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Executive Summary 

 This document is submitted to the District of Squamish in partial satisfaction 
of a Works Agreement between District engineering staff and Quest University 
Canada in summer 2014. Schedule “A”, Part 2 of that agreement requires a study of 
transportation in Squamish. Specifically, it requires 1) documentation of recent 
studies of transportation in Squamish and description of present practices, 2) a 
review of transportation innovation in other locations with a focus on large and small 
cities, and 3) recommendations that can enhance transportation in Squamish. 

This document is divided into three parts that fulfill these three requirements. 
Part 1 opens with a description of historical transportation in Squamish and segues 
into a second section that explains its present road, bus, and cycling system. Section 
C reviews eleven planning documents and studies pertaining to transportation in 
Squamish and informs a synthesis of major themes that appears in Section D and 
presents observations and assessments of the state of transportation in Squamish. 
Part 2 opens with a brief explanation of the themes of transportation planning that 
have emerged from large cities. Section F presents seven cities from Canada, the 
United States, and France as examples that Squamish may choose to follow. Part 3 
presents 15 recommendations pertaining to the process and management of 
transportation in Squamish, the experience of Squamish transportation users, and 
the service that Squamish presently provides to its residents. 

This work has been conducted primarily by Natalie Douglas, an undergraduate 
at Quest University Canada who has chosen to focus her education on transportation 
and urban planning. She is prepared to fulfill the fourth requirement of Schedule “A”, 
Part 2 of the Works Agreement, a presentation on this work to the Squamish 
Transportation Issues Select Committee, when this committee requests this of her. 

While the primary purpose of this undertaking has been to serve the District 
of Squamish, it must be noted that conducting this study has been immensely 
valuable to the education and growth of the student involved. Thus, this document 
fulfills not only the first three requirements of Schedule “A”, Part 2 of the Works 
Agreement but also the broader educational goals of Quest University Canada. The 
authors are extremely grateful to the District for an opportunity that advanced 
student education while also, one hopes, allowing the university to serve the District 
in a meaningful way.  
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SECTION A: A HISTORY OF TRANSPORTATION IN SQUAMISH 
 

 It was about 10,000 years ago that the last Ice Age subsided and the receding 
glaciers carved the valley formation that we know today as Squamish. As the 
temperatures warmed and ice melted, vegetation began to flourish and thus 
attracted all sorts of life forms. The first humans are believed to have entered the 
Howe Sound region around 5,000 years ago, initially leading nomadic lifestyles, but 
after hundreds of years, building permanent settlements (McLane, n.d.). The 
aboriginal peoples of the Howe Sound region led relatively bountiful lives, 
appreciating and acknowledging the richness of life in the temperate rainforests of 
the South-West Coast of Canada.  

 These first peoples travelled the land that they felt ‘belonged by natural right 
to everyone’ for hunting, fishing and harvesting plants (McLane, n.d.). The 
Skwxwú7mesh Úxwumixw, otherwise known as the Squamish People1, explored the 
snaking Squamish River, expansive Howe Sound, and rugged Squamish Valley by foot 
or by canoe. Obviously, the discovery of the Americas and subsequent capture of the 
rights to the First Nations’ lands had an immense impact on the primary mode of 
transportation within the Sea to Sky region. British Columbia is believed to have been 
discovered by the Europeans sometime during the 1590s although regular travel did 
not intensify until the mid 1800s after Captain Vancouver sailed up Howe Sound in 
1772 (Urbanics Consultants Ltd et al., 2005). The region did not become a part of 
Canada until 1871. In 1873, Alexander Mackenzie, the second prime minister of 
Canada, ordered the first segments of the railroad that would join Canada from coast 
to coast. A year later, when the first recorded people of European descent settled in 
the Squamish Valley, transportation had evolved to include horses, horse drawn 
carriages, trains, and boats. The Squamish First Nations continue to use the 
waterways that interlace the district as transportation routes in the present day 
(Mills, May 2014).  

 In the middle to late 1800s, ships would travel to ports along Howe Sound. 
With Pemberton becoming an increasingly popular farming community and ice 
refrigeration becoming widespread by the 1830s, ships would port in Squamish and 
travel to locations like Metro Vancouver. These trips would use refrigerated 
containers, first entering use in the 1860s, to carry goods, most often food, from 
Pemberton to Metro Vancouver (Mills, May 2014).  

 In 1905, Government Road was the sole road that ran through Squamish 
(aerial image in Figure 1). At this point, the First Nations still used the river as their 
main mode of transportation while settlers walked or rode horses. Figure 1 shows 
what is believed to be the first bus service in the Squamish valley. The Judd family ran 
the bus in an attempt to provide a more personal, door-to-door transportation 
service to move individuals around Squamish (Mills, 2014). It is not known how long 

                                                                    
1 The Squamish people were descendents of the Coast Salish Aboriginal People. The Coast Salish peoples inhabited a large 
portion of what is now south West British Columbia including the Greater Vancouver region, Gibsons, and Victoria.  
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this service was offered, but it wasn’t until 1990 that Squamish would get a 
provincially-backed bus system.   

 In contrast to its present, dominant connection to Vancouver by the winding 
Sea to Sky highway, pre-1958 Squamish relied heavily on Pemberton by rail and 
Vancouver only by ship. The Pacific Great Eastern Rail, which connected Squamish to 
Pemberton, was completed in 1914; it was extended to Lillooet in 1915 and finally 
Prince George in 1952. It wasn’t until 1956 that Squamish was finally connected to 
Vancouver by rail and in 1958 Highway 99 was built. Prior to the railway, inhabitants 
of the Lower Mainland spent approximately 2 to 3 days travelling by horseback to get 
to Pemberton. 

 

Figure 1. Aerial view of Squamish around 1913. Retrieved from 
http://squamishlibrary.digitalcollections.ca/geography-2;term/browseTerm?page=2&limit=10  

 

Figure 2. The picture above shows the first ‘bus’ in Squamish. It is 
believed to have been run by the Judd family sometime during the 
1920s. (provided by Trevor Mills) 

http://squamishlibrary.digitalcollections.ca/geography-2;term/browseTerm?page=2&limit=10
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It was only during the later years of the 20th century that Squamish’s 
transportation system began to resemble the present one. With the railway to Prince 
George, the railway to Vancouver, and the highway to Vancouver built; the 
government saw that more than enough transportation expenditure had been spent 
on Squamish. Since the beginning, Squamish seemed to be built with a regional focus 
rather than a local focus. The Elm Creek disaster in 1981 played a large role in the push 
for local transportation. The disaster caused the highway to be closed for 3 weeks 
and Squamish residents who had cars on the Vancouver side of the accident could 
not get around in Squamish. This helped push coffee shop complaints into 
community petitions. Squamish residents became incredulous that their community 
still had no public transit. They began petitioning for bus service in their community 
and were finally successful in the summer of 1990 when BC Transit first implemented 
service (Figure 3). This provincial entity provides transit in many small communities; it 
operates a fleet of 1,003 vehicles, serves a total ridership of 49 million, and bears an 
annual operating cost of 252 million as of 2009/2010 (BC Transit, 2010). The early 
system in Squamish consisted of a single route that reached all neighborhoods and 
ran infrequently, but it was a first step to increasing mobility for those without access 
to automobiles. 

Figure 3. The BC Transit Squamish Ridership Guide in 1992 (provided by BC Transit). 

 

SECTION B: THE CURRENT SQUAMISH TRANSPORTATION SYSTEM 
 
 The present day personal transportation system involves a mixture of buses, 
personal cars and trucks, taxis, and bikes. Although the percentage of the Squamish 
population driving to work in a car, truck, or van is similar to the average in BC 
(Statistics Canada, 2006), an important subtlety is the small number of commuters 
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reaching work by transit 
(2.7%) relative to the BC 
average (10.3%). 
Additionally, a 2009 report 
on Downtown Squamish 
found that approximately 
91% of all people entering 
or exiting Downtown were 
doing so by car versus 
approximately 60% in 
Revelstoke and 70% in 
Metro Vancouver 
(Creative Transportation 
Solutions et al., 2009). The 
road network of Squamish 
is expansive and reaches 
all parts of town with 
Highway 99 running 
through the middle and 
providing a time-effective 
way to drive from the 
north end of Squamish to 
the south end. However, 
partly due to the glaciers 
carving the landscape that 
eventually created steep 
inclines and numerous 
rivers and partly due to 
the human built highway, 
transportation from the 
west side to the east side 
of the community can be 
challenging.  

 The 24-year-old 
Squamish public 
transportation system has 
evolved to a 7-day, 9-
vehicle, and 4-route 
service (Figure 4). The 
Squamish bus system, as 
of summer 2014, offers 

routes to: the 
Brackendale, Highlands, 

Figure 1. The 2014 Squamish public transportation 
bus system with red markers that indicate 
designated highway crossings for pedestrians and 
bicycles (source: bctransit.com).  
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and Valleycliffe neighborhoods, in addition to a new route to Tantalus Road. Most of 
these routes offer service every 60 minutes with a couple peak hours offering service 
every half hour. The bus network is set up in a common small-town system called the 
“hub and spoke” system (Urban Bus Toolkit, 2006). The Squamish hub and spoke 
system radiates from the hub, which is a downtown loop in a general sense and, 
specifically, the public library and municipal hall. It takes approximately 20 minutes to 
travel from Tantalus to Downtown on the bus, approximately 26 minutes from the 
top of Garibaldi Highlands, approximately 27 minutes from the north end of 
Brackendale, and approximately 14 minutes from Valleycliffe. The system's routes 
wind through Squamish’s distinct neighbourhoods to reach as many residents as 
possible, and these winding routes result in the long travel times. 

In addition to its conventional bus service, Squamish offers a handyDART 
service that includes a door-to-door bus service for those who are unable to access 
fixed-route transit. This is augmented by a taxi voucher system when handyDART is 
oversubscribed. Currently, there are two taxi companies running in Squamish, 
Squamish Taxi Ltd. and Howe Sound Taxi. In 2011-2012, 2,016 hours and 5,075 rides 
were provided with a productivity rating of 2.5 (the productivity rating is based on 
the number of rides that the service offers relative to the number of hours the 
system operates). In the past, the handyDART bus service has been able to offer a 
productivity of 4.2, which implies 7,687 rides in 1,846 hours in 2001-2002.  

In the 2013/14 province-wide annual report from BC Transit, Squamish saw the 
second largest public transit growth with a 14.7 % increase, trailing only Summerland, 
which increased 33.4 % after it launched its service for the first time last year (Aldous, 
2014). This was mostly likely due to the addition of Sunday and holiday service, 
expanded evening service, and the addition the new route 4. Cost recovery, the 
percentage of total costs recovered by passenger revenue, was 13.1%, much lower 
than similar transit systems in Cranbrook, Fort St. John, Nelson, Powell River, and 
Terrace, which averaged a cost-recovery of 19.7% (BC Transit, 2012). In 2008, 
Squamish changed its bus provider from Whistler Transit Ltd. to Diversified 
Transportation Ltd. in an attempt to increase reliability by having maintenance and 
management staff located in Squamish instead of Whistler (BC Transit, 2012). 

 The walking and cycling services are less expansive than the road network, 
although they do well to reach all neighbourhoods in Squamish. While pedestrians 
have sidewalks in most areas, there are many regions that have neither a sidewalk or 
a bike lane. The cross-town cycling network runs alongside roads on both sides of 
Highway 99 with nine designated crossings; four of them being overpasses or 
underpasses and the rest being controlled crossings (see red circles with black 
outlines in Figure 4).     
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SECTION C: STUDIES AND PLANS OF SQUAMISH TRANSPORTATION  
 

In contrast with its early history, transportation in Squamish has received substantial 
study in the last 10 years, and transportation has also arisen in documents pertaining 
to land use and planning in the District. Of the 11 documents we review here, 3 were 
prepared by the District, 1 was prepared by BC Transit, and the remainder were 
written by consultants. Most of the earlier ones, which were released between 2005 
and 2009, were planning documents that focused on land use or, in the case of the 
Official Community Plan, all aspects of life in Squamish. The content of these studies 
and plans that pertains to transportation is reviewed here, since it seems to have 
influenced the studies that follow. Beginning in 2008, 7 transportation studies were 
released over 5 years. They range in scope and detail; the most influential appear to 
be the Downtown Squamish 2031 Transport Plan, which reports a detailed study 
regarding traffic through Squamish and its Downtown neighbourhood, the 2031 
District Wide Multi-Modal Transportation Study, which has been the guiding document 
for transportation planning over the last three years, and the recent BC Transit 
Effectiveness Review, which provides valuable third-party insight into the preferences 
of Squamish residents for future improvements to their transportation system. 

To aid the reader’s mental organization of the many studies reviewed here, planning 
documents are signified by green text accents, the three influential transportation 
studies are denoted with red, and others are left as black. Documents are presented 
in chronological order. To improve the fluidity and comparability of the following 
summaries, the scope, key findings and recommendations, and the state of the 
implementation of those recommendations is presented for each. 

The studies reviewed here and their publication years are: 

 2005 
Growth Management Strategy  
Downtown Squamish Transit Plan  
 

 2008 
Downtown Neighbourhood Plan   
District of Squamish Transit Business Plan  
 

 2009   
District of Squamish Official Community Plan  
Squamish Community Energy Plan: The Transportation Hub 
Downtown Squamish 2031 Transport Plan  
Transportation Options for the Squamish-Metro Vancouver Corridor 
 

 2011 
2031 District Wide Multi-Modal Transportation Study 
 

 2012 
Transportation Action Plan 
Squamish Transit Service Effectiveness Review 
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GROWTH MANAGEMENT STRATEGY (JULY 2005) 

Prepared by Urbanics Consultants Ltd.                                                                         171 pages            
(in collaboration with Development Planning Strategies, Earth Teach Canada Inc., & 
the Sheltair Group) 

SCOPE: 

 The Growth Management Strategy was developed between November 2004 
and July 2005. Its intent is to provide a guide for the rate, location, and servicing of 
future development in Squamish. Of the 6 major purposes of the Growth 
Management Strategy, the 2nd focuses on assessing the District’s ability to respond to 
transportation, transit, and community facility demands. Similar to the regional 
growth strategy, the purpose is to “promote human settlement that is socially, 
economically, and environmentally healthy and that makes efficient use of public 
facilities and services, land and other resources” (p.2, Growth Management Strategy, 
2005). The strategy was based on a review of existing available data, policies, bylaws, 
and research, consultation of the Global Citizenship Program Citizen’s Advisory 
Committee, and workshops with the public and key stakeholders. It was intended to 
give direction through incorporation into a revised Official Community Plan. 

