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“There are three things that
make a nation great and strong:
fertile soil, busy workshops
and the easy conveyance
of men and goods from place to place.”

— Lord Bacon, 1600

! Fraser Valley Regional District




FVRD Long Range Transportation Strategy Final Version: June 1, 2000 FPage 3

Contents
Executive Summary 5
Preface 18
Regional Growth Strategy of the FVRD 18
Transportation Objectives of the Growth Strategy 18
Feedback from Public 19
Related Strategic Plans 20
About This Report _ 20
Advisory Groups 21
Valley Choices Committee 22
Intergovernmental Advisory Committee 23
Regional-Provincial Working Group on Transportation 23
1. The Region's Land Use Patterns 24
1.1 FVRD's Geography and Settlement 24
1.2 The Fraser Valley Region in the B.C. Lower Mainland 26
1.3 The Future Land Use Plan Concept 30
Regional-Scale Land Use Strategy 30
2. Traffic Patterns and Outlook 32
21 Layers of Travel Demand 32
2.2 Rural Roads 33
2.3 Urban Roads . 34
2.4 Provincial Highways 35
No Missing Links 38
TransCanada Highway 39
25 Private Automobile and Truck Transport 41
2.6 Public TransitService 42
3. A Transportation Strategy 47
3.1 Land Use Plan Concept and Policies 47
3.2 Transportation Maragement Policies 47
3.3 Transportation Infrastructure and Services Concept 52
3.4 Responsibilities for Implementation 59
Appendix A: Formal Objectives 62
Appendix B: Policy T oolbox 65
Bl Interplay Between Land Use and Transportation 65
Neighbourhood-5eale Land Use Strategy 66
Influence of Transportation on Land Use 69
B2 “Travel Smart” and User Pay Options 69
B3 Infrastructure Options 74
Road Development Options 75
Transit Development Options 78
B4 Caution: Future Uncertainties 80
Appendix C: Related Working Papers 84

Fraser Valiey Regional District ¥




FPaged FVRD Long Range Transportation Strateqy Final Version: June 1, 2000

Fraser Valley Regional District




FVRD Long Range Transportation Strategy Final Version: June 1, 2000 Page 5

Role of Transportation System

Figure 1: The Region and its
Valley Centres

Executive Summary

Nearly one quarter of a million people inhabit the Fraser Valley
Region. Most live in one of ten Valley centres: Abbotsford,
Agassiz/Kent, Boston Bar, Chilliwack, Harrison Hot Springs, Hope,
Mission, North Bend, Spuzzum and Yale, These are distinct
communities, separated from each other by tens of kilometres of open
space.

o —— — —
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Canada-11.5. Boundary

The Region’s transportation system enables people to visit relatives
and friends, to partake in recreational activities, to shop, to journey to
work, to reach medical and other vital services, and to see live cultural
and sporting events. It allows the Region’s businesses to access their
workforce, and suppliers to deliver goods and services to their
customers. The system is vital for prompt and efficient law
enforcement, fire protection and emergency response.

As well, travellers and businesses from outside the FVRD rely on its
transport system as a crucial link in a long transport chain: the
freeways, railroad tracks, pipelines and airports within the region are
corridors and gateways important to British Colurnbia and Canada as

Fraser Valley Regional District B
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Goals for Transportation System

Key Structural Shifts

“Smart” Nelghbourfiwod
Development

More Jobs in Region

Public Budget Squeeze

a whole. They handle huge volumes of through-traffic in domestic and
international trade,

The standard goals for transportation are well known: people want
transportation to be safe and efficient, to create minimal pollution, and to be
available on fair and equitable terms.

Recently, the Region has set out further goals for the system. These
are to /ielp avoid urban sprawl, protect agricultural land, attract local jobs,
serve rural and First Nations communities, reduce reliance on gutomobiles
and enconrage other modes of transport.

Three significant structural shifts are underway which are
changing the operating environment of the transportation system.
They are:

* in the realm of Jend developrient, the transition into more
compact, mixed-use urban forms in the FVRD. Many people
dream of more time with the family, in a vibrant neighbourhood,
with jobs and services close to hand. This shift is helpful
towards achieving transportation goals as it reduces the
underlying need for lengthy journeys to carry out daily living.

* in the realm of ecoromic development, a better balance between
jobs and population in the FVRD, i.e. the number of jobs in the
region continuing to outgrow the population. The Region is
already noteworthy for the high percentage of people who live
and work in the same community (including many working at
home). A continuing shift towards local jobs gives even more
people the chance to work near to (or at) home, with less
travelling for employment reasons. This shift is also is
supportive of the transportation goals; and

* in the realm of pubiic finance, instability of traditional methods
of paying for transportation, and the search for new
approaches. Public budgets are being squeezed by deficit
reduction programmes, lower transfer payments,
“downloading” of costs from senior to local governments,
downsizing of government and public resistance to tax
increases. A growing, changing and aging population creates
demands for more health, education and welfare spending,
crowding out transportation budgets. Traditional funding from
general tax revenues, property taxes and development cost
charges can no longer be relied upon. User-Pay (and Polinter-
FPay)are already watchwords for transportation development,
especially in cities. The budget squeeze magnifies the
importance of finding cost-effective transportation solutions;
user-pay imposes a new discipline for decision-making, both for
elected officials and for transportation users.

¥ Fraser Valley Regional District
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About This Report

Main Features of the Region’s
Transportation System

Population Growth

Land Development Pattern

This Executive Summary presents transportation challenges and
offers responses targetied at the given goals, These responses are
largely within the control of local and provincial authorities. A
postscript to this Summary looks at the implications of new
technology — an external influence largely beyond their control.

The following Main Report offers more details, recommending
policy options, setting forth roles and responsibilities for
implementation. Maps are included to show priorities to improve the
region’s transportation infrastructure and services.

The foundation of the Region’s transportation system is its road
network.

The rural roads, urban streets, and highways in the FVRD total
several thousand kilometres in length. Circulating over them, and
registered within the Region, are some 125,000 cars, trucks and buses.

The central focus of this Report is this road-based component,
rather than the railway, air and pipeline services threading through
the Region.

The great benefit of road travel — easy door-to-door access for
people and goods—comes at a price to society. A substantial part of
the Region's wealth, estimated at roughly $5,000 per resident per year
(over $1 billion per year in total) is consumed by road transportation.
This all-inclusive figure includes the cost of owning and operating all
the cars, trucks and buses, of parking them when not in use, and of
building and maintaining roads. Itincludes the costs of pollution
created by transport. Further, it covers the human and material cost of
crashes, which is only partly reflected in insurance premiums, and
items such as enforcement of traffic laws.

The most fundamental challenge faced by the region’s
transportation system is to support a projected doubling of the
Region's population to total 450,000 people, and a more-than-
doubling of employment, reaching up to 180,000 jobs in the next 20-
30 years.

To plan transportation requires an understanding not only of the
magnitude, but also of the geographic pattern and character of
growth,

Under the Region’s land use strategy, the additional population
would be focussed in urban areas. The three largest Valley centres —
Abbotsford, Chilliwack and Mission, today home to 89% of the
Region’s residents — would take 93% of the additional population.
Half would settle in the largest centre, Abbotsford.

Fraser Valley Regional District :
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Figure 2: FVRD Regional Growth Strategy: Existing and Future Urban Development [2]
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To accommodate growth, ali three of the largest centres have
ample, adjacent, land reserves set aside for future urbanization,
Shown in Figure 2, these are sited largely in upland areas, due mainly
to restrictions on the use of agricultural lowlands. However, the
existing commercial and industrial cores of the centres remain on the
lowlands.

Implications of Growth Magnitude Given the Region's goals, what does this scale and geographic
and Pattern : distribution of growth mean for the transportation system? The issues
faced by the transportation system can be grouped into two broad,
strategic topics.

Developing the Road The firstis how the road network should be developed.

Network Obviously, roads must be safe, well maintained and efficiently

operated. In 20-30 years they will have to handle about twice as many
cars and trucks compared with now. Are more roads required, and
where? Do existing roads need modification? Though the Region is
not particularly afflicted by traffic congestion today, the question of
how to postpone its onset needs to be addressed.

Widening Travel Cholces Today, daily life for more than 9 out of 10 of FVRD residents
depends on driving, or being driven by someone else, in private
automobiles. One of the Region’s key objectives is to widen travel
choices and encourage modes of travel other than the automobile.

Fraser Valley Regional District
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If this is to be achieved, the road network will have to focus more on
serving other travel modes such as buses, carpools, bicycles and
pedestrians. These travel modes could grow even more quickly than
car travel in the urbanized areas, where they are best suited.

What other steps can be taken to encourage workable alternative
modes? How alternative modes could be fostered while developing
the road network is the second broad, strategic topic.

Interagency Arrangement
For Implementation of the Strategy To address the two topics, this report advocates adapting and
strengthening the existing interagency committee system for
Provincial Local implementation and strategic planning,
Government Government '
— — With the support and approval of both local and provincial elected
Eles‘;i%?sff::flfals Elesiii?;{la?}als officials, two inter-agency implementation teams could be created: a
I , Road Network Development Group and a Travel Choice Development
| Group.
| l Accordingly, this Summary organizes the discussion under the two
Road Network Travel Choice topics: Road Network Development and Travel Choice Development. These
Development Group Development Group e . . .
could serve as initial agendas to guide the respective implementation
groups.

This report does not advocate that these groups advance all items
simultaneously and immediately. Some measures will take years to
develop and have their impact. Others can be done more quickly.
Timing and phasing will have to be worked out by the teams

themselves.

Road Network Development The topic of road network development is approached by dividing
the road network into three main components: rural, urban, and long-
haul roads.

Rural Roads, Jssye and Twa rural road issues arise from the prospect of traffic growth in
Solutions the region.

The first arises because, in some places, rural roads offer the most
direct route, and sometimes the only one, between (a) the existing
commercial and job cores in the lowlands and (b) the developing
upland reserves.

On these rural road links, the outlook is for urban traffic to grow
quickly as the upland reserves are urbanized, creating pressure for
road widening (possibly restricted by agricultural reserves). It may
also produce congestion at point of entry into the lowland centres.

There is no simple solution to this problem, other than case-by-case
consideration and proper planning. The more development is of
“mixed use” character on the uplands, the slower traffic demand will
grow on these links. Planning of transport (both for roads and transit
service) should be undertaken in conjunction with development
planning for the uplands to ensure that transpert links can support
land development effectively.

Fraser Valley Regional District -
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Urban Roads

The second issue affects all rural roads in the region — there is
anecdotal evidence of conflict between slow, wide farm vehicles and
other traffic. Such conflicts may worsen as overall traffic levels build
on the fixed rural road network. This is really a safety and operational
issue, rather than a strategic one. It could be addressed by
enforcement of speed limits and passing rules, and instalting pull-
outs,

The second component of the road network comprises the urban
roads (i.e. urban arterials, collectors and streets providing for local
circulation). These are a municipal responsibility.

Traffic on these roads appears to be growing significantly faster
than municipal population, according to data from the two largest
municipalities. This phenomenon, coupled with the projected
doubling of the population, points to steep challenges for local
authorities as they adapt and extend their street networks.

It is beyond the scope of this report to offer street plans for
individual communities. However, the report points out a strategy for
efficient and effective use of road space within Valley communities
to help (1) postpone congestion and {2) encourage alternative modes of
travel.

* Use of existing road space could be maximized using capacity-
stretching methods already seen in larger cities. As traffic
builds, measures such as these could be applied more widely:

- one-way systems;
- leftturn bays/restrictions; and
- restrictions for on-street parking and parking meters.

* Privileges could be extended to favour alternative modes of
travel, making them more attractive by rewarding space-efficient
vehicles with speed advantages. This approach to road
development complements the structural shift to more compact,
mixed-use urban forms and support the goal of encouraging
alternative modes of travel. Such privileges include;

- queue-jumpers for buses;

- bulges in the sidewalk at bus stops so that buses canstay in
lane, in the stream of traffic;

- more parking privileges for carpools;
- more dedicated bicycle lanes; and

- eventually, as traffic choke-points appear in urban areas (or
on freeways), high-priority /occupancy vehicle (HOV/HPV)
lanes, allowing them to bypass congestion.

Fraser Valfey Regional District
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Long-Faul Roads

Potential Future River Crossing
between Mission and Port Mann

Lintks Between Commiunities
and Their Profection

Potential Confict
Between Local and Long-Distance Traffic:
Congestion and Safety Hazard

The third component of the road network comprises the long-haul
roads. These are the higher-speed, high—capacity highways (i.e.
Highways 1,3, 5, 7,9 and 11) built and maintained by the Province.
They are the main links between the ten Valley centres; they also
funnel long-distance through-traffic to and from the neighbouring
Greater Vancouver Regional District, the rest of the Province and the
us.

* Inthe last decade or so, traffic on these highways within the
FVRD has grown slightly faster than the 3.8% annual growth
rate in the Region's population. In future, congestion on
provincial highways will become more noticeable and
bothersome, initiaily on the TransCanada freeway at the
region’s western edge.

An important conclusion of this report is that construction of major
new long-distance highway links (as opposed to widening existing
roads) in the FVRD is not warranted.

However, the Region should be alert to a potential new crossing of
the Fraser beyond the region’s western boundary, southward from
Maple Ridge or Pitt Meadows to meet the TransCanada Highway. In
the short term, such a bridge could reduce traffic crossing the River via
the Mission Bridge and passing through Abbotsford; in the longer
term it could increase development pressure in Missjon.

The Report finds that the FVRD communities, whose residents in
any case generate most of the traffic on the provincial highways
passing through their region, should continue to rely upon provincial
highways for purpose of travelling between (as opposed to within)
the communities.

One of the Region’s stated goals is the efficient use of
transportation corridors. To achieve this, it is important to preserve
the key function of provincial highways te link communities
together, as well as handling traffic passing right through the region.

