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INTRODUCTION AND SCOPING OF THE ISSUE
Vancouver has great ambitions to be the greenest city in the world by 2020 and to continue
being the world’s most liveable city to 2040 and beyond. A critical element of this is how we
move people and freight. Green transportation entails ensuring that walking and cycling are
the safest and most convenient ways of getting around, and that transit is fast, frequent,
reliable, and accessible to everyone. It also entails efficient goods movement.
Green transportation has direct implications for a low carbon economy: in Vancouver, light
duty vehicles accounted for 32% of greenhouse gas (GHG) emissions in 2008, while heavy
trucks accounted for a further 5%. As a signatory to the BC Climate Action Charter Pledge, the
City is committed to measuring and reporting the Community’s GHG emissions, as well as
creating more compact, energy efficient communities that promote healthy living and a
strong local economy. In addition to reduced GHG emissions, green transportation offers a
range of associated environmental, social and economic benefits, including, but not limited to
the following:











Health – Sustainable transportation choices mean healthier and more active citizens,
improved air quality, and reduced accident risk, resulting in higher quality of life and
significantly reduced public healthcare costs.
Economic vitality – Money saved by not driving or owning a car can be spent locally,
generating economic activity and jobs.
Affordability – Sustainable transportation costs a lot less than driving, especially if the
need to own a car is eliminated. Households that go car-lite or car-free can save
thousands of dollars each year.
Goods movement – Sustainable transportation choices help get more cars off the road,
contributing to the efficient flow of goods and supporting the local economy.
Resiliency – Green transportation cities are better prepared to deal with peak oil, since
they are less reliant on fossil fuels.
Community vibrancy – Cities that focus on moving people rather than cars have more
vibrant public spaces, and provide richer cultural experiences and more opportunities
for social interaction.
Habitat, greenspace and farmland preservation – Green transportation cities are
compact places, allowing for preservation and restoration of important agricultural
lands and ecologically sensitive areas.
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The City of Vancouver is launching a process to update its Transportation Plan (adopted in
1997) and to create the City’s first Active Transportation Master Plan. The Plan will consider
the future of transportation in our city to 2040, by which time our population is expected to
increase by 23%. This discussion guide is intended to provoke discussion and deliberation as
to how the Transportation Plan update can address the challenge of population growth, while
managing transportation carbon emissions, and maintaining economic prosperity. This guide
outlines approaches which are working well or are being proposed in other Cities which are
facing similar challenges. These innovations are bundled into a series of options, the purpose
of which is to provide a starting point for dialogue.
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HISTORICAL BACKGROUND, DATA AND TRENDS
Vancouver’s Transportation Story 1995-2011
Did you know that about 85,000 vehicles (equivalent to the daily traffic through the Massey
Tunnel) come into Vancouver from other municipalities every morning? And that about
35,000 vehicles (equivalent to the daily traffic over the Queensborough Bridge) come into
Downtown Vancouver every morning? At the same time, about 22,000 vehicles leave
Downtown in the morning peak. This sounds like a lot, and it is. But it’s not as many as there
were coming into the city in 1995.
In 1995, there were 40,000 fewer people living Downtown and 95,000 fewer people Citywide. In other words, the City of Vancouver has accommodated a new population, equivalent
to Delta’s population, over the last 15 years. There were 130 fewer Downtown high rises (20
storeys or more) back then. There were also 23,000 fewer jobs Downtown and fewer major
destinations and attractions in the Downtown area.

Vancouver looked quite different only 15 years ago

1995

2009

The road system was just as busy in 1995 as it is now. Actually, despite the huge increase in
the number of people living and working in Vancouver, our roads are carrying significantly
less vehicle traffic than they were in 1995, while moving more people.
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The City uses methods in order to measure travel to, from and within the City of
Vancouver. One way is with ‘screenline’ surveys, in which we count the number of
vehicles and/or people crossing a series of locations (e.g., City or Downtown
boundaries) during a specified time period. Another way is through occasional trip diary
surveys completed by TransLink, in which a sample of regional residents is asked to
compile a list of their trips and modes used over the course of a week. We also use the
federal Census, which is completed every five years and surveys all residents on their
typical commute patterns. Lastly, we count traffic throughout the city – along corridors
and at our 465 signalized intersections – on an ongoing basis. The data presented in this
guide come from these various sources.
Almost every year for the last 15 years, we have counted the number of vehicles entering and
leaving the Downtown peninsula and crossing the City boundary (screenline). While
population and employment in the Downtown peninsula and across the City have been
increasing, the number of vehicles entering the City over an average 24-hour period has
dropped by about 5% since 1996.
You might think that this just means that fewer people are coming to Vancouver every day.
But, counts indicate that the number of people (all modes) entering Downtown during the
three daily peak periods (morning, midday and afternoon) has actually increased. At the same
time and during the same time periods, the number of vehicles entering Downtown has
dropped by 25%.
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Source: City of Vancouver estimates, based on screenline counts and census information. Changes in population & job
numbers have been rounded to the nearest 1% and screenline counts to the nearest 5%.

