does not use either of this terminology.
· The city applies inequitable transportation policies. For example trucks, commuter traffic, and parking are limited or restricted in certain areas of the city while in Lowertown, with the same characteristics, the same policies are not applied.

· Staff often state that they need undertake yet another study whenever problems arise. These promises have often led to inaction.

