
Westmount Walking and Cycling Association 
Comments on February 2013 Westmount Traffic and Active Master Plan     

Comments Submitted May 29, 2013 
 
 
Table of Contents  
 

Section 1 – Comments on Issues Addressed in the Genivar Report 
 
Page 2 - 2.0 Current Conditions 
 
Page 2 - 4.0 Traffic and Active Transportation Master Plan   
 

Section 2 – Issues Not Fully Addressed in the Genivar Report 
 
Page 6 - Walking  
 
Page 7 - Cycling  
 
Page 13 – Traffic Volume 
 
Page 14 – Traffic Speed 
 
Page 14 – Parking 
 
Page 16 - Public Transportation  
 
Page 17 – Process Management 
 
Page 20 – Draft Transportation Advisory Committee Mandate 



 
2.0  Current Conditions 
• Pg 37 – Snow clearing and removal – the cleaning of the bike paths is not addressed, yet it is 

an important active transportation issue. 
• Pg 25 – Cycling – The report states that width of the de Maisonneuve does not meet current 

best practices, but should qualify that quiet street and no record of collisions between cyclists 
and cars or other cyclists because of the bike path width.   Best practises and norms should be 
understood as guidelines but are not legally binding.   When inserting bike paths in an existing 
road network, some compromises must be considered to ensure the safety of all.  For instance, 
it would not make sense to implement a shared west-bound lane (cars and bikes) on de 
Maisonneuve just so the east-bound lane could be widened to meet best practice.  While the risk 
to east-bound cyclists would be slightly reduced by increase the east-bound bike lane width, the 
risk to west-bound cyclists forced to ride with motor vehicles would significantly increase – 
resulting in a net increase in risk to all cyclists. 

• Pg 56 – Parking – The findings should mention that Westmount supplies over 100 free 
parking spots to its employees.  This problem should be highlighted and fixed since it 
represents a glaring inconsistency between the City’s stated objectives and its own action. 

• Pg 62 – Planned Projects – Genivar should express an opinion on the expected impact of the 
MUHC traffic on Westmount – does it agree that the impact will be unimportant, particularly 
in light of the delay/cancellation of the 2nd Vendôme subway access to the MUHC.  

• Pg 62 – Planned Projects – The description of active transportation access to the MUHC does 
not reflect current plans and ignores the significant lack of planning for good active 
transportation access by the MUHC. 

• Pg 68 – from Vision – “Overall road capacity will not be increased – Westmount is fully 
developed and additional capacity would soon taken up by more vehicles”.    Consideration 
should be given to the lowering of the road capacity of several streets that are over designed 
for vehicular traffic, specifically Sherbrooke, the Boulevard, and Westmount blvd.  
There is no need within any urban area to have four lanes of traffic, three should be sufficient 
with morning and evening rush hour traffic taking the middle lane, the present fourth lane 
along many arterials should be given to protected cycle paths.  

• Pg 69 – “Optimize traffic on collector and arterial streets – Ensuring the proper management 
of traffic on arterials and collectors: vehicles, transit, cyclists and pedestrians.”   Motorized 
means of transport (vehicles, buses, trucks, etc.) should be shunted to collector and arterial 
streets but self-reliant means of transport (walking and cycling) must not thus shunted into 
urban spaces overburdened by motorized transport for such areas are degraded because of the 
predominance of such motorized vehicles.   Citizens who are conscious of the value of active 
transport to the liveability and sustainability of our community should be valued.  As such, 
every effort should be made to provide them with dedicated continuous direct pathways where 
motorized vehicles are not allowed or are at a minimum number. 

 
4.0  Traffic and Active Transportation Master Plan 
• Pg 72 - Pedestrians – “Sidewalks that lower at driveway ramps should be avoided, where 

possible.  Sidewalks should be level to ensure universal accessibility. Driveway ramps should 
be located outside of the continuous walking path. Most driveways are only used a 
few times a day, while sidewalks carry more people.”  
 “...avoided, where possible.”  Should be changed to “...disallowed.” 

• Pg 73 – Pedestrians - No mention is made of a persistent problem on de Maisonneuve near 
mid block between Greene and Atwater wherein many Dawson students exiting their atrium 



proceed to Alexis Nihon in crossing de Maisonneuve by jaywalking.  It is a dangerous 
situation.  An “on demand” traffic light might be the solution. 

• Pg 75 - Cyclists - General Guidelines - The report states that encouraging cycling goes beyond 
providing a cycling network.  This is true, but Westmount does not yet have a cycling network 
and so establishing such a network is the first key action which Westmount should take.  Yet 
the report general guidelines do not even mention adding bike paths, but only refer to bike 
parking, expanding Bixi and signage.  While the General Guidelines do not mention bike paths, 
no measure except bike paths is mentioned in the subsequent list of Specific Measures.  The 
description of parking should stress that bike parking along commercial streets should be 
distributed along the street and not bunched into bike corrals.  Cyclists, like drivers, want to park 
close to their destination.  What’s more, cyclists like to keep an eye on their bikes while 
shopping due to the risk of theft.    Excellent bike parking equipment is required.    

Note that from the On-street Parking Spaces by Area Map: 
-  Area 'A', Vic Village, has 339 spaces (not including Metro parking lot) 
-  The question arises as to how many bicycle parking places there are, especially in front of shops?  
• Pg 75 - Cyclists  - General Guidelines - There is no mention of improving lighting along the 

dark de Maisonneuve bike path which is frequently a source of conflict between pedestrians, 
cyclists and drivers.  

• Pg 75 - Cyclists  - General Guidelines – “Implement a wayfinding system on Westmount’s 
cycling network....”  This system should be coordinated with that of neighboring boroughs of 
Montreal.  

• Pg 75 - Cyclists  - General Guidelines - The report mentions adding Bixi stations, but in 
addition, several of the existing Bixi stations should be expanded.  That is much cheaper than 
adding new stations and would quickly solve the current problem of frequent lack of bikes (in 
the morning) or lack of empty slots to return bikes (in the evening). 

• Pg 76 - Cyclists – Specific Measures – “Expand and upgrade Westmount’s cycling network to 
better cover the City and connect to all adjoining neighbourhoods.”    It is important that this 
network be designed in conjunction with adjoining neighbourhoods so that it is a continuous 
seamless network without any infrastructure difficulties where cycle paths meet at borders. 

