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May 15, 2016 

 

 
Karen Bennett  
Senior Planner 
Glen Schnarr & Associates Inc. 
10 Kingsbridge Garden Circle, Suite 700 
Mississauga, ON   L5R 3K6 
 
 

RE: Bolton Residential Expansion - Transportation, 

 Comments Regarding Region of Peel Discussion Paper of April 15th, 2016 

 

Karen: 

 

At your request I have reviewed the Region of Peel’s Discussion Paper released on April 15th regarding the 

Bolton Residential Expansion Regional Official Plan Amendment (ROPA).  As you are aware, the purpose of 

this document was to “assist the Region of Peel in their consideration of the Town of Caledon’s application to 

amend the Region of Peel Official Plan… to expand the current Bolton Settlement Boundary.”  To this end, 

the Discussion Paper presents: 

 

 a summary of the stakeholder consultation undertaken by the Region of Peel and their consultants,  

 

 a proposed set of evaluation themes and criteria relevant to regional issues, and 

 

 recommendations with respect to the evaluation criteria as they would be applied in undertaking an 

evaluation of the six expansion options at hand. 

 

The themes and criteria presented in this Discussion Paper “have regard to the criteria used by the Town of 

Caledon” in their 2014 assessment, and have been recast in the context of Provincial and Regional policy 

documents. 

 

My comments in this letter relate specifically to Criterion 6, as described in the table on page 13 of the 

Discussion Paper, as well as to the associated commentary and recommendations: 

 

“How well can development in the expansion area support the establishment of a full range of 

transportation mobility options including public transit, active transportation, and carpooling?” 

 

Theme Two, under which this criterion has been listed, is explained to:  

 

“Promote coordinated, efficient, and cost effective infrastructure” 
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The other criteria under Theme Two (numbered 3 through 5) speak to transportation infrastructure on a par 

with water and wastewater infrastructure, that is, from the viewpoint of cost effectiveness and efficient use of 

existing infrastructure.   

 

While this is an important aspect from the Region’s perspective, it does not do benefit to the full 

range of issues and benefits surrounding the provision of transit and other non-auto mobility options.  

 

The purpose of this letter is to clarify our concerns in this regard. 

 

 

 

1.0 Provincial Planning Context 
Criterion 6 in the Region of Peel’s Discussion Paper is the only criterion that mentions transit, and, as noted 

above, it does so only in the context of cost effective and efficient delivery of infrastructure.  I further note that 

there is no mention of transit under any of the six criteria in the Region’s Theme Four, which seeks to “Ensure 

compact, complete, and healthy communities.”   

 

Notwithstanding the fact that transit is ignored in Theme Four, in the commentary related to this theme (page 

22 of the Discussion Paper), there is extensive citation of the 2014 Provincial Policy Statement (PPS).  

Notably: 

 

“1.6.7.4 A land use pattern, density and mix of uses should be promoted that minimize the length and 

number of vehicle trips and support current and future use of transit and active transportation. 

 

1.6.7.5 Transportation and land use considerations shall be integrated at all stages of the planning 

process.” 

 

On the same page the following is cited from the Provincial Places to Grow document of 2015: 

 

“3.2.2.5 Municipalities will develop and implement transportation demand management policies in 

official plans or other planning documents, to reduce trip distance and time, and increase the 

modal share of alternatives to the automobile.… 

 

3.2.3.1 Public transit will be the first priority for transportation infrastructure planning and major 

transportation investments.… 

 

3.2.3.2 All decisions on transit planning and investment will be made according to the following 

criteria: 

a) Using transit infrastructure to shape growth, and planning for high residential and 

employment densities that ensure the efficiency and viability of existing and planned 

transit service levels;… 

c) Expanding transit service to areas that have achieved, or will be planned so as to 

achieve, transit-supportive residential and employment densities, together with a mix 

of residential, office, institutional and commercial development wherever possible;…” 
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Given the placement of the only transit related criterion into Theme Two in the Region’s Discussion 

Paper, which is related to cost effective and efficient infrastructure implementation, it is not clear that 

these significant provincial policies directed at promoting non-auto travel are being addressed.  Nor 

is it apparent that the relationships between land use, community planning, and transit planning can 

be captured using the proposed evaluation framework. 