This is supported by Census data, which indicates that in 2006, there were 12,000 more
commute trips into Downtown (from locations outside of Downtown) than in 1996. While
driver-trips remained stable over that period, travel by other modes increased (see charts
which follow).
How did we accommodate all this growth in people, jobs, institutions and attractions with less
traffic than we had in 1995? The answer is simple: all the new trips (and more) are being
made on foot, on bikes, and by transit! Here are some examples:
Most people that live and work in the Downtown Peninsula walk to work (74% in 2006, up
from 68% that walked to work in 1996). And, this is from a population that’s almost doubled
in size! A comparison of 1996 and 2006 Census journey-to-work data confirms that almost all
new commute trips within the Downtown (residents who live and work Downtown) are made
on foot or bike. We have also seen an increase in the number of people walking to Downtown
from surrounding neighbourhoods, with over 20,000 pedestrians walking into Downtown on a
typical 2010 day (Source: 2010 City screenline count).
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Transit trips in the region are up 50% since 1999 (Source: TransLink) and that’s not counting
last year, which saw the first full year of Canada Line operation and upgrades to the Expo
Line. Census data show that most of the new commute trips into Downtown over the past 15
years were taken up by transit and that walking and cycling are also picking up some of the
new trips.

Source: 1996 and 2006 Census data

Census data also show a near doubling of bicycle trips into Downtown between 1996 and
2006, prior to the recent implementation of separated bike lanes on Burrard Bridge,
Dunsmuir Street and Viaduct and Hornby Street. Although cycling makes up only a small
percentage of total trips (about 4% City-wide and about 10% in some neighbourhoods), the
number of people choosing to bike is growing fast.
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During the 2010 Winter Games, we accommodated over 40% more trips every day but did it
with 30% fewer car trips (Source: City of Vancouver Olympic Monitoring Study). Trips on foot,
bikes and transit doubled. The Olympics also demonstrated that Vancouverites are interested
and willing to leave their cars at home when there are enough reasons to do so and where
convenient alternatives are in place. Follow-up surveys commissioned by the Board of Trade
after the Games indicate that 42% of Vancouver residents changed their travel patterns
during the Olympics, and that a quarter of those people have continued with these new
patterns. And 61% of Vancouverites indicate that they are interested in shifting more travel
away from the private car, particularly if transit services are significantly improved.
The results of the last 15 years are outstanding by any measure and are consistent with the
City’s goals to accommodate more trips through walking, cycling and transit. Can you think of
any other city in the world that has experienced the scale of population and employment
growth that we’ve seen and done it with less traffic?

A snapshot of a typical 2010 day in Vancouver (2010 24-hour screenline
counts)1
Number of vehicles entering Vancouver
Number of vehicles entering Downtown
Number of transit passengers entering Downtown
Number of pedestrians entering Downtown
Number of bikes entering Downtown
Total number of people entering Downtown (all modes)

383,000
180,000
150,000
22,000
6,400
410,000

1

People/vehicles ‘entering Downtown’ are counted at Lions Gate Bridge, False Creek bridges and all streets crossing the
‘neck’ of Downtown west of Main St. Transit passengers are counted on buses at these locations and on SkyTrain, Canada
Line, West Coast Express and SeaBus. Sources: City of Vancouver, TransLink screenline counts
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RESTATEMENT OF THE CORNERSTONE TABLETS
The currently approved City of Vancouver Transport Plan (1997) is based on the following
principles which set the direction of the Plan.

1. We will accommodate growth in demand for transportation using the existing road
network, without increasing road capacity.
2. Growth in demand for transportation, particularly to the downtown, will be
accommodated by improving alternatives to the car: transit, walking and cycling.
3. The car will continue to be a major form of transport particularly for areas not well
served by transit. Regional measures to manage traffic demand such as carpooling,
parking limits, bridge tolls and electronic road charges will be supported.
4. The importance of maintaining good truck access in the city is recognized by
maintaining the existing truck route network. Improved access to the Port of
Vancouver and Vancouver Airport will be pursued, where it can be achieved without
unreasonable impacts on local neighbourhoods.
5. Traffic calming measures will be supported to slow the speed of traffic and prevent
short-cutting to reduce the impacts of vehicles moving through neighbourhoods.
6. Residents of Vancouver and the region can help to achieve a more sustainable
transportation system by leaving the car at home and using alternatives where
practical.
7. Planning and development policies for the City will support local retailing, personal,
business and community services so that residents can find more of the services and
jobs they need closer to home.

