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EXECUTIVE SUMMARY AND RECOMMENDATIONS 

Background 

An impetus for this review of the Richmond Hill and Georgetown GO Rail services was occasioned by 
the GO-ALRT Program's studies of the Northern Section which were underway in 1984. In those 
studies, long term ridership estimates for the potential east-west rapid transit lines being considered 
in the Northern Section, and those being studied by Metro/TTC at the same time in this corridor, 
assumed that "full" service would be available on both the commuter rail lines in question. 
However, there was no demonstrable evidence that either rail line could be physically and 
operationally upgraded to realize this service potential, let alone that this could be cost effective. 

Studies done in 1982, and confirmed by recently completed studies of Metro/TTC, have proposed that 
a major rapid transit line be constructed in the corridor northeast from downtown Toronto in the 
short to intermediate time frame; the approximate route is shown on Fig. 1. Metro/TTC have 
recently recommended that the service between Union Station and the Bloor-Danforth Subway in the 
vicinity of Pape station be implemented beginning in the early 1990's, at a capital cost of about 
$565 million. The further extension of this line north of Danforth to the vicinity of Don Mills Road 
and Eglinton Avenue is seen as a long term possibility in the most recent studies. 

The rationale for the early implementation of the lower portion of the route was based on a 
perceived need to off-load the Yonge Subway below Bloor in peak periods, by intercepting some of 
the passengers wishing to reach downtown from east of Pape Avenue who would otherwise use the 
Bloor-Danforth Subway and transfer to the Yonge subway. Thus the lower portion of the proposed 
route is sometimes referred to as the "relief" line. 

However, it is apparent that an upgraded rail commuter service in the Richmond Hill corridor could 
also "relieve" the Yonge subway by intercepting some passengers originating north of Bloor-
Danforth who are destined downtown; in this case off-loading the Yonge Subway would occur both 
north and south of Bloor. Therefore, it seemed worthwhile to investigate the alternative of 
accommodating increased public transit demand in the corridor for some considerable period of 
time by commuter rail, possibly at a fraction of the cost of the rapid transit relief line. 

Since this study was initiated, however, Metro/TTC have also proposed the construction of a subway 
as soon as possible along the alignment of Sheppard Avenue between Victoria Park Avenue and Yonge 
Street, at a capital cost of about $500 million. The proposal to construct this Sheppard Avenue subway 
even before the relief line is built means that increased ridership generated by the Sheppard line would 
add further riders to the Yonge subway, and thereby exacerbate the overloading situation on the 
section of it below Bloor Street until the relief line is brought into service. A commuter rail service 
which could attract additional passengers originating in the Sheppard line's catchment area and 
transport them directly to the downtown core area would therefore now seem all the more desirable; 
it would also reduce the need for the proposed Sheppard subway. 



The GO Transit rail service to Richmond Hill via CN Bala Subdivison trackage is currently a 
minimal service, being only 3 trains one-way in morning and evening peak periods1 (therefore 
providing headways in excess of 40 minutes on average over this 2-hour period). No service is 
provided in off-peak periods. The closest station to downtown (Oriole) is at Highway 401 near 
Leslie Street. In order for the Richmond Hill line to provide potential passengers with a 
reasonable alternative to the Yonge subway, it would be necessary to upgrade it to 20-minute or 
even 10-minute service in peak periods, and to add stations closer-in, such as at York Mills, 
Lawrence, and Eglinton. It would be highly desirable to make existing stations at Oriole, Old 
Cummer and north of there more accessible to passengers using surface transit feeder services 
operating on Sheppard, Finch, Steeles and Bayview Avenues. In other words, the present 
Richmond Hill rail service requires consideration for upgrading to "full service" as currently 
provided by GO Transit on the Lakeshore2, and would need to be integrated with the surface 
transit network to the greatest degree possible. 

Similarly, it is contemplated that the current minimal3 GO Transit Georgetown service could be 
upgraded to provide a full service which, with the addition and/or improvement of stations, could 
increase the accessibility of that area to the downtown and the present subway network, and reduce 
the need for a new $925 million rapid transit-type service in the corridor to Weston and the 
Airport for some time (the latter is another recent proposal of Metro/TTC, but for a more 
distant time-frame than is proposed for the northeast corridor).  It was thought that 
additional stations could be considered at Eglinton, Hwy. 27, and Pleasant and the 
connections to the Bloor subway could be upgraded to provide for easy transfer of passengers 
between the two.   Similarly, it was thought desirable to provide for greater surface bus service 
integration with the commuter rail line at all stations.  Fig. 1 shows the Georgetown route on a 
map of the area. 