 

 

 

2.0 Significance of a Rail Transit Opportunity 
In the table on page 13 of the Region’s Discussion Paper, Criterion 6 is identified as relating to and replacing 

the Town of Caledon criterion 7, which originally stated: 

 

“Development in the expansion area will support the establishment of GO Rail services in Bolton.” 

 

The rationale for modifying the Caledon criterion is identified in the comments on page 24 of the Discussion 

Paper, namely that: 

 

“Caledon Criterion 7 was considered too specific to rail based transit only. It has been broadened to 

reflect all mobility options including active transportation initiatives in Peel Criterion 6 of this analysis.” 

 

While it is certainly true that it is important to promote all mobility options, it is my opinion that leaving aside 

high order transit (such as GO Rail), the implementation of local bus transit and active transportation modes 

can be promoted to a somewhat similar extent in all of the candidate expansion areas.  This promotion would 

be done so through the appropriate planning and design of these communities to Town and Regional 

standards.  A comparison between the alternative options, therefore, based strictly on opportunities for local 

transit, cycling, walking, carpooling, and so on would not add value to the assessment at hand as it reflects 

Region of Peel and Town of Caledon planning objectives and policies as opposed to distinguishing 

characteristics between the alternative options. It is, rather, the potential for a high order rail transit hub 

integrated into the community that better serves to distinguish between the options. 

 

Caledon’s criteria 7 addressed itself specifically to the opportunity that arises by virtue of the direct proximity 

of CPR’s MacTier Subdivision to the BRES 3 option lands, and the ability to construct a significant GO Station 

and transit hub directly adjacent to these lands (as identified in the in the Metrolinx Bolton GO Line Feasibility 

Study of 2010).  This opportunity is twofold: 

 

1. To plan and build a transit oriented community directly adjacent to a GO station. 

 

2. By identifying this community as a priority, to thereby catalyse the phased implementation of a 

Kleinburg – Woodbridge-Bolton GO Rail service. 

 

This latter opportunity transcends Town of Caledon and Region of Peel benefits, as it also has benefits that 

would accrue within the Region of York, and even within the City of Toronto by virtue of reduced automobile 

demand from this corridor.  The opportunity to achieve benefits that relate to Provincial objectives (as 
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identified in the PPS and Places to Grow documents) must also therefore be considered in the context of this 

evaluation. 

 

The Region of Peel’s proposed Criterion 6, by virtue of effectively diluting the language and intent of 

Caledon’s criterion 7 with respect to the significance of the opportunity to catalyse and develop a GO 

Rail line, does not add value, and in fact diminishes the ability to appropriately evaluate the 

alternative option lands. 

 
 
 
3.0 Significance of a New GO Rail Line 
As noted above, the benefit of a new GO Rail line serving the Bolton area transcends Town of Caledon or 

Region of Peel benefits in that it provides benefits to an entire area of the GTHA that is not today served by 

high order transit.  The figure below illustrates how this line would relate to existing GO Rail service.  By way 

of stations located in Woodbridge, at Rutherford Road, in Kleinburg, and in Bolton, this line would 

provide high order rail transit service to an entire quadrant north and west of Toronto (between the 

Kitchener and Barrie GO Rail lines) that has no existing high order transit service today.   
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The feasibility of running full GO Rail service on this line was confirmed by way of the Bolton Commuter Rail 

Service Feasibility Study that was completed on behalf of Metrolinx in 2010.  The study examined a number 

of service options, and several potential station locations in the Bolton area.  The recommended Bolton 

station location was north of King Street, directly adjacent to the BRES 3 option lands.   

 

Ridership on the line was forecast to develop and grow at a magnitude and pace similar to that on the Barrie 

line.  Based on the lack of existing GO Rail service in this area, it is anticipated that these estimates might in 

fact be conservative. 
 