• Pg 76 - Cyclists – Specific Measures – Mention should be made of the new Rec Centre and its 
showcase nature for Westmount’s new orientation towards active transport.  Specifically 
mention should be made of the need for dedicated short pathways for cyclists from the de 
Maisonneuve cycling path to the main entrances of the new Rec Centre.    At those two 
entrances special provision must be made for ample secure bicycle parking, some of which 
should have overhead protection from poor weather.    There should be room for expansion of 
the bicycle parking if need arises through the years.    Bixi stations should be installed near 
these entrances also. 

• Pg 76 and 77 - Cyclists – Specific Measures - Despite our comments on the preliminary 
report, the final report still lists and illustrates bike paths beside parked cars without dooring 
buffer zones and shared roadways – every year cyclists are killed by motor vehicles on these 
two types of cycling infrastructure.   This series of images on page 77 entitled Types of Cycling 
Facilities should be entitled Types of Cycling Fatalities.   

• Pg 78 – Cyclists – Map of Cycling Network - The proposed cycling network map shows a 
southbound bike path along Victoria to de Maisonneuve.  Victoria has parking on both sides of 
the street making it very risky for cyclists riding down a steep hill at typically higher speeds and 
longer braking distance.  Furthermore, Victoria below Sherbrooke St is extremely congested with 
traffic and a safe bike path could not be added without removing a car lane – does the City plan 
to do this?  The network map also shows a northbound bike path on Grosvenor, starting at de 
Maisonneuve.  Grosvenor is extremely steep and … 



• Currently, most cyclists ride down Lansdowne for several reasons – it has no parked cars on the 
west side (although many homes have parking aprons) and it connects directly to de 
Maisonneuve and the Glen bike paths.  Furthermore, we have recommended redesigning 
Lansdowne between Sherbrooke St and de Maisonneuve to facilitate active transportation access 
to the new WRC and to the bike paths.  We therefore recommend that the southbound bike path 
be located on Lansdowne.  As for the northbound bike path, Lansdowne, Cote St Antoine and 
Claremont must be considered.      

• Pg 78 – no mention of how cyclists will safely access the heart of Westmount – the shops 
along Sherbrooke St.  We have proposed replacing two of the 4 car lanes (excluding the 2 
parking lanes) with two bike lanes to reduce traffic, calm traffic and promote cycling to this 
key sector of Westmount.  Our proposal for Sherbrooke St closely resembles the before and after 
images on page 83 of the report except that the cycle paths are next to the sidewalks. 
What of replacing one of four car lanes? 

• Pg 82 – Road Diets and Bike Facilities – The report should clarify the fact that while bike 
paths are effective road diet tools, they are not covered by the Traffic Calming Guide.  Bike 
paths are for the greater good of all Westmount residents by reducing traffic and promoting 
active transportation.  They must not, therefore be subject to the approval process required for 
traffic calming initiatives.  Most particularly, bike paths must not require support of  75% of 
residents of streets on which the bike path is to be located.    

• Pg 93 – External Projects – The report appears to ignore the potential increase in traffic once 
the MUHC opens for example, an increase in traffic along Lansdowne and the Glen as staff 
drive to and from the staff parking garage located at the bottom of the Glen.  Westmount 
should take defensive measures to limit this impact, like the redesign of Lansdowne between 
Sherbrooke St and Ste-Catherine St, which we have proposed. 

 
5.0  Implementation 
• Pg 96 – Quantitative Objectives - No quantitative objectives have been provided in the 

Genivar report.  This issue is addressed in more detail in the last section of these comments 
(Process Management). 

• Pg 96 and 97 – Phasing of Measures – No mention of specific dates is given for any of the 
phases.  The Short, Medium, and Long Term need completion dates to be effective.  This 
issue is addressed in more detail in the last section of these comments (Process Management). 

• Pg 97 – Road Diet - Côte St-Antoine should be included in the table of road diet initiatives – 
with the proposed bike path being the road diet measure – the bike path would eliminate one 
car lane. 

• Pg 98 – Transportation Advisory Committee – A section should have been added to the report 
that would redefine the mission of the TAC to include active transport and mass transit on an 
equal basis with vehicular traffic concerns with the safety of the most vulnerable being given 
special concern.  A draft TAC mandate is attached. 

 



Westmount Traffic Calming Guide 
 
2.0  Traffic Calming Guide Process 
• Pg 5 – Traffic Calming Warrants – The speed warrant indicates that traffic calming will not 

be considered unless 85% of vehicles are exceeding the speed limit by at least 10 kph.  This 
means that in a 30 kph zone, 85% of cars must be driving over 40 kph for measures to be 
approved.  Knowing that speed is the main cause of collisions and deaths, it is difficult to 
understand why the City would tolerate such a high level of Highway Safety Code violations 
before taking action. 

 
3.0  Application of Measures  
• Pg 7 – Speed bumps – The Guide states that speed bumps are no longer recommended, yet on 

some streets crossing the de Maisonneuve bike path, speed bumps are very effective in 
ensuring that drivers respect Stop signs and do not cruise into the bike path.  For instance – on 
Oliver north-bound at de Maisonneuve.   

 
 



Issues Not Fully Addressed in the Genviar Report 
 
Introduction 
We appreciate the efforts by Genivar and the City to analyse the current traffic situation in 
Westmount and identify potential measures to reduce traffic and promote active transportation.  
Below are our comments, for consideration.  
----------------------------------------------------------------------------------------------------------------------- 

1 – Walking 
 

Scramble Crossings 
Will cyclists continue to be penalized for crossing intersections on pedestrian lights, especially 
problematic with scramble crossings? 
 
Duration of Pedestrian Light  
Some elderly residents have difficulty crossing intersections in the time allocated by pedestrian 
lights.  This is particularly the case around Westmount’s residences for seniors.  
 
Street Lighting 
The current Washingtonian street lights are inappropriate for both pedestrians and drivers and 
create an unsafe situation for both.  They also cause significant light pollution. 
 
Pedestrian Ways  
An important element for urban walkers is the chance to walk along inter-connected byways that 
are not entirely bound to street layouts with their adjoining car parking and traffic. Many 
Westmounters for exercise walk long distances and are appreciative of routes that are free of 
vehicles as much as possible. 
There are some citizens who are avid urban hikers. For them the possibility to traverse great 
parts of the island of Montreal within the confines of Nature is very important. Thus an 
interconnected set of walking pathways that traverse Westmount parks, various lanes, climb 
exterior stairs, and cross Summit Woods to connect to hiking paths of Mont Royal is to be 
desired. (There has been much discussion about deconstructing the road interchange at Cote des 
Neiges and Remembrance to facilitate this connection. Moreover there has even been discussion 
about connecting Mont Royal to Outremont summit by way of the cemeteries. There have been 
design ideas brought forward for a suspended walking bridge over the rock cut in the Camilien 
Houde drive just as it begins its descent towards Mont Royal Avenue.) 
This leads naturally to the Nordic idea of being able to cross country ski across the three major 
summits of Montreal: Outremont, Mont Royal, and Westmount.  At present only Mont Royal has 
an excellent layout of trails. 
There is also the winter sport of snowshoeing whose tradition has a very long history on the 
slopes of all three summits. 
 
