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CAUTION:
Please verify any information you copy from this document before using it. If you have any
questions, please email admin@intercityrail.org to request an updated document.

Note: This environmental assessment (EA) only applies to the segment between Kitchener and
London since this is a new right of way. It does not apply to the Toronto – Kitchener segment
which will be assessed under the Transit Project Assessment Process (TPAP).
Note: Much of this document was written before we received the results of our Freedom of
Information Request and before the 2018 Provincial Election. All references to the Minister of
Transportation refer to either Kathryn McGarry, Stephen Del Duca, or Glen Murray, all ministers
under the previous Liberal government.
There will be some inconsistencies due to the new information received from the Freedom of
Information Request. We have updated this document accordingly but please email
admin@intercityrail.org if you find something that needs clarification.
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InterCityRail
1 – WHO WE ARE
InterCityRail is an advocacy organization, formed in January 2018, to oppose forcing High
Speed Rail (HSR) on Oxford County without any public consultation. Today, it is obvious that
any solution must include all modes of transportation and they must be integrated into a network
with seamless connections between cars, buses and trains.
Although we criticized the former Liberal government for their poorly thought out plan for HSR,
we are not philosophically opposed to HSR.
Rail, as well as buses, Bus Rapid Transit (BRT), Light Rail Transit (LRT), High Occupancy
Vehicle (HOV) lanes, and dedicated bike lanes, are all important components in improving
transportation.
However, there needs to be an evidence-based business case that justifies any new transportation
system, with minimal disruption to urban and rural communities. It needs to offer a practical and
affordable alternative to emissions-intensive short-haul flights and long-distance use of personal
automobiles.

2 – WHERE WE ARE TODAY
Since the Progressive Conservatives came to power in June 2018, they have announced and/or
implemented several improvements in transportation.


Cancelled the EA for HSR and disbanded the HSR office at the Ministry of
Transportation.



Created the Community Transportation Grant Program worth $30 million over 5 years.
About 40 communities have received funding [1]. The service was to start in the spring of
2020, but has been temporarily suspended due to Covid-19.



Improved GO Train service between Kitchener and Toronto with all day, two-way
service to start in 2025. As part of the expanded Toronto – Kitchener GO Trains service,
a Transit Project Approval Process (TPAP) to electrify the Kitchener corridor between
Georgetown and Kitchener has started with completion due in January 2021.



Released the “Draft Transportation Plan for Southwestern Ontario” [2]. This was
announced by Minister of Transportation Carolyn Mulroney on January 17, 2020, in
London. It reflects the “SouthwestLynx: Integrated High-Performance Public
Transportation for Southwestern Ontario” [3] proposal from Oxford County, supported by

1

Ontario Helping Communities Across the Province Improve Transit
Connecting the Southwest: A Draft Transportation Plan for Southwestern Ontario
3
SouthwestLynx: Integrated High-Performance Transportation for Southwestern Ontario
2
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mayors and wardens throughout the region, in compiling a common-sense approach to
public transportation. Making better use of existing rail and highway infrastructure is a
key part of the provincial plan.
InterCityRail is generally in agreement with the government’s draft transportation plan as it
pertains to Southwestern Ontario. We are pleased to note:
“We know our vision for southwestern Ontario will not be complete without the valuable
input of local municipalities, businesses, Indigenous communities and the general public.
That is why we are inviting everyone to participate in this process by sharing their
feedback with us. We are also establishing a task force with southwestern Ontario
mayors and Indigenous chiefs to work together on ways to better connect bus, rail, transit
services and ferries across the region.”
and
“Establish a task force with representation from southwestern Ontario mayors and
Indigenous chiefs as a venue to discuss transportation service needs and opportunities to
better integrate transportation services in the region. The task force will help make it
easier for people to travel between communities and access services such as healthcare.
The task force will focus on improving connections between rail, bus, and local transit
services across southwestern Ontario and ensure that our plan is informed by local needs
and considerations”
In order to develop a comprehensive long-term strategic plan for transportation, it is necessary to
know:
 Where people want to travel to and from.
 When they want to travel.
 How often they travel.
 How much they are willing to pay.
The SouthwestLynx proposal from Oxford County is a good place to start any discussion.
We are looking forward to the task force presenting evidence based solutions for transportation
in southwestern Ontario.

3 - INTRODUCTION
High-speed rail (HSR) is generally considered to be a passenger rail transportation system
utilizing trains that run at 200 kph in a shared corridor or 250 kph in a dedicated corridor.
Passenger trains must be separated from freight trains.
The previous Liberal government refused to hold any public meetings in Southwestern Ontario
or to release any details about the HSR project.
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The Liberal government had committed to an Individual Environmental Assessment (IEA), but
they failed to mention that the EA was restricted by the Minister (we don’t know which one). It
was not until InterCityRail reviewed the Request for Bid (RFB) for the Study for HSR that it was
discovered that there was no intention to do a full EA. A full EA requires the study of options,
including the option to do nothing.
InterCityRail became an official bidder for the EA (Request for Bid – Tender 7661) in order to
gain access to the detail documents. The RFB documents made it clear that the objective was to
restrict the build of HSR to be adjacent to, or within the Hydro One corridor between CN North
(near Petersburg) and CN South (southwest corner of London).

Phase 1: Toronto-London (target operational date 2025).
- HSR service between Toronto and Kitchener-Waterloo would run on existing,
enhanced shared track with GO Regional Express Rail (RER).
- HSR service between Kitchener-Waterloo and London would run on new,
dedicated track adjacent to and within a hydro corridor.
Deliverables - Addendum #6 (Feb 1, 2018)

Furthermore, the bidder’s documents state:

'Alternatives to' HSR within the Identified Corridor
The project is limited to HSR in the Kitchener-Waterloo to London corridor and
will not include any additional assessment of 'alternatives to' (i.e. other
transportation modes). The justification for the limitation shall be documented in
the ToR and obtained from recent MTO Minister mandate letters, previously
completed studies, and relevant government policy statements and directives.

In addition, there were many questions raised by the RFB documents and we filed a Freedom of
Information Request in order to obtain answers to these questions.
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4 – TRANSIT PROJECT ASSESSMENT PROCESS
Note: The route from Toronto to Kitchener is not subject to an IEA, but will be reviewed under
the Transit Project Assessment Process (TPAP). [4] The regulations for the “Environmental
Assessment Requirements for Transit Projects” can be found here. [5]
The TPAP is a very short process with limited input from the public, designed to speed the
approval of transit projects. TPAP can only be used to upgrade an existing right of way and
cannot be used for a new corridor.
Under TPAP, there is a 120-day consultation period, followed by 30 days for written objections
and then the Minister has 35 days to 1) accept the proposal, 2) accept the proposal with
restrictions, 3) order more studies, or 4) request a Individual or Class EA. Rejecting the proposal
is not an option.
MTO, as the proponent for the Kitchener to London segment, has told us that everything from
the Kitchener VIA station to the London VIA station will be included in the IEA. This is
supported by the bidder’s documents, but it is important to note that the proponent is not required
to do an EA on the shared corridor and there is nothing to prevent them from switching that
portion to a TPAP.
High-speed trains will share the right of way with the existing freight and VIA trains on CN
North between Kitchener and Toronto. Track geometries, height restrictions, overhead
clearances, speed differences, etc, all require new track so the right of way will be expanded.
Any objections to the impact on the core areas of Brampton, Georgetown, Action, Rockwood,
Guelph and Kitchener must be made using the TPAP and are not part of the EA.

5 – DIFFICULTIES ESTABLISHING THE FACTS
5.1 - Studies
The previous Liberal government would have us believe that HSR has been extensively studied
and has concluded that HSR is justified. What the government doesn’t say is that previous
studies were designed to prove that HSR is economically feasible, not that it was needed.
None of the studies considered any alternatives and focused only on HSR.
The reports included in RFB package are:


EcoTrain: Updated Feasibility Study of a High-Speed Rail Service in the Quebec City –
Windsor Corridor. Final Report: February 14, 2011 [6]

4

Metrolinx - The Transit Project Assessment Process (TPAP)
Guide to Environmental Assessment Requirements for Transit Projects
6
EcoTrain: Updated Feasibility Study of a High Speed Rail Service in the Quebec City – Windsor Corridor.
5
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First Class Partnerships: Ontario High Speed Rail. Pre-Feasibility Study: March 11, 2014
[7]
Note: this study is heavily redacted and was commissioned by the Minister. The
Ministry of Transportation (MTO) was not involved in the procurement of the study or
reviewed the study before the study was made public. The whereabouts of the unredacted version is unknown.