Discussion Questions: How compatible are these with the City’s “greenest city”
objectives? Given progress to date, and the changing context for transportation, which of
these principles, if any, require revision?
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LESSONS FROM OTHER JURISDICTIONS
Other successful jurisdictions across the globe are implementing various innovative measures
which are aimed at managing the carbon impacts associated with the movement of people
and goods. Examples of measures which may be relevant to the City Vancouver are set out
below.

Road User Charging
London (UK) introduced a cordon-based congestion
charge in 2003. Green vehicles are exempt from the
charge. Revenue raised by the charge is re-invested
in transit, cycling and walking. Benefits include:
 15% reduction in all 4 wheel vehicles in the
congestion charge zone
 Reallocation of road space for transit and active
uses
 6% increase in bus passengers
 66% increase in cycling in the congestion charge
zone
 15-20% reduction in vehicle CO2 emissions
 1,888 extra years of life added to the city's
seven million residents between 2003 and 20072
As part of their aim to be fossil fuel free within 40
years, the City of Stockholm (Sweden) has
introduced a cordon-based congestion charge in the
City Centre in 2007. This is complemented by the
extension of the transit system. Key features of the
Swedish approach include:
 Significant upfront investment in buses, transit
and park and ride
 Faster transit travel speeds
 Sharp escalation (from 3 – 15%) in the
alternative fuel fleet - which is exempt from the
congestion charge
 15% reduction in vehicle GHG emissions
 No impacts on retail sales observed in the City
Centre
2 Results of a study conducted by the London School of Hygiene and Tropical Medicine, and King's College London, published
in the Journal of Occupational and Environmental Medicine, 2008 (see: http://oem.bmj.com/content/65/9/620.abstract).
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Car-Free Development
Car-free development entails developing highly accessible, multi-functional urban areas where
personal automobiles are less necessary, car ownership is discouraged and automobile traffic is
restricted. Car-free developments are usually designed in conjunction with other congestion
reducing measures (e.g. car clubs, ride sharing, etc). Reduction in car ownership has attendant
benefits in terms of reducing GHG emissions form private vehicles. In Vauban, a new suburb of
Freiberg (Germany), zoning regulation prohibits the construction of parking on residential sites.
Vehicle owners are required to purchase a parking space in a four-story structure on the
perimeter of the residential area, which is up to a five-minute walk away.
Housing units and parking spaces are
sold separately. Cars may only enter
the residential streets for loading
and unloading purposes. Residents
are required to declare their status
of vehicle ownership on a yearly
basis, and there is scope to allow for
households to buy or sell vehicles as
long as they acquire or return a
parking space with it. 45% of
households do not own vehicles.

Above: View of car-free medium-density housing development
in Vauban

GWL Terrein is a 600 unit, car free housing development in the Westerpark area of Amsterdam
(Holland). Located at the terminus of a tram line, 3km from the City Centre, the development
density is 100 units/ ha. The site is inaccessible to motorized traffic.

Above: Areas of the GWL Terrain development which would
otherwise have been dedicated to parking are now used
productively.
CARBON Talks
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However, 110 parking spaces have
been created on the edge of the
residential area to cater for an
estimated 20% of residents still
owning a car. These spaces are
allocated by lottery. A “residents
only” on-street parking permit
system operates in the remainder of
Westerpark. Residents of GWLTerrein do not qualify for these
permits. An associated benefit of
car-free development is reduced
cost and improved affordability both
in terms of the parking element of
housing and the costs of owning and
running a vehicle.
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Public Bike System
Public bicycle schemes make bikes
available for shared use for a limited
user fee. The benefits include the
removal of difficulties associated with
daily cycling including: parking, theft
and bike maintenance. Montreal’s
BIXI public bike sharing program was
launched in May 2009, making 3,000
bikes available for rental from 300
stations across the City’s central area.
BIXI’s success is evident in the one
million rides achieved by October that
same year.

Above: BIXI bike rental in Montreal

This flexible rental system enables users to rent bikes when they need one, and leave it at any
station when arriving at their destination. The program is accessible to everyone, 24 hours a
day, 7 days a week, three seasons of the year, from May to November. The stations comprise
bike docks and a pay station which are powered by solar panels. Similar successful programs are
operational in London, Paris, Washington DC and Melbourne.

