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EXECUTIVE SUMMARY
In response to the ongoing construction of REM in the centre and West of the 
Island, the Caisse de Dépôt et Placement du Québec (CPDQ-Infra) has been 
asked by the Government of Quebec to study the possibility of extending the 
service to the East of Montreal. This branch would provide a unique opportunity 
to enhance public and active transportation in the area, and to promote access 
to local institutions (e.g. educational institutions such as the Cégep Marie-
Victorin), as well as residential, commercial and industrial centres. A project of 
this magnitude has the potential to attract new investments and development 
to an area that is transitioning away from a predominantly industrial past to a 
present focused on revitalization and sustainable development. 

Urban Interface has been mandated by the Chambre de Commerce de l’Est de 
Montréal (CCEM) to analyse the existing situation at the East of the Island and 
propose three to five feasible scenarios for the REM in the East, while respecting 
two main criteria:

1) Ensuring full connectivity between the new system and other modes of 
      transportation in the region.
2) Facilitating intra-East travel, by serving areas with great economic and real- 
      estate potential.

Mobility within the area is highly dependent on cars, resulting in severe 
congestion along highways and major streets. Many densely populated areas 
are in need of rapid-transit options to improve connectivity within the area and 
to the downtown core. The densest zones are located West of Pie-IX Boulevard 
while its industrial areas can be found East of the A25 highway. There are also a 
number of areas with high concentrations of socially vulnerable populations that 
could benefit from the new light-rail train. Finally, the area has a considerable 
rail-infrastructure, which, through partnerships with the rail companies, could 
be a major factor in ensuring the project’s success. 

In order to identify suitable routes and stations for an Eastern REM, Urban 
Interface used a number of methodologies to consider the wide range of 
physical, social and economic criteria identified in the Situational Analysis 
Report, presented in October 2019. The first method was a Rules of Combination 
analysis, which consisted in layering land suitability criteria, such as population 
density, employment density, and a range of commercial, recreational and 
economic centres. The layering resulted in a map which identified areas to be 

prioritized in the development of a new rapid-transit system. Other analyses 
considered the existing right-of-way and available land, to reduce the need for 
expropriation, intermodal integration with existing transit lines, and the location 
of upcoming big development projects, which could benefit from improved 
accessibility but also reinforce the system’s success.

Proposed scenarios
A number of feasible and desirable routes were identified and combined in 
different ways to produce three scenarios, representing different visions for 
development in the area. 

1. The downtown connection scenario was created by combining a route 
running along Notre-Dame street and branching off along highway A25. This 
scenario would have a high development potential, with a high-concentration 
of underdeveloped and vacant land available for new residential and economic 
projects. However, it would require an underground connection to reach 
downtown, resulting in high construction costs.

Scenario 1. UI, 2019
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2. The socially-oriented scenario prioritizes increased accessibility with socially 
vulnerable areas along the North of the Island. The scenario would combine 
an elevated track running above the existing Mascouche commuter rail and 
branching off along the A25 highway to the South. It would reach a number 
of densely populated and socially vulnerable areas that have been historically 
underserved by frequent rapid-transit.

Scenario 2. UI, 2019 Scenario 3. UI, 2019

3. The cost-efficient scenario was created by combining the Notre-Dame route 
with the ‘Angus branch’, a rail line that connects with the Hochelaga railyard. 
This scenario would run through the most densely populated areas, to the West 
of Pie IX. By using rights-of-way belonging to CP and the underused Hochelaga 
railyard, it is a cost-efficient method that does not require tunneling. 

Urban Interface has developed these three scenarios but acknowledges that more research is needed on their financial and technical feasibility.

Furthermore, the construction of a rapid transit system, even one that is well-designed and placed, is not enough to ensure successful economic 
development and revitalization. For this reason, Urban Interface has detailed some examples of how a REM in the East could be combined with 
long-term land use planning strategies to support sustainable residential and economic activity. Planning that responds to the heterogeneous 
needs and opportunities of different neighbourhoods in the East is necessary to ensure the success of a REM extension or other rapid transit 
system.



4 Urban Interface

SYNTHÈSE
En réponse à la construction en cours du REM au centre et à l’ouest de l’Île, 
la Caisse de dépôt et placement du Québec (CPDQ-Infra) a récemment été 
mandatée par le gouvernement provincial afin d’étudier la possibilité d’étendre le 
réseau de train léger du REM dans l’Est de Montréal. Un projet de cette ampleur 
offrirait une occasion unique d’améliorer le transport public et actif dans la 
région. Il permettrait également de favoriser l’accès aux institutions locales, par 
exemple, les établissements d’enseignement comme le Cégep Marie-Victorin, 
mais aussi aux principaux secteurs résidentiels, commerciaux et industriels. Un 
projet de cette ampleur a le potentiel d’attirer de nouveaux investissements 
et développements dans une zone en transition: d’un passé à prédominance 
industrielle à un présent axé sur la revitalisation et le développement durable.

La firme Urbain Interface a été mandatée par la Chambre de commerce de l’Est 
de Montréal (CCEM) pour analyser la situation actuelle dans l’est de l’île et 
proposer trois à cinq scénarios réalisables pour un REM dans l’est. Deux critères 
principaux devaient être respectés:

1) Assurer une connectivitée maximale entre le nouveau système de transport 
    et les autres modes de transports de la région.
2) Faciliter les déplacements entre les arrondissements et pôles de l’Est, en
     desservant les secteurs avec un grand potentiel immobilier et économique. 

La mobilité dans la région dépend fortement de l’automobile, ce qui entraîne une 
congestion sévère sur ses principaux boulevards et autoroutes. De nombreuses 
zones densément peuplées ont besoin de nouvelles options de transport en 
commun rapide permettant d’améliorer la connectivité entre elles et avec le centre-
ville. Les zones les plus denses sont situées à l’ouest du boulevard Pie-IX tandis que 
les principales zones industrielles se trouvent à l’est de l’autoroute A25. Il existe 
également un certain nombre de zones à forte concentration de populations 
socialement vulnérables qui pourraient bénéficier du nouveau train léger. Enfin, 
la zone dispose d’infrastructures ferroviaires de grande ampleur ce qui pourrait 
être un facteur majeur pour assurer la réussite du projet  advenant la création 
de partenariats avec les compagnies ferroviaires propriétaires des emprises. 

Afin d’identifier les itinéraires et les stations appropriés pour un REM dans l’est, 
Urban Interface a utilisé différentes méthodologies permettant de tenir compte 
des critères physiques, sociaux et économiques identifiés dans le rapport 
d’analyse de la situation, présenté en octobre 2019. La première méthode était 
une règle d’analyse combinée, il s’agit de superposer les critères de sélection des 
terrains, tels que la densité de population, la densité d’emploi et une sélection 
de secteurs commerciaux, récréatifs et économiques. La superposition a abouti 

à une carte permettant d’identifier les zones à prioriser dans le développement 
d’un nouveau système de transport en commun rapide. Les autres analyses ont 
pris en compte les terrains et emprises disponibles, afin de réduire le besoin 
d’expropriation, ainsi que l’intégration intermodale avec les lignes de transport 
en commun existantes et l’emplacement des grands projets de développement à 
venir qui pourraient bénéficier d’une meilleure accessibilité mais aussi renforcer 
le succès du nouveau système de transport.

Scénarios proposés
Différents tracés réalisables et désirables ont été identifiés et combinés de 
différentes manières pour produire trois scénarios, représentant différentes 
visions pour le développement dans la région.

1. La connexion directe au centre-ville a été créé en combinant un itinéraire 
longeant la rue Notre-Dame et bifurquant le long de l’autoroute A25. Ce scénario 
a un potentiel de développement élevé, avec une forte concentration de terrains 
sous-développés et vacants disponibles pour de nouveaux projets résidentiels 
et économiques. Cependant, il nécessiterait une connexion souterraine pour 
atteindre le centre-ville, ce qui entraînerait des coûts de construction élevés.

Scènario 1. UI, 2019
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Scènario 2. UI, 2019 Scènario 3. UI, 2019

2. Le scénario visant les secteurs vulnérables privilégie l’accessibilité accrue 
avec les zones socialement vulnérables le long du nord de l’île. Le scénario 
combinerait une voie surélevée passant au-dessus du train de banlieue actuel 
de Mascouche et bifurquant le long de l’autoroute A25 vers le sud. Il atteindrait 
un certain nombre de zones densément peuplées et socialement vulnérables 
qui ont été historiquement mal desservies par des services de transports en 
commun rapides et fréquents.

3. Le scénario limitant les coûts a été créé en combinant la route Notre-Dame 
avec la « branche Angus », une ligne de chemin de fer qui se connecte avec 
la ruelle d’Hochelaga. Ce scénario traverserait les zones les plus densément 
peuplées, à l’ouest de Pie IX. En utilisant des droits de passage appartenant 
au CP et à la gare de triage d’Hochelaga sous-utilisée, il s’agit d’une méthode 
rentable qui ne nécessite pas de creuser un tunnel.

Urban Interface a développé ces trois scénarios mais reconnaît que davantage de recherches sont nécessaires sur leur faisabilité financière et 
technique.