SUMMARY OF KEY FINDINGS AND RECOMMENDATIONS: 

 This strategy recognizes the relevance of the Local Government Act’s regional 
growth goals and mentioned as useful reference. Of the 14 goals, 9 are highly related 
to transportation; examples are combating urban sprawl and increasing sustainability. 
Seven growth options were identified: 

 Dispersal (sprawl) within existing District boundaries 

 No Growth/Slow Growth (heavily controlled) 

 Village Approach (keep neighbourhoods distinct and foster a community of 
communities) 

 Greenways Concept  

 Downtown First (Directed Growth)  

 Urban Containment 

 Controlled Expansion (Annexation) 

 Key findings were a fluctuating growth rate, young median age of 35.5 (as of 
2001), and higher population of males than females. Other findings are now outdated. 
Transit-related recommendations are:  

 Establish a multi-modal transportation terminal in the downtown area 

 Encourage increased public transit service in the Sea-to-Sky corridor, with 
intercity public transit, intercity bus, a passenger ferry to downtown 
Vancouver, and rail service being primary options 

 Improve frequency & level of service of public transit 

 Establish a secondary access to downtown 
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STATE OF RECOMMENDATIONS: 

 This study was unknown to Engineering staff until this project; this document 
has been read by the Planning staff. Its consistency with other studies (described 
below) suggests that similar ideas are before different portions of District staff. 
 

DOWNTOWN SQUAMISH CONCEPT PLAN (OCTOBER 2005) 

Produced by the Design Centre for Sustainability at UBC                                      220 pages 

SCOPE: 

 The Downtown Squamish Concept Plan is a comprehensive document aimed to 
“translate sustainability principles and targets into concrete planning and design 
guidelines for the District of Squamish”. It is built around the Smart Growth on the 
Ground principles that have become a recurring target in most transportation 
documents for the District of Squamish. In 2009, this document became engrained 
into the development of Squamish as it was endorsed within the updated Official 
Community Plan.  

 The first section of the concept plan, called “Moving Around”, explores 
aspects of transportation like road and trail networks through figures and brief 
explanations. Within one of the final sections of the original document, there are 
design instructions given for each of the 8 principles of smart growth on the ground in 
downtown Squamish.  

SUMMARY OF KEY FINDINGS AND RECOMMENDATIONS: 

 The Downtown Squamish Concept Plan emphasizes the need to reduce 
Squamish’s reliance on the car. It addresses connectivity between neighborhoods, the 
public transportation experience, and linkages to regional transportation. The 
following points touch on key transportation targets that Squamish should focus on 
attaining.  

 Connect one end of the valley to the other through a trail network by providing 
contiguous bike lanes or trails throughout the District, 

 Connect downtown with other neighbourhoods, 

 Build trails such that all dwellings are within 5-minute walk of either a 
neighbourhood connector trail or a corridor trail and also a transit stop, 

 Achieve a 2 to 1 ratio of roads to designated bike route, 

 Slow traffic across town,  

 Create a cross town parkway that includes trail-highway crossings, 

 Create a multi-modal transit station, 

 Create a rail and truck corridor to enhance local economic activity, and 

 Create a Clarke drive entry to Downtown.  
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STATE OF RECOMMENDATIONS: 

 The individual status of each of the recommendations covered in this study are 
known by the Planning department and are currently not known by those working on 
transportation in the District of Squamish Engineering department.  Despite this, the 
Downtown Squamish Concept Plan is referenced in the studies that followed it. The 
general recommendation of supporting the Smart Growth on the Ground concepts 
have been addressed, and, although these concepts may have yet to be implemented, 
the concepts continue to be raised in studies and discussions.  
 

DOWNTOWN NEIGHBOURHOOD PLAN (FEBRUARY 2008) 

Prepared by the District of Squamish                                                                             63 pages 

SCOPE: 

 The Downtown Neighbourhood Plan aimed to steer development in the 
downtown core area. The document is based heavily on the Smart Growth on the 
Ground Concept Plan. The conclusions made in this document are important to the 
development of transportation in Squamish because of the relationship between 
development and growth and connectivity. In the plan it states that it seeks to give 
“guidance on connectivity…[a] clear direction for land use…[and] guidelines for 
engineering, transportation, and servicing over time”.  

 Its relevance to further transportation planning lies within its strong base of 
community involvement over the course of the creation of this plan. Within this plan, 
general principles and goals that were created through community engagement 
demonstrate what Squamish residents seem to want moving forward. The eight 
Guiding Principles (with sub-points described for those involving transportation) were: 

1. The Community is Complete  
2. Options to the Car are Emphasized  

o a network of roads, trails, and other corridors 
o improved access and facilities for local traffic & transit 
o improved street networks for pedestrians and cyclists 
o a comprehensive network of trails for commuting and recreation 
o at least one new bridge to downtown 
o pedestrian and cycling-friendly character for buildings, public places, 

and streets 
3. Natural and Built Systems work in Harmony 

o a street network that includes landscaped boulevards, trees, and rain 
gardens 

o a green network including ecologically sensitive areas such as the 
estuary, important views, trails, and connections between parks and 
natural features 
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o boardwalks to mitigate the impact of estuary visitors, views, and access 
to natural features 

4. Buildings and Infrastructure are Greener, Smarter & Cheaper 
o green infrastructure for roads and laneways in downtown 
o tree-lined streets 

5. Housing meets the Needs of the Whole Community 
6. Good Jobs are Close to Home 

o efficient connections to neighbouring areas via water, road, and rail 
o better transit access for employees 

7. The Spirit of the Community is Honoured 
8. Everyone has a voice 

SUMMARY OF KEY FINDINGS AND RECOMMENDATIONS: 

 The Downtown Neighbourhood Plan consists of a four-part plan that splits 
numerous different policies under the headings of Green and Blue Network Plan, Public 
Realm and Streetscapes Plan, Land use Plan, and Development Permit areas. Within each 
of these sub-plans there are a series of key elements. Only some are relevant for 
transit, and those tend to focus on walking and biking paths across town, especially  in 
new developments in or near Downtown. 

STATE OF RECOMMENDATIONS: 

 This study and its recommendations are unknown by those working on 
transportation in the District of Squamish Engineering department; the study was 
commissioned by The Planning Department. 
 

DISTRICT OF SQUAMISH TRANSIT BUSINESS PLAN (MAY 2008)  

UMA Engineering Ltd.                                                                                                        107 pages 

SCOPE: 

 The District of Squamish Transit Business Plan was completed over 7.5 months in 
2007-2008 and was intended to support both BC Transit’s Municipal Systems Program, 
which guides BC transit service outside the Lower Mainland and the Victoria regions, 
and Squamish’s transportation goals. The plan outlined these primary objectives: 

 Improve the efficiency and effectiveness of the local transit services; 

 Develop enhanced commuter transit connections between Squamish and 
Whistler and a new commuter transit connection between Squamish and 
Metro Vancouver; 

 Develop complementary and integrated strategies and programs that will 
support improvement of the transit system in areas such as fares, transit 
capital investments, transportation demand management programs, and 
marketing strategies; 
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 Determine the transit system’s short-, medium-, and long-term operating and 
capital needs to meet existing customers’ needs and potential market needs; 

 Take advantage of increased provincial and federal transit funding; 

 Identify the key transit markets and the means to increase transit market share 
and identify new opportunities for ridership growth; 

 Examine opportunities for improving the integration between the 
conventional and paratransit transit systems in the District as well as 
opportunities for efficiencies between the public and school bus systems; and  

 Identify service and performance monitoring guidelines for the transit system. 

These goals served an overall intent to “serve existing and future identified markets, 
capture new ridership, and enhance the sustainability of Squamish’s transportation 
system”.  

SUMMARY OF KEY RECOMMENDATIONS AND FINDINGS FROM THE DISTRICT OF SQUAMISH TRANSIT 

BUSINESS PLAN: 

 Service Improvements: 
o Conventional Bus Service: Increase the conventional bus fleet size from 

2 to 10 buses over a five-year business plan that is dependent on the 
financial commitments of both BC Transit and the Squamish Council.  

o Custom Bus Service: To address the increasing proportion of the 
population that is older than 60 years old, double the custom service 
from 2,000 to 4,000 hours, add one to two vehicles, and introduce a 
Taxi Saver Coupon system to supplement the handyDART transit 
system.  

o Commuter Bus Service: Increase the number of trips from Squamish to 
Whistler by harmonizing public transit services with private sector 
services like Greyhound services, which would include the coordination 
of fares and transfers between public and private systems. Introduce a 
Squamish-to-Vancouver route with Horseshoe Bay, Park Royal, and 
Lonsdale connections that also harmonizes the private and public 
sector services and co-ordinates with TransLink’s plans for the region.  

o Between 2007/2008 and 2012/2013 the operating cost for conventional, 
handyDART, and commuter bus services would increase from $587,000 
to $1,444,000.  

 Transit Capital Investments (estimated cost: $7.8 million): 
o The construction of a “main off-street transit exchange/transportation 

hub in the downtown and a mini off-street exchange in the Highlands 
Shopping Centre area”, the addition of “benches to 10% to 20% of bus 
stops”, and the increase of accessibility at bus stops (e.g., ensuring 
there are “good sidewalk connections to the bus stops”). 

o Additionally, the construction of a local bus maintenance and storage 
facility in Squamish that will satisfy both current demands and future 
demands, the addition of bike racks on buses, and the addition of bike 
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storage facilities at transit exchanges intended to improve cycling-
transit integration. 

o The addition of two new buses.  

 Fare Strategy: 
o Simplify the fare structure in terms of pricing differences between cash 

and prepaid media, using the same discount price for students and 
seniors, and giving University students from Capilano College and Quest 
University the opportunity to purchase a four-month school semester 
pass at the cost of $80.00 to encourage ridership. 

o Institute a regular annual or biennial fare increase in order to recover 
30-35% of total operating costs. 

o Investigate the possibility of developing and implementing a Smart Card 
fare technology that harmonizing with both private and public 
transportation services as well as with services and fares along the Sea 
to Sky corridor.  

 Transportation Demand Management (TDM) Measures: Create a full time 
Squamish staff position whose job it would be to coordinate Squamish 
interests with BC Transit, the operating company and other Squamish 
Departments, as well as addressing supporting TDM measures such as 
introducing parking charges, making improvements to the cycling and 
pedestrian networks. Ensure that transit improvements are paired with 
“higher densities, mixed land use near transit, and the implementation of 
broad based TDM programs”.  

 Other Complementary Initiatives: Regularly updating the Rider’s Guide, 
undertaking marketing initiatives such as local transit branding, and improving 
its profile in the community through “improvements to its service, 
convenience, reliability, and comfort”.  

STATE OF RECOMMENDATIONS: 

 In response to the completion of this study, the District of Squamish has not 
addressed the regional transportation issues or increased the handyDART and taxi-
voucher service service hours. The  conventional bus fleet has increased to six 
vehicles. A transportation hub has not been built, but some changes have been made 
to improve sidewalks connections and local bus maintenance and storage facilities. 
The fare structure has been simplified and a four-month school semester pass has 
been implemented. In response to the recommendation for the creation of a full-time 
transportation position, the District of Squamish has recently hired a new staff 
member to spend 50% of her time on transportation. The status of other 
recommendations is currently unknown.  
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DISTRICT OF SQUAMISH OFFICIAL COMMUNITY PLAN (2009) 

Prepared by the District of Squamish                                                                           186 pages 

SCOPE:  

 The District of Squamish Official Community Plan indicates where the District 
plans to take the community. The four key, guiding principles for transportation were 
“[to] work toward providing a balanced transportation system that encourages 
transit, cycling, pedestrian and other modes of travel…that minimize greenhouse gas 
emissions”, maintain “a high quality of life for its residents”, “establish a high 
standard for municipal buildings and infrastructure”, and provide ample opportunity 
for citizen engagement. This section includes 40 policies that are split into sections 
labeled “general policies”, “Highway 99”, “highway bypass”, “pedestrian-friendly 
design”, “trail network”, and “transportation options”. The following community 
vision is meant to guide all plans in Squamish: 

“We are a spectacular seaside mountain community where people come to live, 
learn, work, and play in harmony. We are multicultural, compassionate, vibrant, 
and diverse. We are leaders in fostering social integrity, economic development, 
and environmental sustainability.” 

SUMMARY OF KEY POINTS: 

 As part of the B.C. Local Governmental Act, section 875, an Official Community 
plan is defined as a statement of objectives and policies that guide decisions on 
planning and land use management and provide a longer-term vision for the 
community. The nature of this document is not to analyze but rather to determine 
objectives and policies. Listed below are the transportation objectives stated in 
section 23, part 4 of Squamish’s OCP.  

1. To establish and maintain an effective transportation system within the 
District;  

2. To move goods and people efficiently; 
3. To improve road connectivity throughout the District when appropriate; 
4. To develop a connected and integrated network of bikeways & commuter 

trails connecting major activity areas; 
5. To improve access to and the viability of public transit; 
6. To encourage transit, rail, and marine travel service for regional passenger 

travel; and  
7. To support a diversity of transportation choices and alternatives.  
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SQUAMISH COMMUNITY ENERGY PLAN: THE TRANSPORTATION HUB (MARCH 2009)  

Prepared by Bunt Engineering & HB Lanarc                                                                  21 pages                                                           

SCOPE: 

 Part of a wider document called the 
Squamish Community Energy Plan prepared for the 
District of Squamish, the Transportation Hub: 
Policy, Planning & Design Guidelines paper aims to 
progress the recommendations covered in the 
Downtown Squamish Concept Plan that suggested 
the creation of a central transportation hub 
downtown. The Transportation Hub document 
provides a basis for why change is necessary, 
what the benefits of having a transportation hub 
are, and a general explanation of how to execute 
this plan. Referencing the Downtown Squamish 
Concept Plan, the Official Community Plan, and the 
Downtown Squamish 2031 Transport Plan, the 
Transportation Hub proposal draws on a series of 
previously stated issues, goals, and 
recommendations to suggest a direction for 
transportation in Squamish.  

SUMMARY OF KEY FINDINGS AND RECOMMENDATIONS: 

 Automobile-centric land use patterns, an 
absence of viable rail and marine transport 
options, low frequency bus service, and 
automobile-supportive bylaws and street designs 
are most of the reasons why Squamish is a car-
centric community. The document cites the 2007-
2008 data, taken from the Downtown Squamish 
2031 Transport Plan, which states that 90% to 93% 
of trips are made by car/truck. Despite the 
community’s plan to “[minimize] distances to 
destinations and [foster] increased use of walking, 
cycling, and transit” (DOS Official Community 
Plan), Squamish’s automobile usage is low relative to usages of, for example, 75% and 
60% in the Lower Mainland and Downtown Maple Ridge, respectively.  

 The paper presents several benefits to a central hub. A hub would be flexible 
to future demands and reduce initial outlays while also offering benefits ranging from 
minimizing GHG emissions to encouraging a more socially oriented and healthy 
environment. A central downtown hub would be complemented by a series of 
satellite hub locations selected by their proximity with regional transportation 

Figure 5. Proposed Central 
Transportation Hub (star) with 
Satellite Hubs (circles) 
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connections, higher density residential and employment locations, commercial and 
retail uses, and high activity centres (i.e., the hospital and universities; Figure 6). 
Potential locations, design features, and supportive transportation measures are 
detailed. 

STATE OF RECOMMENDATIONS: 

 The presence of this study was unknown within the Engineering department 
and thus this department has not acted on the recommendations of this document. It 
is unknown whether the Planning department had any plans for the transportation 
hub aspect of the Squamish Community Energy Plan.  
   

