
TO: 

 CHAIR AND MEMBERS 
CIVIC WORKS COMMITTEE 

MEETING ON MAY 28, 2017 

FROM: 

 KELLY SCHERR, P.ENG., MBA, FEC 
MANAGING DIRECTOR, ENVIRONMENTAL & ENGINEERING 

SERVICES AND CITY ENGINEER 

SUBJECT: RAILWAY RATIONALIZATION  

 
 

RECOMMENDATION 
 

That, on the recommendation of the Managing Director, Environmental and Engineering 

Services and City Engineer, the following actions BE TAKEN with respect to Railway 

Rationalization initiative: 

 

a) that a strategy of strategic grade separations combined with the implementation 

of technologies or infrastructure aimed at improving the safety of the rail/urban 

interface BE ENDORSED as the long term approach to mitigating the impact of 

rail activity in the City of London; 

 

b) that Civic Administration BE DIRECTED to identify, review and prioritize 

locations for the implementation of technologies and infrastructure for inclusion in 

the Capital Budget and Development Charges processes; and, 

 

c) the Mayor BE REQUESTED to submit a letter to the Federal Minister of 

Transport and Federal Minister of Infrastructure and Communities, and London 

MPs, outlining the need for increased sustained funding for railway grade 

crossing improvements. 

 

PREVIOUS REPORTS PERTINENT TO THIS MATTER 

 

 Environment and Transportation Committee – February 14, 2000 – Railway Issues 

in London 

 Environment and Transportation Committee – November 28, 2005 – Priority 

Setting Factors for Future Rail / Road Grade Separations 

 Civic Works Committee - June 19, 2012 - London 2030 Transportation Master Plan 

 Civic Works Committee – February 25, 2013 – Railway Pedestrian Crossing Safety 

 Civic Works Committee – October 7, 2013 – Railway Pedestrian Crossing Safety 

 Civic Works Committee – March 29, 2016 – Transport Canada Grade Crossing 

 Regulations 

 Civic Works Committee – July 17, 2017 – High Speed Rail  

 Civic Works Committee – September 26, 2017 – Transport Canada Grade 

Crossing Regulations and Railway Funding Application 

 

 

 

 

 



 COUNCIL’S 2015-2019 STRATEGIC PLAN 

 

Municipal Council has recognized the importance of rapid transit, improved mobility and 

improving travel to other cities through better transportation connectivity specifically 

regional transit connections in its 2015-2019 - Strategic Plan for the City of London 

(2015 – 2019 Strategic Plan) as follows: 

 

Strengthening Our Community 

 Healthy, safe, and accessible city 

 

Building a Sustainable City 

 Robust infrastructure  

 Convenient and connected mobility choices  

 

Growing our Economy 

 Local, regional, and global 

innovation  

 Strategic, collaborative 

partnerships  

 

  

 BACKGROUND 

 

Municipal Council, at its meeting held on May 16, 2017 resolved: 

 

e) the Civic Administration BE AUTHORIZED to work with appropriate parties, 

including the Canadian Transportation Agency (CTA) to request they facilitate 

discussion between CP and CN Rail in order to negotiate an agreement for CP 

operations to relocate and merge onto the CN operational tracks within the City 

of London limits; 

 

In response to Council’s direction, Civic Administration has held a number of meetings 

with the railway companies and authorities.  This report summarizes their positions on 

the concept of a rail rationalization. 

 

 DISCUSSION 

 

Context 

 

London’s residents and visitors are increasingly delayed by Canadian Pacific (CP) and 

Canadian National (CN) freight trains that pass through level crossings throughout the 

city. This delays motorists and pedestrians, increases the risk of accidents, causes 

congestion at adjoining intersections, restricts access to businesses and residences, 

increases vehicle emissions and operating costs, and may delay emergency services 

response times. 

 

Canadian National Railway (CN) and Canadian Pacific Railway (CP) both have a long 

history in the city as the mainlines were established starting in 1853.  