De plus, la construction d’un système de transport en commun rapide, même bien conçu et bien placé, ne suffit pas pour assurer le développement 
économique et la revitalisation. Pour cette raison, Urban Interface a détaillé quelques exemples de la façon dont un REM dans l’Est pourrait 
être combiné avec des stratégies de planification de l’utilisation de l’espace à long terme pour soutenir un développement résidentielle et 
économique durable. Une planification qui répond aux besoins et aux opportunités hétérogènes des différents quartiers de l’est sera cruciale 
pour assurer le succès d’une extension du REM ou d’un autre système de transport en commun rapide.
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Context

This is an exciting period for the East of Montreal with 
a number of new investments and revitalization projects 
being announced at the provincial and municipal levels. 
At the forefront of this, there is the proposed expansion 
of the Réseau express métropolitain (REM).

In response to the ongoing construction of REM in the 
centre and West of the Island, the Caisse de Dépôt et 
Placement du Québec (CPDQ-Infra) has been asked by 
the Government of Quebec to study the possibility of 
extending the service to the East of Montreal. This branch 
would provide a unique opportunity to enhance public 
and active transportation in the area, and to promote 
access to local institutions, (e.g. educational institutions 
such as the Cégep Marie-Victorin), as well as residential, 
commercial and industrial centres.

Mandate

In the context of this crucial moment of regional 
development and transportation, Urban Interface has 
been mandated by the Chambre de commerce de l’Est 
de Montréal (CCEM) to develop scenarios for the Eastern 
extension of the REM. The REM has the potential to 
balance transportation opportunities between the East 
and the West, and create a more equitable and accessible 
transportation system for the entire metropolitan region.

The study will result in the selection and evaluation of 
three scenarios that increase accessibility within the East 
and between the East and downtown, as well as with the 
airport, in order to revitalize economic areas and promote 
new commercial and social development. The plan must 
evaluate these different routes and stops based on the 
criteria that will be examined by the CDPQ, including 
ridership, rights of way, land value capture and additional 
factors such as greenhouse gas emission reduction and 
increased accessibility for vulnerable populations.

Urban Interface will also go beyond these criteria and 
consider the economic and social development impacts 
of different routes and stops as well as how to increase 
connectivity with local public and active transportation 
networks.

Site overview

In the local imaginary of Montrealers, the Saint-Laurent 
Boulevard has long been identified as the division between 
the East and West of Montreal (Ville de Montreal, 2016), 
effectively placing the city’s downtown within the West of 
the island. In reality the downtown can be considered as 
the centre of the city because of the activities that take 
place there. Thus, the Western area can be defined as the 
cities and boroughs West of the Decarie boulevard, where 
there is a greater cohesion of social contexts and the built 
environment.

INTRODUCTION

 Figure 1: Geographical/social division of Montreal. UI, 2019

It is only after this division is made, that it is fair to make 
a comparison between the East and the West of the city. 
Montreal’s transit authority, the Société de transport 
de Montréal (STM) serves the whole island with a bus 
network, but rapid transit, in the form of the metro, is 
primarily concentrated around “central Montreal”; the 
exception being a few stations on the North and South 
shores, a segment of the blue line that ventures into the 
East, and the green line which travels along the South of 
the Island from East to West. Overall, the East and the 
West are underserved served by rapid transit.
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This situation is changing, as a number of new rapid transit 
projects are being planned or constructed in underserved 
areas. In the East, the Blue metro line will be extended 
by five stations, and a Bus Rapid Transit (BRT) system will 
run along a North-South axis on Pie IX, reaching Laval 
to the North. In the West, a Pink metro line has been 
proposed, and Montreal’s first light rail transit network, 
the Réseau express métropolitain (REM), has been under 
construction since 2018 and is expected to be completed 
by 2023. 

Figure 3 shows a projection of how the city will look in 
a not-so-distant future, once all of the current transit 
projects are completed. It demonstrates that many areas 
of the East have been left out of the transit plans and that 
a big portion of the area will continue to be underserved.

 Figure 2: Existing Metro network. STM, 2019

Introduction

 Figure 3: Projected transit systems. UI, 2019
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REM	synthesis

The REM is the master project of the Caisse de dépôt 
et placement du Québec (CDPQ) through its subsidiary, 
the CDPQ Infra. CDPQ-Infra was created, following an 
agreement with the Government of Quebec, to study 
two public transit projects: a rail link to Montreal’s 
international airport and another to the South Shore 
(REM Partners, 2019).

The Government of Quebec qualifies the electric light rail 
network as a projet structurant, meaning that the transit 
system is intended to serve as a foundation for future 
development in the area. If it were to be expanded towards 
the East, it would serve to not only increase the ease with 
which Eastern residents may access the downtown core, 
but also to incentivize investments to build new facilities 
that create jobs and services in the East. 

There have been a number of significant actions aimed at 
making the Eastern REM branch a reality:

• The Governments of Quebec and Montreal signed 
a common declaration for the revitalization of Eastern 
Montreal explicitly mentioning “un corridor de mobilité 
durable” (a sustainable mobility corridor) from the 
Eastern end of the island to the downtown (Services 
Québec, 2018).

• Different important actors signed a ‘’Livre Blanc’’ 
including stakeholders from Ville de Montréal, Montréal 
Est and CIUSSS de l’Île-de-Montréal, McGill University and 
UQAM, requesting that the REM be extended to the East, 
to reduce inequality and foster new development.

• Local actors have expressed their commitment and 
support for the project (e.g. SDC, Industrial associations).

Finally, in May 2019, the Provincial government 
announced that it had commissioned CPDQ Infra with 
preliminary studies for both an extension of the REM and 
the evaluation of a new electric transportation system for 
the East of the Island (Transports Québec, 2019). Mobility 
to and within the East could be greatly improved by either 
of these two projects. 

As of now, before being even operational, the Western 
REM has already attracted up to 4.3$m in investment 
from real estate developers (La Presse 2019). 

Description	of	report	structure

The present report is based on the assumption that a rapid 
transit system will eventually be developed in Eastern 
Montreal, and as such provides analyses, guidelines and 
recommendations to successfully plan it. 

In the first section, a summary of the “Situational 
Analysis” report that was delivered to the CCEM at the 
end of October 2019 will be presented, including the 
physical, environmental, market and socio-demographic 
conditions of the area. Section two will outline the 
methodologies followed to analyse the area and select 
potential routes and stops for the new transit system. 
In the third section, these routes will be presented and 
compared. The fourth section will focus on the project 
implementation and the presentation of four sample 
stations, it will be complemented with relevant case 
studies and environmental considerations. Finally, the 
report will conclude with recommendations for the next 
steps to take from a planning perspective, as well as with 
specific recommendation for the CCEM on the next steps 
to take. 
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SUMMARY OF SITUATIONAL ANALYSIS

In the last decades, the East has been synonymous with 
the petrochemical industry, associated with its smell and 
characteristic tall chimneys. However, this area, where 
ten percent of Quebec’s population lives, was never, and 
is not today, so one-dimensional. 

Urban Interface’s situational analysis report, delivered to 
the CCEM in October 2019, provided an overview of the 
area’s morphological development from 1950 to 2020, 
its historical context and the evolution of the cadastral 
system. It also provided a comprehensive data-set of the 
different socio-economic hubs. A condensed version of 
this analysis is presented in this report, along with the 
information and data that were used for the selection of 

routes and scenarios. This report summarizes the results 
of a survey of 17 partners and members of the CCEM, 
the site visit and the interviews conducted by Urban 
Interface with two actors; an urban planner from the City 
of Montreal-East and the director of the CIUSS de l’Est-de-
l’ïle de Montréal.

 Figure 4: Political division of the East of Montreal. UI, 2019

Site	morphology	&	Geography

As it was defined in the previous section, the East is 
bordered by Saint-Laurent Boulevard to the West, and 
consists of the boroughs of Ahuntsic-Cartierville, Villeray-
Saint-Michel-Parc-Extension, Rosemont-La Petite-Patrie-, 
Le Plateau-Mont-Royal, Ville-Marie, Montréal-Nord, 
Saint-Léonard, Mercier-Hochelaga-Maisonneuve, Anjou, 
Rivière-des-Prairies-Pointe-aux-Trembles, and the city of 
Montréal-Est.

While the area is primarily known for its industrial sites, 
it is also home to significant green areas, as it hosts seven 
out of the twenty-one great parks of Montréal (Cartes 
Grands Parcs, 2018). Regarding its urban morphology, 
prior to 1950, development in the East of Montreal was 
mainly concentrated along the Saint-Lawrence river 
and close to the Old City and the port. It was only after 
the introduction of the highway system that the built 
form of the city began to take shape, mainly along the 
Trans-Canada Highway. For the first half of the century, 
development occurred close to the centre of the island in 
the boroughs of Montréal-Nord and Saint-Léonard, and in 
the last quarter it reached the Eastern end, mainly in the 
borough of Rivière-des-Prairies-Pointe-aux-Trembles and 
parts of the city of Montréal-Est. The new millennium saw 
the consolidation of the remaining “middle areas” such as 
Anjou and the East of Mercier-Hochelaga-Maisonneuve. A 
map that chronicles these changes is included in Annex A.
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 Figure 5: Power network. UI, 2019

 Figure 6: Water/sewage network. UI, 2019

Summary of Situational Analysis

Two major issues to consider when developing (or 
redeveloping) a site are its infrastructural network and its 
capacity to incorporate new uses and adapt to increased 
demand. That is why mapping and analysing the existing 
major public and semi-public infrastructure is an essential 
part of the preliminary studies for outlining the new REM 
routes.

