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Background 
 
The historic problem with transportation decision-making in British Columbia is that it has 
been based on political motives, not actual studies and facts.  Large projects, such as new 
bridges, have been built, which are highly visible from miles away.  Politicians stood at 
ribbon cutting ceremonies basking in their accomplishments, before projects which might 
not actually solve the problems they were meant to. 
 
Unfortunately the difference between a decision made based on logic and analysis and 
one based on politics is money, usually a lot of money - our money. 
 
While we must recognize that roadway expansion will be a key part of any overall strategy 
for the management of transportation in the region, this element must be balanced with 
the needs of other transportation modes.  The larger picture of who the users of the 
transportation network are, and what their needs are, must be analyzed before any 
decisions are made in the expenditure of public dollars. 
 
In any transportation project, the regional governments must be key players, directing 
higher levels of government as to the regional governments’ long-term vision and which 
projects are a priority in their sustainable growth strategies.  The role of the provincial and 
federal governments should be that of a funding body, assisting the regional governments 
in achieving these goals.  Higher levels of government should not try to direct or override 
local decision making. 
 
Unfortunately, the general policy on any transportation infrastructure investment or 
upgrade over the last number of decades has been that of frugalness.  While money is 
saved in project costs, the completed project usually fell short of making a substantial 
difference in solving the problem and usually cost more money in the long run.  The best 
example in the Lower Mainland region would be the Lions Gate bridge upgrade - while 
considerable dollars were spent on the retrofit, very little was actually accomplished in 
easing the congestion of traffic crossing the Burrard Inlet. 
 
In this policy paper we will address specific goals and strategies needed to build a strong 
transportation network for the 21st Century drawing on ideas and lessons learned by 
urban centres around the globe. 
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Core Transportation Modes 
 
Rail 
 
In any expansion of port facilities and commerce involving the movement of goods to 
other parts of North America we must address our regional rail network.  The current 
aging network is inefficient and creates significant delays in the movement of goods, 
hurting the Port of Vancouver's continental competitiveness. 
 
Upon the completion of the Prince Rupert container port, a full 800 nautical miles closer to 
Asia than Vancouver is, containers can be unloaded and half way across Alberta to points 
east before a similar ship has reached Vancouver.  Although Vancouver is 250 track 
kilometers closer than Prince Rupert, without significant rail network upgrades, congestion 
on regional rail lines will nullify any competitive advantages. 
 
Specific goals and projects to better streamline the movement of goods in the region by 
rail, in some cases through radical rearrangements of port facilities, which in the long term 
will lead to better throughput of goods and the ability to manage more container traffic, will 
be addressed in this paper. 
 
Vehicle 
 
What must be fundamentally recognized in any upgrades to the road network is that a 
one-size-fits-all model will not work.  The routes and destinations for freight traffic differ 
significantly from that of passenger vehicle traffic.  This must be taken into account for any 
capital projects so as to best use public funds and achieve real results in easing 
congestion on our roads. 
 
It must also be acknowledged that no city has successfully built themselves out of 
congestion simply through road network upgrades. In some instances, over-reaching and 
pricey infrastructure projects will not be the appropriate course of action; more targeted 
and cost effective actions need to be taken instead. 
 
Marine 
 
The initial settlement of the Lower Mainland was initially determined by its geography.  
Specifically, the proximity to a number of large waterways made the movement of goods 
significantly easier.  However in recent decades these natural highways have not been 
used to full advantage.  We must again utilize these waterways more actively for both 
goods and passenger movement. 
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Transit 
 
Nowadays, the core of any public transit system must be a strong “rapid transit” network.  
The primary advantages of rapid transit are its ability to by-pass traffic which might 
otherwise hinder bus operation, and its higher capacity per train compared to bus.  
Unfortunately, the Greater Vancouver area has fallen behind in its rapid transit investment, 
compared to other world class cities of similar size, leading to limited coverage and 
overcrowded trains on the lines that do exist. 
 
