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Executive Summary 
 

A region at a cross-roads 
The Fraser Valley is a unique and cherished place with vibrant communities, a strong 
economy and a magnificent and beautiful setting. Past plans have been made to try to 
ensure it remains that way. However due to many factors associated with growth and 
transportation the FVRD and its communities find themselves at risk of deterioration in 
the valley’s quality of life and overall livability. To some degree it is at a cross roads - 
things can start to improve or, without action, particularly on transportation, they can 
start to get worse, and there is limited time left in which to make decisions and take 
action. 

The material in the background paper on transportation identifies and confirms much of 
what was documented in earlier studies and reports including the FVRD’s 2004 
‘Choices for Our Future’ Regional Growth Strategy and the 2000 Long Range 
Transportation Plan. These documents remain substantially valid today, and together 
set out many of the key attributes of a transportation vision for the valley and its 
communities. As such, while a few matters need to be updated, it is concluded that 
there is no need for a new set of ‘plans’ to address the issues the FVRD faces. 

What is also clear that while plans were prepared, in the realm of transportation not 
enough actions have been taken. In part this may be because those plans did not 
identify practical methods by which funds could be raised and administered at the 
regional as well as at the local, community level. 

 

Growing Congestion and need for real travel choices 
Today the valley’s population and employment are both growing and set to double 
within 30 or so years. This is leading to slow, but inexorably growing traffic. However, to 
some degree this should be seen as a sign of economic success and growing 
prosperity.  

Nonetheless, it needs to be tackled both by offering people real alternatives to their own 
car and selected improvements to the road systems. The document provides the FVRD 
with some insight into the key consideration for a transportation vision with four main 
components on how to achieve this vision: 

 

1.  Expanding Transit 
In terms of transit, the services that are offered are among the lowest in BC or similar 
communities in Canada. Transit in the FVRD needs to be significantly improved at three 
levels, i.e. local municipal services, regional inter-municipal services and inter-regional 
links to the TransLink system. Today transit service levels are so low in parts of the 
valley, or not even in place, that it is not an overstatement that transit resources 
probably need to be increased by a factor of at least four or five perhaps even more. 
What is more, any proposals to expand transit should consider the needs of all 
communities and not be confined to Abbotsford, Chilliwack and Mission. 
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However the returns on transit investments will not yield optimum benefits unless the 
region’s communities densify considerably and create truly pedestrian and bicycle 
friendly communities. In doing so, they would also make the communities easier to live 
in for the growing number of seniors, all of whom will lose some degree of mobility as 
they reach advanced age. 

A further comment on transit is that while there is some appetite for expanded rail into 
the valley.  The current reality is that the levels of demand can easily be met, probably 
for many decades, with rubber-tired solutions. Nonetheless, steps should be taken to 
protect rail rights-of-way for future generations. 

 

2.  Road Investments 
While there will likely be no new freeways built, some selective road improvements will 
be needed. These include initiatives such as improving sections of Highway #7, spot 
improvements to Highway #1 such as truck lanes on the hill west of Abbotsford and 
better access to Abbotsford International Airport (YXX). 

In addition, for the foreseeable future, the number and the length of trains traversing the 
valley will increase, partly driven by trade with Asia. As a result, there is a need to 
monitor road/rail crossings and, as may prove necessary, make selective road/rail grade 
separations.   

A further consideration for road investment is that there is no mechanism for defining 
and collectively funding those roads that fulfill a regional function, but are not 
designated provincial highways.  

As is the case with transit, the development of any program to fund local roads of 
strategic importance or to develop a comprehensive cycling strategy should cover all 
valley communities including the small communities such as Hope, Agassiz and Kent. 

 

3.  Institutional Considerations 
Today there do not appear to be the institutional arrangements to implement the 
transportation plans that have been identified in the past - yet elements of those plans 
will be critical to a future in which the valley’s economy and overall quality of life is 
protected and ideally enhanced. 

For example how can transit service levels be increased across all valley communities 
and services provided between communities as well as with Metro Vancouver, (with the 
exception of the arrangements between Abbotsford and Mission) when the transit 
system is based on a municipality-by-municipality agreements with BC Transit? 

There is no existing institutional arrangement for it to be otherwise. Yet without a 
broader approach, it is hard to envision how there can be a ‘system’ for the valley where 
the whole can be more than the sum of the parts. 
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4.  Financing 
Financing is a substantial challenge and there can be little doubt that trying to achieve 
changes to the system will be difficult.  Moreover some investments, like transit may not 
yield immediate benefits. In addition, it will probably not be acceptable to have major 
increases in property taxes to fund transportation. 
 
 In the short term, providing some access to either a share of existing fuel taxes or 
increases to fuel taxes in the FVRD is perhaps the best option. This is similar to what 
happens in the area served by TransLink, but increases do not have to be the same as 
occurred in Metro Vancouver. 
 
A shift to fuel taxes would also have some minor benefit in terms of some incentive to 
reduce fuel consumption. Moreover with valley residents burning enough fuel to 
produce around an estimated 750,000 tonnes of carbon dioxide, a key greenhouse gas, 
per year, there is a need to reduce this environmental footprint. 
 

A Time to Act 
The Fraser Valley is a beautiful and very special place and it has not yet reached a 
point where its communities can no longer move in a more sustainable direction. In fact 
there is still great hope, as well as real opportunity. The valley communities are 
relatively small and travel, despite some commuting to Metro Vancouver, is still largely 
local. The forecast population and employment growth can be used to enhance the 
communities to make them more sustainable. But without action on transportation as 
well as land use, the situation will slowly, but inevitably get worse. 
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1 Introduction 
 

1.1 Overview 

This document is not a plan for transport in the FVRD; rather it describes some of the 
key consideration that need to be assessed in developing a regional vision to start to 
tackle the broad range of transport issues facing the FVRD. These challenges include 
issues such as traffic congestion, limited transit services within and between 
communities and to Metro Vancouver, increasing freight movements by road and rail. It 
also touches on the need to strengthen current relationships between existing agencies, 
and identifies the need to explore institutional arrangements and to identify the financial 
and other tools at a local and regional level that will be need to tackle these challenges. 
 
A new vision can be developed and achieved by 2040, or even sooner, with the 
collective will to do so. It can transform the transportation system in the Fraser Valley. 
Ideally it would be a vision: 
 

� in which people will have real choices of how to get around their communities, 
travel between communities and into Metro Vancouver; 

 

�  the region’s roads are safe, in good shape and uncongested for most of the 
day; 

 

� goods can get to and from market; any negative impacts of transportation on 
communities are recognized and addressed, and 

 

� the system is affordable to users and taxpayers alike and the most-cost effective 
solutions have been chosen for investments. 

 
Achieving a vision will ensure that all of society have the mobility they need to live full 
lives and how the FVRD can leverage its natural advantages, including the use of 
Abbotsford International Airport, to the benefit of the region’s residents and economy.  
Moreover, because we live in changing times, it will also ensure that the region is more 
resilient to whatever the future may bring in terms of energy shortages, shifting 
economic trends or other challenges. 
 
Success in developing and pursuing a vision will also start to address the need for 
alternatives to the private auto for residents so that there are real choices of how to 
travel. This is especially so for those who have no travel choices today, including the 
rapidly aging population. It will also start to make inroads into tackling the environmental 
challenges the region faces in terms of air pollution, greenhouse gas emissions and its 
environmental footprint. However there should be no delusion that substantial strides in 
these areas can be made in the short-term, rather, what can be achieved is a start to a 
process that may take decades. 
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1.2  Structure of this Background Paper 

This paper contains seven main sections. Following the Introduction, Section 2 presents 
the overall context of the FVRD and some of the key trends and issues that it faces over 
the coming decades.  Section 3 provides a broad overview of the transportation 
characteristics of the region dealing with factors such as travel patterns, trends, etc. in 
the region and as they affect the region. 
 
Section 4 describes the nature of the various transportation systems that use the 
region’s valley floor including roads, rail and water, transit and aviation. Section 5 briefly 
illustrates the climate change and greenhouse gas implications of passenger travel in 
the region. 
 
Section 6 reviews some of the institutional and financial considerations that will have to 
be engaged to finalize a vision, achieve consensus and then prepare short and long-
term plans to move towards that vision. Finally Section 7 presents a brief summary. 
 
There has been a suite of plans regarding transportation in the FVRD since the late 
1990’s, including the 2000 Long Range Transportation Strategy for the Fraser Valley 
Region and the FVRD’s 2004 Growth Management Strategy ‘Choices for Our Future’. 
However what is obvious from plans and the data sources is that while plans or 
strategies have been prepared, little seems to have been done to set those plans in 
motion. Rather they have, to some degree, described shimmering views of a better 
transportation future but do not seem to have triggered the changes to make this 
happen. 
 

1.3 Observations on Data and other Information 

In preparing this brief overview, considerable reliance has been placed on existing data 
sources. In doing so, it quickly became clear that there is inconsistent and often limited 
or poor data available. As a result, there are ‘data gaps’ in this paper and what data is 
available is sometimes out of date. Nonetheless, the data and analysis that does exist is 
sufficient to support some broad-brush observations and insights into the key 
considerations that a vision should embrace. 
 
This data review has been instructive in the sense that it highlights the need for more 
effort in gathering data on a consistent basis so that past progress can be monitored, 
causal relationships assessed and forecasts, and trends established. Compared to data 
collected in Washington State (some of which is presented in this paper), information 
from BC sources do not often compare favourably. Yet in order to make ‘smart 
decisions’ a good understanding of today’s realities and insights to future trends is 
essential. 
 
It is concluded that a paper such as this background paper should be prepared no later 
than every 5 years and the data gaps and quality issues should be addressed, with 
some urgency in the intervening period. 
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2  Context 

2.1 Background 

The Fraser Valley Regional District (FVRD) is an extremely beautiful part of BC, 
enjoying a magnificent physical setting and vibrant communities. However, the 
communities in the FVRD are growing rapidly, which of itself brings increased pressures 
in terms of congestion and traffic jams, which for some time have not been something 
residents just read about in distant communities. 
 
Many of valley communities also located on vital transportation corridors, to the west 
and the east across the valley floor and south to the US.  Trade, particularly with Asia 
through the Vancouver Gateway is growing, which brings with it both opportunities and 
challenges. There are more trucks on the roads, especially on Highway #1 and to and 
from the US. The number and the length of the trains is also growing, leading to 
increased community intrusion and challenges with grade crossings.  The role of 
Abbotsford International Airport is also evolving and it is likely to grow rapidly. Again, 
while bringing economic opportunities to the valley communities, this also brings 
groundside access challenges and environmental impacts. 
 