DOWNTOWN SQUAMISH 2031 TRANSPORT PLAN (MAY 2009) 

Prepared by Creative Transportation Solutions Ltd.                           113 pages     
(in association with ISL Engineering & Land Services Ltd. & PTV America) 

SCOPE: 

 In adherence with the District’s goal of revitalizing Downtown Squamish, the 
Downtown Squamish 2031 Transport Plan aimed to define a transportation network 
that supports Smart Growth principles and downtown revitalization. The principles of 
the Smart Growth concept revolved around fiscally, socially, and environmentally 
responsible land use and development while downtown revitalization focuses on 
transforming downtown Squamish into a commercial core. It recognized the 
forecasted population growth, the commitment to Smart Growth principles by the 
District of Squamish, and the unsustainability  (according to Smart Growth principles) 
of continued growth as a  ‘bedroom community’ (The Design Centre for Sustainability 
at UBC, 2005).  

SUMMARY OF KEY FINDINGS AND RECOMMENDATIONS: 

 As part of the Downtown Squamish 2031 Transport Plan, a license plate survey 
was completed to improve one’s understanding of the local and non-local based 
traffic mix along Highway 99 in Squamish. The survey was conducted with two survey 
points, one north of Squamish and one south of Squamish with a local or non-local trip 
determined by the time it took for a license plate to go from one survey point to the 
other survey point. It was determined from this survey that for northbound traffic, 52% 
had destinations within Squamish while 48% were passing through. For southbound 
traffic it differed, with 41% having a destination within Squamish, and 59% passing 
through.  

 Another survey gathered data on summer and winter conditions between the 
hours of 7 am and 6 pm to determine the location, time, and mode of transportation 
of individuals entering and exiting Downtown Squamish. With five entry points around 
downtown Squamish, surveyors found that maximum traffic in and out of Downtown 
occurred on Friday afternoons in the summer. Surveyors also found an overwhelming 
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majority of people travelled into or out of Squamish by a car or truck. At 92% of all 
trips, Squamish’s downtown car usage in the summer is 40.9% higher in the summer 
than Revelstoke, a smaller city through which the Trans-Canada highways passes, and 
16.6% higher in the winter. The study also included a comprehensive traffic count in 
August 2007 to provide enough data to calibrate an updated transportation computer 
model for the District. During the summer afternoon peak hour, it was found that 
89.4% of all vehicle traffic was carried by Cleveland Avenue.  

 These data allowed development of a new transportation model. Using VISUM 
software, it included 15 traffic zones outside Downtown to incorporate both regional 
traffic and detail downtown. The project staff met with planning staff, property 
owners, and other stakeholders to quantify expected changes for each of the traffic 
zone by the year 2031. They also hosted public information meetings and presented at 
Council meetings. Four major changes are projected: “housing supply to increase by 
8,800 homes of which 1,209 are single family homes and 7,591 are multi-family homes; 
local based employment to increase by 2,390; commercial accommodation to increase 
by 51 rooms; and college and university student population to increase by 2,230 
students”. To adhere to Smart Growth Principles, a more sustainable future 
employment model was developed for further testing. The model was based on 
assumption of these changes between 2006 and 2031: a doubling of jobs and 
population 75% of new jobs based in Squamish; an increase in employed Squamish 
residents from 11,700 to 16,328; an increase in local jobs from 8,310 to 11,915; and a 
decrease in the number of new housing units from 8,800 to 7,480 homes in order to 
provide for a more sustainable balance between population and jobs. Model 
calibration and validation led to excellent agreement between actual and simulated 
traffic volumes. The following 6 points are the key recommendations as stated in the 
original document.   

1. Adopt the completed this Downtown Squamish 2031 Transport Plan because it: 

 embraces Smart Growth principles; 

 encourages alternative modes of transport; 

 enables financial savings; 

 encourages locally based employment, and 

 contains contingency plans if mode targets to reduce private vehicle use and 
increase local based employment are not met.  

2. Adopt the following targets and have them completed by 2031:  

 Reduce auto trips from 92.7% to 75% of all trips 

 Increase transit trips from 1.5% to 10% of all trips  

 Increase motorcycle trips from 0.7% to 1% of all trips 

 Increase bicycle trips from 1.6% to 5% of all trips 

 Increase walking trips from 3.4% to 7% of all trips 

 Increase other trips (e.g., ferry) from 0.1% to 2% of all trips 
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3. Increase the number of local jobs by 43% and reduce expected residential unit 
growth by 10% to provide a more sustainable balance between population and local 
jobs. 

4. Develop an annual transportation-monitoring program that would monitor traffic 
volumes and increased use of alternative transport modes to ensure that targets are 
given the best chance of being achieved.  

5. Commission a conceptual design study for the proposed major roundabout at the 
north end of downtown to refine plans and identify estimated costs and 
requirements.  

6. Complete a district-wide transport plan and integrate it into the Official Community 
Plan. 

STATE OF RECOMMENDATIONS: 

 The status of this study's recommendations are currently unknown. The 
authors are unaware of any commitment made by the District of Squamish Council to 
adopt either the plan or the targets, though some concepts here, like increasing local 
employment, seem to be priorities of Council members. The sixth recommendation of 
a district-wide plan was met in part by the 2031 District Wide Multi-Modal 
Transportation Study, which is described below. 
 

TRANSPORTATION OPTIONS FOR THE SQUAMISH-METRO VANCOUVER CORRIDOR 

(OCTOBER 2009) 

Prepared by AECOM Canada Inc.                                                                                     39 pages 

SCOPE: 

 This study was completed to access the feasibility of a commuter service 
between Squamish and Metro Vancouver. The study reviewed its feasibility in terms of 
current commuter travel, expected ridership, potential budget, and the variety of 
transportation options (e.g., vanpools, carpools, transit). The study addressed the 
various key interest groups and identified “environmental and community objectives”, 
“passenger service objectives”, and “financial and performance objectives”. The 
growth patterns are now outdated (e.g., a population projection of 20,300 by 2011 
whereas the 2011 census reported a population of 17,158 people), though core 
concepts remain instructive. This study used two main surveys: a District of Squamish 
Survey in August 2008 (described below), and a survey conducted by AECOM in May 
2009 as part of this project.  

 The District collected data on “preferred drop-off locations”, “preferred 
operating times”, and “current mode of transportation” while the AECOM survey 
collected data on “potential stop preference for proposed express bus service” and 
“preferred cost for proposed express bus service”. The survey outlined four 
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transportation options: Pacific Coach Lines, Greyhound, Sea to Sky Transit between 
Whistler and Squamish, and Jack Bell Vanpooling Program. As mentioned above, some 
of these are currently outdated: the Squamish-to-Whistler bus has been cancelled, and 
a new, private commuter bus from Squamish to Vancouver has started operating.  

SUMMARY OF KEY RECOMMENDATIONS AND FINDINGS FROM THE TRANSPORTATION OPTIONS FOR THE 

SQUAMISH-METRO VANCOUVER CORRIDOR STUDY:  

 The surveys recommended that a plan to introduce new express commuter 
service and a subsidy program to reduce fares of existing private bus services be 
implemented. It suggests approaching BC Transit, TransLink, North Vancouver, West 
Vancouver, and businesses for sponsorships to make a subsidized commuter service 
to the Lower Mainland financially feasible. A series of online surveys collected data 
pertaining to demographics, mode of transport by Squamish commuters, place of 
work by Squamish residents, and a summary of the reasoning behind trips along the 
Sea-to-Sky.  Some key findings were: 

 Modal transport distribution was 65% personal vehicles, 11% commercial 
transport, and 24% private or public carpooling.  

 Of 6,080 respondents, 14% of Squamish residents worked in Metro Vancouver, 
64% worked in Squamish, 21% worked in Whistler.  

 Annually, 54% of trips on the Sea-to-Sky Highway were for recreation/social 
purposes, 23% were for commuting/business purposes, 17% for non-resident 
purposes, and 6% for shopping/personal business.  

 The capital cost of either a new express commuter bus plus subsidy of existing 
private bus service or solely a subsidy of existing private bus service to 
enhance service and reduce fares was $100,000. The three-year net operating 
costs were $1,763,000 for the option that included a new express service and 
$416,000 for a subsidy alone. 

 This document concluded that, given the results presented through the survey 
and further analysis, a new commuter service and a program to reduce fares of 
existing private bus services appears to be the most effective option. A series of 
specific recommendations revolved around the suggestion to implement a new 
regional commuter service. These recommendations involved communication 
between transit agencies and operators, communication between destination 
municipalities, budgeting, service, infrastructure, and marketing. 

STATE OF RECOMMENDATIONS: 

 The status of this study's recommendations are currently unknown. Squamish 
has regularly scheduled service to other locations that is operated by Greyhound and 
PacificCoach. The former is far slower than driving and schedules do not match the full 
range of daily activities (i.e., there is no early- or mid-morning arrival option in 
Vancouver) and the latter is expensive ($65 one way to the airport). The private 
service that initiated in 2013 has not attracted a large number of riders. 
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2031 DISTRICT WIDE MULTI-MODAL TRANSPORTATION STUDY (SEPTEMBER 2011) 

Prepared by Opus International Consultants (Canada) Limited                            311 pages 

SCOPE: 

 The 2031 District Wide Multi-Modal Transportation Study was commissioned by 
the District of Squamish in July 2010 to review the community’s long-term 
transportation needs and create a plan that would support objectives and the vision 
identified in the District’s Official Community Plan. In addition to the goal of creating a 
long-term multi-modal transportation strategy, this study seeks to support economic 
growth and new development plus the promotion of Squamish as a growing, 
accessible, and connected single community. The study process included meeting with 
specific stakeholders, such as the Ministry of Transportation, Howe Sound School 
District No.48 Parents Advisory Group, and Squamish Estuary Management 
Committee, a 15-person focus group, a council workshop, and a public information 
meeting. Through their extensive background analysis and theoretical modeling, the 
consultants completed a study that proposed a fundamental shift in transportation 
behaviours and norms in Squamish. The findings were structured into three distinct 
and key study areas: Highway Interface and Regional Transportation; Local Networks; 
and Commercial Transport.  

SUMMARY OF KEY RECOMMENDATIONS AND THEIR IMPLEMENTATION:  

 According to the 2006 Census, 52% of Squamish’s employed labour force 
worked within Squamish, 29% worked outside of Squamish and 19% did not 
have a fixed workplace. The percentage of Squamish residents commuting to 
work by public transit, walking and cycling, and personal automobile is 7.6% 
lower, 1.8% lower, and 9% higher, respectively, than the BC average.  

 In a two-week count in February 2007 of Squamish Transit ridership, it was 
found that 44.5% of passengers were adults, 43.1% were students, and 8.4% 
were seniors.  

 The study projected the largest amount of land use devoted to household 
growth to occur in townhomes. Projected increases were 2,560 townhomes, 
1,740 single-family homes and duplexes, and 1,445 apartments and mobile 
homes.  

The survey highlighted multiple sets of the key issues. Regionally, they were: 

 the scattered work locations south of Squamish, which cause carpooling to be 
a challenge, 

 the large workforce employed outside of Squamish, 

 the high volume of recreational car traffic, 

 the significant seasonal traffic variation, 

 queue lengths at the Mamquam road highway intersection, 

 safety issues along the highway corridor, and  



21 
 

 a lack of affordable alternatives for regional commuters that also cater to 
recreational users. 

Some of the key issues for the local system were: 

 the lack of classification of major roads (e.g., arterial vs. collector), 

 a lack of road connectivity, 

 the Downtown entrance, 

 infrequent and indirect public transit service, 

 a lack of adequate on-street facilities for public transit, and  

 a lack of ridership for public transit. 

Issues related to cycling’s role in Squamish’s multi-modal transportation system are: 

 the lack of clearly defined shoulders, 

 steep grades in Highlands and Valleycliffe neighborhoods,  

 inconsistent bicycle facilities across town,  

 lack of associated bylaws relating to cyclist safety while sharing the road with 
automobiles, 

 little east-west connectivity, 

 a lack of substantial landing area at Discovery Trail intersections, and 

 no designated bike routes downtown. 

Key issues for pedestrians in Squamish are: 

 the lack of and inconsistency of sidewalks, 

 the lack of lighting along highway trails, 

 the lack of street trees between roads and sidewalks, and 

 a lack of information on existing demand for facilities. 

In terms of the movement of commercial goods and truck routes, issues are: 

 the route travelling through Downtown to Squamish Terminals,  

 an unpaved section of Government Road, 

 the environmentally sensitive lands that a connector along 7th Avenue may 
present, and 

 incompatible planned land use on Loggers Lane with a truck route. 

Finally, wildlife corridors need to be better managed by the District and data collected 
by the Ministry of Transportation and infrastructure about animal recovery on the Sea 
to Sky Highway must be supplemented to establish specific patterns. 

The following points cover a variety of general recommendations for the District of 
Squamish to implement to improve its transportation system. This document has 
guided much of the action taken by the Engineering department at the District, and so 



22 
 

the status of implementation is listed as sub-points after each main point (all status 
information is from District Engineering staff).  

 Improve Highway Intersections to improve movement and safety, 
o A shared westbound left-turn/through lane has been added at 

Mamquam Road and Highway 99 to alleviate existing capacity issues. 
o Efforts are on-going to reinstate a counting station at Murrin Park. 
o The District is in dialog with the British Columbia Ministry of 

Transportation and Infrastructure (BC MoTI) to gain consultation rights 
for the District for any decisions about traffic signal timing, to gain 
access to turning movement data for highway intersections, and to 
implement improvements recommended in the B.C. Safer City Initiative 
Report. 

o Work is in progress to conduct traffic counts on Government Road. 

 Research commuter bus service options and ridesharing options (Park and 
Rides, Jack Bell Car Pool/Van Pool, & On-Demand Ridematching) and create a 
regional transportation hub, 

o A Sustainability Coordinator has been hired. This person will coordinate 
ride-matching for carpools, develop park and ride sites, work to develop 
a viable transit service for the Sea-to-Sky Corridor, and consider a 
regional transporation hub. 

 Address the effectiveness of marine, rail, and air transportation, 
o The Sustainability Coordinator is in dialogue regarding a passenger ferry 

service. 
o Expansion of rail service has been rejected. 

 Create road classification for collectors and arterials in Squamish, 
o Council has budgeted funds to Revise the P-1 plan in the Subdivision and 

Deveopment Control Bylaw to reflect the road classication identified in 
Schedule 2A-Major Road and review the geometric design standards 
and typical cross-sections for each road class. 

 Improve local road connectivity, 

 Improve the entrance to Downtown, 
o Council has budgeted funds to complete a Downtown Entrance Study 

that emphasizes emergency access, access via Pemberton Avenue, 
access via Cleveland Avenue, and integration across all modes of 
transportation. 

 Build more structures that enhance the connectivity between different modes 
of transportation, 

 Research alternative transit model options, 

 Build transit supportive infrastructure, 
o This is pending the adoption of a local transit service model by the 

District. 

 Emphasize multi-modal transportation hubs, 
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o The Sustainability Coordinator will explore options for multiple 
transportation hubs in town. 