Hydro	corridor
The power line infrastructure that serves Eastern Montreal 
is located in the North of the area. If the REM is developed 
in the South-East, a possible benefit will be that Hydro 
Quebec’s power network will have to expand to serve 
the light rail. This could lead to collaboration to increase 
development potential and reduce building costs.

Water	line	and	sewage
Figure 6 indicates that the water and sewage lines 
principally follow the road network. The REM routes 
should be proposed in a way that minimizes overlap with 
these lines, to reduce additional construction costs.
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 Figure 8: Projected map transit of the Montreal region in 2023. CDPQ Infra, 2019

 Figure 7: Rail and highway network. UI, 2019

Major	transportation	routes
In order to efficiently develop light rail transit without 
incurring excessive costs, it is vital to take advantage 
of existing rights of way and reduce the need for 
expropriation. The East of Montreal already has two 
different Canadian National Railway tracks in the North 
and in the South that cross it longitudinally. It should be 
noted that the rail companies give a high priority to freight 
traffic. As such, the use of the tracks themselves for a 
passenger rapid-transit system might limit the frequency 
and reliability of services along these corridors.

Plans	for	the	area	

Development in the region is guided by a number of plans 
that are of direct or indirect concern for the planning and 
implementation of a new transit system. 

Metropolitan	Land	Use	and	Development	Plan	(PMAD)
The PMAD was adopted by the Communauté 
Métropolitaine de Montréal (CMM) in 2012. It sets the 
policy directions for Montreal to ensure coordinated 
efforts between different levels of planning. In 2018, 
the PMAD was revised by the CMM to include the REM, 

incorporating new stops into the existing Transit-Oriented 
Development plans and amending the density targets for 
these areas, as described below. The PMAS addresses 
issues of metropolitan interest in three major categories 
relevant to this project:

1) LAND USE PLANNING: The PMAD defines Transit-
Oriented Developments (TODs), as the areas within 
a 1-km radius of transit stations (e.g. metro, light-rail 
and bus rapid transit stations), for which strategic 
land-use allocation and density needs to be made with 
supporting by-laws and policies. TODs are associated 
with specific growth and development targets: 60% 
of planned urbanization is to occur within  TOD 
neighbourhoods. 

2) TRANSPORTATION: The PMAD states the objective of 
creating “efficient structural transportation networks” 
funded through transit infrastructure investments, in 
order to increase the modal share of public transit to 
30% in 2021, and to 35% in 2031.
3) ENVIRONMENTAL CONSIDERATION: The PMAD sets 
the environmental policies and the need for ensuring 
development that respects protected areas. It also 

establishes a recreational tourist network to allow 
residents to visit natural and recreational amenities.

These directions will be discussed throughout the report. 
The concept of TODs will be further evaluated in the 
context of the REM, and preliminary TOD planning will be 
presented as part of the scenario evaluation. 

Land	Use	and	Development	Plan
The Land Use and Development Plan - Schéma 
d’aménagement et de dévelopement - (2015) ensures 
coordination between the City and surrounding 
municipalities. It deals with issues of spatial organisation, 
public infrastructure, and the organization of ground 
transportation that is not covered in the PMAD. Among 
other objectives, it notes the complementarity of the 
Eastern and Western economic poles to the main central 
economic district. To achieve the potential of these 
economic poles, the document highlights the need to 
support the diversity of economic endeavours and create 
an accessibility plan with greater public and active transit 
options.
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Real	Estate	market

Demographic projections indicate that Montreal will have 
an influx of new residents and especially new migrant 
populations, this sets the tone for what to expect in the 
real estate market.

According to the Institut de Statistique du Québec, the 
agglomeration of Montreal will welcome 181,000 new 
residents and 81,700 households between 2016-2031. 
International migration will be the principal motor of 
growth for Montreal’s agglomeration, and households 
of 55 years and older will account for a total of 85% of 
the increase (CMM, 2015). These patterns are replicated 
at a smaller-scale in some sectors of eastern Montreal. 
The year 2019 was a time of rapid real-estate growth in 
key areas of eastern Montreal, compared to 2018, when 
the western real-estate market expanded (Royal LePage, 
2019). This may be an indicator of people trying to enter 
the market in more affordable areas. JLR, a real estate and 
property data research company, has identified seniors as 
the greatest source of future home purchases for single-
family homes in RDP-PTP (66% of units) and multiplexes 
in Montreal-North (56% of units). In Saint-Leonard and 
Anjou, migrants and families are expected to be the main 
future buyers due to the availability of affordable large 
units (JLR,2017b; JLR, 2017c). In Rivière-Des-Prairies-
Pointe-Aux-Trembles and Montréal-Nord, there is a lower 
demand for new housing due, in part, to the lack of public 
transit options, which is a barrier for migrants and low-
income households (JLR, 2017d; 2017a).

Transit	overview

Existing	Transportation	Network
Following a general understanding of the history and 
morphology of the site, it is essential to have a clear 
map of all of the existing and proposed transit systems. 
In this section, we also consider the quality of the 
transit services available to the residents of Eastern 
Montreal, with criteria such as frequency of service, 
ridership and accessibility. We also discuss the extent 
of active transportation infrastructure and of “alternate 
modes of transit”, including car-sharing and bike-sharing 
programmes. This analysis will inform the REM study by 

indicating areas that have little connectivity, as well as 
areas where intermodal connections are key.

Montreal	Metro	and	Suburban	Railways
The study area is served by the Société de transport de 
Montréal (STM) which runs the bus system, the metro 
system and the upcoming Pie-IX BRT line.

There are currently two metro lines (Green and Blue) 
and one commuter rail line (Mascouche line) serving 
some parts of the study area. The Montreal metro 
Green line connects the South-East of the Island from 
Angrignon to the North East with Honoré-Beaugrand, 
crossing through the downtown (Figure 8). The Blue line 

 Figure 9: Change in bus ridership between 2012 and 2017. Nick Chaloux,2019

connects Snowdon in East to Saint-Michel in the West 
with a proposed 5.8 km extension to Anjou. This Blue line 
extension is scheduled to open by 2026 (STM, Blue Line 
Extension). The Mascouche commuter rail connects the 
downtown Bonaventure central station with the North 
Shore Municipality of Mascouche via the boroughs of 
Montreal Nord, Anjou and Rivière-des-Prairies/Pointe-
aux- Trembles. Because the line runs through the Mont-
Royal tunnel, service interruptions will occur during the 
construction of the REM, as of winter 2020. (Madger, 
2019). During this time, the Mascouche line will continue 
to run until Ahunstic station.

Summary of Situational Analysis
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Upcoming	BRT	System	in	Pie-IX	and	Sauve
In addition to the buses, the STM is currently constructing 
an 11km Bus Rapid Transit (BRT) network on Boulevard 
Pie-IX (Figure 10) connecting Pierre-De Coubertin Avenue 
in Montreal to Saint-Martin Boulevard in Laval. The 
system is expected to commence operations in the Fall 
of 2022. A similar project is considered for Sauvé Street/
Côte- Vertu Boulevard to connect the metro stations with 
the same names.

 Figure 11: Montreal’s neighbourhood walkability map. Walkscore, 2019

Active	Transportation
In order to measure how easily basic services and public 
transit can be accessed by foot, we use walk scores 
(Figure 11). The highest walk scores are found in the 
neighbourhoods surrounding metro stations, as well as 
in Pointe-aux-Trembles between Notre-Dame East and 
Sherbrooke East. The bike infrastructure network in the 
study area is mostly absent and is not well-connected, 
with many isolated routes. Moreover, Bixi public bicycle 
sharing stations are also restricted to areas surrounding 
metro stations and closer to downtown.

 Figure 10: Pie-IX BRT stations and Blue line extension. JBourbonnais, 2016

City	Bus	system	and	reduction	of	services
The city bus system can be grouped into two categories, the 
frequent routes, where wait times are under 10-minutes 
(also known as 10-minute max routes), and the regular 
bus routes which cover most of the neighbourhoods, 
often taking sinuous paths. As per a 2016 report, many of 
these routes experience overcrowding (Gerbet & Vallée, 
2016) and have experienced a sharp decline in ridership. 

Moreover, a 2019 report, based on a research project by a 
McGill University student revealed that the ridership rates 
of STM buses have decreased by more than 30% between 
2012 and 2017 throughout much of Eastern Montreal 
(Figure 9) (Chaloux, 2019; Magder, 2019).