Steer Davis Gleave: Preliminary Business Case for High-Speed Rail on the Toronto to
Windsor Corridor. November 2016 [8]



David Collenette: High-Speed Rail in Ontario – Special Advisor for High Speed Rail.
Final Report: December 2016 [9]

There are many inconsistencies in the various reports submitted with the RFB on the Study for
the EA and we have been told by MTO that we should ignore everything that has been published
before the start of the EA (May 2018). However, this is not possible since the published reports
are referenced in the Bidder’s package for the EA and no other documentation has been supplied.
Furthermore, in response to a letter from the Township of South-West Oxford requesting that the
EA be expanded, Jennifer Graham-Harkness, Executive Director of High Speed Rail, MTO, on
April 10, 2018 said:
“The Ontario Environmental Assessment Act requires consideration of both
‘alternative to the undertaking’ and ‘alternative methods of carrying out the
undertaking.’ However, alternatives included within an environmental assessment
can be scoped under some circumstances. This includes cases where alternatives
have been examined in other planning and business case studies; and/or cases
where a proposed undertaking is the result of a provincial government policy
decision or priority initiative.
A number of ‘alternatives to’ HSR have been examined in previous planning and
business case studies, and the province has announced the development of HSR as
a policy decision”

April 14, 2018. In a conference call with Jennifer Graham-Harkness, MTO, we
were told that the “other planning and business case studies” referred to in the
letter were the EcoTrain, First Class Partnerships, Steer Davis Gleave and the
Collenette reports. The MTO told us that they “were not aware of any other
studies.”

7

First Class Partnerships: Ontario High Speed Rail. Pre-Feasibility Study
Steer Davis Gleave: Preliminary Business Case for High Speed Rail on the Toronto to Windsor Corridor.
9
David Collenette: High Speed Rail in Ontario – Special Advisor for High Speed Rail.
8
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Although “a number of ‘alternatives to’ HSR have been examined in previous planning and
business case studies”, the Ministry of Transportation has been unable to produce these studies,
and MTO admitted that no other studies exist. It is only fair that we point out what the actual
studies included in the RFB actually say:
5.1 - EcoTrain: February 14, 2011
This study was a feasibility study for HSR in the Quebec City - Windsor corridor:
 300 kph
 concluded that Kitchener was not suitable for HSR and should be serviced by
GO.
 would replace VIA Rail services in Southwestern Ontario
 route from Toronto to Windsor along the Gardiner, QEW, 403, 401 and CN
South.
 minimal impact on rural communities
 ‘alternatives to’ were not studied
5.2 - First Class Partnerships: March 11, 2014
This study took two weeks and the route was determined using Google Earth. The report
is heavily redacted, so we don’t know what it really says. Based on the public version:
 54 bridges to be built between Kitchener and London
 Regional GO would service Guelph, Stratford and St. Mary’s
 VIA would continue to service Sarnia and Windsor
 320 kph electric, new corridor from Kitchener to London – 71 minutes between
London and Toronto
 Existing rail would be “dropped in cut” in Kitchener
 5 km elevated track in London
 Says train would not serve local passengers
 ‘alternatives to’ were not studied
Note: This study originated by the Minister of Transportation and MTO staff were not involved
in the procurement of this study.
5.3 - Steer Davis Gleave: November 2016
This report was commissioned to study economic viability of HSR from Toronto to
Windsor.
 No business case for London to Windsor
 300 kph not viable but 250 kph is from Toronto to London
 New greenfield right of way alongside the Hydro corridor.
 Trench into London
 ‘alternatives to’ were not studied
5.4 - David Collenette: Dec 2016
This report was commissioned to make the recommendation to implement HSR.
 proposed 200 kph service between Toronto and Kitchener and 250 kph between
Kitchener and London
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VIA Rail replaced by HSR
‘alternatives to’ were not studied

We can find no evidence that a comprehensive study of the ‘alternatives to’ HSR was ever
undertaken or ever evaluated by the Minister. The political decision to restrict the EA as policy
has no supporting documentation.
Studies are supposed to be made to determine the problem and make recommendations, then a
decision is made based on the recommendation and input from those affected. Studies are not
supposed to be written after the fact to justify decisions made for political reasons.

The rail line will impact rural communities for hundreds of years. We fail to
understand why the Minister of Transportation would not look at all the options in
order to make the best decision for future generations.
5.5 – Meetings with Ministry of Transportation staff
The MTO has received a mandate from the Minister of Transportation to conduct a restricted EA
of HSR between Kitchener and London, adjacent to, or within, the Hydro One corridor, from CN
North to CN South.
We have met with the MTO staff and they have answered our questions that pertain to the EA as
it is defined (i.e. 250 kph trains along the Hydro corridor); however, they are unable to answer
questions, or comment on anything that is outside of the scope of their mandate.

The EA is to study HSR in a dedicated corridor from Kitchener to London. The
EA is not going to study any alternative modes, such as GO transit, VIA Rail, etc.,
or other routes, except through farmland. This contravenes EA best practice in
which relative costs and benefits are considered as part of the decision-making
process.

We have met with many politicians, municipal and provincial, including sitting MPPs of all
parties. So far none of the politicians we have met with were aware that the scope of the EA has
been so narrowly restricted. During the 2018 Provincial election, the Green, NDP and PC parties
all said they would expand the EA to include looking at all the options.

The EA is projected to take 4+ years. During this time, a better solution for rail
transportation in southwestern Ontario will not be studied and the time will have
been wasted.
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6 - FREEDOM OF INFORMATION REQUEST (FIR)
Due to the lack of response from the Minister of Transportation, Kathryn McGarry, we filed a
Freedom of Information Request (FIR) to fill in the gaps. We have received the response to the
FIR and those responses are now included in this document.
The results of the FIR are posted on our website at www.intercityrail.org [10].
The following is a summary of the response from the government:

10
11



Item 1: Minutes of meetings, emails, and documents that pertain to selecting a 200 kph
speed between Toronto and Kitchener but selecting a 250 kph speed between Kitchener
and London.
o 16 documents were received, of which only 1 had anything to do with the
question we asked. That document [11] mentions the speed had been reduced to
200 kph between Toronto and Kitchener but no reason was given and no data was
provided.



Item 2: Minutes of meetings, emails and documents that discuss the impact on rural
communities and farmland between Kitchener and London.
o 7 documents were received of which only 1 addressed the question and this was
an email written by a former member of Southwestern Ontario Transportation
Alliance (SWOTA), and now with InterCityRail. MTO never responded to the
email



Item 3: Minutes of meetings, emails and documents that justify excluding the rural
communities from the consultation process. A list of all rural politicians that were invited
to any of the information meetings.
o 8 documents were received, none of which answered our question.



Item 4: Data and methodologies used to support ridership between Kitchener and
London.
o 1 obsolete document was received and it mentions a ‘detailed and comprehensive
HSR forecasting framework study for the corridor’ that was not included in the
response from the government. There was no reason given for withholding this
document from us.



Item 5: Data and methodologies used to calculate travel times between stations,
particularly, the parameters for acceleration, deceleration, frontal area, rolling resistance,
g force, and weight of the train set that was used in the calculations.
o 1 report was returned but no data or methodologies were provided.

InterCityRail: Freedom of Iinformation Request
InerCityRail: Item_1_R4-March-28-2018-4.28pm_Redacted.pdf
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Item 6: Minutes of meetings, emails and documents that discuss the number and cost of
train sets.

o 3 documents were returned. 2 documents did not answer the question.
 Item 7: Modelling data, emails, documents, minutes of meetings used to determine the
number of train sets required, the mix of business and economy class seating, and the
seating capacity of the train sets used to support the frequency of 2 trains per hour during
off-peak periods and 3 trains per hour during peak periods.
o 1 document was returned but it had nothing to do with the question.


Item 8: Minutes of meetings, emails and documents that pertain to the decision to limit
the EA to only consider high-speed rail within or adjacent to the Hydro One corridor
between Kitchener and London.
o 5 documents were returned but they had nothing to do with the question.



Item 9: Minutes of meetings, emails and documents that pertain to the decision to limit
the EA by not considering high-performance rail on other routes between Kitchener and
London.
o No documents were returned since this item was never considered.



Item 10: Data to support the continued viability of VIA Rail provided services in
southwestern Ontario during and after completion of the proposed HSR project.
o No documents were returned since this item was never considered.