A comprehensive bus network must be overlaid on any rapid transit network.  
Transporting passengers from the rapid transit network to surrounding neighbourhoods is 
the job of the public bus system.  It is also vitally important for long haul routes around the 
region where an investment in rapid transit would be prohibitively expensive or would not 
achieve the ridership levels to make it economically viable.  The region's rapid transit 
network and bus system must not be addressed as one or the other, but seen as an 
integrated system complementing each other. 
 
British Columbia is also in a unique position having access to abundant hydroelectric and 
renewable energy sources.  This gives the province an opportunity to showcase this 
resource through ecologically friendly bus technologies such as our trolley bus system.  
With the projected continual increase in the price of oil, an investment in expanding our 
trolley bus network makes strong economic sense.  It will also create a more livable region, 
allowing quieter, cleaner buses to traverse our neighbourhoods; less particulate matter in 
the air which means lowered chances of respiratory illness in our neighbourhoods, fewer 
"rumbling Diesels" passing through quiet residential streets. 
 
The provincial mandate from the mid-90s must also be renewed, requiring all new transit 
vehicles to be low floor.  With our aging population, a more accessible transit system 
makes sense.  It will better allow our seniors to remain mobile, and reduce costs on items 
such as homecare and specialized Handydart service.  Shorter life-cycle "community 
shuttles" should be phased out in favour of 25- or 30-foot, low-floor buses, giving a better 
return on large capital investments. Neighbourhoods would still be served by smaller 
vehicles, but by low-floor buses with better accessibility. 
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Public Transit 
 
Queue Jumpers 
 
An effective method to increase the speed of transit, implemented worldwide, is that of 
queue jumpers - lanes and traffic light configurations which allow transit vehicles to by-
pass natural constriction points in traffic. 
 
British Columbia transit authorities have made limited use of this method for increased 
transit effectiveness, and must examine where more could be effectively installed.  The 
capital cost is insignificant compared to other road building projects, and is easily paid for 
through increased operating efficiencies. 
 
One such location a queue jumping lane could assist public transit is the entrances to the 
Port Mann bridge.  Those who drive this route regularly know that, once traffic reaches the 
bridge deck itself, it flows very smoothly.  A queue jumper onto the bridge would allow the 
reintroduction of transit service on the bridge at minimal expense. 
 
Universal Accessibility - Reinstate the Provincial Mandate of low-
floor buses 
 
With an aging population, accessibility of our transit system will become an increasing 
concern.  Fortunately, with the introduction of low floor buses, our seniors no longer must 
face the plight of navigating up the steep stairs of buses - one reason the mandate for 
only low-floor buses in new orders was instituted in the 1990s. 
 
Unfortunately, with the introduction of the community shuttle program, this useful mandate 
was put aside.  Seniors who might otherwise have difficulty with stairs now must face 
potential public embarrassment in requesting the large lift be lowered at the rear of the 
vehicle, should the stairs pose too much of a challenge; delaying the bus while other 
passengers look on. 
 
For this reason, the community shuttle program should be phased out as their buses 
reach retirement age - which is a much shorter period of time than the lifespan of 
conventional buses.  For smaller routes, where a conventional 40-foot bus might not fit the 
neighbourhood, low-floor 25- or 30-foot buses should be ordered, which have a much 
longer lifespan for the capital cost involved, therefore saving transit authorities significant 
funds in the long term. 
 
Transit in British Columbia could then approach universal accessibility for resident with all 
levels of mobility. 
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Clean Fuel Sources 
 
With growing concerns about environmental and health consequences of continued fossil 
fuel use, important choices must be made with regard to the propulsion system for future 
bus orders.  In some cases cost can’t be measured only in direct capital cost, but the long 
term cost in other areas such as healthcare services must be factored in to the decision. 
 
A number of technologies are available, each with benefits and shortcomings, and in 
making this choice we must ensure scientific merits are used rather than political ones.  
For example, numerous studies have shown that compressed natural gas (CNG), while 
widely thought to be a cleaner alternative to Diesel, is in fact a dirtier and more expensive 
choice than modern “clean Diesel.” 
 