Options Considered 

This study reviewed the rail lines connecting downtown Toronto to Richmond Hill and to 
Georgetown; its purposes were to make a preliminary assessment of the physical and 
operational feasibility for implementing increased commuter services on these lines, and to 
determine order-of-magnitude capital costs for them.  Currently, minimal services are 
operated on both lines, being one-way service during morning and evening peak periods 
only, 3 trains per period on the Richmond Hill line and 4 trains per period on the Georgetown 
line. 

Alternatives for increased commuter service on both lines were considered at 7 trains one-way 
during peak periods only (called "limited" service in this report), and two-way service at 20-minute 
frequency in peak periods and 60-minute frequency in off-peak periods (called "full" service in 
this report – which which is similar to that now provided on the Lakeshore GO Rail line). As well, 

                                                 
1 Peak periods are defined as 7-9 a.m. arrivals at Union Station or 4-6 p.m. departures from Union Station. 
2 The current Lakeshore service provides, on average, 20-minute headways in peak periods and 60-minute 
headways in off-peak periods, service in both directions. 
3 The present service is 4 trains one-way in morning and evening peak periods only (therefore providing 
average headways in excess of 30 minutes over this 2-hour period); no service is provided in off-peak 
periods. 



for the Richmond Hill line requirements were established for a possible full two-way service 
at 10-minute frequency in peak periods and 30-minute frequency in off-peak periods. 
In addition to increased service frequencies on the Richmond Hill line, the study addressed 
the possibility of an alternative route to use of only the CN Bala Subdivision (which is the 
present route). In this alternative scheme, commuter trains would be diverted from the CN Bala 
Subdivision just below York Mills Road and would utilize the shorter route via the CN Leaside 
Branch through Don Mills and the CP Belleville Subdivision through Leaside to connect to 
downtown Toronto. Figure I shows the routes studied in relation to the existing and proposed 
TTC rapid transit lines in the area. Included in the study were possible addition, relocation or 
modification of stations on the various commuter rail routes. 



Richmond Hill Line:  All-CN Bala Route 
 
The study concluded that this route can be physically and operationally upgraded from 3 
commuter trains one-way in morning and evening peak periods to the desired service 
levels, at the capital costs shown in Table I. Two sets of costs are shown, one for 
implementation of increased service levels over the entire line to Richmond Hill and 
another for abbreviating the increased services through a "short turn" below the crossing of 
the CN York Subdivision (a heavily used freight line) between Steeles Avenue and John Street  
at "Do ncast er".  It  wi ll b e s een t h at m ajo r savi n gs  can  b e effect ed b y th e s hort turn at 
Doncaster. 
 

Table I 

 

Richmond Hill Line:  All-CN Bala Subdivision Route 

Summary of Capital Cost Estimates 
  Limited 

Service 

$(millions) 

Full 20-

Min. 

Service 

$(millions) 

Full 10-Min. 

Service 

$(millions) 

New Service to Doncaster     
Rail Plant  26 58 58 
Stations (representative)  10 10 10 
New Trainsets  25 12 31 
 Total 61 80 99 

New Service to R. Hill     
Rail Plant  50 103 102 
Stations (representative)  20 22 22 
New Trainsets  25 12 37 
 Total 95 137 161 

The upgrading of the all-CN Bala Subdivision route for full service involves construction 
of another mainline track for virtuall y the entire length of the route, and includes a 
rail/rail grade separation at Doncaster. The full service up-grading would provide for 
railway operations completel y grade-separated from all other forms of traffic at all  
locations4 but the one at Pottery Road in the Don Valley just north of Bloor-Danforth; 
elimination of this present level-crossing is problematic, which may tend to limit the 
freq uenc y o f serv ice whi ch oth erwis e coul d b e m ad e av ail ab le on th e rail lin e. 
N o t w i t h s t a n d i n g  t h i s ,  i m p l e m e n t a t i o n  o f  t h e  r a i l  p l a n t  i m p r o v e m e n t s  p r o p o s e d  
throughout the length of the line would have long term environmental impacts which are 
thought to be acceptable. New or relocated stations can be established at a number of 
major cross streets along the route, where it will be possible to connect with bus routes 
operating in all commuter rail ridership "catchment" areas of interest. 