The Cycle-Super Highway
Copenhagen aims to increase the current
percentage of cyclists commuting to work
from outside the city from 35% to 50% (within
the City cycle mode share has already reached
55%). In order to do so the City has announced
plans for a cycle super highway. Bike paths are
to be widened to up to 4 meters on either side
of the road, creating “bike streets” with
sufficient room for cyclists to overtake one
another.
Right: Rush hour in Copenhagen

The super highways will feature:
 Direct routes with no detours
 Smooth, even surfaces kept free of leaves, ice and snow in all seasons
 Homogenous, readily recognizable look and feel, with signage and the trademark blue bike
lanes through larger intersections
 'Service stations' with air and tools along the routes.
 Safe and quick crossing priority for cyclists on cross streets
 Expansion of the “Green Wave” for cyclists cycling at 20 km/h who will encounter green
lights through sections with frequent signal controlled intersections
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Green Vehicle Technology
Many cities around the world acknowledge that vehicles will continue to play a part in urban
transportation for the foreseeable future. The adoption of green vehicle technology (Electric
vehicles, plug-in hybrids, and hydrogen vehicles) is essential to achieving GHG emissions
reductions. Installing the infrastructure required to support early adoption and deployment of
these technologies is a critical factor underpinning technological change and overcoming “range
anxiety”. This applies equally to vehicle origin (e.g. homes) and destination points (e.g. places of
employment, downtown, retail areas).
San Francisco (CA) is launching itself as the
global “electric car capital”, developing a
network of centrally located electric vehicle
charging and battery swap stations. Over 400
roadside charging stations were approved in
the Bay Area in 2010, with funding subsidies
obtained from vehicle licensing fees. The City
has also launched a "sustainable financing
program", allowing residents to borrow
money at an attractive rate to pay for the
installation of electric car chargers in their
homes.
Left: Electric Vehicle charging station, San Francisco

In France, the government has launched a $2 billion investment plan to install electric car
charging stations throughout the country. The plan also includes requirements for the obligatory
installation of charging sockets in new apartment blocks parking by 2012 and in new office
parking by 2015.
Recognizing that GHG reductions
benefits from electric cars are
dependent on the available energy
source, a prototype solar powered
“e_move” charging station is being
tested in Bozen (Denmark). This
charging station can charge up to eight
vehicles at the same time. Users pay
by cell-phone or credit card.
Right : Electric Solar powered “e_move” vehicle
charging station in Bozen, Denmark

Based on the success of the Velib bike rental scheme, the City of Paris (France) is proposing to
introduce Autolib – a self-service electric car rental/ car co-operative scheme in 2011. A total of
3,000 electric vehicles will be made available through 1,000 stations across Paris and its suburbs.
Intended for use by the 58% of Parisians who do not own a car, the cost of an Autolib
subscription is €12 a month. Renters will pay €5 for the first half an hour, €4 for the next and €6
for each subsequent 30-minute slot, encouraging short trips.
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Re-allocation of Road Space
Every Sunday, the expressways that border
the Seine in central Paris (France) are closed
to cars and given over to pedestrians, in-line
skaters and cyclists3. In summer, a section of
the Right Bank is transformed into the ParisPlage.
Based on the success of these programs, the
Mayor recently announced plans to convert
a 2 kilometre stretch of the Left Bank
expressway into a pedestrian precinct; and
to permanently slow traffic on the Right
Bank. The George Pompidou expressway will
be shrunk and transformed into an “urban
boulevard,” with cars and pedestrians
coexisting among cafes, flowers and floating
islands. This is part of The Mayor’s plan to
cut automobile use in Paris by 40% and to
reduce the city’s greenhouse gas emissions
by 60%, through the creation of “civilized
thoroughfares”, reclaiming streets as public
spaces.

Above: The George Pompidou expressway on the
Right Bank of the Seine is re-invented as “Paris Plage”
every August

Above: View of proposed shared space solution for Exhibition Road, one of
London’s busiest tourist areas, located in South Kensington.

3

Shared space is the
proposed solution to
crowded, narrow
sidewalks and heavy
traffic along a busy
thoroughfare in Inner
London (UK). Currently
under construction, the
design includes an
elegantly paved kerbfree surface which
enables more efficient
use of the road space.
Vehicles and pedestrians
share the space, in
which pedestrians have
right of way and vehicle
speeds are limited to 30
km/h.

Similarly in Ottawa and Gatineau Park, 52km of parkways are closed to traffic on Sundays, reserved for walking, running,
cycling and in-line skating.
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Pay-As-You-Drive Vehicle Pricing
Pay-As-You-Drive Vehicle pricing is based on setting the costs of vehicle insurance premiums and
registration in direct response to the amount the vehicle is driven. As such it is an effective means to
reduce per capita fuel consumption and hence GHG emissions. An associated benefit is reduced cost
of car ownership for those who drive less. Insurethebox, an insurance provider in the UK offers Pay-AsYou-Drive insurance using telematics technology to help calculate annual premiums. Insurethebox fits
a data gathering device known as a 'Clear Box' about the same size as a mobile phone to drivers' cars.
The ‘Clear Box’ records kilometres travelled, as well as how drivers have driven. Insurethebox rewards
lower mileage, and awards up to 100 free insurance miles to customers who have demonstrated they
are careful behind the wheel. The transparency of the telematics system (which allows information
such as number of trips, trip distance, speed, time of travel, road types, levels of acceleration and
braking, accidents to be shared between the insurance provider and the vehicle owner) ensures that
the costs of insurance are consistently visible. This acts as a disincentive to single occupancy vehicle
use, and allows ready comparison of costs between transportation types.