Wherever a Valley centre has two or more access points onto a
provincial highway, inevitably some local traffic will use the highway
for short trips between those two points (see margin diagram). While
some such traffic should not cause difficulty, too many on-and off-
movements overtax interchanges and intersections, interfere with
longer-haul traffic, and are hazardous. Congestion will build as
communities grow, It is irportant that the provincial highways be
protected from clogging by local traffic where they pass through an
urban area.

Accordingly, it is important that land development along and near
provincial highways be carefully managed to resist pressures for (a)
strip development along the highway and (b) heavy local traffic
generators sited immediately beside it.

Fraser Valley Regional District
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Inter-agency Implementation
Agreements

Appeal of Access
Managentent Agreements

Both local and provincial governments have vital interests in these
issues. While other means and methods to address them exist, among
the possible approaches are costsharing and other formal
implementation agreements.

Costsharing agreements may be attractive to the parties under
certain conditions. There may be cases where investment in a
municipal urban road:

* provides a benefit to the provincial highway system, for
instance by diverting local traffic away from a highway, and

* is more costeffective than a provincial improvement that would
provide a benefit of equal magnitude.

In such cases there is the foundation for a cost-sharing agreement
between the two levels of government.

Another type of interagency agreement has been termed the Access
Management Agreement. Concluded among the province,
municipal and regional authorities and, where appropriate, large land
owners/ developers, such agreements could cover an interchange,
intersection or entire highway corridor. So far, the experience with
these agreements in BC relates to large-scale construction (notably the
Inland Island Highway on Vancouver Isfand).

Such interagency agreements can settle several things
simultaneously: '

- where and how Jand parcels and subdivisions will attach to
provincial highways,

- who will fund road modifications for reasons of safety and
capacity (possibly addressing any existing road deficiencies at
the same time), and

- what suitable uses exist, and will be zoned, for the land nearby
and accessed from the highway.

Such agreements may have further appeal for both parties:

¢ forlocal governments they can help establish a region-wide,
consistent response to development pressure along highways,
avoiding a “rush to the bottom” in competitive bidding for
development;

» for the Province, they can help fortify its highways against
piecemeal erosion of long-haul functions by local traffic, thereby
making capital investment by the Province more secure and
therefore attractive.

Fraser Valley Regional District
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Figure 3 sets out possible locations which could be the subject of
agreements between local and provincial govemmendis.

Figure 3: —
Candidate Locations Hwy 7 Mission Bypass
for Access Management Hwy 7 access for

Agreements Mission's Urban Reserve

Hwy 1 access for
Chilliwack's Urban
Reserve

x&ggﬁ;ﬁggﬂaﬂ Vedder interchange
Hwy 1 Access
Abbotsford Airport to Cultus Lake
Clearbrook @ all centres:

interchange municipal roads to handle local
traffic parallel to

Highway 11 from Mision to US Border provincial highways

Travel Choice Development Following the first broad topic of road network development
widening travel choice is the second.

An important goal of the strategy is to relieve people from their
present degree of dependence on cars:

Auwtomobile Depertdence * Asnoted earlier, more than 9 out of 10 FVRD residents depend
on cars for daily travel. In particular, for journeys to work, 92%
are taken in private cars, vans or trucks. Nine out of ten such

vehicles contain only the driver.!

This situation is understandable when pecple cannot find any
readily available, practical alternative to car travel:

Availability of Transit * Although transit service in Fraser Valley communities has
sprung up quickly from virtual non-existence, it remains a finy
portion of the region’s transportation system, In1996 only 1.1%
of journeys to work were via transit, less than the 1.7% by
bicycle. Such small market shares are not uncommon in the
early stages of transit development.

* The region’s residents today are supplied with only one
quarter to one half of the public transit service seen in many
similarsized communities elsewhere in Canada, and rank near
the bottom for British Columbia communities.

11996 Census Data

Fraser Valley Regional District 3
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Transit Innovation

“Travel Smart” nitiatives fo
Shape Travel Demand

One consequence of this situation is that those who are not affluent,
healthy or old enough to drive (typically 30% of the population)
cannot partake fully in what the Region has to offer; neither can they
contribute fully to the Region’s development.

The viability of transit service, and the type of service suited to a
community, is tied not only to the size but also to the population
{(and/or job) density. For instance:

* Abbotsford plans to densify from an average of 14.5 to over 25
people per hectare in the time horizon of this strategy. This
presents opportunities to widen the choice of housing and
transportation, including transit. This will occur in varying
degrees in other Valley communities.

To reach service level standards found in more mature
communities of similar size, plus accommodate a future doubling of
population, a baseline target of 4 to 8 times current transit service is
reasonable.

Simply expanding conventional bus service is not the best solution.
The family of transit services should be broadened fo include
demand-responsive service for the general public, e.g. by making the
current handyDART system for the disabled more widely available, or
by licensing to permit taxis to be shared by several customers.2 There
are untried opportunities for integrating such services with
conventional bus transit, e.g. taxicabs could accept bus transfers or
offer discounts for bus pass holders. :

Funding such an expansion is a key consideration:

* Today, transit in the FVRD recovers only 20% to 25% of costs
from the fare box.

* However, expanded transit services would make it feasible to
increase this percentage, i.e. decrease the percentage transit
subsidy, even though the total subsidy would increase in
absolute ferms.

* Earmarking a portion of the {(existing) perlitre tax on gasoline
pumped in the region would help pay for transit expansion.

So-called “travel smart” initiatives are one approach to widening
the choices available to users and encourage efficient travel behavicur.
The examples are many and often come from highly urbanized areas.

Some of these options should be considered for the longer term, but
they should be kept in mind as the Valley grows. Since the Region’s

2 At time of writing the Province of BC was considering allowing taxi services to offer “shared
rides” via shutties, minivans, mini-buses, and taxi pools.

¢ Fraser Valley Regional District




FVRD Long Range Transporiation Strategy Final Version: June 1, 2000 FPage 15

User Pay Ontlook

communities are looking at a doubling of its population over the next
20-30 years, they will want to consider the following examples:

* “demand management” services which match people who wish
to share rides, provide transit information, improve facilities for
bicycles and pedestrian, and manage parking;

* distance-based insurance premiums and registration fees,
allowing people to save money by driving less —unlike the
current fixed charges;

¢ parking “cash-out”, where employees who are given the benefit
of free parking are offered an alternative cash benefit to
commute by other modes;

* making employer-provided transit benefits tax exempt; now
moving through the federal legislative process, this measure is
analogous to the benefit most automobile commuters receive in
the form of untaxed free parking;

* school trip management, to reverse the recent trend towards
many children being driven to school;

* transportation management associations, where small and
medium sized businesses in a commercial district or mall
collaborate in trip reduction programmes to achieve more
efficient use of resources; and

* flexible requirements for parking spaces in zoning approvals,
The amount of parking space required in land developments is
often expressed as a minimum. Local authorities could seta
maximum amount of space required for parking in zoning
bylaws, and reduce even these in areas of good transit service.

The transportation policies of the governments of Canada, B.C. and
the neighbouring GVRD all call for wider application of the user- (and
polluter-) pay approach.

This report also embraces the trend towards user pay in
transportation (e.g. parking fees, road user charges or other “road-
pricing” schemes, gas taxes). This approach should not only result in
more efficient travel habits but should help secure funding for new
capacity and/or services.

Such measures are likely to win greater support under a “ tax shift”
vs. “new tax” approach. They could be associated with a provision
that all user pay revenues are directly tracked and recycled back into
the regional economy in a revenue-neutral manner instead of being

amalgamated into the general revenue account of government.? Local

3 At fime of writing the Province of B.C. was seeking feedback on a Discussion Paper titled
“Environmenta! Tax Shift” as pant of s Green Economy inifiative.
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Public Conmmunication and
Education

Implications of New Technology

Fuel Cells

New Federal Interest

“Smart” Roads

government has expressed skepticism as to whether user charges
would be recycled: this suggests that the tracking system would have
to be fully transparent to gain local assent.

Concerns that user-pay measures may harm those on fixed incomes
would have 10 be examined and addressed also.

One of the key responsibilities of the proposed Travel Choice
Development Group would be public communication and education.
The effectiveness, and acceptability, of the “travel smart” and “user
pay” measures depends on how they are introduced. A public which
is aware and alerted to the opportunities presented by these measures
will be in a better position to help tailor them to local needs, phase
their introduction and adopt them to best effect.

As a postscript to this Summary, a brief look at future technology is
warranted.

It is possible to engineer vehicle engines and fuels for greater
energy efficiency and less damage to the environment and human
health —though at a higher cost than today’s technology.

The fuel cell is presently at the top if the list of alternative
technologies to the internal combustion engine, but because gasoline
is relatively cheap there is not much economic incentive to develop
fuel cells for widespread use.

Future federal and provfncial governments may insist that such
green technologies be adopted. Transport users, e.g. car drivers, will
likely pay for this in higher vehicle prices and operating costs.
Nevertheless, cars and trucks, albeit less affordable, will continue to be
the region’s prime movers of people and goods. Accordingly, the twin,
broad challenges of road network development and travel choice
development will remain to be tackled.

At time of preparing this strategy, an intriguing new factor was
emerging: after a quarter-century of virtual absence from the urban
transportation scene, the Government of Canada was indicating an
interest in more active participation. Canada has pledged under the
1997 Kyoto Protocol to cut greenhouse gas emissions by 6% from 1990
[evels by 2012; urban transportation is an area where Federal
initiatives may accelerate change.

Possibly within the horizon of this strategy, another big step in
technelogy could be taken — automated roads. Sensor-equipped
vehicles would be regulated in convoys for maximum safety, comfort,
economy and close-spacing (to save road space). Freeways would
become increasingly like railways, with freight vehicles electronically
coupled in “trains”. Though initially costly, it would make better use
of the roads and be safer, cheaper and greener and make driving more
pleasant.

Fraser Valley Regional District
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Oultlook for Heamy Rail

Internet

Heavy rail transport is currently used to serve FVRD transport
needs for freight (e.g. forest products) and for one commuter route
(from Mission west to Vancouver).

Though conventional heavy rail transport technology will
continue to funnel massive volumes of Canada’s export-import trade
right through the region’s populated centres, it will see only a modest
role in meeting the region’s own needs within the horizon of the
strategy.

It is unclear what will be the impact of the internet on
fransportation. While more and more things can be accomplished on-
line, increased knowledge may foster greater demanad for travel plus
fast door-to-door delivery of packages of all sizes.

Such prospects, which would have seemed far fetched until
recently, illustrate the rapidly changing operating environment for
transportation and the need to be vigilant for opportunities to reach
the goals established by the Region.

Fraser Valley Regional District ¥
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Preface
Regional Growth Strategy of the This document is a Working Paper of a Regional Growth Strategy
FVRD of the Fraser Valley Regional District (FVRD).

General Purpose of Regional
Growth Strategy

Main Goals of Strategy

Transportation Objectives of the
Growth Strategy

Land Use Objectives

Service Objectives

Three smaller regions amalgamated to form the FVRD in December,
1995. The Region began preparing its growth strategy in 1996 under
the Province of B.C.’s Growth Strategies Act. The Act enables regional
planning to be undertaken by regional governments throughout
British Columbia.

The general purpose of the regional growth strategy is to “promote
human settlement that is socially, economically and environmentally
healthy”.

The main goals established by the FVRD Board of Directors are:

* “po guide decisions on growth, change and development in the
Fraser Valley region over the next 25 years; and

* “to deal with broad regional growth management issues which
include air pollution, water quality, traffic congestion,
affordable housing, employment, energy use, parks and green
space.”

Within these main goals, the eight consolidated? transportation-
related objectives are to:

1. Avoid urban sprawl and increase compactness of communities;
2. Protect the Agricultural land Reserve and rural characteristics;

3. Provide for, and help attract, more employment both within the
region’s communities and close to place of residence;

4. Ensure intra- and inter-regional infrastructure meets the needs
of a growing and changing (e.g. aging) population;

5. Serve rural and First Nations communities;

4 Appendix A contains a comprehensive list of ransportation-related objectives.
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Efficiency and Environmenial
Objectives

Feedback from Public

Auto dependence and
mobifity concerns

Concerns about centralized
social services

City-Centre Revitalization

Access fo metropolis

Density and Livability

6. Ensure efficient movement of goods and people and effective use
of corridors;

7. Minimize the use of automobiles and encourage other modes of
transport; and

8. Reduce pollution and promote energy efficiency.

These eight consolidated objectives overlap the transportation
objectives of the Province of B. C. under its Growth Strategies
legislation and the mission statement of the Provincial Ministry of

Transportation and Highways®.

Important insights about the general public’s view of the current
system were obtained through a consultation programme organized in
1997-8 as part of the Regional Growth Strategy process (see Appendix
Q). Itoffers a further perspective on how satisfactory the current
system is viewed to be by the public, and points to concerns for the
future,

Based on these consultations, there was general agreement that
changes should be made in the past patterns of low density settlement
and a near complete dependence on the automobile to avoid:

* degrading the environment,
* undermining efforts to create complete communities,
¢ exerting significant pressures on existing infrastructure and

* threatening the viability of the valley’s rural character and
agricultural base.

Many were concerned that, with the centralization of provincial
services within the region and the spreading out of facilities within
communities, an increasing number of youth, seniors, mobility
challenged and low income residents of the region will become
effectively trapped in their homes and immediate neighbourhoods.

There was almost complete agreement that urban centres need to be
revitalized and designed to act as a focal point of the community.

The public preferred an emphasis on providing more jobs in the
Valley than upon encouraging commuting to jobs in the neighbouring
Greater Vancouver region.

