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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 
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Executive Summary 

Role of Transportation System 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. 

Figure 1: The Region and ik 
Valley Centres 

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 Columbia and Canada as 
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Morelobs in Region 

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

Goals for Transportation System The standard goals for transportation are well known: people want 
transportation to be sa@andefinknC tocreateminimalpolcuhbn, andto be 
available onbir andequitable fe 

Recently, the Region has set out fmther goals for the system. These 
are to kelp adoidurban sprawl, protect agn'culhrral l a 4  attract localjobs, 
sene ruraland First Nations communifes, reduce reliance on auton~obiles 
and encourage other modes of transport. 

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

"Smart" Ne~gIzbourhood in the realm of landdPueopment, the transitioninto more 
Development 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 economic 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 

Public Bz~dget Squeeze in the realm of publicfinnce, 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 Polluter- 
Paylare 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. 
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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 targetted 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 includedto show priorities to improve the 
region's transportation infrastruchlre and semices. 

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. It includes 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- 
doublingof 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 - 
Abbokford, 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, Abbokford. 
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figure 2: FVRD Regional Growth Strategy: Edsting and Future Urban Development [2] 
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To accommodate growth, all three of the largest centres have 
ample, adjacent, land reserves set aside for future urbanization. 
Shown inFigure 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. 

Deueloping the Road The first is 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 manv 
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. 

Mdening Travel U~oices 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. 
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If this is to be achieved, the road network will have to focus more on 
s w i n g  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 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 
Plovincid Local 

Government 11 Govwment I 
Elected Officials Elected Officials me1 
Road Network Travel Choice 

Road Network Development 

Rurnl Roads, Issnennd 
Solutions 

impl&nentation and strategic planning. 

With the support and approval of both local and provincial elected 
officials, two intengency implementation teams could be created: a 
Road Network Development Group and a Travel Choice Development 
Group. 

Accordingly, this Summary organizes the discussion under the two 
topics: RondNekuork Development and Travel Choice Developmenf These 
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. 

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

Two rural road issues arise from the prospect of traffic growth in 
the region. 

The first arises because, in some places, nualroads offer the most 
direct route, and sometimes the only one, between (a) the existing 
commercial and job cores in the lowlands and @) 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 caseby-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 transport links can support 
land development effectively. 
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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 installing pull- 
outs. 

Urban Roads The second component of the road network comprises the urban 
roads (i.e. urban arterials, collectors and streets providing for local 
circulation). Theseare 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: 

- oneway systems; 

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

In the last decade or so, traffic on these highways within the 
N R D  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, initially on the TransCanada freeway at the 
region's western edge. 

Potential Futtue River Crossing 

Links Belween Communihks 
and Reii Pmtection 

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 aossing of 
theFraserbeyond 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 
tern it could increase development pressure in Mission. 

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 to 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 bips 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 important that the provincialhighways 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. . 
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Inter-afenqlnlplen~entation Both local and provincial governments have vital interests in these 
Agreemnts issues. While other means and methods to address them exist, among 

the possible approaches are cost-sharing 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 cost-effective 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 largescale construction (notably the 
Inland Island Highway on Vancouver Island). 

Such interagency agreements can settle several things 
simultaneously: 

- where and how land 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. 

AppealofAccess Such agreements may have further appeal for both parties: 
Managen~ent Agreemen fs 

for local 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 haffic, thereby 
making capital investment by the Province more secure and 
therefore attractive. 
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Figure 3 sets out possible locations which could be the subject of 
agreements between local and provincial governments. 

Figure 3: 
Candidate Locations 
for Access Management 
Agreements 

Hwy 7 Mission Bypa 

Hwy 7 access for 
Mission's Urban Resew 

I iwack's Urban 

Hwy 1 Access 
Abbotsford Air to Cultus Lake 

all cenhes: 
municipal roads to handle local 
haffic parallel to 

Highway 11 from Mision to US Border p,vincial highways 

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

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

Autonzobile Depen&nce As noted 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.1 

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

AvniI~bifity of Transif Althoughtransit service in Fraser Valley communities has 
sprung up quickly from virtual non-existence, it remains a tiny 
portion of the region's transportationsystem. 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 
qnatter 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. 

1996 Census Data 
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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 conventionalbus service is= the best solution. 
The family of transit services should be broadened to 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? There 
are untried opportunities for integrating such services with 
conventional bus transit, e.g. taxicabs could acceptbus 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 terms. 

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

"Trnvel Smart"1nitinfim to So-called"trave1 smart" initiatives are one approach to widening 
S / q e  TrmI Denund the choices available to users and encourage efficient travel behaviour. 