 

The City of London is traversed by the CN main line double track between Toronto and 

Chicago (Dundas and Strathroy subdivisions) and a CN secondary single track line to 

St. Thomas (Talbot subdivision). Goderich-Exeter Railway (GEXR) leases a CN 

secondary single track line to Stratford (Thorndale subdivision), which enters the city 

from the northeast. The CP main line single track between Toronto and Detroit (Galt 

and Windsor subdivisions) runs through the centre of the city. 

 

Freight trains do not run on a set schedule like passenger trains do -- trains operate 24 

hours a day, seven days a week. Railways transport goods based on customer 

http://www.london.ca/city-hall/Civic-Administration/City-Management/Pages/Strategic-Planning.aspx


requirements, the number of trains fluctuate with customer demands and schedules are 

influenced by network logistics.  

 

Rail transportation is a relatively economical and environmentally friendly means of 

transporting freight containers of large and bulk goods over long distances, reducing the 

amount of truck traffic on provincial and local roadways. CP operates a yard terminal 

immediately to the east of Adelaide Street.  CN operates a yard in the area of Egerton 

Street. 

 

Via Rail operates regional passenger service through the London station on the CN 

main line as part of the Quebec City–Windsor Corridor, with connections to the United 

States. 

 

The City has a total of 91 at-grade and grade separated crossing within City boundaries 

as identified on Figure 1 and Table 1. 

 

 



Table 1 – Railway Crossing Breakdown 

 

Railway Company Crossings 

Canadian National Railway 

At-Grade Crossings   

Flashing Lights, Bells and Gates 12 

Standards Railway Crossing Sign 21 

Flashing Lights and Bells 6 

Grade Separated Crossings 14 

Total 53 

Canadian Pacific Railway 

At-Grade Crossings   

Flashing Lights, Bells and Gates 14 

Standard Railway Crossing Sign 0 

Flashing Lights and Bells 1 

Grade Separated Crossings 13 

Total 28 

Goderich-Exeter Railway 

At-Grade Crossings   

Flashing Lights, Bells and Gates 10 

Standard Railway Crossing Sign 0 

Flashing Lights and Bells 0 

Grade Separated Crossings 0 

Total 10 

 

Rail Rationalization History 

 

The fact that many rail lines continue into the centers of cities is a reminder of days 

gone by. Passenger travel by train has been overtaken by roadway travel across most 

of the country. in its place, freight rail traffic has intensified. Trains have also gotten 

longer and heavier in a drive to lower unit costs and increase the productive capacity of 

railway networks. Up until the 1990s, for example, train lengths were on average around 

5,000 feet; now they stretch up to 12,000 feet or more.  

 

Although longer trains provide benefits for railways and their customers, there are 

disadvantages for communities when longer trains translate into longer wait times at 

level crossings. 

 

In 1972, the City undertook the London Urban Transportation Study. As part of the 

study, a London Railway Relocation or Consolidation Study was completed to review 

existing railway facilities and operations, inventory industrial rail needs and to develop 

conceptual schemes for railway changes. The goal was to reduce rail/roadway conflicts 

and release right of way for other potential purposes.  The study was completed 

incorporating a potential ring road for the city (extension of Highbury Avenue freeway 

north of Hamilton Road). 

 

The recommended rail rationalization concept was a consolidation of the CN and CP 

railways along the existing CN mainline corridor, the relocation of the railway yards 

outside of the city boundaries and a relocated CN corridor (Thorndale subdivision) to 

the east of the airport as illustrated on Figure 2.  

 



 

Figure 2 – Recommended Rail Consolidation (1972) 

 

Due to a lack of funding and absence of agreement with the railway companies and 

surrounding municipalities, the rail consolidation was never implemented.  A number of 

new grade separations were implemented to enhance safety and improve traffic flows. 

 

In 2000, Council received a report entitled “Rail in London”.  The report looked at a 

creating a strategic disposition regarding rail by examining three options.   It reviewed 

an enhanced status quo whereby grade separations were implemented at strategic 

locations, an integration of CP and CN on a single corridor and a relocation option 

outside the developed portion of the City.   