Most people saw a need to intensify existing centres to create
complete, compact communities that encourage walking, cycling and
transit use. However, valley residents were reluctant to accept higher
densities. There was also support for a mix of uses within
neighbourhoods and communities, but this support was conditional

5 gee Appendix A for list of Provincial ransporfation objectives.
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Related Strategic Plans

About This Report

upon new uses not causing livability problems, such as increased
noise, traffic or crime.

Given the context of the Region's strategic goals and objectives, and
feedback received from the public, this Working Paper presents the
elements of a 20- to 3(0-year ransportation strategy for the Fraser
Valley Region.

It was prepared in the context of several other related, recent and
ongoing planning activities, which include:

* the Lower Mainland Air Quality Management Plan in which
the FVRD is a partner.

* the Livable Region Strategic Plan of the neighbouring Greater
Vancouver Regional District. Its transportation component,
TRANSPORT 2021, was produced jointly by the GVRD and the
Province of B.C. and adopted as part of the GVRD’s Livable
Region Strategic Plan by its Board and endorsed by the
Province.

* the “Going Places” transportation plan of the Province of B.C.
As follow-on to this, the Province prepared a 1997 Lower
Mainland Highway System Report (LMHSRY}. This report led to
a 10 year investment strategy and a 25 year transportation
system proposal that identified transportation improvemenis
centres entirely on the needs of the GVRD. [10] Currently there is
ne transportation system plan available for the highway
infrastructure within the FVRD, and this Paper is one of the
steps towards developing one.

* ongoing planning studies by BC Transit within the geographic
bounds of the Fraser Valley region.

¢ Official Community Plans by communities within the region.

This Working Paper is a public document intended for all groups
interested in the future of the transportation in the Fraser Valley
region. Itis one of the building blocks of the FVRD's regional growth
strategy.

It contains the principal findings and long-range recommendations
of the region’s planning staff and its contracted partners and
consultants, It draws upon other Working papers produced for the

Regional Growth Strategy®.

The Region has a partnership arrangement with the International
Centre for Sustainable Cities (IC5C), a B.C.-based non-governmental,
non-profit organization. Under the agreement ICSC assists FVRD in

63quare brackets [ ] contain the number of a Working Paper which contains more details.
Working Papers are listed in Appendix C.
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Conftents

Advisory Groups

managing and finding funding partners for parts of the technical
work programme of the regional growth strategy. This Working Paper
was written by Martin L. Crilly, an Associate of ICSC and its former
Executive Director, who retains responsibility for its factual accuracy
and comprehensiveness,

Before publication the Working Paper was reviewed by the growth
strategy’s Intergovernmental Advisory Committee of local and
provincial government officials, and the Regional-Provincial Working
Group on transportation, whose memberships are listed below. In
addition substantial written feedback was provided by the
Abbotsford Chamber of Commerce Transportation and Community
Development Committee. For their input and assistance, the Region
is grateful.

First, in Chapter 1 the Paper describes the Fraser Valley region’s
geographic settlement patterns both present and future planned.
According to the region's declared goals (set out in Appendix A) itis
responsibility of the transportation system to meet the travel needs
produced by these patterns, and to help to create them by influencing
the attractiveness of one Iocation over another within the region.

Chapter 2 describes the travel needs, present and future, which the
land uses generate, set against the transportation infrastructure and
services which are in place today.

Chapter 3 lays out a transportation strategy to advance the region
towards its objectives. This is in the form of a list of policies and
strategic initiatives, with maps indicating infrastructure im-
provements expected to be needed within 20- 30 years. To set forth
the strategy it draws upon Appendix B, a Policy Toolbox of general
approaches and solutions drawn from experience elsewhere.

Note that the Paper does not identify when actions should be
taken. This report describes an "end state" and makes no comment on
priority or timing. Investment priorities and phasing recommenda-
tions require further work. The Paper does not present a financial
plan, though the recommendations are made with affordability and
cost-effectiveness in mind, and financial issues are identified,

The Report sketches a simple institutional framework to implement
the strategy. It indicates areas where improved coordination will be
essential; it concludes by identifying who will have to act; it lists the
commitments required from partner agencies in order to bring the
strategy to reality.

The Region's staff is grateful to three particular groups of
individuals who provided advice and constructive criticism in the
drafting stages of this report. They are the Valley Choices Committee
of citizens appointed by the Regional Board, the Intergovernmental
Advisory Committee of staff from all orders of government, and the
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Valley Choices Committee

Transportation Working Group of staff from transport-related
provincial agencies. The names of the individual people serving on
these groups appears below.

. Doug Adair

. Ian Carmichael

. Lynne Christensen
. Michelle De Fehr

. Patrick Dunn

. Ivan Graham

. Mike Heppell

. Ryan Huston

. Jagdev Kanwal

. Ron Kelly

. Walter Langdon-Davies
. Leigh Lehman

. Gordon Leidal

. Paul Moritz

. Dave Nick

. Jack Robertson

. Hendrik Saaltink

. Roger 5t. John

. Brad Whittaker

. Bill Woodall
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Intergovernmental Advisory
Committee

Dr. Gillian Arsenault, Fraser Valley Health Region

Mr. Mark Brennan, Village of IHarrison Hotsprings

Mr. Brian Clark , Ministry of Environment

Mr. Richard Danziger , City of Abbotsford

Ms, Melody Farrell, Dept. of Fisheries and Oceans

Mr. Mitch Fumalle , Ministry of Municipal Affairs & Housing
Mr. Wayne Gordon , City of Abbotsford

Mr. Allan Grant, B.C. Hydro

Mr. Bruce Gunn , B.C. Agricultural Lana Commission
Mr. Hugh Kellas , Greater Vancouver Regional District
Mr. Gerry Kennah , B.C. Ministry of Forests

Ms. Christine Legault, Ministry of Transportation & Highways
Mr. Gordon Leidal , Kerr Wood Leidel Associates

Mr. Gary Lister , Sto:lo Nation

Mr. Peter Monteith , District of Mission

Mzr. Don Rankin , B.C. Gas

Ms Marion Robinson , Fraser Basin Council

Mr. Robert Ross , District of Mission

Mr. Grant Sanborn , District of Chilliwack

Mr. David Sands , Min. of Agriculture, Fisheries & Food
Mr. Scott Smith , District of Hope

Ms. Elaine Taylor , Municipal Affairs, Growth Strategies

Mr. Jan Vaughan , District of Kent

Regional-Provincial Working Group on Transportation

Mr. Gene Chin, BC Transit

Ms. Ann Coffin, Ministry of Transportation & Highways

Mr. Martin Crilly, International Centre for Sustainable Cities
Mr. David Hill, Ministry of Transportation & Highways

Ms, Christine Legault, Ministry of Transportation & Highways
Mr. Hugh Sloan, Fraser Valley Regional District
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L1 FVRD's Geography and
Setilement

All but the southwest of the
region is lightly poprilated

1. The Region's Land Use
Patterns

The Fraser Valley Regional District contains 14,000 square
kilometres of land. Of this area, 90% is covered by mountains and
steep-sided lakes. Itis quite inaccessible and largely devoid of people.
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Canada-U.S. Boundary

From the region’s northern edge, the Fraser River cuts south
through the mountains. Bending westward, the river emerges from a
canyon into a fertile and temperate delta valley. Along the river’s next
90km, on the floor and on the sides of the upper part of the delta, live
99% of the region’s 230,000 residents.

The town of Hope sits at the apex of the delta. The small
communities of Harrison and Agassiz-Kent lie in the upper part of the
Valley but 89% of the region’s population lives in just three of the
communities further downstream. These are the valley centres of
Abbotsford, Chilliwack and Mission.

To the south, the Fraser River's delta valley crosses into U.S.
territory, with road and rail links directly into Washington State.
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Naftional Transportation
Corridors

Vatley Centres:
Distinguishing Features of
the Fraser Valley

Westward is the boundary of the Greater Vancouver Regional District
(GVRD), which extends 60 km to idewater.

0 10 20 30 40? 30
Canada-U.S. Boundary

Three major surface transport corridors pass through the FVRD
from BC's interior. They carry highways (numbered 1, 3 and 5), the
mainline trackage of two transcontinental railways, pipes and cables
towards the coast. Having traversed mountain passes and canyons
from the east, the corridors converge at Hope, They then parallel the
Fraser River through the valley to reach the populous southwest
corner of the Province, with its cities and international gateways — the
airports, sea ports and highway border crossings.

The largest valley centre is Abbotsford at 115,000 people. The
valley centres have urban cores of one to five square kilometres in area
with adjacent suburbs of up to 25 square kilometres.

The valley cenires are separated by tens of kilometres of lightly
populated countryside, some of it rough terrain, which must also be
served by transport. Urbanization between the centres has been
severely restricted by natural features (e.g. steep or unstable terrain or
flooding hazards) and by provincial law, which since 1973 has
strictly limited development within Agricultural Land Reserve lands.
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1.2 The Fraser Valley Region as
part of the B.C. Lower Mainland

BC Lower Mainland: a large
metropolitan areq

Links between FVRD and
GVRD

The inhabitants of the neighbouring GVRD, at nearly two million,
oumumber those of the FVYRD by more than eight to one, A second
neighbour, the Squamish-Lillooet Regional District (the SLRD, with
30,000 people) sits northwest of the FVRD. Together, the three regional
districts comprise the BC Lower Mainland.

This big metropolitan area has a diverse and expanding economic
base, which has helped to make it one of the fastest-growing urban
areas in North America over the last two decades [4]. The Lower
Mainland is:

* acentre for the exchange of information and capital, partly due
to its strong links to the rest of North America and its strategic
position on the great circle route between North America and
Asia;

* alocation for head office, management, administrative,
education, health, retailing, warehousing and other functions
serving an area much larger than the Lower Mainland itself;
and

* asignificant (though not world-scale} manufacturing centre
producing for the local market, with forest products mills and a
diverse range of service, information-based, technological and
cultural products. Agriculture is substantial, especially in the
FVRD, and there are also mining/quarrying operations [4].

Communities within the B.C. Lower Mainland are closely related in
many ways. Their transportation infrastructure of major highways,
airports, seaports, railway and transit is highly connected. The area
functions as a single large trade area for goods and services, and as a
single labour market [4].

Other shared features of the FVRD and GVRD significant for
transportation are that:

¢ most of the two regions lie in the same watershed;

* they share an “air-shed” and jointly plan the management of air
quality; and

* the “commuter-shed” of Greater Vancouver extends eastward
into the Fraser Valley region, by rail to Mission and by road to
Chilliwack, over 100 km from downtown Vancouver,

The two large communities at the FVRD's western border—
Abbotsford and Mission —lock west across the GVRD's boundary,
rather than east. Their primary relationships are with each other and
with Langley, Surrey and Maple Ridge in the GVRD. In turn, the
eastern parts of Langley and Maple Ridge are more a part of the Fraser
Valley's rural and agricultural area than the GVRD's core,
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Completeness of FVRD
Conmmunities - Place of Work
Jfor FVRD Residents

FRASER VALLEY
REGION

GREATER VANCOUVER
REGION

Rest of
Greater

Chilliwack

|
Langleyd

(Area of circles Is proportional fo current population)

The valiey centres are sufficiently distant from the urban mass of
the GVRD, and distinct from each other, to have some economic
independence.

For instance, 58% of workers living in Abbotsford have local jobs
(i.e. work within Abbotsford itself, including home-based jobs). Only
6% of the employed people who live in Abbotsford work 60+ km
distant in the GVRD's core municipalities [5].

The average commuting distance in the FVRD, estimated by travel
surveys and computer simulations at 12.6 km, is shorter than those for
the Lower Mainland as a whole, at 14 km. :

The population density pattern of the FVRD is quite different from
its neighbour, the GVRD, as illustrated in the density profile (shown
below) experienced by a traveller along the Vancouver-Chilliwack
corridor.
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As the largest of the Region's
communities, Abbotsford is
kome to the Region's largest
concentration of employed
people: the majority of thent
have jobs in Abbofsford itself
not needing o commulte 1o
other comnunities.

Chilliweack is the most self-
contuined of the three largest
FVRD commintties.

Mission's residents show a
nore dispersed travel-to-
work patiern Huan Hwse of
Abbotsford or Chilliwack.

Areas of circles are proportional to number of workers
10,000 workers 9,000 workers

Workplaces of ABBOTSFORD's residents
All workers in this map live in Abbotsford

‘ / Hope
. 01%

eHarrison
& Kent 0.2%

illiwack 2%

South 14 %\
[ .
Abbotsford 58%*

No Usual Workplace 13

Total workers who live in Abbotsford = 47,500 (100%)
* 11 percentage points of the 58 work at home in Abbotsford

Workplaces of CHILLIWACK's residents
All workers in this map live in Chilliwack

-l
Harrison
& Kent 2%

Hope
1%

Abbotsford 8% No Usual Workplace 12% @

Total workers who live in Chiiliwack = 27,800 (100%)
*12 percentage points of the 68 work at home in Chilliwack

Workplaces of MISSION'S residents

All workers in this map live in Mission

' -

Harrison
& Kent0.5%

Abbotsford 16% | No Usual Workplace 14% ®

Total workers who live in Mission = 14,600 (100%)
*10 percentage poinis of the 38 work at home in Mission
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A traveller from downtown
Vancouver to Chilliwack
experiences peaks and valleys
in population density along
the route of Sky Train/Fraser
Highway/TransCanada
Highroay.

Population Density Profile
SkyTrain-Fraser Highway-TransCanada Corridor

Downtown
Vancouver

.

Town Centre illiwack

Alde:@vr *

Abbotsford

Pak fipires show
averape density
of the denset
e pquar e kam
in the given centre

l)hn 20 km 40 km 60 km 80 Jan 100 km

Noteworthy in this diagram is that:

¢ Through the GVRD portion of the corridor, there is a large urban
mass from Vancouver to Surrey, where density is 30+ people per
hectare continuously.