Overall traffic and transportation is now the topic of family, neighbourhood, community 
and council conversations, and it is a challenging discussion. It encompasses issues 
such as how to seize the increasing economic opportunities, while at the same time 
preserving the cherished physical character of the region and the current livability of 
each valley community. Without action, especially on local, regional and inter-regional 
transportation this character will be increasingly threatened. The time has come not only 
to act, but to act smartly. 
 

2.2 Key Considerations 

Transport is never an end in itself, but is essential for delivering better societal 
outcomes in many areas including the economy, employment, housing, promoting 
social inclusion, enhancing the local environment and ensuring resilience and ability to 
respond to changing circumstances. 
 
As a result, central to the development of a vision for transport in the FVRD is the need 
to respond to a broad range of factors including: 
 

� Considering and relating to the trends and issues that make FVRD the place it is 
now and in the future; 

 

� Addressing future development pressures for housing and employment that will 
impact travel within, to and from as well as through the FVRD; 

 

� Providing real travel choices for the currently auto-dependent communities in the 
FVRD; 

 

� Acting to ensure greater social inclusion for the aging and younger populations 
and those who have mobility difficulties; 

 



 

4 

 

� Responding to national, provincial, regional, and community needs and 
aspirations including the region’s role as a major E-W transport and trade 
corridor; 

 

� Making serious inroads to address environmental challenges including reducing 
greenhouse gases; 

 

� Ensuring flexibility for the FVRD to respond to new issues, such as potentially 
looming energy shortages; 

 

� Providing access to adequate, appropriate and stable funding sources; 
 

� Developing mechanisms to ensure initiatives are implemented and that agencies 
are not only coordinated but committed to pursue a collective vision. 

 

2.3 Elements of a Vision 

While this paper is not a plan, per se, it is useful to set out some of the possible 
outcomes that the achievement of a vision should produce. These include, but are not 
necessarily limited to, factors such as seeking to: 
 

� Reduce levels of traffic growth and congestion by offering travel choices and 
targeted investments in roads and highways; 

 
� Adequately invest in transportation initiatives and programs which support 

economic growth – with  particular emphasis on accessibility, travel choice, 
movement of freight and tourism travel; 

 
� Provide sufficient funding for a well maintained and safe regional and local road 

network; 
 

� Expand the FVRD’s transit services within and between valley communities as 
well as inter-regionally; 

 
� Ensure the FVRD transportation system is consistent with FVRD’s Urban Growth 

Boundaries and maintains the vitality and prosperity of the valley communities; 
 

� Improve safety, accessibility and widen travel choices for valley communities; 
 

� Ensure that there is a recognition by all level of governments that transportation 
planning is a land-use shaping factor and that land use planning is one of the 
most important drivers if the demand for travel; 

 
� Institute a FVRD transportation system that responds to and meets the demand 

of future population and demographic changes; 
 

� Establish stable, predictable adequate funding tools, and 
 



 

5 

 

� Create a regional institutional framework for regional approach to transportation 
planning. 
 

 

2.4 The FVRD Today 

The Fraser Valley Regional District (FVRD) covers approximately 14,000 square 
kilometres and is made up of six member municipalities, i.e. the Cities of Abbotsford 
and Chilliwack, the Districts of Mission, Kent and Hope, the Village of Harrison Hot 
Springs, and eight electoral areas. Collectively they have formed the FVRD which is a 
partnership of local government members from each municipality and Electoral Area. 
 
The 2004 FVRD Regional Growth Strategy (RGS) sets out the following vision for the 
FVRD: 

‘The Fraser Valley Regional District will be a network of vibrant, distinct, and 
 sustainable communities that accept responsibly managed growth while being 

committed to protecting the land resource and the natural environment 
 to ensure that a high quality of life is accessible to all.’ 

 
 

 
Source: GIS Department of the FVRD 
 

 
The region’s productive farmland, historic rural communities, and large resource and 
wilderness areas combine to make it one of the most livable places in the world. 
Residents enjoy magnificent, scenery, recreational opportunities, growing employment 
opportunities close to home, and housing costs which are, today, often more affordable 
than in Metro Vancouver. 
 
The valley’s rapidly growing urban centres only occupy around 1 percent of the land in 
the FVRD and bring a broad range of services and employment opportunities to local 
residents. The FVRD’s 2004 Plan ‘Choices for Our Future’ notes that ‘… there are many 
important choices to be made regarding how the region can grow in a sustainable 
way… These fundamental choices will guide the land use, transportation, economic 
development, and other decisions which will shape the future for the Fraser Valley 
Regional District.’ 
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While the FVRD as whole has an area of over 14,000 km2 the ‘valley floor’ has an area 
of 1,020 km2, see map below.  Inside this area, some 591 km2 or 57.9% is part of the 
Agricultural Land Reserve and the areas which are enclosed by the Urban Growth 
boundaries total 171 km2 or 16.8% 
 
 

FVRD Valley Floor and Urban Growth Boundary 
 

 
Source: Regional Division of the FVRD Planning Department 

 

2.5 Population and Demographic Change 

More than 255,000 people live within the FVRD’s boundaries, and millions more visit 
every year. Indeed, the number of visitors can mean that at times that the transportation 
challenges may be significant on weekends, as people visit areas in the valley or pass 
through to other recreational destinations.  
 
The population is distributed across the FVRD as shown in the tables below and both 
population and employment are forecast to grow rapidly. 
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2.5.1 Population Change 
As shown in the table below strong population growth is forecast to 2031, with some 
additional estimates, at a lower degree of certainty, to 2040. These clearly indicate a 
near-doubling of the population by 2031 and it also more than doubling by 2040. 
 
 

Area 1981 2006 
2031 

(forecast) 
Pop Growth 

p.a. 
2040 

Estimate 

Abbotsford 54,736 123,864 226,360 4,100 258,818 
Chilliwack 40,609 69,217 135,335 2,645 154,741 
Mission 20,056 34,505 72,534 1,521 82,935 
Hope 3,205 6,185 13,717 301 15,684 
Harrison/Kent/Agassiz 3,975 6,311 14,720 336 16,831 
Total FVRD 135,598 257,031 462,666 8,225 529,008 

Source: Regional Division of the FVRD Planning Department 
 
Notes:  ’81 & ’06 Population does not include First Nations except Total FVRD 

Figures for 2040 are strictly order-of-magnitude figures using a 1.5% p.a. growth rate 

 
2.5.2 Demographic Changes 
The demographics of the region are also forecast to change as shown below.   
 
 

Area 

2006 2031 (forecast) 

Under 15 15-64 65+ Under 15 15-64 65+ 
No. % No. % No. % No. % No. % No. % 

Abbotsford 24,905 20.1 81,660 65.9 17,310 14 41,850 18.5 148,691 65.7 35,819 15.8 
Chilliwack 14,225 20.6 44,025 63.6 10,955 15.8 25,391 18.8 84,248 62.3 25,696 18.9 
Mission 6,975 20.2 23,830 69.1 3,700 10.7 12,943 17.8 46,948 64.7 12,643 17.4 
Hope 965 15.6 3,925 63.5 1,295 20.9 2,297 16.7 8,022 58.5 3,398 24.8 
Harrison 215 13.7 1,010 64.1 340 21.6 

2,541 17.3 8,638 58.7 3,541 24.1 
Kent/Agassiz 830 17.5 2,955 62.4 930 19.6 
Total FVRD 51,255 19.9 168,260 65.5 37,505 14.6 84,731 18.3 296,860 64.2 81,075 17.5 

Source: Regional Division of the FVRD Planning Department 
 
Presently, the Region is still relatively young compared to other areas of the Lower 
Mainland. The demographic change in the region, as well as the overall growth, will 
have profound effects on transportation needs.  
 
For example, over and above the overall demand on transportation facilities brought 
about by population growth, the relatively rapid aging of the population which will occur 
in FVRD communities will create a disproportionate demand for alternate forms of 
transportation such as custom transit. 
 

2.6 Communities and the region’s economy 

It is outside the scope of this paper to write extensively about the FVRD’s economy. 
However it is an economy experiencing some change and in the past few decades has 
shifted from a large agricultural base to a more diverse economy.  
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Some of this reality was reflected in the 2001 census which demonstrated that British 
Columbia, two some degree now has two different economies.  The Lower Mainland 
(i.e. Metro Vancouver and the FVRD) and, to a lesser extent, the Okanagan, have a 
diversified and increasing service-based component of their economies.  
 
 Conversely most of the interior and much of Vancouver Island are highly dependent 
on industries such as natural resource extraction and processing.  Some of the key 
drivers of the Lower Mainland economy have been tourism, the growth in high 
technology and construction1.   

 
The changing nature of the economy has affected communities. The strengths of 
Abbotsford, Mission and Chilliwack are readily apparent. However Hope is perhaps a 
little different and is, to some degree on the cusp of these two differing economies.   
 
The community has traditionally depended on the forest and mining industries to drive 
the local economy.  Former mines in the Hope area are no longer in operation and 
most forest based activity has been in decline.  The coastal forestry industry has been 
particularly hard hit because its cost structure is much higher than the interior forest 
industry.   
 
On the other hand, Hope is located along several major transportation corridors and 
has benefited from the movement of people and goods.  The vast majority of rubber 
tire traffic to the interior of B.C. passes through Hope.  These major transportation 
corridors and multiple interchange accesses provide opportunities available to few 
other communities.   

 

2.7 Employment Forecasts 

 
2.7.1 Recent Trends 
 
As shown in the table below, number of jobs in the FVRD increased by around 14% in 
both Mission and Abbotsford but declined slightly in Chiliwack between 1996 and 2001. 
 

                                                 
1
  Compared to Toronto and Calgary Vancouver has been a weak third as a desirable investment market 

in Canada. (Source: Royal LePage Advisors Real Estate Investment Survey Report February 2002) 
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Number of Jobs 

 
     Source: TransLink 

 
The reasons why the employment grew relatively quickly in both Mission and 
Abbotsoford is not known, however some of it is may be due to the growth in resident-
serving jobs and construction, with the rapid increase in population in these two 
communities.  However on the other hand, as shown in the following table, the 
population also grew substantially in Chilliwack. 
 