 

The absence of funding from senior levels of government rendered the implementation 

of integration or relocation as unaffordable.  

 

Key Factors for Consideration of Relocation and/or Consolidation 

 

There are a number of key factors to take into consideration when considering a 

potential consolidation of the CP railway with the CN railway mainline. 

 

Strategic Linkages – The CP and CN lines are core strategic linkages for both  

companies.  The consolidation of railway lines in the 1990’s through southern Ontario 

removed alternative opportunities for bypassing of railway freight in the event of 

operational disruptions and when capital improvements are required.  Combining all rail 

traffic on one corridor provides no system flexibility in rail operations. 

 

Capacity – The existing CN is a capacity constrained corridor.  The relocation of the CP 

would require an additional third track to be built along the CN mainline.  The current 

proposal to add High Speed Rail to the CN corridor could stress this capacity further. 

 

Relocation of CP Yard – A location external to the city boundary in another municipality 

would be required to accommodate the yard, which would require approval of that 

municipality. 



 

Business Integration – The scheduling of freight traffic between two independent highly 

competitive railway companies would be operationally challenging. For both railway 

companies to cooperate, there must be significant benefits to be realized by both 

parties.   

 

Passenger Train Service – VIA Service or the future potential High Speed Rail would be 

operationally challenged to share space and track priority with two freight companies.    

 

Capital and Operating Costs – The high cost of relocating the CP operations, the cost of 

a new line and yard and business operating losses from existing freight customers in 

London will be factors in obtaining approval from the railways.  Typically the railways 

seek to recover these costs from governments. 

 

Several cities (including Red Deer, Lethbridge, Regina, and Calgary) have worked with 

railway companies and the federal government to relocate rail operations to sites on the 

periphery of urban centres. These relocations help moderate noise, vibration, safety 

concerns and traffic delays, along with risks associated with dangerous goods transport, 

and create new options for the introduction or expansion of passenger or commuter rail. 

 

The City of Saskatoon recently undertook a feasibility study to assess relocation on a 

new corridor or consolidation of CP onto a CN corridor.  The City determined that 

consolidation is largely challenged by the legislative requirement to not impose 

additional costs on the railway.  The option to consolidate CP and CN operations was 

deemed to have the least potential given the complexity of running two railways in the 

same corridor.  The cost to relocate CP was approximately $590 million.   

 

Legislative Environment 

 

Railways are under federal jurisdiction by virtue of s. 92(10)(a) of the Constitution Act, 

1867.  As railways are explicitly listed as an undertaking that is excluded from provincial 

jurisdiction it is unnecessary to consider whether they are a “work for the general 

advantage of Canada” under s. 92(10)(c).   

 

Railway companies do not independently have the power to expropriate land, however 

under s. 4.1 of the federal Expropriations Act, they can request for the Minister of 

Transport to have the land expropriated if the railway requires the land for the purposes 

of its railway and has unsuccessfully attempted to purchase the land.  The Minister will 

expropriate the land if he or she is of the opinion that the land is required for the railway 

and recommends to the Governor in Council, who in turn consents. 

 

The Canadian Transportation Agency (CTA) administers the approvals for specific 

railway line construction projects. Under subsection 3(1) of the Railway Relocation and 

Crossing Act (RRCA), if a municipality cannot reach an agreement with a railway 

company on the relocation of railway lines, it permits an application to the CTA for an 

order to carry out an accepted plan. 

 

The RRCA empowers the CTA to order a railway company to do things like: 

 remove railway structures; 

 build new facilities; 

 stop operating on certain lines; or, 

 allow other railway companies onto their trackage in urban areas. 

 



However, these powers may only be used when certain criteria are met, including a 

determination by the CTA that any such relocation or rerouting would occur at no net 

cost to the railway company. 

 

Before the CTA may receive the application, the Minister of Transport, Infrastructure 

and Communities must be satisfied that any federal programs contemplated for use in 

the urban development plan are available and would contribute significantly to the 

improvement of the urban area. 