Due to abundant supplies of clean hydro-electric power in British Columbia, the primary 
energy source which should be considered for bus system growth in the Lower Mainland 
is the electric trolley bus.  Vancouver already boasts the second largest trolley bus 
network in North America, following only San Francisco, a fact Lower Mainland residents 
should be proud of.  We urge the expansion of this system of clean, quiet vehicles be 
undertaken by the regional transit authority.  The savings in healthcare costs and 
comparative savings due to projected continued fossil fuel price increases will offset any 
increased capital purchase costs. 

 
Another technology on the horizon is hybrid Diesel-electric.  During the summer of 2004, a 
technical team from Coast Mountain Bus Company visited Seattle for a first hand 
inspection of their New Flyer hybrid buses.  These vehicles were found to have faster 
acceleration than straight Diesel due to their battery supply supplementing power to the 
motors.  In addition, during deceleration the motors regenerate electricity which is fed 
back into the battery (in a similar fashion to the existing trolley bus fleet), increasing 
overall fuel economy and decreasing operating costs.  The added benefit of the 
regenerative braking is a reduction in brake pad wear, again decreasing operating costs 
and pollution from particulate matter.  The technical team recommended the purchase of 
these vehicles, which while more expensive to purchase have an overall significantly 
lower operating cost.  Unfortunately due to political reasons, this recommendation was 
ignored. 
 
CNG is often incorrectly promoted as a “clean” energy source for transit vehicles, however 
according to scientific studies they cause more pollution than modern “clean Diesels” with 
particulate filters (see included charts).  For many reasons beyond just pollution, CNG is a 
technology which should be avoided for transit vehicle procurement. Due to additional fuel 
tanks needed for the CNG these vehicles have increased weight; which is harder on 
brakes, consumes more fuel, have a rougher ride, have a lower passenger capacity by 
weight, and cause more damage to the roads.  Over the past decade Translink and BC 
Transit have made two CNG bus purchases.  One batch was retrofitted to conventional 
Diesel long before the vehicles were due to retirement; the other was mothballed and are 
currently up for sale.  For this reason future CNG purchases should be avoided to save 
British Columbian taxpayers from overly expensive failed experiments. 
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Rapid Transit Construction 
 
Rapid Transit expansion must be a continual and incremental process to remain 
affordable.  The model of mega-projects every decade draws money away from other 
transit services and delays operation of new lines in favour of an "all at once" grand 
opening.  To solve this problem, Mexico City has taken an alternative approach with a 
policy to open one new subway station each year, building new lines and initiating 
operation as each section of the line is completed.  We believe this is a model the GVRD 
should adopt, getting the best and most immediate use out of large infrastructure 
investments. 
 
In addition, incremental growth makes better use of existing bus fleets.  Rather than a 
large number of vehicles becoming surplus when a new line begins operation, a smaller 
number of vehicles would be displaced and could be redeployed as each phase of the line 
is opened. Typically, upon the opening of a new line, there are insufficient operating funds 
to redeploy a large fleet of surplus vehicles; smaller redeployments could be more easily 
managed within existing budgets. 
 
Broadway Corridor 
 
The second highest rush hour destination point in the Lower Mainland, after the downtown 
core, is the University of British Columbia Point Grey campus.  Compounding this, the 
central Broadway corridor is home to a number of regional hospitals and medical clinics, 
creating a transportation nightmare. 
 
The GVRD long term rapid transit plan contains a provision of completing the Millennium 
line to Granville Street, serving the busy and growing region of the city.  However a larger 
problem will be created by the increasing number of buses needed to shuttle passengers 
from a Granville and Broadway Skytrain station to UBC.  Approximately three 60-foot 
articulated buses are needed to carry passengers from each train that will reach this new 
destination (or even those at the existing Commercial Drive station).  This problem will be 
compounded by the increased capacity from other areas of the city, through the RAV line 
and other rapid transit expansions.  The number of buses required to traverse already 
busy city streets during rush hour will create a continuous convoy of buses. 
 