Item 11: Data and research pertaining to modal integration at the London VIA Rail
station regarding local transit under the proposed “Shift” plan and Greyhound bus
operations.
o No documents were returned since this item was never considered.



Item 12: Data and queuing models used to show that 250 kph trains will not create queues
as they wait for 200 kph trains.
o No documents were returned since this item was never considered.

Of the 42 reports retrieved by FIR, very few pertained to the questions we asked, and of those,
none provided any data to support HSR.
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The Route
7 - HSR BETWEEN KITCHENER AND LONDON
Between Kitchener and London:
 HSR trains will travel at 250 kph.
 A dedicated right-of-way will be built adjacent to the Hydro One corridor.
 The line will not be shared with GO, VIA or RER
The maximum distance travelled at 250 kph is
66 km (not 88.3 km as used in the governments
calculations) of the 183 km route between
Toronto and London.
Once you factor in safe residential speeds, safe
deceleration, station buffer zones and the
correct distance available for 250 kph
operation, actual travel times will be about 110
minutes and trains will be at 250 kph for about
15.5 minutes or less than 14% of the total ontrain time.
We can find no evidence to support the building of a dedicated rail right of way through
farmland other than the government could find no other place where there is sufficient distance
to build HSR.

8 - WHY IS THE TORONTO SEGMENT DIFFERENT FROM THE LONDON SEGMENT?
High-speed trains need straight track to accelerate to maximum speed. Between Toronto and
Kitchener there is:
 There is insufficient straight track to allow the trains to accelerate to their maximum
speed
 There are too many tight curves. A train at 200 kph needs a 1.8 km curve radius but at
250 kph, it needs a 2.6 km cure radius [12]
 There are too many stops. HSR needs to run at high speed for long distances
The 200 kph speed limit between Toronto – Kitchener segment using a mix of GO, VIA Rail and
RER makes sense. It would enhance existing infrastructure, have minimal impact on agricultural
land, close very few roads and connect the urban populations.
Note: The federal government’s speed limit in shared right of way is currently 177 kph.

12

Wikipedia: Minimum railway curve radius

May 28, 2020 - Rev 5.2.3

www.intercityrail.org

Page: 13 of 44

However, HSR train sets are required for 250 kph trains. These are about $15 million more than
a 200 kph train set and will only be utilized for less than 15% of the travel time between Toronto
and London. Precision track to minimize lateral and vertical rolling stock acceleration will be
required along the whole system to handle the 250 kph trains.
We see no evidence that 250 kph capability will actually increase the entire system speed by
more than a few minutes and the FIR request shows that there is no data to support the use of 250
kph trains.

9 - RESTRICTIONS ON THE KITCHENER TO LONDON ENVIRONMENTAL ASSESSMENT
Why has the provincial government restricted the study of the EA to HSR and to the Hydro One
corridor between CN North and CN South?
The government announced HSR during the 2014 election. Now the early stages of the project
are underway but the only technically feasible route in Ontario for HSR is between Kitchener
and London. The rationale for building HSR seems to be based on political optics.
There appears to be very little evidence to show that HSR between Kitchener and London is
necessary, commercially feasible, or environmentally sound. There is evidence to show that an
enhancement of existing rail systems (i.e. GO transit, VIA Rail, RER) are a much better solution.
This, in fact, is what is being done between Toronto and Kitchener. Why is it not being
considered between Kitchener and London?
Did the provincial government really understand the ramifications of HSR on rural communities,
agri-business and farmland when they promised to build it in 2014? The EA should review all
the viable options for enhanced rail service from London to Toronto before proceeding with the
HSR link between Kitchener and London. Internationally, the inclusion of alternatives in an EA
study is considered best practice.
Who is responsible for making the decision to limit the EA to such a narrow scope since a
“comprehensive environmental assessment” was promised by Premier Wynne on May 19, 2017?
[13]

The FIR response failed to identify who made the decision to restrict the EA or why the decision
was made. We suspect that it was because all previous studies done by the government were
designed to support the political decision to build HSR and they knew it was impossible to
defend a full IEA based on the documents prepared by the government.

13

The Star: Kathleen Wynne is all aboard $21B high-speed-rail Toronto-Windsor project
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10 - WHY WAS THIS ROUTE CHOSEN?
In the 2014 provincial election, the Liberal’s promised HSR. Former federal Minister of
Transport, David Collenette was commissioned to write a report to justify the building of HSR.
Collenette rejected 300 kph HSR as not being economically feasible and recommended a 250
kph HSR maximum speed. It appears that the government ignored the effects of choosing HSR
over other enhanced rail systems.
The problem is that HSR requires a straight route as the trains can’t easily go around obstacles.
250 kph trains between Kitchener and Toronto were rejected due to infrastructure limitations and
were limited to a maximum of 200 kph for that segment, although the average speed will be
substantially less.
David Collenette said in the CBC interview on Feb 13, 2018 that the only place that HSR could
be built is between Kitchener and London. So that is where it is being built.
It appears the government is trying to fulfil an election promise that they would build HSR and
the only place they can build HSR is between Kitchener and London.
Having a trophy project cannot be considered a wise use of taxpayer funds. Given provincial
indebtedness, every new infrastructure project must be scrutinized for cost: benefit optimization
which much include the full consideration of alternatives.
All jurisdictions in North America have implemented high-performance rail before HSR.

11 – EXPROPRIATION AND RIGHT OF WAYS
In order to separate passenger service from freight, the existing CN owned track cannot be used
and an additional pair of tracks must be
built beside it.
The Steer Davis Gleave Preliminary
Business Case says the right-of-way for a
dedicated rail line is 26 meters. This
number is incorrect as Transport Canada
says the clearances are 5.4 metres from the
track centre plus 4 metres between track
centres. The total required clearances are 15
meters. [14] Clearances do not include the
space for cable support, electrical
equipment, worker safety and access. We
understand that the right-of-way for an
existing rail line needs to be extended by a minimum of 40 metres. We also understand the rightof-way for a new dedicated rail line must be at least 50 metres.
14

Standards Respecting Railway Clearances
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However, snow fencing and animal barriers require an additional amount of land, as shown in
this photo of a high-speed rail right of way in Spain. [15]
The expropriation of property will affect both the cities and intensively farmed rural areas.
Kitchener will have 5.6 km of properties expropriated between the VIA Rail station and Ira
Needles Boulevard, plus additional properties to the east of the VIA Rail station. London will
have 9 km expropriated between the VIA Rail station and Veterans Memorial Parkway.
An additional 6.2 km of right-of-way will be expropriated between Ira Needles and Baden, plus
the 67.5 km of new dedicated rail, for a total of 88.3 km.
The noise and vibration study area should extend 300 metres to either side of a principal main
line. [16]

12 – ROUTES THROUGH CITIES
The First Class Partnership Report states that
along Kent Street in Guelph the line will be
“dropped in cutting” and up to 50 homes
will be “acquired”.
In Kitchener, “the existing surface line
through the city centre will be “dropped in
cutting”. “Some businesses but no homes
will need to be acquired”.
The picture to the right is of a “line dropped
in cutting” in Reno, Nevada. Note that this
line is not electrified so additional space is
required for electrification. Also note that additional space is required for the existing CN freight
lines.
For London, the reports recommends an “elevated line for the final 5 km approach” to the VIA
station. This report had the line through Oxford County going to the north of the airport but this
was subsequently changed in the Request for Bid - Deliverable [17] to connect with the CN track
south of the airport. It is assumed that the line will be dropped in cutting, as per the Steer Davis
Gleave report, to mitigate the problem of roads crossing the rail line.

15

Wikipedia: Rail transport in Spain
Guidelines for New Development in Proximity to Railway Operations
17
Request For Bid #TENDER_7661, Attachment #3 – The Deliverables
16
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The FCP report does note that there will
“substantial disruption during
construction in the city centre”.