Athletic Use of Urban Spaces  
The athletic use of the urban spaces of Westmount may not have been considered. There are 
many long distance runners in Westmount who enjoy training by using some of the quiet streets 
and parks of Westmount for that purpose. Unfortunately some of them run on the cycling path to 
the danger of all, often during the evening rush hour. Is it possible to designate certain quiet 
residential streets as running streets? Some establishments, such as the Running Room on 
Sherbrooke, provide clients with suggested running routes and maps.  
 



Enhanced Pedestrian Precincts  
The pedestrian should have enhanced pedestrian precincts for shopping and socialization. Greene 
Avenue with extensions east and west along Ste Catherine as well as the Victoria Village with 
extensions along Sherbrooke east and west of Victoria are prime candidates for these 
improvements. The recent upgrading of Greene Avenue has not changed its basic configuration 
of being given over primarily to car movement and parking. The impression is that the pedestrian 
has been shunted off to the side. For Greene Avenue the case of Kitchener Ontario should have 
been followed wherein King Street was designed primarily from a pedestrian perspective:  
http://www.downtownkitchener.ca/news/kingstreet/ 
 
----------------------------------------------------------------------------------------------------------------------- 

2 – Cycling 
 

More Bike Paths 
• The key/essential requirement for mainstream cyclists is safe bike paths 
• Currently, Westmount has   -125 kms car lanes 

-125 kms of sidewalks  
-2.3 kms of bike path - about 1% of total 

• In a recent poll, 20% of residents said they cycle regularly and 28% of households have no car 
• Bixi membership in Westmount for 2012 was 549 members, up 10% from 2011  
• No doubt many more residents would cycle if City provided safe bike paths  
• Genivar proposal -6kms more in long-term   

-Total in long-term of 8 kms or 3% 
• The City is largely ignoring the infrastructure needs of this significant and growing segment of 

Westmount’s taxpaying residents 
• Plan should establish a network of safe bike paths on at least 10% of Westmount streets now. 
 
Network of Protected Cycling Paths  
Every Westmount citizen should enjoy being within 200 meters of a protected cycling path from 
their place of residence. The new network of protected cycling paths across Westmount must 
connect well with what is being planned in neighbouring communities. The following streets 
should have protected cycling paths in the immediate future as the basic structure for this 
network:  
- Côte St Antoine from NDG to Kensington then down Kensington to the de Maisonneuve bike 
path,  
- Westmount Blvd.,  
- The Boulevard,  
- Greene from St Jacques to de Maisonneuve (with a possible long zigzag configuration as part of 
Selby Park so as to allow for easy ascent of an extremely steep slope), 
- Sherbrooke St from Claremont to Lansdowne (in conjunction with the development of a 
Victoria Village pedestrian enhanced precinct), 
- Lansdowne from Westmount Blvd to de Maisonneuve. 
 
from the Westmount Cycling Network Map (page 78) : 
- southbound cycling path on Victoria is acceptable if it is a protected path and if there is a 
protected path on Victoria between Sherbrooke and de Maisonneuve, otherwise swing over to 
Claremont along Côte St Antoine or to Lansdowne along Westmount Ave 
- northbound Grosvenor below the Boulevard has too many steep sections and will not work  



- going eastbound along Westmount Ave: it might make more sense to drop down Cedar rather 
than go up the Boulevard at Clarke 
- southbound Lansdowne should be extended to de Maisonneuve 
- consideration should be given to Montrose as a east-west route from Côte St Antoine by way of 
Murray Avenue next to Murray Hill Park, proceeding to Cedar or the Boulevard depending on 
final destination of UdeM or Montreal General hospital 
- there should be a westbound and eastbound cycle paths along the Boulevard for its complete 
length 
In terms of north-south streets for descents, there are four good possibilities: Claremont, 
Lansdowne, Côte St Antoine, the Mount Pleasant zig-zag.  
In terms of north-south streets for easy ascents there are only two possibilities: Côte St Antoine, 
and possibly the Mount Pleasant zig-zag.  
We are considering here mainstream urban cyclists who are not athletic but are in good health.  
For an indirect ascent I also like the Côte St Antoine - Murray Ave - Montrose - Ave de 
Ramezay. It is a good and indirect descent from the Boulevard and Côte des Neiges. 
 
Bike Lanes 
The first image of ‘Types of Cycling Routes’ in the Genivar documents showed a ‘Bike lane’ next 
to parked cars but without a ‘dooring’ buffer zone.  This is an out-of-date design.  Cities which 
promote cycling as a viable form of urban transportation have recognised that bike paths must be 
safe for the most vulnerable mainstream cyclists (for example: a mother pulling a trailer with her 
two children on the way to day-care or, a young cyclists on the way to school).  Dooring is a very 
serious risk for urban cyclists, often resulting in death, so bike paths without dooring zones next to 
parked cars are unsafe.  Cities with this type of infrastructure demonstrate their lack of commitment 
to safe cycling.  Westmount should not treat cyclists as second-class residents and so this design 
should not be considered by Westmount as a potential cycling infrastructure.  
 
Shared Roadways  
Genivar’s October 22 documents showed images of ‘Types of Cycling Routes’.   
The second image of ‘Types of Cycling Routes’ showed a ‘Shared roadway’ in which cyclists are 
expected to ride with motor vehicles.  This is absolutely not a safe cycling infrastructure.  Simply 
painting bike symbols on roadways provides no protection to cyclists from motor vehicles.  Because 
of the high risk, many mainstream cyclists will simply not ride with motor vehicles and painting 
bike symbols on the road will not change their behaviour.  This design should not be considered by 
Westmount as a potential cycling infrastructure. 
 