 

The Governor in Council must also be prepared to authorize the allocation of the 

necessary funds for relocation grants for the transportation plan. 

 

An application must contain a financial plan showing how the costs and benefits of the 

transportation plan are to be shared by the province, the municipalities and the railway 

companies or any other parties affected by the accepted plan. It must also indicate how 

and when the costs of the transportation plan are to be met and all financial assistance 

available to meet those costs. 

 

The CTA may accept the transportation and financial plan as submitted or with changes 

it considers necessary if, among other factors, the CTA finds that the financial plan will 

not: 

 impose on the railway company any losses greater than the benefits received; or, 

 confer on the railway company any benefits greater than the losses incurred. 

 

The CTA must also be satisfied that the financial assistance set out in the financial plan 

will be committed. 

 

Financial Impacts 

 

A common principle is that every stakeholder who benefits from a rail relocation project 

will pay their fair share of the expense, which is significant for all parties. Municipalities 

promoting rail relocation to address proximity concerns are often the major beneficiaries 

of the initiative and will be expected to assume a proportionate percentage of the total 

costs. Railways will contribute, but only in proportion to their net benefit. The percentage 

that each stakeholder will pay is usually determined by negotiation. Due to major costs 

involved, the negotiation process are onerous. 

 

The costs include items such as the capital construction of track and new yards, land 

expropriation, rezoning, environmental assessments, remediation of contamination, 

physical defences (berms, fences, crossings), upgrading existing or building new grade 

separations. Municipalities are also asked to pay railway operating costs associated 

with increased track lengths and/or travel time between railroad sites. 

 

The federal government has funding available for a proportion of relocation 

expenditures, but not for the entire project. The RRCA states that other levels of 

government are responsible for a substantial share of the overall costs. 

 

The “Rail in London” report in 2000 identified a potential cost of $200 to $300 million 

dollars plus property, $280 to $420 million plus property in 2018 dollars.  The regulatory 

framework has changed considerably since the initial “Rail in London” report. There 

would be a need for additional grade separations due to higher traffic volumes.  

Environmental cleanup costs would also be significantly higher, as would the 

requirement for impact mitigation measures.  The proposed addition of High Speed Rail 



to the CN main corridor creates additional constraints and would likely increase costs 

further, particularly property costs to widen the corridor.  The total cost would have to be 

confirmed through a detailed engineering assessment.    

 

Railway Funding 

 

Two federal funding programs exist related to rail.  Based on the stated program 

objectives and recent applications to both programs, a low probability of program 

acceptance is anticipated.  

 

The Rail Safety Improvement Program (RSIP) provides grant and contribution funding 

to improve rail safety and reduce injuries and fatalities related to rail transportation. The 

program funds: 

 

 safety improvements to existing rail lines; 

 closures of grade crossings; and, 

 initiatives to raise awareness about rail safety issues across Canada. 

 

The program consists of $55 million in funding which is available over a three year 

timeframe. The programs objective is to improve rail safety, contribute to the reduction 

of injuries and fatalities, and increase public confidence in Canada’s rail transportation 

system. The deadline for 2017-2018 funding was August 1st 2017. 

 

RSIP builds on three rail safety programs: the Grade Crossing Improvement Program 

(GCIP); the Grade Crossing Closure Program (GCCP); and Operation Lifesaver with an 

increased overall funding level, an expanded list of eligible recipients and a broadened 

scope of projects that could be funded to enhance rail safety. The new program is a 

comprehensive approach to improving the safety of rail transportation across Canada, 

through two key components:  

 

 Public Education and Awareness; and, 

 Infrastructure, Technology and Research.  