 
 

Population Change 

 
    Source: TransLink 

 
2.7.2 Employment Forecasts 
More detailed forecasts of employment were prepared for the FVRD as part of the 
development of the 2004 Regional Growth Strategy.  
 
The table below, taken from the strategy document shows a forecast of employment to 
between 163,000 and 188,300 by 2021. This represents an increase of between 3,200 
and 4,200 jobs per year, or more than doubling since 1996. 
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Employment Growth Concept Projections (20 - 30 years) 

 
1 Abbotsford includes City of Abbotsford and Subdivision D. 
2 Chilliwack includes the City of Chilliwack, Kent, Harrison Hot Springs and SD “B” 
3 Mission includes the District of Mission, SDs “C” and “E”. 
4 Hope includes the District of Hope and SD “A”. 
5 The employment forecast is present as a range from Low to High Employment Growth Scenarios 
Source: Lower Mainland Employment Study, FVRD Sub-regional Profiles, Coriolis Consulting Corporation, June 1999. 

 
In 2005, Urban Futures provided projections to 2031 for individual municipal areas of 
Abbotsford, Mission, Chilliwack, Harrison and Kent/Agassiz, which are highlighted in 
Attachments A. 
 
 

2.8 Major Traffic Generators 

 
The maps overleaf show several of the major trip attractors and generators in each of 
the three largest municipalities of Abbotsford, Mission and Chilliwack.  
 
The maps do not show industrial areas, but do give some insight as to the location of 
institutional uses such as colleges, hospitals, etc. as well as larger retail establishments. 
(Note each map is not to the same scale) 
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Major Destinations/Generators – Abbotsford 
 

 
 

 
         Source: GIS Department of the FVRD 
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Major Destinations/Generators - Mission 

Source: GIS Department of the FVRD 

 
Major Destinations/Generators - Chilliwack 

 
    Source: GIS Department of the FVRD 
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3 Transportation Demand Trends 
 

3.1  Passenger Travel Characteristics 

As noted above, today there are more than 255,000 residents in the Fraser Valley 
Regional District and, as of October 2007, they owned an estimated 161,4712 light 
vehicles (i.e. those with a weight of less than 5,000 kg). This figure compares to 
1,179,595 similar vehicles in the Metro Vancouver. Overall driving distances per vehicle 
are estimated to be very similar to those in the Metro Vancouver on an annual basis. 
 
The region’s residents are highly auto-dependent for their travel. This is not surprising 
given the almost marginal levels of transit service in most parts of the region. While 
recent data is not always available, based on the 2001 Census results, only 1.4% of 
FVRD residents used transit to get to work and less than 1.2% cycled. 
 
The numbers of people not using an auto to travel to work are a little more encouraging 
for the smaller communities, such as Harrison, Hope and Kent, where 8%, 10% and 8% 
respectively walk to work. 
 
The average commuting distances in the FVRD, estimated by travel surveys and 
computer simulators is 12.6 kilometers; slightly shorter on average than the Lower 
Mainland as a whole, at 14 kilometers. 
 
Not surprisingly, the public opinion survey conducted for the development of the 
Regional Growth Strategy showed that some 73% of respondents felt that the region 
needs more intercity bus service between Fraser Valley communities3. The highest level 
of support for this was in Mission with 94%. The suggestion that these buses be paid for 
by both subsidies and user fees was supported by 73% of the respondents. 
 

3.2 Population, Vehicle Ownership and Trips 

The most recent data that is available on vehicle ownership is from the joint 
MoT/TransLink 2004 Fraser Valley Trip Diary and Travel Characteristics Survey. This 
showed that both vehicle ownership and trip-making increased much faster than the 
rate of population growth in the period 1999 to 2004 in the FVRD: 
 

 

                                                 
2 Source: AirCare 
3 The 2000 Long Range Transportation Strategy for the FVRD by Martin Crilly commented on the very limited nature of transit at the 
time and noted on page 43 “Despite rapid growth of services provided in the last 10-12 years, compared to similar communities in 
B.C., Fraser Valley Communities rank quite low in terms of the intensity of conventional transit service.”’. This issue is discussed 
later in Section 4. 
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Again, this is illustrative of the growing auto-dependence in the region. In part this may 
be due to the very low, among the lowest in BC, levels of transit service in valley 
communities. 
 

3.3 Trip Purposes 
 
The 2004 Trip Diary Survey found that 
remaining relatively unchanged 
between 1994 and 2004 is the trip 
purpose distribution in the Fraser Valley 
Regional District: 
 
 

3.4 Mode of Travel 

The survey also noted that there was a 
change in the mode of travel with a 
marked increased in the number of 
auto-passenger trips in the Region but 
cautioned that this may be due to the 
relatively small sample used in the 
survey, so the statistical significance of 
this change is not known. 
 
 

3.5 Travel Patterns 

The following tables show how 
relatively self-contained trip patterns 
are within the Fraser Valley as 86% of 
trips originating in the Region stay in 
the FVRD. This may be contrary to 
some perceptions of the three major 
municipalities (Abbotsford, Mission and 
Chilliwack) being 'bedroom’ 
communities. 
 
Only a minority of FVRD trips enters 
Metro Vancouver and the travel extent 
is limited to neighbouring communities, 
as shown in the graph. For each of the 
three major municipalities in the FVRD 
aggregate trips destinations are 
presented in maps in Appendix B. 
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3.6 Scale of Future Demand 

Overall it is clear that population and employment trends are on the upswing and this is 
certain to lead to increases in travel demand.  While there is some shift in the age 
composition, this is not considered to be as significant as it is likely to be in Metro 
Vancouver. 
 
The strong growth rates suggest that just to stay where it is today in terms of mode split, 
transit ridership will have to double. To start to achieve levels of service that other peer 
communities achieve today, it is likely to have to increase 8 to 10 fold. 
 
The strong population growth rates also offers the valley communities the opportunity to 
become more transit and pedestrian-oriented. For example this could be achieved by 
increasing densities, making the communities more compact and locating new 
employment in locations that provide at least some options for transit use and non-
motorized transport. 
 
Considering the trends in freight movement which are discussed elsewhere in this 
paper, it is concluded that travel demands within, to and from as well as through the 
FVRD will increase considerably – with the distinct prospect of them more than doubling 
by 20404. 

                                                 
4 The 2000 Long Range Transportation Strategy for the FVRD indicated that car ownership, demand, etc. would double in a similar 
timeframe. Some of this was also based on modeled results. 
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4 Transportation System Components 
The previous sections have identified the relatively strong growth in travel demand that 
is likely to occur for the next three decades. This section starts to discuss the nature of 
the current transportation system and some actions that will need to be considered to 
tackle the inexorable increase in travel. 
 

4.1  Valley Road System 

 

4.1.1 Nature of the Road System 
As noted elsewhere, the FVRD is home to many people, yet it also serves as a vital 
transport corridor by water, rail and road. The roads in the region, particularly the 
Provincial roads, fulfill many functions: 
 

� Serving as the major East-West route from Vancouver to other parts of BC and 
Canada 

 

� Providing links between Fraser Valley communities, on both sides of the Fraser 
 

� Allowing local, short-distance trips to be made within communities 
 

� Providing important trade links to the Vancouver ‘Gateway’ of ports and YVR, as 
well as to vital crossings of the Canada-US border. 

 

� Allowing access to recreational facilities, such as Cultus Lake, and the Interior 
 

� Providing access to Abbotsford International Airport (YXX). 
 
4.1.2 Road Responsibilities 
 
The Provincial Ministry of 
Transportation is 
responsible for most of the 
major roads and highways 
in the corridor from 
Abbotsford to Hope. This 
includes Highway’s #1, #3, 
#5, #7, #9, # 11, #13 and 
Mount Lehman Road, but 
excludes exception of 
Peardonville Road to 
Abbotsford International 
Airport. 
 
 

            Source: The 2000 Long Range Transportation Strategy for the FVRD, Martin Crilly 
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Oversight of non-provincial, local roads is by individual municipalities. This is the case 
throughout BC, with the exception of within Metro Vancouver where TransLink funds 
most major arterials from regional tax sources. 
 

4.1.3 Limited Redundancy in the System 
Even though there are substantial demands on this relatively ‘simple’ system, there is 
very little redundancy5 or resilience in the system. This is because the long, relatively 
narrow corridor containing the road system does not have an extensive network as 
such, and to some degree it does not form a network. Rather it consistent of two main 
East-West roads (#1 and #7) on either side of the Fraser River.  This is complemented 
by North-South links on other Provincial Highways, primarily to the US Border. While 
this is largely dictated by geography, the two East-West corridors in particular are 
relatively fragile due to the lack of redundancy in terms of parallel corridors to match as 
alternatives when incidents or congestion arises. 
 
4.1.4 Border Crossings 
As shown in the attached tables, there has been a general decline in border crossings 
by private automobile in the past 10 years, according to data from the U.S. Customs & 
Border Protection Service. However, the decrease has been most marked at the Peace 
Arch and Pacific Highway crossing while the volumes at Sumas/Huntington and at 
Lynden/Aldergrove have remained much more constant. This is possibly indicative of 
many factors including population growth, lower congestion and possibly more ‘local’ 
trips across the border. This may also have changed in part due to currency changes, 
which have now reversed direction. 
 

Annual Automobile Volumes - Northbound 

 
Source: U.S. Customs & Border Protection 

                                                 
5 Some parallel routes do exist, but these tend to be relatively narrow local roads and many of these are important for agriculture. In 
fact, the movement of farm and farm-related vehicles is one of the challenges on ‘local’ roads. 
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Annual Automobile Volumes - Southbound 

 
Source: U.S. Customs & Border Protection 

 

4.1.5 Road Freight Movements 
There is a limited amount of recent data on truck movements to, from, within and 
through the FVRD but nonetheless there is sufficient to provide some insight. The best 
data is that for North-South trans-border movements collected by the International 
Mobility and Trade Corridor Project and Washington State Department of Transportation 
which is fairly recent and is discussed second. 
 
Despite the data limitations there is clear evidence of the growth in truck movement 
both in an East-West and in a North-South direction. The two main sources are the 
1999 Truck Survey and data from the US Customs and Border Protection Agency. 
 
1999 Lower Mainland Truck Freight Study - The table below is reproduced from a 
study undertaken in 1999 by a consortium of regional transportation agencies. It shows 
the relatively high proportion of trucks across both Metro Vancouver and FVRD routes 
to the US (26%) and eastern boundaries of the FVRD (25%). More detailed tables 
highlighting routes and vehicle volumes are provided in Attachment C. 
 