In 2015, Francois Pepin, the president of the public 
transit lobby group Transport 2000 Quebec, argued 
that the reduction in STM bus-service since 2012 was 
due to under-investments by the provincial government 
(Magder, 2015).
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Accessibility	to	Jobs
In Montreal, 22% of commuters use public transit to get to 
work (Canada, 2017). Our analysis demonstrates that the 
North and East regions of the study area do not deviate 
much from the city average in terms of public transport 
mode share for work purposes; whereas most of the 
South Western part of the study area is about 0.5 points 
above the city average. Hence, more people seem to be 
opting for public transportation modes for work trips in 
these areas. From the perspective of job accessibility, a 
study conducted in 2018 revealed that fewer than 100,000 
jobs were accessible from the North-Western part of the 
study area, while 100,000 to 200,000 jobs were accessible 
from the Eastern part of the study area in a 45-minute 
travel time using public transportation (Deboosere & El-
Geneidy, 2018). Areas closer to the Metro lines have a 
comparatively higher accessibility, hence, the presence 
of higher number of jobs in these areas can be seen as a 
reason for higher density.
 

 Figure 12: Accessibility to jobs. Deboosere & El-Geneidy, 2018

Travel	Time	Survey
Using Google Maps, a Travel Time survey was conducted 
on two week days during the morning (8:00-9:30am) and 
evening (4:30-6:00 pm) peak hours for cars and public 
transportation. 30 locations in the East, 15 locations in 
the West and 5 locations in the Greater Montreal Area 
were studied in relation to 5 destination in the Central 
Montreal Area. Mapped locations can be seen in Figure 
13, and the exact addresses are included in Annex B.

Alternative	Modes	of	Transit:
In Montreal, there are several aternate transit modes 
that have been introduced in recent times, from JUMP 
electric bikes and LIME e-scooters to shared car services 
like Commmunauto and Car2Go. As these modes are 
privately owned, they are mostly restricted to service 
areas that are located in and around the downtown. The 
service areas for Car2Go cover the borough of Mercier 
East whereas the Lime e-scoouter service area just covers 
the space between Boluevard Pie-IX to Viau Street and 
Sherbrooke street to Notredame Street East. Uber‘s JUMP 
electric bike system does not currently provide any service 
in the East of Montreal.
From	Transit	Availability	to	Accessibility
The overview of major public transit infrastructure, as 
well as active and alternative transportation options 
provide a solid foundation for understanding mobility 
within the area. The overview can be complemented 
by an analysis of how people use these transit options, 
through a commuter ride-share analysis.

Summary of Situational Analysis
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Travel	Time	Survey	Locations

East	(E)
 1- Cegep Marie-Victorin
 2- Parc Industriel Pie-IX
 3- Parc Industriel Anjou
 4- Technopole Angus
 5- Garnison
 6- Parc Industriel l’Assomption
 7- CSSS de la Pointe de l’île
 8- Hopital Santa Cabrini
 9- Olympic Stadium
 10- Ancient marina Beaudoin
 11- Parc-nature de la Pointe-aux-Prairies
 12- Parc-nature du Bois-d’Anjou
 13- Parc de la Promenade-Bellerive
 14- Parc-nature du Ruisseau-De Montigny
 15- Vieux-Pointe-aux-Trembles
 16- Notre-Dame-Est
 17- Jean-Talon Est
 18- Broadway street
 19- TOD StationAmos
 20- Saint-Leonard
 21- Saint-Michel
 22- RDP
 23- Pointe-aux-Tremble
 24- Anjou
 25- Carrefour de la Pointe
 26- Place Versailles
 27- Galeries d’Anjou
 28- Elevatino Trampoline
 29- Collège St-Jean-Vianney
 30- CLSC de l’Est-de-Montréal

Greater	Montreal	Area	(GTM)
 1- Deux-Montagnes
 2- Saint-Anne-De-Bellevue
 3- Rive-Sud
 4- Mascouche
 5- Boucherville

West	(W)
 1- Lachine
 2- Airpor
 3- Pointe-Claire
 4- PierreFonds
 5- Saint-Laurent
 6- Lasalle
 7- Cote St Luc
 8- Carrefour Angrignon
 9- Vanier College
 10- Cüneyt Örnek
 11- Rumko Inc. NDG
 12- Fairview Alliance Church, Sunnybrooke
 13- CUSM
 14- Intersac
 15- John Abbott College

Downtown	(D)
 1- Université de Montréal
 2- UQAM
 3- CHUM
 4- Place Ville-Marie
 5- Vieux-Montreal

 Figure 13: Travel Time Survey locations. UI, 2019
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Analysis showed that expected travel times were lower 
for cars than public transit users. In almost all cases, car 
travel times were under 45 minutes, demonstrating the 
car-oriented design of the city form. The public-transit 
analysis identified areas which were least accessible, 
where it took at least one interchange and over 60 
minutes to reach the downtown locations. The following 
maps represent the travel time ranges for all  locations to 
these destinations:

1) UDEM Campus
2) UQAM Campus
3) CHUM
4) Place Ville-Marie
5) Vieux-Montréal

 Figure 15: Travel time to UQAM Campus. UI, 2019

 Figure 16: Travel time to CHUM. UI, 2019 Figure 14: Travel time to UdeM Campus. UI, 2019

Summary of Situational Analysis
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The locations marked in green are 45 minutes away from 
the downtown location by public transit, the yellow 
locations are 45 to 60 minutes away, and the red locations 
are over 60 minutes away. The downtown locations used 
in each analysis are marked with concentric green circles.

There were few locations in the far West of the Island 
that were over an hour away from the downtown 
locations. Nonetheless, these will benefit, from increased 
accessibility upon the completion of the REM.

In the East, the highest transit times were observed 
for locations in Montreal-Nord and the Extreme East, 
have been observed that they have the highest travel. 
Further, there are no public transportation projects being 
developed to solve the issue. 

The data pertaining to the locations in the East shows 
that the average (access/egress) walking time for the trips 
taking under 45 minutes is 9 minutes, which increases to 
11 minutes for the trips between 45 to 60 minutes and 15 
minutes for the trips for trips taking over 60 minutes. This 
indicates that higher travel times and greater distances 
are associated with the decreased accessibility of stops.

The number of interchanges also varied as a result of 
travel-time. The average number of interchanges was 
1.9, 2.2 and 2.7, respectively for the three travel-time 
categories. This means that there is less direct connectivity 
in the areas farther from the central part of the city.

 Figure 18: Travel time to Vieux-Montréal. UI, 2019

 Figure 17: Travel time to Place Ville-Marie. UI, 2019
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SWOT	Analysis The SWOT analysis emphasizes some of the strengths, 
weaknesses, opportunities and threats in the East of 
Montreal. Further details are available in Annex C, 
including a table of each element identified and maps of 
commercial, economic and institutional hubs.
  
Strengths

Various	areas	of	high	&	medium	density
The East has also various pockets of high and medium 
density, mostly between the St-Laurent and Pie-IX 
boulevards. Beyond Pie-IX, the density is lower on 
average, but there are different pockets of ‘’high density’’ 
from 45 and 65 person per hectares.

Institutional,	economic	and	commercial	hubs
The red dots show the various hubs of interest for the 
whole agglomeration. That includes 14 education hubs 
such as Cégep Marie-Victorin which welcomes more than 
4000 students per year, tourist hubs such as the Olympic 
Stadium and 19 health centers. We also identified 20 
commercial streets, 14 industrial parks, and 13 commercial 
centers including the galleries of Anjou which receives 8 
million customers per year.

Access	to	the	coast
The East of Montreal can be synonymous with access 
to nature and the riverfront. The seven great parks are 
highlighted on the map with red dotted patterns. 

 Figure 20: St-Lawrence river from Pointe-aux-Trembles. UI, 2019

 Figure 19: Strengths (SWOT). UI, 2019

 Figure 21: CEGEP Marie-Victorin. UI, 2019

Summary of Situational Analysis
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 Figure 23: A bus stop in RDP-PAT. UI, 2019

 Figure 22: Weaknesses (SWOT). UI, 2019

 Figure 24: Pedestrian in Montréal-Est. UI, 2019

Weaknesses

Zones	of	low-density	&	social	vulnerability
We identified areas of high social vulnerability in St-
Michel, Montreal-Nord and RDP-PAT, using an index 
based on education, employment, core housing need and 
median income. We also identified areas of low density, in 
light blue on the map, mainly in Montreal-East and RDP-
PAT.

Under-developed	and	contaminated	lands
A number of under-developed areas remain, even near 
downtown. One of the main reasons is the lack of funding 
for soil decontamination.

Inadequate	transportation	infrastructures	
Congestion is present on important arteries, notably on 
the Trans-Canada highway and the Highway 25. 
Public transit amenities, such as bus shelters, seating and 
lighting, are often absent or poorly maintained Further 
research on the use and adequacy of the transportation 
system would be needed for proper advocacy. For 
instance, the director general of the CIUSSS de l’Est-de-
l’Île-de-Montréal noted the absence of studies on the 
travel needs and habits of health-service users. 
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 Figure 26: Soft-densification residential development. UI, 2019

 Figure 25: Opportunities (SWOT). UI, 2019

 Figure 27: Land up development near the CEGEP. UI, 2019

Opportunities

Reuse	rail	tracks’	rights	of	way
The segmented green lines indicate the presence of 
railroad rights of way, which could be used for the REM. 
They are currently owned by Canadian National and 
Canadian Pacific, and would require collaboration.

Revitalise	industrial,	residential	and	commercial	zones
The eastern REM could help revitalize the whole area. 
Affordable industrial land, which is on average 9% cheaper 
than in the West, could be an asset for new development. 