Above: The clear box personalized driving portal which provides drivers ongoing updates on their driving behaviour
and insurance costs.
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TARGETS
Going forward, the City’s long term transportation strategy will reflect the need to achieve
the following targets:

City of Vancouver (2020 Targets)





Over 50% of all trips will be made on foot, bike or transit
Residents will drive 20% less than in 2007
Reduce community-based greenhouse gas emissions by 33% from 2007 levels
All Vancouver residents live within a five minute walk of a park, greenway, or other green
space

Translink (2040 Targets)





Most regional trips will be made on foot, bike or transit
Greenhouse gas emissions from transportation are aggressively reduced, in support of
federal, provincial and regional targets
Economic growth and efficient goods movement are facilitated through effective
management of the transportation network
The majority of jobs and housing in the region are located along the Frequent Transit
Network

Provincial Targets





By 2020, 17% of regional trips are by transit
By 2030, 22% of regional trips are by transit
By 2020, BC’s GHGs must be at least 33% below 2007 levels
By 2050, BC’s GHGs must be 80% below 2007 levels

You will note that the City’s modal shift targets are more aggressive than those of TransLink
and the Province. This reflects transit accessibility benefits and greater active transportation
opportunities available to the City’s residents, supported by higher population and
employment densities, and a more generous mix of land uses than that which is typical in
other parts of the region.
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FUTURE DIRECTIONS
Achieving transport GHG emissions reduction targets and realizing Vancouver’s ambition of
being the Greenest City will require a concerted effort, building on progress already made,
but also introducing new and innovative approaches to how we think about, regulate, pay for,
and co-operate in managing transportation in the City.
In this section we explore five broad value-based approaches to managing transportation. The
first approach encompasses pricing in an attempt to reflect the true costs of vehicle usage
and to encourage a shift to reduced travel and more sustainable modes.
The second approach is based on enabling and positively reinforcing sustainable travel
behaviour through investment in transportation infrastructure and through supportive land
use policies.
A third approach focuses on the re-allocation of existing road space for uses other than the
car, on the premise that other users are as important as the private automobile, and that
street space is public space.
The fourth approach considers the benefits of co-operation between all agencies involved in
facilitating travel in the city, and the implications of improved knowledge and transparency
about the costs of travel on peoples’ travel behaviour.
Finally, approach five focuses on the potential of technology in enabling a low carbon travel
future.
These approaches are by no means mutually exclusive or exhaustive. They are intended as a
starting point for deliberation and discussion. You are not being asked to pick one approach
over another, but to weight the merits and disadvantages of each with the intention of
arriving at your own sense of an ideal strategy for moving forward. This strategy may or may
not contain elements of each approach.

CARBON Talks

How to Move in a Green City

Discussion Guide, March 9, 2011

18| P a g e

APPROACH 1: PRICING
This approach utilizes the “user pays” principle, requiring road users (who also tend to be the
highest GHG emitters) to pay for the use of roads. Road user pricing has two clear objectives:
revenue generation (where revenues can be re-invested into multi-modal transportation
infrastructure) and demand management. Pricing encompasses a range of direct charges
which are levied for the use of roads, including:


System- wide tolls: which could be levied on bridges or other routes into the City of
Vancouver (and across the wider Region.) Tolls may be administered using cameras,
similar to systems in London and Stockholm. Revenues would be ring fenced to pay for
the maintenance, repair and replacement of bridges and highways as well as for transit
improvements. Tolls may be set to be responsive to daily traffic patterns, with the most
heavily used routes (and peak demand times) priced higher than routes or times with
lower demand. These could also be combined with commercial vehicle only lanes,
allowing freight companies to pay premium tolls in return for travel time certainty.



Distance-based road pricing: to be applied as an alternative to, or in conjunction with,
systemwide tolls, involves a payment based on how far you drive. Charges may vary by
time of day, vehicle type, with off-peak trips and more efficient vehicles being charged
less. Usually this requires vehicles to be fitted with On Board Units (OBUs), with GPS
tracking devices.