The trenches in Kitchener, London and
Guelph need to be wide and deep enough
to install the catenary system and still
provide clearance for the grade level
traffic crossings. (see the photo to the left)

The overhead cables will carry 25,000
volts.
However, it’s not clear if the existing freight lines and sidings will be relocated into the cutting
or if they will be left on the surface where are currently situated. If they are left, then the current
grade crossing will still be required.
In any event, it is obvious that construction is going to be very disruptive.
The Ministry of Environment asked First Class Partnerships to clarify some items in their PreFeasibility Study. Even though the response from Michael Schabas on March 18, 2014 [18] is
redacted, it is still worth reading. Some highlights:








18

In Bramalea, there will be an additional track and about 50 high speed trains a day in
addition to the current freight traffic. “There may be some concerns about additional
noise and vibration from local residents, but it is, after all, the CN main line and it has
been here since 1856.”
In Georgetown, “... the speed of Intercity trains will probably be limited to something
below 200 km/h on the Malton - Georgetown section. The time penalty of about 4 minutes
....”.
In Guelph: Schabas is “... now pretty sure it will be cheaper and easier to build a
completely new line for the Intercity trains, around the south of Guelph.” and ”... trains
can go 300 km/h around Guelph, shaving valuable minutes.”
In Kitchener: “Probably the solution is to drop the railway into cutting” and “About 5
hectares (12 acres) will need to be acquired to build the station.”
In London: “...routes are pretty straight, allowing trains to run about 160 km/h into the
city.”
For the HSR segment through farmland: “This is mostly rolling terrain; some sections
can be in cutting but generally the line will need to be on a low raised embankment for
drainage and snow reasons.” and “Substantial amounts of rock will be needed - this can
be brought by rail from quarries and trucked from railheads on the CN line, 10 to 20 km
south of the new line.”

Redacted letter from FCP to Iain Myrans, Chief of Staff, Environment Minister Glen MUrray
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13 - LONDON
The FIR revealed that integration into London’s BRT has not been considered. We do know that
the intention is to use the exiting VIA station on the CN South line.
13.1 - Routes through London
There are two possible routes for HSR
into London to the VIA Rail station:
 North Route. This follows the
CN rail line from Stratford and
St. Mary’s and enters London to
the north of London Airport. The
First Class Partnerships report
says that a 5 km raised track
would be built to connect to the
CN South line.
 Eastern Route. This follows the
CN South line from Woodstock
and enters London at Veterans
Memorial Parkway
 Neither CN nor CP currently allow the installation of power catenary above their tracks.
Separation of HSR and CN and CP tracks will be required. Dual-mode locomotives
would be an option but would lack the performance and efficiency of single-mode
electric propulsion thereby diminishing the HSR business case.
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13.2 - Expropriation
We assume that expropriation will be on the north side of the existing CN right-of-way to avoid
crossing the CN track since doing so will require a grade separation. The First Class Partnerships
recommended that the maintenance and storage yards for the trains be in London, possibly as the
old Electro Motive plant on Oxford Street. This has since been repurposed as a storage and
distribution facility.

14 - KITCHENER
The First Class Partnerships report recommended dropping the HSR line into a cut through the
city centre. Whether the line is below grade or not, the CN North right-of-way will need to be
extended to make room for the HSR tracks. Existing municipal infrastructure will require
extensive rerouting.

Some people in Kitchener believe that HSR
will be in a tunnel under Kitchener and there
will not be any expropriation and/or
excavation necessary for HSR.
We spoke to MTO (April 20, 2018), and we
were assured that this information is incorrect.
There will not be any tunnels under Kitchener.
The cost of boring a tunnel is about $150
million to $300 million per km. [19] [20]
This is supported by the FCP report which says that the line will be sunk into a cutting in
Kitchener and does not mention tunnels.

19
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Pedestrian Observations: How Much Tunnels Really Cost
Steve Munro: What Does Building a Subway Cost?
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15 - RURAL ROUTE
The MTO consistently says that the final route has not been chosen but it will be defined by the
EA. This is somewhat misleading.
Although the MTO may not know exactly where the route will be built until the EA is completed
because it does not know which side of the existing rail line or hydro corridor HSR will be built
on nor whose property will be severed, they certainly do know that HSR will be built adjacent to
the CN tracks and the Hydro One corridor.
‘Alternatives to: HSR within the Identified Corridor’
The project is limited to HSR in the Kitchener-Waterloo to London corridor and
will not include any additional assessment of ‘alternatives to’









The Request for Quote document for bidders for the EA says that the HSR from
Kitchener to London will stay within
or be adjacent to the existing Hydro
One right-of-way from the CN North
rail and CN South rail lines
The FCP Pre-Feasibility Study,
March 2014, clearly has the route
going down the hydro corridor (at
least part way)
The Steer Davis Gleave Preliminary
Business Case Study, November
2016, does not specify a route but the
distances given can only be achieved
by going through farmland and
certainly not by using CN North or CN South
The Special Advisor’s Final Report December 2016, says HSR will be adjacent to the
Hydro One corridor

The Ministry of Transportation denies that
the route has been chosen but they will not
provide anything in writing that allows any
route other than within the ‘identified
corridor’.
Our Freedom of Information Request has
confirmed that the route is very similar to
the one that we generated using data from
the RFQ.
The route was created by First Class
Partnership in their office, in London
England, using Google Earth. The report
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took two weeks to do and cost $115,000. FCP never visited the area. [21]
The government claims that a right of way is 26 metres. They have confused this with the
Canadian standard for clearance. The actual additional right of way is at least 40 metres for a
shared corridor and 50 metres for a dedicated corridor, however additional space is requirement
for snow fences and animal barriers.
Snow control is critical, as HSR has about one-third the axle loading of a freight train and freight
trains must slow down if there is drifting on the tracks to prevent derailment.
A further complication is that a train travelling 250 kph will take 2.7 km to stop, plus the reaction
time for the operator, plus the required safety buffer zone. European experience has shown that
an engineer requires 8 seconds to react; at 250 kph, the train would travel almost 3.5 km before it
could stop. By the time the train engineer sees a snow drift or an animal on the track, it will be
too late.
The proposed route is 88.3 km between the Kitchener VIA Rail station and the London VIA Rail
station. The new right-of-way along the Hydro towers is 66.7 km. The Ontario Federation of
Agriculture has calculated that the new right-of-way will consume at least 1,000 acres of prime
agricultural land.
No mention has been made of how HSR will cross the CP line at Cherry Hill Road. This is not a
trivial problem as the crossing cannot be made at grade.

16 - THE IMPACT ON FARMERS
The FIR shows that the government never
considered the impact on rural
communities or farms.
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The Special Advisor’s report does
not mention farmland nor does it
address the impact on rural
communities, flora and fauna
The Steer Davis Gleave report does
not mention farmland or rural
communities
The EcoTrain report has the route
going down the QEW/403/401
transportation corridor, completely
avoiding farmland
The First Class Partnerships created the route through farmlands using Google Earth

CBC: Ontario high-speed rail study was rushed ahead of election
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Farms will be severed and farmers will be unable to reach their severed fields without long
detours around dead-ended roads. Many rural roads will be closed, and it is expected that
regional roads will have new rail overpasses. As an example, using the farm in the lower lefthand corner of the image on the previous page, farmers will have to travel 9.33 km to reach their
stranded fields. Agri-business (milk pickup, feed trucks, fuel trucks) will all have longer trips to
reach farms.
Due to the road closures, large, slow farm
equipment will be forced to use regional
roads instead of rural roads. The top speed
of a combine is approximately 30 kph.
These machines will have considerable
impact on regional roads where the speed
limit is 80 kph.
Overpasses and approach roads will need
configuring to accommodate large
equipment and automobiles safely,
irrespective of weather conditions.
Emergency services, veterinarians, school buses, and mail delivery will all have similar
problems.
Agriculture is no longer based on small family run farms but are now much larger. These
Agricultural Business Units have land spread over a large area as this map of feed and manure
transportation from the Agricultural Business Community shows [22]. It is imperative that any
planned infrastructure in rural area do a similar mapping to understand the problems that will be
caused by closing roads.

22

Agriculture Business Community Report
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16.1 – The Cost to Farmers
The cost of the right-of-way has been calculated to be $1.0 million per year on average, based on
the loss of land and the extra costs involved in farming land that has been severed on a diagonal.
This does not include the land lost to snow plow turning areas at the end of closed roads or the
land lost to building overpasses and underpasses.
It does not include the impact of stray electrical voltage. This is a serious concern, especially
with dairy farmers, as the stray voltage affects milk production. [23] Constructing a 25,000 volt
line near dairy barns will only increase the problem.
16.2 - The Cost to Consumers
The average yield of winter wheat is 87.3 bushels per acre.
A bushel of wheat makes 47 loaves of bread (675 gm).
An acres of land produces 4,103 loaves of bread.

23

KW Hydro: Farm Stray Voltage
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There are about 66 km of track along the Hydro Lines and due to the farms being severed at an
angle, about 15 acres of land is lost per km of track. The total amount of lost land is about 1000
acres.
If this farm land was planted into wheat, it would produce enough flour to make 4.1 million
loaves of bread per year. New farmland cannot be created so each loss of acreage is permanent.