 
      Source: 1999 Lower Mainland Truck Freight Study, GVTA 2000 
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2004 Greater Vancouver Screenline Survey - While there are not any other region-
wide studies that have been completed since 1999, the 2004 Screenline survey that 
was conducted within Metro Vancouver by TransLink provides a proxy that gives some 
insight to potential rates of growth in an East-West direction. As shown in the graphic 
below, growth across the Pitt River and 200th Street were the highest in the region at 
23.1% and 17.5% respectively. This strongly suggests that the volumes to and through 
the valley grew in a similar manner. 
 

 
          Source – TransLink 

 
Surveys at United States Border - Earlier in this paper, information was presented on 
passenger vehicle volumes at the border crossings into the United States. Truck 
volumes paint a somewhat different picture with a steady decline at Pacific Highway for 
both Northbound and Southbound traffic. However, at both the Sumas/Huntingdon and 
Lynden/Aldergrove border crossings there has been an overall increase in truck 
volumes. This is illustrated in the table below: 
 

Changes in Truck Volumes – 1996 to 2006 
Southbound

Pacific H'way Lynden/Al'grove Sumas/Hunt'd'n Total

1996 402,090 27,889 94,008 523,987

2006 365,959 55,853 155,155 576,967

Change -36,131 27,964 61,147 52,980

Percent Change -9.0% 100.3% 65.0% 10.1%

Northbound

Pacific H'way Lynden/Al'grove Sumas/Hunt'd'n Total

1996 391,637 37,227 70,664 499,528

2006 353,526 112,052 52,187 517,765

Change -38,111 74,825 -18,477 18,237

Percent Change -9.7% 201.0% -26.1% 3.7%  
 Source: U.S. Customs & Border Protection 
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The same trends are evident in the two graphs below which show the annual truck 
volumes at the Pacific Highway, Sumas/Huntingdon and Lynden/Aldergrove border 
crossings between 1996 and 2006. 
 

Annual Truck Volumes - Southbound 

 
              Source: U.S. Customs & Border Protection 
 

Annual Truck Volumes - Northbound 

 
             Source: U.S. Customs & Border Protection 

 
Summary of Truck Observations - Based on the data presented above it would 
appear that the eastern border crossings are becoming more important not only for 
passenger vehicles, but also for goods movement. There are a number of factors to 
consider here including population growth, location of new industry, general traffic 
conditions, improvements at particular crossings and exchange rates. However, it is 
apparent that their importance is increasing. 
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4.1.6 Local Traffic 
Because the entire FVRD road system is to some extent a transportation corridor, rather 
than a network, there is considerable ‘local’ traffic on Highway #1. Often this traffic is 
making relatively short distance trips such as traveling from one-side of Abbotsford to 
the other and mixing with longer intra and extra-provincial traffic. 
 
While this might not be a problem under some circumstances, with the poor provision of 
a few interchanges along the route, it can result in some significant local 'hotspots’ of 
congestion, where local vehicles are moving on and off the highway, mixing with longer-
distance traffic. 
 

4.1.7 Freight Rail in the Valley 
As noted earlier there are two principal East-West rail lines, the Canadian National 
Railway (CN) and the Canadian Pacific Railway (CP) lines in the Lower Mainland and 
both have growing rail traffic, much of this is driven by growing trade with Asia. The 
expansion of Deltaport to accommodate more containers, etc. is forecast to result in an 
increase in the number of trains in this corridor from 18 per day, to 21 by 2011 
increasing to 35 by 2031. On average this represents one train approximately every 40 
minutes. 
 
Grade Crossings - There are a substantial number of grade crossings in the Fraser 
Valley all the way to the Port of Vancouver, Deltaport. Currently there are over 70 
crossings along on the Roberts Bank Rail Corridor from the Mission Railway Bridge to 
Deltaport. 
 
Each of these crossings presents a hazard and the risks associated with each will 
increase as rail freight grows. The increase in the number of trains, and potentially 
longer trains, will result in mounting conflicts with traffic at many of these crossings. 
 
Another effect is an increase community severance due to crossings being blocked 
more frequently throughout the day. In addition, there will be an increase in noise from 
both the trains themselves as well as the requirement to blow whistles at grade 
crossings. 
 
Recently a joint study was funded by the Government Canada, the Government of 
British Columbia, TransLink, Vancouver Port Authority, Delta, Surrey, Langley City, 
Langley Township, CN, BC Railway Company and Burlington Northern Santa Fe 
Railway Company. The consultants examined a number of the most critical rail 
crossings and identified nine crossings to be grade separated at an estimated cost of 
around $300 million: 
 

� 41B Street (Delta) 
� 80th Street (Delta) 
� 152nd Street (Surrey) 
� 168th Street (Surrey) 
� 192nd Street (Surrey) 

� 54th Avenue (Surrey) 
� 196th Street (Surrey/Langley) 
� 64th Avenue (Mufford/Langley) 
� 232nd Street (Langley) 
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Need for ongoing Program - As the volume of traffic grows it will be necessary to both 
monitor the various impacts of growing rail movements on valley communities and, if 
and when necessary, identify priorities for grade separations to be implemented in the 
next few decades. 
 
Rail and Climate Change – All levels of government in Canada are adopting 
greenhouse gas reduction plans. If these plans are implemented some of the largest 
impacts will be directed at transportation. This may cause a shift in road to rail freight 
due to lower energy consumption and reduced emission of greenhouses gases. The 
reasons for these advantages are based, in part, because railways have the following 
characteristics: 
 

� The rigidity of a steel wheel on steel rail results in a low rolling resistance as 
compared to rubber-tired vehicles; 

 

� Railways have relatively flat roadbeds which greatly reduce grades that have to 
be climbed (railroad grade changes are minimized, and to some degree energy 
expended to lift a train vertically can be recaptured as the train descends a 
grade), and 

 

� While not the case as yet in BC, rail is currently the only freight transportation 
mode capable of large scale utilization of electric power for propulsion as a 
‘tethered’ system (i.e. lending itself to a physical connection to sources of 
electricity). 

 
 
4.1.8 Investment Priorities 
It is clear from the material presented in this section that any vision will need to deal 
with local, regional, inter-regional, national, and international freight movements. These 
are further compounded by the growing amount of trucking and trans-border issues. 
The challenges presented by geography and the linear nature of the region are well 
recognized, and an assessment of the possible road investments was recently 
presented in the FVRD’s 2004 RGS6. 
 
As shown in the two tables below, there were two levels of priority identified in the RGS. 
To a large degree these reflect the several bottlenecks along the route which need to be 
addressed to increase the functionality and reliability of the road. For example there is a 
need for improvements to several interchanges along Highway #1 such as better 
access to the Abbotsford International Airport. 
 
There are also more subtle challenges that have arisen due to the increasing volume of 
trucks. This is particularly evident on some of the long hills along Highway #1, where 
without additional climbing lanes for trucks, the trucks themselves become moving 
bottlenecks. 
 

                                                 
6 Most of these challenges were originally identified in the 2000 Long Range Transportation Strategy for the FVRD and largely 
subsumed into the Transportation Growth Management Goal. 



 

23 

 

 
RGS: Regional Transportation Improvement Priorities 

(Not presented in any particular order) 
 

First Priorities 
1. Lougheed Highway safety concerns and 

issues related to future access to the 
urban reserve 

2. Highway #1 Mt. Lehman interchange 
(Abbotsford Airport) 

3. Highway #11 from Mission to US border 
4. Highway #1 - Vedder/Evans interchange 

and flyover projects 
5. Old Hope-Princeton way revitalization 

project 

Medium to Long-Term Priorities 
1. Fraser Highway from new Mt. Lehman 

interchange to Aldergrove 
2. Lougheed Highway 
3. Highway #1 - "hill climbing" west of 

Abbotsford 
4. Mt. Lehman road from new interchange 

south to Huntington Road 
5. Vye/Huntington roads from Whatcom 

Road to Township of Langley border 
6. Clearbrook Road interchange  
7. Lougheed corridor 
8. Highway #7 Mission bypass 
9. McCallum Road interchange  
10. Highway #11, Beck bypass to McClure 

Road 
11. Sumas Way interchange 

12. Whatcom Road interchange 
13. Whatcom Road from Highway #1 to Vye 

Road 
14. Sumas Mountain Road diversion Highway 

#1 access to Cultus Lake 
15. Lickmann Road interchange 
16. Highway #7 - Mt. Woodside 
17. Highway #1 access to Chilliwack’s urban 

reserve 
18. Access to Harrison Hot Springs  
19. Hot Springs Road 
20. Miami River culvert 
21. Agassiz-Rosedale Bridge 
22. Highway #9 connector between Highway 

#1 and Highway #7 
23. King Road extension 

 
 
The majority of the first priority improvements have either been completed (Mt. Lehman 
Interchange, Highway #11 from Mission to Abbotsford) or are in the design stage 
(Vedder/Evans interchange). In addition, several medium to long-term priorities such as 
the Whatcom Road interchange are finished. As the first improvement priorities are 
completed, local governments will work together to re-identify new priorities. 
 
With respect to Provincial roads, Highway #1 in particular serves a local, regional, 
provincial and national role. General traffic is growing as is the movement of goods. The 
Province’s Gateway Project, which will twin the Port Mann Bridge and widen Highway 
#1 well into Langley, will for a time address many of the challenges on the road system 
west of Langley’s eastern border, but local challenges remain in many areas. 
 
4.1.9 Synthesis 
 

It appears that the priorities identified in the FVRD report are largely valid today. 
Moreover given the role of this vital link for freight movement to and from the Pacific 
Gateway comprehensive approach is needed of tactical local improvements.  
 
These will have the effect both of speeding up travel and perhaps more importantly 
make travel times more predictable. A multi-year approach will be needed, and 
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recognizing that any strategy to 2040 will need to be updated regularly priorities can be 
set periodically using criteria such as: 
 

� Improving travel times; 
 

� Reducing conflicts between local and long-distance traffic; 
 

� Assisting in the vital movement of goods; 
 

� Capitalizing on the economic potential of Abbotsford International Airport; 
 

� Increasing safety  for road users and pedestrians; 
 

� Reducing impacts on communities; 
 

� Addressing the need for road/rail grade separations; 
 

� Reducing any vehicle emissions that may be higher than they otherwise might 
be due to congestion, and 

 

� Allowing provision to allocate road space according to the type of vehicle (e.g. 
transit, carpools, and goods). 