Based on 2011 Census data, the line would serve a population of about 225,000 who reside within six 

kilometres of the four proposed station locations within the Regions of Peel and York.  If Toronto residents are 

included, the catchment area population would be even higher. 
 

 
 

GO service on this line has been widely supported, and endorsed repeatedly by council resolutions at 

the Region of Peel (2003, 2011, and 2015), Region of York (2011), Town of Caledon (2011, 2014, and 

2015), and the Town of Vaughan (2011 and 2013).   

 

Notwithstanding the need to provide high order transit service to this area, and the overwhelming support, 

there has not been a concerted effort to lobby Metrolinx and the Province of Ontario to push for the 

implementation of service on this line.  As a result, while this line was initially included in the Big Move 

released by Metrolinx in 2008 (whereby GO train service to Caledon was envisioned by about 2023), it has 

more recently been pushed back in the Metrolinx schedule to between 2023 and 2033.  
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The Regions of Peel and York, along with their local municipalities need to promote the need for 

accelerated GO Rail service in this corridor.  In addition, they need to take planning measures to 

optimize the potential for ridership, and to show their commitment to the future service. 

 

Decisions related to significant infrastructure investment often require a catalysing influence to increase the 

priority or urgency of the decision.  In this instance, that catalysing influence could well be the approval of the 

plan for a transit oriented community located directly adjacent to Bolton GO Station. 

 

It is therefore critical that the evaluation criteria identified in the Peel Discussion Paper give 

appropriate and specific regard to the importance of the Bolton Go Rail transit opportunity in 

supporting provincially mandated objectives to promote non-automobile transit. In this manner, 

inertia can be developed towards demonstrating that this long overdue GO line is needed sooner 

rather than later. 

 

 
 
4.0 Implementation Considerations 
The Region of Peel has identified concerns with respect to the timing of transit implementation in the second 

last point on page 39 of the Discussion Paper: 

 

“… As well, the timing of a transit station is not always guaranteed and could be beyond the 2031 

planning horizon for the Bolton Residential Expansion.” 

 

As addressed in the previous section of this letter, one of the reasons for this has been the lack of lobbying for 

this line on the part of the Regions of Peel and York and the benefitting local municipalities.   

 

Another reason is that in the Big Move plan (as well as in the Bolton Commuter Rail Service Feasibility Study) 

the infrastructure requirements were assessed on the basis of twinning the existing line so as to support 

significant (all day) GO train service. This overlooks the reality that this major infrastructure would not 

initially be required for a minimal peak period peak direction service on the line.  

 

Metrolinx has a history of implementing early rail service in new corridors in a low cost manner. Examples of 

this staged implementation approach include service to: 

 

 Kitchener, which was started with two peak period trains, and minimal infrastructure upgrades.   

 

 Hamilton along the Lakeshore Line which has started with two morning and evening trains.  

 

 Newmarket-Bradford which started with only one or two peak period trains.  

 

 Markham-Stouffville which started with only one or two peak period trains. 

 

In the case of the Woodbridge-Kleinburg-Bolton line, we can envisage three stages of service implementation, 

which would spread the required investment over a longer period of time, and require the most significant 

investment only after the demand for service has been demonstrated.  
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Phase 1: Bolton Transit Station – Bus Only Service 

Many of the station infrastructure needs that are common for bus service are also necessary for rail service. It 

would be feasible, therefore to deliver an early bus transit service at the future Bolton GO station by 

implementing a bus transit hub in advance of the actual rail service. The existing GO bus routes that serve 

Bolton today could be re-routed to serve the new community by way of a bus terminal at the future rail station 

site directly east of the BRES 3 option lands.  

 

Making this facility fully accessible to the new community, as well as residents of the existing Bolton 

community by means of bike lanes, pedestrian paths, parking facilities, passenger pick-up and drop-off, bus 

bays, heated passenger shelters and automated ticket facilities would demonstrate to Metrolinx the 

commitment for future GO train service by both the Peel and Caledon. 