For this reason, not only must the Millennium Line be completed to its originally planned 
terminus at Granville Street, the line should continue to a final terminus at the University of 
British Columbia1. 
 
RAV Line extension 
 
In the current design of the RAV Line to Richmond and the Vancouver International 
Airport, passengers from points south of the Massey Tunnel will be required to transfer at 
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Bridgeport Station.  This will create a more stressful journey and an overall longer 
commute time.  In addition, even with the best queue jumpers and transit priority lanes 
there will be significant costs and potential delays to transit vehicles in traffic from the 
Massey Tunnel to Bridgeport Station. 
 
For this reason the RAV Line should be extended at minimum to the Ironwood area, but 
ultimately to the south side of the Fraser River, allowing transit to bypass the delays 
experienced in this tunnel and creating a shorter, less stressful commute for passengers2.  
This will also better serve the growing Ironwood area and create improved transfer options 
for residents of the Steveston area. 
 
Transit service to the Tswwassen Ferry Terminal would also become more reliable and 
faster.  A long term future expansion of the line could see it travel east to the Scottsdale 
Mall area or even Newton, again creating faster, more reliable transit options for 
passengers. 
 
The overall savings in wages and fuel due to transit vehicles being caught in traffic would 
pay for this southward expansion of the RAV Line over the long term. 
 
Evergreen Line extension 
 
While it is encouraging to see the long needed North East sector rapid transit line having a 
firm commitment for construction, longer term goals must be addressed.  With the 
expansion of residential subdivisions in the Port Coquitlam and Maple Ridge areas, 
planning for the eventual expansion of the line across the Pitt River must begin now in 
order to preserve possible transit corridors. 
 
West Coast Express does service these areas; however, with it's limited running times 
and sole destination of the downtown core, an alternative full time rail option is required.  
A light rail line could eventually be extended as far as Mission, even if service was less 
frequent3.  If designed correctly, express trains from the Maple Ridge and beyond could 
be interlined with local trains.  Such designs, allowing the reuse of costly rail infrastructure 
for both local and express rail service are common in cities such as London, England, 
creating a better return on capital investment4.  
 
The eventual goal would be replacing the West Coast Express, saving significant dollars 
on this costly service and creating a full time transit connection along the North side of the 
Fraser River serving the rapidly growing Mission and Maple Ridge/Dewdney Truck areas. 
 
South Fraser Rapid Transit 
 
The most ignored section of the Lower Mainland in terms of rapid transit, and public transit 
in general, is the rapidly growing South Fraser area, consisting of Surrey, Langley, 
Cloverdale, Aldergove, and Abbotsford.  Traffic levels on Highway 1 make it clear there is 
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a demand for transportation from this area to the Vancouver and Burnaby areas, however 
no efficient and rapid options exist at this time. 
 
Commuter and local rail could be built in this region for quite a modest sum.  The pre-
existing BC Hydro Ingledow transmission line travels from west Surrey all the way to 
Langley.  Due to laws preventing structures from being built directly under transmission 
lines, this right of way is clear, relatively straight and 300 feet wide along the majority of 
the length, and publicly owned. 
 
Light rail could very quickly be built along this existing right of way from King George 
Skytrain Station to Langley and eventually Abbotsford.  The planned Golden Ears Bridge 
is also scheduled to have a rail component, creating the potential of a spur line connecting 
to the expanded Evergreen Line, providing a vital north-south link for the region.  Such a 
routing could create an overall shorter commute time for Langley and Abbotsford 
residents to the Vancouver and Burnaby areas than by routing via Surrey. 
 
The Expo Skytrain line could also be extended to serve the rapidly growing South Surrey 
area, with an eventual final destination of Cloverdale. 
 