 
In reflecting on the projects identified in other work, it appears that the following are 
among the highest priorities7: 
 

� Improved access to the Abbotsford International Airport including both access 
road(s) and the Clearbrook Road interchange on Highway #1 

 

� Widening Highway #7 (continuing program) 
 

� Providing ‘hill climber’ lanes for trucks on Highway #1 (e.g. west of Abbotsford) 
 

� A program of rail grade crossing improvements 
 

What is also clear is that the communities along the corridor, the FVRD and the 

Province should perhaps consider engaging in a joint process to determine how 

priorities can be established, their relative timing and how they may be financed. As was 

the case when TransLink was being formed, this may require exploring and developing 

alternative arrangements to coordinate roads, ensure appropriate funding and promote 

self-reliance of the valley communities and the FVRD, all of which must start from a 

                                                 
7 The 2000 Long Range Transportation Strategy for the FVRD identified the following as priorities: 
• Highway #11 from Mission to the US border following corridor studies currently underway; 
• Construction of flyovers/underpasses across Highway #1 in Abbotsford and Chilliwack ; 
• Highway #1 "hill climbing" lanes for slow vehicles on westbound sections of the Trans-Canada Highway on the west side of 

Abbotsford; 
• Access to south of Chilliwack and Cultus Lake from Highway #1; 
• Highway #1 Mount Lehman interchange, (a) for better access to Abbotsford Airport and (b)  to address safety problems due to 

proximity of signal, short ramps and narrow overpasses; 
• Highway #1 Clearbrook interchange, where there are safety and congestion concerns; 
• Highway #7 Mission bypass, and 
• 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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collective sense of inter-dependence. In turn, this may well require the province making 

better financial instruments available to the FVRD and its member communities. This 

latter consideration is also relevant to following the section on transit and how it may be 

developed. 

4.2 Transit8 

 
4.2.1 Transit Service Levels in the FVRD 
As alluded to earlier in this paper, both the provision of transit and transit ridership in the 
FVRD is extremely limited relative to Metro Vancouver and most other parts of BC and 
many urbanized areas of Canada. 
 
For example according to the 2001 Census, the transit mode share for work trips was 
as follows 1.6% for the Central Fraser Valley (CFV) Transit System (Abbotsford and 
Mission) and 1.1% in Chilliwack. Both of these figures are less than peer systems in BC 
and elsewhere in Canada. This is clear from the two tables below which show both the 
Central Fraser Valley and Chilliwack/Agassiz-Harrison Transit Systems relative to their 
peer groups in BC, as well as in comparison to similarly sized communities in Canada 
using data from the Canadian Urban Transit Association. (The data shown is for 
Conventional Transit only). 
 

Benchmarks for Central Fraser Valley Transit System (Abbotsford and Mission) 

 

Service Revenue Revenue Passengers Passengers Rev hrs 

Population Hours Passengers Per Hour per capita per capita 

Central Fraser Valley (CFV) 
 MS Tier 1 total 

115,100 68,909 1,608,200 23.3 14.0 0.60 

470,000 497,473 14,080,200 28.3 30.0 1.06 

Benchmark System Average 113,075 136,563 4,105,513 30.1 36.3 1.21 

CUTA Pop. Group 3 Average 88,332 81,806 2,274,435 26.0 26.5 1.10 
Source: BC Transit 

 
Benchmarks for Chilliwack/Agassiz-Harrison Transit System 

 

Service Revenue Revenue Passengers Passengers Rev hrs 

Population Hours Passengers Per Hour per capita per capita 

Chilliwack  
MS Tier 2 Total 

47,100 17,346 385,700 22.2 8.2 0.37 

239,500 119,419 2,600,000 21.8 10.9 0.50 

Benchmark System Average 31,100 29,367 859,067 29.3 27.6 0.94 

CUTA Pop. Group 4 Average 28,983 15,777 391,915 20.9 13.5 0.65 
Source: BC Transit 

 

The brief descriptions below summarize the limited nature of the services in three of the 
Valley communities. In essence the provision of service is at such low levels it is of very 
limited utility to residents who have any other choice9. 

                                                 
8 The preparation of this section was substantially made possible with extensive cooperation and assistance of BC Transit staff in 
particular, as well as TransLink staff. 
9 The poor nature of transit has been documented for some time. The 2000 Long Range Transportation Strategy noted “Despite 
rapid growth of service provided in the last 10-12 years ... compared to similar communities in B.C., Fraser Valley communities rank 
quite low in terms of the intensity of conventional transit service … when measured by the per-capita quantity of transit offered, the 
FVRD's communities rank 10th and 11th out of 12.” 
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With the exception of one or two routes in the CFV system, services operate at best 
every 30 or 60 minutes, some provide only a handful of trips per day and very limited 
hours of service as discussed below. 

i. Local Service 
CFV (Abbotsford/Mission) 

� 30 minute service on major routes between 6 am and 6 pm on weekdays and 8 
am to 6 pm on Saturday; 

 

� 60 minute service evenings between 6 pm and 10 pm and on Sundays between 
10 am and 6 pm, and 

 

� Abbotsford’s GoLines provide 10-minute service frequency along the South 
Fraser Way corridor between Downtown Abbotsford and the Civic Centre. 

Chilliwack 
� 60 minute service from 7 am to 6 pm Monday to Friday, 9 am to 6 pm on 

Saturday, and 
 

� 60 minute summer evening service to 9 pm Thursday to Saturday/Sunday 
service. 

Agassiz-Harrison 
� Some local service in Harrison Hot Springs and Agassiz, with 5 trips per day, 

Monday to Saturday. 
 
ii. Inter-municipal Service 

� 30-minute service frequency between Abbotsford and Mission, and 
 

� 5 trips per day between Chilliwack and Agassiz-Harrison. 
 

iii. Inter-regional Service 
� Connections to the West Coast Express in Mission, and 

 

� 7 trips per day between Abbotsford and Aldergrove. 
 

4.2.2 Transit Markets 
The tables shown earlier of ‘benchmarks’ highlight that  typically both systems are 
typically at 33-50% of the transit usage in many other systems in BC or across 
Canada10. Given the growing interest in increasing transit use to reduce greenhouse 
gases, the very low market share and minimal ridership presents a challenge. 

 It may not be too strong to state that in essence, the systems in place today are of use 
primarily to those who have no other choice. Not surprisingly, the low levels of transit 
supply greatly limit its utility to users who have other choices.  

BC Transit staff estimate that the prime markets for transit in these areas is as follows: 

 

                                                 
10 Source: Canadian Urban Transit Association 
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 Central Fraser Valley Chilliwack 

High School Students 36% 41% 

Post Secondary Students 15-20% <15% 

Adult Commuters 20-25% 20-25% 

Seniors and BC Bus Pass Holders 20-25% 20-25% 

Seniors and Persons with Disabilities Custom Transit Custom Transit 

 
As shown above, high school students account for an estimated 36% of riders in the 
CFV communities of Mission and Abbotsford and 41% in Chilliwack.  BC Transit has 
worked with school districts in both locations, and significant discounted semester 
passes are offered. Post secondary students are estimated to account for 15-20% of 
riders in CFV, less in Chilliwack. Again, deeply discounted semester passes are offered, 
but there is no transit service offered between campuses. 
 
Full fare adult commuters are estimated to account for 20-25% of riders in CFV and 
Chilliwack with the holders of Provincial Seniors & BC Bus Passes making up a similar 
20-25% of riders in both locations, with seniors being more important in Chilliwack than 
in CFV. For the Custom Transit services both seniors and persons with disabilities are 
the main markets for these services. 
 

4.2.3 Trip Distribution and Market Potential  
While it is still a relatively small percentage, a significant number of Abbotsford and 
Mission residents commute into Metro Vancouver as shown in the tables below from the 
2001 Census data. There is also significant commuting between Abbotsford and 
Mission (especially Mission to Abbotsford).  Chilliwack is perhaps somewhat more self-
contained than the other municipalities, although there is still some commuting to 
Abbotsford and a smaller amount to Metro Vancouver.   

The patterns also serve to highlight the impact of West Coast Express (WCE) on 
Mission, with a full 41% of individuals travelling to Metro Vancouver. WCE also probably 
influences Abbotsford to a significant degree. 

Place of Residence / Place of Work (2001 Census) 
Work 

Residence 
Abbotsford Mission Chilliwack 

Metro 
Vancouver 

Total 

Abbotsford 25,370 1,810 1,020 13,060 41,520 
Mission 2,330 3,810 115 4,400 10,780 
Chilliwack 2,820 215 14,475 2,415 21,065 

 
Percent Distribution 

Work 
Residence 

Abbotsford Mission Chilliwack 
Metro 

Vancouver 
Total 

Abbotsford 61% 4% 2% 31% 100% 
Mission 22% 35% 1% 41% 100% 
Chilliwack 13% 1% 69% 11% 100% 

Source: Statistics Canada 
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To a significant degree the potential for transit use in the FVRD is considerable. 
However it will depend on a range of factors including population, urban form, 
environmental concerns, energy availability and price 
 
4.2.4 Potential Scale of Transit Improvements 
Given the very low levels of ridership and market penetration there is considerable 
potential to grow ridership, however it should not be assumed that there is a need for 
‘rail based’ system like West Coast Express, a return of the ‘Interurban Line’ or any form 
of a light rail system. As shown in the table below, forms of Bus-based transit such as 
bus rapid transit (BRT) has more than sufficient capacity to accommodate any 
conceivable level of rush-hour demand from the FVRD into Metro Vancouver and 
between FVRD communities. 
 

Mode

Peak-Hour Capacity 

(Peak Direction 

Passengers per 

Hour)

Highest 

Observed in US 

or Canada

Commuter Rail  2,000 -  20,000 20,000

Heavy Rail Transit  13,000 -  41,000 50,000

Light Rail Transit (Exclusive ROW)  7,000 - 18,000 10,000

Light Rail Transit (On-Street ROW)  3,000 - 14,000 5,000

BRT/Bus lanes  2,000 - 10,000 11,100

Bus: Mixed Traffic  1,000 -  3,000 3,000  
         Source: US Transit Cooperative Research Program (TCRP) - Transit Capacity Manual 

 
It is fully acknowledged that there is some sentiment, to have expanded rail service into 
the Valley from Metro Vancouver, perhaps using the old ‘Interurban Line’. However the 
dispassionate reality is that ridership levels are, and would, for next several decades, 
almost certainly be too low relative to the conceivable cost of any service that would be 
of utility. Moreover the currently dispersed settlement and destination patterns of FVRD 
residents as well as retail, medical, educational, recreational and employment locations 
would preclude a rail system from being a viable choice for most residents. 
 