17 - RURAL COMMUNITIES
The FIR confirmed that rural communities and local councils were never consulted during the
planning stages of HSR.
The Special Advisor had:
“engagement sessions in each of the four main station area communities (Toronto,
Kitchener-Waterloo, London and Windsor) in February 2016. Attendees included elected
officials and/or staff representatives across all levels of government as well as people
representing chambers of commerce, boards of trade, academic institutions and key
regional industry groups.”

However, subsequent input to the MTO High-Speed Rail web site from delegates to these
meetings did not receive a constructive response and it was clear that the MTO project team had
very limited, if any, experience of HSR technologies and economics.
The proposed route will only benefit residents of London and Kitchener-Waterloo. The rural
communities of Stratford, St. Mary’s, Ingersoll, and Woodstock have been completely ignored.
This, even though they previously voiced their concerns to provincial Transport, Environment
and Energy ministers about inadequate regional public transportation, primarily rail connections.
There are no stations planned in rural Ontario and HSR will only serves non-Conservative
ridings. Surely Stratford, Woodstock, St. Thomas, St. Mary’s, and Ingersoll should all have fast,
frequent, reliable and affordable train service.

The impact of HSR on the farming community will be devastating.
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The Numbers
17.1 - DISTANCE
There is some confusion over how the Special Advisor measured the total distance of HSR.
Stations
Union to Malton
Malton to Guelph
Guelph to Kitchener
Kitchener to London
Total km

Special Advisor
27.8
49.9
18.1
88.3
184.1

Measured
23.5
54.6
22.3
83.8
184.2

17.2 - RIDERSHIP
The FIR confirmed the projected ridership numbers were unjustifiably optimistic. No data could
be provided to support their projections. The number of cars on the roads, used to justify HSR,
do not agree with the MTO traffic camera volume counts on the 401. [24] Furthermore, the
government predicts there is a demand for 9,000 passengers per day but are providing enough
train capacity for 50,000 passengers per day.
17.2.1 A Brief Summary of the Union Pearson Express (UPX)
UPX was first proposed in 2001 as a private venture but it was determined to be a money-losing
project and the provincial government then assumed technical and long-term responsibility for
construction and operation. The EA stalled because of objections so the Ontario government
reduced the required 3 year EA to 6 months in order for the line to be ready for the Pan Am
Games. The EA was released in 2009 but we have been unable to find the final version in the
public domain.
The UPX project started construction in 2011 with an initial budget of $456 million. The route is
22 km and was projected to cost $20 million per km. The final cost was about $1 billion [25] or
$45 million per km.
The diesel-powered train sets carry 115 to 173 people and cost $4 million each. Recently, the
three car sets have been reduced to two car sets to match ridership.
Service began in 2015 with a one-way fare of $27.50 and expected ridership of 2.35 million
passengers per year. By June of 2015, UPX was carrying only 12% of capacity. [26]
24

MTO: Traffic Volumes
Steve Munro: The High Cost of UPX
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Wikipedia: Union Pearson Express
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UPX Ridership Projections
UPX was projected to have a ridership of 2.35 million passenger per year or 6,500 per
day. The break-even revenue required was $70 million per year or 7,000 passengers per
day based on a fare of $27.50 per trip ($55 round trip). Fares are cheaper with the Presto
card.
Actual ridership at $27.50:
June 2015 – 3,450 passengers per day (1.2 m per year) or $34 million annualized.
Sept 2015 - 2,300 passengers per day (.8 m per year) or $23 million annualized.
Nov 2015 – 2,100 passengers per day (.7 m per tear) or $21 million annualized.
Jan 2016 – 1,900 passengers per day (.6 m per year) or $19 million annualized.
Actual ridership at $12.00:
Mar 2016 – 5,300 passengers per day (1.9 m per year) or $23 million annualized.
Jun 2016 – 7,600 passengers per day (2.7 m per year)or $33 million annualized.
Jul 2016 – 11,000 passengers per day (4.0 m per year) or $48 million annualized.
Jul 2017 – 10,000 passengers per day (3.6 m per year) or $43 million annualized.
Average provincial subsidy is $52.26 per ride since the start of service. The current
subsidy is $11.00 per trip. [27]
Based on a fare of $12.00, UPX will never pay for itself. [28]
The system needs a fare of $27.50 to break even, but insufficient riders are prepared to pay the
cost. At $27, taxis and limos offer better service and they pickup and deliver passenger where
they want to go, not just at Pearson Airport and Union Station.
17.2.2 A Note about VIA Rail
In 2016, VIA Rail had revenues of $45 million in southwestern Ontario and costs of $77 million
requiring a subsidy of $39.03 per passenger. VIA Rail carried a total of 950,000 passengers in
2016 in all of southwestern Ontario. [29]
The Federal Government subsidy for VIA Rail is about $0.25 per km. For a round trip between
London and Toronto, VIA Rail receives about $90 per person.
The third quarter 2017 report extrapolated to year-end suggests 976,000 passengers. This is less
than 3% growth despite the availability of Escape fares (which is in line with passenger ridership
growth forecasts from other countries).
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The Star: UPX costs province $11 per ride
Globe And Mail: Union Pearson Express looks unlikely to break even
29
VIA Rail: Annual Report 2016
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Raise the fares by 20% (as projected by the Special Advisor for HSR) and the demand will
decline. HSR would require a per journey subsidy approximately equal to UPX to make tickets
affordable from London to Toronto.
The Special Advisor’s report states that HSR will replace VIA Rail between Kitchener and
Toronto. The Special Advisor’s report also states that VIA Rail will continue to operate between
London and Union Station on CN South (by way of Woodstock, Ingersoll, Brantford) and
between London and Kitchener on CN North ( by way of St. Mary’s and Stratford)
We believe VIA Rail will cease to exist once the London - Toronto revenue is lost to HSR and
rural communities will be left without rail service. VIA Rail’s recent public relations
announcements are increasingly vague regarding service continuation in southwestern Ontario.
17.2.3 HSR Ridership
There will be two HSR trains per hour between Toronto and Kitchener during off-peak hours and
three trains per hour during peak hours. There are no numbers stated for the Kitchener to London
segment, however, since there is no mention of marshalling yards other than in London we
assume that the frequency will be the same throughout the system.
We have based our on-train travel times, operating hours, and the number of trains required on
the assumption that trains will overnight in London as per the Schabas letter to Iain Myrans.
“The railway will need a depot to store and maintain the high-speed trains, and also for
track maintenance equipment. Probably, this will be located in London where most trains
will spend the night. There seem to be many possible sites, not too far from the railway
line. One possibility is to use the former Electro-Motive plant, which built diesel engines
until it closed a few years ago.”

The operating times have not been specified but we can assume 8 hours of peak (5 am to 9 am
and 3:00 pm to 7 pm) and 11 hours of off-peak times to give a total operating time from 5 am to
11 pm.
No train sets have been mentioned but Acela Express train set is the only service in North
America that exceeds the U.S. Department of Transportation’s 200 kph definition of high speed.
The Acela train is certified for a top speed of 266 kph but runs at 250 kph in regular service.
[30]

There are no 250 kph trains certified for use in Canada and, in parallel with the EA process,
Canadian safety standards are being developed. (We assume by Transport Canada.)
The FIR revealed that the government has not considered train capacity or the mix of seating.
According to Bombardier, the Acela has a capacity of 300 to 600 in a 6-car train but this depends
on the mix of seating. First-class cars have 44 seats, business class cars have 65 seats.
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Locomotive Wiki: Acela Express
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It is unknown how many seats are in economy class but VIA Rail economy coaches seat
between 50 and 70 passengers. [31]
For the purposes of our analysis, we assume that HSR will have a capacity of 450 passengers per
train. HSR is planning on 47 trains per day. This gives a capacity of 47 x 450 = 21,150 passenger
per day as soon as it starts operating.
On page viii of the Special Advisor’s report it states that by 2041, HSR will carry over 10
million passengers annually. At 21,150 per day, it will actually carry 7.7 million passengers
annually.
On page 49 of the Special Advisor’s report it states: “To assess ridership for the TorontoWindsor corridor, annual demand was extrapolated based on traveler preferences for time
savings, fares, proximity and ability to access HSR stations, and other socio-economic
variables”. “The Preliminary Business Case has forecast total HSR ridership of up to 10.6
million by 2041”.