 Improve bicycle routes, 
o The Sustainability Coordinator will be adding bicycle routes to the 

Subdivision and Development Control Bylaw and developing an 
approach to evaluate existing routes. 

o The need for a study regarding the existing quality and need for 
improvement of District bicycle routes has been acknowledged. 

o The Sustainability Coordinator will develop a public education strategy 
and a user's guide. 

o Work is in progress to secure rights-of-way for additional cycling paths. 
o An annual budget allowance of $100,000 for the development of cycling 

routes has been secured. 

 Prioritize sidewalk construction, 
o A systematic approach for evaluation of pedestrian routes has been 

developed. 
o The Sustainability Coordinator will work to establish Downtown 

Squamish as a zone where pedestrians enjoy priority over vehicles. 

 Create maps of safe routes to schools, 
o A study is necessary to develop pedestrian maps that implement the 

findings of the independent Active and Safe Routes to School program. 

 Collaborate with provincial agencies to determine where corridors exist and 
develop a strategy for identitfying and manging wildlife corridors,  

o Work is in progress in collaboration with provincial and federal officials 
to develop a wildlife management strategy with regards to 
transportation infrastructure. 

 Evaluate Downtown truck routes, and 
o Staff is aware of the need to upgrade truck access to Squamish 

Terminals, but studies have not been conducted. 
o Industrially-zoned land has been protected. 

 Finally, Council is encouraged to adopt visions that will prompt a 
transportation mode shift away from individuals driving in cars and towards a 
multimodal transportation planning that is integrated with land use. 

o Council has not provided direction on this point. 
 

TRANSPORTATION ACTION PLAN (MAY 2012) 

Prepared by Engineering, Parks and Development Services.                                  10 pages             

SCOPE: 

 In response to a strategic planning retreat in January 2012 that identified 
transportation as one of the highest priority issues for Council, a resolution that 
directed staff to present a transportation action plan was passed in April of 2012. 
Consequently the Department of Engineering, Parks, and Development Services 
created this transportation action plan that includes three main goals: implement 
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transit improvements, address local transportation enhancements, and address 
regional transportation options.  

SUMMARY OF KEY RECOMMENDATIONS AND FINDINGS FROM THE TRANSPORTATION ACTION PLAN: 

The following objectives were identified to satisfy each of the three goals:  

Goal #1 

 Find contract efficiencies by evaluating services shared with Whistler, 

 Implement route efficiencies by assessing system usage, 

 Improve scheduling by coordinating the bus schedule with school class times 
and seniors' centre program schedules, 

 Review the fare structure by examining revenue and ridership trends and write 
a fare structure review and recommendations document, 

 Review HandyDART usage by analyzing trends, ridership numbers, and 
assessing the possibility of transporting students, 

 Improve bus stops and system infrastructure by improving the three most 
important stops and creating an action plan to help fund it, and 

 Integrate transit into the development process by reviewing development-
related bylaws.  

Goal #2 

 Focus on the recommendations that have already been made in studies 
completed for the District of Squamish and complete a priority plan to 
commence implementation of the highly recommended improvements and 

 Address council priorities such as the “Safe Routes to School” program by 
communicating with school officials, parents and other community 
stakeholders. 

Goal #3 

 Create a regional transportation study that reviews existing and projected 
traffic volumes, assesses car-share programs, assesses the environmental, 
social, and economic impacts of the transportation options, assesses the how 
fiscally sustainable the options are, creates an implementation plan, and 
proposes a monitoring program to ensure the goals and objectives are 
achieved and 

 Examine regional transportation options for Squamish commuters travelling to 
Whistler or Vancouver.  

 To ensure that these objectives are completed, the transportation action plan 
recommends the creation of a new transportation planner staff position and a 
transportation working group. This  group would assemble influential community 
members to initiate a social marketing program and to provide “Squamish Council 
with advice and recommendation regarding the assessment, planning and 
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implementation of short-term, medium-term, and long-term transportations” 
(Transportation Action Plan, May 2012, p.10). 

STATE OF RECOMMENDATIONS: 

 The transportation planner position has become the Sustainability Coordinator, 
who is understood to spend half her time focusing on transportation. The community 
committee has been functioning since 2013. It is unclear whether objectives described 
above have been pursued aggressively. 
 

SQUAMISH TRANSIT SERVICE EFFECTIVENESS REVIEW (JUNE 2012) 

Prepared by BC Transit                                                                                                        59 pages             

SCOPE: 

 Between June 2011 and June 2012, BC Transit reviewed the effectiveness of the 
Squamish transit system. The resulting report proposed ‘smaller, holistic 
improvements’ to the Squamish public transit route structure and schedules and 
offers an outlook on future service opportunities for the District to consider. The two 
main conclusions taken from the public consultation process and a comparative 
analysis with other systems were an “appetite for smaller improvements layered onto 
existing system rather than large scale changes to routing and service design” and a 
“satisfactory [performance] to its peers (in terms of things like cost per hour, 
ridership per hour, etc.) [with]…excellent ridership growth (+49%) over the past five 
years”. 

SUMMARY OF KEY FINDINGS AND RECOMMENDATIONS: 

The main 7 components of the report, which were a result of discussions between BC 
Transit, the Sea to Sky School District, the District of Squamish, and the city’s bus 
contractor, Diversified Transportation Ltd., were:  

 It was concluded that two potential modes of reducing costs would be 
facilities-related and/or determining how to capitalize on BC Transit’s province-
wide bulk fuel contract to reduce fuel costs, that there would be no significant 
savings by merging Whistler and Squamish transit management, and that this 
report could not answer any queries about Olympic-related costs.  

 A school-district-led partnership between the transit system and the school 
district was recommended. There is a potential for students with disabilities to 
use the conventional bus service and/or the handyDART service and an 
opportunity for cost savings / revenue growth in extending the conventional 
transit system to the Plateau area of Valleycliffe (for school trips) in return for a 
transit pass bulk purchase arrangement with the School District.  

 Through a process that examined ridership on select route segments and 
interviewed key stakeholders, a series of both immediate implementation and 
longer-term expansion options were proposed.  These options included the 
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extension of evening service, the implementation of Sunday and Statutory 
Holiday Service, and the introduction of a Tantalus road weekday commuter 
service.  

 Despite a senior population expected to quadruple by 2031, the handyDART 
usage review component of the report states that it is not currently necessary 
to expand handyDART vehicles, and hours based on the review of usage and 
the high cost of approximately $83.00 per passenger trip.  

 The fare structure review recommended that fares be adjusted for inflation 
and comparability with some of its peer systems. The key changes included 
changes from odd numbers to even numbers like $2.00 for an adult per-use 
ticket instead of $1.75 (for both conventional service and handyDART service), 
and a $5.00 full day adult pass instead of $3.25 to increase the District’s cost 
recovery, and to improve the ease of use by offering round fare numbers.  

 As part of the transit effectiveness review, three bus stops were highlighted to 
receive shelters while Tantalus Road was identified to need a bus turnaround 
location prior to implementing service. The three priority bus stops were at 
Garibaldi Way at Tantalus Road, Squamish General Hospital, and Southbound 
Government Road at Mamquam.  

 A final recommendation was to improve coordination between the transit 
system, specifically the transit system operator, and the District of Squamish 
Parks and Engineering.  

In addition to recommendations about function sharing, transit routing, HandyDART, 
fare structure and bus infrastructure, the report provides three implementation 
strategies that aim to mitigate the risk of ridership decreasing due to fare increase. 
These strategies are as follows: 

 Strategic Timing: If possible, does not make fare changes when potential 
passengers are making their travel decisions for the rest of the year or the rest 
of the semester. July, May, and spring months, are considered to be optimal 
times.  

 Pairing with Service improvements: Demonstrate to riders that the benefits of 
increased pricing.  

 Offering new programs or benefits to transit customers: Such a program might 
be one in which families travel for free.  

STATE OF RECOMMENDATIONS: 

 In Fall 2013, evening service was extended, Sunday and holiday service was 
implemented, and the Tantalus Road service was added. HandyDART has not been 
expanded. Fares have not been adjusted, though Engineering staff are considering 
this. Garibaldi Road at Tantalus Road has a covered shelter; others do not. Progress 
regarding fuel contracts, discussions with the school district, and coordination of the 
transit system is unknown. 
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SECTION D: SYNTHESIS OF MAJOR THEMES FROM SECTIONS A-C 
 
 The transportation infrastructure of Squamish, the major themes of the studies 
of that infrastructure, and the choices Squamish has made when presented with 
recommendations from consultants about that infrastructure give a sense of its 
priorities of the last 140 years. Until the late 20th century, a young municipality had 
young and largely unplanned transportation infrastructure. In its early years, the 
Squamish transportation system grew as a result of the movement of goods to, from, 
and through Squamish. Because the economy of the community was built primarily on 
natural resource extraction and heavy industry, movement of goods was prioritized 
and personal travel to Vancouver, Whistler, or Pemberton was not. This changed as 
personal automobile ownership became widespread in the 1950s and 1960s; the 
automobile allowed individuals to transport themselves independently of the cargo 
transportation network. The automobile also allowed the creation of suburban 
neighbourhoods, which then further necessitated automobile use. The merger of 
three separate communities (Brackendale, Musqueam, and the Village of Squamish) 
into a District municipality in 1964 created a municipality with a dispersed population 
that was most easily connected with the automobile. Land use trends initiated at this 
time and the establishment (and eventual improvement) of viable road connections to 
Vancouver and Whistler seem to have ensured that the automobile would dominate 
transportation in Squamish during the last decades of the 20th century. 

 The raft of planning and transportation studies and documents that have been 
produced in the last 10 years suggests that Squamish has entered an era of self-
examination with regard to its land use and transportation. While the high automobile 
usage rates presented in the Downtown Squamish 2031 Transport Plan indicate that 
most Squamish residents consider cars their primary modes of transportation, several 
documents reviewed here suggest that the municipality acknowledges the negative 
aspects of widespread automobile use. Of the growth options laid out in the Growth 
Management Strategy, the District's emphasis on Downtown indicates that it wishes to 
undermine trends leading to low population density and instead that it welcomes 
more active planning that might create a dense Downtown core where people walk 
and cars are not dominant. These ideas are echoed broadly in the Official Community 
Plan, which not only states goals of fostering social integrity and a vibrant community 
but also raises additional goals like the reduction of greenhouse gas emissions. These 
further contrast the frequent use of automobiles. The desire of planning and 
transportation documents to reduce car travel requires the diversity of transportation 
choices and, specifically, the District bus system and cycling paths, that are mentioned 
in the Official Community Plan, the Downtown Squamish 2031 Transport Plan, and the 
2031 District Wide Multi-Modal Transport Study.  

 The multiple studies of the bus system appear to wrestle with two core issues: 
in a city connected well by a freeway and arterial roads that are rarely congested, 
riding the bus will always be slower and less flexible than traveling by car. Buses take 
direct routes in and near Downtown and more circuitous routes in residential 



28 
 

neighborhoods, and thus traveling by bus can take twice as long as driving oneself. 
Moreover, buses come infrequently, and so they cannot replicate the on-demand 
nature of driving one’s automobile. 

The bus system excels at reaching Squamish residents. A comparison of the 
bus route map with the map of Squamish suggests that the vast majority of Squamish 
residents live within 500 m of a bus stop, and for those who do not or who cannot 
walk this distance, the handyDART service is available. Thus, the Squamish bus system 
can transport nearly all residents to all the major shopping, commercial, cultural, and 
educational institutions of the city, and so it appears to provide functional 
transportation for people who do not own cars. Recent expansion of service to 
Tantalus Road, to evenings, and to Sundays has further enhanced the utility of the 
system. The development of the bus system as transportation for those without 
personal vehicles seems to be nearly absent from the thinking behind most studies 
about transportation. The focus of these studies seems to follow faithfully the goals 
laid out in planning documents for a vibrant community and a walkable downtown 
rather than building on the services this system provides to those of lesser means. Put 
differently, the majority of transportation studies appears to focus on getting people 
out of their cars, not on helping those who have no cars. 

 On this point of displacing car use, however, the Official Community Plan is the 
source of some tension. Although this document advocates for a walkable downtown 
and options to the car, it also states a broad goal of moving people and goods with 
maximal efficiency. The high standards of road maintenance and safety, well-
connected road network, and ample parking of Squamish imply that the most efficient 
means of crossing town is by driving one’s own car. This dimension of the Official 
Community Plan would thus seem to advocate for the infrastructure that encourages 
the use of individual automobiles and thus contradicts its language advocating transit 
use. 

The Official Community Plan states a goal of reducing greenhouse gas 
emissions, and this may be at odds with the bus system in Squamish. The nuances of 
this point are illustrated by a study in Santa Barbara, California. There, full buses (i.e., 
with all 55 seats filled), boasted a fuel economy of 330 passenger miles per gallon, far 
in excess of any car. However, empty buses achieve only 6 miles per gallon, far below 
virtually all personal vehicles. The average bus, which carried 9 people, achieved 54 
passenger miles per gallon, on par with the most efficient cars on the road today 
(NREL 2000). While these calculations are not directly transferable to Squamish and 
the authors are not aware of any studies that demonstrate the fuel economy or the 
average ridership of Squamish buses, the general point made by the Santa Barbara 
case should still hold: buses reduce greenhouse gas emissions if people are riding on 
them. However, if a bus is occupied by only two or three people, that vehicle is 
emitting more greenhouse gases than if those people each drove in their own cars. 
The authors have observed buses in Squamish that are both more than half full and 
nearly empty. To the extent that the bus system is used significantly, it is consistent 
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with the Official Community Plan goal of reducing greenhouse gas emissions, but every 
empty bus is directly at odds with this goal. Without knowing the number of riders on 
each bus or the fuel economy of the buses deployed in Squamish, it is not possible to 
state the ridership that is required for the bus system to be consistent with this 
dimension of the Official Community Plan. 

 Perhaps as a result of the tension embedded in the Official Community Plan, 
several of the transportation studies and plans reviewed here appear to take as a 
premise that modes of transportation other than personal cars are secondary choices. 
Subsequently, studies appear to articulate the present vision, making 
recommendations that range in specificity about how to operate the existing system 
in ways that marginally increase convenience, lower the cost to the district, and 
improve the rider experience. This approach is particularly evident in the Transit 
Business Plan and the Squamish-Vancouver Corridor Options document. The notion of a 
hub-and-spoke system, which, despite attention given to the placement and design of 
a new facility that might serve as such a hub, appears to depend simply on the 
synchronization of schedules for the existing routes to facilitate changing from one 
bus to another, is raised in multiple studies 

The raw ideas in these relatively brief documents were advanced meaningfully 
by the data and numerical targets of the Downtown Squamish 2031 Transport Plan, 
which seems to challenge the notion that cars will be the primary mode of 
transportation in Squamish when it suggests that auto trips downtown should be 
reduced to 75% of all trips from a present mode share of 92.7%. This study challenges 
other central ideas of life in Squamish as well, most notably when it suggests that, 
despite the high cost of housing in Squamish, the growth of residential units be 
reduced to provide a balance between the Squamish population and local jobs. This 
seems to ignore the not-insignificant number of Squamish residents who commute to 
the Lower Mainland for work; the notion of matching housing to jobs could easily go 
awry and home prices could increase substantially if housing growth is reduced and 
Vancouver commuters continue to move to Squamish. Without question, the 
Downtown Squamish 2031 Transport Plan is valuable for its data collection and 
assessment of transportation well beyond Downtown. It remains unclear whether the 
recommendations of this study are valuable because they challenge deeply-held 
notions about automobile use and land use in Squamish or whether they are rather 
meaningless because they ignore realities of life in our city. 