de Maisonneuve Not Up To Norms  
Genivar’s initial report last year highlighted that the de Maisonneuve bike path is not as wide as best 
standards.  The same issue was raised at the recent meeting, but Genivar would not provide any 
potential solutions, which seems strange if they have been thinking about it for over a year.  
Knowing the space limitations of de Maisonneuve and the need for car parking, we are very 
concerned that Genivar may recommend a ‘Shared roadway’ for west-bound cyclists, which, as 
indicated above, means simply eliminating a protected bike path for west-bound cyclists, along with 
all the risks that entails.  Another option would be to move one bike lane to Sherbrooke St or Ste-
Catherine St which would subject those cyclists to even greater risks (buses, trucks, heavier traffic, 
faster traffic, parked cars, etc.) not present on de Maisonneuve.  The traffic risks on Sherbrooke St 
are much greater than the risk of two cyclists colliding along de Maisonneuve.  What’s more, Vélo 
Québec has confirmed that bike path norms are simply guidelines with no legal obligation and that 
when inserting cycling infrastructure into existing road networks, municipalities must evaluate all 



the risks of each option and choose the lowest risk option, even if that option does not fully comply 
with the norms.  In the case of de Maisonneuve, a slightly narrow two-way protected bike path is 
much safer than no bike path in one direction (Shared roadway) or a bike path on Sherbrooke St or 
Ste-Catherine St.  Reducing the risk of a collision between cyclists (potential injury) by increasing 
the risk of collision with motor vehicles (potentially fatal) makes no sense.  Genivar also mentioned 
that the slightly narrow de Maisonneuve bike path could become a problem in the future as cycling 
volume grows.  But the de Maisonneuve bike path lanes through Ville-Marie are only about 6 
inches (10%) wider than in Westmount and the downtown section of the path is used by up to 8000 
cyclists per day, compared to 2000/day in Westmount.  What’s more, the Ville-Marie segment of 
the bike path has much more two-way cycling (higher risk of cyclists colliding) than in Westmount, 
where most cyclists tend to be heading east in the morning and west in the evening (lower risk of 
collision).  Despite that, we have not heard of any cyclist collisions in Ville-Marie or in Westmount.  
In addition, a new bike path along Côte St-Antoine would help relieve some cycling volume along 
de Maisonneuve.  There are many more pressing cycling issues in Westmount, like streets where 
cyclists ride without any protection from motor vehicles. 
  
Use of Bike Paths to Reduce Car Traffic Volume and Speed 
Since adding bike paths along busy streets would promote cycling, reduce car volume and reduce 
car speed (achieve three objectives with just one measure), we expected this traffic ‘tool’ to figure 
prominently in Genivar’s presentation and documents.  However, it received only passing mention 
once in their documents, as the last example of ‘road diets’ tools.  Obvious candidates for this ‘tool’ 
include Sherbrooke St, Côte St-Antoine, Westmount Ave and The Boulevard.  
 
Bike Path on Sherbrooke St  
The segments of Sherbrooke St and Victoria Ave within Vic Village represent the heart of 
Westmount – that is where most residents and visitors go year-round, to stroll, to shop, to eat, to 
meet friends or to just enjoy city life.  Taxpaying Westmount residents and Village merchants 
expect and deserve a public and commercial space which reflects the quality of the shops, the parks, 
the library and the rest of Westmount.   
But those two streets have one very serious problem: they are dominated by 6 and 4 lanes 
respectively of motor vehicles which blight the view, are noisy and are a danger to pedestrians and 
cyclists, thereby preventing residents and visitors from relaxing and enjoying the Village.  So 
despite the valiant efforts by shop owners to beautify their store fronts, in an attempt to make 
Sherbrooke St appear more attractive, it is not surprising that merchants complain about low 
pedestrian traffic and low sales.  Their beautifying efforts are largely undermined by the 
overwhelming presence of motor vehicles.  In short, Vic Village has nice shops and restaurants in 
an unattractive environment.  Furthermore, more than half of the motor vehicles driving along 
Sherbrooke St are just passing through, thereby compromising the quality of Vic Village, without 
any offsetting benefit.  The Village falls far short of current best practice for high quality public 
spaces in progressive cities.    
The current street design also excludes safe access to Vic Village by bike, thereby providing an 
incentive to residents to drive, rather than cycle, to the Village.  A recent survey indicated that 
nearly 20% of Westmount residents cycle regularly and 28% of households do not own a car, so no 
doubt many more residents would choose to cycle to Vic Village, rather than drive, if the City 
provided safe access.  Safe bike paths would also eliminate cycling on the sidewalks and would be 
consistent with the City’s objectives of reducing traffic, promoting active transportation and 
attracting younger families to Westmount.    
Our association therefore asks the City to consider the following suggestions for the Vic Village 
area: 



• On Sherbrooke St, between Claremont and Lansdowne, the current one lane of parking and two 
lanes of traffic in each direction be replaced, also in each direction, by a bike lane next to the 
sidewalk, one lane of parking and one lane of traffic – thereby removing one lane of traffic in 
each direction.   

• Extending this street design west to Lansdowne is important, since a number of cyclists from 
Côte St-Antoine or above use Lansdowne to access lower Westmount and the de Maisonneuve 
bike path.   

• Narrow dividers, possibly with vegetation in summer, be built between the bike lanes and the 
parking lane to separate pedestrians and cyclists from motor vehicles.  These dividers would help 
calm traffic, secure the bike paths and enhance street life.   

• Deliveries to shops and restaurants could be scheduled outside of rush-hours or during the day as 
they are on other 2-lane commercial streets in Montreal.            

• NDG may decide to follow Westmount’s lead and extend this layout along Sherbrooke St to 
Decarie to help improve access and street life along that commercial zone. 

• The City would have to consider how best to link the Sherbrooke St bike lanes with the de 
Maisonneuve bike path, although north-south car traffic is generally less intense than along 
Sherbrooke St.  

• If Montreal were to implement priority bus lanes, Westmount could close street parking on one 
side of Sherbrooke St during rush-hour to accommodate those buses. 

Westmount residents and Vic Village merchants have an important stake in the Village and we all 
suffer from the current street design.  The above changes would help beautify and transform this 
district and make Westmount more appealing to residents, merchants and visitors.   
 
Lansdowne Bike Path 
A Côte St-Antoine bike path will allow cyclists to safely transition from Upper-Westmount or NDG 
to Lower-Westmount or to link to the de Maisonneuve bike path. 
However, many cyclists are also using Lansdowne to connect to the Glen bike path.  So, a path 
should be established along that street.  This would be facilitated between Sherbrooke St and de 
Maisonneuve if that segment of Lansdowne were one-way up. 
 
Greene Ave Bike Path  
Aside from the Glen bike path, there is no other link between the south of Montreal and the key de 
Maisonneuve bike path.  A bike path up Greene Ave would provide an additional north-south link.  
 
Lighting along de Maisonneuve Bike Path  
Add sufficient lighting to ensure that even cyclists without bike lights are visible to pedestrians, 
drivers and other cyclists.   
 