Enhance	existing	TODs
The circular buffers indicates the existing  zones of Transit 
Oriented Development (TOD). The introduction of new 
REM lines could further their attractiveness and increase 
development in these transportation nodes. 
Our site visits allowed us to see that many of these zones 
have pockets of residential development, but also large 
areas of underdeveloped land. 

Summary of Situational Analysis
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 Figure 29: Pedestrian bridge in Mercier-Hochelaga-Maisonneuve. UI, 2019

 Figure 28: Threats (SWOT). UI, 2019

 Figure 30: A public plaza in RDP-PAT. UI, 2019

Threats

Affect	archeological	sites	and	areas	with	heritage	value
The new infrastructure could negatively impact the 
archaeological and natural heritage of the area. There have 
been some studies on the biodiversity and conservation 
impacts of the REM in the West, but these would need to 
be continued in the East to minimize the threat.

Reinforce	the	overcrowding	
The new network could exacerbate the overcrowding of 
downtown public transit lines, such as the Orange Line, 
which is already over-capacity. To avoid this, inter-modal 
connections need to be carefully planned.

Underuse	and	no	revitalization
Finally, another danger is that the systerm will not be 
popular due to a lack of a complementary public and 
active transportation networks. An urban planner from 
the City of Montréal-East explained to us that the lack 
of important infrastructure (eg. sewage) and of active 
transportation infrastructure are presently acting as 
barriers to industrial and residential development. 
Our analysis includes the identification of some examples 
of welcoming infrastructure for active transportation.
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Survey
 
To better understand the social and political forces in the 
area, we conducted a survey. It was sent to 30 partners 
and members of the CCEM, 17 participated. The results 
are not statistically-significant, but they provide insight 
into the preferences of CCEM members and complement 
the SWOT analysis. Overall, 95% of participants indicated 
their approval of a new public transit project in the East. 
Though, when asked about the form that this transit 
project should take, answers differed. As shown in Figure 
31, most respondents were in favour of a combination of 
a tram, light train and fast bus service. No participants 
chose the “tram only” option, and some directly indicated 
their preference for the REM and Pink metro line.

When asked “Will your company, members or clients 
benefit from such a project? If yes, how?” The survey 
showed (Figure 32) that these members and partners of 
the CCEM think they will primarily benefit from increased 
travel-speed for their employees, but also because it 
could  extended their sales reach and boost their local 
economic sector. Other responses included the reduction 
of pollution and the facilitation of employee recruitment.

Participants were also invited to identify the places 
that they found particularly inaccessible in the East, 
by answering the question “Are there any specific sites 
or locations that are especially critical to serve?”. Their 
answers ranged from broad responses like “East of Pie 
IX”, to more specific answers like the “Industrial District 
of Anjou”. 

Finally, the survey showed that the participants generally 
would not want to walk more 500m to take a bus or 
more than 10 minutes to use the new rapid transit line. 
Although this survey is not necessarily representative, the 
results suggest that additional transit infrastructures will 
be needed to get people to the station by foot, bike or bus  
(see Annex D for the complete results).

 Figure 31: Graph 1. UI, 2019

 Figure 32: Graph 2. UI, 2019

Summary of Situational Analysis
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2. METHODOLOGY
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Description	of	methodology

The identification of suitable routes and stops for the 
REM extension was conducted in two parts. In the first, 
we conducted a land suitability analysis using a  “rules of 
combination” method. In the second section, we identified 
four further criteria: upcoming big development projects, 
intermodal integration, availability of wide rights of way, 
potential land for redevelopment as TODs. These methods 
and results are described in the following section.

Rules	of	combination	
In order to select potential sites and routes, we 
conducted a land suitability analysis employing a “Rules 
of Combination method”. This method enables the 
concurrent consideration of the many elements discussed 
in the Situational Analysis, and allows us to consider how 
they influence the success of a light-rail transit system 
(MacDaniel, 1998). The criteria include a range of spatial, 
social, regulatory and other location-specific factors to 
create a strong foundation for analysis.

Description	of	objectives
The rules have been prepared in direct response to a set 
of goals for the REM development in the East. These goals 
are in line with CCEM’s priority of encouraging economic 
development and revitalization, while the rules are 
influenced by the site analysis, case studies and literature 
on light-rail transit. 
The objectives are:

METHODOLOGY

 Figure 33: Rules of combination. UI, 2019

1. FOSTER ECONOMIC DEVELOPMENT AND 
REVITALIZATION
• Foster new economic development: the scenarios 

must encourage new economic centres in the East 
and revitalize existing hubs by improving accessibility

2. CREATE STOPS THAT ARE DESTINATIONS, (ACCESS TO 
JOBS AND RECREATIONAL AN CULTURAL AMENITIES)
• Increase access to employment centres: the REM 

must enable residents to access  job centres in the 
downtown core, the East and other hubs

• Take advantage of natural amenities (e.g. parks), and 
areas with recreational and tourism potential

3. SERVE A LARGE NUMBER OF RESIDENTS, PRIORITIZING 
LOW-INCOME AREA
• Achieve higher public transportation ridership
• Connect existing densely populated areas and 

residential hubs

4. INCREASE INTERMODAL CONNECTIONS:
• Consider existing and proposed intermodal 

connections to facilitate transfers

The first three objectives were considered through the 
“rules of combination” analysis, while the intermodal 
connections were assessed visually, along with the 
consideration of the rights of way. 

Based on the objectives, a number of specific and explicit 
rules were devised to systematically consider the range of 
overlapping and at times conflicting criteria. These rules 
are presented in Figure 33. 

Methodology
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Mapping	of	variables

The final results indicate the pockets of interest which 
will be prioritized during the planning of the different 
scenarios. The map will be used in subsequent sections, 
in order to determine the extent to which the areas 
of interest benefit from increased accessibility under 
different proposed REM scenarios.

Specific	Criteria

Rights	of	Way	
As a big part of the REM East is planned to be elevated, As 
a large portion of the REM routes will be built on elevated 
tracks, the existence of wide rights of way is one of the 
most important criteria to ensure the feasibility of the 
project. The existing railroad tracks owned by CN and CP 
are the primary rights-of way. Other possible corridors 
include the easternmost section of Sherbrooke street, 
where the width reaches 28 metres and pillars could be 
erected in the middle, and Highway A-25. 

Intermodal	Integration
To facilitate inter and intra East transit, intermodal 
connectivity of various public transportation modes is 
of utmost importance since intermodal integration also 
builds a reliable transportation network in a region. The 
connectivity with STM Express Bus Routes, upcoming BRT 
Lines, existing and proposed Metro lines, Suburban Rail 
lines, as well as the REM West have been considered. 

Big	Development	Projects
Various types of large scale projects that are either 
currently being constructed or have been announced 
by the government or private sector were mapped. The 
potential to incorporate them along routes, or the need 
to avoid potential conflicting land-uses were considered. 
The identified projects that would be integrated with 
the projects will be mentioned in their respective route/
branch descriptive maps.

Availability	of	Vacant	Land
Another major criteria used to identify routes was the 
availability of vacant land within a one kilometer buffer of 
the routes.  Vacant land can be used for redevelopment 
and densification projects or for implementing the 
concept of Transit Oriented Development. Moreover, 
most of the vacant land that has been identified is located 
in the former industrial regions, which would require a 
land-use change.

 Figure 34: Results of rules of combination analysis. UI, 2019
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Feasibility	and	Early	cost	estimate

As a way to compare the different scenarios in a fair 
manner, an early assessment of feasibility and cost was 
developed for each option. Based on comparisons with 
recent light-rail projects built in a North America, it was 
estimated that the construction of at grade (ground) rail, 
as well as an aerial train system came to a similar cost
of $70 million per kilometer. This estimate considers the 
preparatory work (foundation laying, drainage, demolition 
of existing infrastructure, etc), as well as the rolling stock, 
basic stations and capital cost of the system. It does not 
include the cost of intermodal stations, which can greatly 
vary due to the distance between stations and the type of 
connection required (e.g. tunneling), or connections with 
major institutions. 

Vancouver’s new Broadway light-rail extension allows us 
to estimate that underground light-rail systems could cost 
closer to $500 million per km. This accounts for the cost of 
complex underground stations. However, it is important 
to note that while those cost estimates are based on a 
real, ongoing project, the price of light-rail and subway 
systems have skyrocketed in Canada over recent years. 
Thus, it is difficult to predict whether the costs will remain 
high or drop to match international standards. 

While cost and estimate ridership are not the only factors 
that need to be analysed, it is important to mention that 
a structuring transit project is usually considered to be 
feasible when it is serving around 1 rider per $20,000 to 
$30,000 invested. Current cost and ridership projections 
for the Western portion of the REM amount to 21,000$ 
per passenger.

Methodology

 Figure 35: Preliminary mapping of routes feasability. UI, 2019
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3. OVERVIEW OF ROUTES
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As the objectives of this study are to foster economic 
development and revitalization in the East; to integrate 
available public transportation modes; and to reach a 
large population that is currently underserved by public 
transit, the identified routes take all of these criteria 
into consideration. However, some routes are better at 
meeting some criteria over others, and an understanding 
of the relative costs and benefits of each route can aid in 
the selection of preferred scenarios.  

