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Toronto Pearson International Airport is currently the
fourth largest gateway into North America and Canada's busiest
airport, welcoming 40 per cent of Canada's passenger traffic and
air cargo.

However, though the City of Toronto excels today, having
the largest and most diverse urban economy in Canada, Toronto
was one of the last Canadian cities to establish a municipal
airport. Various political and economic motives prompted the
development of what is now Toronto Pearson, but it was
ultimately the continually increasing passenger demands that
powered original development and the constant expansion of
terminal buildings.

In the early 1930s, civil aviation activity in Canada was
controlled by the Department of National Defence. In Toronto,
it was concentrated at De Lesseps Field on Tretheway farm in
Weston. Toronto had five additional airports or airfields, four
along Dufferin Street between Eglinton and Sheppard avenues:

· Barker Field (Dufferin and Lawrence) was an active 
flight training and charter centre until the early 1950s.

· The Toronto Flying Club Aerodrome (Dufferin and 
Wilson), opened in 1931, was one of Canada's busiest 
airports, and acted as Toronto's customs point of entry
until Toronto Municipal Airport at Malton opened.

· Canadian Air Express Airport, also known as the 
Toronto Aerodrome, (Dufferin, near Sheppard) was the
airmail hub for daily flights to Montreal and Dearborn,
Michigan, between 1930 and 1932.

· De Havilland Canada's grass airfield, originally 
Downsview Airfield, (Sheppard, near Dufferin) was an
aircraft testing centre. It later became the Canadian 

Forces Base (CFB) at Downsview and was used by air 
force squadrons. CFB Downsview included the 
Canadian Air Express and Toronto Flying Club lands.
Currently, the site serves as the Bombardier Aerospace
testing centre.

· Leaside Airport (east of Eglinton and Laird) was a 
World War I flight training and maintenance facility for
the Royal Flying Corps, terminus of the first airmail 
flight in Canada, and home to the Toronto Flying Club
until 1931.

On April 21, 1931, Toronto mayor William J. Stewart
convened the first meeting to select a site for a centralized civil
airport for the city. At the time, few of his constituents had the
means to fly, as Canada was deeply affected by the Great
Depression as well as the drought in the Prairies.

Nevertheless, in September 1933, a special airport
committee of the City of Toronto and Board of Trade proceeded
to research potential locations. While the committee
recommended the purchase of 121 hectares (300 acres) north of
the city, the mayor pursued development of the existing
Canadian Air Express location. This suggestion was quickly
dismissed, as the City knew that with the Depression in full
swing, federal funding would be critical. To access
unemployment relief funding, the federal government required
that municipalities developing airports own the airport site and
that they not dispose of the site without the consent of the
federal government. The Canadian Air Express site was owned
by Canadian Airways and consequently did not satisfy this
condition.
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Things moved slowly, with the Toronto Harbour
Commission reviewing plans for a Toronto Island location.
Meanwhile, the Department of National Defence was becoming
concerned, as it considered the existing facilities insufficient.
The department warned pilots away from Toronto during the
winter months due to unsafe runways and facilities, but
continued to allow airmail traffic year-round.

In February 1935, Ottawa promised to build a "million-
dollar" world-class airport in Toronto. Sites under consideration
by the City included Barker Field and the Toronto Flying Club
Aerodrome. By May, though, city councillors voted 11 to nine in
favour of building an airport/seaplane port on Toronto Island,
linked to the mainland by tunnel.

For several reasons, the island was not an ideal location:
· It experienced frequent fog.
· It had many tall buildings nearby.
· A number of islanders opposed an airport.
· It required a costly tunnel to the mainland to allow 

sufficient access.

Though the City pressed ahead, Prime Minister Mackenzie
King rejected the island location and suspended initial work.

On November 1, 1936, the Department of Transport
headed by Minister C. D. Howe was founded by combining the
Department of Railways and Canals, the Department of Marine,
and the Civil Aviation branch of the Department of National
Defence. The new Department had full responsibility for civil
aviation and began to scout locations north of the city with

enough room for 1,524 m (5,000-foot) runways.
In 1937, nine farms around the small hamlet of Elmbank in

the Malton area, with an area of 425 hectares (1,050 acres), were
purchased by the federal government as an airport site for the
City of Toronto. Elmbank was little more than a rural crossroads
at Britannia and Fifth Line, with a corner store/carriage factory,
blacksmith shop, inn, school, post office, and cheese factory. Its
distinction was the Catholic mission and cemetery, which drew
parishioners from as far away as Port Credit, Bolton, and
Toronto.

The city began planning for an airport in this region, while
proceeding with an airport on Toronto Island at the same time.
The Department of Transport provided grants of $500,000 over
four years to cover the cost of construction at Elmbank and on
the Toronto Island, while the City of Toronto spent $1.3 million.

In September 1938, the City opened Toronto Municipal
Airport at Malton, which was informally known as Malton
Airport. The first official landing was at 1:10 p.m., August 29,
1938, when an American Airways DC-3 from Buffalo, New York,
touched down before crowds of spectators. The airport
consisted of two hard surface runways, 914 m by 46 m (3,000
feet by 150 feet), one grass landing strip, field lighting, weather
reporting, and radio range. The first terminal was the Chapman
farm house on Sixth Line, now Airport Road.

The Toronto Daily Star reported that people lined up for a
mile along the airfield to watch the landing; some climbed trees
to get a better view. When the aircraft stopped by the terminal
building, members of the Royal Canadian Air Force, who served
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as ground crew, circled the plane to prevent damage from the
throng of spectators.

Two days later, the first TransCanada Airlines flight landed
at Toronto Municipal Airport, when a Lockheed Electra touched
down. Beginning on October 18, 1938, TransCanada became the
first airline to provide regular services at Toronto Municipal
Airport. Toronto subsequently became TransCanada's principal
operating base for transcontinental service.

As the Great Depression ended, few things symbolized hope
for the future more than airplanes. Going to the airport was a
thrilling experience, a place where one could see the bright
future in action as powerful machines roared out of the sky,
gleaming in the sunlight. For some, airplanes seemed right out
of science fiction. The airport became a place where dreams
were realized.

In 1939, the city opened Port George VI Airfield on Toronto
Island, later called Toronto City Centre Airport. That same year,
the city constructed a wooden terminal building to replace the
Chapman farm house at the Toronto Municipal Airport. The
terminal was identical to the one built on Toronto Island,
measuring 35 m by 12 m (116 feet by 38 feet) and
accommodating passengers and baggage on the ground floor,
radio service and an office on the second floor, and a control
tower.

That year, the Toronto Municipal Airport was selected as the
site for two training facilities under the British Commonwealth
Air Training Plan for the war effort: the No. 1 Elementary Flying
Training School and the No. 1 Air Observers School.

The City of Toronto transferred responsibility for the
control and management of the Toronto Municipal Airport at
Malton to the Toronto Harbour Commission on January 24,
1939, which in turn leased it to the Department of Transport
within the same month. Transport contracted TransCanada
Airlines to operate the airport until 1940.

When World War II broke out, the federal government took
over full operation and maintenance of the airport, and retained
control throughout the war and for six months afterwards. Even
during the war, airport operations continued to develop. On
May 10, 1941, TransCanada Airlines began Toronto to New York
service, using Lockheed Lodestars. On June 24, 1941, American
Airlines started service between Toronto and Buffalo, using DC-
3 aircraft.

Before the federal government could return the airport to
the city as had been originally planned, Toronto, concerned
about its cost of operations, leased it back to the government for
a period of ten years.

After the war, passenger travel increased dramatically over
the next 15 years. In 1946, total passengers at Toronto Municipal
Airport numbered 180,307, and by 1952, the annual passengers
processed at the airport increased to 558,820. In May 1948, the
government installed an Instrument Landing System to allow
for low visibility operations, and in 1949, a single-storey, brick
terminal building, known as the apron building, was opened
near the existing terminal. It had an additional capacity of
400,000 passengers a year.

By the 1950s, people had become more prosperous, and
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with the advent of turbo-prop aircraft, air travel prices were
dropping as larger aircraft appeared and their range increased.
Canadian Pacific started regular services at the airport on
October 4, 1952.

In October 1953, before the lease expired, the City of
Toronto sold the airport to the Department of Transport for a
dollar and an agreement that the government would build a new
runway at the Island Airport together with a 3,345 m! (36,000
square-foot) hangar for an estimated cost of $1.5 million.

Meanwhile, the Toronto Municipal Airport continued to
expand. In 1954 and 1959, the apron building was expanded to
meet passenger demand. In 1957, the federal government
extended Runway 14-32 by 1,676 m (5,500 feet) to 3,368 m
(11,050 feet), and Runway 10-28 was extended to 2,195 m (7,200
feet).

In 1958, construction began on one of the largest public
works projects of its time, the first of four planned aeroquays
designed by John C. Parkin. Initially known as Aeroquay One,
Terminal 1 was the only aeroquay constructed, at a cost of $27.5
million. The project also included the construction of the
airport administration building, east of the terminal building,
and road access to these facilities. In 1959, the federal
government took over airport emergency services from A. V.
Roe.

On March 1, 1960, full international service began when
British Overseas Airways first offered flights to Europe. At this
time, the Toronto Municipal Airport at Malton was renamed
Malton International Airport, and then Toronto International

Airport a month later when the city complained.
In 1962, the airport became the busiest airport in Canada

with 1.48 million passengers, surpassing even Montreal, which
was Canada's most populous city at the time. The federal
government expropriated 1,200 hectares of land to enlarge the
airport site and completed a new parallel Runway 05-23, with a
length of 2,896 m (9,500 feet).

In January 1963, an aircraft hydrant refuelling system was
installed throughout the apron areas of Terminal 1 by the
Malton Fuelling Facilities Corporation, a consortium of airlines.

The federal government opened the Air Cargo Centre,
north of Terminal 1, in 1964. The cargo centre was expanded
several times over the years and by 1980 encompassed 35,000
m!.

On February 28, 1964, Terminal 1 was opened by Prime
Minister Lester B. Pearson. The circular 23-gate terminal
building of 56,180 m! and its central, nine-level, square parking
garage were praised as an international showpiece in aviation
and architectural circles. The circular design of the terminal
building minimized walking distances from car to aircraft to
about two minutes.

So important was the design that a NASA committee,
chaired by Carl Sagan of Cornell University, chose a picture of
Terminal 1 taken by photographer George Hunter as one of the
115 images for the Voyager spacecraft golden record, launched
into space in 1977. Images selected for the record were intended
to represent the diversity of life and culture on the planet.

In 1966, Toronto International Airport welcomed more
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than 3.7 million passengers. By 1967, annual passenger counts
were more than 4.6 million.

Terminal 1 had been designed to process 1,400 passengers
per hour, or 3.5 million passengers per year. The parking garage
contained 1,669 spaces. However, by 1967, the terminal had
reached capacity and was becoming congested. At that time, 10
airlines were operating out of the terminal. In 1968, the federal
government announced plans to develop an interim terminal to
relieve congestion. In addition, plans for a new airport in
Pickering were brought forward.

At this time, area residents met to oppose further
development at Toronto International Airport. Residents
formed the Society for Aircraft Noise Abatement, and the
Mississauga Homeowners Association presented a brief to
Transport Canada opposing expansion. In response, Transport
Canada created an airport planning task force to investigate the
issues.

Construction of Terminal 2 began in 1969, using a linear
terminal design to accommodate increasing numbers of
passengers and wide-body jets. In January 1971, the first Boeing
747 jumbo jet arrived at Toronto International Airport when an
Alitalia flight for New York was diverted to Toronto. Terminal 1
couldn't handle the wingspan of the aircraft. By April 1971, Air
Canada had introduced B747 service on its regular Toronto-
Vancouver route.

During construction, the concept of the terminal building
changed, causing delays in the growing construction project. As
an emergency measure in June 1971, the government opened a

temporary passenger charter terminal in an expansion of the Air
Cargo Centre, capable of handling three DC-8s at a time. That
year, 6.7 million passengers moved through Toronto
International Airport.

In June 1972, as the CN Tower grew in the distance, the 31-
gate Terminal 2 opened with an area of 84,978 m! and a capacity
to serve 6 million passengers a year. The temporary charter
terminal in the Air Cargo Centre ceased operations, and the
space was renovated for cargo warehousing.

That same year, the federal government purchased 7,527
hectares (18,600 acres) of land within the City of Pickering and
towns of Markham and Uxbridge for the purpose of building an
international airport. However, public outcry led to formal
public hearings and an inquiry under Justice Gibson to review
evidence of the need for a new airport and justification for the
site choice.

By 1974, the inquiry concluded that the expansion of
Toronto International Airport was justified as was the full scale
development of a new airport on the Pickering lands. However,
the federal government dropped plans for Toronto in favour of
moving quickly to develop Pickering. Planning started in
February 1975.

Transport Minister Jean Marchand announced that
preparatory work would begin in Pickering that summer. In
August that year, bulldozers on site met with resident protestors,
causing Ontario Premier William Davis to call for the federal
government to hold off site work until after the looming
provincial election. On September 18, 1975, with a minority
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government, William Davis withdrew support for the Pickering
airport, and the federal government terminated work without
the province's commitment for site access and utilities.

Despite the addition of Terminal 2, Toronto International
Airport remained congested as passenger volumes increased by
57 per cent from 1971 (6.7 million) to 1974 (10.5 million).

During the 1970s, additional European air carriers provided
service to Toronto International Airport, including Alitalia in
June 1972, Lufthansa in May 1973, KLM in May 1974, Swissair
in April 1975, and Air France in May 1975. In 1975, 164,000
tonnes of air cargo were processed at the airport.