* Moving east into the Fraser Valley, areas of near-zero
population density appear {the agricultural land), starting at
Langley. Crossing the FVRD border and arriving at Abbotsford,
density rises quickly from near-zero to 35 inhabitants per
hectare (in the densest 4 sq. ki portion) [6].

* Density drops once again for 30 km until the lower, more
rounded peak of Chilliwack appears.

* A stand-alone centres, both Abbotsford and Chilliwack are
notable for the steepness and height of their density profiles.
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1.3 The Future Land Use Plan The Regional Growth Strategy has developed a Land Use Plan
Concept Concept for the Region over the next 20-30 years. Most growth would
settle within urban growth boundaries surrounding the existing
centres, particularly the main centres of Abbotsford, Chilliwack and
Mission, each roughly doubling in population.

From the transportation viewpoint, the challenges are (1) to plan a
transportation system which will meet the travel needs generated by
the land use Plan Concept, and also (2) to help make the Plan a reality
by shaping the pattern of growth over time.

Generally speaking, for achieving the region’s transportation
objectives — such as efficient use of the system and offering non-
automobile options to the region’s residents — the more compact
development, the better. Two particularly important considerations for
future land development are: ‘

* infill vs. greenfield: i.e, how much growth will be absorbed
within already-developed areas through infill and
intensification; and

* local character of the new development in urban reserves, and
the extent to which alternative forms of travel will be “designed
in” through tighter and more land-efficient zoning,.

Models Considered During the evolution of the Plan Concept through 1997-8, the
study team considered the relative merits of five hypothetical models
for the large-scale structure of the region, They were labelled “The
Valley City”, “ Accelerated Hillside Development”, “Demographic
Shift”, “Fraser. North Subregion Focus” and “Network of Valley
Centres”. [1]

Regional-Scale Land Use Strategy The “Network of Valley Centres”, focussing most of the growth in
and around traditional valley centres, was chosen as the most
promising model in pursuit of the region’s goals.

Under the FVRD's Plan Concept, new development to
accommodate doubling will occur partly in existing centres and partly
through building on lightly developed urban reserves. These are
located largely on buildable upland areas — which are outside
agricultural and forest reserve lands and either already part of their
adjoining municipalities or adjacent to them. The concept is to: [2]

Concept Overview * “provide accessibility to most common needs through a closer
proximity and mix of compatible land uses that support and are
linked by an efficient, effective, and balanced transportation
system with a wider choice of transportation modes to support
sustainable communities;

Fraser Valley Regional District




FVRD Long Range Transportation Strategy Final Version: June 1, 2000 Page 31

“design Urban Growth Boundaries around regional centres to
accommodate forecasted growth to preserve the land base for
future needs; and

"apply “smart growth” development of urban reserves and
infill sites within existing communities to limit urban
encroachment on environmentally sensitive areas, natural
recreation areas, forests and agricultural lands capable of
traditional, non-traditional and intensive agricultural uses.”

In numerical terms, this growth model would: [3]

accommodate a doubling of the region’s population to 450,000,
with Abbotsford, Chiltiwack and Mission as the primary
growth centres;

strive for a better balance of jobs and population, meaning job
growth would be faster than population growth. There would
be 45 jobs per 100 people, compared with 37 today;

leave current rural areas rural. Average densities in rural areas
would generally remain under 2.5 persons per hectare
(excluding existing rural centres such as Deroche, Rosedale,
Popkum or Matsqui Village).

. Urban Deve bpment Area

. Future Development Area
’ Water Bod ies

Y Hghoays

Abbotsford

This Plan would accomplish several regional objectives [2]

promote “complete and compact” communities where more
people can conduct their daily lives, including work, without
travelling long distances;

reserve adequate land inventories for future growth (beyond the
horizon of this plan); and

reduce infrastructure costs (e.g. sewer and water mains, gas and
electricity lines and access roads).
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21 Layers of Travel Demand

Three Layers of Travel
Demand

Three fypes of road for the
purposes of this report

2. Traffic Patterns and
Outlook

Travel needs in the Fraser Valley fall into three overlapping layers,
being:

* Local: the neighbourhood movement of people and goods, either
accessing the regional and inter-regional system or circulating
entirely within a small area of the region, whether urban or
rural.

PLUS

* Interregional the movement of people and goods originating
from and/or destined to places outside the region {e.g. goods
from the U.S. into B.C. or from the interior of B.C. to Greater
Vancouver; air passengers from outside the region travelling to
Abbotsford airport; visitors from Vancouver to Cultus Lake)

PLUS

* Regional: the movement of people and goods internal to the
region (e.g. commuters from Mission to Abbotsford, or Hope to
Chilliwack; gravel from rural suppliers to urban construction
sites)

Over many decades, aroad-based transportation solution has
evolved to serve the FVRD. This is a reflection of, and in many ways
appropriate to, its density and travel demand pattern.

The roads fall into three types according to function, These road
types share in serving the above needs— but not with one-to-one
carrespondence:

* serving agricultural areas, a rural road grid, with road spacing
up to a mile. The rural grid accesses the centre-to-centre links
either directly at grade or off interchanges in the case of
controlled-access roads. For the purposes of this report, this
category includes recreational and resource roads leading to
very low density, remote areas (e.g. Hemlock Valley, Chilliwack
River Valley, roads north of Harrison Hot Springs). Some rural
roads offer the only possible link between the cores of Valley
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cormmunities and their land reserves expected to be developed
in upland areas.

* urban roads and streets. Grid-based, these municipal systems
feature arterial and collectors feeding the urban core and
connecting to the above centre-to-centre links at interchanges
and major intersections.

* fast, high-capacity cross-country centre to centre provincially-
provided highways. Until the 1960s inter-centre travel was
partly provided by an interurban passenger railway. Today, the
region relies on highways for this travel, except for some freight
carried by rail and commuter rail west of Mission. For reasons
of economy, convenience and continuity these same highways
simultaneously serve both of the first two travel needs above,
i.e. inter-regional and regional. The most prominent feature is
the TransCanada Highway, which is the main east-west
conduit in the region's populous south west, and its primary
access to the north through the Fraser Canyon.

This report examines information on traffic growth, implications
and options for addressing it, on each types of road in turn.

A number of computer simulations were run to provide insight into
the outlook for the future traffic within the region in 20-30 years' time.
These simulations point to:

* more cars on the road: in the peak hour for travel, there could be
90% more drivers on the road, and about 80% more kilometres
clocked per year by all vehicles combined;

* moderate congestion: because there is considerable unused
capacity on the main provincial highway network, there will be
a small reduction in the average speed that vehicles travel (by a
few percentage points), though "hot spots" will become more
evident with ime;

* slightly shorter journey and more transit use: the length of the
average journey could decline (by some 10%) and more people
will use transit (in part because the urban centres will be more
densely developed under the Land Use Plan Concept); transit's
currently small share of travel will climb slightly, assuming
transit service is incrementally expanded.

22 Rural Roads Two rural road issues arise from the prospect of traffic growth in

Rural Roads: Growth and the region.

Conflicts There is anecdotal evidence of growing conflict between slow,
wide farm vehicles and other traffic. This is really a safety and
operational issue, rather than a strategic one.

Such conflicts may worgen as overall traffic levels build on the
fixed rural road network. The problem could be addressed by:
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2.3 Urban Roads

- changing and enforcing speed limits;

- new passing rules (e.g. prohibiting delay of 5 or more vehicles);
- where judged necessary and feasible, installing pull-outs; and
- ultimately, closure of some rural roads to through-traffic,

On rural road links which join existing centres and urban reserve
lands in upland areas, the outlook is for urban traffic to grow quickly
as the upland reserves are built upon. This may create pressure for
road widening (possibly restricted by agricultural reserves), and
congestion at point of entry into the lowland centres.

There is no simple solution to this problem, other than case-by-case
consideration and proper planning. The more development is of
“mixed use” character, the less traffic demand will occur on these
links. Planning of transport would normally be undertaken in
conjunction with development planning for the upland reserves to
ensure that transport links can support land development effectively.

A consistent approach across all the rural roads of the Region is
desirable. It would require coordination amongst municipalities, and,
for unorganized areas, the Ministry of Transportation and Highways.

Traffic on municipal roads is growing much faster than population.
Theough systematic data is not readily available, the following is
known:

* in Abbotsford, 2-way local traffic shows heavy growth in the
period 1986-1995: ‘

- a“screenline”” north of Old Yale/McClure, crossing 14
streets showed compound growth of 11% over ten years,
through 1995,

- ascreenline east of Gladwin crossing 15 streets showed
compound growth of 5.6% per year in the same period; and

- ascreenline west of Mt. Lehman, crossing 6 roads showed
compound growth of 6.3%.

» in Chilliwack (in the 5 to 7 years ending in 1998), a sampie of
12 locations revealed traffic growth in a wide range from 2.5%

to 11%8 with the median location at 6%.

* yet population growth rates in Abbotsford and Chilliwack (in
the 10 years ending 1996) were only 4.8% and 3.8% respectively.

7 A screenling is an imaginary line drawn across a number of routes: using fotal traffic crossing the:
fing helps to average out shifting traffic pattems and changes caused by local conditions, and
capture broader traffic flows.

8 Some of the high traffic growth rates are temporary—Ilocal traffic on any given road can leap
dramatically, e.g. when a new subdivision accessed by the road is opened.
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Reasons for Fast Growtl of There are several possible explanations for fast buildup of traffic on
Traffic on Lirban Roads municipal roads in Abbotsford and Chilliwack:

* people are leading busier and increasingly travel-intensive
lives, taking more frequent and/ or longer journeys; this
phenomenon has been documented in other jurisdictions;

* the local economy is flourishing; job growth is faster than
population growth; and Abbotsford and Chilliwack are
assuming stronger roles as regional service centres, thereby
attracting customer traffic from outside their boundaries;

* fast growing through-traffic (from other centres and headed
elsewhere, e.g. Mission traffic using local roads along the
northern edge of Abbotsford, enroute to the TransCanada
Highway);

* some traffic growth is associated with construction in housing
subdivisions (e.g. trucks with building materials) which is a
temporary feature for a given neighbourhood.

In summary, the data suggests that local authorities will face
steeper challenges in traffic management as the population of their
communities doubles. In future, Abbotsford, Chilliwack and Mission
in particular will experience increasing congestion at peak periods,
especially at key junctions and access points (e.g. on-ramps to
freeways, railway crossings, bridges).

The region's urban centres will be increasing challenged by the
problem of the physical space occupied by a doubled vehicle
population. Past practices, such as devoting substantial land areas
near city centres to “free” parking will have to be re-examined under
new realities. Without new techniques of traffic management and
space-rationing, unnecessary and time-wasting congestion will be
increasingly apparent on the local street networks.

Congestion may be tackled by conventionally by expending capital
on road widening, adjustments to road geometry and building
bypasses and parallel routes. However, capital expenditures could be
less than they would otherwise need to be if programmes to reduce the
demand for travel were introduced (e.g. to encourage off-peak travel)
and more collective forms of travel (transit, rideshare and shared taxi)
were available. These measures appear in the Policy Toolbox in
Appendix B and form part of the transportation strategy outlined in
Chapter 3.

2.4 Provincial Highways The doubling of the population of the major centres will also result
in higher demands on the provincial highways. This is the subject of
this section of this chapter,
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Fraser Valley traffic is the Fraser Valley communities are almost completely dependent on the
mgjor component of kraffic on provincial highway network for their transportation needs between
provincial highways 11 the valley centres, and for longer-haul surface travel outside the region.
Region

They are also the predominant users for much of that network
within the region. For example, on provincial highways within the

FVRDS:

* today, traffic passing right through the FVRD is but a fraction of
the of overall traffic; of the daily 42,200 vehicles leaving the
region westbound and southbound (on provincial highways 1,
7 and 11) in 1998, over 83% originated within the FVRD. An
estimated maximum of 17% entered from outside the region
from the north and east {on highways 1,3 and 5), as shown in
the schematic below.

Breakdown of Traffic Flow Leaving FVRD
West- and South-bound on Provincial Highways, 1998
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9 Al traffic data in the bafance of this section derives from raw fraffic count data published by the
Minisfry of Trangpartation in 1999.
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Activity At Highway 1 Interchangel
Percent of
vehicles on
Highway 1 in
Interchange at: vicinity of
interchange
which use its on-
or off-ramps

McCallum Road 26%

Sumas Way 34%

Lickman Road 34%

Mt Lehman 41%

Vedder Road 60%
Interplay Between land
Development and Higlwoay
Access

* there is much “on-and-off activity” at highway interchanges.
As shownu in the table below, there is better than a 25% chance
that any given vehicle on the TransCanada highway in the
vicinity of an interchange is actually entering or leaving the
highway at that interchange (for five interchanges for which
data is available). At the main Vedder interchange in
Chilliwack, 60% of highway traffic is engaged in entering or
leaving the highway, with only 40% passing through.

Against this backdrop of dependence on provincial highways —
and provincial investment in them— there is a constant interplay
between land development and highway access.

Decades ago. provincial highways were built through areas which
were then rural. Some of these rural areas are now becoming
urbanized.

Indeed, good road access fosters and enables land development.
For instance:

* the development of light industry along Highway 1 in
Chilliwack, would be unlikely to occur in the absence of the
highway;

* the Mount Lehman interchange on Highway 1 was important to
the siting of Abbotsford’s automall over the past decade;

* "big box” stores between Abbotsford and the Sumas border
crossing would not have sited there had provincial Highway 11
and its interchange with Highway 1 not provided ready access
to the trade area; and

* anew highway crossing of the Fraser River west of Mission
{being considered as a possibility by the B.C. Ministry of
Highways) would increase the accessibility between
Langley /Surrey and land on the north bank of the river and
increase the attractiveness of Mission for development.

As a community grows, commercial and residential development
creates strong pressure for maore access points to highways. As more
access points are provided, there is a natural tendency to use the
highway for short local trips [10].