Transfer Points 
 
It is a reality that public transit requires transferring between services, few riders will use a 
single mode of transit to take them from their origin to their destination.  The effectiveness 
and ease of these transfers will determine the likelihood of attracting new riders.  For this 
reason, all transfer points must be made as simple and painless as possible, minimizing 
stairs, level changes, and walking. 
 
One of the best examples of rapid transit interchanges made quick and efficient for the 
passengers is the Hong Kong MTR system.  Where two subway lines meet, often these 
lines run parallel for two continuous stations, unlike most North American interchange 
points.  At the first station trains in opposing directions from each line meet at an adjacent 
platform, allowing passengers to simply walk across the centre platform to exchange to 
the other line. At the second station one line swaps levels, allowing transferring 
passengers traveling in the same direction to simply walk across the centre platform.  No 
level or platform changes are needed for transferring in any direction. 
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Hong Kong MTR Interchange Configuration 

Translink will soon have a similar opportunity to create a simplified transfer between rapid 
transit lines of different technologies, which will now be used as an example of how this 
technique can work in the Lower Mainland to make public transit easier and more 
attractive.

The soon-to-be-built Evergreen Light Rail line will interchange with the Millennium 
Skytrain line at Lougheed Station.  To create a simpler interchange point for passengers, 
the westbound Millennium Line track should be relocated north, allowing room for the new 
Evergreen Line to terminate between the two existing Millennium Line tracks.  The 
Evergreen Line would then load and unload from doors on both sides of the train to 
shared platforms with the Millennium Line.  Passengers would simply have to exit the train 
and walk across the platform to the desired direction, saving significant time for 
commuters, and saving confusion for tourists. 

With computer controlled signaling, the crossing of the Evergreen Line and the westbound 
Millennium Line could be done safely, as is already done in countless transit systems 
around the world5.

Inbound Line B

Outbound Line B

Inbound Line A

Outbound Line A

Interchange Direction
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Proposed Lougheed Station Interchange 

Station Entrances 

Creating rapid transit stations which are easily accessible to passengers is another key to 
making it attractive to new passengers.  Excessive traffic light crossings or walking to 
reach one or two entrances deter potential riders.  It also slows traffic on busy surface 
roads due to longer and more frequent red light phases, from increased numbers of 
pedestrians crossing. 

It is not uncommon, in a number of major cities, to have up to 8 entrances to a single rapid 
transit station scattered around the edges of a station’s ‘footprint’.6  In any rapid transit 
expansion in the Lower Mainland, steps must be taken to create multiple entry points to 
each station, a lesson sadly not being learned during current RAV line construction. 

There is also an advantage in having multiple exits for emergency situations.  Many 
existing stations do have emergency only exits; these should be retrofitted to allow use by 
passengers on a daily basis. 

Evergreen Line

Millenium Line westbound

Millenium Line eastbound

Interchange Direction
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Rail Network 
 
Elimination of rail at-grade crossings 
 
The interface points between rail traffic and vehicle/pedestrian traffic have always been a 
point of tension and safety concerns; concerns not just centered around the risk of 
accident, usually with tragic consequences.  But the reduced speed that trains must move 
through urban areas has a negative effect on shipping and commerce. 
 
For this important reason, it must be a priority of government to work with rail line owners 
in the phasing out of at-grade crossings through over and under passes.  Overall safety 
will be improved, traffic tie-ups from vehicles waiting for trains to pass will be eliminated, 
and it will assist in goods being shipped more rapidly.  The benefits to the region are 
positive for all stakeholders. 
 
New Port Mann Rail/Truck Crossing 
 
Existing Fraser River crossings are creating bottlenecks for traffic flow. Such bottlenecks 
are more significantly related to overall highway network design not simply capacity.  
However, an upgrade of Fraser River crossings is called for to help improve flow and 
allow commerce to reach markets more rapidly. 
 
The most significant bottle neck crossing the Fraser is not related to vehicle or truck traffic, 
but related to rail traffic; a bottle neck which will only increase as Vancouver port facilities 
grow and container traffic increases.   
 