Expansions to Terminal 2 in November 1977 increased
capacity to 9 million passengers per year and added a dedicated
parking garage with 5,421 spaces, increasing airport parking
capacity to more than 10,000 spaces. By 1979, 14 million
passengers were passing through Toronto International Airport.
In 1981, a $28-million expansion of Terminal 1 increased
capacity to 6.5 million passengers a year, but with increased
security requirements, passenger congestion continued.

Having dropped the Pickering project in 1975, the
government announced in 1981 an airport master plan for
improved services over the next decade, including a third
passenger terminal. However, with an air traffic downturn
underway due to the economic recession, Transport Minister
Otto Lang imposed a moratorium on planning at Toronto
International Airport.

In April 1981, the new Air Traffic Control tower opened at
a cost of $15 million.

Toronto International Airport was renamed Lester B.
Pearson International Airport by Prime Minister Pierre Elliott
Trudeau in 1984. With the deregulation of the domestic air
travel industry that year, passenger traffic grew substantially,
spurring the federal government to move ahead with Toronto
Pearson expansion.

In the summer of 1986, helicopter service began from the
Terminal 2 East Hold Satellite to Cherry Beach on Toronto
Island and downtown Toronto, but the service was eventually
discontinued because of noise complaints.

Also in 1986, the federal government issued an Expression
of Interest to private enterprise to design, build, finance, and
operate Terminal 3. Four consortia responded and prepared
proposals. The Airport Development Corporation was selected
and an agreement was signed in 1987 to develop and operate a
world-class passenger terminal, a 4,000-space dedicated parking
garage, a first-class hotel, offices, and a trade and convention
centre. A 40-year ground lease for the terminal property was
signed in 1988, and construction began on May 2 of that year.

By 1988, 273,000 tonnes of cargo were handled more than
40 per cent of Canada's air cargo.

In July 1989, the federal government released a strategy
report on aviation in southern Ontario. The report
recommended that Toronto Pearson be developed to its
optimum capacity so that it could continue to serve as the major
airport. The federal government began the environmental
assessment of the Toronto Pearson site, appointing a review
panel.
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In 1990, a $40-million expansion enlarged the international
section of Terminal 2, increasing capacity to 1,800 passengers
per hour.

When the large, horseshoe-shaped, state-of-the-art
Terminal 3 opened in 1991, it garnered international attention,
not for its modern design, but for its operator: Terminal 3 was
the world's first airport terminal designed, built, financed, and
operated by a private sector corporation on federal lands.

Built at a cost of $520 million, the 24-gate terminal of
119,060 m! had a capacity of 1,000 domestic passengers per
hour, 600 US-bound or transborder passengers per hour, and
1,000 international passengers per hour, giving an annual
capacity of 10 million passengers.

In 1991, the federal government held public hearings
regarding the findings of the Environmental Impact Study
conducted in relation to the expansion of Toronto Pearson. The
appointed Environmental Assessment Review Panel deliberated
on the findings through 1992, and recommended against airport
expansion in November of that year.

However, in February 1993, Transport Minister Jean
Corbeil announced that the federal government would move
ahead with the Toronto Pearson expansion, including a new
fourth runway. Preparatory construction began that summer.

By 1994, Toronto Pearson International Airport had three
terminals, three runways, and was welcoming 20.9 million
passengers. The existing facilities were forecast to reach capacity
by the year 2000, with passenger demand continuing to increase
at a rapid pace. The federal government looked once again to the

potential of the Pickering lands, and began deliberations over
new ways to sustain Toronto's aviation demands for its growing
population and global position.
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The 1986 announcement that the federal government
intended to localize airport management came as little surprise.
It was a time of renewed confidence in corporate ideals, and of
the international precedents of successful airport deregulation
in the United States and in Britain.

The concept of local airport management, modelled on a
business imperative, would be more efficient for and beneficial
to the community the airport served. And this made sense,
especially in Canada where 743 airports existed, from the tiny
landing strip at Mould Bay, Northwest Territories, to the
enormous international facilities at Montreal Mirabel
International Airport of 39,250 hectares (97,000 acres).

A local model, according to Transport Minister John
Crosbie, would bring a level of accountability and management
discipline to airports that the public service model could not
achieve. And it would bring with it economic opportunity.

“Most of our airports have a lot of commercial potential
that is not being exploited,” said Crosbie. “The local people will
know what they want by way of an airport, and how they want
to develop it.” The announcement fostered both apprehension
and excitement in airport managers and municipal leaders.

In the months after the announcement, the airport’s
government-appointed managers began the transition process
by introducing business models to operational practices. They
established goal systems and new measurements to evaluate
airport operations and productivity. They also sought ways to
enhance relationships with the community to ensure a sense of
partnership existed.

All the while, renovations on Terminals 1 and 2 went ahead
on an accelerated schedule to accommodate the ever-increasing
passenger and cargo needs. It was a difficult process, said Ed
Warrick, airport general manager from 1984 to 1987, but
encouraging. “Unquestioningly, these changes have imposed an
added workload upon most facets of our operation as the new
system shakes itself down.

“At this stage, it’s safe to say that a tighter, closer-knit, and
more efficient operation is beginning to emerge with all the
improvements that this promises for the future of airports.”

In 1987, Chern Heed took over from Warrick as airport
general manager, and continued the process of devolution.
During his term, runway environmental processes were
established and consultation community groups were
developed. In addition, Heed helped develop the Request for
Proposals for the privatization of Terminals 1 and 2, and co-
chaired the proposal evaluation committee.

While Heed and his team worked toward a corporate
business model, Metro Toronto Chairman Alan Tonks along
with his regional chair colleagues began the process of
establishing a Local Airport Authority. The last Metro Chairman
before the municipalities amalgamated under the Mayor of the
City of Toronto, Tonks was Mayor of York from 1982 to 1988,
before becoming Metro Chairman from 1988 to 1997. Tonks was
subsequently elected to the federal parliament in 2000 and re-
elected in 2004 and 2006.

In the decades since the first landing at Toronto Municipal
Airport at Malton, the surrounding farmland has become home
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to more than 650,000 Mississauga residents (Canada’s sixth
largest city) and more than 424,000 Brampton residents
(Canada’s 14th largest city) and their wealth of industries. The
input and support of these municipalities would be necessary to
effectively manage the airport infrastructure.

Tonks and Peel Regional Chairman Frank Bean agreed to
return to their councils to seek approval for the creation of a bi-
regional task force that would attempt to form an airport
authority. However, Peel Regional Council recanted at the last
minute because of unresolved concerns over who would have
more representation: Toronto or Mississauga. The matter of the
Toronto City Centre Airport also remained outstanding.

Metro Toronto, keen to begin the process, went ahead and
created its own community task force. Their two goals were to
assess the federal government’s airport transfer policy and to
place this issue on the regional agenda.

The five members of the Metro task force were:
• Art Eggleton, Mayor of Toronto
• Bruce Sinclair, Mayor of Etobicoke
• Alan Tonks, Metro Chairman
• John Shepherd, member of Metro Toronto Economic

Development advisory committee
• Gordon Riehl, President of the Metro Toronto Board    

of Trade

During the next seven months, the task force gained the
support of the Metro Toronto Board of Trade for the airport
authority concept and determined that they needed to gain
broad community support before proceeding with a transfer

proposal.
In 1988, during their series of meetings, the new Transport

Minister, Benoit Bouchard, announced additional airport
transfer guiding principles to supplement those originally
announced in 1986. Minister Bouchard’s main amendment was
that a Local Airport Authority must have local and provincial
support.

In August 1989, Minister Bouchard announced short-,
medium-, and long-term measures to address a variety of
southern Ontario air system problems. The proposal declared
that Toronto Pearson had grown to “Canada’s busiest airport,
and one of the 20 busiest airports in the world.” Renovations to
Terminals 1 and 2 at Toronto Pearson were declared “top
priority,” Terminal 3 was “to be completed by mid-1990,” and
plans were announced to conduct technical studies and a public
environmental assessment review regarding a proposal for two
new runways.

Under the proposal, Transport Canada would retain
responsibility for air safety, navigation, air traffic control, and
security, but all other operations would be managed by a
municipally-approved corporation with a mandate to use any
and all revenue from operations for airport systems. The
transition from Transport Canada to local control would be an
enormous undertaking with a steep learning curve, but it would
be the most exciting thing to happen at Canadian airports since
first landings. And at Toronto Pearson International Airport,
which the federal government recognized as the major airport in
Ontario, it would spark a long battle for control of Canada’s
busiest and most lucrative airport.
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“[Toronto] Pearson will continue as the major airport for
Southern Ontario and be developed to its optimum capacity in
terms of social, economic, environmental, and transportation
considerations,” the Transport Minister announced in August
1989. “The other airports in Southern Ontario should be
developed to respond to the immediate demands for aviation
infrastructure and ultimately be developed to fulfill their roles
within the area airports system and eventually supplement the
role of [Toronto] Pearson.”

The announcement spurred a private consortium called
PaxPort Inc. to present a well-publicized proposal to the federal
government calling for the privatization of Terminals 1 and 2.
This proposal distressed the government, who had not asked for
a proposal and recognized that the proposal would compromise
the plan to establish a Local Airport Authority.

PaxPort, formed from Matthews Group, CIBC Wood
Gundy Capital, Allders International, and Ellis Don, were
organized, publicity-conscious, and backed by Terminal 2’s
main tenant Air Canada, which was itself becoming deregulated.
At that time, 45 per cent of Air Canada stock was sold by the
federal government and a second offering was proposed for the
next year.

The PaxPort proposal impelled the Metro task force to
accelerate their efforts to gather community support. They
approached Gardner Church, Deputy Minister for the Office of
the Greater Toronto Area (OGTA), who had realized that his
office had overlooked airport infrastructure in its 1989
evaluation of Greater Toronto Area needs. Church agreed that
OGTA needed to remedy this oversight, and he called together

the heads of regional councils that surrounded the airport.
The OGTA task force convened to hear the results of the

Greater Toronto Coordinating Committee’s (GTCC) report on
airport capacity and Greater Toronto Area (GTA) needs. The
report recommended that GTA airports should be operated as a
system and that a Local Airport Authority was the preferred
method of operation.

“Pearson is a profitable airport,” said Eggleton. “I think it
can be better operated under local control.”

Then another private consortium submitted an unsolicited
proposal for terminal development, making it clear that the
private sector believed Toronto Pearson worthy of interest. All
told, the federal government received subsequent unsolicited
proposals from Air Canada; the Airport Development
Corporation, who operated Terminal 3; and Canadian Airports
Limited, who were associated with the British Airports
Authority.

This second proposal galvanized a regional committee
called the Group of Seven. Its members were heads of regional
councils in the area around the airport:

• Art Eggleton, Mayor of Toronto
• Bruce Sinclair, Mayor of Etobicoke
• Hazel McCallion, Mayor of Mississauga
• Reg Whynott, Chairman of Hamilton-Wentworth 

Region
• Howie Herrema, Chairman of Durham Region
• Peter Pomeroy, Chairman of Halton Region
• Ken Seiling, Chairman of Waterloo Region
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At the same time, an Airport Technical Committee was
formed by Toronto Pearson operations and management staff to
provide input on the practical necessities of forming a Local
Airport Authority.

In December 1990, the Group of Seven met with Doug
Lewis, the latest Transport Minister, as well as the recently
appointed Ontario Transportation Minister Ed Philip and the
GTA transportation head Ruth Grier. At this meeting, Lewis
indicated support for an airport authority as well as his support
for terminal privatization.

Minister Lewis asked for input from the Group of Seven for
the federal government’s privatization terms of reference,
scheduled for release in early 1991. The key point offered was
that no terminal privatization should occur before an airport
authority was formed.

Thereafter, the Airport Technical Committee made
presentations to the Group to ensure they thoroughly
understood airport issues, specifically those related to
privatization and the formation of a Local Airport Authority.

As a result of their discussions, the issue of accountability
was identified as a major barrier. The federal government’s
airport transfer guidelines were clear: a Local Airport Authority
board could not contain politicians, nor public servants. But
without political representation, the Group argued, how could
an airport authority be accountable to the communities it
served? 

Unable to resolve this issue, OGTA informally approached
Transport Canada staff to ask if the federal government would
relax this edict in order to meet the special needs of a Local

Airport Authority in the Greater Toronto Area.
But the government insisted that political involvement in an

airport authority would not be allowed. For the latter half of
1991, its proponents discouraged and the OGTA now occupied
with issues related to the new provincial government, the
formation of an airport authority was put aside.

But not for long. In early 1992, there were whispers that the
latest Transport Minister Jean Corbeil was preparing to
announce a Request for Proposals (RFP) for the privatization of
Terminals 1 and 2. The rumours roused OGTA, which began to
solicit members for an airport authority that could draft a
proposal.

On March 16, 1992, the RFP was released by ministers
Corbeil, Wilson, and Martin, inviting the private sector to
“finance the upgrading of Terminals 1 and 2 and to manage
them under a lease agreement.” The RFP was intended to
“encourage private-sector initiative and innovation while
ensuring safety, security, and fairness to users.”

Minister Corbeil said: “The federal government is
committed to expanding Pearson Airport’s terminal capacity to
adequately serve the growing number of users forecast over the
next decade, while restricting the cost burden on the taxpayers.”

The Request for Proposals gave interested parties 93 days to
respond. Proposals were to be evaluated on the basis of the
“airport’s long-term development needs, operational
advantages, and economic objectives for southern Ontario, as
well as their overall financial value for Canadians,” said Shirley
Martin, then Minister of State for Transport.

The OGTA regional chairs had to move quickly if they were
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to submit a proposal by the deadline. They asked the Deputy
Minister to facilitate the creation of a Local Airport Authority,
called the South Central Ontario Airport Authority (SCOAA),
that would serve as a bidder for the terminals redevelopment
project. The regional chairs would provide names of prospective
members, and the provincial government would provide a loan
guarantee to cover start-up and bid-preparation costs. Alan
Marchment, the Chief Executive Officer of Central Guaranty
Trust, was selected as the SCOAA interim Chair.