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 VaUey grows. Since the Region's 

At tima of writing Ule Province of BC was considering allowing taxi selvices to offer 'shared 
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User Pay Outlook 

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 "cashaut", 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 set a 
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 Local 

At 6me of wdng he Province of B.C. was seeking feedback on a Discussion Paper Wed 
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Fuel Cells 

"Smart" Roods 

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 to be examined and addressed also. 

Public Conlmunication nnd One of the key responsibilities of the proposed Travel Choice 
Eduraton Development Group would be public communication and education. 

The effectiveness, and pcceptability, 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. 

Implications of New Technology As a postscript to this Summary, a brief look at future technology is 
warranted. 

It is possible to eng"1eer 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 ceIl 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 provincial 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. 

New Federal Interest 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 
levels by 2012; urban transportation is an area where Federal 
initiatives may accelerate change. 

Possibly within the horizon of this strategy, another big step in 
technology could be taken - automated roads. Sensor-equipped 
vehicles would be regulated in convoys for maximum safety, comfort, 
economy and closespacing (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. 
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OutJook/br Heazy Rail 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 h.ade 
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 
transportation. While more and more things can be accomplished on- 
line, increased knowledge may foster greater demand 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. 
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Preface 

Regional Growth Sbategy of the 
FVRD 

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

Three smaller regiom 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. 

General Purpose ofRegiond The general purpose of the regional growth strategy is to "promote 
Growfh St&egy human settlement that is socially, economically and environmentally 

healthy". 

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

Ahin Goals OfSfrateegy "to 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." 

Transportation Objectives of the Within these main goals, the eight consolidated4 transportation- 
Growth Strategy related objectives are to: 

Lnnd Use O&tives 1. Avoid urban sprawl and increase compachless 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; 

Senice Objectives 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; 

AppendixA mtains a comprehensive list of transportadonrelated o b j e h .  
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Auto dqendenceand 
1nobili2y concerns 

Concerns about cenfralized 
s o d  services 

City-Gnfre Rmitaliulrion 

Access to n~efmpolis 

Dens;@ and Livoiz/i?y 

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 Highways5. 

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 
C). It offers 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 sipficant 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 
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upon new uses not causing livability problems, such as increased 
noise, traffic or crime. 

Related Strategic Plans 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 30-ycar transportation strategy for theFraser 
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 N R D  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 Rovince of B.C. 
As follow-on to this, the Province prepared a 1997Lower 
Mainland Highway System Report (LMHSR). This report led to 
a 10 year inveshnent strategy and a 25 year transportation 
system proposal that identified transportation improvements 
centres entirely on the needs of the GVRD. [lo] Currently there is 
no 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 Traneit within the geographic 
bounds of the Eraser Valley region. 

Official Conununity 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. It is 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 Strategy6. 

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

About This Report 

kquare be?ckeis [ I  mntain he number of a Workitq Paper which mntains more details. 
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Aduisory 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-Rovincial Wmking 
Group on transportation, whose memberships are listed below. In 
additionsubstantial 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) it is 
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 location 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 i m  
provemenk expected to be needed within 20- 30 years. To set forth 
the strategy it draws upon Appendix 8, a Policy Toolbox of general 
approaches and solutions drawn from experience elsewhere. 

Note that the Paper doesnot 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* will have to act; it lists the 
commitmenk required from p a h e r  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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Transportation Working Group of staff from transport-related 
provincial agencies. The names of the individual people serving on 
these groups appears below. 

Valley Choices Committee Mr. Doug Adair 

Mr. Ian Carmichael 

Ms. Lynne Christensen 

Ms. Michelle De Fehr 

Mr. Patrick Dunn 

Mr. Ivan Graham 

Mr. Mike HeppeU 

Mr. RyanHuston 

Mr. Jagdev Kanwal 

Mr. RonKelly 

Mr. Walter Langdon-Davies 

Ms. Leigh Lehman 

Mr. Gordon Leidal 

Mr. Paul Moritz 

Mr. Dave Nick 

Mr. Jack Roberbon 

Mr. Hendrik Saaltink 

Mr. Roger St  John 

Mr. Brad Whittaker 

Mr. Bill Woodall 
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Intergov-ental Advismg 
Committee 

Dr. Gillian Arsenault , Fraser Valley Health Region 

Mr. Mark Brennan , Village of Harrison Hotsprings 

Mr. Brian Clark, Ministry of Environment 

Mr. Richard Danziger , City of Abbokford 

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 Land Commission 

Mr. HughKellas, 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 

Mr. Don Rankin, B.C. Gas 

Ms Marion Robinson, Fraser Basin Council 

Mr. Robert Ross, District of Mission 

Mr. Grant Sanbom, District of Chilliwack 

Mr. David Sands, Min. of Agriculiure, Fisheries & Food 

Mr. Scott Smith, District of Hope 

Ms. Elaine Taylor, Municipal Affairs, Growth Strategies 

Mr. Ian Vaughan, District of Kent 

Regional-Rovincial Working Group on Transportation 

Mr. Gene Chin, BC Transit 

Ms. Ann Coffin, Minishy 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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1. The Region's Land Use 
Patterns 

1.1 FVRD's Geography and The Fraser Valley Regional District contains 14,000 square 
Settlement kilometres of land. Of this area, 90% is covered by mountains and 

steepsided lakes. It is quite inaccessible and largely devoid of people. 