At current there only exist two rail crossings of the Fraser River - the 102 year old bridge 
in New Westminster and the 96 year old bridge in Mission.  Wait times of up to two hours 
are not uncommon at the aging and single track New Westminster Bridge, creating 
significant delays for commerce and hurting the Vancouver Port's overall competitiveness. 
 
In addition, significant back tracking is needed to reach either bridge for destinations in the 
United States, making Seattle a more attractive port for American bound container traffic. 
 
The Vancouver port facilities also face a significant hazard from these limited crossing 
points.  Should the New Westminster Bridge be damaged in any manner, port traffic in the 
Lower Mainland would virtually halt until repairs were made.  Such speculation is not 
without historical basis.  When the main span of the New Westminster Bridge was struck 
by a barge in 1975 and knocked into the river, the entire port suffered for four months 
while a replacement span was being built.  Port staff was laid off and cargo became late; if 
such a disaster were to occur today the Port of Vancouver would take at least a decade to 
recover.  It was only a few years ago a barge struck the Knight Street Bridge, closing it for 
over a day - such hazards still exist. 
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For this reason a new double track rail and truck bridge would be constructed in the Port 
Mann vicinity.  A double track "low level" bridge would allow freight to move across the 
river more rapidly eliminating wait times for this vital link.  A "high level" exclusive 
commercial traffic bridge would be placed parallel to the rail bridge, thus allowing 
commercial traffic to more effectively reach its destination.  An added benefit would be the 
removal of large trucks from the existing Port Mann Bridge. 
 
Such a bridge would tie into the existing planned North and South Perimeter roads, 
continuing to effectively segregate commercial traffic from commuter traffic on Highway 1, 
benefiting both commercial traffic and commuters. 
 
The bridge itself would be modeled on Portland’s Dual Level "Steel Bridge," with a unique 
design allowing spans to raise independently.  Smaller barge traffic would only require the 
raising of the rail crossing, as is done currently with the existing swinging New 
Westminster Bridge, creating minimal delays for rail traffic.  The dual track nature of the 
bridge would help negate any delays.  The truck level would only rise should relatively 
rare larger river traffic traverse the region, again creating minimal delays. 
 

 
 

Portland’s Dual Level “Steel Bridge” 
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Portland’s Dual Level “Steel Bridge” 
 
The overall cost for this smaller and lower bridge would be significantly less than any 
proposed twinning of the Port Mann.  The funding model for this bridge would tie back to 
the funding method of the original New Westminster rail bridge. 
 
Until the opening of the near-by Pattullo Bridge in 1937, the New Westminster rail bridge 
had an upper deck for vehicles and pedestrians.  Except for the first six years, vehicles did 
not have to pay tolls to use the bridge because existing revenues from rail crossings were 
more than sufficient to pay the capital and operating costs of the bridge.  The new dual 
level crossing will be funded through rail passage revenues and a modest toll for trucks 
giving them access to this exclusive by-pass route, perhaps $50 per month for unlimited 
usage.   
 
Commuter traffic will then have a less congested Port Mann bridge without tolls, 
commercial traffic would be better served, and the Port of Vancouver would more 
effectively move goods to market. 
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Marine Traffic 
 
Port Consolidation & Redistribution 
 
The majority of container traffic traversing Vancouver area ports enters and leaves port 
facilities via rail destined for wider North American distribution.  To be cost effective in this 
shipping, such rail car convoys must await a sufficient quantity of containers before a train 
begins its journey.  Because container traffic is disbursed between three port facilities 
across the Lower Mainland, the wait time at each of these facilities increases before a full 
train can be achieved.  In competition with other west coast port facilities, San Francisco, 
Seattle, and  
Prince George, a delay of a day in train departures could prove costly for maintaining 
traffic volumes. 
 
For this reason we are proposing a consolidation of container port facilities, allowing for 
higher throughput and efficiencies to be achieved, and maintain Vancouver's 
competitiveness for container traffic.  We are also calling for a larger rearrangement of 
facilities, taking safety concerns into consideration; rearrangements which would pay for 
themselves through long term efficiencies gained. 
 