The 2031 District Wide Multi-Modal Transport Study represented another major 
step forward in that it explicitly discussed all modes of transportation as well as their 
integration at length. Whereas this was started with the mode-specific targets in the 
Downtown Squamish 2031 Transport Plan, the 2031 District Wide Multi-Modal Transport 
Study discussed each at length after characterizing the workplaces and transit usages 
of individuals. Its list of problems is sufficiently specific to provide guidance to District 
staff, and its vision of promoting Squamish as a single community is consistent with 
the Official Community Plan. This document provides a clear vision for the ongoing 
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work of building a growing city while simultaneously prioritizing easy car usage and 
community and leaving land-use patterns unchanged. Whereas the Downtown 
Squamish 2031 Transport Plan might ignore basic tenets of life in Squamish, like 
substantial land area devoted to separate suburban neighborhoods and the general 
preference for car usage relative to other mode shares, the 2031 District Wide Multi-
Modal Transport Study accepts these ideas as premises and makes its 
recommendations in that context. However, it also updates the vision of transit in 
Squamish to accommodate changing values of community and environmental 
stewardship, hence its emphasis on a variety of modes of transportation. It would 
seem to be the most practical result of the new thinking demonstrated in the four 
planning documents reviewed here, and it also appears to be consistent with the 
community appetite for small improvements layered onto an existing system that are 
described by the BC Transit Effectiveness Review. 

Thus, it is not surprising that the 2031 District Wide Multi-Modal Transport Study 
is the main study used by District staff to guide their continual improvements. Their 
near-term goals are described in the Transport Action Plan, and they represent a 
specific articulation of the 2031 District Wide Multi-Modal Transport Study that focuses 
on system improvement, transportation enhancements, and regional transportation 
options. The identifiable and clear action items in these documents appear poised to 
guide transportation in Squamish for years to come. Thus, we can conclude that the 
land-use choices that prioritize single-family homes, the abundant recreation 
opportunities outside of town, and the largely inadequate connections to cities 
outside Squamish will virtually require any Squamish resident with adequate means to 
own a car. With car ownership widespread, personal automobiles will continue to be 
the dominant transportation mode share within Squamish. With this as a premise, the 
trends of Squamish transportation appear pointed towards an articulation of a vision 
in which the District subsidizes other modes of transportation, specifically cycling and 
buses, so that they can function for those who do not own cars and provide 
occasional secondary options for those who do. 
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SECTION E: THEMES IN TRANSPORTATION PLANNING 
 

LEARNING FROM PAST MISTAKES:  PRIVATE TO PUBLIC TRANSPORTATION 
 

 In the United States, the migration to the suburbs in the post-war period is 
often associated primarily with an increased use of single occupancy vehicles. During 
the 1950s and 1960s, the Urban Renewal movement was in full force, and federal 
funding for transportation was a priority for many politicians. A hallmark of this 
movement was the construction of highways from city centers to rapidly growing 
suburbs, and this allowed upper- and middle-class citizens to relocate away from cities 
(Levy 2009). 

 As people left urban centers, alarmed city mayors began advocating for 
investment in redevelopment and renewal projects. This stimulated federal spending 
on rapid transit. Increased funding from the state and a transition to public ownership 
allowed transit service to continue, but this did not restore the competitiveness of 
transit with automobiles that it had enjoyed earlier in the century before efficient 
roads were built (Jones, 2008). This left many urban transit systems as secondary 
options for residents who owned cars.  

The effects of the transition of urban transit systems to public funding and the 
relegation of transit systems to secondary status for users with the means to own a 
reliable automobile continues to be felt in the transportation planning community 
today. In present-day London, which is sufficiently dense for transit to remain as a 
primary mode of transportation for many residents, Transport for London, the city's 
public transportation provider, currently works at a farebox recovery of 
approximately 70%. Transport for London plans on having a new 24-hour service by 
2015 that will be cause the system to be "financially neutral at worst" (Jaffe, 2014). 
The BC Transit farebox recovery was 32.7% in the 2011/2012 fiscal year (BC Transit, 
2014). This is not surprising, because much of the Lower Mainland outside of the 
Burrard Peninsula (i.e., Vancouver, Burnaby, and New Westminster) developed after 
automobile use was widespread and thus density is low enough and roads are 
efficient enough to allow personal automobiles to exceed the travel speed of transit 
(A. Curran, TransLink, personal communication). The farebox neutrality to which 
Transport for London aspires may not be possible for transit systems in newer cities 
that were designed with cars in mind. The characteristics of the optimal version of a 
transit system in a car-oriented city are unclear.  

 

TRANSIT ORIENTED DEVELOPMENT AND THE HEALTHY CITIES MOVEMENT 

One of the most prominent terms in planning today is "TOD", the acronym for 
"transit oriented development" that has come into use as a neologism. A concept that 
first became popular in the 1990s as a result of Peter Calthrope's The Next American 
Metropolis, it has recently gained additional clout due to its relevance to the 
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sustainable cities movement (Dannenberg et al., 2011). The principles of TOD include 
walkable, pedestrian-focused design; high density, high-quality, mixed-use 
development; close proximity to transit stations; and reduced and managed parking 
(Dannenberg et al., 2011). These principles are closely linked to Smart Growth, which is 
often defined as "land use and development practices that enhance the quality of life 
in communities, preserve the natural environment, and save money over time" (Smart 
Growth BC, 2001). This would suggest that TOD has a role to play in Squamish because 
smart growth principles are included in the Official Community Plan of the District of 
Squamish as well as several of the studies discussed in Part 1 of this document. 

The Healthy Cities movement, started by the World Health Organization in the 
1980s, was a precursor to Smart Growth that began in the 1990s (Dannenberg et al., 
2011). Similar to Smart Growth, it emphasized sustainable transportation as a core 
belief. It has influenced research on the relationship between land-use and 
transportation designs as a mode to promote healthy living. Results show that the use 
of personal vehicles is associated with decreased walking and increased obesity 
(Ewing et al., 2003). Air pollution has been connected with increased mortality rates 
through impact on respiratory and cardiovascular health (Dannenberg et al., 2011) and 
with transportation-related sources being one of the main contributors to air 
pollution, a sustainable transportation system has the potential to reduced health-
related risk factors for its citizens (Marshall et al., 2009). However, while transit 
systems might function best in dense regions, those living in extremely dense regions 
can be exposed to more air pollutants from sources unrelated to personal 
transportation (Dennenberg et al., 2011). Thus, the practical manifestations of Smart 
Growth do not look identical for every city, but, in general, significant displacement of 
personal vehicles with other modes of transportation appears to have positive 
impacts on health. 

 

SECTION F: CASE STUDIES 
 
 We are aware of no systematic analyses of transportation issues in small cities. 
Thus, with an absence of literature to inform our thinking of Squamish, we studied the 
transportation of several other municipalities to gain context for our thinking about 
Squamish. The subsections below describe the selection of these other municipalities, 
their characteristics, and our overall observations and conclusions from this exercize. 
 

SELECTION CRITERIA FOR COMPARISON MUNICIPALITIES  

 In order to create a set of “comparison municipalities” that could be studied 
and compared to Squamish, we first limited our pool of candidates to municipalities in 
North America. This pool was further reduced to those with transit systems of 
approximately the same size as that of Squamish, with sufficient data online, with 
similar population size, and with similarities in governance. We also sought some 
geographical diversity in our set of municipalities. This led to a preliminary list that 
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consisted of Revelstoke, British Columbia; Richmond Hill, Ontario; Salmon Arm, 
British Columbia; and Whitehorse, Yukon. This list was expanded to include Davis, 
California because it is known for its culture of bicycling and the Squamish 2031 
District Wide Multi-Modal Transport Study gives substantial consideration to cycling as 
a transportation mode share. The list was further expanded to include Manosque, 
Provence-Alpes-Côte d'Azur region, France and Colorado Springs, Colorado because 
the authors traveled to these two locations during summer 2014 and had the 
opportunity to speak to transit planners and customers there. Also relevant were the 
small size and abundant transit information of Manosque and major recent changes 
made by Colorado Springs. 

 Maps of transit systems are often not useful to reproduce in a document like 
this because font sizes are too small on maps that show entire systems. Thus, links to 
maps, transit maps, and transit websites are provided to each comparison 
municipality here: 

 Colorado Springs map | transit map | transit system website 
 Davis  map | cycling map | transit system website 
 Manosque  map  
 Revelstoke  map | transit map | transit system website 
 Richmond Hill  map |  | transit system website 
 Salmon Arm  map | transit map | transit system website 
 Whitehorse  map | transit maps | transit system website. 

 The seven municipalities selected for comparison to Squamish were compared 
based on “identities” of Squamish. Drawn primarily from the Official Community Plan 
of the District of Squamish, the identities represent characteristics exhibited by 
Squamish and thus clarify the comparisons with other individual municipalities that 
are most useful. The nine identities, their descriptions, and the comparison 
municipalities to which they are applicable are: 

#commutertown 

This identity describes municipalities whose residents mostly work outside the 
town limits and commute into a larger economic centre.  

RICHMOND HILL 

#dominantroad 

Highway 99 is a major feature of transportation in Squamish. By connecting 
different areas of the city well, it relegates other modes of transportation to a 
secondary status for most residents. While comparison municipalities are 
served by major roads that connect them with nearby municipalities in their 
regions, the specific layout of the developed area of a municipality and the 
relationship to the major road to that developed area vary. In Squamish, the 
major road does not bypass the District, and thus it is regularly used by 
residents within the District. However, it also does not become a “main street” 
when it enters Squamish; speeds remain high and no commercial or residential 

https://www.google.com/maps/place/Colorado+Springs,+CO/@38.8756844,-104.7583595,11z/data=!3m1!4b1!4m2!3m1!1s0x8713412ea1e6d22b:0x418eeb92f5e86b13
https://transit.coloradosprings.gov/sites/default/files/transit/files/newsystemrt2final11x17.pdf
http://www.springsgov.com/SectionIndex.aspx?SectionID=16
https://www.google.com/maps/place/Davis,+CA/@38.5425463,-121.7275585,14z/data=!4m2!3m1!1s0x808529999495543f:0xc3013f1b6ee28fff
http://police.ucdavis.edu/bikemap.pdf
http://daviswiki.org/transportation
https://www.google.com/maps/place/Manosque,+France/@43.8293275,5.7900789,13z/data=!3m1!4b1!4m2!3m1!1s0x12cbcdb3ba6c6b09:0x1bd50854176f8011
https://www.google.com/maps/place/Revelstoke,+BC,+Canada/@51.0114752,-118.2131266,13z/data=!4m2!3m1!1s0x53793705fa6adda5:0x4f3c647db9d6efca
http://www.bctransit.com/regions/rev/schedules/2012.12.10.images/rev_map_region.pdf
http://www.bctransit.com/regions/rev/?p=2.list
https://www.google.com/maps/place/Richmond+Hill,+ON,+Canada/@43.9035689,-79.4283014,25003m/data=!3m1!1e3!4m2!3m1!1s0x882b2a4936291733:0x5201760ad6b142ed
http://www.town.richmond-hill.on.ca/subpage.asp?pageid=comm_info_transit
https://www.google.com/maps/place/Salmon+Arm,+BC,+Canada/@50.700004,-119.2830215,12z/data=!3m1!4b1!4m2!3m1!1s0x537ef54d4f2026a5:0x400a2d627d7e3cc9
http://www.bctransit.com/regions/shu/schedules/2013.12.02.images/shu_map_region.pdf
http://www.bctransit.com/regions/shu/?p=2.list
https://www.google.com/maps/place/Whitehorse,+YT,+Canada/@60.7108837,-135.0672403,13z/data=!4m2!3m1!1s0x5154449880bc5381:0xe43db7ea64d0354b
http://www.city.whitehorse.yk.ca/index.aspx?page=231
http://www.city.whitehorse.yk.ca/index.aspx?page=62
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areas are positioned immediately next to the road (Garibaldi Village is set back 
by a significant parking lot and is entered by either arterial roads or an off-ramp 
off of the highway). Thus, in this document, the identity “dominantroad” 
implies a major road that connects a community with itself at traffic speeds 
higher than those that allow for immediate commercial development on the 
road. It implies a significant advantage held by personal automobiles over 
other modes of transportation. 

COLORADO SPRINGS SALMON ARM WHITEHORSE 

#greengoals 

This identity refers to a community that prioritizes projects that will help 
reduce the negative environmental impact of its municipality.    

DAVIS REVELSTOKE  RICHMOND HILL SALMON ARM WHITEHORSE 

#hilly 

This identity describes the topography of the municipality and implies hills that 
are large enough to decrease the ability of many people to use bicycles as a 
significant mode of transportation.  

MANOSQUE SALMON ARM WHITEHORSE 

#outdoorsy 

This identity refers to municipalities that display high levels of physical activity 
in the outdoors. These conclusions can be made by analyzing city data on the 
natural amenities of that city, and the approach to tourism of that city.  

COLORADO SPRINGS REVELSTOKE WHITEHORSE 

#smalltown 

This identity describes municipalities with less than 30,000 people.  

REVELSTOKE MANOSQUE SALMON ARM WHITEHORSE 

#tourism 

This identity refers to the importance that tourism plays in the economic 
vitality of the community.   

COLORADO SPRINGS REVELSTOKE WHITEHORSE 

#unitown 

This identity indicates that students create a meaningful portion of the 
economic base and transportation needs of the comparison municipality.  

DAVIS MANOSQUE 
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#young 

This identity describes municipalities with median ages multiple years below 
the Canadian median, which is 40.6 years. For reference, the median age of 
Squamish is 36.8 years.  

COLORADO SPRINGS DAVIS WHITEHORSE 

 

DESCRIPTIONS OF COMPARISON MUNICIPALITIES 
 

 

Colorado Springs 

 #dominantroad #outdoorsy #tourism #young 

 

 

Characteristics: 

 Population: 416,427 (2010) 

 Median Age: 33.6 

 Housing units in multi-unit structures (2008-2012): 28%  

 identities shared with Squamish: 4 of 9 

 Colorado Springs is host to a large variety of outdoor amenities and a low cost 
of living. The economy of Colorado Springs is based primarily on military, tourism, and 
high-tech sectors and has influenced much of the growth of the city. It has a 
downtown core, several suburban communities and strip malls, and beautiful 
mountain views. It has a bus transit system with several routes, several kilometers of 
cycling paths, and multiple freeways and major roads that provide easy transportation 
across the city.  

 The second largest city in Colorado and about 24 times larger than Squamish, 
Colorado Springs deals with transportation issues on a much larger scale than 
Squamish (U.S. Census Bureau, 2010). Like the rest of Colorado, where more than 93 
percent of households have at least one car, Colorado Springs has a large dependence 
on cars (Independence Institute, 2010, p.4). This implies strongly that the transit 
system of this city operates to provide transportation for people of lesser means and 
not as a meaningful alternative to private vehicles. However, Colorado Springs has 
committed to decreasing its reliance on single-occupancy vehicles and becoming “a 
sustainable, equitable, and affordable multi-modal transportation system” (City of 
Colorado Springs, 2011). Despite its successes, Colorado Springs is an effective case 
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study for Squamish to analyze most importantly due to its failings, specifically with 
regard to economic sustainability.  