                                                 
4 Excepting a minimal number of private level crossings and the public one at Langstaff Road in 
Thornhill. 



In part, Fig. II shows the alternative service levels and station locations on the CN Bala 
Subdivision route which are recommended for further consideration in selecting a plan 
for implementation on the Richmond Hill line in the near5 term, based on cost criteria an d  
as s u m pt io n s  regard in g t h e l ik el y at t ract iv en es s  o f t h e n ew s erv i ce t o p ot en ti al  ri d e r s .  
T a b l e II  s h o ws  t h e  ca p i t a l  c o s t s  as s o c i at e d  wi t h  i m p l em en t at i o n  o f t h e  r e c o m m e n d e d  
s e r v i c e  l e v e l s ,  t o g e t h e r  w i t h  " r e p r e s e n t a t i v e "  c o s t s  f o r  s t a t i o n  improvements to more 
effectivel y intercept bus lines in Metropolitan Toronto from Eglinton Avenue northward. 

 
Table II 

 

All-CN Bala Subdivision Route:  Alternatives Recommended 

For Further Consideration in the Near Term – Comparison of Capital 

Costs 

 

All New Services Short Turn Below Doncaster 
  Limited 

Service 

$(millions) 

Full 20-

Min. 

Service 

$(millions) 

Full 10-Min. 

Service 

$(millions) 

     
Rail Plant  26 58 58 
Stations (representative)  10 10 10 
New Trainsets  25 12 31 
 Total 61 80 99 

 

                                                 
5 Of course, longer term development could involve further increases in recommended service levels 
and/or extending these service levels for the full length of the line; it is also recognized that more precise 
cost-effectiveness studies may indicate the same result for the near term as well. 



Richmond Hill Line - Combined CN/CP Route 

 
The study concluded that this alternative route can be physically and perationally upgraded to 
the desired service levels at the capital costs shown in Table III. As with the all-CN Bala route 
discussed above, costs are shown for increased services extending both to Richmond Hill and short 
turning at Doncaster. 
 

Table III 

 

Richmond Hill Line:  Combined CN/CP Route 

Summary of Capital Cost Estimates 
  Limited 

Service 

$(millions) 

Full 20-

Min. 

Service 

$(millions) 

Full 10-Min. 

Service 

$(millions) 

New Service to Doncaster     
Rail Plant  65 97 110 
Stations (representative)  10 10 10 
New Trainsets  24 6 24 
 Total 99 113 144 

New Service to R. Hill     
Rail Plant  89 141 154 
Stations (representative)  20 22 22 
New Trainsets  24 6 31 
 Total 133 169 207 

 

Implementation of the full 10 and 20-min. service levels on the Combined CN/CP route requires a 
new mainline track6 on the Don Branch of the CP Belleville Subdivision from near downtown to 
the point where it joins the major CP line just west of Millwood Road in Leaside. Two new 
mainline tracks for commuter service are required from there through the Leaside industrial 
area, to a point just north of Eglinton Avenue where they would join the CN Leaside Branch by a 
proposed rail/rail grade separation at "Donlands". One new mainline track is required on the CN 
Leaside Branch through Don Mills, and on to Richmond Hill via the CN Bala Subdivision. The 
upgrading for full service would provide for railway operations fully grade-separated from all 
other forms of traffic over the entire route7, and its construction would have long term 
environmental impacts which are thought to be acceptable. New or relocated stations can 
feasibl y be established on the route at several major cross streets, so as to connect with bus routes 
operating in all commuter rail ridership "catchment" areas of interest; also, it is thought marginally 
feasible to include an inter-connection at the Bloor-Danforth subway should ridership forecasts 
justify that station. 

                                                 
6 A long and expensive ($13 million) new viaduct to carry the second mainline track over the 
Bayview Avenue Extension, the CN Rail Bala Subdivision and the Don River near the 
“Brickworks" in the Don Valley is required only for the full 10-min. service level 
7 Excepting a minimal number of private level crossings and the public one at Langstaff Road north of 
Thornhill. 



Fig. II indicates that only the full service level is recommended for possible implementation 
on the Combined CN/CP route, based on cost and environmental impact factors. The figure also 
shows station locations thought worthy of further consideration below York Mills Road on the CN 
Leaside Branch and the CP Belleville Subdivision. Table IV shows capital costs for possible 
implementation of these service levels8, plus "representative" costs for improvements to some 
stations and the addition of others from Eglinton Avenue northward. 

 
Table IV 

 

Combined CN/CP Route:  Alternatives Recommended 

For Further Consideration in the Near Term – Comparison of Capital Costs 

 

All New Services Short Turn Below Doncaster 
   Full 20-Min. 

Service 

$(millions) 

Full 10-Min. 