The risks of having sulphur and other noxious substances stored and loaded in the middle 
of an urban centre has the potential for disaster, should a fire inadvertently break out. For 
this reason, the existing sulphur loading terminals and Neptune coal and potash loading 
facilities would be relocated to Roberts Bank, creating a "clean" port within Burrard Inlet.  
This would also allow more space for container traffic in this consolidated facility. 
 
The final distribution of port traffic in Lower Mainland ports would become: 
 
Burrard Inlet - "Clean" commodities (containers and grain) only 
Roberts Bank - "Dirty" commodities (coal, sulphur, potash) only 
Fraser Port - Automobiles and lumber 
Tilsbury Island - Regulated commodities (compressed gases, chlorine, caustics, acids) 
 
The proposed rearrangement would, for the first time, create a long term strategy for port 
development while factoring in public safety. 
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Road Network 
 
Interchanges 
 
The primary cause of traffic problems in the lower mainland is not the actual capacity of 
the highway system, but poorly designed interchanges. 
 
Vehicle traffic slowing while entering and exiting the freeway creates a ripple effect 
slowing all traffic down.  Traffic lights within 100m of many exit ramps, and varying speed 
limits on continuous highway stretches, contribute to this problem. 
 
The most effective solution to solve the majority of traffic problems is allowing a 
continuous flow to be maintained.  By creating longer acceleration and deceleration lanes 
at interchange points, vehicles can achieve full speed before merging with traffic, and can 
fully exit the traffic flow before beginning their deceleration. 
 
By ensuring there are no traffic lights or stopping points within the proximity of highway 
flow lanes, overall traffic can move more smoothly and the effective capacity of our 
existing road network will be increased. 
 
As well by ensuring high capacity road networks such as Highway 1 maintain a constant 
speed limit, “bunching” in lower speed limit sections and the subsequent ripple effect can 
be avoided. 
 
The most prevalent example of bunching as road speed varies is the westbound Highway 
1 approach to the Port Mann Bridge.  Over a relatively short distance the speed limit of the 
road decreases from 100km/h to 80km/h.  The effect is cars can’t traverse the 80km/h 
section as swiftly as they’re entering it, causing a ripple effect backwards through traffic. 
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Travel distances at varying speeds 

Distance
Uninterrupted travel time

(5 minutes)

8.3km

7.5km

6.6km

100km/h

90km/h

80km/h

Time
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Bunching as the speed limit of a continuous road segment deceases 

Pattullo Bridge Upgrade 

The Pattullo Bridge has developed a reputation of being the most dangerous bridge in the 
region.  An effective centre barrier is not possible because of the narrow nature of the 
centre span structure. 

However an analysis of accidents on the bridge shows the centre span not to be the point 
where the majority of accidents occur.  The narrow curves at either end are the focal point 
for the deadliest accidents. 

Widening the curved ramps at either end of the centre span is possible without significant 
structural changes to the bridge.  By doing so, a solid concrete divider could be installed 
rather than the ineffective sheet metal divider currently being proposed. 

This would allow lanes leading to the centre span to also be widened by two inches, giving 
a better safety margin on this sharp curve.  The lanes could slowly narrow to the width 
currently existing in the centre span; because of the curve towards this span, the subtle 
narrowing would not be noticed by motorists. In fact, such widened lanes on curves is 
standard practice in modern construction due to the fact truck trailers tend to divert to the 

100km/h

90km/h

80km/h
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inside of a curve.  Such considerations obviously weren’t paramount in 1937 when trucks 
were significantly shorter. 
 
Sheet metal centre dividers could then be used in the centre span, as accidents across 
the centre lane in this section of the bridge are quite rare.  Overall safety of the bridge 
would be improved with minimal cost and no significant structural changes to the bridge. 
 