 

It may well be possible to undertake a similar initial stage of development at one or more of the three planned 

station locations in the Region of York. 

 

 

Phase 2: Peak Period Rail Service 

Once the Bolton GO Station facility has been established as a bus terminal, peak period - peak direction GO 

service could be implemented on the existing single track rail line that exists in this corridor today with only 

minor upgrades required, and putting off the full twinning of the rail line until such time as full day service is 

implemented.   

 

The required infrastructure upgrades would include the following: 

 

 Rail sidings and single side platforms constructed at the planned station locations 

 

 Additional station infrastructure as required over and above what was implemented for the bus 

service (ticket sales, additional parking, etc.) 

 

 Possible rail sidings at other strategic locations, such as east of the “Y” track connection where the 

track serving the Vaughan Intermodal facility branches off.  

 

Other than the identified rail sidings, it is not anticipated that significant track work or structure improvements 

would be required.  It is anticipated that the works required to implement this peak period service 

would cost on the order of $50 – 60 million.  This is well below the approximately $300 million 

identified in the Bolton Commuter Rail Service Feasibility Study as being necessary in order to twin 

the line for full day GO Rail service. 

 

The rolling stock for this service would very likely become available as electrification proceeds on the major 

GO corridors, so there would be no need to acquire new equipment. 

 

It is anticipated that the works required for this level of service could easily be implemented within a couple of 

years, well within the timeframe in which it is anticipated the BRES 3 community would start to develop. 
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Finally, we have determined that while this line (the MacTier Subdivision) is an important link in CPR’s 

national freight rail network, it is entirely feasible to operate a peak period GO service on the existing 

line without conflicting with the existing freight train service.  BA Group undertook a three day video 

monitoring exercise at two level crossings on this rail line.  The purpose of this survey was to establish how 

much existing rail freight traffic operates on the MacTier Subdivision, how long the trains are, what speeds do 

they move at, at what time of day do they operate, and whether there are existing windows of opportunity in 

which Metrolinx might potentially operate peak period one way GO Rail service on the existing single track 

line. 
 
 
Data was collected at two level crossing locations: 

 

 King Street in Bolton, east of Humber Station Rd (directly south of the Bolton GO Station site), and 

 

 Rutherford Road in Vaughan, just west of Highway 27 

 

These locations were chosen strategically because to the north of Rutherford Road is the “Y” junction which 

connects the MacTier Subdivision track to the Vaughan Intermodal facility between Rutherford Road  and 

Major Mackenzie Drive.  The MacTier Subdivision is currently the sole CPR rail connection between eastern 

and western Canada, and as such carries all of their freight traffic into and out of this intermodal facility.  We 

surmised that the rail traffic patterns to the north and south of this facility might well be different. 

 

Tables 1 and 2 summarize the results of our three day survey. 

 

 

TABLE 1 OBSERVED FREIGHT TRAINS: OVERALL COUNTS 

Time Period 
King Street Crossing Rutherford Road Crossing 

SB NB Total Total Delay SB NB Total Total Delay 

Tuesday March 15th 9 7 16 48 min 8 7 15 44 min 

Wednesday March 16th 6 6 12 40 min 6 7 13 41 min 

Thursday March 17th  7 8 15 53 min 9 7 16 57 min 

Average 7.3 7.0 14.3 47.0 min 7.7 7.0 14.7 47.3 min 

 

 

From Table 1 we can see that the number of trains operating on these three days averaged about 15.  These 

numbers are consistent with the numbers cited in the 2014 Region of Peel Goods Movement Study titled 

Improvements to At-Grade Rail Crossings: Prioritizing Crossings for Grade-Separation that recommended the 

eventual need for a grade separation at King Street.  It would appear that there has not been any increase in 

freight train traffic on this line since this study was done.  We also understand that CP has taken measures 

over the years to reduce the number of trains on this corridor by lengthening individual trains, and tries to 

schedule as many trains as possible outside of peak road traffic periods. 
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Table 2 shows the times of day that freight rail traffic was observed to operate at these locations.  In the 

morning peak period (6:00am to 9:00am) there was a 3 hour or longer clear window of opportunity during 

which southbound GO Rail service could easily be operated.  Similarly, there were relatively few freight 

movements in the 3 hour pm peak period (4:00pm to 7:00pm), with just 1 -2 freight trains per day appearing in 

this period.  This clearly demonstrates that it would be feasible to run a northbound GO service during this 

peak period.   