All but the southwest ofthe 
re~bn  is /I@ fly populated 

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

Three major surface transport corridors pass through the N R D  
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 
comer of the Province, with its cities and international gateways -the 
airports, sea ports and highway border crossings. 

Valley Centres: The largest valley centre is Abbotsford at 115,000 people. The 
Didnguishing Feahrres qf valley centres have urban cores of one to five square kilometres in area 
Nie Fraser Valley with adjacent suburbs of up to 25 square kilometres. 

The valley centres 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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12 The Fraser Valley Region as The inhabitants of the neighbouring GVRD, at nearly two million, I 

part of the B.C Lower Mainland ournumber those of the FVRD by more than eight to one. A second 
neighbour, the Squamish-Lillooet Regional District (the SLRD, with 1 
30,000 people) sits northwest of the FVRD. Together, the three regional 
districts comprise the BC Lower Mainland. I 

BCLower Mainland a larfe This big metropolitan area has a diverse and expanding economic 
nzetropoiifan area base, which has helped to make it one of the fastest-growing urban 

I 
areas in North America over the last two decades [4]. ?he Lower 
Mainland is: I 

a centre 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; 

I 
a location for head office, management, administrative, 
education, health, retailing, warehousing and other functions 

I 
1 

serving an area much larger than the Lower Mainland itself; 
and I - a significant (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 141. 

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]. 

Links between FVRD and Other shared features of the FVRD and GVRD significant for 
GVRD 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 NRD's western border- 
Abbotsford and Mission -look 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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(Area o/riclts ispmportionai to currentpopuIation) 

Conrplef~ness ofFVRD The valley centres are sufficiently distant from the urban mass of 
Communihks - PIaczofWork the GVRD, and distinct from each other, to have some economic 

for FVRD Residents 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 M)+ 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 VancouverChilliwack 
corridor. 
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Areas of circles are proportional to number of workers 

@10,000 workers 9,000 workers 

As lhe/argest ojthe Region's 
comn~unifies, Abbotjrd is 
honre to the Repbn's largest 
mncentmrtio~z oje~?tp/oyed 
people: t/ze majbnny of f/m 
have jobs in Abborsford jtse8 
not needin$ to mmntufe to 
other conznzunities. 

Uziic/iact is the entost seF 
confninedo/the three /ar$est 
FVRD communii?es. 

Mission's residenfs slww a 

more dispesed trauel-fe 
zuorkpattern than those of 
Abbofsjrd or Chi//iwack. 

All workers in this map live in Abbotsford 

hilliwack 68%' 

Workplaces of MISSION'S residents 
AU workers in this map live in Mission 

Total workers who live in Mission = l4,MX) (100%) 
' 10 percentage points of the 38 work at home in Mission 

Fraser Valley Regional District 



FVRD Long Rnnge Transpnrfafion Strategy Final Version: June I, 2000 Pane 29 

A trnve//erpom downtown 
Vnncouwr to Chi/liwack 
experiences peaks and vn//eys 
in population dmsity alonf 
flip route 4Shy Traiflrnser 
HigllwayflrnnsnsCmada 
Highway. 

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. km 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 
Concept 

Models Considered 

The Regional Growth Strategy has developed a Land Use Plan 
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 transportationviewpoint, 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 offeringnon- 
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. 

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

Regional-Scale Land Use Stratem 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 NRD'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] 

"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; 
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"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 terns, this growth model would: [3] 

accommodate a doubling of the region's population to 450,000, 
with Abbotsford, Chilliwack 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). 

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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2. Traffic Patterns and 
Outlook 

21 Layers of Travel Demand Travel needs in the Fraser Valley fall into three overlapping layers, 
being: 

nree Layers of Travel Local: the neighbourhood movement of people and goods, either 
Donand 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 fromMission 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 
correspondence: 

17lree types ofroadfir the sewing agricultural areas, anualroadgrid, with road spacing 
purposes offhis report 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 HarrisonHot Springs). Some rural 
roads offer the only possible link between the cores of Valley 
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communities 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 
simnltaneously 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 allvehicles 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 time; 

slightly shorterjourney 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 RuralRoads Two rural road issues arise from the prospect of traffic growth in 
the region. 