Parking charges: This would involve the extension and increase of parking charges across
the City, with on-street parking restrictions / charges applied in most locations. It would
likely include increased parking charges in high-accessibility locations, and increases to
parking stall taxes for privately managed lots.
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APPROACH 1: PRICING
Arguments in favour





Pricing has the potential to reduce congestion, emissions and accidents through inducing
behavioural change
Revenue raised can be invested in alternatives
It is an equitable alternative to increased property taxes: those who do not drive do not
pay
Supports efficient and reliable freight movement through reduced congestion

Arguments against





Would be a “hard sell” politically
Requires readily available lower priced alternatives if it is to be truly equitable
Road user pricing carries technology requirements (all vehicles need to be fitted with
OBUs), and “visitors” may not be captured
Spillover parking concerns: the need for redesign of the residential parking permit
program, as well as parking enforcement if this is to be effective

Questions



Which is the preferred pricing approach/ combination?
Are there sufficient alternatives to private vehicle usage to ensure equity? What
improvements are required prior to the application of pricing? What is the City’s role?
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APPROACH 2: ENABLING AND REINFORCING
This approach aims to enable and reinforce travel behaviours through the provision of transit,
cycling and walking infrastructure, supported by land use policies and zoning. The emphasis is
on public investment and positive incentives. This approach calls for significant investment in
transit capacity. The focus is on rapid transit in the Broadway Corridor; a Downtown
Streetcar; Bus or Rail Rapid Transit on the Hastings Street and 41 st Avenue corridors;
Expansion of West Coast Express and Sea Bus services; as well as improved local bus service
frequency, reliability and capacity. Other support for this approach includes real-time
information at bus/ transit stops and transit lane and signal prioritization.
Infrastructure investment is to be reinforced through land use policies focussed on increasing
densities along high-frequency transit corridors, and by concentrating mixed use
development around rapid transit stops. This reduces the need for travel, shortens travel
distances and enables the realization of sustainable travel options. Under this approach the
City will revisit minimum parking requirements in areas of high transit accessibility. Parking
provision will be decoupled from development, payments in lieu of parking provision will be
accepted, and the car sharing and car free development will be promoted in the most
accessible locations. (Note: this would need to be accompanied by on-street parking
management to be effective.) Developers will provide community transit passes in return for
reduced parking requirements in new developments.
Such measures will be supported by transit-oriented design of the public realm and efforts to
promote the integration of transit with active modes, including: direct and safe cycle and
walking routes to transit stops, secure bike parking at transit hubs and improved on-board
carrying capacity for bicycles on transit vehicles. The design of the public realm will support
transit service improvements, including bus and pedestrian bulges, street furniture, signage,
enhanced bus shelter design, and facilities to support cycling and walking to transit stops.
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APPROACH 2: ENABLING AND REINFORCING
Arguments in favour




Modal shift is only possible with the provision of fast, safe, comfortable and reliable
alternatives to the private car
Increased densities support transit patronage which enhances transit viability
Reduced parking requirements, the provision of alternatives to car ownership and
increased densities ultimately improves affordability for Vancouver residents

Arguments against




A recent Transport Canada Study indicates that capital investment in expanded transit, on
its own, has little impact on GHG emissions reductions, unless it is accompanied by highly
integrated and effective Travel Demand Management measures (including road pricing)4
Given funding shortfalls, there is a risk that capital investment in transit improvements
may not be forthcoming
Wholesale land use change generally involves a considerable time lag

Questions




What are the transit investment priorities for the City?
Where should development intensification be focussed – on nodes or along corridors?
How do we provide a viable transit service provision in lower density, single-family
residential neighbourhoods (e.g. South Vancouver)

4 “The Impact of Transit Improvements on GHG Emissions: A National Perspective” Study undertaken by Cansult
and TSI consultants on behalf of Transport Canada (2005)
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APPROACH 3: RATIONALIZING AND REALLOCATING
This alternative is based on the re-allocation of road space for users other than the car,
including cyclists, pedestrians, in-line skaters, and skateboarders. It assumes that alternative
modes are as important as the car and that this should be reflected in the roadspace
allocation. The intention is to ensure the balanced and efficient use of existing infrastructure,
improving safety, speeds, and comfort for non-car users, so that active modes become the
safest and most convenient means of moving around the city. Components include:










Completion of the cycling network and the creation of physically segregated cycle routes
on arterials and busy routes, and traffic calming on neighbourhood routes
Establishment of all weather, direct route, commuter cycle “highways” with cycle crossing
priority at major intersections
Provision of abundant on-street cycle parking and end of trip facilities at key destinations
A bike-share program in the downtown and along routes to key destinations
Trial programs for the closure of roads to traffic and the creation of boulevards for nonmotorized users on weekends and for special events, as part of the City’s Open Streets
program
Identification and implementation of car-free corridors and neighbourhoods and the
transformation of under-utilized streets into public plazas
Permanent vibrant shared space public boulevards in the downtown area where vehicle
speeds are slowed and active uses are given priority, supported by public realm
improvements
Appropriate sizing of commercial goods/ delivery vehicles, including smaller vehicles that
allow for pedestrian scaled environments
A “Liveable laneways” program aimed at making laneways safe and attractive for
pedestrians, while maintaining their other essential functions
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APPROACH 3: RATIONALIZING AND REALLOCATING
Arguments in favour




Allows streets to be reclaimed/ re-invented as public space
Improves legibility, safety, and speeds of alternative modes and has public health benefits
Adds to vitality5 and improves the image of the City, while still allowing for vehicular
access

Arguments against




Businesses likely to be concerned about reduced parking, vehicular access and speeds
Requires capital investment
Requires political will

Questions



Which locations/ corridors might be considered for shared space/ car free interventions?
How feasible is the establishment of cycle “highways” and which destinations should they
connect?