But OGTA had moved too quickly for the liking of the Peel
Regional Chair and Mayor McCallion, who were perturbed at
being left out of the process, however unintentionally. So, led by
Sidney Valo, President of the Mississauga Board of Trade, the
Pearson Regional Airport Corporation was formed as a second
proposed airport authority. Valo began to lobby for support
from the regional boards of trade and chambers of commerce in
the Greater Toronto Area, as well as with regional councils.

But having two rival airport authorities undermined
either’s chance to bid. Transport Canada made it clear that they
would negotiate with only one duly constituted and politically
sanctioned Local Airport Authority. Once again, something had
to be done to create a united, viable airport authority, acceptable
to everyone involved.

Prompted by the Metro Toronto Board of Trade, the
regional chairs formed a private-sector task force to recommend
next steps, to create an airport authority, and to assemble a
proposal for the terminals redevelopment project. At this time,
Hamilton withdrew from discussions and no longer

participated.
The members of the task force were:
• Gerry Meinzer, Chairman, representing Metropolitan 

Toronto
• Sidney Valo, representing Peel Region
• Jim Bullock, representing Halton Region
• Robert Attersley, representing Durham Region
• Michael Butt, representing York Region

Steve Shaw, who worked for the Metro Chairman’s office,
became the task force’s secretary, dedicated exclusively to the
airport authority issue. He organized meetings of the task force,
coordinated staff support, and pursued the Metro Board of
Trade and Transport Canada for input.

The task force proposed that the regions and municipalities
of the Greater Toronto Area approve the Local Airport
Authority’s draft nomination and board structure by February
1993. The board was to consist of 10 members, two
representatives from each area. In addition, five members were
to be appointed by the board.

“[The task force] went to each municipality and explained
what an airport authority was, how we proposed to create it, and
what we were proposing to do,” Valo said. “We educated them
about how the airport was a significant economic engine: the
second largest employer in Ontario after the auto industry.

“We took the proposal to the regional chairs and they
accepted it.”

Finally, four years after Chairman Tonks’s meeting with Peel
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Regional Chair Frank Bean, a working group was established
capable of providing an alternative to a for-profit consortium:
an airport authority that could manage the airport efficiently,
enhance regional economic growth, and confer regularly with
the surrounding communities; in short, an authority that
combined sound business practices with a strong sense of public
accountability.

But thanks in part to the outgoing federal government’s
rush to have the future of the airport sealed, another struggle
was taking shape—this time under the watchful eyes of the
media and public.

The task force had no time to rest. The regional chairmen
and their private-sector working group had to make a case for
the development of a Local Airport Authority and draft a
proposal for the terminals redevelopment, while consulting with
the surrounding regions’ political, business, and community
representatives. There were four main issues that needed quick
assessment:

1. How could an airport authority be formed to ensure 
the interests of the regions were addressed?

2. What area and number of airports could the authority 
be expected to oversee in the initial stages?

3. What legislation, funding, and staff support were 
required to make the authority fully operational?

4. What process should be instituted to unify the 
authority and raise the endorsement of municipalities,
boards of trade, and chambers of commerce?

The private consortia bidding on the terminals
redevelopment project, by contrast, were long established,
accountable to none of the regional business or community
groups, and had a significant head start in developing their
proposals.

The Director of the Southern Ontario Area Airports Study
(SOAAS) reported to the task force in September 1992. John
Kaldeway, later appointed President and Chief Executive Officer
of the GTAA in 2004, served as project director of the study,
which was conducted by the Transport Canada Ontario
Regional Directorate. The study considered the roles of 19
southern-Ontario airports around Toronto Pearson throughout
a 20-year horizon. The study was eventually published in March
1995.

Central to the SOAAS was the confirmation of the regional,
national, and international importance of Toronto Pearson as a
gateway to North America and as a centre of world trade, and
the recommendation that Toronto Pearson should continue to
be Canada’s central hub airport.

Also key to its recommendations was that the Pickering
lands be developed into a reliever airport by 2012 to take over
traffic from Toronto Pearson, which was forecast to reach
capacity at that time. Pickering was chosen over Hamilton
because of its proximity to Toronto population and markets, and
its limited site constraints compared to Hamilton.

By October 1992, the task force of the regional chairs had
produced a report describing the best way forward, and they
circulated it to the municipalities for support. After an intensive
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effort, resolutions of support were received and on that basis the
private-sector task force was incorporated as the Greater
Toronto Regional Airports Authority (GTRAA) on March 3,
1993.

The inaugural board members were:
• Robert Bandeen, Chairman, nominated by 

Metropolitan Toronto
• Robert Attersley, nominated by Durham Region
• James Bullock, nominated by Halton Region
• Michael Butt, nominated by York Region
• Anne Edgar, nominated by Peel Region
• Peter Gilchrist, nominated by York Region
• Maureen Kempston-Darkes, nominated by Durham 

Region
• Gerry Meinzer, nominated by Metropolitan Toronto
• Sidney Valo, nominated by Peel Region
• John Walker, nominated by Halton Region

A non-profit corporation run according to business
principles was a new concept for Toronto Pearson, but not for
Transport Canada. Transport had already transferred some
operations to Local Airport Authorities at the other four major
Canadian airports: Vancouver, Montreal, Calgary, and
Edmonton.

Nor was the concept new internationally. Britain had put
three London airports under the aegis of the British Airports
Authority in 1965 with great success. In addition, the Port
Authority of New York was operating three airports to national

and international kudos.
However, the initial plan for Toronto Pearson involved

leasing Terminals 1 and 2 to one private interest and the airfield
to another, while a third leased Terminal 3. In addition, the
federal government wanted a Local Airport Authority to oversee
these operators. Toronto Pearson was the biggest, busiest, and
most contentious airport in Canada. And times were heady:

• The federal government was impatient for divestment.
• There was nervous expectation about a huge increase 

in travellers and cargo at the airport.
• A federal election loomed.
• Media and the public were becoming increasingly 

interested in the airport issue.

Before Christmas 1992, Minister Corbeil announced that
PaxPort had delivered the “best overall acceptable proposal
received for the redevelopment and operation of Terminals 1
and 2.”

In negotiations, PaxPort developed a joint venture with its
competitor, Claridge (a partner in the Airport Development
Corporation that ran Terminal 3), to complete the deal. The
partnership became known as T1/T2 Limited, then Mergco, and
finally the Pearson Development Corporation.

With Claridge involved, the deal would result in a private-
sector monopoly at Toronto Pearson, a situation PaxPort had
warned the federal government against during the competition.

On August 30, 1993, eight months after PaxPort was
announced as frontrunner, Minister Corbeil and Public Security
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Minister David Lewis announced that the PaxPort-led
consortium, called Pearson Development Corporation (PDC),
had won the opportunity to redevelop and run Terminals 1 and
2.

Under the $700 million agreement, PDC was to sign a 57-
year lease (37 years with an optional renewal period of 20 years)
with the federal government, and would take over the federal
agencies’ existing leases with airlines and concession operators.
The closing date for agreements was set for October 17, 1993.

The needed improvements to the terminal buildings would
not happen under government ownership though, because the
government had made a commitment not to increase the deficit.
Minister Lewis, himself a former Transport Minister and a
privatization pioneer, said the deal with PDC underscored his
government’s commitment “to let the private sector do what the
private sector does best, which is operate ventures of this kind.”

But not everyone was convinced. Federal Liberal leader Jean
Chretien and New Democratic Party leader Audrey McLaughlin
called on Prime Minister Kim Campbell to halt the deal, but she
refused. A federal election was called on September 9, 1993.

During the election campaign, the privatization deal at
Toronto Pearson became an issue.

“I’m warning everyone involved: if we become the
government, [the deal] will be reviewed; and if legislation is
needed [to overturn the deal], we will pass legislation,” Chretien
said.

On October 25, 1993, the Liberals won a landslide victory,
and the GTRAA, so close to being edged out by private interests,
had a new opportunity to make a difference in the future of
Toronto Pearson.

Less than 48 hours after being elected, Prime Minister
Chretien commissioned Robert Nixon, a former Liberal
treasurer for Ontario, to review the agreement between the
former federal government and PDC. All progress related to the
deal would be halted until Nixon completed his report. The
review also halted the move to privatize the airfield.

On December 3, 1993, Nixon’s report was released. The
findings were scathing. Among them:

• The single-stage Request for Proposals and 93-day 
deadline created an “enormous advantage” for the 
firms that had previously submitted proposals.

• Lobbying “exceeded permissible norms” creating heavy
pressure on the bureaucracy, such that many civil 
servants requested transfer from the project.

• No financial pre-qualification was required, a highly 
unusual freedom in a project of such magnitude.

• There was an unacceptable constraint on alternative 
airport development within a 75 km radius of Toronto
Pearson, which included Hamilton International 
Airport, until Toronto Pearson was processing 33 
million passengers per year.

• Patronage “may have had a role in the selection.”

Nixon concluded that “to leave in place an inadequate
contract, arrived at with such a flawed process, and under the
shadow of possible political manipulation is unacceptable.” The
PDC deal was suspended.

The suspension gave new hope to the GTRAA, which
renewed its efforts to be recognized by Transport Canada.
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On December 10, 1993, three GTRAA members, Peter
Gilchrist, Sidney Valo, and Anne Edgar, along with Steve Shaw,
met with Toronto Mayor Eggleton and the Minister responsible
for the Treasury Board to discuss the urgency of the situation at
Toronto Pearson. At this meeting, Eggleton asked three
questions:

1. Where did the GTRAA stand on the issue of terminal 
redevelopment?

2. What was the GTRAA’s position on funding?
3. What was the GTRAA’s view on the proposed new 

runways?

But the GTRAA had spent much of its time working on
recognition, rather than developing airport plans. The group
couldn’t answer Eggleton’s questions at that time. Eggleton
suggested that the GTRAA meet with the Transport Minister
and members of the Metro Liberal caucus to enlist their help in
getting recognition and becoming a viable option for Toronto
Pearson management.

A week later, the GTRAA received a letter from the assistant
Deputy Minister of Transportation for Ontario, David Guscott,
suggesting the GTRAA could take the initiative by influencing
Metro and GTA caucuses; by displaying professional expertise,
financial confidence, and political preparedness; and by
examining the airport’s market position and preparing a
complete business strategy.

The GTRAA set to work. It sent a letter to the Minister of
Transport embracing the recommendations relating to an

airport authority in Nixon’s report, especially those concerning
the GTRAA board structure, that its five vacancies should be
filled by two members appointed by the Ontario Minister of
Transportation and three members, including the chair,
appointed by the Minister of Transport. These members would
not be elected officials nor government employees, and would
be required to perform their duties in the best interests of the
authority.

The GTRAA urged the new Transport Minister Douglas
Young not to let business at Toronto Pearson “continue as usual”
as that would create a significant disadvantage to airport
development, strategic marketing, and airline- and airport-
related promotions. The GTRAA also pledged to accept some
modifications to its policies in order to achieve rapid resolution.

The GTRAA, mindful that it lacked a clear position on
terminal and runway development, decided it was impossible to
take a position as it had not been part of the original discussions
and processes. The authority would continue to work toward
recognition with the Minister of Transport and then work as
quickly as possible to develop positions on development and
operational issues.

On April 13, 1994, the government introduced Bill C-22 to
the House, the bill that cancelled the Pearson Development
Corporation (PDC) deal officially and limited compensation to
the companies involved to out-of-pocket expenses, preventing
them from claiming lost opportunity or profits foregone.

Bill C-22 was passed in the House, but not passed by the
largely Progressive Conservative Senate, which sent the bill back
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to the House for amendments. The PDC consortium, according
to the Senate, deserved the opportunity to seek redress for
compensation in the courts. The battle over compensation
would continue for two years.

On July 13, 1994, days after the Senate’s refusal to pass Bill
C-22, the Minister of Transport announced the new National
Airports Policy that, for the first time in Canadian aviation
history, clearly defined the federal government’s role in airports.
Toronto Pearson was defined as one of Canada’s 26 core airports
that made up the National Airports System and would be
managed by an authority in accordance with Canadian Airport
Authority principles.

Essentially, the National Airports Policy changed the federal
government’s role from airport owner and operator to that of
owner and landlord. Air traffic control and some airport
security would continue to be provided by the federal
government, but everything else from setting fees for parking, to
the management of ground terminal services and concession
operations would be managed by the authority. As a financially
self-sufficient corporation, the GTRAA would receive absolutely
no taxpayer money, and would be responsible for generating the
funds required to develop and operate the airport, maintain the
facilities, and improve the region’s air transportation system.

To become Toronto Pearson’s authority, the GTRAA had to
comply with Canadian Airport Authority requirements:

• It had to be a not-for-profit corporation.
• Its board of directors had to consist of 15 members 

nominated by various community interests.
• Its senior managers had to hold regular meetings with 

a community consultative committee.

In November 1994, after making all the necessary bylaw
changes and gaining resolutions of endorsement from all major
municipalities, the GTRAA was reconstituted with a new name:
the Greater Toronto Airports Authority (GTAA). It was officially
recognized by Transport Canada as the operating authority for
Toronto Pearson International Airport.

Steve Shaw, who had acted as secretary of the authority
working from the Metro Chairman’s office, became the first
GTAA employee with the designation of Director of Strategic
Planning.

At that time, the GTAA board of directors included:
• Robert Bandeen, Chairman, nominated by 

Metropolitan Toronto
• Robert Attersley, nominated by Durham Region
• Donald Blight, nominated by Durham Region
• James Bullock, nominated by Halton Region
• Michael Butt, nominated by York Region
• Ronald Dennis, nominated by Peel Region
• William Dimma, appointed by the federal government
• Anne Edgar, nominated by Peel Region
• Peter Gilchrist, nominated by York Region
• Gerry Meinzer, nominated by Metropolitan Toronto
• Joanne Thomas Yaccato, appointed by the federal 

government
• Sidney Valo, nominated by Peel Region
• John Walker, nominated by Halton Region
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Shortly thereafter, the board was completed by Bonnie
Patterson, appointed by the Province of Ontario, and Sharon
Moss, nominated by Metropolitan Toronto.