Rail systems work well in a ‘many to one’ or ‘many to few’ type of travel pattern. An 
example of this is the West Coast Express which carries the overwhelming majority of 
its passengers to downtown Vancouver. The travel patterns, both current and projected 
for the FVRD are not like this. In addition, as illustrated above, any conceivable volumes 
are such that demand may easily and more flexibly be met by rubber-tired systems. 
 
A final consideration is that the policy for the FVRD is to try to develop more ‘complete’ 
communities that have a better balance of jobs and workers in each community. To 
some degree the construction of fast, high capacity systems into the Fraser Valley 
would work against this objective. 
 
4.2.5 Priorities for Transit 
The following is a summary of considerations and actions to be considered in the 
phased ramping up of transit services in the Region assuming a near doubling of the 
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FVRD population to about 500,000 in 30 years.  The following are11 seen as the key 
potential markets to increase the use of transit: 
 
Post-secondary students – the introduction of U-Pass at the University College of the 
Fraser Valley (UCFV), initially in Abbotsford and later in Chilliwack, would result in large 
increase in transit demand from this market. However it would not result in a significant 
increased in revenue and would probably eventually require links both within the region 
and to and from Metro Vancouver. 
 
Adult Commuters – The traditional factors such as population and economic growth 
will drive increases in employment and commuting. In addition the transit demands will 
be influenced by the nature of services (e.g. BRT across a widened Port Mann 
combined with a tolled crossing) as well as broader, as-yet-to-be-defined actions on 
reducing GHGs. 
 
Seniors – the aging of the population will result in a significant increase in seniors.  In 
30 years, baby boomers will be between 70 and 90 years old.  While they will probably 
be more active than today’s seniors, by the time they reach this age band, they will 
likely be driving increased demand for accessible and custom transit service. 
 
In summary these factors are likely to drive the need for service expansion in three core 
services: 
 

1. Inter-regional Services (including links to Metro Vancouver) 
 

2. Links between Communities in the FVRD 
 

3. Local  services within each Community 
 
Each of the potential target service levels is discussed below. It should be noted that 
these represent service levels to be aimed for within the next decade. 

1. Inter-Regional Service 

a. Bus rapid transit service along Highway 1 from Abbotsford and to Metro 
Vancouver. This would have the following features: 

 

i. A high quality service to Abbotsford with primary transfer point at the 
200th Street transit exchange. 

ii. Dedicated bus/high occupancy vehicle (HOV) lanes between 
approximately 200th Street in Langley and Government Street (Burnaby) 
with a direct connection to Lougheed Town Centre and Simon Fraser 
University. 

iii. A Bus/HOV interchange at approximately 200th Street including a 
minimum 1,000 car Park ‘N’ Ride. 

iv. Integrated into TransLink’s South of Fraser Area (SoFA) transit plan. 
v. Service would need to be at an initial service at 10 minute headway. 

 

                                                 
11 Based extensively on comments/material from BC Transit 
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b. Better direct bus service between Abbotsford and Surrey/Langley: 
 

i. Highway 1 is the only viable high capacity East-West route but a parallel 
route is desirable for more ‘local’ trips as well as giving the system 
redundancy. 

ii. 16th Avenue might be a viable option from Highway 99 to Highway 11. 
iii. Needs to be a practical and reliable border crossing information system to 

help balance load. 
 

c. Additional bus service more local in nature but crossing the regional boundary 
connecting Abbotsford with Langley and Mission with Maple Ridge. 
 

d. Some form of direct connection to Abbotsford International Airport dependent on 
interchange and road improvements. 

 

2. Links between Communities in the FVRD 
While more detailed work would be needed to further define the services, the 
following service concepts have been identified: 

a. Bus rapid transit service between Abbotsford and Mission. 
 

b. 15-minute peak period, 30-minute midday, and 60-minute evening service 
frequency between Chilliwack and Abbotsford. 
 

c. 30-minute peak period and 60-minute midday service frequency between 
Chilliwack, Agassiz, Harrison, and extended to Hope. 

 

3. Local Transit Services within each Community 
Ideally the nature of these services would lead to a review of both Official 
Community Plan’s and the RGS so that on strategic transit corridors in each 
community, there is a level of service such that it can be seen almost as 
infrastructure. In turn this would lead to greater densification along such a network 
so that a virtuous cycle could be established. 

a. Central Fraser Valley: 
 

i. Hours of service should be at least 4-5 times the current level. 
ii. With the population doubling service hours per capita will more than 

double, however given the current low levels of transit ridership, there 
would not be any significant capacity challenges. 

iii. The local transit mode could at least triple from the current 1 to 2% to 
around +5%12. 

iv. 10-15 minute service peak period frequencies on major routes. 
v. 15-30 minute midday service frequencies on major routes. 
vi. 30 minute evening service. 
vii. BRT service from UCFV to downtown Abbotsford to the Civic Centre with 

service every 5-10 minutes. 
viii. Increased service coverage in newly developing neighbourhoods. 

 

                                                 
12 Could be higher depending on the nature of any Transportation Demand Management measure implemented, energy prices, etc. 
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b. Chilliwack: 
 

i. Hours of service should be 6-7 times the current level. 
ii. Population served will triple in partly due to an increase in service 

coverage and hours per capita will more than double to roughly 1.0. 
iii. Transit mode share will increase from 1% currently to 3-6%. 
iv. 15-minute peak period service frequency on major routes. 
v. 30-minute midday service frequencies on major routes. 
vi. 30-60 minute evening service. 
vii. Increased service coverage in existing and newly developing areas. 

 

c. Agassiz and Harrison Hot Springs: 
 

i. 30-minute peak period and 60-minute midday local service frequency. 
ii. Increased service coverage in existing and newly developing areas. 

 

d. Hope: 
i. Introduction of local service with 30-minute peak and 60-minute midday 

service frequency. 
 
4.2.6 Service and Tariff Integration 
There is considerable potential to increase the utility of the suite of services through 
integration of some features of a valley system with those of TransLink in Metro 
Vancouver. This does not mean being operated by TransLink, but coordinating services, 
connections between services, information and fares would increase the utility of the 
services to all residents with the following results: 

� Travel between local, inter-municipal and inter-regional service will be seamless, 
with fully integrated schedules and shared transit exchanges; 

 

� Passenger information will be fully integrated through a region-wide intelligent 
transportation system platform, and 

 

� The tariff will also be seamless, perhaps with a region-wide smart card (or 
whatever digital devices prevail in the future) that can be used for all 
transportation services in southwest BC. 

 
4.2.7 Institutional Considerations 
In order to facilitate the expansion of transit to the levels that would be of some utility to 
residents will also require the exploration of institutional and funding issues. Today, the 
provision of service is the result of bi-lateral discussions between each municipality and 
BC Transit. The amount of service to be operated is determined by each municipality's 
particular priorities, availability of funds, and competing demands. 
 
If there is to be a regional network some of the issues that will need to be addressed to 
achieve such a vision will be: 
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� Developing Real or Virtual Governance13 Arrangements – there will be a 
need for formal relationships to guarantee that a ‘regional’ perspective is taken 
both to the funding of transit service as well as the provision of that service. This 
could be achieved through changes to existing agencies to create a new entity 
for the FVRD services or through the development of formal binding 
agreements. 

 

� Stable, Secure and Predictable Funding – Transit is expensive and takes time 
to develop. The current arrangements of funding transit on an ad-hoc basis 
according to local abilities to fund from property taxes alone are not able to allow 
a system to be developed and funded on a consistent basis. New locally 
generated and preferably transportation-related funding will be needed. 
Preferably such sources would send price-signals to the transportation 
marketplace to produce incentives to produce the right transportation, 
community building and environmental outcomes. 

                                                 
13

 The use of the word ‘Governance’ here does not refer to a corporate structure, rather it refers to issues like 

mandate, scope of services, etc.  
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4.3 Walking and Cycling 

 

4.3.1 Introduction 
As noted earlier, travel patterns in the Valley communities are relatively self-contained, 
particularly when compared to municipalities within Metro Vancouver. In addition, the 
communities in the FVRD are relatively compact, although they may have somewhat 
low density overall. Many parts of these communities are also quite flat, making walking 
and cycling easier. 
 
As a result, the communities have considerable potential to increase walking and 
cycling. In essence, the Fraser Valley communities, because of their relatively small 
size have a distinct advantage in becoming more pedestrian and bike friendly. They 
also have the advantage of not yet being bedroom communities where everyone leaves 
for employment elsewhere. 
 
4.3.2 Non-Motorized Travel and Community Design 
Walking and biking are the oldest forms of transportation but much of the way 
communities have developed does not lend themselves to these modes. 
 
For example, sometimes retail stores are in remote, industrial-scale shopping centres, 
that are neither close to many residents nor pleasant to walk or cycle to, or even wait 
near to for a bus. The vision will require each municipality think about non-motorized 
travel not as something recreational, but as mainstream transport that has zero impact 
on the environment and to adjust their community plans accordingly. 
 
4.3.3 Part of the Key to Increased Transit Use 
These modes are also complimentary to transit. Most transit trips start as pedestrian 
journeys and also finish as pedestrian journeys. This means that even if transit service 
is intensified, the full benefits cannot be captured unless the ‘land-side’ of the transit trip 
is also addressed. This requires sidewalks, places that fell safe – even interesting. It 
requires the provision of transit shelters and pedestrian crossings. 
 
Cycling can also be complimentary to transit, especially in relatively low-density 
communities. This is because while pedestrians will typically walk perhaps 500 meters 
or so from a bus stop, a bicycle extends this range effortlessly to several kilometers or 
more and greatly increases the potential catchment area for the transit system. 
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4.4 Aviation - Abbotsford International Airport (YXX) 

 
4.4.1 Description 
Abbotsford International Airport (YXX) has a triangular runway configuration and is able 
to handle a large range aircraft due to the length of its runways. All three runways were 
originally constructed with a length of approximately 5,000 ft.  Runway 07-25 was 
extended to 9,600 ft in 2005, as shown at the bottom of the illustration below. 
 

 
              Source: Mapquest 

 
As a result of the National Airports Policy, the City of Abbotsford took over the operation 
of the airport and lands from Transport Canada in 1997. Since the first scheduled 
Boeing 737 service, operated by West Jet Airlines, services from the airport have 
grown, and now extend far beyond the original Abbotsford – Calgary – Edmonton 
triangle. 
 