Bike Path Features 
Safe bike paths should have the following features: 
- Consistent high quality cycle path surfaces, 
- Safe uncomplicated crossings of major intersections, 
- Proper clear path markings and signage 
- Consistent maintenance and clearing of debris, leaves, and snow 
- Amenities of good night lighting, well designed bicycle parking 
- Proper resolution of special conditions (such as detours around construction sites)  
 
Bike Parking in Commercial Areas 



We consider the current lack of safe access to Vic Village for cyclists to be a much more important 
issue.  Residents must be able to safely cycle to Vic Village before they worry about bike parking.  
However, for the Westmount residents currently brave enough to cycle along Sherbrooke St, bike 
parking is important.  And, assuming the City will build a bike path along Sherbrooke St, bike 
parking will become even more important.   
The design and location of this parking is important.  We recommend that locking posts or stands, 
which accommodate one bike on each side, be distributed along the street rather than installing 
multi-bike racks in a few select areas, for the following reasons.   
As bike theft has grown, cyclists are increasingly concerned about securely locking their bikes.  
This entails locking both wheels and the frame (the most expensive part).  Classic bike racks, which 
hold up the bike by the front wheel, make it easy to lock the front wheel, but thieves simply 
disconnect the front wheel and steal the rest of the bike.  With such racks, it is difficult to lock the 
frame and back wheel, since it requires a long cable, which is awkward and dirty to install and, can 
easily be cut.  Also, once a few bikes have been parked in those racks, it becomes very difficult to 
reach in between the bikes to properly lock ones own bike.  Imagine you have arrived well-dressed 
for shopping with your nice bike – you do not want to struggle with other bikes and long cables to 
securely park your bike.   
For this reason, many cyclists will not use front-wheel bike racks.  That is why you may have 
noticed bikes locked to posts and trees right next to nearly-empty front-wheel racks. 
As for location, cyclists prefer to lock their bikes near the shops they are visiting, for convenience 
and so they can keep an eye on their bikes.  For this reason, multi-bike racks often remain empty 
while bikes are locked to trees and posts along the same street.  It is important to remember that if 
the form of bike parking is not suitable, cyclists simply won’t use it.  Furthermore, multi-bike racks, 
once loaded with bikes, take up a lot of space on the sidewalk, creating an obstacle for pedestrians.   
Various designs could be considered: 
• A simple solution is to add rings/hoops to all the parking meters posts along both Sherbrooke St 

and Victoria Ave in Vic Village.  A few meter posts are already equipped with rings/hoops.  This 
design accommodates one bike on each side of the post.  One problem with this design is that 
traditional female-style bikes (a common design for urban bikes, like Bixis), do not have a top 
cross-bar to lean against the post, so they tend to fall over.   

• Utilitarian style bike parking posts which allow one bike to be locked on each side.  Dawson 
College has two rows of that design in front of its building on Sherbrooke St.  Posts of this 
design could be distributed along commercial streets. 

• More aesthetically pleasing stands resemble a large staple.  With this design, it is easy to lean 
ones bike against the stand and lock both wheels and the frame.  This is the most useful and 
simple design.   

More innovative designs, in keeping with Westmount’s character, could represent a statement by 
the City in support of cycling (celebrating cycling) as well as enhancing the street appearance and 
appeal of Vic Village and Greene Ave – part of Westmount’s ‘branding’.   
As for location, we recommend that the posts be distributed along Sherbrooke St and Victoria Ave.  
Every incentive the City can provide to potential cyclists will help promote cycling and, on the flip 
side, every obstacle or disincentive discourages cycling.  Secure (easy to lock the frame and both 
wheels) and convenient (distributed along the street) bike parking is one incentive which will 
promote cycling.   
 
Bike Parking at the Recreation Centre  
Space should be allocated at the new Recreation Centre for secured bike parking which is covered 
to protect parked bikes from rain and snow during games.  Even if one has to ride in the rain, it is 



much nicer to be able to lock/unlock the bike in a covered area.  Video surveillance for the bike 
parking area would make the cycling option more attractive. 
 
Bike Parking at Public Works Office  
The City’s Public Works office should have good bike parking for its own employees and for 
visitors. 
 
Bike Parking at Large Residential Buildings and Commercial Buildings  
The City should require owners of large residential and commercial buildings to provide secure 
parking for a percentage of the building occupants.   
 
Advance Traffic Lights for Cyclists  
At many intersections along the de Maisonneuve bike path cars turn left across the path and since 
drivers frequently forget to check for approaching cyclists, they create a safety hazard for cyclists.  
Cars turning across bike paths are one of the leading causes of collisions and injuries to cyclists.   
To mitigate this risk, Montreal has installed straight-ahead green arrows which last for 5-10 seconds 
at almost all dangerous intersections to give cyclists (and straight-ahead drivers) waiting at the light 
a chance to get through the intersection before the light turns full green allowing vehicles to turn left 
across the bike path.  Westmount has been asked to install similar straight-ahead green arrows at 
key intersections with significant left-turning motor vehicle traffic.  Westmount should also install 
'Priority to Pedestrians and Cyclists On a Straight Ahead Course' type of sign so as there is no 
doubt as to who has the priority. 
 
Cycling to School 
The City should examine how best, through its network of safe bike paths and School Corridors, it 
can promote cycling to school.  This would not only reduce the amount of drop-off traffic around 
Westmount, but would also help reduce obesity in youth.  In addition, studies show that children 
who walk or cycle to school perform better.  In addition, the City should encourage local schools to 
have sufficient secure bike parking to help promote cycling to school. 
 
Cycling Education 
The City should promote cycling education in schools and through the Sports and Recreation Dept. 
to encourage more residents to take up cycling and to do it safely. 
 
----------------------------------------------------------------------------------------------------------------------- 

 
3 - Traffic Volume 

 
General 
• We have allowed our precious public spaces and street life to be overtaken by motor vehicles.  
• Especially in Vic Village and along Greene Ave - the main destinations for residents. 
• The Master Plan is a Golden opportunity to transform our streets back to human-scale. 
• To create a street life which appeals to residents and makes our community attractive to new 

families.   
• Vic Village is like the heart of Westmount  
• Should provide an inviting environment that residents want visit year-round, to stroll, to shop, 

to eat, to sit, to listen, to watch and to enjoy.  A place where residents delight in communing 
with fellow residents.  

• Instead visitors to Sherbrooke St are treated to 6 lanes of motor vehicles 



• Almost 60% of traffic is through traffic 
• It is a noisy, dangerous and visually unappealing public space 
• The valiant efforts by shop owners to beautify their store fronts are largely undermined by the 

overwhelming presence of motor vehicles 
• Its not surprising they complain of low pedestrian traffic  
• Nice shops and restaurants in an unattractive environment  
• Does not reflect the quality of our homes, our parks, the library and current best practice for 

public spaces in progressive cities.   
 