Eight years after Minister Crosbie’s deregulation
announcement in 1986, Canada’s largest airport had a
professional authority financed without taxpayer money,
operated according to the best business practices, and founded
on the principles of public accountability. In December 1994,
the GTAA signed a Letter of Intent to initiate formal
negotiations with Transport Canada for the transfer of Toronto
Pearson International Airport.

By January 1995, there were already differences of opinion
on how to proceed. Transport Canada insisted that there be no
substantive changes to the generic legal transfer document, but
the GTAA argued that the nature and character of Toronto
Pearson was unique and required a management structure not
constrained by for-profit business conventions.

That month, after two years of service on the GTAA board,
Sidney Valo was elected as chairman for a three-year term. His
tasks were immense: to oversee the transfer of Toronto Pearson
from Transport Canada, to build the GTAA into a viable
administrator, and to find a Chief Executive Officer to lead the
GTAA into its first term as manager of Toronto Pearson.

The board organized itself into three working groups:
Operations, Business Planning and Transfer Process, and
Organizational Development.

Operations studied current construction projects and
began research on further airfield development, preparing for

renewed public and media interest in airport policy. It
established contact with every stakeholder group from
limousine operators to residential neighbours.

Business Planning and Transfer Process developed a budget
and established an office in the government Administration
Building between Terminals 1 and 2. It negotiated the lease of
airport lands with the federal government.

Organizational Development was talking with airport
executives, looking for a Chief Executive Officer.

It was a steep learning curve. The federal government had
slated approximately $250 million for redevelopment of the
airport prior to signing the Letter of Intent. Many projects were
already underway and several more contracts needed immediate
attention:

• a new runway and associated taxiways
• existing runway restoration
• a central aircraft deicing system
• parking lot reconditioning
• construction of a storm water quality control facility

Valo and his team found exactly who they had been seeking
in a Chief Executive Officer. The leading candidate was an
experienced airport manager who believed that the best
governance structure was the not-for-profit structure that the
GTAA had established. He also believed that Toronto could and
should be an important hub for international air travel.

His name was Louis Turpen. He was appointed President
and Chief Executive Officer of the GTAA in July 1995. When he
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came on board, said Peter Gilchrist, a member of the board of
directors from 1993 to 2001, “the world changed for everybody.”

Turpen had 14 years experience as Chief Executive Officer
of San Francisco International Airport and prior to that six years
experience in the US Air Force as an engineer running airfield
operations, maintenance, and construction. In addition, he
served as Director of the Airports Council International (ACI)
Pacific from 1982 to 1995; was Chairman of ACI Pacific in 1983,
1989, and 1992; and had been a member of the ACI World
Governing Board from 1992 to 1995.

He held a Civil Engineering degree from the US Air Force
Academy, a Masters Degree in Business Administration, and was
registered as a Professional Engineer in several jurisdictions.

At San Francisco, Turpen led two major terminal
redevelopment projects with a combined budget of more than
US $3 billion: the complete rebuild of the terminal complex
from 1979 to 1986, and the construction of the International
Terminal in 2000. Both were completed on time and within
budget.

During his career, Turpen was an innovator in a number of
areas of airport improvement:

• the first "Street Pricing" concept in airport retail 
(1981)

• the first airport counter-terrorism plan (1985)
• the first comprehensive noise mitigation program 

(1987)

His experience and credentials were unrivalled, and he had

a reputation of being intractable—a welcome characteristic for
the leader of a young organization required to regularly interact
with politicians and stakeholders.

One month after his appointment took effect, Turpen
presented a proposal to the board of directors that looked 30
years into the future and featured a single-terminal concept, a
rationalized groundside road system, and expanded airside
capacity. It was ambitious, essential, and according to some
board members, visionary.

The board adopted the proposal and asked Turpen to
proceed with a long-term strategic plan that would
accommodate the expected number of passengers comfortably
and safely. Though 1994 saw Toronto Pearson process 20.9
million passengers, demand was expected to increase to 40
million passengers by 2010.

So with a mandate to proceed on plans for the future of the
airport, Turpen turned his attention to issues of the moment:

• He oversaw the presentation of the airport employees 
transfer proposal to Transport Canada, which would 
ultimately increase GTAA staff from less than 10 to 
525.

• He started the search for human resource and finance 
executives for the GTAA team.

• He settled the GTAA lease formula and payment terms 
with the federal government.

In December 1995, the GTAA and Transport Canada signed
a Memorandum of Understanding agreeing on the financial

Brian Lackey
Vice President, Operations 

and Chief Engineer
1997-Present





38 Celebrating Success GTAA 10-Year Anniversary 

terms for the transfer of Toronto Pearson. The GTAA was the
first Canadian Airport Authority to reach this stage of
negotiations with the federal government after the 1994
National Airports Policy was established.

At the same time Turpen and his team were preparing for
the transfer and planning the airport’s future, the Pearson
Development Corporation (PDC) issue resurfaced in the form
of a senate committee hearing. Bill C-22 had never passed, due
to the objections of the largely Progressive Conservative senate.
Formally nullifying the PDC deal required passing Bill C-22, and
the GTAA could not assume operational control of Toronto
Pearson until the bill had passed.

By April 1996 with a Liberal majority senate, Bill C-22 was
passed. The PDC later sued the federal government for $662
million in damages related to lost profits, consulting, and lobby
fees. The parties settled out of court a year later for $60 million,
including $45 million in PDC out-of-pocket expenses and $15
million in legal costs and interest. When it was over, the last
barrier to the ascension of the GTAA was finally removed.

Turpen and his team developed the long-term proposal into
a detailed master plan that included construction, real estate,
financing, and service contracts. It was a groundbreaking
project, the only one in the world that would see a single unified
terminal built on top of existing structures while maintaining
airport operations. Turpen’s team also proposed new parking
design, baggage retrieval, and Information Technology systems.

Turpen felt that Toronto occupied a unique position. It
wasn’t simply a single airline hub through which passengers

were processed to connecting flights, but a destination airport:
75 per cent of Toronto Pearson’s passengers arrived at or
departed from the Greater Toronto Area. In addition, it was
located within a 90-minute flight of 60 per cent of North
America’s population.

He felt it was an ideal transfer point for both countries—
especially given that passengers could clear US Customs prior to
catching their connecting flights. The location, proposed
development, strong airfield operations, and sterling safety
record, as well as its new governance structure combined to
make Toronto Pearson an ideal airport for growth.

In May 1996, Transport Canada signed the Agreement to
Transfer. Four months later, Turpen unveiled his financial
proposal to the board of directors that would act as a foundation
for the GTAA’s entry into the bond market, and satisfy the
GTAA’s obligation to Transport Canada. The revenue bond
issue, one year later, would turn out to be the largest of its type
in Canadian corporate history.

On December 2, 1996, the GTAA signed a Ground Lease
with the federal government and assumed the operation,
management, and control of Toronto Pearson for a term of 60
years, together with one renewal period of 20 years. Under the
lease agreement, the GTAA is authorized to operate the airport
on a commercial basis and set fees, rates, and charges for the use
of Toronto Pearson.

The Ground Lease includes all airport lands, buildings, and
structures, as well as certain roads and bridges providing access
to the airport, but excludes assets leased to others, such as



Celebrating Success GTAA 10-Year Anniversary   39

Terminal 3 under a 40-year lease to the Airport Development
Group, and assets owned by Nav Canada—the operator of
Canada’s civil air navigation system.

“Now we can begin building Toronto Pearson for the next
millennium,” Chairman of the GTAA Board Sidney Valo said,
speaking at the transfer event. “Today’s transfer marks the
beginning of a new era for a great world airport. The GTAA can
now move forward with its plans to develop Toronto Pearson as
a strong generator of economic growth for the Greater Toronto
Area.”

GTAA President and Chief Executive Officer Lou Turpen
said the Authority would immediately begin the capital program
to construct a major new terminal to replace Terminals 1 and 2.

“I have today issued the Request for Expressions of Interest
from engineering, architectural, project management, and
specialty consulting firms to qualify for participation in this
major project. The closing date of January 15, 1997, reflects the
rapid pace at which we intend to move.

“The GTAA will reinforce Toronto Pearson’s role as the
premier gateway for travel to and from North America,” Turpen
said. “Our plans for Pearson will create many new jobs in both
the short and long term as we build this airport to its maximum
potential.”

But there was still work to be done. In January 1997, Valo
resigned as Chairman of the Board to accept a position on the
GTAA executive. Robert Bandeen was temporally elected in his
place. Subsequently, Michael Butt was elected Chairman of the
Board on March 26, 1997.

With the last pieces falling into place, the GTAA joined
Calgary, Edmonton, Montreal, and Vancouver in the group of
major Canadian airports under local control.

Within a decade of the first task force meeting, Canada’s
flagship airport was now governed by nominees representing all
levels of government and reflecting the various interested
parties: community, organized labour, and the business
community.
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The business of the Greater Toronto Airports Authority
(GTAA) is founded upon four cornerstones:

• safety and security
• customer service
• environmental sensitivity
• financial responsibility

The mandate of the GTAA is fourfold:
• to operate and develop Toronto Pearson International 

Airport
• to work toward an efficient system of airports in the 

Greater Toronto Area and within south-central 
Ontario

• to use the airport system to enhance the regional 
economic growth and development of the Greater 
Toronto Area

• to confer regularly with communities and governments
on all these matters

The mission and vision statements of the GTAA are
contained in its Corporate Strategic Plan, first published in 2005
and confirmed in 2006. The plan is reviewed annually.

The mission of the GTAA is to develop and operate for the
public benefit an airport system that supports the economic
development and cultural diversity of south-central Ontario and
Canada, providing aviation facilities and services that achieve:

• the highest standards of safety and security
• excellence in customer service

• environmental stewardship and sustainability
• cost effectiveness and efficiency

This mission is achieved by developing a skilled and
dedicated work force, maximizing technological innovation, and
achieving excellence in corporate governance.

The GTAA has developed and operates a safe and secure
airport, founded on Safety Management System principles. The
authority works hand-in-hand with government agencies,
regional police, and emergency responders to ensure the safety
and security of airport users, employees, and the surrounding
communities.

The GTAA maintains one of the largest private fire-fighting
forces in the world, and extensive emergency response and
communication services that monitor airport activities at all
times.

In addition to safety and security, customer service is at the
heart of GTAA decision making. The GTAA conducts regular
customer surveys, participates in industry research, and
manages a consumer service office.

Being the first North American airport authority to earn
certification under the ISO 14001 international environment
standard, the GTAA is committed to the prevention of pollution,
compliance with legislation, and continual improvement.

The GTAA operates the airport according to clearly defined
Public Accounting Principles, as set out by the federal
government.

The GTAA funds its operations through the revenues
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generated by Toronto Pearson. No taxpayer money has or will be
used. Airport developments and improvements are financed
using airport revenues and funds raised through private sector
financing.

The GTAA is committed to its financial responsibilities and
building its revenue base. Every reasonable and appropriate
business opportunity is pursued, and revenues are reinvested to
reduce debt and to optimize the use of facilities.

The GTAA’s vision is to be the North American airport of
choice. This vision is framed by its development of premier
airport facilities and services to meet future air travel demands,
by its strategic location on the North American continent, and
by its growing role in global trade, finance, and commerce.

Toronto Pearson supports 6 million residents in south-
central Ontario, a fifth of Canada’s population, and nearly two-
thirds of Ontario’s population. This includes residents of four
regional municipalities (Durham, Halton, Peel, and York) and
the City of Toronto.

44 Celebrating Success GTAA 10-Year Anniversary 





46 Celebrating Success GTAA 10-Year Anniversary 

Redeveloping
Toronto Pearson

4





When the GTAA took over Toronto Pearson International
Airport on December 2, 1996, the facilities were in poor
condition, having received less than 70 per cent of scheduled
preventative maintenance for many years. In addition, the
federal government had left long-term land leases in place that
inhibited rational re-development and necessitated costly buy-
outs. Similarly, concession leases were long term and
undervalued.

Rather than invest in Toronto Pearson, the government
chose to privatize the design, build, operation, and maintenance
of Terminal 3. However, construction fell short of Transport
Canada standards, especially in roofing and flooring, and the
terminal remained incomplete on the east side of Pier C, where
the cargo area stood.

After handover, GTAA costs rose unexpectedly when the
federal government imposed new regulations for the upgrade of
airport facilities and services, such as police halls, security
installations, and the Transport Canada building. In addition,
government departments, such as policing and public works,
charged the GTAA for services, costs that were not revealed in
the original negotiations for transfer.

Major airport site problems persisted: the convoluted road
system leading to the terminal buildings from provincial
highways and regional road systems; and behind the terminal
buildings, Toronto Pearson had one of the smallest aprons for a
comparably sized airport in North America.

Necessary improvements to the airport roads became more
financially burdensome when the province and municipalities

withdrew funding for these infrastructure projects.
And the clock was running. Government passenger

forecasts indicated that Toronto Pearson would reach capacity in
the short term, by year 2000. The existing terminal buildings and
runway configuration allowed a practical capacity of
approximately 28 million passengers per year. In 1996, Toronto
Pearson welcomed 24.2 million passengers.

“This isn't a case of ‘We are building it so they will come,’”
GTAA President and Chief Executive Officer Lou Turpen said.
“It is a case of ‘We are building it because they are coming.’

“Traffic has increased by almost 2 million passengers [in
1996 and in 1997], which is tremendous growth. This confirms
the need for our airport redevelopment plan, particularly the
new terminal building, if we're to keep pace with this kind of
growth and position Toronto Pearson to be Canada's gateway to
the world.”