 

Furthermore, not all of these trains are lengthy; many of them are quite short, taking only a minute or so to 

pass, which reduces the issue of conflicting train movements.  This includes the trains that were observed in 

the 4:00pm to 7:00pm period. 

 

 

TABLE 2 OBSERVED FREIGHT TRAINS: TIME OF DAY 

Time Period 

King Street Crossing Rutherford Road Crossing

15th  16th 17th Average 15th 16th 17th Average 

12:00 – 6:00 5 4 5 4.7 5 5 4 4.7

6:00 – 9:00 0 1 1 0.7 0 0 2 0.7

9:00 – 16:00 8 6 3 5.7 8 6 3 5.7

16:00 – 19:00 0 0 2 0.7 1 1 4 2.0

19:00 – 24:00 3 1 4 2.7 1 1 3 1.7

 

 

It is likely that freight train volumes may increase on a going forward basis.  However it is also likely that by 

the time the number of freight train movements increases to the point where conflicts are problematic, the GO 

Rail service will have proceeded to the next stage of implementation where a twinned dedicated track has 

been built for GO train movements.  The key point here is not so much that the daily freight train volumes are 

low (which they are), but rather that the hourly pattern of trains is complementary to GO service.   

 

Notwithstanding these observations, if there continued to be expressed concerns about train movement 

conflicts, it would be relatively straightforward and inexpensive to build 1 or more strategically placed sidings  

(for example bypassing the “Y” track at the Vaughan Intermodal access track) to facilitate getting GO trains off 

the main line. 

 

 

Phase 3: Full Day Rail Service 

This is the level of service envisioned in the Big Move schedule, as well as in the Bolton Commuter Rail 

Service Feasibility Study.  In order to achieve this level of service, the rail line will have to be fully twinned to a 

point just north of the proposed Bolton GO Station.  It is this work that will require the bulk of the estimated 

$300 million implementation cost.  However, by this stage, the demand for the GO Rail service will have been 

established, and much of the required station infrastructure will be in place. 
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It is evident that by phasing the implementation of service on the Woodbridge-Kleinburg-Bolton GO 

line, the early benefits attributable to peak period-peak direction service can be achieved, while 

keeping initial costs and implementation timing well under control.  It is estimated that the cost of 

implementing this early service would be about $50 – 60 million.  The precedent for this phased 

implementation has been established on a number of GO Rail corridors in the past. 

 

 

 

5.0 Conclusions 
In my opinion, a criterion similar to the Town of Caledon’s criterion 7 should be restored to the Region’s 

proposed evaluation grid.  Given the useful rationalization of the criteria into themes, it should be reinstated 

under Theme Four (“Ensure compact, complete, and healthy communities”), and modified as follows: 

 

“Development in the expansion area will support and promote the establishment of GO Rail 

services to Bolton.” 

 

The added term “and promote” speaks to the opportunity, addressed in this letter, to leverage the BRES 3 

community as a means of convincing Metrolinx of the Region of Peel’s serious intent with respect to the 

promotion of non-automobile modes of travel, and of catalysing the implementation of the Woodbridge-

Kleinburg-Bolton GO Rail Service. 

 

Furthermore, concerns related to the timing of such a service should be put aside at this time, and efforts 

focussed instead on convincing Metrolinx to proceed with this long overdue service into a substantially 

underserved area of the GTHA that is sorely lacking in transit options. 

 
 
 
Sincerely, 

BA Consulting Group Ltd. 

 

 

 

 

 

 

 

Paul M. Sarjeant, M.A.Sc, P.Eng. 

Senior Transportation Engineer 
 
 
 
 
 
 