The following section highlights each identified route with 
a spatial as well as a descriptive map:

Routes 
Two major routes and two supporting branches were 
identified during the analysis:

Route	1:	Notre	Dame	Line

This is a 26.2 km route with 16 stops that runs, from East 
to West, along Rue Sherbrooke, the CN Rail Line, Notre-
Dame, and  goes underground at Rene Levesque. 
The underground section of the route is about 3.8km long 
with 4 stops. This route captures about 181,000 people, 
within a  1 km radius of its stops and about 385 ha of 
vacant land for redevelopment purposes. 
It connects with REM West at the Central Station where 
it also enables transfers to the Bonaventure station on  
the Orange metro line. It would also connect to the Pie-IX 
BRT, several STM Express Bus Routes along the way and 
Suburban Rail Line twice, first at Bonaventure and then 
at Lucien L’Allier. 
The route would reach 4 upcoming big projects, namely 
the Sherbrooke PPU, the Montreal East Residential 
Project, the Assomption Project and Molson CBC Project.

 Figure 36: Route 1 (Notre-Dame). UI, 2019

 Figure 37: Notre-Dame line descriptive map. UI, 2019

OVERVIEW OF ROUTES

(Potential	New	Station)	
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Route	2:	Mascouche	Line

This is a 28 km route with 14 stops that runs along 
Sherbrooke Street in the East (similar to Route 1) followed 
by the Mascouche Rail line and merges with the REM 
West at the A-40 stop. 
This route captures about 133,000 people within a 1-km 
radius of its stops and about 530 ha of vacant land for 
redevelopment purposes. Thus, it is close to a greater 
area of vacant land than Route 1. 
It connects to the Sauve station of the Orange metro line, 
and the Pie-IX BRT. This route also reaches two of the 
identified upcoming projects: the Sherbrooke PPU as well 
as the Central District. 
It also reaches the greatest number of institutions.

 Figure 38: Route 2 (Mascouche Line). UI, 2019

 Figure 39: Mascouche line descriptive map. UI, 2019
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 Figure 40: Branch 1 (A-25 Highway). UI, 2019

 Figure 41: A-25 line descriptive map. UI, 2019

Branch	1:	A-25	Line

This is 8.4 km completely elevated branch, with 5 stops 
that runs along the A-25 highway. This branch captures 
about 43,000 people in 1 km radius of its stops and about 
160 ha of vacant land for redevelopment purposes. 
It connects with the Green metro line at Radisson station, 
and the upcoming Blue line metro extension at Anjou 
station. The area around Radisson station also has  a  
planned TOD which could benefit from this branch. 
The route connects with STM Express Bus routes at four 
of the five stations. 

Overview of Routes
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 Figure 42: Branch 2 (Technopôle Angus). UI, 2019

 Figure 43: Technopôle Angus line descriptive map. UI, 2019

Branch	2:	Technopôle	Angus

This is a 9.5 km branch with 7 stops. It captures about 
140,000 people. It mainly runs through the rights of way 
created by the CP Rail line and abandoned Rail Yard and 
connects with the Western REM at Canora station. It also 
connects with Orange metro line at Rosemont and the 
Blue line at Acadie station. However, it does not have 
a significant connection with STM Express Bus Routes. 
It reaches 3 upcoming big projects, namely New UdeM 
Campus, Bellechasse Project and Angus Project.

Prefontaine
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Potential	Scenarios
The routes and branches were combined to create 
scenarios based on different goals that can be achieved. 
The following section describes the three scenarios and 
their positive and negative aspects:

Scenario	1:	The	Downtown	Connection
(Route	1	Branch	1)

This scenario achieves the goal of establishing a direct 
connection between the East and the downtown core. 
It is created by combining the Notre-Dame Route and  
the A-25 Branch. Some possible outcomes that can be 
achieved if this scenario is implemented include:

• Connect the North East and Extreme East with 
downtown, two areas that are currenlt underserved 
by public transit.

• Link the city of Montreal-East with downtown. It is 
an important consideration as half of the land in the 
city of Montreal-East is available for redevelopment.

• Benefit from strong political will from the Provincial 
government as transportation projects along Notre-
Dame Street have been discussed.

• Provide an incentive for land decontamination efforts 
along the route.

However, this Scenario will have a comparatively higher 
development cost since it goes underground for about 
3.8 km at René-Lévesque for downtown connectivity. It 
also does not serve certain areas, like Montréal-Nord, 
which are very densely populated.  It’s cost are evaluated 
around $4.1b for around 320,000 residents and workers. 

 Figure 44: Scenario 1- The downtown connection. UI, 2019

Overview of Routes
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 Figure 45: Scenario 3: Connecting socially vulnerable areas. UI, 2019

Scenario	2:	Connecting	Socially	Vulnerable	Areas
(Route	2	Branch	1)

This scenario is created with the goal of reaching most of 
the socially vulnerable areas. It is created by combining 
the Mascouche Route with the A-25 Branch. The 
positive outcomes that can be achieved if this scenario is 
implemented are:

• Serve socially vulnerable areas in Montréal-Nord and 
Saint-Michel. 

• Reach high density areas that are currently not served 
by high frequency public transportation.

• Connect a greater number of institutions and vacant 
land available for redevelopment and densification 
purposes.

This will be an alternative for commuters using the existing 
suburban rail services in these areas, as the Mascouche  
line will no longer be going through the Mont-Royal 
tunnel and will consequently suffer from increased travel-
times. However, the Mascouche line only opened in 2014 
and the financial investments required to construct parts 
of the rails and the stations need to be considered before 
it is replaced.

Moreover, intermodal connections are complicated in this 
scenario, as there is uncertainty regarding the possible 
use of the Mont-Royal tunnel. Further, the norther route 
connects to the Orange metro line, which is already over-
capacity. The scenario does not create a direct and simple 
link with the downtown core. It’s cost are evaluated 
around $2.52b for around 250,000 residents and workers. 
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 Figure 46: Scenario 3: The cost-efficient connection. UI, 2019

Scenario	3:	The	cost-efficient	connection
(Route	1	Branch	2)

This scenario is created with the goal of developing the 
most cost-efficient and feasible connection. It is created 
by combining the Notre-Dame route with Technopôle 
Angus branch. The following positive outcomes can be 
achieved if this scenario is implemented:

• Serve the maximum number of residents.
• Makes use of the abandoned CP Rail Yard and the 

rights of way of the CP Rail line.
• Incentivize land decontamination, like scenario 1.

However, this scenario serves fewer areas East of Pie-IX, 
which is opposed to the mandate, as well as the needs of 
the area. It also has the least intermodal connections, and 
hardly any transit connections in the East, which defeats 
the purpose of intra-East connectivity. 

Moreover, it does not serve the densely populated and 
socially vulnerable areas of Montréal-Nord, and it misses 
many of the institutions that need transit connectivity, 
such as the Cégep Marie-Victorin. It’s cost are evaluated 
around $2.1b for around 390,000 residents and workers. 

Overview of Routes



40 Urban Interface

New	travel	times

For these three scenarios, we calculated the new travel 
times for two destinations studied in the Situational 
Analysis, namely the UdeM Campus (D1) and Place Ville-
Marie (D4), from two locations in the East: Pointe-aux-
Trembles (E23) in the extreme East and the Cégep Marie-
Victorin (E1) in the Northeast.

Figure 47 shows the impact on travel times for each 
scenario. The assumptions that were considered for 
calculating the travel times were, 51 km per hour as the 
average speed of REM, a 10-seconds stop at each REM 
station, 5 minutes for each interchange, either within 
the REM or with the Metro. Remaining calculations were 
considered from Google Maps like access-egress walking 
time, existing time between Metro stations, etc.

Based on these calculations, we found that scenario 1 and 
2 have similar impacts, except in the case of scenario 2 in 
which, travel time actually increases by 4 minutes when 
travelling from Pointe-aux-Trembles (E23) to Place Ville-
Marie (D4). Scenario 3 has an overall least impact as it 
does not connect areas in Montreal-Nord at all.

Comparison	and	evaluation	of	routes

As part of the evaluation of the different proposed 
scenarios, a multicriteria methodology was developed in 
order to expand the evaluation beyond notions of density 
and vulnerability, and include elements derived from 
Transit-Oriented Development theory and the “5 Ds of 
Transit Oriented Development”.

The 5Ds usually consist of Density, Diversity, Distance, 
Destination and Design (Huang 2018), but due to time 
constraints, the methodology was simplified to take into 

 Figure 48: New travel time analysis locations. UI, 2019

 Figure 47: New travel time analysis locations. UI, 2019

account Density (representing by the number of residents 
and jobs in each TOD), Diversity (calculated by the ratio of 
jobs per dwelling in each TOD), Design (calculated using 
the area of sidewalk in each TOD), Development potential 
(calculated using the area of vacant of underused land, 
such as parking spaces, nondescript warehouses, and 
empty lots), and the Vulnerability index (previously 
defined in the report), as well as the number of amenities 
in each TOD (total number of grocery stores, daycares, 
drugstores and other basic community services). 