Rural Roo&: Gruwtfz and 
Cunpicts 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 worsen as overall traffic levels build on the 
fixed rural road network. The problem could be addressed by: 
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23 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 caseby-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. 
Though 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 "s~reenline"~ north of Old Yale/McClure, crossing 14 
streets showed compound growth of 11% over ten years, 
through 1995. 

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

- a screenline 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 sample of 
12 locations revealed traffic growth in a wide range from 25% 
to 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. 

' A  sueenl'ne is an mag nary ne dram across a nurncer of mdes. ~s'rg tota b& c w r q  the 
I ne help to avemJe oil snlfbrg kaffic padems arc cnarges cam oy local mnouons, am 
capture broader tr& b. 

Same ofme hgh tmk gravlh rates are temporaly-local hi% on any given mad can leap 
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Reasonsfor Fast Growth of There are several possible explanations for fast buildup of traffic on 
Trafl on Urban 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 fuhwe, 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. 

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. 

2 4  Provincial Highways 
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Fraser VaIlq trafic is the Fraser Valley communities are almost completely dependent on the 
major component @hoJicon provincial highway network for their transportation needs between 
pmvinnbllt~hwaysinrhp valley centres, and for longer-haul surface travel outside the region. 

They are also the predominant users for much of that network 
within the region. For example, on provincial highways within the 
NRD9: 

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 PVRD 
West- and Sooth-bound on Rovincial Highways, 1998 

Boundary af FVRD 

TOTAL 1OG% 

42,200 vehicles per day 

%mualaverage daily traffic 

All Mc data in the balance of this s&n derives from raw bfc munt data published by the 
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there is much "on-and-off activity" at highway interchanges. 
As shown in the table below. there is better than a 25% chance Activity At Highway 1 Interchange 

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. 

Interchange at: 

McCallum Road 
Sumas Way -- 
Lickman Road 
Mt Lehman --. 
Vedder Road 

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

Percent of 
vehicles on 

Highway 1 in 
vicinity of 

interchange 
which use its on- 

or off-ramps 
26% 
34% 
34% 
41% - 
60% 

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

Interpdy Behrreen land 
Development andH~gImay Indeed, good road access fosters and enables land development. 

Access 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 

a new 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 shong pressure for more access points to highways. As more 
access points are provided, there is a natural tendency to use the 
highway for short local trips [lo]. 

When local traffic develops to the point of the highway becoming 
effectively a '"main sheet", 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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jurisdictions will influence the pattern of development and traffic 
circulation. The Policy Toolbox in AppendixB points out 
coordinating mechanisms via interagency agreements. 

No Missing Links 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 i s x t  needed. 

Exan~ples ofLiirks Not The concept of a "North Fraser Freeway" north of Highway 7, 
Adoisable or Viable 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 16Ih 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 161h 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) 

"Border Freeway" 
(not considered advisable or viable) 

New Fraser River Crossing However, one possible major new link just beyond the region's 
in GVRD boundary could affect its development pattern. 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 

Studies suggested that consequently the Mission bridge might 
handle 1/6 less haffic 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: 

Trajic Vulume and Growth on the TCH there is dramatic tapering of the volume of traffic 
on TransCnnada H~ghruay 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 Bridgevolume, i.e. 
58,300 vehicles/day. In this section, haffic growth 
compounded at 4.5% per year between 1990 to 1998, equivalent 
to a doubling every 16 years. 
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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; 

a new 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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- on commuter routes, traffic in the rush hour is often 100% 
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 that in 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 sectionexamines the 
vehicles carried by the infrastructure. 

25 Private Automobile and Truck For transporting people, the Region is almost completely 
Transport 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 (IS%), Hope (12%) and Kent (10%). A relatively high 
proportion cycle to work in Harrison (5%) and Kent (5%).1° 

lo Source: 1996 Census 
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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 PVRD 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. 

Roads Nut Very Conpted 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. 

Future Do~ninance of Road It is clear that road travel by automobile and truck will continue to 
Trauel dominate the transportation scene in the N R D  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. 

2 6  Public Transit Service Transit service by bus is offered in the FVRD, mainly in 
Abbotsford/Mission (under a joint Central Fraser Valley system) and 

Transit Seryes Students and 
Slroppers 

Chilliwack. The primary markets are students and shoppers. There is 
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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, concenwates on commuters. It offers oneway 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. 

Fnst Growth ofConventiona/ Conventional bus transit services operate on fixed routes with fixed 
Bus Servire 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 low 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 partnership 
cost-sharing agreement, Abbotsford is the more intensively served of 
the two centres: the ratio of bus hours of service in Abbokford 
compared to Mission is over 5:1, though the population ratio is 
roughly 3:l. 

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 25% 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. 

Custonz Trmsitfir Disnbled Custom or handyDART (handy Dial-A-Ride-Transit) operate for 
People 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 statutoty holidays. Both provide a subsidy for 
customer to use taxis as a supplement to the service. 