However, on page 55 of the Steer Davis Gleave report it states in table 3.7 (“HSR
Demand by Station of Origin”), that for 250 kph trains, the forecast for 2041 is for
1,379,400 trips. That’s 1.4 million trips, not 10.6 million trips.

If 1.4 million trips originate in London, there will be an equivalent number returning, so the
potential ridership is closer to 2.8 million, still a long way from 10.7 million. For reference, the
projected population of Ontario in 2041 is projected to be 18.2 million. [32]
In 2016 VIA Rail averaged 2,600 passenger journeys per day (949,000 per year) in the whole of
southwestern Ontario with approximately 1,800 originating and terminating in London (657,000
per year). Globally, passenger rail ridership increases between 3% and 4% annually which means
that the London–Toronto market will be approximately 1 million passengers per year by 2025
when HSR is expected to be operational. This is significantly below the economic justification
threshold of HSR. This, of course, assumes that all 1,800 passengers a day that originate in
London go to Toronto and ignores those going to Stratford, Windsor, Sarnia and Hamilton.

17.3 – ON-TRAIN TRAVEL TIMES
It’s not clear how the on-train travel times between stations were calculated. Our preliminary
calculations, based on the Acela Express (the only HSR train set certified for use in America), do
not support the travel times used in the reports.
The government has said that the time between London and Toronto will be 73 minutes. At 73
minutes, the average speed of HSR is 150 kph. Most high speed train systems average 125 kph
31
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or less. As an example, the average speed of the Acela train from New York City to Boston is
100 kph.
The government was unable to provide any data or methodologies as the FIR asked for.
However, we know that there are several errors in their calculations.





The maximum distance travelled between Toronto and London at 250 kph is 66.7 km
(not 88.3 km as used in the governments calculations).
The government claims to use European standards for the calculation of travel times but
they have used 0.9 m/s2 for deceleration. This is only allowed for trains with handholds
(i.e. subways, LRT), it is not allowed for any coach where passengers are expected to be
walking around. The European number normally used for deceleration is 0.5 m/s2.
The government ignored the 300m safety zones in the stations where speed is restricted to
32 kph.

Our travel time calculations assume:
 Unload and load times in the stations is 2 minutes.
 We have included the station safety buffer zones (300 m)
 There are no curves that restrict maximum speeds.
 There are no VIA Rail, GO or RER trains on the track that intrude on the safe braking
distance. At 250 kph the normal braking distance is about 4 km and requires 2 minutes to
stop the train.
 We have completely ignored the effects of rain, snow and wind.
 We have used straight linear acceleration to approximate the S-curve acceleration of the
Acela.
 We have ignored the impact of running 130 kph GO trains on the same track at HSR. The
First Class Partnership Report (page 10) says that HSR trains will travel at 160 kph and
the travel time between London and Toronto will be 71 minutes.
 We have assumed that the HSR segment goes in a straight line and is not “wiggled to
avoid most farm houses” as stated in the First Class Partnership report (page 17).
There are currently no safety standards in Canada for trains that exceed 177 kph. [33]
17.3.1 - The results using the governments numbers


Trains accelerate at 0.40 m/sec2.



Trains decelerate at 0.09 m/sec2, this is an unsafe parameter for coaches without
handholds..

The only way to achieve 73 minutes between London and Toronto is if the trains can travel in
excess of 170 kph through the residential areas of towns and cities (London, Kitchener,
Guelph, Rockwood, Acton, Georgetown and Brampton).
33
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Note: In the letter from First Class Partners to Iain Myrans, former Chief of Staff to the Ontario
Minister of the Environment on March 18, 2018, Michael Schabas of FCP says that:


From Toronto Union to Malton trains “probably won’t be able to go over 160 kp/h”

17.3.2 - The results using typical European numbers

We have used the following European parameters: [34]


Trains accelerate at 0.30 m/sec2.



Trains decelerate at 0.50 m/sec2.



Trains travel at 80 kph in urban areas, although some cities restrict train speeds
significantly since it takes 0.5 km to stop a train doing 80 kph.

This produces, at best, a theoretical on-train travel time of 106.3 minutes between London and
Toronto. The travel time is more likely to be between 110 and 120 minutes when the system is
put into operation.
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17.3.3 - Comparison
The Special Advisor’s report compares the on-train travel times based on 250 kph trains against
the current travel times of VIA Rail. This is very misleading:


VIA Rail times are for trains that share the track with freight. VIA is forced to stop or
slow for freight trains while HSR travel times are based on operating on dedicated track.



VIA Rail travels at 16 kph for a 2 km section of track west of Guelph. [35] The HSR times
are based on rebuilt track.



Freight lines cross the VIA Rail track 4 times around Brampton. A new Brampton freight
by-pass ($8 billion) will be built to avoid this bottleneck.



No consideration is given to VIA running on optimized track and consequently higher
average speeds on this route.

If VIA Rail had the benefits of track separated from freight and track that could sustain
reasonable speeds, then the justification for HSR would be significantly reduced.

17.4 – SCHEDULE
We believe that a complete system analysis will show that there is no advantage to running parts
of the system at 250 kph.
Furthermore, the FIR showed that the government failed to take into account the impact of slowmoving trains (VIA Rail, GO, RER) on the same track as HSR.
The Special Advisor has said that there will be two trains per hour during off peak and three
trains per hour at peak.
At peak, trains are 20 minutes apart each way, which means that a train will pass any given
place, every 10 minutes (one coming and one going).
Note: The schedule frequency and the travel times between stations are provided by the Special
Advisor. The number of trains required is based on the time it takes to complete a circuit and
return to the starting station in order to be ready for another trip. Since the travel times are
suspect, the number of trains is also suspect.
Based on a travel time of 106 minutes (1 hr and 46 minutes) the proposed schedule results in
about 88 trains passing any point in the system per day, except at the end points which will have
44. However, there is already a platform and track capacity problem at Union Station. [36]
35
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Metrolinx plans to expand GO Rail from 1,500 trains per week to 6,000 trains per week and
Union Station is a significant choke point in the system. VIA Rail trains are already being
delayed due to congestion.
Note: On-train travel times are from door close to door open. They do not include time to:
 travel to and from the station
 parking
 walk to and from the platform
 wait for trains
 boarding and disembarking train

In order to provide 3 trains at peak and 2 at off peak west bound from Union Station, the first
train must leave the depot in London at 5:00 am and the last train must return at 2:00 am. The
train essentially run all day and all night except for a 3 hour break between 2:00 am and 5:00 am.
Note: The First Class Partnership report (page 10) says that Regional Express (GO Trains) will
share the same track as HSR trains between Kitchener and Union Station. Two new tracks will
be added, we assume an east bound and a west bound, to separate passenger from freight. The
report says that GO trains will travel at 130 kph and HSR trains will travel at 160 kph. It is not
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explained how fast trains and slower trains can avoid running into each other. Furthermore, it is
not explained how 160 kph HSR trains will be able to meet the predicted travel time of 71
minutes is not explained.
Note: The First Class Partnership report (page 8) says that there will be 2 trains per hour at 320
kph and 4 GO trains per hour at 130 kph from Georgetown to Union Station. How these trains
will co-exist is not explained.
Note about noise: The First Class Partnership report (page 11) says that that between Brampton
and Georgetown “about a hundred homes near rail corridor will be affected by increased noise,
mostly 7AM – 9 PM”. In fact, the first train goes through Georgetown about 6:20 AM and the
last train about 2:00 the next morning.

17.5 – TRAIN SETS
It is difficult to support the ridership numbers without knowing the capacity of the train sets.
This is a rather important question since the fares, travel times and the cost justification of HSR
depends on the number and cost of the trains.
We have used the Acela Express as our example as it is the only high-speed train available in
North America. Amtrak will retire its Acela trains in 2021 and replace them with the Avelia
Liberty trains. The Avelia trains use an active tilt system that HSR is not planning on using
because it adds significant cost to the train sets. [37] The Steer, Davies and Gleave Business Case
suggested tilting technology for 300 kph trains but rejected those as being too expensive. The
service speed of the Avelia Liberty is 350 kph so it is not suited for the Toronto–Kitchener
segment which is restricted to 200 kph.
It should be noted that the proposed 250 kph rolling stock for the Toronto-London service will
not be compatible with New York and Michigan state 175kph diesel services upgrade initiatives
or the proposed VIA Rail freight-free route between Toronto, Ottawa and Montreal. No Ontario
HSR network is therefore deemed possible, leaving the Toronto-London-Windsor route as a
stand-alone project.