4.4.2 Groundside Access 
Access to the airport is by a road system that is maintained by the City of Abbotsford. 
The main access is currently from Mount Lehman Road with a secondary access off 
Huntington Road, which connects to Clearbrook Road for access to Highway #1. Mount 
Lehman Road connects to directly Highway #1 at the recently upgraded Mount Lehman 
interchange. Both of these access roads are two lanes wide. Because of the roads 
limited capacity, access to the airport via either of these two roads is often problematic, 
especially during peak periods when there is congestion. 
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4.4.3 YXX Catchment Area 
YXX’s location, close to the rapidly growing parts of Metro Vancouver and the FVRD, 
place it in an advantageous position for many trips relative to Vancouver International 
Airport (YVR). In addition the strengths of the Airport have allowed Abbotsford to gain 
3.6% of the total origin-destination (O/D) passenger traffic in the Vancouver-Fraser 
Valley area, and 6.6% of the O/D domestic traffic14. A comparison of the airport fees, 
other than car parking, indicated that the fees are over twice as high at YVR and the 
savings could amount to $13 to $20 per passenger compared to YXX. 
 
4.4.4 Forecast Travel 
The share of the travel market15 that can be captured by YXX depends on several 
factors including: 
 
i. Travel Time to the Airport - 

which includes the location of 
population, employment, and 
road and transit system 
available. 

 
ii. Air Services at the Airport – 

markets served, frequencies, 
schedules, carriers, aircraft, 
airfares, etc. 

 
iii. Airport Characteristics – 

car parking costs, processing 
times, delays, walking 
distances, US pre-clearance 
facilities. The table beside 
shows the access time 
advantages of YXX relative to 
YVR. 

 
            
 
                          
Source: Abbotsford Airport International Master Plan, Sypher, May 2006 

 
Using this information as well as other factors including known changes to other parts of 
the transportation system (e.g. Golden Ears Bridge), Sypher, the consultants for the 
Master Plan, prepared a range of forecasts from low to high: 
 

                                                 
14

 Abbotsford International Airport Master Plan (Draft Report) May 2006. 
15 The current lack of customs preclearance with the US limits the ability to grow some markets. However this is offset but its 
proximity to some other markets. 
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� Low Scenario – Under this scenario traffic grows at a rate consistent with the 
forecast growth in population (where growth is much stronger in the areas where 
travel times are shorter to YXX) and increasing road congestion, particularly in 
the inner city areas. 

 

� Medium Scenario –the 
same as the low scenario, 
but with a partial 
allowance for the greater 
attractiveness of YXX as 
the number of flights 
available increases. 

 
� High Scenario – same as 

the low scenario, but with 
a full allowance for the 
greater attractiveness of 
YXX as the number of 
flights available increases.      

                                                                                      Source: Abbotsford Airport International Master Plan, Sypher, May 2006 
 
The various growth scenarios described above are shown in graphic form below: 
 

 
            Source: Abbotsford Airport International Master Plan, Sypher, May 2006 

 
4.4.5 Airport-related Development 
As noted earlier, YXX has growing use by domestic passengers, has prospects for 
increased tourism destination domestic and international passengers, supports air-
related activities (e.g. Conair Aviation16) and has substantial use for general aviation 
(private aircraft). 
 
These factors are supported by the noted need in the FVRD’s RGS to protect and 
provide superior access to future industrial and business park lands and the Abbotsford 
Airport. This is important because of the strategic advantages that YXX may have with 

                                                 
16 To give an idea of scale, the Conair facility at Abbotsford Airport is capable of holding eight Boeing 737 aircraft at one time. 
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respect to airport-related development. Activities that could potentially be attracted or 
expanded include promoting high value freight and tourism, encouraging targeted 
industry clusters and logistic centres, ensuring reliable and predictable ground-side 
access and addressing negative community and environmental effects. There is also 
the opportunity to take advantage of BC’s links to US destinations, as well as 
capitalizing on BC’s proximity and cultural links with Asia. 
 
4.4.6 Implications for YXX Access 
As discussed earlier YXX has significant potential with its location to the fastest growing 
part of Metro Vancouver and the Fraser Valley, cost advantages over YVR and a clear 
public appetite for low-cost carriers. Such carriers may often operate out of non-hub 
airports or secondary airports17 in metropolitan markets. In addition, it has significant 
potential for airport-related development. Nonetheless, the access to the airport is major 
challenge.  
 
With past studies estimating passenger traffic levels to reach 1.0-2.6 million annual 
enplaned/deplaned passengers by 2025, there will be significantly increased demand 
on the groundside access, including the system of access roads. In addition, other 
vehicular traffic, such as employees, cargo, and deliveries, which require better access 
to the airport, will increase to support the additional passenger traffic.  The combination 
of these factors will increase the demand on a road system that is already considered to 
be deficient at times. Previous studies have shown that there are two actions that need 
to be considered and provisions made so that options are not limited: 
 

1. The primary airport is currently from Mount Lehman Road, with a secondary 
access off Huntington Road. Huntington Road connects to Clearbrook Road for 
access to Highway #1.  Mount Lehman Road connects to Highway #1 at the 
Mount Lehman interchange.  Both of these are two-lane roadways and need to 
be improved. 

 

2. The Sypher study recommended a dedicated airport access road be pursued 
with an interchange link to Highway #1. 

 
If the passenger volumes reach the levels forecast for 2025, it is clear that such major 
improvements will be needed. Moreover a secondary benefit of such a growth would 
mean that significant numbers of passengers, who would otherwise be bound for YVR, 
will not need to traverse Metro Vancouver to reach YVR.  
 
The demand also highlights the need to introduce improved transit and other access, 
from the immediate community of Abbotsford, other FVRD communities and Metro 
Vancouver. In summary, having safe and reliable access roads to YXX will be critical to 
future success and potentially reducing pressure both on YVR and access to YVR. In 
addition, reducing vehicular traffic delays around the airport will reduce some of the 
social impact of the airport, and improve the relationship between the airport and the 
growing neighbouring communities. 

                                                 
17 This is demonstrated in Europe with the growth in flights by airlines such EasyJet, BMIBaby and Ryanair. 
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5 Travel in the FVRD and Greenhouse Gases 
 

5.1 Context 

An inevitable by-product of burning gasoline or natural gas is Carbon Dioxide (CO2) and 
there is lots of it – in fact, the amounts are almost too large to comprehend. It is 
reported for example that Canada, while having a relatively small population, has a 
GHG footprint roughly equivalent to 600 million people in India.  This further illustrates 
why it is important to start to wean the region off its heavy auto dependence. 
 

5.2 Illustration of Scale of CO2 Emissions 

Based on work undertaken by TransLink earlier in 200718, it is estimated that the 
vehicles in the FVRD produce approximately 700-750,000 tonnes of CO2 each year. 
This section of this paper illustrates the scale of those emissions. 
 
It is difficult to relate to something like a gas that cannot be seen, even if the average 
car produces more than its own weight of CO2 per year.  A few simple facts to help to 
relate to how big a space that much CO2 would take up at ground level: 
 

� 1 gram of CO2 = 556 ml (slightly less than the volume of a medium-size bottle of 
water) 

 

� 1 tonne CO2 = 556,000 liters or 556 cubic metres at ground level (roughly the 
volume of a 3 bedroom house) 

 
i. Number of times BC Place Stadium could be filled with CO2 each day 
 
 
According to the BC 
Place website 
Frequently Asked 
Question’s, the 
volume of the 
stadium is 
2,644,800 cubic 
metres. It would 
take about 4,757 
tonnes of CO2 to fill 
it only once. 
 
 
 

Source: http://www.lestwarog.com/bcplace/ 

                                                 
18 http://www.translink.bc.ca/files/board_files/meet_agenda_min/2007/03_05_07/4.6greenhouse.pdf 
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With FVRD vehicles generating an order-of 0magnitude estimate of three quarters of a 
million tonnes of CO2 annually, at one atmosphere pressure (the same as at ground 
level), the stadium could be filled approximately 150 times per year. This translates into 
around once every 2 days or so. 
 
ii. Number of times a Goodyear ‘Blimp’ Airship could be filled with CO2 each day 
 
The Goodyear Blimp is significantly smaller than BC Place Stadium, but nonetheless 
represents a large volume at 5,740 cubic metres. Using the order-of-magnitude figures 
above, it is estimated that the carbon dioxide produced by vehicles in the FVRD would 
fill around 200-240 Goodyear Blimps each day or about one every 6 minutes. 
 
 

 
          Source: http://www.goodyearblimp.com/ 

 
 

5.3 Synthesis 

The FVRD is a heavy emitter of GHGs and, given that motor vehicles are one of the 
greatest contributors to GHGs in the FVRD, greater attention will need to be paid to the 
nature of the transportation system, the scale and type of services provided and the 
types of infrastructure developed. There will have to be a stronger emphasis on full life-
cycle consideration of the GHG impacts of all factors. 
 
In addition, more attention will have to be paid to land use patterns, with greater density 
of both residences and businesses. In addition, programs will need to be implemented 
to encourage fewer trips and encourage commuters to use alternatives to private 
vehicles for some of those trips that are made. Only with such concerted and 
coordinated action will it be possible for the region to reverse, or even halt, the growth in 
greenhouse gas generation. 
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6 Institutional and Financial Considerations 

6.1 Background 

The institutional, and by extension, the financial context for transportation in the FVRD 
is complex. This has been alluded to earlier in several section of this background paper. 
For example there is the involvement of: 

� Federal Government - with respect to national interests such as the Trans-
Canada Highway, the federally-chartered railways, border crossings, and both 
marine and aviation modes. 

 

� Provincial Government - the province has direct responsibility for many of the 
highways and to a large degree controls, via BC Transit, the destiny of most of 
the transit systems in the FVRD. It also has the tools via growth management 
legislation and an emerging climate change agenda to tackle many of the issues. 

 

� Fraser Valley Regional District - the FVRD is the agency that produces the 
regional growth strategy and sponsored the Valtrans report. However it has no 
direct mandate in transportation other than the requirement to plan. 

 

� Municipalities - the communities in the FVRD each have direct responsibilities 
for roads in their jurisdiction and for those who have transit services also have a 
funding and approval relationship with BC Transit19. Abbotsford also has an 
interest in YXX as the owner. 