On February 5, 1998, Toronto Pearson became one of the
top 30 busiest airports in the world when it jumped from
number 31 to number 25 as passenger traffic rose to more than
26 million in 1997.

To meet the projected demand for air travel through
Toronto Pearson, the GTAA developed a $4.5-billion strategic
plan for the improvement of the airport's infrastructure: the
Airport Development Program.

To fund the program, Turpen proposed a five-year capital
plan to ensure that adequate resources were available to
maintain airport operations while the authority completed
necessary redevelopment. One aspect of the capital plan
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involved entering the revenue bond market. In 1997, the GTAA
issued $950 million in revenue bonds, the largest issue of its type
in Canadian corporate history. Offered primarily in Canada, the
initial offering was significantly oversubscribed.

“The success of the offering is an affirmation of the strength
and the support for the GTAA's vision for Toronto Pearson, as
well as a vote of confidence in the future of the Greater Toronto
Area and its economy, ” Turpen said.

Subsequently, in 1999, the GTAA issued $500 million in 30-
year bonds; and in 2000, the Authority issued $325 million in
10-year medium-term notes and $250 million in 30-year
medium-term notes.

To get development underway expeditiously, the GTAA
released an Expression of Interest the day it assumed control of
Toronto Pearson, a call for architects, engineers, project
managers, and construction management firms to develop the
needed infrastructure. Interest in sub-consultant specializations
was also sought.

“We have to be aggressive in our terminal development
project so that we don't find ourselves in a similar situation to
that which occurred at Toronto Pearson a number of years ago,”
Turpen said. “Terminals 1 and 2 were badly overcrowded and
offered unacceptably poor levels of service for travellers in the
years leading up to the opening of Terminal 3.”

Turpen’s vision was revolutionary: a single, unified terminal
building with a rationalized road structure and expanded airside
services. It addressed all the site problems and led to an ease of
use that others hadn’t imagined.

“The plan Mr. Turpen brought forward was truly visionary,”
Lloyd McCoomb, Vice President, Planning and Development,
said. “Lou knew the airport business and gave very clear
direction and a plan that would serve for the next 40 years.”

Previous Transport Canada designs were makeshift, band-
aid approaches that Turpen called “connect-the-dot” solutions.
They proposed building a new Terminal 1 between Terminals 3
and 2, connecting the terminals. The new terminal would
resemble Terminal 2 in shape, but include a large pier and
hammerhead in the middle. In addition, the new terminal
parking garage would join with the Terminal 2 parking garage at
a 90-degree angle.

“This plan is representative of airport planning
everywhere," McCoomb said. “The airport grows; facilities are
put in place; and as time goes by, more decisions are made; more
facilities are put up. But if you could go back and build a new
airport to get you where you needed to be, you would have
something completely different, something much better, much
more efficient.

“It is very difficult to walk away from the billions of dollars
that are sitting in the ground. It takes a lot of courage to walk
away from the sunk costs. One of the things you have to credit
the Board of Directors with is their courage to do just that, to go
back and reinvent the airport over top of itself.”

The main problems with the Transport design were that it
offered a maximum terminal capacity of only 35 million
passengers per year, while the six runway system that supported
it offered a maximum capacity of 50 million passengers per year.
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In addition, the design did not address the small terminal apron
nor the convoluted access roadway system.

Similarly, the terminal development plan of the Pearson
Development Corporation, submitted to Transport Canada in
1993, proposed a new Terminal 1 that looked like Terminal 2,
adjoining the existing terminal at a 90-degree angle. This new
Terminal also included a large hammerhead pier in the centre.
Unfortunately, this concept also suffered all the limitations of
the previous Transport Canada plan.

Transport Canada's 1996 plan was much the same, but
added piers in the infield area, and included a separate curved
parking garage. Again, while greater capacity was added, many
of the same problems persisted or were made worse, particularly
with regard to roadway access.

The original GTAA terminal design solved all the site
problems. It included three piers from a central processor, one
for each of the three traffic sectors: domestic, transborder, and
international. But, Air Canada was concerned. They wanted to
made connections easier for passengers, while the terminal
design meant that connecting passengers would have to travel
back to the processor and then out into another pier,
necessitating a long walk.

The GTAA design served the majority of airport users: more
than 75 per cent of Toronto Pearson passengers arrive at or
depart from Toronto, rather than connect through the airport.

Air Canada proposed an alternative design, developed by
the US firm Rosser International Inc. The concept involved a
processor that connected to two satellite terminals by way of

tunnels under the apron areas. Problems with the plan included
the constricted apron space, which would make existing apron
problems worse, and the long walk arriving or departing
passengers would need to take through tunnels, walks
sometimes twice as long as those required in the GTAA terminal
design.

The GTAA undertook an extensive assessment of the
designs and eventually worked out a compromise with Air
Canada, its anchor tenant, that reallocated transborder gates
along the processor between the domestic and international
piers to facilitate connections. This included the use of swing
gates that could be used as transborder/domestic or
transborder/ international depending on the operational
requirements for that day, thereby greatly increasing airport
flexibility. Air Canada accepted the plan.

“As a development engineer, it was one of the most difficult
decisions I made,” McCoomb said. “I had peace with my
customer, but it certainly complicated my work.”

The response to the GTAA Expression of Interest for
professional services was overwhelming: 220 firms
corresponded, including 72 architectural firms and 103
engineering firms, many expressing interest in more than one
project:

• 143 firms bid on the terminal complex
• 71 firms on the runways and taxiways
• 101 firms on the cargo facilities
• 62 firms on the road access
• 70 firms on the utilities and communication projects

Lloyd McCoomb
Vice President, Planning

and Development 
1996-Present
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These firms represented Canada for the most part (76 per
cent—61 per cent from the Greater Toronto Area, 14 per cent
from other areas of Ontario, and 1 per cent from the rest of
Canada), the United States (20 per cent), and the world (4 per
cent, primarily from the United Kingdom).

Throughout the reviews of submissions, the GTAA
remained committed to an open and competitive process to
engage these firms.

Respondents were pre-qualified based on experience and
qualifications to complete the work, particularly related
experience that satisfied client needs and expectations.
Competing firms submitted a list of all projects completed in the
past five years, and a list of the last 20 projects completed that
were most relevant and comparable to the work required by the
GTAA.

These lists included client information, which the GTAA
used to solicit evaluations of the firm’s past performance.
Requiring information about the last five years meant that firms
must provide information about all recent projects, whether
they were deemed favourable to the firm or not.

Firms were also required to sign an acknowledgement that,
at the risk of disqualification, they would not attempt to
interfere with the evaluation process by contacting former
clients or seeking to exercise influence by any means.

All submissions were entered into a database to allow the
GTAA evaluation team, made up of senior GTAA technical staff,
to review the candidate firms in terms of size, relevant
experience, and local presence. Firms not meeting the minimum
requirements were eliminated from further consideration.

The remaining firms were screened by contacting a
minimum of five former clients and assessing their satisfaction
with the candidate firms’ performance. In particular, former
clients rated the candidate firms’ ability to complete projects on
time and on budget, avoid change orders, accept responsibility
for their actions, champion client interests, and finish the job.
Clients were also asked about the candidate firms’ technical
competence, work ethic, customer orientation, and the general
attitude of its senior staff.

Results of the surveys were converted to customer
satisfaction aggregate scores by the evaluation team, by weighing
the responses in proportion to the importance of the question.
These satisfaction scores were combined with scores assigned to
other screening categories, with customer satisfaction receiving
the most weight. Firms scoring more than the minimum cut-off
were ranked in descending order. This list named those pre-
qualified to continue in the selection process.

For the selection of the lead architect, a two-stage selection
process was adopted. In the first stage, 21 architectural firms
pre-qualified and the top-ranked 14 were invited to individually
or jointly submit proposals to fulfill the role as lead architect,
perhaps as potential partners.

Proposal evaluation was weighed as follows:
• 40 per cent—Qualifications, capacity, and experience

of the firm or partnership
• 30 per cent—Understanding of the project,

organization of the firm or partnership, and local 
presence











• 20 per cent—Method and philosophy of the firm or 
partnership.

• 10 per cent—Responsiveness and clarity of the 
proposal.

Seven partnerships responded to the Request for Proposals,
representing 22 architectural firms, 17 of which had pre-
qualified. All seven contained a mix of firms representing
Toronto and other areas.

Three partnerships were selected to continue in the
selection process, each included two of the original 14
architectural firms selected to compete in Stage 1, and two of the
three included a third partner drawn from the pre-qualified list.

These three partnerships made a final submission
containing the following elements:

• a fee proposal
• a description of their complete team, including

structural, electrical, mechanical, and apron sub-
contractors

• four drawings of the terminal complex, measuring 91 
cm by 122 cm (3 feet by 4 feet) including a perspective
view, a view of the departures check-in hall, a view of
the international arrivals baggage claim area, and 
section views through the processor

• a design report, providing a narrative of their
proposal

Final submissions were identified by a random number,

selected by the proponent to maintain anonymity. In addition,
the drawings were displayed by GTAA staff not participating in
the selection process. The drawings were set up in the ballroom
of the Novotel Hotel.

The selection committee included two GTAA executive
officers, Lou Turpen and Lloyd McCoomb; and three
independent participants, highly respected professionals in their
field, including the airport architect from San Francisco
International Airport; the head of the University of Toronto
Faculty of Architecture, Landscape, and Design; and the head of
the Harvard Graduate School of Design.

The academics discussed the architectural grace and
celebration of space, while the airport architect discussed the
designs’ abilities to serve the airport users and the public.
McCoomb discussed how the designs satisfied the requirements
of the GTAA, while Turpen discussed how the Board of
Directors may react.

The selection committee rated the drawings and then
adjourned, while the competing architectural firms came in, one
at a time, and ranked their competitors. The selection
committee was interested in which design the competing firms
recommended as second to their submissions.

The submissions were then ranked based on these reviews,
and after appropriate adjustment for each firm’s obvious
predisposition to rank their design first, it was a unanimous
choice. A recommendation was given to the GTAA Board of
Directors.

Following the selection, the complete submissions,
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including the fee proposals, were reviewed. The GTAA then
began negotiating with the architectural partners rated highest.
Negotiations focussed on the terms and conditions of the work,
the management structure, the fee proposal, and the design team
composition, with full consideration to the competing firms’
fees and team compositions. This allowed the GTAA to move on
to the second ranked team, should it become impossible to reach
an agreement with the first ranked team.

On June 4, 1997, the partnership of Skidmore, Owings &
Merrill LLP, Adamson Associates, and Moshe Safdie Associates
Ltd. were selected. These partners had previously completed
work at the following international airports: Ben Gurion, John F.
Kennedy, San Francisco, Chek Lop Kok, and Heathrow.

Competitions for the lead engineer, project manager, and
construction manager followed this model.

On July 17, 1997, MGP was selected to manage and
coordinate the efforts of the lead architect, lead engineer, and the
construction managers. MGP is a partnership of Marshall
Macklin Monaghan, a management firm; Giffels Associated
Limited, a design and project management firm; and Parsons
Overseas Company, a professional services firm.

On November 26, 1997, the Greater Toronto Airport
Groundside Association was selected as the lead engineer, a joint
venture of Holmes and Narver Canada Inc., and UMA
Engineering Ltd., of Mississauga.

On December 4, 1997, Webb Zerafa Menkes Housden
Partnership was selected to lead the project planning and ensure
compliance of the infield development project, which would see

the relocation of about 92,900 m! (1 million square feet) of
cargo space from the east side of the airport to the central infield
area between the north-south runways.

On January 29, 1999, PCL Constructors Canada Inc. of
Mississauga, Canada’s largest and most diversified constructor,
and BFC Construction Group Inc. of Scarborough were selected
as the construction managers of the terminal development project.

The professional services teams represented the following
Canadian content:

• 100 per cent, for the infield projects
• 90 per cent, for the ground transportation projects
• 70 per cent, for the terminal projects

To facilitate development, the GTAA acquired lands. In
1996, the GTAA purchased 10 hectares (25 acres) on Dixie Road,
south of Derry Road, to allow for the construction and
operation of the airport's fifth planned runway, 06R-24L.

On April 1, 1997, the GTAA purchased Terminal 3 from the
Airport Development Group that designed, built, operated, and
maintained it, under contract with the federal government.

On June 5, 1997, the GTAA purchased the Canadian
Airlines office building, hangar, and equipment building. The
office building, on the south end of the airport at Renforth and
Convair drives, would become the GTAA’s new Administration
Building in December 1997. The old Administration Building,
built in 1964 between Terminals 1 and 2, was demolished in May
1998 to make way for the new Terminal development.

On June 11, 1997, the GTAA purchased 12 hectares (28.5
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acres) of land between Terminals 1 and 3, used for cargo
operations. The lands included five cargo buildings, totalling
51,100 m! (550,000 square feet) and a 4,088 m! (44,000 square
feet) flight kitchen. The GTAA required the land to move these
facilities into the infield area, and redevelop this land to increase
gating capacity at Terminal 3 and to develop the new Terminal 1
and their apron areas.

In 2000, the GTAA purchased 1.5 km of Highway 409, west
of Highway 427, from the Ontario Ministry of Transportation to
rationalize the airport roadway system.

In July 2001, the GTAA entered into an agreement to
purchase the Boeing lands, more than 45 hectares (113 acres)
adjoining the airport property.

In 2002, the GTAA bought out Air Canada’s lease on
Terminal 2.

The 10-year, $4.5 billion Airport Development Program
(ADP) includes four major projects within the 1,810-hectare
site:

• Airside development on those areas required for 
aircraft movement, air navigation, and 
communication, including a new runway and 
associated taxiways, upgraded navigational aids, and a 
Central Deicing Facility.