 

There are 16,000 public rail crossings in Canada. The City of London submitted ten 

applications involving infrastructure upgrades identified in 2017. The selected GCR 

improvements are for works that are the responsibility of the City and that ranked highly 

on Transportation Canada’s Grade Crossing Inventory. Works include items such as: 

road and sidewalk surface improvements, pavement markings, signage, and vegetation 

removal/clearing. The ten locations are: 

 

 CNR – William Street (south of York Street) 

 CNR – Maitland Street (south of York Street) 

 CNR – Egerton Street (south of Brydges Street) 

 CPR – St. George Street (intersecting Piccadilly Street) 

 GEXR – Clarke Road (north of Oxford Street East) 

 CPR – Richmond Street (south of Oxford Street East) 

 CNR – Rectory Street (south of Florence Street) 

 CNR – Gore Road (west of Marconi Gate)  

 GEXR – Highbury Avenue (south of Florence Ave North) 



 CNR – Colborne Street (south of York Street) 

 

The City of London also partnered with CPR on one joint application for Pall Mall Street 

Pedestrian Crossing warning system upgrades.  The total value of the 2017 applications 

is $286,000. 

 

Any projects that receive federal funding (eligible for up to a maximum of 80% or 50% 

for joint applications) will need to be completed by March 31, 2019. The City is awaiting 

a response to the application. 

 

The City’s only recent successful application to this program was for 2015/2016 rail 

gates and road modifications at the CP / St. George at-grade crossing.  The City 

received $34,000 for this safety improvement.  

 

The National Trade Corridors Fund (NTCF) is a dedicated source of funding that will 

help infrastructure owners and users to invest in the critical assets that support 

economic activity and the physical movement of goods and people in Canada. 

 

A total of $2 billion has been allocated over 11 years for the NTCF. Over this time 

frame, Transport Canada will request Expressions of Interest (EOI), to be followed by 

Comprehensive Project Proposals.  

 

The City of London submitted two NTCF EOIs for the Adelaide Street/CPR Grade 

Separation and the Wharncliffe Road/CNR Grade Separation Projects in 2017.  The 

City was shortlisted for submission of the Adelaide Street/CPR Grade Separation 

through a comprehensive project proposal in November of 2017, one of more than 350 

applications received. The Wharncliffe Road/CNR Grade Separation EOI was not 

shortlisted. 

 

The submission was not selected for funding as the NTCF is a merit-based program 

and more applications for eligible projects were received than could be funded under 

the program. 

 

Railway Monitoring System 

 

In April 2018, the City installed a TRAINFO railway blockage information system in 

order to capture the timing and duration of train blockages along the CP railway as a 

pilot program. TRAINFO system will be capable of anticipating the likelihood of a train 

event and notify the public via variable messaging signs, a live web portal, or other real-

time data feeds. Additional information is included in Appendix B. 

 

Railway Consolidation Engagement 

 

Civic administration has been in contact with CN, CP, CTA and Ministry of 

Transportation of Ontario through project specific discussions regarding Western 

Road/CP, Wharncliffe/CN, Adelaide/CP, High Speed Rail and the rapid transit project.   

Further to Council’s direction, a separate meeting was held with the CN, CP and CTA 

representatives regarding the potential railway rationalization.  The railways identified a 

number of concerns related to the initiative.  

 

CP indicated there was no business case for the railway to justify the relocation, so they 

would not contribute funds to either the cost of the feasibility study or any costs 

associated with a future proposal to relocate.  While they agreed to participate in a 



study at the City’s cost, CP would not provide any confidential or propriety information 

related to business operations. 

 

CN identified that the corridor is capacity constrained, would require an enormous 

amount of capital to upgrade the rail infrastructure, identified the need for additional 

grade separations on their railway line and identified that the relocation would create a 

detrimental impact on their operations and competitiveness.  CN will not participate in 

any scoping exercise nor would they share data related to their operations. 

 

MTO indicated that the High Speed Rail Planning Branch would be pleased to 

participate to consider existing and future railway needs in the City and their integration 

with rapid transit. 

 

 CONCLUSION 

 

This report provides Council with an update on the Rail Rationalization and potential 

consolidation of the CP railway into the CN mainline corridor. 

 

The complexity and cost of rail relocation, and the legislated requirement for railways to 

maintain cost-effective service to their customers are the primary deterrents to the 

consolidation of railway services.  