LimitedPnratrnnsi? 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 19974. 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-amn~unity Tramit Starting in 1999, a onevehicle 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, it is 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. 

S:i// Re/ahve/y Low Intensity Despite rapid growth of service provided in the last 10-12 years, 
of Senice 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 
Transit System 

(BC communities with 

1. Nanaimo Region 

2. Kamloops I 
3. Prince George I 
4. Kelowna Region I 
5. Penticton I 
6. Sunshine Coast I 
7. Campbell River I 
8. Vernon Region 

9. Comox Valley 

10. Cent. Fraser Valley 
(Abbotsford +Mission) 

11. olilliwack 

As seen in the table: 

Population Amount of Transit 
Served Service Supplied 

Per Capita in 19974 
(Revenue Hours/Capita) 

72,200 1.19 

75,100 1.00 

60,900 0.79 

120,600 0.73 

27,100 0.60 

21,300 0.60 

30,800 0.55 

32,900 0.43 

34,400 0.42 

119,600 0.39 

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 Fenticton 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 passengers11. 

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 

locations". 

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 Eigh-Jsld Trnnsit Given that three largest FVRD communities today: 
Expansion as Baseline 

Data source fw all bans$ mpalisons: penonat cornmunicafion from BC Transit, Municipal 
Systems Pmgramme. Data applies mainly to 19974 or latest available year. 

l2 For example 'nmconventional" h n i l  shuttles serviw the campuses of University College of 
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(1) would have to double m quadruple the intensity of 
conventional transit service to catch up with "transit leader" 
communities of similar size in Canada (see Chapter I), 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 transit 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. 

Transit Cost and Finan* Even if detailed planning were to start immediately, such an 
Ideas expansion would take several years. Funding for the operating cost 

(say $15-$30 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 

a dedicated 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. 

Biqcfes and Wafkin8 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 fast-growing alternate 
form of travel which is already well established in some of the region's 
smaller 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 such as Harrison where 18% 
of people walk to work and 5% bicycle. 
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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 hckground of both preceding chapters and the 
Policy Toolbox in Appendix B. 

The strategy is presented in two parts: 

a list 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 ReviewT3 1101 undertaken 
by the Minishy 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. 

3.1 Land Use Plan Concept and 
Policies 

Reconzme~tded Land Use 
Poliiries 

1.1 ~ o v e m m e n t s ~ ~  should establish a stable planning cycle cov- 
ering: all modes of transportation; passenger and goods 
movement; all ranges (intra- and inter-regional) and all travel 
purposes (business, educational, reaeational, social and 
entertainment). Planning should fully recognize the inter 
action between land use and transportation and new data and 
analytical tools will be required 

Relation to Land Use Plan 1.2 The land use Plan Concept of the FVRD bgional Growth 

Concept Strategy (RGS) should be used an a reference point for a l l  pub- 
tic and private sector agencies which influence transportation 
infrastructure and services. A system highway plan, corridor 

l3 Initiatives described in this MOTH report have not been pr iorkd by Vle Pmvince nor have 
they been end& fwfurding. 

l4 The term 'governments" as lsed above means the Gwemment of B&h Calumbia and local 
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management plans and transit plan for the region should be 
undertaken with the land use Plan Concept as a foundation. 

1.3 The Plan Concept should identify cities and towns (or, 
generally, "multiuse activity centres") which are (a) intended 
to become more complete and self-sufficient and therefore (b) 
through transportation and other poliaes, to be discouraged 
from becoming residential communities dependent on 
commuting to work in distant larger communities. 

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

1.5 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). 

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

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

1.8 The Province should exercise its existing rezoning powers 
within 8 W  metres of intersections on controlled access 
highways to deter powerful generators of local traffic from 
locating near the highway. 

~cal/iimdliness to walkinf, 1.9 Within Valley Centres, the Plan Concept should propose a 

cyclinng and transit range of housing, within a pedestrian- and bicycle- friendly 
urban design. 

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

1.11 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 21 Governments should regard Transportation Management 
Management Policies (TM) strategies as an integral part of transport planning in the 

B.C. Lower Mainland as a whole. 

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

23 Governments should weigh TM progammes, which reduce 
demand for vehicle travel, against programmes to inaease 
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 docation 

Automobiles 

Telecon~rnutin~ 

Public Zn@rnmhbn 

2 4  Governments should recognize that private automobile travel 
will be the dominant mode of transport for people h the 
PVRD 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 

25 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 

26 PVRD member governments which feed traffic into Greater 
Vancouver should encourage transit and carpool traffic. 

27 Govenunents 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 othenvise be required 

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

2 9  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 atizens and businesses to foster 
ca~sharing cooperatives, manage school trips better, form 
Transportation Management Associations, and introduce 
innovations such as location efficient mortgages. 
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User Pay 2.10 Where practical within the region, the Rovince should 
introduce user pay measures structured to reduce congestion, 
provide clearer price signals to users for the coets they incur 
and impose on others, and to raise revenue for transportation 
improvements. 