HSR equipment will spend a majority of its time travelling
at high-performance rail speeds.

At a travel time of 73 minutes, a minimum of 8 trains are required to maintain the schedule
assuming no delays in the system. The government estimated 13 trains, so we can assume 5
37
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trains are needed for training, service and spares. However, at 106.5 minutes, a minimum of 11
trains are required, bringing the number of trains to 16, and at $70 million per train set, to $1.1
billion for trains [38] [39]

17.6 – FARES
The is no evidence in the FIR that price sensitivity was considered when projecting the ridership
numbers.
One risk is that the cost of service may be prohibitive. The Special Advisor’s Report presumes
HSR ticket prices at 20% above current VIA prices. An adult who currently commutes from
London to Toronto 5 days a week for work can travel for $1,306.28 inclusive of taxes (the cost
of two Commuter e-Passes which permit 20 one-way trips (10 round trips) within a 30-day
period between the same two stations). The HSR cost would presumably increase to $1,567.54
(inclusive of taxes). At a cost of $156 per day, this is excessive even for an employee who is paid
an above-average salary.
Although the cost of a Commuter e-Pass is static, VIA uses a dynamic pricing system (not unlike
an airline) for individual ticket pricing and the corresponding refund and exchange policies. It is
therefore difficult to pinpoint pricing due to the considerable fluctuations depending on supply
and demand. As an example, four people (two adults and two children) can currently travel
between London and Toronto for an approximate range of $226 to $768 inclusive of taxes. At
HSR pricing this range could vary from $271 to $922.
Note: HSR will cause VIA Rail to end service in Southwestern Ontario. It is difficult to image
that the Federal Government will continue to subsidize a Provincial railway that competes with
VIA’s planned High Frequency Rail (HFR). The lost subsidy will add $90 to a round trip fare
between London and Toronto.
Anyone commuting from Woodstock, Ingersoll, Stratford or St Mary’s will have to drive to
either Kitchener or London to board HSR since it will not serve rural communities. This will
easily add another hour to the commute and the additional cost of parking must be added to the
increase in fares.
This is hardly affordable or attractive when compared to the relatively low cost of simply driving
the same distance; it is hard to see how HSR (without massive subsidization of prices) will lure
either commuters or vacationers out of their vehicles.

17.7 – CONSTRUCTION COSTS
The cost for the Toronto – London route is estimated to be $10.7 billion but this does not include
the freight by-pass around Brampton ($8 billion), the connection from Malton station to Pearson
38
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Airport (cost unknown), the extra track from Union Station to Bramalea ($1 billion), and an
electrified, specialized service facility (cost unknown).
The total cost of the Toronto–London HSR will be much closer to $21.7 billion than the cost
estimated by the premier of $10.7 billion. This is almost nine times the initial estimate given by
FCP in its preliminary report. The totally-absorbed cost is likely to be in the range of $35 billion.
Source

Cost

Distance (km)

Cost per km

2011 Eco Train report
Quebec City – Windsor

$19 billion

1200 km

$15.8 million/km

2014 FCP Report
Toronto –London

$2.5 billion

200 km

$12.5 million/km

2016 Steer Davis Glene
Toronto –Windsor

$19.5 billion

390 km

$50 million/km

2016 Special Advisor
Toronto – London

$4.1 billion

200 km

$20.5 million/km

2017 Premier’s announcement
Toronto – Windsor

$21 billion

390 km

$53.8 million/km

The provincial government’s prediction for the cost per km is somewhat inconsistent. It’s
difficult to imagine that anyone has any idea of the real cost of HSR.
The University of Oxford, UK, has studied government infrastructure projects, from around the
world, for the last 70 years. The study concluded that transportation projects (roads, bridges,
subways, etc.) were, on average, over budget by 28%, nine times out of ten. If only transit
projects (rail, subway) were analysed, then they were over budget by 45%. [40]
Professor Matti Siemiatycki, April 16, 2015
“When you see projects being allocated or assigned on political grounds, when you see projects that are being done where there’s
not the planning, where anyone with a magic marker is an infrastructure planner, we have to as voters say this is going to be a
recipe for disaster”
“When someone comes to the microphone and says it’s going to cost way lower than any project in the past, take that with a grain of
salt because that is probably not going to happen and that’s a recipe for these projects escalating very slowly and possibly getting
much more expensive further down the road as we start to learn more, because it’s happened in the past and it will most likely
happen in the future.”

Some calculations suggest that this project will cost an
additional $15 billion to save less than 15 minutes.
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The Special Advisor (page 70) uses Britain’s HS2 as an example of a successful HSR project and
outlines the lessons learned. What the Special Advisor failed to mention is that the original
budget for HS2 was $30 billion and the cost is now expected to be $182 billion 41. Furthermore,
HS2 was scheduled to open in 2026 but the opening, with limited service, is now to be sometime
between 2031 and 2036. 42
The Special Advisor also uses California as an example of HSR. It was not mentioned that the
project was originally budgeted at $55 billion. The budget was revised to between $94 and
$106.9 billion. In 2019, the project was significantly scaled back citing cost overruns and delays.
43

17.8 MAINTENANCE AND OPERATING COSTS
The Colorado Department of Transportation have estimated the maintenance and operating costs
for a 193 km HSR line (Toronto - London is 94.3 km – about half the distance). [44] Their
estimate is between US$55 million and $72 million per annum. This translates to C$33 to $43
million per annum for the Toronto to London HSR. This number is very similar to the California
cost estimate of C$27 million in 2010 dollars for an equivalent HSR distance.
Maintenance costs for train sets are about $260,000 per train per year, or about $2.5 million per
year. [45]

41
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17.9 IMPACT OF WEATHER

Cross winds are a serious problem for high-speed trains which are much lighter than freight
trains (about one-third the axle loading). The Kitchener to London route is at about 45 degrees to
the prevailing winter winds, which means the trains will have to go considerably slower when
the winds are strong.
For detailed discussions on the effects of cross winds on HSR, see the Springer document, [46]
and the JVE Journal. [47]
Cold weather and snow have caused many cancellations on Amtrak’s Acelea Express [48]
resulting in the service running at half capacity.

17.10 OTHER COSTS
At an interest rates of 5%, the cost of financing HSR, amortized over 30 years, will be in the
order of $500 million to $600 million per year.
Replacement cost for train sets and catenary are unknown.
Insurance costs are unknown.

46
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Alternatives
17.1 - Go the slightly longer way around
If the HSR route goes around farmland by using the existing CN
North right-of-way via Stratford and St. Mary’s, two minutes will
be added to the time between Kitchener and London. HSR will not
stop in either Stratford or St. Mary’s as the government has
already decided to bypass them. However, RER or GO transit
could now serve those centres effectively.
17.2 – Go along the 401/407
The 401/407 transportation corridor connects the major centres
(Pearson Airport, Kitchener, London and Windsor). The Waterloo
Region LRT will cross the 401 and be able to connect Kitchener,
Waterloo and Cambridge to London and Toronto.
Guelph and Woodstock could relocate their VIA Rail and GO
stations to this corridor and provide cross platform connections to
local transit while increasing vehicle parking capacity.
Using the Highway 401 transportation corridor has minimal impact on farmland and closes few
roads. HSR could replace the planned increase in traffic lanes in the Toronto to Windsor
corridor.
17.3 - Elevated Track
Elevated track is used to avoid road closings but is expensive to build and concrete creates a
large carbon footprint. Significant expropriation and demolition would still be required.
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17.4 – High-Performance Rail

Freedom of Information Request: who made the decision to limit the EA by not
considering high-performance rail on other routes between Kitchener and
London?

High-performance rail are trains that run up to 200 kph in a shared corridor. High-performance
rail can have a mix of VIA Rail, GO trains and Regional Express Rail. Trains can be either diesel
powered or electrified. Passenger and freight
trains do not need to be separated although it is a
scheduling and safety advantage if they are not
mixed. The segment between Kitchener and
Toronto meets the requirements for HighPerformance Rail. [49]
GO trains stop at 10 stations between Kitchener
and Union Station and connect with Guelph
Transit, Brampton Transit, and the TTC to
provide connections to the first and last mile. [50]
HSR will stop at 2 station between Kitchener and
Union Station. At this time, there are no plans to
connect with London’s BRT, Kitchener’s LRT, or Pearson Airport
In order to improve the system:
 The corridor is should be doubled tracked to separate freight from passenger service
 A freight bypass around Brampton should be built
 A fourth track from Union Station to Bramalea should be built
 A 2 km section of track west of Guelph, currently restricted to 16 kph, should be
upgraded
InterCityRail fully supports the Toronto – Kitchener High Performance Rail segment, for the
following reasons:
 There is demonstrated need
 There is responsible use of existing infrastructure which has minimum impact on
farmland and road closings
 It will serves the local population
 Passenger (GO, RER) and freight services all benefit from incremental improvements to
the rail corridor. VIA Rail would also benefit from the upgrades, if it continue to survive
 Services can expand or contract as demand changes.