When local traffic develops to the point of the highway becoming
effectively a "main street", it loses its prime function. Pressure then
develops for construction of parallel service roads or a major bypass.

Such interactions and pressures are not unique to the Fraser valley
region. They are seen elsewhere on thoroughfares throughout the
world. The challenge is to maintain circulation for both types of
traffic—i.e. local and through traffic.

There is a division of responsibilities in place: the actions of both
local and provincial governments acting within their respective
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No Missing Links

LEvamples of Links Not
Advisable or Viable

New Fraser River Crossing

in GVRD

jurisdictions will influence the pattern of development and traffic
circulation. The Policy Toolbox in Appendix B points out
coordinating mechanisms via interagency agreements.

An examination of the land use plan as a “Network of Valley
Centres” and existing highway corridors does not reveal major
“missing links”. This suggests that large-scale road construction of
brand new links between centres is not needed.

The concept of a “North Fraser Freeway” north of Highway 7,
providing a high speed alternative to Highway 7, has been considered
in the past. Another concept was a “Border Freeway” running
parallel to the U.S. border, e.g. aligned along Vye and 16" avenue (see
map below). Neither route is considered advisable or viable in the
long term, because {a) of cost and (b) neither conforms with the
GVRD¥'s Livable Region Strategy.

However, the Greater Vancouver Transportation Authority
recognizes an alignment along Vye and 16™ as a component of its
regional road network. It provides a continuous, mediumspeed, non-
freeway, east-west route for FVRD residents and commerce across the
southern portion of GVRD.

High speed east-west travel between the two regions would
therefore rely mainly on the existing Highway 7 and 1 corridors.
Access to Vancouver airport and Tsawwassen ferry terminal would be
improved by a South Fraser Perimeter route being upgraded in the |
GVRD.

North Fraser Freeway
{not considered advisable or viable)

GREATER VANCOUVER

"Border Freeway"
(not considered advisable or viable)

However, one possible major new link just beyond the region’s
boundary could affect its development patiern. The Province’s Lower
Mainland Highway System Report (LMHSR), which focuses on the
GVRD, entertains construction of a new Fraser River Crossing in the
Maple Ridge/Pitt Meadows area.
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TransCanada Highway

Traffic Volume and Growth
on TransCanada Highway

Studies suggested that consequently the Mission bridge might
handle 1/6 less traffic than it otherwise would in peak hours —to be
expected as a new crossing would be an attractive alternative for some
traffic between Highways 7 and 1.

The vital importance of the TransCanada Highway (TCH) as the
primary link for Fraser Valley communities warrants a closer look at
its traffic characteristics and performance. Of the provincial
highways, the TCH has the greatest strategic importance to the
province. It has the greatest capacity, highest, speed limits and tightest
access restrictions.

Between the Port Mann Bridge (in the GVRD) and Hope in the
FVRD, the TCH has a median, mostly with two lanes each way.
Access is via cloverleaves and other types of ramped interchanges.
Traffic on the TCH can be characterized as follows:

* on the TCH there is dramatic tapering of the volume of traffic
from west to east across the region. This is illustrated below.

* At the Port Mann Bridge, congestion is chronic. The highway
operates close to capacity. In 1998, 108,000 vehicles crossed per
day (2-way i.e. eastbound plus westbound, averaged over the
full year). Growth of traffic is constrained by congestion. In
1999 the Province announced that an additional traffic lane
would be provided on the bridge.

« At the FVRD's western boundary at the Langley border, the
highway carried just over half the Port Mann Bridge volume, ie.
58,300 vehicles/day. In this section, traffic growth
compounded at4.5% per year between 1990 to 1998, equivalent
to a doubling every 16 years.
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Traffic Profile
TransCanada Highway (Highway 1)
Port Mann Bridge to Hope

T
GVRD| FVRD

vehicles 10 |
pie{) 610a¥ I' Mount
'000s Lehman
] interchange '.\fedder Rd
interchange

Bridal Falls
interchange

|

If such growth continues unabated, by the year 2012 the highway
in this location will serve the same volume as did the Port Mann
Bridge in 1998, with similar congestion. Four cautions about this
statement are required here:

Cautions on Prospect of Future Growth on TransCanada

«  the year at which this occurs may be later if population
growth, as expected, slows from a past average of 3.8%;

*  if the region is more (or less) successful in expanding its
employment base within the region, there will be less (or more)
pressure on the highway in this section for travel to work;

*  anew highway running south from Maple Ridge, crossing the
Fraser River, and meeting the TransCanada highway in the GVRD is
being considered by the Province, This could divert traffic from
Mission enroute to the GVRD, which presently uses the TransCanada
west of Abbotsford; but

Daily, Weekly, Monthly Peaking of Traffic

*  on the other hand, periodic congestion will be felt years earlier
due to sharp peaking of traffic, daily, weekly and seasonally. For
instance:
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2.5 Private Automobile and Truck
Transport

- on commuter routes, traffic in the rush hour is often 106%
more than in the rest of the day;

- Fridays are 15% busier than on other weekdays on the
TransCanada near Abbotsford (1998 data), probably due to weekend
recreational traffic heading out; and

- at the same location, there is 50% more traffic in August than
in January.

Further east, near the centre of Abbotsford, traffic volume is about
the same as at the Langley border, but it grew at only 3.2% per year in
1990-1998 (doubling in 22 years).

Just east of Chilliwack, traffic volume is about half again thatin the
Abbotsford section, but it showed the highest growth measured on the
Fraser Valley portion of the highway: at 5.4% annually it would
double in 13 years.

The above discussion has described the road infrastructure and
traffic patterns in the FVRD. Th following section examines the
vehicles carried by the infrastructure,

For transporting people, the Region is almost completely
dependent on private cars.

Of journeys to work, 91% are by automobile; transit accounts for
only 1% of work trips in the FVRD. Some people (11% of residents)
avoid travel to work by using their homes as workplaces.

Significant numbers walk to work in the smaller communities such
as Harrison (18%), Hope (12%) and Kent (10%). A relatively high
proportion cycle to work in Harrison (5%) and Kent (5%).10

10 Source: 1996 Census
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Growth in Population
and Licensed Vehicles
in the FVRD

('000) Population

= "ty

150 Total Licensed
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“|

(est) Passenger Vehicles
per 100 inhabitants

Roads Not Very Congested

Future Dominance of Road

Travel

2.6 Public Transit Service

Goods movement to serve the FVRD is mainly by truck. Mainline
railroads thread through the region, but almost exclusively they
handle through-traffic of bulk commodities and export/import
containers.

In 1996 there were 91,300 passenger vehicles licensed in the FVRD
(private automobiles, motorcycles, recreational vehicles, etc.) plus
34,500 commercial vehicles (mainly trucks, buses, and taxis). For every
100 of the region's inhabitants, there were 42 passenger vehicles and
16 commercial, for a total of 58.

In the 10 years ending 1996, the growth in FVRD-licensed
vehicles almost matched the growth in population: the number of
licensed vehicles grew at a compound rate of 3.7% per year, while the
region's population grew at 3.8%.

Compared to the neighbouring GVRD, the FVRD is more vehicle-
intensive, relative to population. The two regions had the same
number of vehicles per capita in 1991 (60 per 100 people): but by 1996
the GVRD figure had dipped to 55 per 100 people (dropping by 3
passenger and 2 commercial vehicles per 100 people) to a level below
the FVRD figure of 58.

Despite the rapid growth in population, vehicles and traffic, the
roads throughout the FVRD are not particularly congested by the
standards of many urban areas.

Mobility (i.e. ability to cover distance at the normal speed limit at
virtually any time of the day and night, and to reach distant parts of
the region reliably)} remains high for those with access to a car. Car
parking is free of charge on public roads throughout the region.

For people without access to a car, mobility is relatively poor.

Itis clear that road travel by automobile and truck will continue to
dominate the transportation scene in the FVRD within the horizon of
this strategy. This follows from the:

* existing pattern of land development and its density profile,
which can change only slowly over time;

* existing heavy investment in roads which have ample capacity
in most (but not all) locations and times of day;

* established lifestyles of the people of the Fraser Valley; and

* organizational and financial impracticality of bringing any
other mode into a dominant position within a few decades.

Transit service by bus is offered in the FVRD, mainly in

Abbotsford /Mission {(under a joint Central Fraser Valley system) and

Transit 5 £
ransit Serves Studenls and Chilliwack, The primary markets are students and shoppers. There is

Shoppers
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Fast Growth of Conventional
Bus Service

Custon Transit for Disabled
Pegple

Limited Paratransit Service

a small commuter market, including an emerging market connecting
with the commuter rail station in Mission.

This “ West Coast Express” rail service, partly located in the FVRD
and under the jurisdiction of the Greater Vancouver Transportation
Authority, concentrates on commuters. It offers one-way morning
service to points west of Mission to downtown Vancouver, and one-
way after noon service for the return journey.

Bus services are provided under partnership agreements between
BC Transit (a provincial crown corporation), municipal government(s)
and a private operating company. The latter is chosen by competitive
tender, with contracts awarded on an initial two year fixed cost bid,
with extensions possible to a fifth year.

Conventional bus transit services operate on fixed routes with fixed
schedules. Buses run at 30 or 60 minute intervals, with more limited
service on weekends and none on statutory holidays. Service has
expanded quickly from a Iow base: measured by bus-hours of service
provided, the systems have grown six- to seven- fold in the past 10 to
12 years. Ridership can be expected to grow as urbanization proceeds
and development intensifies.

In 1997-8 , Central Valley conventional transit operated 17 buses in
Abbotsford and Mission and between them. Under the parmership
cost-sharing agreement, Abbotsford is the more intensively served of
the two centres: the ratio of bus hours of service in Abbotsford
compared to Mission is over 5:1, though the population ratio is
roughly 3:1.

Abbotsford reports that transit ridership has been growing without
an increase in the number of buses. The Chilliwack conventional
system operated 5 buses in 1997-8.

The two conventional transit services in the FVRD cost
approximately $4 million per year to operate in total. They recover
20% to 256% of this through the fare box. The balance is covered in
roughly equal shares by the province (via BC Transit) and local
government treasuries, Financial restraints have made it difficult to
make improvements involving major expenditures.

Custom or handyDART (handy Dial-A-Ride-Transit) operate for
persons with disabilities who are unable to use conventional transit.

In 1998 the Central Fraser Valley System operated 13 handyDART
vehicles, and Chilliwack 5. There is service Monday to Saturday, with
none on Sundays or statutory holidays. Both provide a subsidy for
customer to use taxis as a supplement to the service.

- Limited handyDART-type “para-transit” service exists for all
residents (not only the disabled) living in the vicinity of Chilliwack
Lake Road and Cultus Lake.
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Custom transit service in the Fraser Valley cost $1.3 million to
operate in 19978, Just over 10% of this was recovered from the fare
box, with the balance shared roughly 2/3 by the province (via BC
Transit) and 1/3 by municipal treasuries.

Inter-comntunity Transit Starting in 1999, a one-vehicle service operates between Harrison
Hot Springs, Agassiz/Kent and Chilliwack known as the “ Agassiz-
Harrison Transit System”. Like the Cultus Lake and Chilliwack Lake
Road service, itis available to all residents (not just the disabled) but
the disabled population is offered home and/or door-to-door service
within the two town sites. Costs are shared between the FVRD, City of
Chilliwack, District of Kent and Village of Harrison Hot Springs.

Still Relatively Low fntensity Despite rapid growth of service provided in the last 10-12 years,

of Service compared to similar communities in B.C., Fraser Valley communities
rank quite low in terms of the intensity of conventional transit service.
As shown below, when measured by the per-capita quantity of transit
offered, the FVRD's communities rank 10th and 11th out of 12.

Rank and Name of Population Amount of Transit
Transit System Served Service Supplied
{BC communities with Per Capita in 1957-8§
20,000-150,000 peaple) {Revenue Hours/ Capita)
1. Nanaimo Region 72,200 1.19
2. Kamtloops 75,100 1.00
3. Prince George 60,900 0.79
4. Kelowna Region 120,600 0.73
5. Penticton 27,100 0.60
6. Sunshine Coast 21,300 0.60
7. Campbell River 30,800 0.55
8. Vernon Region 32,900 0.43
9, Comox Valley 34,400 042
10. Cent. Fraser Valley 119,600 0.39
(Abbotsford +Mission)
11, Chilliwack 49,600 0.33
12, Cowichan Valley 31,800 0.283
As seen in the table:

* Abbotsford and Mission combined have the same population
served (i.e. within 300 metres of a bus route) as Kelowna, but
have only half the intensity of service.
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« Chilliwack has only half the service intensity of communities
such as Penticton and the Sunshine Coast, whose populations
served are less than half its own.

Neither do Fraser Valley transit systems compare well with leading
systems in other parts of Canada:

* Sherbrooke, Quebec, has a slightly lower service population
than the Abbotsford-Mission system, but it offers 4.2 times as
much service (in revenue hrs/capita), and carries 7.2 times the
number of passengers.

¢ North Bay, Ontario, with the same population as Chilliwack,
offers 3.8 times as much service, and handles 2.6 times as many

transit passengersn.
It is apparent that today transit services in the FVRD are:

* uncompetitive to the automobile in terms of combined
convenience, cost and comfort; bus services are infrequent (e.g.
30 minute intervals or longer) on any given route, and transit is
not an appealing alternative for those with access to a car;

* below the critical mass of service (in terms of coverage and
frequency) required to make it a serious alternative for most
people;

* essentially a social support service for those too old, young or
infirm to drive, rather than an alternative for people with access
to a car;

¢ faced with little or no dedicated source of continuing funding,
so that sustained and orderly development of transit is a
considerable financial challenge; and

+ faced with regulatory obstacles to unconventional forms of
transit (e.g. shared taxis or private minibus services), though
these could be better suited than conventional transit in many

locations12,

The disparities compared with communities of a similar size
elsewhere in Canada may be explained (1) by the pace of growth in the
Fraser Valley and (2) by the relatively recent introduction of transit
service.