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

2.12 The Rovince should dedicate user-generatedrevenues to sys- 
tem-wide transportalion improvements, including tran- 
s i m / H O V  improvements, retrofitting infrastructure to 
withstand earthquakes, rehabilitation of deteriorating 
facilities and construction of new facilities. 

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

Parking Management 2.14 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 Assodation, introduce trip reduction measures 
to their worksites, or that are sited where good transit service 
is available. 

Cash-Out Parkinng Pocicy 2.15 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. 

Long-hnulmui inter-rr$ionuI 216 Governments should maintain a high level of semice for 

traj'ic traffic moving between the Lower Mainland, the U.S. and 
other parts of B.C 

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

2.18 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-auto modes fe.s buses to airport, ferry terminals, bus 
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priorities internally); and (b) between transit systems in the 
PVRD and GVRD. 

2.19 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 3.1 

and Services Concept 

Road develqnnlen f pokes 

Access Managen~ent 3.7 

Agreetnenfs@r Provinaal 
H~gI~ways 

To make best use of existing investment, governments should 8 

&st re-allocate existingroadway capacity to maximize people- 
\ 

and gookarrying capacity, not vehide+mying capacity, and ( 

take into account the expected number of passengers per 1 

vehicle rather than the number of seats. 

Any planned expansion of major roads to meet traffic growth, 
including intersection improvements, should be examined for 

.J 
its impact on retaining and aeating jobs within the region vs. 
supplying workers for more distant jobs outside the region. 1 
Supporting local employment (e.& by providing good access to 
business and industrial parks in the WRD) should be 
considered a priority. I 
Govenunents should collaborate to accelerate job aeation in 
the EVRD by fostering the development of new business 
parks; this muld be supported by highway access if required I 

to minimize travel requirements, bearing in mind the need to 
maintain the functionality of the highway network, and re- 
zoning suitable Land parcels. I 

Local Governments should establish a regional committee to 
relate to Provincial transport agencies to (a) address issues 
such as financial "downloadingg, rural highway design 
standards and other matters, and (b) advise on decisions 
affecting issues and idrastructure of regional significance, 
and identifyingregional priorities. 1 
The Province should place priority on upgrading interchanges 
and giving high quality access to centres, supporting "centre to 

I 
centrem highway travel for the region, rather than providing 1 

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 tratYic 
should be pursued through (a) access management and (b) 
development of complementary municipal roads. 

The Province, Region and WRD 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. 
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Provincial Fundi~zgfir 3.8 The Province should consider providing h c i a l  support to 
Muninipal Roads pnrnllel to foster municipal road networks with good connections to 
P m v i ~ ~ n l  H;BItways provincial roads, and effective handling of local traffic to keep 

it away fiom long-haul facilities. 

Corridorpreseruafion 3.9 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. 

Trans;& passenger raid pare 3.10 Transit providers (public or private sector) should be 

fransif and farisemices encouraged to add frequent services, planning for a long-term 
4 to Sfold inaease 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. 

3.11 Transit providers should offer a family of local transit semices, 
influding para-transit, flexible-route and demand-responsive 
transit sewices, to serve demand for different time periods 
and different markets. 

3.12 Transit providers should place priority on improving local 
transit semices in designated urbanized and  dense^ 
developed areas. 

3.13 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. 

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

Transif Fundiltg Wa Gas 3.15 The Province should inaease gas prices, though these are a 

Tar "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 WRD 
boundaries towards the expansion of transit services in WRD 
communities should be considered. 

3.16 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 offez 
cheaper and more flexible services by the taxi mode. 
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Bus, HO K HPV, and 3.17 Where congestion warrants, governments should install 
carpoolingpkn%es 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 time 
penalty to other road users may occur. 

3.18 On roads intended for inteeregional and pgional 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 compromised 

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 @) 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 MissionBypass; 

tackling the Highway 7 Mt. Woodside area, where steep grades 
detract from use of Highway 7 as a true 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 

Focus resources on ensuring there exist high-quality interchange(s) 
close to the central North-South axis of ChilliwackNedder, with good 

0 10 20 30 40 50 
connections to Chilliwack's arterials such as Vedder Road and Yale Road, 
and to other city transport hubs and intermodal exchange points (e.g. bus 
station) in Chilliwack I \ 

Providehigh quality access for one or two 
100-acre business parks iwithin urban growth 
boundaw near Hiahwav 1. without / I 
compromising trabc flow on 
and its major interchanges 