Communauto  
The Communauto car rental service helps residents see cars as a service rather than a possession.  
This service helps reduce car ownership, which helps reduce driving.  Communauto is also planning 
a new more casual self-serve car rental scheme, similar to Bixi.  The City should allocate 
convenient public land to Communauto vehicles to encourage their usage.  
 
 

4 - Traffic Speed 
 

30 kph Speed Limit Throughout Westmount  
When reducing motor vehicle speed from 40 kph to 30 kph, the probability of a pedestrian being 
killed in a collision drops from 85% to 45%.  So, increasingly progressive cities are reducing max 
speed in urban centres to 30 kph – not just in school zones.  Westmount should set traffic speed at 
30 kph on all its streets and implement the necessary measure to ensure that the speed limit is 
respected.  It has been noted that all Nuns' Island’s residential streets are posted as 30 km/hr at the 
beginning of each residential street. 
 
Speed Cameras  
Motor vehicle speeding is one of the main causes of collisions and injuries and contributes 
significantly to the feeling that busy Westmount streets are unsafe for pedestrians and cyclists.  
Since enforcement is one of the key tools for speed control, Westmount should install speed 
cameras in zones where drivers typically speed.   
http://www.racfoundation.org/research/safety/effectiveness-of-speed-cameras 
 
Speed Bumps 
On residential streets, speed bumps should be designed so that vehicles travelling in excess of 15 
kph receive a serious jarring.  They should extend right across the road so that drivers cannot 
slide by them. 
 
 

5 – Parking 
 

Eliminate Street Parking in Commercial Areas 
Street parking along Sherbrooke St and Victoria Ave in Vic Village and along Greene Ave blights 
the view, takes ups valuable public space and generally diminishes the ability of residents and 
visitors to relax and enjoy those commercial centres.  The rows of parked cars also hurt the 
commercial potential of those areas and undermine attempts by the City and local shop owners to 
beautify the area to make it more attractive to potential customers.  In short, Vic Village and Greene 
Ave have nice shops and restaurants in an unattractive environment.   



Detailed studies of parking in the commercial areas could be very instructive when considering how 
to plan future parking availability and rates.  How much of parking capacity throughout the day is 
actually used by shop customers?  Where are those customers coming from?  How many from 
Upper Westmount, how many from Lower Westmount and how many from outside of Westmount.  
Who does Westmount want to provide parking for and why?   
In the case of Vic Village, the City should, therefore, consider moving all street parking from 
Sherbrooke St and move it to a new multi-story parking garage somewhere in Vic Village, possibly 
the Metro parking lot.   
One long-term downside to the parking-garage option is that it then becomes difficult for the City 
gradually eliminate parking spots in our City, to gradually diminish the incentive to drive.  In many 
rich cities, especially in Europe, shopper’s dependence has successfully been diminished by 
reducing incentives to drive (especially abundant parking) and providing good alternative public 
transit. 
 
Conclusions to Be Drawn from the Population Density Map: 
 
- It is interesting to note that the highest density area is around the Greene Village at 11,155 ps/km2 
and has a population of 5,131 residents; these residents are within a 3 minute walk of Greene; south 
and north of the Greene Village are the 4th and 5th highest density areas with 2,714 residents and 
1,573 residents respectively, most still within a 3 minute walk of Greene 
 
- For the Victoria Village it is interesting to note that it is centered on the 2nd and 3rd highest 
density areas of Westmount at 9,510 ps/km2 and 7,635 ps/km2 with populations of 2,896 and 2,970 
residents respectively 
 
 Conclusion: These population observations lead one to state that Greene and Victoria Villages 
should concentrate their efforts on enhancing the shopping experience for non-motorized citizens 
who are well within easy range of their shops by the use of their feet, walking or cycling; in other 
words every effort should be made to hide, camouflage, distance, reduce the visual impact of, 
reduce the sound of cars, trucks, and buses; every effort should be made to make people believe that 
the urban spaces of these villages are their space for their enjoyment by means of plantings, screens, 
bicycle amenities, pavings other than concrete, sophisticated down-lighting, sidewalk cafés, 
festivals, street music, etc. 
 
Conclusions to Be Drawn from the Origins and Destinations of Trips in Westmount Map: 
 
- Of all internal trips of 12,000, 48% are active transport, 3% mass transit 
 
Conclusion: Thus of all internal trips within Westmount 51% are not by car. This is a fantastic 
percentage to build on, to enhance by infrastructure, principally for Westmount cyclists as there is a 
complete network of sidewalks on both sides of streets. 
 
Free Street Parking 
Many streets offer free parking up to 4-hours for both residents and non-residents.  Free parking is a 
big encouragement to drive and dissuades people from considering active transportation or public 
transit.  What’s more, people commuting to work in Westmount need only check or move their car 
at lunch-time (every 4 hours) to have free all-day parking on many streets with 4-hour free parking.  
As an additional incentive, the 4-hour parking on many streets is not rigorously enforced.      Ample 
free parking also encourages Westmount residents to use their cars, rather than walking or cycling, 



for daily activities.  Free parking on public land is inconsistent with the City’s objective of 
improving liveability of Westmount by reducing traffic – it should be phased out, except in certain 
locations in the City. 
 
Parking for City Employees 
Westmount, the City’s largest employer, provides more than 100 free parking spots to its employees 
on land adjacent to the Yard Office, behind the Police station and next to City Hall, something 
which few urban employers provide.  That free parking has significant value and is no doubt a big 
factor in employees’ decision to drive to work rather than using active transportation, public transit 
or car pooling.  It is inconsistent for the City to devote its limited resources to a Master Plan to limit 
traffic while simultaneously offering free parking to its employees.  The City must lead by example 
and take the lead from the private sector in urban locations which has in the past provided free 
parking as a taxable benefit to only a few limited senior execs, but even that is being phased out in 
progressive companies.  Like private sector firms, the City should encourage its employees to use 
active transportation and public transit.  A programme of promotion and incentives could be 
implemented and the results monitored.  Incentives could include financial contributions towards 
the cost of Opus passes or Bixi subscriptions.  The City had installed a bike rack in front of the Yard 
Office; however that bike rack was subsequently removed – a strong message to its employees 
about its lack of commitment to active transportation.   
 