In order to compare each one of the 6 criteria in a way that 
is convenient to read and demonstrates the “standards of 
quality” expected of the built-form in the East (e.g. “What 
sidewalk area is considered “good design” in Montreal?”), 
the value of each of the 5 criteria were obtained for each 
of the 3 scenarios, as well as for the Western REM, for 
comparison purposes. Then, for every set of results, the 
best score was used as the standard and given the value 
of 1, while the other scenario entries were calculated in 
relation to that standard.

Based on the cost evaluation described in the 
methodology section of this report, we determined that a 
project is considered to be feasible if the investment per 
rider does not exceed $30,000 per rider. In order to not 
shift attention away from the criteria which measure the 
quality of the system, we have not included the price in 
this multi-criteria evaluation of the scenarios. 
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 Figure 49: West REM evaluation. UI, 2019

Overview of Routes

 Figure 50: Comparison: Scenario 1, 2019
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 Figure 51: Comparison: Scenario 2, 2019  Figure 52: Comparison: Scenario 3, 2019
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Land	value	capture

Land value capture is about “Recover[ing] the capital cost 
of the transport investment by capturing some or all of 
the increments in land value resulting from the increase 
in accessibility.” (Medda, 2012). There is considerable 
evidence that transport projects create land value uplift, 
however, as evidenced by the case studies presented in 
this report (e.g. London’s Canary Wharf study), they are 
not always sufficient. Transit projects may need to be 
accompanied by planning and investments as part of 
wider placemaking strategies to ensure that the transit 
benefits are realised.

The success of LVC methods depends on the context and 
type of projects. The provision of rail transit can increase 
the value of existing suburban commercial centres, by 
linking them to a greater number of residential areas. 
However, it is more difficult to capture value uplift from 
existing developments (Metrolinx,2013). Widespread LVC 
methods are only applicable to new developments and 
buildings which undergo major renovations (BAPE, 2016). 
Further, LVC techniques are generally most effective in 
markets where land value is very high. This is because 
the value captured is commonly proportional to the land 
value. Thus, this technique may be applicable in a context 
like London (e.g. Canary Wharf case study), but less 
effective in Montreal, where property values are lower as 
seen in previous sections.

Nonetheless, LVC was used to finance a portion of the 
Western branch of the REM. The public transit budget 
2017-2018 indicated that $512 million of the total $6 
billion project was financed through LVC. This was made 
possible through the adoption of a bylaw dealing with 
transportation dues regarding the REM (“Règlement 
concernant la redevance de transport à l’égard du Réseau 
express métropolitain”). The 2018 ruling entitles the 
ARTM to receive a fee for every new construction or 
major redevelopment project located within a 1km radius 
of most REM stations, and of 0.5km around downtown 
stations (McGill and Edouard-Montpetit). The payment is 
equal to $10/sq foot of floor area (Beauregard Avocats, 
2018).

Scenario 1 potential LVC: $700m

 Figure 53: LVC for scenario 1. UI, 2019

Scenario 2 potential LVC: $580m

 Figure 54: LVC for scenario 2. UI, 2019

Overview of Routes
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Scenario 3 potential LVC: $600m

 Figure 55: LVC for scenario 3. UI, 2019

Given the development potential of the East of Montreal, 
it is foreseeable to estimate a similar target, where LVC 
amounts to 10% of the total budget. In order to evaluate 
this, we conducted a rough estimate, using the $10/
sq foot rate, as well as an estimate of the vacant land 
available for redevelopment in the East. We used a Floor-
Area-Ratio (FAR) average of 1 to estimate the area that 
could be built on every parcel. These calculations resulted 
in the LVC estimates depicted in the following figures 
(Figures 53,54 and 55).

This method is useful as a preliminary comparison 
between scenarios, however, it cannot be used as a 
reliable estimate for financing purposes.  Future studies 
would account for variable FARs, TOD densities, and land-
ownership data, as well as factor in the LVC potential for 
the redevelopment of existing structures. Regardless, 
the estimate allows us to visualize that the highest LVC 
potential may be located along Scenario 1: Notre Dame 
and A25, followed by Scenario 2: Mascouche Line. This is 
due to the large concentration of vacant industrial land 
along the A25 Highway, in Anjou, and stretches of Notre 
Dame street, notably in the city of Montreal East and 
Mercier-Hochelaga-Maisonneuve.

Design	capacity	and	population	served

Since the technology of the REM in the East would similar 
to that of the REM which is under construction in the 
West, a similar capacity is expected. 

The reported capacity for the morning commute peak 
(6-9 am) is 42,120 passengers. This is achieved by running 
56 trains with an interval of 3 minutes 20 seconds. The 
theoretical capacity of each train is 600, however, the 
actual capacity of each train is closer to 750 to 780. The 
sitting capacity is 128 seats, thus making 6,912 seated 
trips in the morning peak. The capacity can further 
be increased in the future without any infrastructure 
expansion by reducing the headway times to around 2 
minutes 30 seconds.

The number of people residing within 1 km of the 
proposed REM stations for each route has also been 
calculated as mentioned in the route description. About 
181,000 people would be served with the Notre-Dame 
route, whereas the Mascouche route would serve around 
133,000 people.

With respect to the branches, the A-25 Highway 
branch would reach about 43,000 people whereas 
the Technopôle Angus branch would serve even more 
than the Mascouche line, that is, a population of about 
140,000 people. Furthermore, based on the availability of 
land for redevelopment and densification, each of these 
routes would serve more people in the future. However, 
strategic decisions need to be made to facilitate Transit 
Oriented Developments.
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Guiding	concepts

The existing uses and varying levels of development in 
Eastern Montreal, complicate the simplification of any 
advancement efforts for the area, as at the neighbourhood 
level there are different needs in every borough and city. 
That is why two guiding concepts are considered for 
planning in the East: Revitalization and Transit Oriented 
Development.

Revitalization
In a context of a prolonged rental housing crisis on the 
Island, with a current vacancy rate of 2%, the opening 
of residential housing areas in affordable and accessible 
zones of the East could help young families and immigrants 
to settle (CMM, 2019). However, these zones of transit-
oriented densification can lead to gentrification dynamics 
creating socio-economic costs for the East of Montreal. 
Already, the TODs established on the island of Montreal 
have seen the prices of nearby rentals increase more 
quickly than in other sectors (CMM, 2015). The choice 
of implementing TODs and the use of LVC techniques 
needs to account for the risk of speculative processes in 
residential, industrial and commercial developments. 

Given that the built form of Eastern Montreal was shaped 
principally in the second half of the twentieth-century, 
there are many sites that have outdated uses or are no 
longer in operation. As their presence can provide the 
area with a sense of identity and belonging, the choice 
to demolish them or preserve them should be weighed. 
These areas should first be subjected to urban renewal 
analyses and propositions that can generate new life to 
the sites.

Transit	Oriented	Development
Vacant spaces are scarcer, but still present a considerable 
opportunity for the generation of Transit Oriented 
Developments near some of the future stations. In order 
to plan them effectively, local regulations were reviewed. 

The Plan métropolitain d’aménagement et développement 
defines TODs as dense areas within a 1-km radius of transit 
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stations, that encourage active and public transportation 
(CMM, 2012). This is in line with the definition provided 
by the ITDP, which consists of the following key aspects: 
compact, mixed-use, within walking distance of rapid 
transit, pedestrian scale, and safe to walk, cycle and use 
public transport (ITDP, 2013).

Densification of urban areas, also known as urban 
infill, is a strategy used by urban planners to increase 
population density and concentrate people closer to 
public transportation, employment and urban amenities. 
Different guides of best practices on densification 
recommend a mix of land-uses which enhance the 
possibility of walking or biking to work or for daily activities 
(e.g. Vivre en Ville, 2016). These areas help create new 
milieux de vie which are conducive to more sustainable 
and vibrant urban developments.

Case	studies

Four case studies related to light rail transit were identified 
to inform the proposed plans for revitalization and TODs. 
The case-studies were located in two Canadian cities, 
Ottawa and Edmonton, as well as in Portland, Oregon and 
London, England. They can be found as Annex E. 

It can be concluded that the implementation of 
transit systems does not always lead to the successful 
revitalization of decaying areas nor to the generation of 
TODs in empty spaces; in the best case scenario, failed 
TODs turn into Transit Adjacent developments, while in 
the worst, their potential is never fully harnessed and the 
areas remain vacant and underdeveloped.

Planning	four	stations

To identify planning issues with a more fine-grained 
analysis, we conducted four studies of possible TODs, 
using a 1 km radius around the stations. One TOD was 
analysed for every line.

For each we give provided context on the socio-economic 
and physical characteristics of the station’s surroundings. 
We also extracted four main types of information from 
Statistics Canada data and Open Data from the City of 
Montreal using GIS analysis: the number of hectares 
available for redevelopment, the number of jobs, the 
average density and the number of bus lines and express 
lines. The creation of an accessibility analysis using a buffer 
of 500m and 1000m gives an idea of the permeability of 
the existing road system. 