Four- to Eight- fold Transtt Given that three largest FVRD communities today:
Expansion as Baseline

11 Data source for al transit comparisons: personal communication from BC Transit, Municipal
Systems Programme. Data applies mainly to 1997-8 or latest available year.

12 For example *non-conventional” transit shuttles serving the campuses of Universify Coflege of
the Fraser Valley in Abbotsford, Chiliwack and Mission; offpeak services to residential aress.
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Transit Cost and Financing
Ideas

Bicycles and Walking

(1)would have to double or quadruple the intensity of
conventional transit service to catch up with “transit leader”
communities of similar size in Canada (see Chapter 1), and

(2)are planned to double in population in the horizon of this
strategy,

then a four- to eight- fold increase in the amount of transii service
provided is a baseline for long term strategic planning purposes.

As the region’s land use patterns and neighbourhood designs
become more transit-friendly, and if Transportation Management
measures are applied, an even larger expansion multiplier could be
justifiable.

Even if detailed planning were to start immediately, such an
expansion would take several years. Funding for the operating cost
(say $15-330 million per year in current terms, supported by
communities twice their present size) is a crucial consideration.

While this transportation strategy does not offer a financing plan, it
is worth observing that:

*+ fare box receipts would likely rise above their current 20-25% of
cost as transit systems become larger and more intensively
utilized and

* adedicated tax on gasoline pumped in the region could be an
acceptable source of subsidy for expanded transit, as is done in
the GVRD.

Options for expanding and diversifying the availability of transit
services in the region, and paying for them, also appear in the Policy
Toolbox in Appendix B.

Some municipalities in the region {e.g. Chilliwack) have put bicycle
plans in place and are now requiring sidewalks on both sides of the
road in new subdivisions.

Bicycles represent a small but potentially fastgrowing alternate
form of travel which is already well established in some of the region's
smailer communities where distances and scale suit muscle-powered
travel.

Among the best examples of pedestrian-friendly design in the
FVRD are found in smaller communities siuch as Harrison where 18%
of people walk to work and 5% bicycle.
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3.1 Land Use Plan Concept and

Policies

Reconmmended Land Use
Policies

Relation fo Land Use Plan
Concept

3. A Transportation Strategy

This Chapter sets forth a transportation strategy intended to

achieve the declared goals and objectives of the Fraser Valley's
Regional Growth Strategy.

It draws on the background of both preceding chapters and the

Policy Toolbox in Appendix B.

The strategy is presented in two parts:

* alist of recommended policies and strategic initiatives for

provincial, regional and municipal governments, including
collaborative activities with the private sector

a set of maps outlining an infrastructure strategy. These maps

draw partly upon a Highway System Review!3 [10] undertaken
by the Ministry of Transportation and Highways in conjunction
with the preparation of this strategy.

The chapter closes with a tabulation of roles and responsibilities

for implementing the transportation strategy.

11

Governments14 should establish a stable planning cycle cov-
ering;: all modes of transportation; passenger and goods
movement; all ranges (intra- and interregional) and all travel
purposes (business, educational, recreatiomal, social and
entertainment). Planning should fully recognize the inter-
action between land use and transportation and new data and
analytical tools will be required

The land use Plan Concept of the FVRD Regional Growth
Strategy (RGS) should be used as a reference point for all pub-
lic and private sector agencies which influence transportation
infrastructure and services. A system highway plan, corridor

13 |nitiatives described in this MoTH report have not been prioritized by the Province nor have
they been endorsed for funding.

14 The term "govemments” as used above means the Govemment of British Columbia and local
govemments.
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1.3

1.4

15

1.6

1.7

18

Local friendliness to walking,
cycling and transit

1.10

111

management plans and transit plan for the region should be
undertaken with the land use Plan Concept as a foundation.

The Plan Concept should identify cities and towns (or,
generally, "multi-use activity centres”) which are (a) intended
10 become more complefe and self-sufficient and therefore (b)
through transportation and other policies, to be discouraged
from becoming residential communities dependent on
commuting to work in distant larger commaunities,

The Plan Concept should allocate growth and concentrate
most development into these cities and towns within Urban
Growth Boundaries, The focus should continue fo be on
directing growth to infill and intensification of existing urban
areas.

The Plan Concept should define internal corridors (intra-
regional road and rail) within the region intended as the
recognized links among the region's activity centres including
other major regional nodes (e.g. airports, passenger rail
stations and border crossings).

The Plan Concept should define external and through-route
corridors (interregional road and rail) crossing the region's
boundaries intended as the region’s links to neighbouring
areas,

Development along these internal and external corridors
outside the urban growth boundaries should be discouraged.

The Province should exercise its existing rezoning powers
within 800 metres of intersections on confrolled access
highways to deter powerful generators of local traffic from
locating near the highway.

Within Valley Centres, the Plan Concept should propose a
range of housing, within a pedestrian- and bicycle- friendly
urban design.

Cities and towns should provide a transit-friendly local street
pattern allowing present and future transit routes to pass
within walking range of a large proportion of dwellings, job
sites, schools, shops and other activity centres.

Municipalities should develop bylaws and guidelines to help
attain long range transport goals at both regional and local
levels, including retrofitting neighbourhoods which currently
have street patterns which are difficult to serve by transit.
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2. Recommended Transportation
Management Policies

Auwlbomobiles

Telecornmuting

Public Information

21

22

23

24

26

27

28

29

Governments should regard Transportation Management
(TM) strategies as an integral part of transport planning in the
B.C. Lower Mainland as a whole.

The FVRD should identify a focal point for coordinating and
promoting TM within the FVRD and for laison with the
GVRD's TM programme.

Governments should weigh TM programmes, which reduce
demand for vehicle travel, against programmes to increase
capacity; and ensure that the public is involved in developing
and evaluating alternatives. An approach which aims at “least
cost” or “integrated” transportation planning and funding will
ensure that demand-reducing strategies receive appropriate
attention and funding allocation.

Governments should recognize that private automobile travel
will be the dominant mode of transport for people i the
FVRD in the foreseeable future. Policies supporting (a) use of
vehicles engineered for low environmental impact {e.g. low
emissions, fuel consumption, noise, etc) and (b) broadening
the choice of travel options (especially for those too young, old
or infirm to drive) should be encouraged.

Governments should focus on widening the choice of modes
available, complementing a TM strategy and allowing invest-
ment in other modes of travel to be maximized.

FVRD member governments which feed traffic into Greater
Vancouver should encourage transit and carpool traffic,

Governments should encourage businesses to adopt
telecommuting by devising a framework of fiscal incentives,
justified on the basis of saved or postponed infrastructure in-
vestments that would otherwise be required.

A local agency should be engaged or created to provide
information and public awareness campaigns, a ride-share
match-up programme to citizens and employers to reduce
single-occupant vehicle travel.

Governments should advise residents that they should start to
adjust their travel habits for rising travel costs over time, and
make more use of non-SOV alternatives; and that there are
practical opportunities for citizens and businesses to foster
car-sharing cooperatives, manage school trips better, form
Transportation Management Associations, and introduce
innovations such as location efficient mortgages.
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User Pay 210

211

212

213
Parking Management 214
Cash-Out Parking Policy 215
Long-haul and inter-regional 2.16
fraffic

217

218

Where practical within the region, the Province should
introduce user pay measures structured to reduce congestion,
provide clearer price signals to users for the costs they incur
and impose on others, and to raise revenue for transportation
improvements.

Local governments should pursue creative "user pay”
approaches in order to (a) pay for infrastructure improvements
and {b) ration road usage and access to congested areas within
the FVRD at peak times {e.g. access to recreation areas through
parking charges, admission fees, paid stickers, season passes,
etc).

The Province should dedicate user-generated revenues to sys-
tem-wide transportation improvements, including tran-
sittHPV/HOV improvements, retrofitting infrastructure to
withstand earthquakes, rehabilitation of deteriorating
facilities and construction of new facilities.

Governments should institute methods of converting fixed
costs of auto ownership/operation fo variable costs, where
practical (e.g. pay-as-you-drive insurance).

Governments should examine parking management as a TM
instrument. Parking management should cover short and
long term, park-and ride, public and private, supply and price
considerations. Parking space required for zoning approval
should be re-examined, with a view to reducing parking
spaces required for businesses that join a Transportation
Management Association, introduce trip reduction measures
to their worksites, or that are sited where good transit service
is available.

Governments should phase out the distortion of subsidized
parking e.g. by encouraging or requiring employers who wish
to provide free or subsidized parking to employees also to
offer those employees the option of the equivalent value in
cash and/or travel subsidy.

Governments should maintain a high level of service for
traffic moving between the Lower Mainland, the U.S. and
other parts of B.C.

Governments should discourage the use of interregional, long
haul roads for local traffic.

Governments and transit providers should facilitate transfer
of passengers: (a) between long haul transport and regional
transit services to promote the movement of passengers by
non-aute modes (e.g. buses to airport, ferry terminals, bus
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219

priorities internally); and (b) between transit systems in the
FVRD and GVRD.,

Wherever feasible, the negative environmental impacts (noise,
visual intrusion, dust, chemical pollution and physical
barriers) on the region's residents of through-traffic (road and
rail) should be addressed by establishing a direct liaison with
the carriers to resolve conflicts.
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3.3 Transportation Infrastructure 31
and Services Concept
Road development poficies
32
3.3
34
35
3.6
Acress Management 37
Agreements for Provinctal
Highways

To make best use of existing investment, governments should
first re-allocate existing roadway capacity to maximize people-
and goods-carrying capacity, not vehicle-carrying capacity, and
take into account the expected number of passengers per
vehicle rather than the number of seats.

Any planned expansion of major roads to meet traffic growth,
including intersection improvements, should be examined for
its impact on retaining and creating jobs within the region vs.
supplying workers for more distant jobs outside the region.

Supporting local employment (e.g. by providing good access to
business and industrial parks in the FVRD) should be
considered a priority.

Governments should collaborate to accelerate job creation in
the FVRD by fostering the development of new business
parks; this cwuld be supported by highway access if required
to minimize travel requirements, bearing in mind the need to
maintain the functionality of the highway network, and re-
zoning suitable land parcels.

Local Governmenis should establish a regional commitiee to
relate to Provincial transport agencies to (a) address issues
such as financial "downloading”, rural highway design
standards and other matters, and (b) advise on decisions
affecting issues and hfrastructure of regional significance,
and identifying regional priorities.

The Province should place priority on upgrading interchanges
and giving high quality access to centres, supporting "centre to
centre® highway travel for the region, rather than providing
interchanges at the edges of communities, to help concentrate
population and activity in existing centres as opposed to rural
communities.

Protecting the integrity of the long-haul functions of the
provincial highway network from clogging with local traffic
should be pursued through (a) access management and (b)
development of complementary municipal roads.

The Province, Region and FVRD member municipalities
should negotiate agreements which build more certainty for
all parties for worthwhile investments in transportation.
Agreements could address: provision of access to provincial
highways, grade separations, appropriate land uses near
highways, and correction of existing deficiencies in provincial
highways.

Fraser Valley Regional District



FVRD Long Range Transportation Strategy Final Version: fune 1, 2000 Page 53

Provincial Funding for
Muricipal Ronds paralle] fo
Provinenal Highweys

Corridor preserovation

Transtt, passenger ratl, para-
fransit and taxi services

Transit Funding Via Gas
Tax

3.3

39

3.10

a1

3.12

3.13

3.14

3.15

3.16

The Province should consider providing financial support to
foster municipal road networks with good connections to
provincial roads, and effective handling of local traffic to keep
it away from long-haul facilities.

All parties should regard the preservation of future potential
corridors, even though such corridors are not recommended
for functioning transport, as a fully legitimate activity of
responsible agencies in order to keep options open and deal
with the uncertainties of the future.

Transit providers (public or private sector) should be
encouraged to add frequent services, planning for a long-term
4 to 8-fold increase in the amount of transit service currently
provided in the cities of Abbotsford, Chilliwack and Mission.
This requires working closely with land use planners to keep
pace with growth and provide opportunities in growth areas.

Transit providers should offer a family of local transit services,
including para-fransit, flexible-route and demand-responsive
transit services, to serve demand for different time periods
and different markets.

Transit providers should place priority on improving local
transit services in designated uarbanized and denser
developed areas.

Public transit providers should be encouraged to find ways of
providing basic service to most parts of the region, bearing in
mind the need for access to health care, education and other
specific social services.

Governments should continue to subsidize transit operations
and obtain the best value for money by putiing service
packages out to tender.

The Province should increase gas prices, though these are a
"blunt" instrument with more merit as a revenue-generating
measure than as a demand management measure,
Dedication of a portion of gas taxes raised within FVRD
boundaries towards the expansion of transit services in FVRD
communities should be considered.

The Province should give taxi service providers regulatory
freedom to develop new markets wing shared-taxi, shuttle,
expanded pick-up rights and other innovations to offer
cheaper and more flexible services by the taxi mode.
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Bus, HOV, HPV, and 3.17 Where congestion warrants, governments should install

carpooling priorities bus/HOV priority measures, park-and-ride and other carpool-
promotion measures, wherever an advantage for transit or
carpooling can be demonstrated, and accept that a fime
penalty to other road users may occur,

3.18 On roads intended for interregional and egional traffic as
opposed to local traffic, governments should provide new
capacity preferably by new HOV facilities, recognizing some
mixed traffic capacity expansion may be necessary.

- Governments should consider opening HOV or High Priority
Vehicle (HPV) lanes to trucks and other mixed traffic in the
off peak period, provided that the performance or safety of
transit is not com promised.