'As required, increase highway 
capacity through widening and - Rather than adding new 
segregation e.g. HOVIHPVlhill climbi & " ' H ~ ~ ~  \ interchanges, facilitate 
lanes for trucks, as congestion builds construction of north-south fly- 
(note: Highway #I west of Abbotsford 

1 Chilliwack overs without Highway 1 
is expected to be the next congestion access to link areas of the city. 
hotspot on the corridor) as required notably between 

downtown Chilliwack and 
residential areas south of 
Highway 1 . Facilitate construction of north- 

south fly-overs without highway . Focus resources to ensure there exist high- 
access to link residential, quality interchange(s) close to centre of 

commercial and retail areas of the Abbotsford, with good connections to 

city, as required notably to the Abbotsford's arterials such as South Fraser Way 

employment centres in southwest and to other city transport hubs and intermodal 
Abbotsford exchange points (e.g. bus station) in Abbotsford 

- 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, reliabiliw and safetv for all tvDes of traffic. 
L im i t  development-near interchanges, ispeciallynear edges of urbanized areas; in 
particular, deter sitina of powerful local traffic oenerators in Droximitv to the hiahwav " ,  
dentify safety "blackspots" and underlying hazards; underteke 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 

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 intermodal 
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 
ramps. 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. 

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

Complete the Mission 
Develop and implement access plans to 

reduce the number of access points along 
bypass and review the corridor, to improve mobility and safety 
jurisdiction over and support the regional land use concept. 
existing highway Develop local parallel mads 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 length 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 efticiency, 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. 
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3.4 Responsibilities for 
Implementation 

Conmn~itmenls Required 

Interagency Arrangement 
For lmplcmentation of thc Strategy 

Loed 1 
Government Rovineial 11 Gov-ent 

Road Network 
Development Group 

Provincial, regional and municipal governments collaborated to 
develop of this strategy. To implement it successfulIy 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 

Development Group 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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provincial 
Gov't 

Local 
Gov't 

(regional 
and'or 

municipal) 

Policy and 
Coordination 

- Help sustain and participate in . Change collection of . Create fiscal incentives to promote 
regional committee to advise on user charges from fixed telecommuting t2.7) 
transportation issues and annual to "pay as you 
infrastructure of regional drive" basis (e.g. ICBC - Dedicate TM reenue to transport 
significance I3.3) premiums) (2.13) improvements, not general revenue 

fund (2.10,2.12); in particular 
With local and regional input, Exercise approving consider dedicating local gas taxes 
develop travel data base through authority over zoning to transit subsidy (3.15) 
travel surveys and analytical tools within 800 metres of 
for modelling future of intersections on Maintain good service for long- 
transportation system t1.1) controlled access roads distance traffic crossing borders of 

(1.8) the Region (2.16); but discourage 
Undertakean 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 regulatory freedom to 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) 
t3.16). 

Consider funding municipal roads 
which relieve pressure on provincial 
highways (3.8) 

- Elaborate land use plan concept; . Align Official Community . Provide mixed housing near centres 
allocate growth; define growth Plans with land use Plan within a transit-, bicycle-and ped- 
boundaries (1.2 to 1.7) Concept (1.2) estrian-friendly neighbourhood 

design (1.9,1.10) . Identify a focal point for Use parking 
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 - ldentify 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 approvais(2.14) seasonal passes) to help fund 
reduce car travel (2.8.2.9) access to recreational areas (2.1 1) 

. 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 highwayaccessible locations (3.2) 
from their traffic (2.19) 

Legislation 
and Regulation 

Finance 
and Implementation 
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Joint 
provincial 
and 

G o v ' ~  

- Establish a stable planning cycle Reallocate existing road- . Install HOVIHPVand bus priority 
and regional committee for way capacityto maximize measures to reinforceTM (3.16, 
medium and long-range regional throughput of people not 3.18); consider allowing trucks to use 
transportation planning (1.1) (3.3) vehicles or seats {3.1) HOVIHPVlanes in off-peak times 

(3.17, 3.19) - Consider TM measures equally . Phase out subsidized 
with capacity-expansion in a parking e.g. through by- . Facilitate passenger transfers bet- 
'least cost" management law requiring employees ween regional transit and long-haul 
approach (2.1, 2.3 through 2.6) to also be offered cash transport(2.18) 

in-lieu of subsidized 
Negotiate Access Management parking (2.15) Fund and supply transit at 4 to 8 
Agreements for provincial times current levels (in hours of bus 
highways, addressing land Regard preservation of service) {3.10) Offer family of services 
development near access points future potential corridors incl. Paratransit, flexible route and 
and development and funding of as legitimate (3.9) demand-responsive (3.11); focus on 
complementary municipal roads better local transit in urban area 
{3.5 to 3.7) (3.12). Offer basic minimum service 

to most parts of region (3.13). 
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Appendix A: 
Formal Objectives 