• Utilities and airport support facilities, including a 
Central Utilities Plant, airport support buildings,
airfield maintenance facilities, and police and fire halls.

• Infield cargo development, including three cargo 
buildings, offices for Canada Customs, a flight kitchen

complex, an Infield Terminal, aircraft and ground 
equipment maintenance facilities, an Infield Tunnel,
and access roads.

• Terminal development, including a new 56-gate main 
terminal, its dedicated parking garage, and associated 
roadways.

Outside of the ADP, a Terminal 3 expansion plan was
developed to ensure that the terminal continues to offer the high
quality service expected of a world-class airport: expanding the
number of gates to 36 by adding seven gates along the east side
of Pier C, enlarging passenger processing facilities, and
expanding public parking areas; increasing the terminal capacity
to 14 million passengers per year.

Despite the challenges involved in delivering the largest
construction project in Canadian history on time and on
budget, the GTAA met further challenges from the City of
Mississauga and Air Canada.

In 1997, Mississauga approved the development of 500
homes close to airport. The GTAA went to the Ontario
Municipal Board (OMB) to stop the development within an area
where aircraft noise from airport operations was inappropriate
for residential use. After winning the right to present its case to
the OMB and after a subsequent determination by the Ontario
Minister of Municipal Affairs and Housing that no residential
development would be permitted within the Airport Operating
Area, the OMB squashed the residential development plan. The
land was redesignated for industrial use.
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In addition, Mississauga raised the issue of charging the
GTAA more than $14 million in building permit and site
development fees for the Airport Development Program. On
April 15, 1998, the GTAA countered this by seeking judicial
review of the right of a municipality to seek charges for
development on federal lands.

“Any delay in the redevelopment of Toronto Pearson will
impact our ability to meet future demand,” Turpen said, “will
diminish our contribution to the economic vitality of this
region, and severely impact the number of jobs created.”

On January 19, 1999, Justice MacPherson of the Ontario
Court of Justice ruled that the GTAA was exempt from paying
development charges to the municipality as only the federal
government could regulate construction and development of
the airport on federal lands. Construction at Toronto Pearson is
subject to the National Building and Fire codes.

On November 3, 2000, the Court of Appeal upheld Justice
MacPherson’s decision, confirming that the City of Mississauga
has no jurisdiction on federal lands, such as the airport.

On another front, Air Canada sought to confirm that they
had a minimum 40-year lease commitment on Terminal 2.
However, the GTAA argued that the Air Canada lease actually
expired on April 30, 1997, and that the document that Air
Canada referred to was never agreed to by Transport Canada nor
Air Canada, and was never approved by the Treasury Board.

Justice Cameron of the Ontario Supreme Court dismissed
Air Canada’s motion and affirmed the GTAA’s right to set rates
and charges.

Despite these challenges, the Airport Development Program
sped forward.

When the GTAA took over Toronto Pearson, there were
three runways: two in the primary wind direction, east-west; and
one in the crosswind direction, north-south. Though the
primary wind direction is from the west, in the winter the wind
sometimes swings around to the north, and pilots were forced to
use the single crosswind runway. During those periods, capacity
shrank from about 84 movements per hour to about 50
movements per hour.

Transport Canada had already planned for a six-runway
configuration and had started work on the fourth runway, a
second crosswind runway, before the GTAA assumed
operations. The GTAA took over work in 1995 and the runway
came into operation on November 28, 1997, at a cost of $150
million, thereby greatly improving airport reliability,
particularly in the winter months.

The 2,592 m (8,500 foot) 15R-33L increased capacity on the
crosswind runways to 70 movements an hour, with 40
departures on Runway 15L-33R and 30 arrivals on the new
Runway 15R-33L. In addition, Runway 05-23, north of the
airfield, was extended 189 m to 3,389 m (11,120 feet) in 1999.

The fifth runway, an east-west runway south of 06R-24L,
came into operation in 2002, increasing capacity from about 84
movements per hour to about 110 movements per hour or
about 500,000 aircraft movements per year, forecast for year
2005. When the sixth runway comes on line, south of 05-23, and
its four taxiways, the airport will be able to schedule about 136
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movements per hour, which equates to about 570,000 aircraft
movements per year, forecast for year 2020—capacity for
Toronto Pearson.

To support these runways, separate taxiways for outbound
and inbound aircraft were required. However, twinning the
taxiways in the vicinity of the terminal buildings was the civil
engineering equivalent of brain surgery. “It took four and a half
years of very demanding engineering and project management
to reconfigure and build these parallel taxiway systems in close
proximity to the terminal building,” McCoomb said. “We could
only do one small slice at a time.”

Work on the taxiways started in 1997. They were
operational in 2002. To avoid affecting ongoing airport
operations, construction of the dual taxiway system was
choreographed precisely. “We would time it so that trucks would
come in at one end, and we would use other runways,”
McCoomb said. “Things happen very fast on runways. Aircraft
are coming in at 150 knots [278 km/hr]. There is no room for
mistakes.”

The first bay of the Central Deicing Facility (CDF) was
completed in 1997, followed by the second, third, and fourth
pads in 1998. Two additional pads were constructed in 1999 to
complete the facility. The work at the facility ensures safe aircraft
operations in inclement weather by removing all ice or slush
contaminants from the flight surfaces and by applying an anti-
icing fluid.

Using state-of-the-art fluid collection technology to protect

the environment from glycol runoff, the CDF is the largest, most
modern facility of its type in the world. It can handle 12 wide-
body B747 at a time, which matches Toronto Pearson’s launch
capacity in bad weather.

To build the new terminal, the first step was to move the
GTAA Administration Building to the south end. It stood in the
centre of the new terminal site, between Terminals 1 and 2.

The GTAA built up the airport south property on Convair
Drive, near Renforth. The construction projects included the
new GTAA Administration Building, Pass/Permit Control, the
Airfield Maintenance Facility, the Peel Regional Police/Transport
Canada building, central stores and workshop, emergency
support services, the new South Fire Hall, and the Airside
Bussing Facility.

The utilities included the Central Utilities Plant (CUP) and
the Cogeneration Plant, which were built in parallel on a
separate site. The Central Utilities Plant supported heating and
cooling, electricity, water, and sewer services to the airport
buildings, especially the new terminal allowing construction
work year round. The plant went into operation in 2001, even
though the terminal building wasn't operational until 2004.
“The CUP allowed us to heat the terminal structure and thereby
to work around the calendar,” McCoomb said.

At the same time, the GTAA set about moving the cargo
operations between Terminals 1 and 3 to the infield, the only
undeveloped site on the airport large enough to accommodate
Toronto Pearson’s anticipated future air cargo needs.
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The Infield cargo development included:
• three cargo buildings— two to meet the projected floor

area required to handle 1.3 million tonnes of cargo per
year, and a third for Canada Customs, cargo handlers,
forwarders, and brokers

• a cargo apron sufficient for 10 aircraft
• an 11-gate Infield Terminal to ease congestion during 

construction of the new terminal building, the 
demolition of Terminal 1, and the staged demolitions 
of Terminal 2  

• a 598-metre, four-lane Infield Tunnel under the 
airport’s longest runway 15L-33R and Taxiways Alpha,
Bravo, and Echo, designed to withstand more than 680
tonnes (1.5 million pounds) of aircraft weight 
overhead, to allow for efficient cargo movement 
between the infield area and the passenger terminal 
apron

• the Cara flight kitchen
• the 3-Bay Hangar and relocated SkyService Hangar
• Air Canada ground maintenance equipment repair

sheds
• the Nav Canada Air Traffic Control tower

“This was all built through one of the largest design-build
contracts made in Canada, $300 million worth of work,”
McCoomb said.

“Normally, you hire an architect, design it, and then hire a
construction company, and build it. But we were in a

tremendous hurry. Here, we had a team with the architecture
and design companies working together. They bid it, and they
designed and built it for us. The great thing was the concurrent
activity. It is a very efficient way to build.

“It took two years to do this work. We assumed control a
couple of weeks ahead of schedule and millions of dollars under
budget.”

The GTAA had enough room to start constructing the new
terminal building and the garage when the old administration
building was demolished. As soon as the infield cargo area was
operating, the GTAA progressed further by demolishing the old
cargo area to make way for the new terminal piers.

“The big challenge was how to build the new terminal and
not interfere with ongoing airport operations," McCoomb said.
“In order to keep Terminal 1 operating during construction, we
maintained the tunnel [to the terminal curb and parking
garage]. This tunnel ultimately became part of the ground floor
of the new terminal. That way passengers could drive right
through the middle of the construction site.”

Terminal development included the construction of a new
390,000 m! (4.2 million square feet) passenger terminal and its
apron space. Besides the Terminal, the project included a
dedicated parking garage and realigned and expanded access
roads.

The new Terminal consists of a central processor of four
levels and the domestic and international piers. Transborder
traffic was allocated to the processor gates between the piers.
The processor includes:
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• a departures level with 250 check-in counters
• a mezzanine level providing connections from the 

parking garage and the Airport People Mover, which 
shuttles passengers between the new terminal,
Terminal 3, and the remote parking lots across Airport
Road

• an arrivals level with baggage claim and greeter area
• a service level with baggage and building systems

The piers consist of large concourses containing retail and
gate holdrooms to serve passengers. More than 15 km of
baggage system conveyor are installed throughout the building
to collect baggage at check-in and automatically deliver it to
gates along the piers, and to take baggage from arriving aircraft
and deliver it to the baggage claim devices for passenger pick up.

The new terminal parking garage, framed by the horseshoe-
shaped terminal building, consists of eight levels, with an
ultimate capacity of 12,600 spaces, making it one of the largest
of its type in North America.

Simplified roadway access started with the realignment of
Highway 409, west of Highway 427, where a system of collector
lanes was established to separate airport traffic from regional
traffic. The improved roadway system includes the equivalent of
84 km of single-lane roads, 64 bridges, and three levels of curbs
at the new terminal.

In addition, more than 650,000 m! of apron space was
constructed behind the new terminal.

“I wanted a building that, no matter what happens out

there, could absorb anything you throw at it by virtue of its
design,” Turpen said. “A totally common-use facility that would
help airlines serve their—and our—customers better: a building
where people would say, ‘Wow.’”

During construction of the terminal, the GTAA dealt with
several major challenges that set the construction schedule back
and cost the GTAA hundreds of millions of dollars.

An almost immediate challenge was the merger of Air
Canada and Canadian Airlines, which forced a 40 per cent
expansion of the facility to accommodate the needs of the new
merged carrier.

Another challenge related to expediting passenger
connections for Air Canada. Co-mingling arriving passengers
with connecting passengers contributes to the success of
international airports, such as Singapore Changi and
Amsterdam Airport Schiphol. In Canada, co-mingling was
permitted at Montreal–Pierre Elliott Trudeau International
Airport.

At Toronto Pearson, the federal government approved co-
mingling and the GTAA terminal design was finalized and
construction began. However, because of growing security
concerns, the government changed their decision in December
2000, and the GTAA had to radically change its design, although
well advanced in construction.

“We had to install mezzanines to separate traffic flows, and
we were now required to send all this connecting traffic through
Customs and Immigration,” McCoomb said. “It was an
unfortunate decision, given the advanced state of the program.”
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GTAA modified its design and got back to work on
construction; however, the cancellation of co-mingling cost the
GTAA an estimated $250 million and added nine months to the
construction schedule.

Then came September 11, 2001. The new terminal
contained the largest and most complex automated outbound
baggage system in Canada, designed to meet 100 per cent
baggage screening for international air travel. However, after
September 11, the GTAA had to provide 100 per cent baggage
screening for domestic air travel as well, at a cost of more than
$100 million.

“We never envisioned 100 per cent screening for domestic
passenger baggage,” McCoomb said. “We had to redesign the
building to accommodate all the X-ray equipment and the MRI
machines to do that.”

Despite these challenges, the GTAA pressed ahead. The
GTAA Facility Activation Team ran the new facility and its
systems through their paces to ensure that the terminal, airlines,
and staff worked efficiently on opening. The department ran
154 different training courses, resulting in over 5,000 hours of
instruction. Subsequently, more than 30 operational trials were
conducted, involving more than 1,400 volunteers and hundreds
of GTAA staff, airline employees, and contractors. To adequately
test the new baggage system, more than 7,500 bags, weighed
down with tonnes of used books and paper, were used.

On April 6, 2004, more than five years after the official
groundbreaking, new Terminal 1 opened, marking the start of a
new era at Toronto Pearson International Airport. At opening,

new Terminal 1 included Piers D, with four gates and nine
commuter positions, and E, with 14 gates. In addition, the new
eight-level parking garage was opened, with 9,000 spaces.

Old Terminal 1 was demolished in November 2004 to make
room for new terminal apron space and the addition of another
nine operational gates in November 2005.

In January 2007, the second phase of new Terminal 1
opened, including Pier F, with 31 gates.

Ultimately, Terminal 1 will contain a floor area equivalent
to 55 football fields, enough concrete to build two CN Towers,
and enough steel to build three and a half Eiffel Towers.

During the years of Airport Development Program work,
the GTAA built on its four cornerstones to improve airport
services.

Safety and security were enhanced by the following
accomplishments.

In 1996, CAT IIIa low visibility operations came into force
when Toronto Pearson activated a surface movement guidance
control system, which included inset airfield lighting, field
sensors, and automated stop bar controls. This allows operations
to continue through fog and other such periods of reduced
visibility.

On July 13, 1998, the 1,079 m! North Fire Hall opened. The
$4.1 million facility houses four new fire rescue vehicles, worth
$2.6 million, and a staff of 25 firefighters, upping the total
airport-wide to 70 fire rescue staff and trainers.