North and South River Perimeter Roads 
 
A long talked of improvement to the regional road network is the North and South 
Perimeter Roads.  The largest benefactor in this improvement is the commercial trucking 
industry, as these roads would better serve the unique destinations of trucks compared to 
the average commuter. 
 
The key to the creation of these roads is tandem construction.  To complete one 
significantly before the other would create undue hardship for the communities on each 
respective side of the river. 
 
The North Perimeter Road will service communities from Maple Ridge to New 
Westminster, possibly stretching to South Burnaby.  The eastern end of this connector 
would begin at the new Golden Ears Bridge, and continue across the new Pitt River 
Bridge.  The western terminus would initially be the interchange with Highway 1, but could 
eventually stretch to Marine Way. 
 
The South Perimeter Road will service communities from Fort Langley to Delta, with an 
eastern terminus at the Golden Ears Bridge, ending at the interchange of Highway 99 and 
Highway 17. 
 
The nature of this road should remain as much as possible a by-pass road, having 
minimum impact on the communities it traverses.  This would include proper interchanges, 
eliminating direct intersection points with local roads, and reducing the number of traffic 
lights.  In sections this might even call for tunneling through hillsides to avoid dividing 
neighbourhoods. 
 
Pitt River Bridge & Mary Hill Bypass 
 
With the continual growth in the GVRD North East sector, the Pitt River Bridge has 
become a congestion point nearly rivaling the Port Mann Bridge.  A new span to augment 
existing capacity has long been promised, and would become a key piece of the new 
North Perimeter Road. 
 
The new span would integrate the extended Evergreen Line light rail, saving on capital 
costs of building two bridges, providing both a vitally needed road and rapid transit link to 
the Maple Ridge and regions beyond. 
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The existing Mary Hill Bypass interchange must also be rebuilt to remove traffic lights and 
the bottleneck they create.  A modern over-under interchange would be constructed on 
the ample land available. 
 
Golden Ears Bridge 
 
Replacing the Albion Ferry with a permanent fixed link is long overdue and must be a high 
priority in any upgrades to the Lower Mainland transportation network.  In order to better 
utilize capital costs of bridge construction a capacity for light rail or commuter rail would be 
integrated in any bridge design. 
 
The new bridge would tie in with the North and South Perimeter Roads, and Highway 1, 
allowing the rapid movement of goods and people throughout the Maple Ridge and 
Langley regions.  It would also create new business opportunities for merchants in both 
areas which did not exist before because of the detour involved in crossing the river. 
 
Border Infrastructure Program 
 
The Federal-Provincial Border Infrastructure Program, currently underway in the Lower 
Mainland, addresses a number of high volume congestion points such as the 
Queensborough Bridge interchange. 
 
We strongly support this upgrade program, as it better addresses existing congestion 
points whose upgrade would allow improved usage of existing road capacity.  Overall the 
BIP will result in better results for less money than simply building new, larger roads. 
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Notes 
                                                 
1  Cities around the globe have recognized the advantage of running rapid transit directly 
to the core of local universities, acknowledging a university is comparable to a small urban 
core. Edmonton, Montreal, Washington, DC, Boston, Philadelphia and Miami are just a 
small example of cities with rapid transit stations at their major universities. 
 
2  The Edmonton Light Rail system contains a bridge crossing the North Saskatchewan 
River that is used for a single stop. 
 
3  Among other world transit systems following this practice, the CalTrain system in the 
California Bay Area has southern stations only utilized for limited runs during peak periods. 
 
4  The London Heathrow Express train services utilize the same track infrastructure as 
local commuter trains. Through the use of station by-pass tracks and scheduling each 
transit services operate, with negligible impact on the other. 
 
5  London, England is one of the best examples of driver controlled transit systems with a 
large number of intersecting and crossing lines.  Modern signaling has made such rail 
interchange points simple and safe. 
 
6  London, San Francisco, Toronto and Hong Kong are four examples of cities with subway 
stations containing underground passages for entry/exit up to a block long, and 
consistently having four or more entrances to all major stations. 
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