49
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Advantages over HSR
Several advantages exist for high-performance rail versus HSR: [51]
 Lower speeds allow for greater track curvature which may be especially important within
densely populated metro areas, potentially having major impact of land acquisition costs,
project timeline, and legal setbacks.


The number of paying passengers required to minimize taxpayer subsidy on HSR systems
often greatly exceeds even the most optimistic forecasts. [52] With high-performance rail,
services can be added or removed as demand dictates.



The maintenance costs for railways with overhead lines and steel wheels and axles
susceptible to wear and tear are related to speed. Construction challenges and ongoing
maintenance costs, particularly a +35C to -25C ambient temperature range typical of
southwestern Ontario, need detailed consideration as planned operating speed increases
beyond 200 kph.



Since overall project capital and ongoing maintenance costs for high-performance rail are
lower due to the factors listed above, its cost/benefit ratio is more attractive than higher
speed options. Affordable fares are more easily achievable.

High-performance rail on existing lines provides more benefits than HSR, sooner, at a lower
cost, and with less disruption and negative consequences.
Oxford County is a strong proponent of high-performance rail. In a January 18, 2018, letter to
the Premier of Ontario, the Minister of Transportation and the Minister of the Environment and
Climate Change, the county outlined its grave concerns with the restrictions placed on the EA
process. [53]
Oxford County has produced a detailed explanation of high-performance rail. It is a very
persuasive argument to expand the EA process to consider all the alternatives to HSR. [54]

High-performance rail serves more communities.
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Summary
17.1 - WHEN DOES HIGH-SPEED RAIL WORK?
HSR is designed to replace airplanes not cars. Typically, trips of 3 to 4.5 hours and 200 to 800
km apart are ideal, but only between high-density city centres with fully integrated local transit
and regional transportation. It is not designed to be a stand-alone method of transportation and is
only truly effective as part of a rail transportation and feeder bus network.

17.2 - TORONTO CONGESTION
There is no evidence that HSR will help solve or manage the Greater Toronto and Hamilton Area
(GTHA) congestion problems. Congestion varies according to the time of day and the
effectiveness of regional transportation planning. HSR might help alleviate Highway 401 traffic
east of the Hwy 7/8 intersection, in the short-term. However, HSR will not help reduce traffic
congestion in the Highway 401/403 corridor due to rapid urbanization in Brantford and
Hamilton/Wentworth and increased use of GO Train services from Aldershot. (GO train usage
from Aldershot has increased because of lower ticket prices, current free parking and greater
intense frequency of trains.)
What should be done on highways to ease traffic congestion:
 Increase length of on-ramps so trucks can get up to speed before merging.
 Add slow-moving vehicle lanes on uphill slopes and add acceleration lanes after hills to
allow trucks to merge.
 Keep trucks in a single “truck lane” during rush hour. Trucks should only pass those
trucks that are the in slow-moving truck lane.
 Use predictive speed limits to avoid slow downs (unfortunately this requires that the
speed be enforced, usually by installing average speed cameras).

17.3 - COMMUTERS AND URBAN SPRAWL
A stated goal of HSR is to facilitate commuting from London to Toronto for work. Only those
prepared to pay higher than current VIA Rail ticket prices will avail themselves of this. All
others will seek more economical means including resorting to highways for all or part of their
journey if VIA Rail services are terminated. This suggests more highway congestion and a net
increase in greenhouse gas emissions — something HSR is intended to mitigate.
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17.4 – HYDROGEN FUELLED TRAINS
The Ontario government [55] and Metrolinx [56] are currently testing hydrogen-fuelled trains.
Why is HSR electrification being proposed in an EA that has 160 km of overhead head wires and
countless catenary supports when hydrogen-powered trains are a potentially better solution:
 No overhead wires so trains can use existing track, sidings and maintenance yards.
 Substantially cheaper to build the track system.
 Hydrogen is a clean fuel, producing only water when consumed.
 Instead of exporting surplus electrical power, it could be used to produce hydrogen. [57]
See the Metrolinx’s Hydrail Feasibility Study fact sheet for more information [58] and the
Regional Express Rail Program [59] for details.

17.5 - THE FUTURE OF VIA RAIL
HSR expects VIA Rail to cease to operate between Kitchener and Toronto but will be maintained
in southwestern Ontario. Based on the results from the FIR, there has been no discussion on the
viability of VIA Rail to continue to operate in southwestern Ontario and it is unlikely that VIA
will continue to operate once the main traffic to Toronto is captured by HSR.
VIA Rail has been awarded an undisclosed amount by the federal Cabinet to proceed with new
rolling stock (locomotives and passenger cars) to re-equip services between Quebec City and
Windsor. The intent is to reduce operating costs and emissions while improving the passenger
experience. Plans call for deliveries of this new equipment to start in 2022 and to be complete by
2024. If intercity passenger rail ridership in southwestern Ontario grows at 4% annually, VIA's
customer base in the region will be approximately 1,265,000 in 2024 or approximately a quarter
million more than in 2018 (3,500 passengers per day). This could be accommodated by adding
two Toronto–Windsor–Toronto returns plus two Toronto–London–Sarnia returns each weekday.
This is not significantly different from what VIA offered prior to the service cuts mandated by
the federal Cabinet mandated in 1982.
The question that needs to be posed to federal and provincial transport ministers is: “Why are
you proceeding with two unrelated plans for passenger rail in southwestern Ontario, one that
would provide affordable incremental improvements that would match potential ridership
demand and one that would deliver 50,000 passengers a day and is both disruptive and
unaffordable?”
What this shows is that southwestern Ontario has a market for improved regional rail services to
encourage a shift from personal automobile use, but not for HSR between Kitchener and London,
55
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primarily because HSR will have insufficient public utility to encourage modal shift. In fact, it
would facilitate greater use of the personal automobile and exacerbate traffic congestion on city
streets and major highways.

17.6 - LONG-TERM STRATEGIC PLAN
The federal government is spending $8 billion to upgrade VIA Rail in the Quebec City-Windsor
corridor. This conflicts with the Ontario government’s plans for HSR because there is
insufficient demand in the region for parallel passenger service without a disproportionate
increase in subsidy levels.
The Pearson Airport Master plan is to move short-haul flights to regional airports and only have
long-haul flights at Pearson Airport. The plan is to connect Pearson Airport to Waterloo or
Hamilton via high speed trains. Why do the current plans for HSR not include stops at Pearson
Airport, Hamilton or Waterloo?
The Ontario government’s Greenbelt plan is designed to protect farmland. HSR between
Kitchener and London will consume over 1,000 acres of prime farmland.
Why have Stratford, Cambridge, Woodstock, Brantford, Ingersoll, St. Mary’s and St. Thomas all
been ignored? HSR is not servicing growing communities while high-performance rail would.
Why don’t the federal and provincial governments talk to each other?
Why don’t the Ontario government ministries talk to each other? Lack of professional dialogue
increases the possibility of wasteful duplication and haphazard planning.
Why doesn’t the Ontario government listen to what municipal governments are telling them?
Why is there no long-term strategic plan to connect communities? Has Oxford County’s
SouthwestLynx been considered at the provincial and federal levels?
Why is upgrading the Windsor-Montreal rail corridor to higher-level “trade corridor” status not
being considered by senior levels of government and Canadian National and Canadian Pacific?
Increasing its freight and passenger capacity and velocity will yield economic benefits well in
excess of stand-alone HSR. There are many examples in the United States where this is
occurring.
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... AND FINALLY
Is it a political decision to ignore the request of many municipalities (Stratford, Woodstock,
Ingersoll, St. Mary’s, Cambridge, Stratford, Lambton County) for improved GO train and VIA
Rail services?
Why are not all alternatives being considered to improve passenger rail service in southwestern
Ontario.

If improved transportation is a good idea, let’s make sure
we consider all the alternatives so that we can invest in the
best option.
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