The goal is to provide an overview of the barriers or 
challenges for revitalization and to identify some tools 
and strategies that can be used before, during and after 
the implementation of an REM in the East to foster 
development. 
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1.	Marie-Victorin	/	A25	-	Branch	1

This first TOD study shows how a station of the first branch 
following the Highway 25 would fit in the borough of PAT-
RDR, near the rivière des Milles-Iles. The neighbourhood 
is characterised by a mix of residential, institutional and 
commercial uses: it is close to the CEGEP Marie-Victorin, 
the commercial Boul. Maurice-Duplessis and Boul. Henri-
Bourassa. It is also a destination for workers of the nearby 
industrial parks. The study of pedestrian accessibility 
shows that the Hospital and CEGEP might operate as 
barriers for the active transportation of residents.

Station profile
• 58 hectares to redevelop;
• 6,220 jobs;
• 42 people/ha;
• 14 bus line including 3 express lines

The number of hectares to redevelop is quite high in 
regard to the total area surveyed (about ⅙ of it), especially 
for an area already in an existing TOD near a CEGEP. The 
population density is over the average for the borough of 
PAT-RDR of 25 people/ha and just above the average for 
the agglomeration of Montreal of 39 25 people/ha, with a 
good number of jobs.

The station is also near a park and in proximity to the river. 
Hence, it is an example of a station with a high potential 
for development and revitalization on different types of 
available land -eg. commercial, industrial, residential. 
However, the revitalization process will also involve a 
high level of complexity due to the health and education 
institutions that are already present. Some of the possible 
interventions includes the creation of clear partnerships 
between the city, institutional actors and developers to 
establish clear goals and procedures, as well as enable the  
streamlining of the development process to reduce costs 
(Loukaitou-Sideri 2010).

 Figure 56: Maire-Victorin station. UI, 2019

Project Implementation
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2.	Montreal’s	institute	of	Mental	Health	-	Route	1

This second Transit Oriented Development (TOD) 
study shows how a station of the first line following 
Boul. Notre-Dame would fit in the borough of Mercier-
Hochelaga-Maisonneuve, near the Saint-Lawrence River. 
The surrounding neighbourhood has a mix of  industrial, 
residential and institutional spaces due to the proximity 
with the Institut Universitaire en Santé Mentale de 
Montréal, the industrial Parc Louis H. Lafontaine and the 
industrial Éco-Park project. It is also close to commercial 
centres of relative importance: the Place Versailles and the 
Centre Commerciale du Domaine. The study of pedestrian 
accessibility shows that the western residential areas are 
less accessible, mainly as a result of the barriers created 
by the large health institution and the major highways. 

Station profile
• 12 hectares to redevelop
• 6,210 jobs
• 37 people/ha
• 13 bus line including 5 express

The station has a similar profile as the previous one, with 
a similar density and number of jobs. However, the variety 
of land uses is more restricted, as the station is adjacent to 
the large health institution, and there is a predominance 
of residential and industrial uses. 

The density is below the  borough average of 53 
people/ha, and there are only 12ha of land available for 
redevelopment. This is an example of a station where 
the challenge of densification and revitalization will 
require a change in planning regulations and incentives to 
encourage the (re)development of the existing built area. 
For instance, these could include more flexible building-
heights or incentives to build underground parking lots.

 Figure 57: Montreal’s Institute of Mental Health station. UI, 2019
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3.	Pointe-aux-Trembles	/	Mascouche		-	Route	2
  
This TOD study shows how a station on the Mascouche Line 
fits in the borough of Mercier-Hochelaga-Maisonneuve, 
near the St-Lawrence river. The neighbourhood has a 
variety of residential and recreational spaces. It is in 
the proximity of soft densification developments, of an 
existing TOD and of  the Parc nature de la Pointe-aux-
Prairies. The study of pedestrian accessibility was not 
done due to the lack of complete road networks in the 
City of Montreal’s open data. 

Station profile
• 10 hectares to redevelop
• 3,810 jobs
• 23 people/ha
• 10 bus lines including 4 express

This station on the existing Mascouche Line exemplifies 
the fact that the ongoing development near suburban 
train stations occurs in stages and is mostly residential. No 
new public institutions have been added, and most of the 
land devoted to commercial development has remained 
vacant. It demonstrates the need for public-private 
partnerships to develop more prosperous areas, including 
subsidies for small businesses that encourage walkable 
neighbourhoods and the creation of infrastructure for 
active transportation near stations. 

The smaller area available for redevelopment in an area 
designed for densification begs for a reconsideration of 
the built-form, for instance through the conversion of 
surface parking to underground parking, allowing for 
more residential and mixed-use developments.

 Figure 58: Pointe-aux-Trembles station. UI, 2019

Project Implementation
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 Figure 59: Technopôle Angus station. UI, 2019

	4.	Technopôle	Angus	-	Branch	2

This TOD study is located on the branch following the 
Canadian Pacific railway in Rosemont-La-Petite-Patrie near 
the St-Lawrence river. The surrounding neighbourhood 
has a mix of residential and institutional spaces, including 
the new CHSLD Lucille-Teasdale. The study of pedestrian 
accessibility shows a great permeability of the streets in 
the area. 

Station profile
• 50 hectares to redevelop
• 19,240 jobs
• 97 people/ha
• 22 bus line including 3 express

This station is located in a high density area (above the 
average 53 people/ha average). and had a number of 
lots available for redevelopment. The challenge will 
primarily be to create a welcoming environment for active 
transportation in a walkable and bikeable area used by 
thousands of Montrealers.

Environmental	considerations

Since it is intended that the Eastern REM will be a 
counterpart for the Western one, it is safe to assume 
that the same state-of-the-art technology will be utilised 
during its construction and operation. Given that the REM 
will be 100% electric and automated, by considering the 
studies made for the one in the West, it is expected to 
reduce greenhouse-gas emissions by 680,000 tonnes 
over 25 years of operation. To compensate for the GHG 
emissions produced during the construction of the first 
REM, 250,000 trees will be planted (REM - environment, 
2019); a similar number can be proposed for the East of 
the island.

It should be noted that these estimates have been 
countered by the BAPE review of the project. While 
the CDPQ anticipates  a reduction of 16 800 t of CO2 
equivalents/year, or 0.15% of the total road transportation 
in the CMM, the BAPE concludes that the GHG analysis 
conducted by CDPQ Infra is insufficient. It estimates 
higher emissions throughout both the construction and 
operation phases. It also highlights that many users who 
will use the REM will already be public transit users and 
that the CDPQ should pay more attention to its integration 
with other forms of active transportation to increase the 
GHG reduction potential (BAPE, 2016). It is very likely that 
a similar criticism will be made when the East REM project 
is announced.
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Conclusions

As made evident in the present report, there are major 
needs in terms of revitalization in the East in order to 
foster economic activity and improve regional accessibility 
for everyone. A light rail system connecting the Montreal 
region and the Eastern Island can play a major role in the 
positioning of the area as an innovative territory ready for 
the ecologic transition.

By itself, the increasing gap in services between the 
East and the West is also a main argument in favour 
of investment in a light rail project. Each of the three 
scenarios presented in the report are feasible, but with 
varying costs and complexities, as well as the number 
of residents and jobs served by them. Urban Interface 
believes that depending on the values and vision 
developed for the East by its communities, one of the 
presented scenarios, or even another one that combines 
the routes and branches other ways, will be well-suited. 
The choice of scenario represents the interests of the East 
in terms of generating economic development as well as 
capturing real estate activity. 

The most important part of this analysis, going forward, 
is the demonstration that many options are feasible even 
if political attention is concentrated on Notre-Dame as of 
now. In addition, while vacant land around future stations 
is important for Land Value Capture, it is not the only 
measure of good transportation planning, nor is it enough 
to insure the success of an eastern REM branch. 
  

THE WAY FORWARD

Recommendations

Future	research
As the time and budget were limited in the present study, 
as was access to some data, we recommend that future 
research build on Urban Interface’s analysis and focus on 
the following elements:

• Urban planning recommendations: there is a need 
for TOD planning, strategic land-use allocation 
and conscious design around stations to foster 
revitalization. 

• Public land identification: to further the understanding 
of land value uplift and expropriation costs. 

• Environmental considerations: to consider the  
ecological and biodiversity impacts of the REM, and 
identify land requiring decontamination.

• Active transport studies / Origin-Destination analyses:  
research into active transportation behaviours 
and needs of commuters and residents of the 
East was identified as a major need by a number 
of stakeholders in the East throughout this study. 
Landscape connectivity studies could respond to the 
active transportation needs and foster sustainable 
revitalization.

• Projected ridership: we identified the ridership 
capacity of the REM  technology, but future studies 
should evaluate projected ridership rates.

Next	steps
Before going forward with more studies on the impact 
of a light-rail service, we recommend that the CCEM 
start by putting together a broad strategy to ensure 
that revitalization plans for the East gain and maintain 
momentum. The strategy could be set into motion 
through collaboration with other partners in the East. It 
could include the following points: 

• Advocate for strategic and comprehensive planning 
around public transit system to create a solid 
foundation for revitalization in the East. 

• Request reliable and stable funding for public transit 
from the provincial and federal government. 

• Request and conduct studies on travel behaviour, in 
collaboration with CCEM partners and members, to 
establish the needs of residents and commuters in 
the East.

• Continue to set new development targets and goals 
for the East, and particularly around existing and 
proposed TODs (e.g. increase the proportion of new 
residential develepmont occuring within TODs above 
60%, to attract additional investment).
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