 Greatly influenced by the recession that began with the American subprime 
mortgage crisis of 2008, the Colorado Springs’ operator, Mountain Metropolitan 
Transit, cut service drastically in response to funding reductions and has been slowly 
rebuilding its service and its brand as its economy has recovered. Service has slowly 
been increasing recently; evening and Sunday service were reinstated in 2012 (LSC 
Transportation Consultants., 2010). In response to the enormous fluctuation in service 
that resulted from funding failures and inefficient routes, more focus has been given 
to a variety of funding methods. Like most municipalities that grew in the second half 
of the 20th century, the transit system of Colorado Springs has relied historically on 
municipal government funding. The story of the recent recession suggests that transit 
systems that rely on governmental funding because they are primarily used by 
residents without cars are vulnerable to significant disruption. This is true not only 
because their revenue is not distributed across their ridership base but also because, 
in a society where most people have cars, those who do not rarely have the political 
power needed to preserve transit service during funding shortages.  

 The Colorado Springs 2030 Public Transportation Plan, the most recent available 
document of its type, was written in 2004 (Transit Services Division, 2004). Without its 
own recent studies, this municipality may benefit from the work of the Victoria 
Transport Policy Institute, which has analyzed options for transit funding (Litman, 
2014). This institute raises the possibilities of special taxes on properties that benefit 
from transit service, parking and vehicle levies, the sale of air rights above transit 
stations, and fees on new developments to finance transportation infrastructure 
(Litman, 2014). These suggestions seem to be developed while holding in place 
premises about land use and car dominance that exist in Squamish (see Part 1). 

 

 

Davis 

 #greengoals #unitown #young 

 

 

Characteristics: 

 Population: 65,028 

 Median Age: 25.2 

 Housing units in multi-unit structures (2008-2012): 43%  

 identities shared with Squamish: 3 of 9 
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A community located just west of Sacramento, California, Davis is home to the 
University of California, Davis, and a large cyclist population. Most inhabitants are 
employed in the education, health care, retail, or agriculture sectors. Structurally, the 
city is crossed by two freeways and has 6 unofficial main districts that can further be 
separated into neighbourhoods.  

 A flat city with a large university, Davis started investing in bicycle 
infrastructure decades ago, and now 19% of journeys to work are made by bike 
(Mionske, 2010; The League of American Bicyclists, 2013). It has long been considered 
a city of “bike lane pioneers” and the “bicycle capital of the U.S.” (Buehler & Handy, 
2007). However, since the mid-1990s, Davis has experienced a decrease in bicycle use, 
and this may result from complacency after bicycling programs were institutionalized 
and innovative advocacy coalitions were no longer thought to be necessary. For 
example, programs like elementary school education programs, subsidized helmet 
programs, high minimum standards for new bicycle infrastructure, and incoming 
university student orientation programs had disappeared by 2000 (Buehler & Handy, 
2007). The lesson for Squamish in this example is that failure to continually reinforce 
gains made in a transportation system can lead to that system regressing away from 
the stated goals of a community. 

 Since the realization that Davis’ rates of cycling were declining, the community 
has become slightly more active. There has been development of more advocacy 
groups challenging city regulations on the disruptive nature of yard waste being left in 
bike lanes (Dickey, 2014) and changes to ‘excessive’ biking fines first implemented in 
1993, around the time that bicycling was declining (Keene, 2013). This suggests that 
management of transportation infrastructure is an ongoing process that requires the 
continued attention of politicians and advocacy organizations. 

 

 

Manosque 

 #hilly #smalltown #unitown 

 

 

Characteristics: 

 Population: 21,777 

 Age: 34% are under 30, 39% between 30 and 59, and 27% are 60+ 

 identities shared with Squamish: 3 of 9 

Manosque is a small city in southern France with two distinct regions, a lively 
downtown core whose roots go back to the Middle Ages, and a suburban ring built 
primarily in the 1950s and 1960s that surrounds the old downtown core. The growth 
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that occurred during the middle of the 20th century was for the most part due to 
refugees from Algeria and the installation of a nuclear power research facility. As a 
result the biggest employers are construction, engineering, administration, and 
agriculture.  

 Although comparable to Squamish because of its small population, couple 
universities, and hilly geography, Manosque provides a useful contrast because its 
transportation system is free. In France, in larger communities where the higher 
population densities allow transportation funding to come from riders, temporary 
free transportation days or free transportation zones have been implemented, often 
to reduce greenhouse gas emissions by giving an additional incentive for citizens to 
forego automobile usage (Belter et al., n.d.). In Paris, authorities made public 
transportation completely free during a weekend where air quality had been recorded 
as being one of the worst on record (BBC News, 2014). The high cost of fare collection 
in both the cost of time waiting for passengers to pay and the cost to fund the 
collection process are commonly cited as problematic aspects of the fare-paid public 
transportation system (Belter et al., n.d.). Amidst some national meetings in Bordeaux 
on public transportation, some critics brought up the idea that free transportation 
could promote sprawl by encouraging development in a comparatively undeveloped 
area, but this was dismissed due to a lack of evidence (Robert, 2013).  

 During a personal visit in summer 2014, the logic of free transportation appears 
to have had a meaningful influence in Manosque. Manosque has a three-part action 
plan which includes diversifying the community’s transportation options, creating 
connections between neighbourhoods, and increasing the safety of all modes of 
travel, and free transportation there arose as a means to achieving the first of these 
goals. The plan also provides incentives to increase use of bicycles and improve 
pedestrian walkways. In a general sense, this specific and aggressive approach would 
seem to be a positive example for Squamish as it pursues its multi-modal transport 
ambitions. 
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Revelstoke  

 #greengoals #outdoorsy #smalltown #tourism  

 

 

Characteristics: 

 Population: 7,139 (2011) 

 Median Age: 40.3 

 Dwellings: Single-detached house (65.2%), movable dwelling (14.5%) and 
apartment, building with fewer than five storeys (10.4%). 

 identities shared with Squamish: 4 of 9 

Revelstoke was built around the Candian Pacific Railway. It maintains a strong 
relationship with the railway, and mining, forestry, government services, and tourism 
are also important drivers of its economy. Revelstoke prides itself in its close 
proximity to a wide variety of outdoor activity as well as its small and historic 
downtown. It lies between the Monashee and Selkirk Mountains (Fisher, 2010). 
Revelstoke is about half the size of Squamish yet still shares many of the same 
qualities such as being outdoorsy, small, dependent on tourism, and interested in 
environmental stewardship (Fisher, 2010). 

In an attempt to improve community health, reduce its greenhouse gas 
emissions, reinforce compact settlement patterns, improve affordability, and offer 
more equitable transportation infrastructure, the City of Revelstoke developed an 
Active Transportation Plan in that was published in 2010 (Boulevard Transportation 
Group Ltd., 2010). This plan focused on six neighbourhoods and five critical locations 
and sought to connect different modes of active transportation, which is 
transportation powered by humans. During consultation, barriers to modes of active 
transportation were identified as a lack of appropriate facilities, long travel distances, 
personal security concerns, poor transit service, and apathy (Fisher, 2010). To respond 
effectively, the municipality sought to acquire infrastructure or infrastructure funding 
through private development (Boulevard Transportation Group Ltd., 2010). The 
options most relevant for Squamish were to: 

 require bicycle parking as part of new development,  

 impose development cost charges (DCCs) to raise funds for infrastructure, and 

 consider offering density bonuses to developers in exchange for funds to 
develop active transportation infrastructure.  

Potential sources of funding are: 

 LocalMotion (capital projects) 

 Towns for Tomorrow (climate change, health, sustainability) 

 LiveSmart BC Green Cities Awards (initiatives for health and green projects) 
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 BC Parks and Recreation Active Communities Initiative Grant Programs 
(walkways, trails, and bikeways)  

 Cycling Infrastructure Partnerships Program (new cycling infrastructure) 

 ActNow B.C. (health promotion) 

 Canada/BC Municipal Rural Infrastructure Fund (infrastructure for economic 
growth) 

 Building Canada Fund  (infrastructure that meets environmental, economics 
and quality of life objectives)  

 Canadian Gas Tax Fund (cleaner air and reduced greenhouse gas emissions) 

 
  

 

Richmond Hill  

 #commutertown #greengoals  

 

 

Characteristics: 

 Population: 185,541 (2011) 

 Median Age: 39.8 

 Three most common structural dwellings: Single-detached house (62.1%), Row 
house (14.4%), and apartment building with more than five stories (13.8%). 

 identities shared with Squamish: 2 of 9 

Developed as a result of its close proximity with Toronto, Richmond Hill is a 
commuter town where the majority of its residents work outside the city's 
boundaries. The main economic drivers in the town are the information technology 
and high-tech industry, business services, and wholesale and retail trade. Like many 
suburbs, its land use consists of almost entirely single-use developments where 
housing is separated from commercial areas. Its people depend on cars. Its relevance 
to Squamish lies in this dependency and the degree to which Squamish residents 
commute to the Lower Mainland or Whistler for work. Additionally, Richmond Hill has 
a youthful population, a drive to decrease its environmental impact, and a rapidly 
growing population (Statistics Canada, 2012). 

Richmond Hill attempts to reduce its greenhouse gas emissions through the 
Smart Commute program. Smart Commute offers municipalities in the Greater 
Toronto and Hamilton area with a network of transportation management 
associations that works “to ease gridlock, improve air quality and reduce greenhouse 
gas emissions” (Smart Commute, 2010). It focuses on businesses and it extends across 
several communities in Greater Toronto. With services that include site assessments 
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and surveys to understand employee commuting behaviour, the program offers 
individualized transportation planning (Smart Commute, 2010). It is not clear if such an 
initiative could work in Squamish, where there is no one employer outside the city 
where many people work. 

 
 

 

Salmon Arm  

 #dominantroad #greengoals #hilly #smalltown 

 

 

Characteristics: 

 Population: 17,683 (2011) 

 Median Age: 48.2 

 Dwellings: Single-detached house (68.8%), apartment building with fewer than 
five stories (11.7%), and apartment, duplex (7.0%). 

 identities shared with Squamish: 4 of 9 
 

Salmon Arm is located on the shores of Shuswap Lake in British Columbia. A 
tourism- and forestry-based economy, Salmon Arm has been heavily influenced by 
both the Trans-Canada highway and the Canadian Pacific Railway that both run 
through town. Its population is nearly equal to that of Squamish, and the Trans-
Canada Highway has been laid through the town in a manner similar to that of 
Highway 99 in Squamish. 

 Salmon Arm has made a commitment to Smart Growth BC2, which implies 
prioritization of transportation linkages, greenway improvements, and highway 
crossings. As part of Salmon Arm’s push to improve both its ecological infrastructure 
and transportation connectivity, the city has created a network of linear parks, which 
can further be categorized into greenways, bikeways, and ecolinkages (Smart Growth 
BC, 2009). City regulations state a minimum standard of 2 hectares of park space per 
1000 people. The linear parks act as both park space and an enjoyable mode of 
transportation and thus can be seen as a successful marriage of transportation routes 
and public spaces. Pedestrian underpasses and intersection improvements have 
received attention to improve safety related to the highway.  

 In a 2013 Strategic Planning-Residents’ Survey, residents of Salmon Arm 
indicated an overwhelming preference for road improvements; priorities were roads 

                                                                    
2 Smart Growth BC: “a provincial non-governmental organization devoted to fiscally, socially and environmentally 

responsible land use and development” (smartgrowth.bc.ca).  
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(41%), transit (23%), sidewalks (21%), and cycling infrastructure (15%) (Urban Systems, 
City of Salmon Arm Strategic Plan, 2013). These responses demonstrate an interesting 
dilemma in a city that both wants to grow smartly and respond to citizens’ desires. 
They also suggest an association between a city’s topography and its inclination 
towards cycling. 

 

 

Whitehorse   

      #dominantroad #greengoals #hilly #outdoorsy #smalltown #tourism #young 

 

               

Characteristics: 

 Population: 27,889 (2011) 

 Median Age: 37.6 

 Dwellings: Single-detached house (59.1%), apartment, building with fewer than 
five storeys (14.0%), and movable dwelling (9.1%). 

 identities shared with Squamish: 7 of 9 

A community that prides itself in the feel of small town and a beautiful, wild 
surrounding environment, Whitehorse has various different neighbourhoods that are 
often separated by geological features such as hills, water, or forests. Its economic 
base relies primarily on mining, transportation services, tourism, and government 
services. It is bisected by a freeway and also connected by a group of roads that form 
a loop through its developed areas. Whitehorse is trying to achieve some of its many 
green goals through an emphasis on active transportation and recreational tourism. 
Of the comparison municipalities reviewed here, it resembles Squamish in seven 
identities, lacking only a base of commuters who drive to another metropolitan area 
for work and a university community. It leads Squamish by its exemplary action in its 
role in the healthy cities movement. Additionally, it was selected by Transport Canada 
as part of an urban transportation showcase to show how “municipalities can reduce 
greenhouse gases in the transportation sector as a small full service urban city” (City 
of Whitehorse, 2008).  

 The Whitehorse Moves project, which concluded in 2007, aimed primarily to 
remove infrastructural barriers for active transportation (such as a lack of appropriate 
facilities and poor transit service), educate the public, develop a transportation 
management program to promote carpooling, public transportation, and forms of 
active transportation (City of Whitehorse, 2008). Infrastructure improvements 
included constructing continuous cycling lanes into and within the downtown, 
reducing arterial roads from 4 lanes to 3, improving bus signage, installing new bike 
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parking stalls, building new bus shelters, building a new pedestrian and cycling bridge, 
building a connecting stairway to connect the downtown core with an upper 
escarpment for pedestrians, and constructing a roundabout at 2 arterial roadways. 
Funds came from Transport Canada, corporate and nonprofit donors, and the city 
council. Although some goals were not achieved, the project was seen an overall 
success because of increased public awareness, increased perceptions of safety for 
walkers and cyclists, and reduction in greenhouse gas emissions. The most notable 
failure may have been the carpooling program, which suffered from fluctuating needs 
and dispersed housing. Also, 400 trail users indicated that cycling accounted for 43% of 
their work-related trips in summer but only 7% in winter (City of Whitehorse, 2008). 

 The following advice can be gleaned from Whitehorse Moves (City of 
Whitehorse, 2008): 

 consult the public extensively about proposed changes, 

 partner projects with relevant stakeholder groups, 

 spread multiple projects over several years, 

 ensure that active transportation initiatives work as a continuous system, 

 educate the public about all changes, 

 accept slow changes in behavior, especially with regard to automobile use, 

 test new infrastructure like roundabouts with all potential users before 
building it, 

 make non-automobile transportation enjoyable, attractive, and inexpensive, 
and  

 spend time, money, and expertise monitoring infrastructure changes to repeat 
successes and avoid repeating mistakes. 