Recommended Highway Infrastructure Development

The following (a) lists "hotspots" flagged for attention and (b) offers
annotated maps for highway infrastructure development.

The following are currently recognized “hot spot” locations and
issues:

* Highway 11 from Mission to the US border following corridor
studies currently underway;

» construction of flyovers/underpasses across Highway 1 in
Abbotsford and Chilliwack (e.g. at Highway 11 interchange
with a view to providing more north-south capacity);

¢ Highway 1 “hill climbing” lanes for slow vehicles on
westbound sections of the TransCanada highway on the west
side of Abbotsford;

* access to south of Chilliwack and Cultus Lake from Highway 1;

* Highway 1 Mount Lehman interchange, (a) for better access to
Abbotsford Airport and (b) to address safety problems due to
proximity of signal, short ramps and narrow overpasses;

* Highway 1 Clearbrook interchange, where there are safety and
congestion concerns;
* Highway 7 Missicn Bypass;

» tackling the Highway 7 Mt. Woodside area, where steep grades
detraci from use of Highway 7 as a irue alternate route to
Highway 1;
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* more generally, cost-sharing arrangements to provide municipal
road capacity through municipalities in order to head off use of
provincial highways by local traffic; and determining how each
centre’s urban reserves would access the provincial highway
system.
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Recommended Highway Infrastructure Development - Highway 1 Corridor

ca

* As required, increase highway

segregation e.g. HOV/HPV/hill climbi
lanes for trucks, as congestion builds
(note: Highway #1 west of Abbotsford
is expected to be the next congestion
hatspot on the corridor) {Abbotsford ' as required notably between

* Facilitate construction of north-
south fly-overs without highway
access to link residential,
commercial and retail areas of the
city, as required notably to the

employment centres in southwest - = @it
Abbotsford exchange points (e.9. bus station} in Abbotsford

km + Focus resources on ensuring there exist high-quality interchange(s)

rTTTT close to the central North-South axis of Chilliwack/Vedder, with good
4 connections to Chilliwack’s arterials such as Vedder Road and Yale Road,
0 10 20 30 40 50 and to other city transport hubs and intermodal exchange points (e.g. bus

station) in Chilliwack

+ Providehigh quality access for one or two
100-acre business parks iwithin urban growth
boundary near Highway 1, without
compromising traffic flow on highway system
and its major interchanges

Hope
pacity through widening and » Rather than adding new
interchanges, facilitate
construction of north-south fly-
overs without Highway 1
access to link areas of the city,

downtown Chilliwack and
residential areas south of
Highway 1

* Focus resources to ensure there exist high-
quality interchange(s) close to centre of
Abbotsford, with good connections to
Abbotsford’s arterials such as South Fraser Way
and to ofher city transport hubs and intermodal

= Facilitate high-quality access from
Highway #1 to Abbotsford Airport

Along length of highway corridors

» Make local adjustments in geometry, alignment and signage where required to increase
operational efficiency, reliability and safety for all types of traffic.

= Limit development near interchanges, especially near edges of urbanized areas; in
particular, deter siting of powerful local traffic generators in proximity to the highway
dentify safety "black spots" and underlying hazards; undertake mitigating measures
accordingly without undermining the land use and travel demand management goals.
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Recommended Highway Infrastructure Development - Highways 7 and 11

km

UL
0 10 20 30 40 50

» Focus resources on ensuring there exist high-quality access close
to centre of Mission, with good connections to Mission main
collector streets and to other city transport hubs and intermedal
exchange points (e.g. bus station and commuter rail station) in

Mission
« At Mission Bridge, protect ability
to install possible future (HPV
priority access measures at on- « Develop and implement
famps. access plans to reduce the

number of access points
along the Highway 7 corridor,
to improve mobility and safety

® Hope and support the regional land
use concept.

Harrisond@

ent + Based on recent corridor management
plan, increase efficiency, reliability and
» safety by widening rural sections to 4 lane
/ arterial divided highway

. « Develop and implement access plans to
» Complete the‘Mlssuon reduce the number of access poinFth along
?yPas.’S _and review the corridor, to improve mobility and safety
J“r.'sc."Ct'O') over ' and support the regional land use concept.
existing highway ' = Develop local parallel rcads within urban
through town growth boundaries, acquire right of way for
future needs.

* Bring urban sections in Abbotsford to 6 lane standard to provide strong
connection between South Fraser Way and Highway 1, subject to corridor
management plan

Along fength of corridors

* Adjust local geometry, alignment and signage where required to increase operational efficiency, reliability and
safety for all types of traffic

* Coordinate zoming and subdivision decisions to control the type and standard of access to the highway,
especially near the edges of the urban growth boundary

* Ensure retail malls and other powerful local traffic generators in proximity to the highway actually support land
use plans, and that they are adequately served by local road system

+ Identify safety "black spots" and underlying hazards; undertake mitigating measures accordingly without
undermining the land use and TDM goals.
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Recommended Highway Infrastructure Development - Highway 9

« Undertake a corridor management plan for Highway 9
which will identify what changes are needed and
undertake an investment strategy to determine timing and
funding needs.

Harrison

* Protect integrity of
functioning of Highway 9 as a
high-speed north-south facility
connecting Highways 7 and 1
through develoment of local
parallel network in urban area,
access management and
acquiisition of right of way

+ Adjust local geometry, alignment and signage where required to increase
operational efficiency, reliability and safety for all types of traffic

*» Coordinate zoning and subdivision decisions to control the type and standard of
access to the highway, especially near the edges of the urban growth boundary

* Ensure retail malls and other powerful local traffic generators in proximity to the
highway actually support land use plans, and that they are adequately served by
local road system

+ Identify safety "black spots" and underlying hazards; undertake mitigating
measures accordingly without undermining the land use and demand
management goals.

raser Valley Regional District



FVRD Long Range Transporiation Strategy Final Version: June I, 2000

FPage 59

3.4 Responsibilities for

Implementation

Commitments Required

Two Interagency Teams

Interagency Arrangement
For Implementation of the Strategy
Provincial Local
Government Government
Elected Cfficials Elected COfficials
Senior Staff Senior Staff
[ |
Road Network Travel Choice
Development Group Development Group

Provincial, regional and municipal governments collaborated to
develop of this strategy. To implement it successfully in the future,
continued high levels of coordination will be required.

Because the policies are interdependent, it is important that each
group be able to act with confidence that partner groups are
committed to parallel supporting actions.

For local governments, the most important commitment is to make
coordinated changes to local community plans and zoning practices
to manage and shape the location of growth within the region. In
addition, the local road network for which they are responsible will
have to be developed in accordance with the plan.

For the Province of B.C. the most important actions are to commit to
develop the transportation system to support the proposed land use
Plan Concept, and to support Transportation Management at the
region-wide level.

The existing approach of using interagency committees could be
adapted and continue into the implementation phase, Two
implementation teams could emerge from the existing structure.
Reporting and resourcing would be determined jointly by principals
in the Provincial and local government partners:

* A Road Network Development Group would support a more
detailed highway plan for the region, requiring better data bases
through travel surveys and improved analytical tools {e.g.,
computer models). It would perform support work for access
management agreements; and share information and experience
with innovation in building and operating municipal road
networks.

* A Travel Choice Development Group would work on
expansion and diversification of transit services (conventional
and non-conventional). It would champion Transportation
Management initiatives in the region. In the process it would
develop funding sources, e.g. by promoting dedication of gas
taxes and/ or Federal support.

The following table summarizes the policy commitments required
of the partner agencies in order to advance the transportation strategy.

Every recommended policy is keyed to relevant policy numbers {in
brackets} in the preceding sections. The table covers all recommended
policies —none has been omitted.
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Policy and Legislation Finance
Coordination and Regulation and Implementation
Provincial |[* Help sustain and participate in * Change collection of » Create fiscal incentives to promote
Gov't regional committee to advise on user charges from fixed telecommuting {2.7}
transportation issues and annual to "pay as you
infrastructure of regional drive" basis {e.g. ICBC - Dedicate TM revenue to fransport
significance {3.3} premiums) {2.13} improvements, not general revenue
fund {2.10, 2.12}; in particular
+ With local and regional input, » Exercise approving cansider dedicating local gas taxes
develop travel data base through authority over zoning 1o transit subsidy {3.15}
travel surveys and analytical tools within 800 metres of
for modeiling future of intersections on * Maintain good service for long-
transportation system {1.1} controlled access roads distance traffic crossing borders of
{1.8} the Region {2.16}; but discourage
« Undertake an FVRD highway long-distance commuting by road
system plan, major highway * Give taxi companies {2.17}; focus on efficient centre-to-
corridor plans and a transit plan requlatory freedomto centre (vs. edges of communities)
using the land use plan concept open new markets using  highway links {3.4}
as a foundation {1.2}. shared-ride taxi, mini-
bus, shuttle, and » Put transit service packages out to
expanded pick-up rights tender for best subsidy value {3.14}
{3.16}.

+ Consider funding municipal roads
which relieve pressure on provincial
highways {3.8}

Local « Elaborate land use plan concept; + Align Official Community + Provide mixed housing near centres
Gov't allocate growth; define growth Plans with land use Plan  within a transit-, bicycle- and ped-
(regional boundaries {1.2t0 1.7} Concept {1.2} estrian-friendly neighbourhood
' design {1.9,1.10}
and"_ or « ldentify a focat point for + Use parking
municipal) . coordinating and promoting management to modify  « For already urbanized areas: retrofit
Transportation Management travel habits; adopt more street patterns for transit service
{“TM") with GVRD {2.2} flexible requirements for {1.11}

parking space to be
= Identify local agency to promote provided by developers  « Use creative user pay methods (e.g.
public awareness, run ride-match  in order to obtain zoning pre-paid stickers, parking charges
service and other innovations to approvals {2.14) seasonal passes) to help fund
reduce car travel {2.8, 2.9} access to recreational areas {2.11}

Talk directly with transport firms Accelerate job growth by supporting
(road, rail, air) about noise, dust, development of business parks at
pollution, and physical disruption highway-accessible locations {3.2}
from their traffic {2.19}
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Joint
Provincial
and Local

Gov'ts

Establish a stable planning cycle
and regional committee for

medium and long-range regional
transportation planning {1.1} {3.3}

Consider TM measures equally
with capacity-expansion in a
“least cost” management
approach {2.1, 2.3 through 2.6}

Negotiate Access Management
Agreements for provincial
highways, addressing land
development near access points
and development and funding of
complementary municipal roads
{3.510 3.7}

+ Reallocate existing road- - Install HOV/HPV and bus priority

way capacity to maximize
throughput of people not
vehicles or seats {3.1}

+ Phase out subsidized
parking e.g. through by-
law requiring employees
to also be offered cash-
in-lieu of subsidized
parking {2.15}

* Regard preservation of
future potential corridors
as legitimate {3.9}

measures to reinforce TM {3.16,
3.18}; consider allowing trucks to use
HOV/HPV ianes in off-peak times
{3.17,3.19)

Facilitate passenger transfers bet-
ween regional transit and long-haul
transport {2.18}

Fund and supply transit at 4 to 8
times current levels (in hours of bus
service) {3.10} Offer family of services
incl, Paratransit, flexible route and
demand-responsive {3.11}; focus on
better local transit in urban area
{3.12}. Offer basic minimum service
1o most parts of region {3.13}.
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Appendix A:
Formal Objectives

A1l Provincial Transportation The transportation goals of the Province of B.C. under the Growth
Objectives Strategies Act are to:

1. Avoid sprawl/increase compactness
2. Minimize use of auto, encourage other modes

3. Efficient movement of goods and people, effective use of
corridors

4, Reduce/ prevent pollution
5. Promote efficient use, conservation and alternate forms of energy

A2 FVRD Transportation The FVRD has some 26 transportation-related objectives which are
Objectives ' among its 44 inter-related strategic objectives for the Regional Growth
Strategy. Organized under six headings, these are:

1. Land Use and Growth Management Objectives

Settlement Near Community - Increasing the density and compactness of urban areas in the

Faeilities region and ensuring that development takes place where
adequate infrastructure and community facilities exist or can
be provided in a timely, economic and efficient manner;

Minimizing Autormobile Lse - Planning for settlement patterns that minimize the use of
automobiles and encourage walking, bicycling, and the
efficient use of public transit;

- Providing for settlement patterns that minimize the risk
associated with natural hazards;

Protecting Rural and - Protecting the rural character of the rural areas and rural
Agricultural Areas communities of the region

- Planning for a strong agricultural base producing a wide
variety of agricultural products;

- Protecting Agricultural Land Reserve lands from land use
conflicts, fragmentation and other pressures of urban
growth;
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- Preserving, creating, and linking urban and rural open
space, and protecting important viewscapes, parks, and
recreation areas;

2. Transportation and Infrastructure Objectives

Transporiation Efficiency - Ensuring the efficient movement of goods and people while
making effective use of transportation and utility corridors;

- Recognizing and protecting the existing transportation
network, including consideration for road systems of local,
regional and Provincial significance;

Transportation Adequacy - Developing adequate inira and inter regional transportation
and ufility infrastructure to meet the needs of a growing
population;

- Emphasizing need for adequate access and transportation
infrastructure to serve rural and First Nations communities.