5 A 2009 study by Walkscore (the website that rates neighbourhoods in terms of pedestrian access) evaluated
the effect of “walkability” on U.S. housing prices, based on 95,000 real estate transactions. The study found that
walkability improvements raised housing values in 13 out of 15 markets. In some areas, increasing walkability by
25 percent raised house values by as much as $34,000 — with potential public spinoff benefits through higher
property tax revenues.
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APPROACH 4: CO-OPERATING AND EQUALIZING
This approach is based on levelling the playing field between travel modes. By enhancing the
convenience of transit and cycling, exposing the real costs of automobile use, and building
greater user awareness of the financial impacts associated with different travel choices, users
are encouraged to shift to more sustainable travel options. This approach features a smart
travel card, the use of which is expanded to become an all-purpose travel “credit card” used
to cover the costs of all travel expenses. For example, costs could include: transit fares,
parking, road user charges and tolls, bike rental, car clubs, car insurance, gas and electric
vehicle charging. Ideally, the smart card would be introduced in conjunction with a Pay-AsYou-Drive insurance option.
The user is instantly able to identify the costs associated with travel decisions, as credit totals
are provided at the time of purchase (either at the terminal or via a message sent to a mobile
phone device), and via a monthly statement. The monthly statement identifies costs
associated with different travel options, and includes advice on potential savings possible
through the use of alternative modes.
This approach would require collaboration between all travel providers and facilitators
including the City of Vancouver and other municipalities, TransLink and its subsidiaries, ICBC,
parking facility operators, toll management companies, car clubs, bike rental schemes, etc.
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APPROACH 4: CO-OPERATING AND EQUALIZING
Arguments in favour




A range of transportation alternatives available through a single smart card
Costs of all modes equally visible with increased likelihood of behaviour change
Introduction of smart cards is imminent

Arguments against



Largely outside the City’s control, depends on action and co-operation on the part of a
range of other organizations
Requires widespread take up smart cards and of Pay-As-You-Drive Insurance

Questions



How could the City drive such an initiative?
Does the will exist to carry forward an integrated approach such as this?
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APPROACH 5: TECHNOLOGICAL SOLUTIONS
This approach is based on a wholesale switch to low-carbon vehicle technologies such as
hybrid petrol vehicles, electric engines, biofuels, compressed natural gas, liquid petroleum
gas, and hydrogen fuel cell vehicles. The emphasis is not so much on curtailing vehicle use, as
it is on switching to low-carbon technology vehicles (including scooters and bikes).
This requires the City to develop a coherent strategy for ensuring that the requisite recharging and re-fuelling infrastructure is in place to support a wholesale shift to low carbon
technologies. In particular, this means addressing concerns about range anxiety through the
creation of a network of facilities within the City and across the region. It requires the City to
identify the most favoured technologies and to aggressively provide support for charging and
refuelling facilities at residential dwellings, workplaces, key retail destinations, larger
institutions, parking facilities and other destinations.
In respect of goods movement, this involves partnering with government, the Port and
GreenfleetsBC to promote and regulate for the introduction of low carbon, fuel efficient fleet
technologies. It also entails support for alternatives such as a virtual container yard on-line
management system aimed at reducing empty container handling and transportation across
the region, as well as the designation of clean/ green freight corridors.
This approach necessitates:
 Communication – setting out the benefits, processes and available resources to support
technological change; developing a public engagement plan around alternative vehicle
technology
 Regulation – requiring all new residential and commercial development to include electric
vehicle charging infrastructure;
 Partnerships – with technology providers, universities, developers, freight companies,
and the Port to ensure that the required technology and infrastructure can be brought
forward in a timely manner and with the necessary support
 Incentives – supporting and working with provincial and federal government in the
implementation of incentives for low-carbon vehicles and installing vehicles charging
infrastructure; providing preferential parking/ reduced charges for low-carbon vehicles
 Leading by example – converting the City’s own fleet, supporting an electric car rental/
sharing scheme
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APPROACH 5: TECHNOLOGICAL SOLUTIONS
Arguments in favour