Service 

$(millions) 

New Service to Doncaster     
Rail Plant   97 110 
Stations (representative)   10 10 
New Trainsets   6 24 
 Total  113 144 

 
Use of this shorter (by 2 miles) route through Don Mills and Leaside would reduce trip time 
between Highway 401 and Union Station by 6 to 8 minutes, a 25% to 35% reduction as compared 
to continued use of the present all-CN Bala Subdivision route. However, there is a potential 
problem in the Leaside industrial area where the property required for the proposed Leslie 
Street Extension overlaps that necessary for implementation of this Combined CN/CP commuter 
rail route; studies need to be undertaken with a view to defining how these two proposals may be 
made compatible with one another. 

                                                 
8 As noted previously in discussing recommendations for the all-CN Bala route, longer term 
development could involve further increases in recommended service levels and/or extending these 
service levels for the full length of the line; it is also recognized that more precise cost-
effectiveness studies may indicate the same result for the near term as well. 



Georgetown Line 

This line can be upgraded from 4 trains one-way in morning and evening peak periods to the 
limited and full service levels defined in this study, at the approximate capital costs shown in 
Table V. Costs for extending service all the way to Georgetown and to two intermediate points are 
given in the table. 

 
Table V 

Georgetown Line 

Summary of Capital Cost Estimates 
   Limited 

Service 

$(millions) 

Full 20-Min. 

Service 

$(millions) 

New Service to Woodbine 

Racetrack (Hwy. 27) 

    

Rail Plant   30 53 
Stations (representative)   8 8 
New Trainsets   18 6 
 Total  56 67 

New Service to Brampton     
Rail Plant   34 97 
Stations (representative)   12 12 
New Trainsets   18 12 
 Total  64 121 

New Service to Georgetown     
Rail Plant   50 128 
Stations (representative)   12 12 
New Trainsets   18 12 
 Total  80 152 

For the full service alternative a new mainline track is required from the vicinity of St. Clair 
Avenue to Georgetown. A further track is necessary at the existing one-track "gauntlets" in 
central Brampton and at the Credit River crossing near Georgetown. The construction of a rail/rail 
grade separation is required at the West Toronto Diamond (between Bloor Street and St. Clair 
Avenue). 

While a number of current road/rail level crossings would be eliminated under these proposals, 
for environmental impact reasons several of them would remain throughout the length of the 
line, and this will tend to limit the frequency of the service which can be operated. Otherwise, 
long term environmental impacts due to track construction are thought to be acceptable. Stations 
can feasibly be located, relocated or modified for all sites investigated. 



Fig. III shows the alternative service levels and station locations on the Georgetown line which are 
recommended for further consideration in selecting a plan for implementation in the near9 term, 
based on cost criteria and assumptions regarding the likely attractiveness of the new services 
to potential riders. 

Table VI shows capital costs associated with attainment of these increased service levels, plus 
"representative" costs for changes required to effect easy interchange with the Bloor-Danforth 
subway and for modifications to other stations to better integrate them with the bus network in 
the area. 

 
Table V 

 

Georgetown Line:  Alternatives Recommended 

For Further Consideration in the Near Term – Comparison of Capital Costs 

 

   Full 20-Min. Service 

below Halwest 

Junction
10
 

$(millions) 

Limited Service to 

Brampton 

$(millions) 

     
Rail Plant   53 34 
Stations (representative)   8 12 
New Trainsets   6 18 
 Total  67 64 

 

                                                 
9 Longer term development could involve further increases in recommended service levels and/or 
extending these service levels for the full length of the line; it is also recognized that more precise 
cost-effectiveness studies may indicate the same result for the near term as well. 
10 From this point (between Malton and Bramalea stations) particularly heavy freight traffic uses the 
commuter rail route through to Georgetown, and that fact necessitates substantial rail plant 
improvements on this section to accommodate increased commuter services. Also, the costs 
shown here are based on the short turn taking place at Woodbine Racetrack, although it may be 
possible to extend this short turn point further west at reasonable additional cost should studies 
of potential ridership show that to be desirable. 



Additional Recommendations 

Figs. II and III show the routes, service levels and station locations recommended for further 
investigation as candidates for implementation of upgraded commuter services in the near term, 
and Tables II, IV and VI show the capital costs associated with them. 

Recommended further actions which are common to all three routes investigated follow: 

1. Assess feasibility of accommodating full and limited services for those parts of the 
Richmond Hill and Georgetown lines in the present TTR area11. 

2. Assess requirements and impacts for accomplishing short turns12 below Doncaster on the 
Richmond Hill route, and below Halwest Junction and again just beyond Brampton on the 
Georgetown line. 

3. Assess requirements for maintenance facilities13 to accommodate new services. 

4. Develop functional layouts to a scale of 1:500 for all stations recommended for further 
consideration.  Confirmation of the acceptability of establishing stations at these locations 
should be sought from affected authorities at that time (e.g. road and transit authorities). 