A l  Provincial Transportation 
Objectives 

A2 FVRD Transportation 
Objectives 

The transportation goals of the Province of B.C. under the Growth 
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 

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

1. Land Use and Growth Management Objectives 

Seftlenzenf Near Conmunity - Increasing the density and compactness of urban areas in the 
Facilities region and ensuring that development takes place where 

adequate infrastructure and community facilities exist or can 
be provided in a timely, economic and efficient mannec 

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

Profechng Rural and 
Agn'ml furnl Areas 

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

- Protecting the rural character of the rural areas and rural 
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 Infrashucture Objectives 

Tranqorhfion Eflc~ki~cy - Ensuring the efficient movement of goods and people while 
making effective use of hansportation and utility corridors; 

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

Transportahon Adequacy 

Healthy Enuironmen4 Less 
Polluhon 

Energy consemafio~~, 
alten~aive sources 

17re Aged, Housing 

- Developing adequate intra and inter regional hansportation 
and utility infrastructure to meet the needs of a growing 
population; 

Emphasizing need for adequate access and hansportation 
infrashucture to serve rural and First Nations communities. 

3. Protection of the Environment Objectives 

- Reducing and preventing air, land and water pollution; 

- Supporting a healthy environment as fundamental to 
human health. 

4. Sustainable Economic Development Objectives 

- Achieving economic development that supports the unique 
character of communities; 

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

residence; 

- Developing a wider range of non-traditional employment 
sectors; 

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

5. Social/Cultural Objectives 

- 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 changingdemographic 
characteristics; 

6. Process and Governance Objectives 
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Re/abions ruifh ne~fhbounng - Streamlining governance, coordinating with other 
reflbr~s and the Province 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 infrash.ucture 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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Appendix B: 
Policy Toolbox 

This Appendix outlines the options for bringing the region into 
better alignment with its declared transportation objectives. It sets 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 transportationneeds. 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 83) 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 offers a toolbox of ideas, some of which 
appear in the recommended strategy of Chapter 2. 

B1 Interplay Between Land Use "Land-use" means "how the land is used" and in particular what 
and Transportation human activities, if any, are conducted in what location. 

Land-use Defined 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 travel- how much travel is 
desired between any two points. 
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Pattern 

A city's reliance on different modes of transport is related to itssize 
and population density. Low-density cities (e.g. in the south and 
western US.) 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 

R ~ , ~ ~ ~ ~ ~ +  B~~~~~ urban Angeles average 5 to 20 people per hectare over hundreds or 

D&ly nndMode of thousands of square kilometres of urbanized area. Their transport 

Trnnsport 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. 

Lrgp, concentrated n2ies 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 typically underground or in multi-level garages. 

NezghbourJzood-Suzle Lnnd Use Local urban fonn and street design are keys to reducing automobile 
Strategy 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. In such 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 NRD's 
smaller communities. For new development, elements of this 
approach are presently being tried in N R D  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, are? 

1723% 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: 

j5 Regional Transpwtatim Implicatbns of NeighbumoodCevel Planning In i t iatk,  Greater 
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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. 

Residential 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 retail 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 mod* the street and its reg- 
ulations to slow d m  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 straight-line path, and 
speed limits are reduced (e.g. by 50%). On-street parking is used as a 
buffer between moving cars and pedestrians. 
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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. 

Wnfking andBiqcIin8 When such local design principles are followed, walking and 
bicycling become more viable form 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 sewices 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 accommodate 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 modem western cities which have successfully adapted their 
road systems to accommodate cycling have shown that bicycle travel 
can become an important component of the transporta tion system and 
may reduce the number of motor vehicles on the roads. 

Influence ~ ~ T ~ ~ n s p o r f n t i o n  on Lond The reverse process also occurs: transportation investment is 
Use 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. 

Trnnsportntion occess is but At the same time, it is important to acknowledge that transportation 
omlnnd-uses/~qing/bctor is only one factor shaping urban form by making certain locations 

relatively amactive for development. Other factors include cost and 
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. 

82 "Travel Smart" and Usex Pay Transportation management is a second broad, strategic initiative 
Options 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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transportation 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 systeml6. 

In particular transportation management would: 

remove barriers to nc-auto modes (e.g. buses, vans, carpools) 
and muscle-powered travel where they are more efficient; - reduce incentives for excessive driving and automobile 
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 Tnp Redurtion 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 
tip. 

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

Encourage car-aharing 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 yean have seen a surge in 
parents driving children to school, accounting for up to 15% of 

l 6  This re~rtsetsfmh measures charactew as 'win-win" . It draws uwn materials ~ravided 
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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 vremiums 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 
lomtion-efinknt lzousing purchases a home which is "locationsfficient" (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. 

HO VZYP VMeusures Install high-primity/occupancy 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. 

Parkng Meas~~res 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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