Likely to be most appealing to car drivers and businesses
Addresses the reality that vehicles will be part of the transportation landscape for the
foreseeable future
Supports the “green” economy

Arguments against





Addresses emissions, but not congestion or fitness
Cost of technology is currently prohibitive for most people
Potential impacts on the electricity grid as demand increases
Difficult to enforce

Questions




Should a range of low-carbon technologies be supported, or should the City focus on one
(e.g. EV technology)?
Given that the technology is still in its 1st generation, and that mass market adoption of
EVS will not happen until 2020, to what extent are we willing to wait or to take the risk on
this alternative?
Who should cover the costs of infrastructure (such as electric vehicle charging stations)
provision?
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CONCLUSION
It is now your turn to provide your views. As noted in the preceding sections, the background
information and approaches outlined in the guide are meant as a starting point for questions
and discussion. They are intended as a launching pad for your own views on how the City’s
long term Transportation Plan to 2040 should address movement in a Green City, considering
the need to accommodate population growth and economic prosperity, while reducing our
GHG emissions and improving public health and fitness.
This issue involves us all. Changes in travel behaviour, technology, land use, regulation are
required along with infrastructure improvements if we are going to achieve our targets. How
do we build on what we have already achieved? What are the priorities? How far are we
willing to go? Where should energies be focussed? How will we pay for infrastructure
improvements? Who needs to be brought to the table? What implementation mechanisms
are available? How will we measure our progress together?
Imagine it is 2040 and we have achieved our targets. What does mobility in the City look like?
What does the City itself look like? How was this realized? What ideas, insights, questions and
alternatives could enable this to become a reality?
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APPENDIX: GLOSSARY OF TERMS
Active
transportation/
modes

Refers to any form of human-powered transportation, for
example: walking, cycling, using a wheelchair, in-line skating or
skateboarding. These transportation types have both
environmental benefits (primarily associated with reduced air
emissions) as well as health benefits.

Car free development

Transit-accessible, high density, multi-functional urban areas
where personal automobiles are unnecessary, car ownership is
discouraged, on-site parking is not provided (or is very limited)
and automobile traffic is restricted.

Cycle Super Highways

Concept gaining increasing ground in Europe, relating to the
provision of segregated commuter cycle lanes connecting inner
cities with outlying areas, providing cyclists with safer, faster
and more direct journeys into the city. They may include
recognizable branding, service stations, priority cycle crossings
at intersections, smooth, even surfaces, which are cleared of
snow in winter

Electronic road
charges

An electronic toll collection system, usually using cameras to
capture the licence plates of cars on tolled roads/ facilities.

Green vehicle

A motorised vehicle which causes reduced air emissions and
less harmful impacts to the environment than comparable
conventional internal combustion engine vehicles running on
gasoline or diesel. Examples may include: include hybrid
electric vehicles, plug-in hybrid electric vehicles, battery
electric vehicles, hydrogen and fuel-cell vehicles, natural gas
vehicles, clean diesel vehicles, and vehicles using blends of
biodiesel.

Mode split

The number of trips or percentage of travellers using a
particular type of transportation, typically: private vehicles,
transit, cycling or walking

Mode shift

Shift in the proportion of travellers using a particular mode,
usually describing a shift to more sustainable modes.

Peak oil

Peak oil describes the point in time at which the maximum rate
of global petroleum extraction is reached, after which the rate
of production begins to decline, and prices for petroleum
products soar as reserves are depleted.
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Public realm
improvements

Improvements to public spaces (which include streets,
sidewalks, squares, lanes) in the form of paving, planting,
street furniture, lighting, signage, public art, bicycle parking,
bus shelters etc.

Road user charging/
pricing

The application of direct charges for the use of roads, either
through the tolling of facilities (such as roads and bridges),
cordon-based tolls (which apply to the use of roads in a
defined area) or through levying distance-based charges.

Shared space

An urban design concept based on the integrated use of streets
and public spaces, which removes the traditional segregation
between automobiles, pedestrians and other road users.
Conventional design and traffic management systems such as
kerbs, lines and signs are replaced with people-oriented
design. Walking takes precedence over other modes, and
motorized traffic becomes a “guest” in the space created.

Telematics

Integrated use of telecommunications and information
technology, usually involving Global Positioning System (GPS)
technology, mobile communications technology and computer
based technology.

Transit oriented
development

Development which is planned and designed to maximize the
potential for transit usage and facilitate walking and cycling
through a mix of land uses, higher densities, scale, and the
quality of public realm.

Travel Demand
Management

Refers to a package of policies, incentives, and restrictive
measures which are aimed at reducing the need for travel,
minimizing travel distances as well as promoting the use of
public transit and active modes as an alternative to the
automobile.
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Fax. 778-782-7892

CARBON Talks

How to Move in a Green City

Discussion Guide, March 9, 2011

32| P a g e