5. For the alternative routes and services recommended for further consideration in the near 
term develop functional layouts or other types of plans for major structures (e.g. proposed 
Donlands and West Toronto rail/rail grade separations and their approaches), for unresolved 
road crossings (e.g. Pottery Road, minor streets in central Brampton), and for areas where 
proposed land takings may be particularly sensitive or expensive (e.g. in Leaside).  Interim 
approval of authorities affected by the works proposed throughout the length of each route 
should be sought at that time. 

6. Assess ridership potential for all services recommended for possible implementation in the near 
term.  This assessment must be made at a level of detail which is sensitive from a ridership 
viewpoint to frequency of train service, and to the benefits of full integration of surface 
bus, subway and GO Rail services in both service and fare aspects.  The technique used to 
assess ridership potential must also be capable of isolating differences between the two 
alternative routes on the Richmond Hill line. 

7. Confirm or revise rolling stock requirements for all services recommended for further 
consideration.  Assess annual operating costs for these services.  

8. Monitor developments along the routes studied to ensure that the options for new or 
increased services and stations remain open until such time as firm decisions are made 
on implementation (e.g. at this time a key area is in the vicinity of Crothers Road in 
Leaside). 

                                                 
11, 12, 13 Investigation of these requirements was beyond the scope of this study. 
 
 



 
In addition to the above recommended actions which are of general applicability, recommended 
actions which are particular to specific lines are given below. 

For the Richmond Hill line it is further recommended as follows: 

a) Assess requirements for accommodating both rail commuter service and the proposed 
Leslie Street Extension on the section where their rights-of-way potentially overlap 
through the Leaside industrial area. 

b) Develop solutions to achieve a suitable degree of protection from potential flooding of 
both CN and CP rail tracks in the Don Valley south of Bloor Street.  For the CN Bala 
Subdivision confirm with the Metropolitan Toronto and Region Conservation Authority that 
adequate flood protection can be provided at reasonable cost in the Don Valley north of Bloor 
Street. 

c) Assess the feasibility of extending the TTR limits to Winchester, with a view to reducing 
rail plant capital costs for implementation of increased services through this area. 

d) Assess the feasibility of retiring some or all of the CN Bala Subdivision south of Oriole 
Junction (near York Mills Road); this possibility arises if a commuter service is implemented 
on the Combined CN/CP route.  Potential benefits and costs to both the Railways and other 
parties need to be determined. 

e) Based on the results of actions outlined above respecting the Richmond Hill line, and the 
contents of this report, recommend a preferred route and service level for implementation in 
the near term, if possible.  Following this, undertake a study of the selected route(s) to a 
preliminary design level of detail, including stations; the scope and detail of this latter 
study must be such as to fulfill the requirements of The Environmental Assessment Act. 

f) Based on the contents of this report and estimates of ridership potential in the long term, 
assess the need for protection of stations at Bayview/Thornlea and at Carrville Road. 

 
For the Georgetown line it is further recommended as follows: 

a) Assess the feasibility of utilizing the existing mainline trackage of the CP Mactier 
Subdivision where it parallels the CN Weston Subdivision (between the West Toronto Diamond 
and Weston Road at Hwy. 401), with a view to reducing rail plant capital costs on this portion 
of the route. 

b) Based on the results of actions outlined above for the Georgetown line, and the contents of 
this report, recommend the level and extent of service for implementation in the near term.  
Following this, undertake a study of the recommended service to a preliminary design level of 
detail, including stations; the scope and detail of this latter study must be such as to fulfill 
the requirements of The Environmental Assessment Act. 

c) Based on the contents of this report and estimates of ridership potential in the 
long term, assess the need for protection of a station at Pleasant. 



 

Capital Cost Levels in Perspective, GO Rail vs. Subways
14
 

     
Northeast 
Corridor 

  $(million) $(million) 

 Subways Downtown RT, Pape to Union 565  
  Extension Pape to Eglinton (say) 500 1065 
  Sheppard RT, Yonge to Victoria Park   500 
  Total Northeast  1,565 
 Richmond Hill 

GO Rail 
   

  Combined CN/CP route, Full 10-min. 
service to Doncaster 

  
150 

     
Northwest 
Corridor 

    

 Subways Eglinton West RT, Spadina to Renforth  925 
     
 Georgetown GO 

Rail 
Full 20-min. service to Halwest  70 

 

                                                 
14 This comparison is not part of the study undertaken; rather, it is included here for illustrative purposes 
only. 