CONCLUSION 

 Unlike large cities, which deal with problems such as congestion and air quality 
yet can take advantage of high population density to weave rail- and bus-based transit 
into the fabric of urban life, small municipalities that have grown in the last 50 years 
have been built, sometimes with little planning, under the assumption that 
automobiles would be widely available and widely used. This has led to much lower 
densities and land-use patterns that do not necessarily lend themselves to cycling or 
walking. Moreover, the major roads that connect small municipalities to other 
locations sometimes serve as efficient connectors within these municipalities, thus 
making personal automobiles superior to transit systems. This leads to transit systems 
being frequented by people of lesser means and governments paying for transit 
nearly entirely, and the experience of Colorado Springs shows that this leaves transit 
systems vulnerable to fluctuations in tax revenue. That city demonstrates that 
reducing service can happen quickly, but the reestablishment of that service is a much 
slower process. Manosque seems to have found an advantage in the economic 
structure of its government-funded transit system by making all transit free. This 
shows that, when a system with low farebox recovery abandons hope of sourcing 
revenue from its passengers, transit use can become more convenient and pleasant 
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for riders. Revelstoke and Whitehorse provide examples of the diversity of additional 
funding sources that are available to a municipality like Squamish. 

 The difficulty of increasing multi-modal transportation is illustrated by several 
comparison municipalities. The experience of Davis indicates that constant attention is 
required to maintain a strong cycling ethic of a city. Salmon Arm, a municipality similar 
to Squamish in population and geography, saw its residents strongly prefer 
automobile usage, presumably because of its flexibility and efficiency, even after 
infrastructure improvements for multi-modal transportation and a municipal 
commitment to Smart Growth principles. Whitehorse built extensive infrastructure, 
but its final report from Whitehorse Moves still indicated that cold winters deter 
cycling regardless of infrastructure. 

 Regionally, the experience of Richmond Hill suggests that reduction of 
automobile use in a metropolitan area is best coordinated with neighboring 
municipalities. These lessons may not be transferable to Squamish with regard to 
Vancouver, where employment destinations are geographically diverse, but could 
apply to Whistler, where employees residing in Squamish are likely to work relatively 
near each other. 

 Overall, small municipalities in North America seem to struggle with histories of 
land use that prioritize low population density and specific geographical factors like 
hills and cold. With the exception of the push for cycling in Davis, which may have 
resulted from high population density and scarce parking at its university, transit 
advocacy in these comparison municipalities appears to come from governments, 
often when they choose to adhere to an initiative such as Smart Growth. This would 
seem to be inconsistent with the main purpose of their systems at present, which 
seems to be the provision of transportation to those without cars. Although the 
improvements achieved through Smart Growth and similar programs may increase the 
mode share of non-automobile transportation, the improvements discussed by places 
like Revelstoke or implemented by cities like Whitehorse seem to be entirely incapable 
of leading transit or cycling to complete seriously with personal vehicles for most 
trips, especially when residents must own vehicles to travel to other municipalities or 
rural areas in their regions. Thus, the most important step in transportation planning 
for a small municipality may be a clear definition of the purposes and goals of its 
transit system, and a serious mistake may be the stating of purposes or goals that can 
only be achievable in a large city with vastly different land use and regional 
transportation options. 

 

CITATIONS FOR PART 2 

BBC News. (March 14, 2014). Paris offers free public transport to reduce severe smog. Retrieved from 
http://www.bbc.com/news/world-europe-26574623 

BC Transit. (2014). Annual Report 2012/13. Retrieved from 
http://www.bcbudget.gov.bc.ca/Annual_Reports/2012_2013/pdf/agency/bctransit.pdf 



47 
 

Belter, T., von Harten, M., & Sorof, S.. (n.d.). Advantages and disadvantages of free public transport 
services. SustraMM. Retrieved from 
http://enercitee.eu/download.php?url=Subprojects/SUSTRAMM/SustraMM_Free_public_transport.pdf 

Boulevard Transportation Group Ltd.. (January 2010). Revelstoke Active Transportation Plan. City of 
Revelstoke. Retrieved from 
http://www.physicalactivitystrategy.ca/pdfs/BEAT/TPlans/City%20Revelstoke_Active%20Transportation
%20Plan.pdf 

Buehler, T. & Handy, S.. (June, 2007). Fifty years of bicycle policy in Davis, CA. University of California, 
Davis. Retrieved from http://www.des.ucdavis.edu/faculty/handy/Davis_bike_history.pdf 

City of Colorado Springs. (January 24, 2011). Sustainability Goals for the Pikes Peak Region. Retrieved 
from http://www.springsgov.com/News.aspx?NewsID=790  

City of Whitehorse. Whitehorse Moves Community Transportation Workshop. October 2002. Retrieved 
from http://www.whitehorse.ca/Modules/ShowDocument.aspx?documentid=1606  

City of Whitehorse. Urban Transportation Showcase Project: Whitehorse Moves (2002-2007) Final 
Report. 2008. Retrieved from 
http://www.whitehorse.ca/Modules/ShowDocument.aspx?documentid=1524 

Dannenberg, A., Frumkin, H., & Jackson, R.. 2011. Making Healthy Places: Designing and Building for 
Health, Well-being, and Sustainability. Island Press: Washington, DC. 

David, B., & Dutzik T. (Frontier Group). (April 2012). Transportation and the New Generation: Why young 
people are driving less and what it means for transportation policy. U.S. PIRG Education Fund. 
Retrieved from 
http://www.uspirg.org/sites/pirg/files/reports/Transportation%20%26%20the%20New%20Generation%20
vUS_0.pdf 

Dickey, Darell. (April 15, 2014). We need to rid our bike lanes of all green waste. Davisvanguard.com. 
Retrieved from http://www.davisvanguard.org/we-need-to-rid-our-bike-lanes-of-all-green-waste/ 

Ewing, R., T. Schmid, R. Killingsowrth, A. Zlot, and S. Raudenbush. 2003. "Relationship between Urban 
Sprawl and Physical Activity, Obesity, and Morbidity." American Journal of Health Promotion 18:47-57.  

Fisher, Cara (Built Environment and Active Transportation). (July 2010). Transportation Planning in BC: 
Local Government Success Stories. BC Recreation and Parks Association and the  Union of BC 
Municipalities. 
http://www.physicalactivitystrategy.ca/pdfs/BEAT/Local%20Government%20Success%20Stories.pdf 

Independence Institute (2010). Colorado Transit: A Costly Failure. Center for the American Dream of 
mobility and home ownership. Retrieved from http://transportation.i2i.org/files/2010/07/IB-2010-C.pdf 

Jaffe, Eric. (June 30th, 2014). 5 Lessons U.S. Transit Systems Should Learn from London. The Atlantic. 
Retrieved from http://www.citylab.com/cityfixer/2014/06/5-lessons-us-transit-systems-should-learn-
from-london/373667/  

Joblinks. (May 2009). Transportation Toolkit for the Business Community. U.S. Department of Labour. 
Retrieved from http://web1.ctaa.org/webmodules/webarticles/articlefiles/startup.pdf 

Jones, D. (2008). Mass Motorization + Mass Transit: An American History and Policy Analysis. Indiana 
University Press: Bloomington, IN.  

Keene, Lauren. (October 10th, 2013). Council passes resolution reducing ‘excessive’ bike fines. The Davis 
Enterprise. Retrieved from http://www.davisenterprise.com/local-news/council-passes-resolution-
reducing-excessive-bike-fines/ 

Levy, J. Contemporary Urban Planning, 10th edition. Pearson: New York, 2009. 
Litman, Todd. (May 22, 2014). Local Funding Options for Public Transportation. Victoria Transport Policy 

Institute. Retrieved from http://www.vtpi.org/tranfund.pdf  
LSC Transportation Consultants, Inc.. (2010). Mountain Metro Transit Onboard Survey. Retrieved from 

http://www.springsgov.com/units/transit/2010_FixedRoute_Study.pdf 
Marshall, J., M. Brauer, and L.D. Frank. 2009. "Healthy Neighbourhoods: Walkability and Air Pollution". 

Environmental Health Persepctives 117 (11): 1752-59.  
Mionske, B.. (February 24, 2010). Your City Versus My City. Bicycling.com. Retrieved from 

http://blogs.bicycling.com/blogs/roadrights/your-city-versus-my-city  



48 
 

Pucher, J., Buehler, R., & Seinen, M. (2011). Bicycling renaissance in North America? An update and re-
appraisal of cycling trends and policies. Transportation research part A: policy and practice, 45(6), 451-
475. 

Robert, Marcel. (November 28th, 2013). La gratuité est une idée dangereuse. Carfree.fr. Retrieved from 
http://carfree.free.fr/index.php/2013/11/28/la-gratuite-est-une-idee-dangereuse/ 

Smart Growth BC. (2001). The Smart Growth Toolkit. Vancouver, BC. Retrieved from 
http://www.smartgrowth.bc.ca/Publications/GuidesandToolkits/tabid/159/Default.aspx  

Smart Growth BC. (August 2009). Downtown Salmon Arm Smart Growth Process: Final Results and 
Background Report. City of Salmon Arm. Retrieved from 
http://www.smartgrowth.bc.ca/Portals/0/Downloads/Salmon_Arm_Final_Report.pdf 

Statistics Canada. (March 17, 2014). Focus on Geography Series, 2011 Census. Government of Canada. 
Retrieved from http://www12.statcan.gc.ca/census-recensement/2011/as-sa/fogs-spg/Facts-cma-
eng.cfm?LANG=Eng&GK=CMA&GC=934 

The Economist. (June 18th 2013). Maybe buses should be free. Retrieved from 
http://www.economist.com/blogs/gulliver/2013/06/fares 

The League of American Bicyclists. (2013). Where we Ride: Analysis of bicycling in American cities. 
Annual American Community Survey Report. Retrieved from 
http://bikeleague.org/sites/default/files/ACS_report_final_forweb_2.pdf 

Town of Richmond Hill. (October 2006). Transportation Master Plan: Final Report. iTRANS Consulting 
Inc.. Retrieved from http://www.richmondhill.ca/documents/transportation_master_plan.pdf 

Transit Services Division. (September 2004). Colorado Springs 2030 Public Transportation Plan. City of 
Colorado Springs. Retrieved from http://www.ppacg.org/Trans/2030/Volume%20III/Appendix%20D%20-
%20Colorado%20Springs%20Public%20Transportation%20Plan.pdf  

Urban Systems. (June 2013). City of Salmon Arm Strategic Plan: Part 1 of 2 Survey Report. City of Salmon 
Arm. Retrieved from http://www.salmonarm.ca/DocumentCenter/View/641 

U.S. Census Bureau. (2008-2012). Commuting (Journey to Work). Retrieved from 
http://www.census.gov/hhes/commuting/data/commuting.html  

U.S. Census Bureau: State and County QuickFacts. (2010). Colorado Springs (city), Colorado. Retrieved 
from http://quickfacts.census.gov/qfd/states/08/0816000.html 

U.S. Census Bureau: State and County QuickFacts. (2010). Davis (city), California. Retrieved from 
http://quickfacts.census.gov/qfd/states/06/0618100.html  

Ville de Manosque. (April 18, 2012). Schéma directeur de circulation: présentation des actions 
envisagées. Presented at a public meeting, Salle des Tilleuls. Retrieved from http://www.ville-
manosque.fr/IMG/pdf/SD_circulation_doc_en_ligne.pdf 

Walker, Jarett. (February 5th, 2010). Privatized transit and (or vs.) the public good. Jarett Walker + 
Associates. Retrieved from http://www.humantransit.org/2010/02/privatized-transit- and-or-vs-the-
public-good.html  

What is Smart Commute?. (2010). Smart Commute. Retrieved from 
http://www.smartcommute.ca/en/about-us/what-smart-commute 

  



49 
 

 

 

 

 

 

 

PART 3: 

RECOMMENDATIONS FOR 

TRANSPORTATION IN SQUAMISH 
  



50 
 

SECTION G: AREAS FOR IMPROVEMENT AND SUGGESTED GOALS 
 

The 2031 District Wide Multi-Modal Transportation Study is a detailed document 
that describes a number of specific infrastructural shortcomings in Squamish, and it 
has been accepted by District Engineering staff as a guide for the improvements that 
are needed over the next several years. Here, we seek to avoid duplicating the many 
recommendations described there and summarized in Section C. Instead, we seek to 
introduce concepts that are somewhat broader than those mentioned in that 
influential study. Where we invoke specific detail about, for example, alterations to 
infrastructure, transit management, or other dimensions of transportation, we do so 
to illustrate our broader points. In all cases where we describe specific projects, we 
remind the reader that any of our suggestions deserve the careful review of 
experienced engineers (either employed by with the District of Squamish or outside it, 
as appropriate) and non-engineering District staff. 

 We observe the following areas for improvement, and these will guide our 
development of goals and our recommendations: 

 The purpose of the bus system has not been stated clearly. The buses in 
Squamish seem to function primarily to provide transportation to people of 
lesser means, but transportation studies and the Official Community Plan 
appear to want the system to decrease car usage and reduce greenhouse gas 
emissions. This aspiration may not suit the land use and road infrastructure of 
Squamish. 

 Most transportation in Squamish emits greenhouse gases to the atmosphere. 
Squamish is not different from other communities in this regard, but all 
communities should reduce greenhouse gas emissions to decrease the threats 
posed by climate change. 

 Buses are slow. In order to reach as many people as possible, bus routes are 
circuitous and thus substantially slower than direct routes taken by personal 
automobiles. 

 The experience of modes of transportation other than personal automobiles 
is less than optimal. A litany of small problems and discomforts related to bus 
and bicycle travel lead car usage to be easier and more pleasant. Examples are 
detailed in the 2031 District Wide Multi-Modal Transportation Study. 

 Advantages to the existing system are not maximized. There are gains to be 
made in the coordination and deployment of the existing cycling, pedestrian, 
and motorized transportation resources and infrastructure of Squamish. 

 Some facts of transportation in Squamish seem to have been ignored by most 
planning and transportation studies. The hills of the Valleycliffe and Highlands 
neighborhoods make cycling infeasible for many residents. Highway 99 will 
always be a faster way across town than transit. A substantial portion of the 
commercial activity of the District occurs away from Downtown, in the 
industrial area (e.g., at Walmart) or in the Garibaldi Village shopping center. 
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 The District lacks data and examples. Two transportation studies collected 
valuable data about transportation mode share, but we are unaware of a study 
describing the needs for transportation that are based in data about 
population density and probable trip frequencies. We are also unaware of 
examinations like the one in Part 2 that focus on other cities that could be used 
as examples for Squamish. 

With these areas for improvement in mind, we describe our recommendations in the 
context of these suggested goals. Squamish should: 

1. Maximize benefits of existing resources and infrastructure. 
2. Improve connectivity with and between modes of transportation.  
3. Minimize greenhouse gas emissions. 
4. Continue building the system incrementally. 
5. Collect information, specifically data from within Squamish and experience 

from outside Squamish. 
6. Challenge assumptions and experiment cautiously. 

Each of the recommendations described in Section H, below, will be referenced back 
to this list of goals. 