 

� TransLink - the regional transportation authority operates the West Coast 
Express and has a business relationship with Mission and has an impact on 
other FVRD residents who may choose to use WCE or other TransLink transit 
services. 

 

� Railways - they have a significant presence with both of them operating lines 
that span the length of the FVRD and bisect many of the municipalities. 

The above list is not comprehensive; rather it serves to highlight the complex nature of 
transportation governance in such a large area. Crafting a common vision amongst 
such diverse interests is a significant task, and this task is compounded by the varying 
financial instruments available to each. 

6.2 Institutional Factors 

In essence the factors considered in this background paper, collectively highlight the 
need for a clear shared vision for transportation in the region.  The areas that require 
the most immediate attention are: 

� Roads: there is a need for a program to address both the needs on the provincial 
system and local roads. As noted earlier in this paper, there is no ‘regional’ 
network of roads, as is the case with TransLink’s Major Road Network (MRN), 
and neither is there any regional source of funding. There is only each 
municipality’s property tax. Given that priorities vary across the region for 
municipal tax use, let alone any allocation of municipal tax to roads, the 

                                                 
19

 Mission also has a funding relationship with TransLink for the West Coast Express commuter trains. 
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prospects of crafting a ‘system’ given current financial instruments is very 
remote. 

 
� Transit: the levels of transit across the region are among the lowest in the 

province. In fact they are so low they are of limited utility to any resident who has 
an alternative. To improve the system will require extensive funding – far beyond 
what individual municipalities will be prepared to pay and to commit for on a long-
term basis. 
 
If the residents in the valley to have real and attractive travel choices, there will 
need to be increased funding and there will need to be a clear and consistent 
development plan to address local, regional and interregional transit needs as 
one coordinated system. 

6.3 Alternative Delivery Structures 

There are a range of options available to tackle these challenges including both ‘virtual’ 
governance and ‘real’ governance models. These represent the extremes of alternatives 
to the status quo which it would appear is incapable of addressing the issues facing the 
valley, or they would be undergoing change already. 
 
i. Virtual Governance 
 
 ‘Virtual’ governance20 would not necessarily involve substantial changes in 

responsibilities such as operation and funding of facilities and services. 
  
 Rather it would involve developing a formal agreement for agencies to manage 

defined components of the FVRD’s transportation system with a particular focus on 
transit and local (regional) roads. 

  
ii. ‘Real’ Governance 
 

‘Real’ governance options do not preclude including some of the above actions to 
improve co-ordination, but go beyond that to examine what the term ‘Real’ implies, 
e.g. changes to the status quo in terms of agency responsibilities for matters such as 
operation and access to funding sources. 
 
There are a host of sub-options within either option – for example activities could be 
confined to the provision of transit, or only regional and inter-regional transit. 

 

                                                 
 

20 Such models are common in the US with the federally mandated need to have a designated Metropolitan Planning 
Organization (MPO). However there is generally still one such central coordinating body that often acts as a ‘gatekeeper’ for 
Federal Funds. Without access to non-property-tax funds it is hard to see how such a model would work, especially with the 
complexity of a provincial agency delivering transit services at the local level. 
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6.4 Paying for Improved Transportation  

As stated earlier the prospects of tackling the challenges facing surface transportation 
are beyond the ability of individual municipalities to fund, let alone coordinate across the 
FVRD. 

As result it is an inescapable conclusion that the region will need access to new funding 
sources. In the short-term the most obvious source is fuel tax, although paradoxically in 
the long-term this is may be a very poor source, due to the imperative to reduce GHG’s 
from the combustion of fuel21. 

As noted from the outset, this paper does not set out a plan. Rather it attempts to 
present and review many of the main factors to be considered in developing a clear 
transportation vision for the valley. However it is useful to illustrate the scale of what 
might be achievable with access to fuel tax, dedicated to transportation. 

Because there is not a regional road system in the FVRD it is not possible even to 
hypothesize what might be achievable with illustrative levels of increased funding. 
However there are transit systems in place in many parts of the region and this fact can 
at least, provide an illustration of the potential of what might be achievable with access 
to fuel tax under current funding arrangements. While the exact revenue that could be 
generated by say 1 cent per litre of fuel tax cannot be estimated with precision, data for 
Metro Vancouver is known and that may be used as a proxy. 

Using Metro Vancouver as a model, one cent per litre in fuel tax in the valley, may be 
able to generate approximately $2.9 million per year. (This is based on TransLink’s fuel 
tax revenue and the relative vehicle registration data for the FVRD and Metro 
Vancouver. It is stressed that this is an illustrative estimate and any subsequent work 
should refine such estimates). 
 
In 2006 the total annual cost of FVRD services (excluding West Coast Express) is 
estimated at around $8.4 million gross for Conventional Services and $7.7 million after 
revenues. As a result, the net local share was around $2.35 million based on BC Transit 
data. This suggests that for a 1 cent increase in fuel tax, transit service could be 
doubled. If greater fuel tax increases were applied to say 3-5 cents per litre, the service 
could approach being quadrupled or quintupled, but this would take time to establish. 

                                                 
21 Increasing the notion of moving away from ‘pay-at-the-pump’ taxes to revenue sources such as road user charges is being 
considered. While the province and the FVRD  be far from any such approach, given the environmental benefits of user 
charges based on when, where and how much a vehicle is used, has considerable potential to both increase the efficiency of 
the system, address some of the environmental issues and provide a better source on funding. 
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7 Summary 
 

7.1 A region at a cross-roads 

The Fraser Valley is a special and cherished place with vibrant communities, a strong 
economy and a magnificently beautiful setting. Past plans have been made to try to 
ensure it remains that way. The foregoing material reviews much of what was 
documented in earlier work including the FVRD’s 2004 ‘Choices for Our Future’ 
Regional Growth Strategy and the 2000 Long Range Transportation Strategy for the 
Fraser Valley Region.  What is clear that while plans were prepared, in the realm of 
transportation, not as much as was planned has been implemented. In part this may be 
because those plans did not identify the methods by which funds could be raised and 
administered at the regional as well as at the local, community level. In addition the 
plans also did the fully address the institutional needs for turning plans into actions. 

In essence, the communities in the FVRD are at a cross roads – actions need to be 
taken to address the transportation situation or it will only get worse, and there is limited 
left in which to make and take decisive action. 

7.2 Growing congestion and a need for real travel choices 

Today the valley’s population and employment are both growing and set to double 
within 30 or so years. This is leading to slow, but inexorably growing traffic. While to 
some degree this can be viewed as a sign of economic success and growing prosperity, 
it needs to tackled both by offering people real alternatives to the private vehicle and 
selected improvements to the road systems.  

7.3 Expanding transit 

In terms of transit, the services that are offered are among the lowest in BC and among 
similar communities in Canada. Transit needs to be significantly improved at the local, 
regional and inter-regional level and it is not an overstatement that service probably 
needs to be increased by a factor of four or five. 

However the returns on transit expenditures will not yield optimum benefits unless the 
region’s communities densify considerably and create truly pedestrian and bicycle 
friendly communities. In doing so they would also make the community easier to live in 
for the growing number of seniors, all of whom will lose some degree of mobility as they 
reach advanced age. 

A further comment on transit is that while there is some appetite for expanded rail into 
the valley, the cold hard reality is that the levels of demand can easily be met, probably 
for many decades with rubber-tired solutions. Nonetheless steps should be taken to 
protect rail rights-of-way for future generations. 

7.4 Road investments 

Turning to roads, while there will like be no new freeways built, many selective 
improvements will be needed. These include improving Sections of Highway #7, spot 
improvements to Highway #1 such as truck lanes on the hill west of Abbotsford and 
better access to Abbotsford International Airport (YXX). 
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There will also need to be selective improvements made to rail crossings as the volume 
and the length of trains increase, partly driven by trade with Asia. 

A further consideration for roads is that there is no mechanism for defining and 
collectively funding those roads that fulfill a regional function, but are not designated 
provincial highways. 

7.5 Institutional considerations 

Today there do not appear to be the institutional vehicles to develop the plans that have 
been identified in the past yet elements of those plans will be critical to a future vision. 

For example how can transit service levels be increased across all valley communities 
and services provided between communities as well as fare and service connections 
developed with TransLink? Transit, (with the exception of  the arrangements between 
Abbotsford and Mission) is based on municipality-by-municipality agreements with BC 
Transit. 

There is no institutional arrangement for it to be otherwise. Yet without a broader 
approach, it is hard to envisage how there can be a ‘system’ for the valley where the 
whole can be more than the sum of the parts. 

7.6 Financing 

Financing is a substantial challenge and there can be little doubt that trying to achieve 
changes to the system will be difficult.  Moreover some investments, like transit may not 
yield immediate benefits. It will probably not be acceptable to have major increases in 
property taxes to fund transportation. In the short term, providing some access to either 
a share of existing fuel taxes or increases to fuel taxes in the FVRD, is perhaps the best 
option. This is similar to what happens in the area served by TransLink, but increases 
do not have to be the same as in Metro Vancouver. 
 
A shift to fuel taxes would also have some minor benefit in terms of some incentive to 
reduce fuel consumption. Moreover with valley residents burning enough fuel to 
produce around an estimated 750,000 tonnes per year, there is a need to reduce this 
environmental footprint. 
 

7.7 A time for action  

The Fraser Valley is a beautiful and very special place. And it has not yet reached a 
point where its communities can no longer move in a more sustainable direction. In fact 
there is still great hope, as well as real opportunity. The valley communities are 
relatively small and travel, despite some commuting to Metro Vancouver, is still largely 
local. The forecast population and employment growth can be used to enhance the 
communities to make them more sustainable. But without action on transportation as 
well as land use, the situation will slowly, but inevitably get worse. 
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Attachment A 

 
Demographic & Economic Projections and Employment Growth & Change: 

2003 to 2031 
 

Source: The FVRD: Population Growth and the Context for Managing Change, 
Urban Futures, January 2005. 
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Attachment B 

 
Commute Patterns for Daily Trips Originating from: 

Abbotsford, Mission and Chilliwack 
 

Source: 2004 Fraser Valley Trip Diary and Travel Characteristics, Greater 
Vancouver Transportation Authority, May 2006. 
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      Trip Originating form Abbotosford 

 
 
      Trip Originating form Mission 
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      Trip Originating form Chilliwack 
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Attachment C 

 
1999 Lower Mainland Truck Freight Study 

 
Source: Greater Vancouver Transportation Authority, 2000. 
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