 

As set out in the Railway Relocation and Crossing Act, a municipality cannot unilaterally 

decide to expropriate land owned by a railway company or force a railway to relocate as 

it would circumvent federal oversight of the operation of the railways through the 

Canadian Transportation Agency.  Furthermore the relocation of the CP yard into a 

separate municipality could not be mandated by the City. 

 

Based on the response and willingness from the primary partners, CP and CN, to 

proceed with relocation of the CP freight traffic onto the CN railway corridor or to a new 

alignment outside of the City of London, it is highly unlikely a mutually agreeable 

agreement could be reached. The City would have to provide the majority, if not the 

total funding for the relocation given the lack of available federal programs.   

 

It is recommended that the City continue with a strategy of strategic grade separations 

such as the Adelaide Street / CP Grade Separation combined with the implementation 

of technologies or infrastructure aimed at improving the safety of the rail/urban interface 

as the long term approach to mitigating the impact of rail activity in the City of London.  

The current train detection pilot for future real-time user data communication is an 

example of an emerging technology. 

 

Further to the High Speed Rail report presented to the Civic Works Committee on May 

28th 2018, it is recommended that the City undertake a High Speed Rail Corridor 

Protection Study to evaluate the potential land use impacts, develop design 

considerations for City infrastructure and identify corridor lands to be protected along 

the CN Railway mainline. The study would also take into consideration the protection of 

railway right of way for a future long term consolidation of CP and CN.  
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Appendix B – TRAINFO 
 

RAILWAY BLOCKAGE INFORMATION SYSTEM 

Background 

In April 2018, the City installed a 

TRAINFO railway blockage information 

system as a pilot program in order to 

capture the timing and duration of train 

blockages at three (3) railway crossing 

locations in London. The TRAINFO 

system is located on the City’s right-of-

way and uses patented algorithms to 

monitor train activity.  

Preliminary Data 

Although the project has just begun, 

preliminary train blockage data is now 

available from the TRAINFO system. The 

following is a summary snapshot of limited 

weekday (5 day period) train blockage 

information for the week of April 30, 2018: 

 Richmond Street, south of Piccadilly Street. This crossing experiences 6-14 

train blockages per day (45 total over 5 days) with up to 1-2 per day occurring 

during peak periods. On average, blockages last approximately 4.5 minutes, but 

can last up to 14 minutes. While mostly occurring in off-peak or overnight hours, 

long duration blockages can occur during peak periods. 

 Adelaide Street, north of Central Avenue. This crossing can experience 

frequent, short duration blockages due to switching vehicles at the adjacent 

Canadian Pacific Railway yard in addition to regular railway traffic. This accounts 

for 11-30 train blockages per day (113 total over 5 days) with 3-10 per day 

occurring during peak periods, particularly in the morning hours. On average, 

blockages last approximately 4.25 minutes, but can last up to 22 minutes. 

Several blockages of 10 minutes or more have been observed during peak 

periods. 

 Dundas Street, west of Eleanor 

Street. This crossing is an auxiliary 

line, therefore only experiences 

infrequent, short duration 

blockages with only 8 crossing 

events observed during the data 

period. On average, blockages last 

1.75 minutes with the longest 

duration blockage of fewer than 4 

minutes. 

  



Live Web Portal 

Once sufficient data has been gathered, the TRAINFO system will be capable of 

anticipating the likelihood of a train event. TRAINFO uses a three-pronged approach to 

mitigate congestion. TRAINFO delivers real-time information to a roadside dynamic 

message sign (DMS) that alerts road users when a crossing is blocked and the amount 

of delay to expect. TRAINFO integrates its information into mobile apps, such as Waze, 

to help drivers re-route around blocked crossings if necessary. TRAINFO can adjust 

traffic signal timing plans before and after a railway crossing blockage event based on 

real-time train and traffic characteristics to mitigate travel delays. 

The City’s live TRAINFO portal currently shows whether a crossing location is blocked, 

clear, or has an approaching train, but can be expanded upon to indicate when a train 

blockage is predicted and illustrate the number of trains per day. 

 
 