On August 3, 1999, terminal medical services were
improved at all three terminals, when the company that had
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provided medical services at the airport since 1985 increased
services. The Terminal 2 clinic had a doctor on duty eight hours
per day, five days per week, while all terminal clinics had nurses
on duty 19 hours per day, 365 days per year. These nurses had
more than five years experience in emergency wards, and up-to-
date cardiac-care training.

In July 1999, the new 2,065 m! South Fire Hall opened. The
$4.3 million facility replaced an older hall built there in the
1970s.

In April 2002, the GTAA installed 75 Automatic External
Defibrillators (AED) throughout the airport terminal buildings,
such that passengers would be within two minutes of a
defibrillator wherever they may be within the terminals. This
safety program, the most extensive AED program in Canada, has
already saved lives.

Customer service improved in 1997 when Airside Safety
Officers patrolled the airside; Terminal Officers were available 24
hours per day, 365 days per year; and new Terminal Guides were
available during peak hours. The Information Centre hours
were also extended.

A Customer Satisfaction Survey conducted in 1997 found
that 70 per cent of airport customers did not use the airport
food and beverage services. In response, the GTAA started Phase
I of a three-phase plan to improve quality, offer more food and
beverage choices, and introduce competitive pricing with other
establishments near the airport. In some cases, this meant a 25
per cent price reduction.

In 1997, more food and beverage kiosks were opened,

starting in the Terminal 2 East Hold Satellite. In 1998,
competitive pricing was phased in throughout the airport
concessions, and more new food and beverage kiosks were
opened. In 1999, in the final phase of the program, new
contracts were offered to food and beverage service providers.

In 1997, a new baggage cart system, introduced in Terminal
3, was extended to Terminals 1 and 2. More than 70 new cart
management units and 1,650 new carts became available.

Another leap in customer service was introduced in 1997,
when the GTAA offered free car boosting when temperatures
dipped down to -15°C. This program was so popular that the
GTAA continues to offer it today.

On February 4, 1998, parking rates were standardized across
the airport, such that prices were reduced by a third for the first
hour, increased marginally for periods between the first hour
and the first 24 hours, and then reduced again when the weekly
rate was reached.

In 2000, Air Canada merged with Canadian Airlines. At that
time, 50 per cent of Canada’s air passengers travelled through
Toronto and 75 per cent of all Air Canada and Canadian Airlines
planes visited Toronto.

The merger necessitated the largest relocation of airline
space in the airport’s history. Between March 29 and June 3,
2000, 35 airlines were moved between the three terminals, such
that merged Air Canada/Canadian Airlines overseas and
Ontario commuter services were moved to Terminal 1, the rest
of Air Canada/Canadian Airlines services and those of their Star
Alliance partners were moved to Terminal 2, and other airlines





were moved to Terminal 3. The move cost $80 million: $40
million for the GTAA and $40 million for Air Canada.

Environmental improvements were included in the ongoing
Airport Development Program.

In 1996, the GTAA spent $100 million on storm water
management, including the Carlingview Storm Water Control
Facility, operational in 1998; the Etobicoke Creek Storm Water
Management Facility, operational in 2000; and the Moore Creek
Storm Water Retention Pond with a capacity of 84 million litres,
operational in 2001.

Carlingview and Etobicoke creeks are constructed wetlands.
Facilities for these creeks are designed to reduce or eliminate
glycol discharges, remove suspended sediment, and contain
accidental spills of fuels or other contaminants. Moore Creek is
a natural wetland.

In addition, the GTAA reused or recycled 96 per cent of all
construction and demolition waste from the Airport
Development Program.

The GTAA follows stringent noise abatement procedures,
set out by the federal government, including night-flight
restrictions and operating hour restrictions for noisier aircraft.
More than 97 per cent of all aircraft operating at Toronto
Pearson meet government noise emission standards.

After bringing the GTAA from negotiations with Transport
Canada to the opening of the new Terminal 1, Lou Turpen
retired.

On October 1, 2004, John Kaldeway became President and
Chief Executive Officer of the GTAA. Kaldeway, who served as
the Chief Operating Officer previously, had been an executive

officer of the GTAA since the transfer of Toronto Pearson in
1996.

Kaldeway had extensive experience in airport operations,
beginning his aviation career with Transport Canada in 1974. In
1988, he moved to Toronto, and in 1991 became Director of
Airport Operations at Toronto Pearson. A position confirmed in
1996 when he became the GTAA’s first Director of Operations
with responsibility for all terminal, groundside, and airside
operations including security, policing, emergency services, and
maintenance.

With the vision of Lou Turpen and the persistence of John
Kaldeway and the GTAA management team, the Airport
Development Program was successfully realized on time and on
budget. And now, the centerpiece of the program, new Terminal
1 with its gently curving facade, reminiscent of aeronautical
profiles, takes its place among the most modern facilities of the
international airport community.

Every year, millions of passengers walk through the
Terminal 1 central hall, drawn along by a spacious design that
makes the most of natural light. It is a calm, quiet airport
experience. And for many people, it will be their first experience
of Canada.

To further enrich the Toronto Pearson experience, an
extensive art and exhibition program exists offering unique,
uplifting works themed on aviation:

• Jonathan Borofsky’s sculpture I Dreamed I Could Fly 
consists of five flying figures, each more than six metres
long, in Node E.
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• Robert Coyle’s sculpture Flight Song consists of 19 
hand-finished paper-like airplanes of varying sizes 
suspended at different levels from the ceiling in the Pier
E Hammerhead.

• Katharina Grosse’s Untitled painting shocks with 
bright, bold colours in the Pier D entryway.

• Ingo Maurer’s Earthbound… Unbound  piece consists 
of an acrylic wall, filled with water, and animated by 
water jets that send small floating parts of different 
colours into orbits in its space. It stands past the check-
in counters on the departures level.

• Dereck Revington’s sculpture Skin of fLight consists of
three abstract, slightly conical forms, installed in the 
Pier F Hammerhead. His initial inspiration came from
the directions and movements found in the interior of
the airport site.

• Richard Serra’s Tilted Spheres is a curved steel 
sculpture over 12 metres long that creates a space unto
itself in the Pier F Hammerhead.

In addition, the GTAA collection includes works of
international artists Sol LeWitt and Jaume Plensa; and Canadian
artists Rebecca Baird, Mark Gomes, Ingeborg Hiscox, Susan
Schelle, Peter Sutherland, and Robert Vanderhorst.

Every detail of the new terminal has been carefully
considered to reduce anxiety for passengers, especially
occasional passengers. Windows, including a giant oculis above
the main escalator, have been placed to provide “guiding light,”

to orient passengers and draw them through the terminal
process as naturally and instinctively as possible.

The noise associated with the everyday operations of the
terminal process is out of earshot of the passengers: the working
machinery used principally for baggage conveyance is housed
between the arrivals and departures floors.

Other design provisions were made to keep passengers
separate from the everyday workings of the airport. For instance,
deliveries and garbage collection have separate entrances and
terminal routes. Passengers won't even see them.

“A lot of noise and hubbub is separated from the passenger
experience,” McCoomb said. “In the new terminal, you'll come
off the plane, come in, and you are above it all. You’ll be able to
understand clearly where you are supposed to go.”

Levels in the accompanying parking garage are well-lit, fully
covered, and tall enough to accommodate SUVs with loaded
roof racks. Connected to the terminal building by enclosed
walkways, passengers won’t have to move through winter salt
and slush nor cross busy roadways on their way.

And even before passengers get to the airport, the new
access roads are designed to give drivers ample time to make
decisions and change lanes. Extensive landscaping along the
roadways makes the experience more pleasant.

“The majority of the people who come through Toronto
Pearson are once-a-year travellers so we've built in many
features that will hopefully ease some of the anxiety of travel,”
McCoomb said.
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The new terminal is an attractive, amenity-loaded, people-
oriented building designed to keep people safe, fed, comfortable,
and entertained.

It is this mindfulness of the human element that sets
Turpen, McCoomb and the whole project team apart. “There
were about 2,500 people working on the terminal building,
infield construction, and the roadways: from skilled tradesmen
to visionary architects,” McCoomb said. “All of these different
people had to listen to each other, understand each other, and
work cooperatively toward a common purpose.”

The process is so vast and so impressive that during the
middle stage of construction, the GTAA opened its doors one
Sunday to the workers’ families so their kids could see first-hand
what their parents do.

The millwrights, electricians, drywallers, tilers, glaziers,
painters, and plumbers were the real heroes in getting the
facilities completed on time. With 67 supervisors and some
1,700 workers in the terminal building, construction costs at the
height of the work program exceeded $3 million a day. Even at
the construction stage, there were details that stood out, such as
the immense granite slabs quarried in Quebec and the
handcrafted and polished terrazzo flooring.

“It's easy to get swept up in the beauty of the new terminal,”
McCoomb said. However, it is not expectations of praise that
motivated the GTAA team, it was the project itself. The GTAA
wasn't just building a new terminal: it was building a front door
to southern Ontario and, in many respects, a front door to
Canada.

“We have the world coming through here,” McCoomb said.
“This is it. This is the first thing a lot of people see when they
arrive in Canada.” Making this first impression the best it can be
is the ultimate and constant goal.
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Though the Airport Development Program was
substantially complete with the opening of Pier F in 2007, three
new piers are planned for development when traffic demands.

GTAA forecasts indicate that passenger traffic will increase
to 36 million by year 2010 and to 50 million by year 2020. In
order to meet this passenger demand, the GTAA has developed
a long-term plan to include piers G, H, and I to Terminal 1.

Development by year 2015 includes the demolition of
Terminal 2, the construction of Pier G, an expansion of Terminal
1’s parking garage, increasing garage capacity to 10,000 parking
spaces, and further roadway improvements.

Pier G will provide an additional 22 bridged gates to serve
primarily transborder passengers. With these additions, Toronto
Pearson is forecast to be able to handle 45 million passengers
annually, with a total of 119 bridged gates airport-wide.

By year 2025, Terminal 1 will continue to develop with the
construction of Piers H and I, and further expansion of the
central processor and parking garage, increasing garage capacity
to 12,600 parking spaces. Piers H and I will offer 22 bridged
gates and 8 commuter positions for both international and
transborder operations.

At this stage, Terminal 1 and Terminal 3 will be able to
handle over 50 million passengers annually, with a total of 141
bridged gates.

Toronto Pearson’s sixth runway, forecast to be developed by
year 2015, will be a new northern east-west runway, located
south of the existing Runway 05-23. The new runway will have a
landing distance of 2,718 m (8,919 feet), and, with an added 300 m

(984 feet) stopway, a takeoff length of 3,018 m (9,903 feet).
The new runway, 05R-23L, will be operated in conjunction

with the adjacent parallel east-west runway, 05-23, to be
renamed 05L-23R, being utilized for landings from the west and
takeoffs to the west. Given the close proximity to Runway 05-23,
additional noise impacts will be minimal.

With this sixth runway, the hourly capacity of the four east-
west runways will increase to approximately 136 movements per
hour in good visibility, with a practical annual throughput of
570,000 movements.

The land reserved for development of this sixth runway
includes the Radar Modernization Program (RAMP) radar
facility, which will be relocated, and the Fifth Line Cemetery,
which was relocated to Mississauga’s Assumption Cemetery in
2001.

The Airport People Mover (APM) currently transports
passengers between Toronto Pearson’s Terminal 1, Terminal 3,
and the Reduced Rate and employee parking lots. Space has been
protected to permit further development of the APM, if
passenger demand warrants.

In addition, a transit right-of-way for a future rail link to
downtown Toronto and to a possible future regional transit
centre at Renforth Drive and Eglinton Avenue are being held
reserved in case this development should proceed.

Over the past decades, there has been an increased public
appeal to develop a rail link to transport passengers from
downtown Toronto directly to the airport at an affordable rate.
In 2003, the Union-Pearson AirLink Group, a subsidiary of
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SNC-Lavalin, was selected to design the rail link connecting
Toronto Pearson with Toronto’s Union Station, called Blue 22.
If approved, this group would also finance, construct, operate,
and maintain the system.

The service is expected to eliminate 1.5 million car trips
annually on the already congested roadways, with resulting
environmental improvements. A rail link into the city would
also provide travellers with an easy route to downtown Toronto
where they could transfer to various subway and GO train
systems, and visit Toronto on layovers.

The employee parking lot on Viscount Road, between
American Drive and Highway 409, offers parking for 4,500
vehicles and quick access to the APM train. In preparing for the
future, when passenger levels make it impossible for employees
to continue parking in the Terminal 1 parking garage and when
the Terminal 2 parking garage has been demolished, an
employee parking garage has been planned for development on
the Viscount Road site. The ultimate capacity of the planned
parking garage is 3,200 vehicles.

The GTAA remains committed to working toward an
efficient system of airports in south-central Ontario that will
enhance regional economic growth and development. This work
extends beyond Toronto Pearson to existing airports within the
Greater Toronto Area, including in the east the proposed site for
a future airport in Pickering and in the west to John C. Munroe
Hamilton International Airport.
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The following is a list of members of
the GTAA Board of Directors over time.