Parking at the Recreation Centre  
Currently, many hockey players drive or are driven to the arena, which is inconsistent with the 
fundamental mission of the Recreation Centre – physical activity.  Driving to and from the RC 
increases motor vehicle traffic in Westmount and has a negative impact on liveability, particularly 
for adjacent residents living on Lansdowne, Ste-Catherine St, Academy Road, etc..  Despite those 
negative impacts, the plans for the new arena include significant parking.   
The big incentive to drive to the RC is cheap parking.  To eliminate this incentive, parking at the 
new Recreation Centre should be expensive.  Given the affluence of Westmount residents, the 
parking fees at the new Recreation Centre will have to be significantly high to affect the behaviour 
of players.  It may be difficult to predict at exactly what price players will decide to not drive, so the 
City should adjust the price over time to achieve the volume of traffic it targets. 
Visiting teams should be provided reasonably priced, but not free, parking, provided they are car-
pooling. 
 
 

6 - Public Transportation  
 

Public Transit   
At the Genivar meeting, there was no discussion of mass transit as an effective transportation 
choice.  There was no analysis as to whether the present situation as provided by the STM is 
adequate or what recommendations might be made.  The implications of dedicated bus lanes on 
Sherbrooke were also not discussed.  
 
Dedicated Bus Lanes During Rush-hour  
Westmount should immediately implement dedicated bus #24 lanes during rush-hour along 
Sherbrooke St.  This could be accomplished by eliminating parking on the rush-hour side of the 
street for 1-2 hours per day, like Montreal does now along Park Ave.  We know this is part of the 
STM plans before 2014, but we heard that those plans have been delayed.  This is one concrete 
measure Westmount can implement now to promote the use of public transit. 



Vic Village merchants won’t object to the morning rush-hour, since their shops are not open at that 
time.  Evening rush-hour would be more problematic for them.  It would promote parking turnover 
at that time of the day.  Maybe Westmount could start with morning rush-hour and they decide later 
for the evening rush-hour (step-by-step approach!).  
As for residents parking on Sherbrooke St, some sections do not allow parking during rush-hour 
already – like between Arlington and Melville. 
   
 

7 – Process Management 
 

Plan Implementation 
• Implementation process - as important as the Plan 
• City should quantify its objectives and implementation schedule - for instance: by 2014:  

-Reduce traffic by 50%  
-Reduce cruising car speed on main streets by 20% 
-Increase pedestrian traffic on Sherbrooke St by 50%  
-Double # of cyclists  
-etc. 

• Results should be monitored and appropriate adjustments made to ensure goals are met 
• Since none of the proposed measures would require significant public spending, the measures 

should be implemented promptly.  
  

Transform Culture of City Administration  
There should be a pro-active programme to transform the culture of the City Administration from its 
historic role of facilitating traffic flow to one of reducing traffic flow and promoting active 
transportation.  For instance, the Administrative Traffic Committee should receive a new mandate 
to achieve Master Plan objectives.  Our association has prepared a draft TAC mandate, consistent 
with this new plan.  That draft mandate is included at the end of these comments. 
 
Westmount Leadership and Coordination with Adjacent Boroughs 
Genivar mentioned that most effective measures are regional. 
Westmount should lead in coordinating traffic and active transportation initiatives with adjacent 
communities to ensure effective results in our community.  Westmount should equally voice its 
concerns at the metropolitan level. 
Without compromising our actions, Westmount initiatives should harmonise with similar initiatives 
in adjacent boroughs, including traffic reduction, speed reductions, parking reduction and promoting 
public transportation and cycling.  Cooperation and coordination could be particularly helpful to 
minimise the negative traffic impact of the new MUHC and the Turcot as well as coordinating and 
mutually supporting efforts to transform Sherbrooke St.  Obviously, any new bike paths in 
Westmount should link with current or planned bike paths in NDG/CSL, Ville-Marie or Southwest 
Borough.   
 
The eventual effect of this master plan effort will be greatly weakened by a factor that falls 
outside of its specific mandate.  This factor is the ever increasing number of private vehicles in 
the greater Montreal area.   NDG and the SW have on many occasions through their elected 
officials and community representatives expressed the desire to control traffic, reduce the 
volume of traffic on their streets.   Westmount has also stated these same goals.  In fact this 
Master Plan is supposed to be an effective tool in that undertaking.   
 



But it will have little or any effect on the numbers of vehicles passing through Westmount unless 
it is undertaken in conjunction with NDG and the SW as immediate allies. This group should set 
themselves the immediate task of joining forces with such communities as Montreal West, 
Lachine, LaSalle, and Verdun, and Ville Marie as a joint political force working towards 
significantly reducing vehicular volumes.  This should be emphatically stated within the Master 
Plan vision that the present administration and all future Westmount administrations should 
make it a priority to advance this political cooperation to reach these goals.    
 
Then they would have considerable weight within the Agglomeration to effect a reversal of a 
very unhealthy trend: 
 
"Le nombre d'automobiles augmente deux fois plus rapidementque la population dans la grande 
région de Montréal. 
 De 2006 à 2011, la population de la région métropolitaine a connu une croissance de 5,7 %. Or, 
durant la même période, la Société de l'assurance automobile du Québec a enregistré une hausse 
de 10,9 % du nombre de véhicules. 
Dans les couronnes de Montréal, on compte désormais 1 voiture pour 1,3 personne en âge de 
conduire. Dans l'île de Montréal, ce rapport est de 1 automobile pour 2,1 adultes." 
 
Pierre-André Normandin dans La Presse  L'automobile règne en maître à Montréal  
 
Active Transportation Access to MUHC 
An estimated 12,500 people per day (10,500 staff and 2000 visitors) are expected to go to and from 
the MUHC site.  In addition, the new buildings being considered by the MUHC along the south side 
of de Maisonneuve will add to that total.  With proper active transportation access, many of those 
will be able to walk or cycle to the hospital, thereby reducing motor vehicle traffic through 
Westmount.  Westmount should continue to advocate for proper active transportation access.  
 
Resident Participation, Communication and Promotion 
Westmount residents live with traffic issues 24 hours/day year-round and are by far the most 
knowledgeable about the current situation and often have good ideas on how to address problems.  
Furthermore, those residents will be most affected by any measures introduced as part of this Plan.  
It is therefore essential that they be consulted thoroughly and frequently throughout the process. 
Implementation of the Master Plan will result in a transformation of Westmount and while it will 
improve liveability for the community as a whole, almost all residents will be affected and many 
may not agree the proposed changes, particularly those changes which affect them directly.  
Therefore, the City should develop and implement an appropriate communications programme to 
help ‘sell’ the planned measures.  The City should also implement certain promotion programmes to 
help guarantee achievement of the broad objectives.  For instance, the City can sponsor initiatives 
which will promote cycling by residents who may be curious about urban cycling but need help 
getting started.   
 