3. Protection of the Environment Objectives
Healtly Environment, Less - Reducing and preventing air, land and water poilution;
Polbution - Supporting a healthy environment as fundamental to
human health.
4. Sustainable Economic Development Objectives

Character of Communities, - Achieving economic development that supports the unique
Local Jobs character of communities;

- Providing for adequate employment opportunities within
communities and employment opportunities close to place of
residence;

- Develeping a wider range of non-traditional employment

sectors;
Energy conservation, - Planning for energy supply and promoting efficient use,
alternative sources conservation and alternative forms of energy;

5. Social/ Cultural Objectives

The Aged, Housing - Ensuring the needs of aging population are adequately
recognized and provided for in regional transportation,
recreation, employment, health care, and housing;

- Ensuring an adequate supply of affordable and appropriate
housing;

Anticipating the needs of the future population of the region,
especially with respect to changing demographic
characteristics;

6. Process and Governance Objectives
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Relations with neighbonring
regions and the Province

Streamlining governance, coordinating with other
governments, and clarifying roles and responsibilities;

Coordination and consultation with GVRD respecting Lower
Mainland-wide growth management goals and perspectives;

Coordinating and supporting municipal goals and growth
perspectives;

Encouraging clarity with respect to Provincial government
policy regarding transportation infrastructure and fiscal
policy, and securing Provincial support for future
infrastructure needs;

Emphasizing the fundamental role of sound, long-term fiscal
planning;

Preparation of clear and effective implementation
agreements,
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B1 Interplay Between Land Use
and Transportation

Land-use Defined

Appendix B:
Policy Toolbox

This Appendix outlines the options for bringing the region into
better alignment with its declared transportation objectives. Itsets out
in approaches and policies available to the FVRD. The Appendix
focusses on three main approaches.

The first (section B1) is to change, over time, how the region’s land
is used, particularly the geographic pattern and character of land use
which dramatically affect transportation needs, Accordingly, the
Appendix begins by reviewing the interaction between land use and
transportation.

The second (section B2) main approach deals directly with the
management of transportation; it focuses on “software” methods of
making better use of the existing system, moving away from heavy
dependence on automobiles and offering people more choices of
transportation mode.

The third (section B3) main approach deals with providing major
infrastructure “hardware” and services, setting for the opportunities
for development of roads, transit and other physical aspects of the
system.

Accordingly this Appendix eoffers a toolbox of ideas, some of which
appear in the recommended strategy of Chapter 2,

"Land-use" means "how the land is used" and in particular what
human activities, if any, are conducted in what location.

A "land-use plan" states what land is to be left in current use or
whether a change in use and/or density is permitted.

Knowledge of the geographical settlement pattern of people and
economic activity is crucial to transport planning. It is one of the most
important drivers of the demand for fravel— how much travel is
desired between any two points.
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y
Land Use Transport
Pattern System

Relntionship Befween Urban
Density and Mode of
Transport

Large, concentrated cities

Neighbourhood-Scale Land Lse
Strategy

A city's reliance on different modes of transport is related to its size
and population density. Low-density cities (e.g. in the south and
western U.5.) are more automobile-oriented, while compact cities {e.g.
in Asia and Europe) are more transit-oriented,

Large, spread-out cities

For example, large, sprawling cities such as Houston and Los
Angeles average 5 to 20 people per hectare over hundreds or
thousands of square kilometres of urbanized area. Their transport
systems feature: :

* reliance on private automobiles driven over vast road networks
including multi-lane urban freeways and expressways. People
without cars are at a noticeable disadvantage.

* large surfaces for parking downtown (or in multiple
“downtowns”), and near homes,

* public transport which is scheduled but infrequent (e.g. hourly
or 30 minute bus service) and focussed on the central business
district. Less than 5% of journeys are made by public transport.

In contrast, concentrated, populous cities such as Tokyo and
Singapore have 100 or more people per hectare, averaged over an
urban area of hundreds of square kilometres. Over small sections of a
few city blocks, there may be as many as 1,500 people per hectare.
Such cities feature:

» high-capacity mass transit, partly underground on separate,
dedicated trackage.

* fleets of thousands of buses and taxis, reaching virtually every
part of the city. Public transit handles well over 50% of journeys.
Services are so frequent (a few minutes apart} and so well linked
that users usually ignore the published schedule: they simply
wait for the next bus or train to arrive.

* tight restrictions on private cars, which are quite inconvenient
to use in the congested city. Parking, especially downtown, is
expensive and fypically underground or in multi-level garages,

Local urban form and street design are keys to reducing automobile
dependence and fostering foot- and bike-travel, giving them an oppor-
tunity to take hold. It is not the purpose of the regional long-range
transport strategy to recommend designs for specific centres and
neighbourhoods, However, certain approaches to local urban design
can have significant regional benefits.

Three approaches to making neighbourhoods more pedestrian and
bicycle-friendly for commuting, recreation, shopping and other
journeys are:

*  ‘'compact, mixed use” town planning in new areas;
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Town planning

. "intensification" of existing urban areas; and
*  ‘"calming" of traffic.

These approaches help create neighbourhoods which many con-
sider more pleasant, healthier and more "livable", with a keen sense of
community, Insuch places non-drivers are not so disadvantaged as to
personal mobility. Typically in North America, about 1 in 8
households do not own a car. In developed countries in general,
about 30% of the population cannot drive themselves for reasons of
youth, old age or infirmity.

Compact, mixed use town planning aims to place small-town
landscapes in new suburban areas—a return to some of the human-
scale features of the pre-automobile era.

In this approach, residential areas are not widely separated from
stores and services, but surround them. There is a mixture of housing
forms with moderate but not high-density housing clustered around a
neighbourhood commercial core. Commercial buildings are closely
spaced and front directly onto streets and sidewalks, not set back for
parking.

The goal is to maximize travel by foot for routine neighbourhood
trips, while downgrading priority for vehicles. Access to local
amenities is provided by a grid of relatively narrow streets, allowing
vehicle and foot traffic many route choices, and slowing autos. Block
faces are short; buffer zones between potentially compatible land-uses
and different housing densities are removed.

In fact, such conditions are already found in some of the FVRD's
smaller communities. For new development, elements of this
approach are presently being tried in FVRD communities, notably in
the Auguston development on Sumas Mountain, north east of
downtown Abbotsford.

Examples of benefits reported for this urban form, which can have a
regional impact, arel3:

e 17-23% fewer vehicle trips generated than in current suburban
developments;

* lower auto use {64% of trips by auto versus 86% in typical sub-
urbs) and higher walking (17% vs. 8%) and transit shares (17%
vs. 3%); and

*» shorter trips: 12% fewer vehicle miles travelled with the same
number of trips; 40% fewer with the reduced number of trips.

There are potential obstacles to success:

15 Regional Transportation Impications of Neighbourhood-Level Planning Initiatives, Greater
Vancouver Regional District Planning Department, 1993
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Intensification

Traffic Calming

* plans may fail if not all elements of the comprehensive package
are present;

* suburbanites may not adopt the new form of community;

» safety implications of narrower streets and parked cars are not
clear;

* existing suburban residents may oppose innovative forms of
development; and

* housing prices in such neighbourhoods may be quite high.

Residenttal intensification aims for a moderate and marginal in-
crease in population density of existing low-density neighbourhoods.

Approaches include:

* lowering minimum lot sizes for detached housing; allowing a
second dwelling to be built (e.g. in a large back yard with access
onto a back lane);

* allowing building right up to lot line; relaxing the forced
segregation of housing types {e.g. single family homes set apart
from multiple family);

¢ allowing secondary suites in single family districts;

* higher density housing which fits into its neighbourhood in its
scale, form and character; and

* main street intensification (e.g. by permitting apartments on
second and third stories over retaii on shopping streets).

Potential regional benefits include fewer and shorter trips, and
lower (by 50%) vehicle costs for households.

Intensification also faces obstacles: in particular, single-purpose
suburban zoning prohibits diverse housing forms, and attempts to
change it often encounter opposition from existing residents.

Both intensification and compact, mixed-use planning take time to
have their impact. The opportunity for immediate change is limited.
Most of the housing and commercial structures destined to be in the
region in 30 years’ time are already on the ground today.

Traffic calming is a technique to modify the street and its reg-
ulations to slow down traffic. Automobiles are not treated as the
primary and most important user of road space in urban residential
areas.

In Europe for instance, road widths and clearances are reduced,
obstacles are deliberately sited to cut down the straightline path, and
speed limits are reduced (e.g. by 50%). On-street parking is used asa
bufier between moving cars and pedestrians,
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Walking and Bicycling

Influence of Transportation on Land
Use

Transportation access 15 but
one land-use shaping faclor

B2 “Travel Smart” and User Pay
Options

Among reported benefits of traffic calming are a greater sense of
community among residents, lower accident rates, education of
drivers to the needs of other road users, and more business for small-
scale local retail and public services.

When such local design principles are followed, walking and
bicycling become more viable forms of transportation. The range for
comfortable cycling is 5-10 km; its potential to replace automobile trips
is even greater than for walking, since most shopping, social and
recreational destinations are found within this range.

When combined with public transit, cycling extends the catchment
areas of transit stops. Bike-and-ride services expand the potential
market further, especially if bicycles are allowed on buses and trains,
when they can be ridden at both ends of a trip.

A major problem preventing improvements in cycling, widespread
in North America, is a poorly adapted system: roads and bridges do
not accommeodate cyclists. Many destinations have no secure bicycle
storage, with no change rooms, showers or lockers.

While suburbs have quiet streets suitable for cycling, these are often
not well connected. Bicycle path connectors to join these quiet streets
to shops, jobs and transit stops could induce a larger portion of the
population to cycle.

Those modern western cities which have successfully adapted their
road systems to accommedate cycling have shown that bicycle travel

“can become an important component of the transportation system and

may reduce the number of motor vehicles on the roads.

The reverse process also occurs: transportation investient is
believed to influence land-use, by directing growth to areas which
become more accessible via improved transport links. Transport
shapes land-use by selectively providing access — good access to
some areas but not to others.

At the same time, it is important to acknowledge that transportation
is only one factor shaping urban form by making certain locations
relatively attractive for development. Other factors include costand
availability of sewerage systems, energy supply (gas and electricity),
suitability of land parcel sizes, proximity to the trade area and other
factors. In some areas safety concerns about slope, drainage, flood risk
and soil stability are governing factors on land development.

‘Transportation management is a second broad, strategic initiative
which could be pursued to help meet the Region’s goals. By nature its
is more effectively applied in the denser parts of the region and in
larger centres.

While some of these "travel smart" solutions are more suited to

~ urban areas, they will become increasingly relevant in the FVRD in

future years as it urbanizes further. Further, adoption of
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fransportation management measures in the neighbouring GVRD
could influence FVRD communities as lessons are learned respecting
(1) how the measures can be phased in, (2) the degree of public
support and (3) actual effectiveness of the measures in meeting their
targets.

Transportation management could be termed a “software”
approach. It aims to create wider, more practical choices for travellers,
and to encourage changes in travel habits in order to make better use

of the existing system©,
In particular transportation management would:

* remove barriers to no-aute modes (e.g. buses, vans, carpools)
and muscle-powered travel where they are more efficient;

* reduce incentives for excessive driving and automoebile
dependence;

* redirect usage of the transportation system to less congested
times and places; and thereby

* postpone the need for capital investment for capacity
expansion, so that capital is more efficiently used.

Transportation management measures includes techniques to:

Vehicle Trip Reduction * Encourage employers to help cut vehicle trips to work sites by
Measures : actively coordinating travel to work, e.g. by promoting
telecommuting through tax and other incentives.

* Operate a region- or city-wide ride-share information network
via telephone or internet; this provides better choices for those
inclined and able to share a vehicle for a regular or even single
trip.

* Create transportation management associations among
businesses and institutions, which coordinate and consolidate
travel and parking in shopping malls, industrial parks or
commercial districts.

* Encourage carsharing cooperatives and private enterprises
which provide a pool of vehicles for members/clients. Cheaper
than acquiring a dedicated car, and paid for on a per-use basis,
this system gives people access to a pool car when needed; but
they think twice before electing to use a car versus other options.
Members typically cut driving by 50%.

* Manage school trips better. Recent years have seen a surge in
parents driving children to school, accounting for up to 15% of

16 This report sets forth measures characlerized as ‘win-win” . It draws upon materials provided
by the Victoria Transport Policy insfitute, 1999,
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rush hour journeys. As well as promoting bussing and
ridesharing, an alternative such as the “walking bus” of
children offers more choice, relieves busy parents, reduces traffic
hazards at the school entrance and offers healthy exercise.

* Base vehicle insurance premiums and registration fees on
distance driven; this allows people to save money by driving
less, and makes insurance more affordable. Such a measure
would turn a previously fixed cost into a more variable one, and
could decrease vehicle travel by some 10% as drivers adjust
lifestyles to economize on operating costs of cars.

Measure to encourage * Introduce location-efficient mortgages. When a buyer

location-gfficient housing purchases a home which is “location-efficient” (e.g. sited where
it is not necessary for a family to own several vehicles in order to
conduct daily life), a lender may recognize the financial savings
enjoyed by the homebuyer's less transportation-intensive
lifestyle. This may be in the form of a less stringent debt-service-
to-gross-income ratio applied to the buyer, or other adjustments
which make the home more affordable.

HOV/HPV Measures * Install high-priority foeccupancy vehicle (HOV /HPV) lanes and
apply bus priority measures such as “queue-jumper” lanes;
therefore, vehicles which used road space more efficiently are
rewarded through bypassing congestion.

Parking Measures * Revise parking requirements for zoning approval Land
developers are typically forced to build a minimum (and ample)
numbers of parking stalls. In many cases these can be reduced
and expressed as a maximum— especially where transit and/or
travel management programs are in place. This saves
construction costs, gives more choice to developers
employees/residents.

* incentives to design parking which is land-efficient in
urbanizing areas (e.g. to encourage stacked or underground
parking as opposed to surface parking in town centres).

¢ Cash Out Parking. Here, workers who are normally given free
parking are in addition offered cash option if they elect to
commute by other means. Thus, non-drivers receive a benefit
equal to that received by drivers,

Implementation Issues Certain features of the transportation management approach must
be noted:

* Speed of Implementation, As “soft infrastructure”, many
transportation management measures can be installed more
quickly, and achieve faster results, than either the land
development measures described in the previous section, or the
alternative of expansion of capacity of the physical
infrastructure,
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