Stanley Archdekin 
President and CEO of Centerfire 
Capital Management Inc.
Nominator: Region of Peel
Term: 2006–Present

Robert Attersley
Former Mayor of Whitby, Ontario;
founder of Attersley 
Tire Service; and member of
Canada’s silver-medal hockey 
team at the 1960 Olympics.
Nominator: Region of Durham
Term: 1993–2001

Gregg Badger
Secretary, Asset and Risk 
Management for Ronald A.
Chisholm Limited; former senior 
vice president of
Thomson Kernaghan & Co. Limited.
Appointer: Province of Ontario
Term: 1998–2005

Robert Bandeen
Former chairman of the GTAA 
Board of Directors (1993–1995) and 
interim chairman (January to March 
1997); Officer of the Order of
Canada; Ph.D. in Economics; former 
president of Canadian National 
Railways; chairman and president of
Crown Life Insurance Co.
Nominator: City of Toronto
Term: 1993–2001

Ivor Barlow
Former RAF officer and defence 
advisor; retired director of
Litton Systems.
Nominator: Region of Halton
Term: 1996–2003

Donald Blight
Former vice president of General 
Motors of Canada; sat on boards of
General Motors, Standard Products 
of Canada, and the Oshawa General 
Hospital Foundation.
Nominator: Region of Durham
Term: 1994–2003

Patrick Brigham
Chairman of Edenview Investments;
director of several boards.
Nominator: GTAA board as a 
member-at-large
Term: 2004–Present

James Bullock
Former president and CEO of
Laidlaw Transport; member of
Ryerson Board of Governors.
Nominator: Halton Region
Term: 1993–1995

Michael Butt
Former chairman of the GTAA 
Board of Directors (1997–2004);
Chairman and CEO of Buttcon 
Limited; past chairman of the 
Ontario General Contractors’
Association; first national vice 
president and past chairman of the 
Canadian Construction Association.
Nominator: Region of York
Term: 1993–2005

Scott Cole
President of Cole Engineering 
Group Ltd.
Nominator: Region of York
Term: 2005–Present
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Mac Cosburn
Professional engineer; President of
B. McGregor Developments Limited;
current and past member of several 
professional, hospital, and charitable 
boards.
Nominator: GTA Boards of
Trade/Chambers of Commerce
Term: 2001–Present

Marilynne Day-Linton
Chartered accountant with
background in the travel industry.
Nominator: Institute of Chartered 
Accountants of Ontario
Term: 2004–Present

Ronald Dennis
Aviation consultant; former chief
pilot, director of Flight Operations,
and director of Airside Development 
for Air Canada.
Nominator: Region of Peel
Term: 1994–2003

William Dimma
Former Torstar president; CEO of
Royal LePage; chaired Canadian 
Business Media Ltd., Home Capital 
Group Ltd., and several other 
Canadian companies.
Appointer: Federal government
Term: 1994–1998

Anne Edgar
Former chartered accountant at 
Ernst & Young; golf services and 
consulting business owner, working 
with Canadian Ladies Golf
Association and the Royal Canadian 
Golf Association.
Nominator: Region of Peel
Term: 1993–2000

Peter Gilchrist
Partner with the law firm Blake,
Cassels & Graydon; recipient of
Dean’s Key from the University of
Toronto.
Nominator: Region of York
Term: 1993–2001

Christine Hart
President and founder of
Accord/hart & associates inc.;
a transportation and environmental 
lawyer; one of Canada’s pioneers in 
Alternative Dispute Resolution.
Appointer: Federal government
Term: 1998–Present

Warren Hurren
Chairman of the GTAA Board of
Directors; founding partner of
accounting firm Hurren, Sinclair,
MacIntyre; active member of the 
Ajax Rotary Club and 
Ajax/Pickering Board of Trade.
Nominator: GTA Boards of
Trade/Chambers of Commerce
Term: 2001–Present

Benjamin Hutzel
Partner with the law firm Bennett 
Jones; founding chairman of the 
Canadian Lawyers Liability 
Assurance Society.
Appointer: Federal government
Term: 1998–Present
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Vijay Kanwar
President and Chief Financial 
Officer of K. M. H. Cardiology and
Diagnostic Centres Inc.
Appointer: Province of Ontario
Term: 2006–Present

Maureen Kempson-Darkes
General Motors Group Vice 
President; President of GM Latin 
America, Africa, and Middle East;
Officer of the Order of Canada;
awarded Order of Ontario; member 
of GM Automotive Strategy Board.
Nominator: Durham Region 
Term: 1993–1994

Catherine Knipe
Founding partner of Meadow Group 
Consulting Inc.; served the 
healthcare industry in numerous 
senior management roles.
Nominator: Region of Halton
Term: 2003–Present

Norman Loberg
Retired Enbridge Inc. senior 
executive; Chairman of the Credit 
Valley Board of Directors; past
chairman of Tourism Toronto.
Nominator: GTAA board as a 
member-at-large
Term: 2005–Present

Jeffery Lyons
President and founder 
of Lyons Group; former vice 
chairman of the Toronto Police 
Services Board.
Nominator: City of Toronto
Term: 2001–2005

Thomas McCormack
President and 
founder of Strategic Projections 
Inc.; past president of Canadian 
Association for Business Economics.
Nominator: GTA Boards of
Trade/Chambers of Commerce
Term: 2001–2005

Bruce McKelvey
Past chairman and CEO of CDI
Education Corporation; Director of
Merry Go Round Foundation.
Nominator: City of Toronto
Term: 2005–Present

Gerry Meinzer
Former president of the Toronto 
Board of Trade; founder and
President of PMP Associates;
chairman of Tritech Financial 
Systems Inc.
Nominator: City of Toronto
Term: 1993–2004

Sharon Moss
Trade union activist since her 
involvement as an officer of the 
Canadian Air Line Employees 
Association in 1979; past vice 
president of the CAW/TCA Canada,
Local 2213.
Nominator: City of Toronto
Term: 1995–2004



Louis Parsons
President of Lou Parsons & 
Associates Inc.; former chairman of
GO Transit and Regional 
Municipality of Peel.
Nominator: Region of Peel
Term: 2000–2006

Bonnie Patterson
President and Vice Chancellor at 
Trent University; president of the
Council of Ontario Universities.
Appointer: Province of Ontario
Term: 1994–1998

Dale Richmond
Former president and CEO of
Ontario Municipal Employees 
Retirement System; former chief
administrative officer of the
Municipality of Metropolitan 
Toronto.
Nominator: GTAA board as a 
member-at-large
Term: 2003–Present

Richard Soberman
Associate of Trimap 
Communications Inc.; former chair 
of Civil Engineering, University of
Toronto.
Nominator: GTA Boards of
Trade/Chambers of Commerce
Term: 2004–Present

Joanne Thomas Yaccato
Best-selling author; magazine 
columnist; founder of Women and 
Money Inc.
Appointer: Federal government
Term: 1994–1998

Sidney Valo
Former Chairman of the GTAA 
Board of Directors (1995–1997);
principal of Pallett Valo LLP;
President of Norstar Commercial
Developments Inc.; former member 
of Board of Governors of the
Mississauga Board of Trade.
Nominator: Region of Peel
Term: 1993–1997

John Walker
Senior advisor, Koniambo Project—
New Caledonia, Falconbridge 
Limited; former managing director,
Loewen, Ondaatje, McCutcheon 
Ltd.; member of the Board of
Governors of Sheridan College.
Nominator: Region of Halton
Term: 1993–2001

Bernard Wilson
Vice chair of Pricewaterhouse-
Coopers LLP; Chairman of
Ontario Business Advisory Council;
Chairman of Institute of Corporate 
Directors; governor of the Canadian 
Chamber of Commerce.
Nominator: Region of Peel 
Term: 1997–2004

Lawrence Worrall
Director of several boards, including 
Magna International Incorporation 
and PIC Group Holdings Limited.
Nominator: Region of Durham
Term: 2003–Present
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The following is a list of GTAA
executive officers over time.

James Burke
Vice President and Chief
Information Officer;
formerly, Vice President,
Information Technology 
and Telecommunications (2001-
2005)
Term: 2001-2006

Judy Fountain
Vice President and Chief Financial
Officer; formerly, Vice President,
Finance and Chief Financial Officer
(1998-1999)
Term: 1998-Present

Janet Glynn
Vice President, Finance and Chief
Financial Officer;
formerly, Vice President, Business 
and Finance (1996-1997)
Term: 1996-1998

Gordon Grant
Vice President, Strategic Plans and 
Programs; formerly, Vice President,
Transition Programs (2003-2004)
Term: 2003-2005

John Kaldeway
President and Chief Executive 
Officer; formerly, Chief Operating 
Officer (2004); Vice President,
Transition Programs (2002-2004);
Vice President, Operations and 
Maintenance (1999-2002); Director 
of Operations (1996-1999)
Term: 1996-Present

Brian Lackey
Vice President, Operations and
Chief Engineer; formerly, Director
of Maintenance and Chief Engineer
(2000-2002); Director of Facilities,
Operations and Maintenance, and 
Chief Engineer (1999-2000);
Director, Facilities Operations and
Maintenance (1997-1999)
Term: 1997-Present

D. Vito Lotito
Vice President, Human Resources 
and Administration; formerly,
Director, Human Resources (1996-
1999)
Term: 1996-Present

Douglas Love
Vice President, General Counsel and 
Secretary; formerly, Vice President 
and General Counsel (1999-2000)
Term: 1999-Present

Lloyd McCoomb
Vice President, Planning and 
Development; formerly, Executive
Vice President, Airport 
Development (1996-1997)
Term: 1996-Present

Stephen Shaw
Vice President, Corporate Affairs;
formerly, Vice President, Corporate 
Affairs and Communications (1999-
2005); Vice President, Strategic
Planning (1996-1999); Director,
Strategic Planning (1994-1995)
Term: 1994-Present

Louis Turpen
President and Chief
Executive Officer
Term: 1995-2004

Sidney Valo
Vice President, Business Strategy 
and Development; formerly,
Executive Vice President, Business 
and Legal (1997-1999); Executive 
Vice President, General Counsel and 
Secretary (1997); interim President 
(1993-1995)
Term: 1993-1995; 1997-2001

Celebrating Success GTAA 10-Year Anniversary   95



96 Celebrating Success GTAA 10-Year Anniversary 

Resources

Appendix C



Celebrating Success GTAA 10-Year Anniversary   97

The following resources were used to create this book:

Anderson, Scott. Buy the Friendly Skies. Eye Weekly: September 9,
1993. Toronto: Eye Communications.

Corporate Affairs. Airport Development Program brochure.
Toronto: Greater Toronto Airports Authority, 2002.

Corporate Affairs. Annual reports from 1997-2005. Greater
Toronto Airports Authority.

Corporate Affairs. Corporate Strategic Plan Summary. Toronto:
Greater Toronto Airports Authority, 2006.

Corporate Affairs. Economic Impact brochure. Toronto: Greater
Toronto Airports Authority, 2002.

Corporate Affairs. Environmental Management brochure.
Toronto: Greater Toronto Airports Authority, 2002.

Corporate Affairs. Facts and Figures. Greater Toronto Airports
Authority. <http://www.gtaa.com/Index.aspx?Sid=Node7/Node7.4&Tpl=1>

Corporate Affairs. 5th Anniversary Booklet. Toronto: Greater
Toronto Airports Authority, 2001.

Corporate Affairs. Issues of GTAA Today from 2002-2006.
Greater Toronto Airports Authority.

Corporate Affairs. Issues of GTAA Update from 2001-2005.
Greater Toronto Airports Authority.

Corporate Affairs. Issues of Launch from 2003-2004. Greater
Toronto Airports Authority.

Corporate Affairs. Issues of Toronto Pearson Today from 2005-
2006. Greater Toronto Airports Authority.

Corporate Affairs. Looking Ahead: Summary Report of the Airport
Master Plan, 2000-2020. Toronto: Greater Toronto Airports Authority.

Corporate Affairs. Media Kit. Toronto: Greater Toronto Airports
Authority.

Corporate Affairs. Mission and Goals briefing paper. Toronto:
Greater Toronto Airports Authority, 2002.

Corporate Affairs. Pearson Profile. Toronto: Greater Toronto
Airports Authority.

Corporate Affairs. Pickering lands and the GTAA brochure.
Toronto: Greater Toronto Airports Authority, 2004.

Corporate Affairs. Press releases from 1997-2003. Greater
Toronto Airports Authority.

Corporate Affairs. Rich History of Toronto Pearson, 1930-1995.
Toronto: Greater Toronto Airports Authority.

Corporate Affairs. Toronto Pearson International Airport
brochure. Toronto: Greater Toronto Airports Authority, 2002.

Department of Transport, Airports, 1990 Report of the Auditor
General of Canada, Chapter 30. <http://www.oag-bvg.gc.ca/domino/
reports.nsf/html/9030ce.html>

The Economic Impact of Canadian Airports. Airports Council
International North America, 2002.

Gillmor, Don. Terminal Velocity. Toronto Life: February 2005.
Toronto: St. Joseph Media.



Historic Airfields. <http://www.lostrivers.ca/points/air.htm>

Lerner, Stephen D. Toronto's Pearson International Airport:
Airport Commercialization/Privatization. Ottawa: National Library of
Canada, 1996.

Lost Villages of Mississauga. Mississauga Heritage Foundation.
<http://www5.mississauga.ca/heritage/new/elmbank.htm>

Mathieson, Andrea. Canada's airports: Their role as cargo
gateways. Statistics Canada. 2001. 61-532-XIE.

McGrath, T. M. History of Canadian Airports. Toronto: Lugus
Publications, 1992.

Padova, Allison. Federal Commercialization in Canada. Library
of Parliament. 2005.
<http://www.parl.gc.ca/information/library/PRBpubs/prb0545e.html>

Poole, Jr., Robert W. Guidelines for Airport Privatization. 1994
<http://www.reason.org/htg13.pdf>

Southern Ontario Area Airports Study. Transport Canada. 1995.
<http://www.tc.gc.ca/OntarioRegion/pickering/
archivesoaasreport.htm> 

Special Senate Committee on the Pearson Airport Agreements.
1995. <http://www.parl.gc.ca/35/1/parlbus/commbus/senate/
Com-e/pear-e/ 30380tx-e.htm>

Statistics Canada. Air carrier traffic at Canadian airports. 2004.
51-203-XIB.

Tkachuk, David. Legacy of Waste During Chretien-Martin Years.
2003. <http://www.sen.parl.gc.ca/dtkachuk/speech_03_05_13.html>

Toronto Aviation History Ideas. 2003. Toronto Aerospace
Museum.

<http://www.torontoaerospacemuseum.com/media/
TorontoAviationHistory.html>
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