Test Measures 
It is normal and to be expected that some residents will resist change and therefore oppose some 
measures, particularly the more significant measures.  Many cities have helped address that 
reluctance by implementing measures on a test basis for a period of time to demonstrate the benefits 
of the measures to residents and to help soften unjustified resistance. 
Testing measures also allows the City to see the results of the measures and make any necessary 
adjustments.  



 
----------------------------------------------------------------------------------------------------------------------- 
 
Conclusion 
The intention of all the above comments is to reassert the human scale within the urban spaces of 
Westmount. During the 20th Century, public space has gradually been usurped by motor 
vehicles.  It is no longer possible to create any sort of ambiance within these spaces. Vehicles 
must be repositioned in urban environments as a mode of transport of last resort rather than as 
defining elements of these spaces. 
 
Addendum in Favour of Cycling  
-NDG has begun to expand its cycle path network, NDG Avenue and Cote St Antoine being two 
new cycle paths; Westmount wants NDG commuters to make a modal shift so that their 
percentage of commuters travelling by bicycle continues to rise by 2% or more per year with a 
concomitant 2% drop in private car transport;  
-None of the schools above Sherbrooke in Westmount have a protected cycle path connection; 
there are no effective bus connections to most of the schools above Sherbrooke; students should 
have the option of going to school by way of a protected cycling path 
-The Boulevard, Westmount Avenue, and Cote St Antoine all have problems with traffic 
calming; protected cycling paths, as evidenced by the Glen, provide the most effective traffic 
calming tool 
-According to a study released in France cycling is very good for one's personal health: 
« La pratique quotidienne du vélo diminue de 25% les risques de maladies cardio-vasculaires, de 
15% ceux de développer un cancer du sein et de 30% ceux de tomber en dépression »  
Professeur Jean François Toussaint, directeur de l'Institut de recherche biomédicale et 
d'épidémiologie du sport, France. 
-The protection between cyclists and vehicles must add to the design of the street; these elements 
must be in character with their neighbourhoods or add a greening element to the road 
environment 
 
Westmount Walking and Cycling Association 
May 2013 
 



Attachment 
Draft - Transportation Advisory Committee Mandate 

 
Preamble 
 
• Motor vehicles have a significant negative impact on our health (collision injuries, pollution-

related diseases and obesity-related diseases), on the environment, on the liveability of our 
communities (noise, space, visual impact) and on our taxes to fund road infrastructure and health 
care.   

 
• High traffic volumes, especially along its key east-west streets and a few north-south streets, 

have a negative impact on the liveability of Westmount. 
 
• The majority of traffic in Westmount is either through traffic (mainly cars heading to and from 

downtown) or in/out traffic (people working or visiting Westmount for shopping, activities, etc.).  
 
• Currently, Westmount encourages people to drive by offering abundant road capacity with free-

flowing traffic as well as abundant free or low cost parking. 
 
• Traffic pressure is expected to grow with the construction and start-up of the MUHC and the re-

construction of the Turcot interchange. 
 
• Council seeks to improve the liveability of Westmount by reducing traffic and promoting active 

and public transportation.  This objective was expressed initially in the Sustainable Development 
Plan and more recently in the Master Traffic and Active Transportation Management Plan.  

 
• For residents to adopt walking and cycling as a mode of daily transportation, they must feel safe.  

Since a typical pedestrian or cyclists weighs 50 to 100 kg, compared to 1500 to 2500 kg for 
motor vehicles, it is not surprising that most of the injuries and deaths on the roads are a result of 
collisions with motor vehicles.  On average, 6 people die and 500 are injured daily on Canadian 
roads.   

 
• Westmount currently has about 100 kms of traffic lanes used by approximately ?,000 motor 

vehicles a day.  The City has about 100 kms of reasonably safe sidewalks, however pedestrians 
are at risk when crossing streets.  Cycling infrastructure is lacking (about 2 kms of bike paths).  
Public transportation is reasonably efficient. 

 
Transportation Advisory Committee Mandate 
 
• In line with the recommendations of the Master Traffic and Active Transportation Management 

Plan, the TAC is mandated to identify, evaluate and approve measures that will achieve 
Council’s objectives of reducing motor vehicle traffic and increasing active and public 
transportation. 

 
• These measures will include reducing road capacity, slowing traffic flow, reducing parking 

capacity and increasing the cost of parking.   
 
• The TAC will also identify, evaluate and approve measures to increase walking, cycling and the 

use of public transportation.   



 
• When evaluating potential measures, the TAC will accord significant priority to the safety of 

pedestrians first, cyclists a close second and motorist a distant third – in proportion to their 
relative weight.  This means that pedestrians and cyclists must be provided infrastructure which 
is designed to make them feel safe from motor vehicles.  

 
• Any measures being contemplated by the TAC which do not comply with this mandate must be 

submitted to Council for approval on an exception basis. 
 
• Council recognises that implementing traffic reduction measures will result in temporary traffic 

congestion until drivers adapt by taking alternative routes, car pooling or by switching to active 
or public transportation.  

 
• To avoid excessive disruption, traffic cutting measures should be implemented in a gradual 

manner, however, most key reductions should be implemented before the MUHC start-up 
scheduled for 2014. 

 
• Citizen membership on the TAC would help ensure a perception of openness and transparency. 
 
Monitoring and Reporting 
 
• For the next several years, until Westmount has achieved its desired level of traffic, active 

transportation and public transportation, and until the MUHC has started-up and the Turcot has 
been rebuilt, the ATC will monitor and report to Council on traffic and on its activities on an 
annual basis by the end of January each year. 

 
• The report will quantify motor vehicle capacity, pedestrian and cycling capacity as well as public 

transportation usage in Westmount, compared with previous years, to clearly demonstrate the 
year-on-year progress towards Council’s objectives.  

 
• The annual TAC report will quantify, amongst other things: 

-TAC actions during the past year to reduce traffic and increase active and public 
transportation  
-Estimated number of cars/day using Westmount’s main streets  
-Estimated traffic capacity of Westmount’s main streets including: 
 -Kilometres of traffic lanes 

-Number of traffic calming measures  
-Changes to traffic light management  
-Speed limits 

-Number of parking spots by category 
-Cost of parking by category 
-Improvements to pedestrian safety  
-Kilometres of bike paths  
-Improvements to cyclist safety 
-Estimated public transportation use in Westmount (people getting on and off busses or 
subway) 
-Improvements to public transportation (STM and Westmount actions) 
-Key measures planned for the coming year  

 



Westmount Walking and Cycling Association – May 2013 
 
 
 