SECTION H: RECOMMENDATIONS 
 
 These recommendations are organized into recommendations pertaining to 
process and management, user experience (with a focus solely on modes of 
transportation other than personal automobiles), and service. They are presented in 
that order because we expect that the process and management recommendations 
will have small barriers of funding and public consultation relative to the others. We 
do not separate our recommendations by mode share because, consistent with the 
District's desire to promote multi-modal transportation, we have integrated our 
discussion of various modes wherever possible. 

 

PROCESS AND MANAGEMENT RECOMMENDATIONS 

1. State a clear vision for transportation and declare a purpose for the bus system. 

Squamish is connected by an uncongested freeway, nearly all residents own cars, 
rain makes cars a superior option to other modes of transportation during a 
significant portion of the year, and Garibaldi Village is a significant commercial 
centre. These observations work to undermine the existing bus system by 
encouraging residents to drive their own vehicles and by attracting residents to 
areas away from the center of the bus system. We echo the 2031 District Wide 
Multi-Modal Transportation Study and recommend that Council state a clear vision 
and set of goals for transportation in Squamish. However, we recommend that 
Council do so while taking the realities mentioned here, as well as others, as 
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premises. Presently, the Official Community Plan, which expresses a need for both 
efficient movement of people and goods (which can reasonably be understood to 
imply good roads and ample parking) and a variety of transportation options 
(which suggests that bicycles and buses ought to compete effectively with cars), 
provides too little direction with regard to transportation, and so Council ought to 
state a vision that lists unambiguous priorities. 

Specifically, declaring an intent for the bus system, whether this intent is for it to 
serve those who cannot afford cars or to compete with automobiles, will provide 
valuable direction for its future improvements. We do not believe that the mode 
share targets in the Downtown Squamish 2031 Transport Plan are realistic given the 
premises that that study appears to ignore, but we do advocate the statement of 
clear, numerical goals wherever possible. 

A resolute vision for transportation decreases the likelihood that an upheaval like 
the one experienced in Colorado Springs will happen in Squamish. It also clarifies 
the avenues for alternate funding that can be pursued, whether, like Whitehorse, 
these come from private sources, or, like Revelstoke, a variety of governmental 
grant programs are to be exploited. 

This recommendation applies to the goal of maximizing benefits of all resources, 
since it will lend clarity to their deployment. 

 

2. Deploy biodiesel in all buses. 

The question of whether the bus system increases or decreases greenhouse gas 
emissions relative to personal automobiles is eliminated if buses use a carbon-
neutral fuel. Thus, the District should insist upon using biodiesel as fuel for its bus 
fleet. 

This has two important implications beyond the reduction of greenhouse gas 
emissions that is prioritized in the Official Community Plan. First, it creates a stable 
customer base in Squamish that may allow biodiesel providers to scale up 
operations and thus serve other vehicles in town. The District's public works fleet 
could join this policy, thus increasing the size of the contract and further enabling 
economies of scale that could make biodiesel viable for the community at large. 

Second, the elimination of greenhouse gas emissions from buses implies that 
there is negligible environmental cost to running buses that are meant to provide 
transportation to residents with no other options. In this case, buses do not need 
to be full to justify their use from an environmental perspective. When using 
biodiesel, environmental and social objectives are not in conflict like they are now 
if buses run with few people on board. 

In a Vancouver Island biodiesel evaluation, participants (including BC Transit) 
found that although higher costs deterred full time use, the fuel economies were 
found to the be the same or better, no significant changes to maintenance needs 
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or performance were required, and there was a marked reduction in exhaust 
opacity (City of Victoria and WISE Energy, 2005). 

This recommendation applies to the goal of reducing greenhouse gas emissions. 

 

3. Work with Quest University Canada to eliminate its Squamish Shuttle. 

Quest University Canada provides a free "Squamish Shuttle" to its students with 
its own bus. It departs Quest at 4:15 on Tuesdays and Thursdays and returns at 
5:45 after stopping at London Drugs, Walmart, and Save-On Foods. This may have 
made sense when service to Quest was infrequent, but, with seven Squamish 
buses per day coming to campus, including 5 between 4 pm and 11 pm, the Quest 
shuttle should be eliminated and students should be directed onto the Squamish 
transit buses. Perhaps this will require express buses that do not drive through the 
Highlands, and perhaps it will require slight adjustments to timing, but, with its 
high population density and large number of residents without cars, Quest should 
be one of the major sources of ridership for the Squamish transit system, not a 
major competitor. 

This recommendation applies to the goal of maximizing benefits of all resources, 
since it will allow greater use of existing service. It will also reduce greenhouse gas 
emissions since it will keep the Quest bus off the road. 

 

4. Make buses, either all of them or just those Downtown, free. 

The free transportation of Manosque raises a compelling question: in a system 
with low farebox recovery that requires government subsidy to operate, why 
charge fares? This recommendation is listed as a managerial modification because 
it relates mostly to the vision for the transit system and its funding structure, but it 
also would present a significant enhancement of the quality of service to riders 
who tire of counting out their coins upon boarding buses. 

If a free system is not feasible, then, in line with attempts to revitalize the 
downtown core, a free bus zone could be enacted downtown. This would increase 
the utility of the bus system to shoppers who need to make multiple stops 
downtown and would otherwise drive their cars a few hundred meters between 
parking lots. To be truly useful, this recommendation requires much higher 
frequency downtown. 

This recommendation applies to the goals of maximizing benefits of all resources 
and challenging assumptions by experimenting with a rather unconventional idea 
that might increase user experience at little cost. 
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5. Collect information. 

The data presented in the Downtown Squamish 2031 Transport Plan and the 2031 
District Wide Multi-Modal Transportation Study are invaluable, yet they are not 
enough to plan transportation in Squamish optimally. Missing is the ability to 
forecast the trips likely to originate from different neighborhoods in town. This 
estimation depends on a geographic database of factors like population density, 
per-capita income, and area of retail space in every unit area (e.g., 1 km2) across 
town (Levy, 2009). Research has indicated that distance is a primary driver in trip 
frequency and so it may be that, for example, residents of the Highlands 
preferentially shop in Garibaldi Village and would have much greater use for a bus 
that makes frequent trips between their neighbourhood and this shopping area 
than for the present bus, which travels from their neighbourhood downtown 
much less frequently. We recommend an intensive, sustained data collection effort 
that builds on the ridership statistics reported in recent studies and also informs 
transportation needs across the District. 

We further recommend that Engineering staff visit municipalities that may face 
challenges that are similar to those in Squamish. Of our comparison municipalities, 
Whitehorse may be the top choice in this regard. Not only does it share several 
identities with Squamish, but its recent Whitehorse Moves program suggests that 
its transportation planners and engineers have a wealth of experience regarding 
transportation innovation in a small city. A second choice would be Salmon Arm, 
since it may have a reasonably similar geographical relationship to its stretch of 
the Trans-Canada Highway as Squamish has with its portion of the Sea-to-Sky 
Highway. 

Finally, we recommend a targeted study of Highway 99 in Squamish. An 
unexpected and largely unexplored finding of our work is that Highway 99 is 
rather unique among highways in small towns. Not only does it not bypass or skirt 
the edge of the town like many major highways do in the United States (and like 
Interstate 80 and Highway 1 do for Davis and Revelstoke, respectively), but it also 
not does slow, narrow, and become a main street (like Cleveland Avenue is in 
Squamish) as occurs in so many other North American municipalities. Rather, it 
presents itself as an excellent transportation route for travel within Squamish 
while also not reducing its speed or accommodating shopping or housing 
immediately next to it. A targeted study would seek to determine how many other 
towns have a highway like Squamish and explore the advantages and 
disadvantages of the three highway designs that we have identified here. 

This recommendation applies to the goal of collecting information. 

 

6. Consult with employers in Whistler about regional transit. 

The carpool program of Richmond Hill depends on its residents working proximally 
to each other in Toronto. This seems infeasible for Squamish residents who work 
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in the Lower Mainland, but it might work for those working in or near Whistler 
Village. We recommend the District reach out to the Resort Municipality of 
Whistler to explore ways in which it could collaborate with Whistler businesses on 
a ride-share program. We offer this as a managerial recommendation because 
discussions would be preliminary at this stage. 

This recommendation applies to the goal of reducing greenhouse gas emissions. 

 

RECOMMENDATIONS PERTAINING TO USER EXPERIENCES 

7. Continue system-wide improvements to infrastructure and user experiences as a 
coherent initiative. 

The 2031 District Wide Multi-Modal Transportation Study lays out many small 
improvements that can be made to the infrastructure of Squamish, many of which 
would enhance the experiences of bicycle and bus riders. Incremental 
improvements are consistent with the public opinion assessed by the Squamish 
Transit Service Effectiveness Review, and so we recommend that Squamish develop 
a branded package of user enhancements to its cycling and bus infrastructure. 
Examples of such enhancements would include schedules at bus stops (either on 
the vertical poles or, in Downtown, in the windows of nearby stores), a phone 
application for schedule updates and bus locations, rain shelters, round-number 
fares (if fares are still charged), and the publication of an integrated bus and 
cycling map. 

We support the recommendations of the 2031 District Wide Multi-Modal 
Transportation Study pertaining to cycling as well as the District's ongoing efforts 
to implement them. We further recommend 

 Increased bicycle parking, especially near bus stops and major shopping 
areas. Covered parking would be particularly attractive. 

 Bike trail maps on bike paths. 

 Signs to guide riders along the Sea-to-Sky bike trail at intersections; this 
is particularly needed where Highway 99 meets Centennial Way, where 
Pemberton Avenue meets the Mamquam Blind Channel, and near the 
approaches to the pedestrian overpasses in Brackendale and beside 
Mamquam Elementary Schoool. 

 Publish an integrated transportation map that includes public 
transportation, cycling, walking, private transportation services, and 
taxi hubs. 

This recommendation applies to the goals of maximizing benefits of existing 
infrastructure, improving connectivity, and continuing to build the system 
incrementally. 
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8. Brand and market the transportation network. Anecdotal evidence collected by 
the authors this summer suggests that a non-negligible fraction of Squamish 
residents are only vaguely aware of the District's transportation resources. We 
recommend supporting the steady growth of the transit system and the fine 
bicycling resources with a marketing and branding initiative so as to avoid the fate 
of Davis, which saw cycling decline as attention declined. We speculate that telling 
Squamish citizens what the transportation system can do for them and how they 
can use it to their benefit may lead to modest increases in ridership. 

This recommendation applies to the goals of maximizing benefits of existing 
infrastructure and continuing to build the system incrementally. 

 

RECOMMENDATIONS PERTAINING TO TRANSPORTATION SERVICES 

9. Establish a transit hub through scheduling alone and study its impacts. 

We find ourselves skeptical of the studies that suggest a transit hub in Downtown 
Squamish. This would seem to benefit only riders traveling to or from Valleycliffe 
from another part of Squamish. Surely, changing buses downtown to connect 
most other routes would be too time-consuming for the vast majority of riders. 
The system is designed to bring residents to commercial and cultural areas in 
Squamish, and we suspect that it is too unwieldy to allow reasonable transport 
between residential neighbourhoods. 

However, this is easily tested. All buses presently collect near the Chieftan Mall 
and then drive to the Squamish library. Either of these locations could be made 
into a hub by scheduling all buses to arrive at similar times and idle for five 
minutes. The core function of a hub, the ability to change from one route to 
another, does not require the infrastructure described in the planning documents 
we reviewed. Rather, it requires synchronized schedules. Thus, we recommend 
that schedules be synchronized, bus transfers be free, the ability to change buses 
be advertised, and ridership be studied carefully for a substantial period (e.g., two 
years) to determine if a hub holds any value to the Squamish bus system. 

If so, the study could be repeated by synchronizing the inbound and outbound 
buses passing by Garibaldi Village. Minor route changes are needed to allow routes 
1, 2, and 4 to intersect. After testing a de facto hub in two locations, design of a 
full-service hub facility could be commissioned, though a careful redesign of routes 
would be required to make it successful. 

This recommendation applies to the goals of maximizing benefits of existing 
infrastructure and experimenting cautiously. 
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10. Install a fast charging station for electric vehicles on the Sea-to-Sky highway. 

To limit the greenhouse gas emissions of its residents who drive to Vancouver, 
Squamish could add infrastructure to make the Nissan Leaf, a moderately 
affordable electric vehicle with a maximum range of ~160 km, a more feasible 
vehicle for its residents. One meaningful improvement would be the installation of 
a fast charging station between Squamish and West Vancouver on the Sea-to-Sky 
Highway, since this would significantly increase the ability of Nissan Leaf owners 
to visit the Lower Mainland and return to Squamish without parking at a charging 
station in the Lower Mainland. A location such as Porteau Cove Provincial Park 
may be a good choice, though other intermediate points would also be viable. If 
electric cars with a range of ~160 km could reliably be used to visit the Lower 
Mainalnd for the day, then their adoption by Squamish residents may well be much 
higher, since they seem ideal for the short trips that occur within Squamish. We 
acknowledge that another electric car, the Tesla Model S, has a larger battery that 
easily allows a round-trip to the Lower Mainland without recharging, but we 
suspect that its high cost renders it an unlikely choice for most residents. 

This recommendation represents one of the few actions that the District of 
Squamish can take to reduce greenhouse gas emissions in the private travel of its 
citizens. 

 

11. Establish recreational routes. 

Buses are extremely useful when parking is difficult. Parking is rarely difficult in 
Squamish, but it is quite limited at recreational areas immediately outside town in 
summer. We recommend two summertime weekend recreational routes that stop 
at, in the southbound direction, Stawamus Chief Provincial Park, Darrell Bay (for 
the Sea-to-Sky Gondola), Shannon Falls, and Murrin Park and, in the northbound 
direction, Alice Lake Provincial Park and Brohm Lake Recreational Site. Such buses 
would run 4-5 times per day in, for example, the middle and late mornings, the 
middle and late afternoons, and the early evening. In Squamish, they would stop at 
optimal feeder locations like Garibaldi Village, the Adventure Centre, and the 
entrance to Valleycliffe (i.e., the intersection of Clark Drive and Guilford Drive). We 
recommend this service run as an experiment in an upcoming summer, either in 
conjunction with reduced service in town or by using school buses that are idle in 
summer. 

This recommendation applies to the goals of maximizing benefits of existing 
infrastructure, building the system incrementally, and experimenting cautiously. It 
should also help reduce greenhouse gas emissions. 
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12. Connect Squamish transportation with regional transportation. 

The Transportation Options for the Squamish-Metro Vancouver Corridor document 
outlines the avenues that may allow regional transportation to grow. These can be 
supported by connecting Squamish transit to regional transit more effectively. We 
recommend that bus routes be adjusted to stop at -- not near -- the Greyhound 
Station and the Adventure Centre (where the airport buses of Pacific Coach Lines 
stop). Excellent bicycle storage areas should also be added to these intercity bus 
stations. Alternately, if a central transit hub were to be constructed, this should 
also be built to accommodate intercity buses. 

This recommendation applies to the goals of improving connectivity between 
different modes of transportation (e.g., intra- and intercity buses), and building 
the system incrementally. 

 

13. Collaborate with the local school district and redeploy aggregated resources. 

We echo the recommendation of BC Transit, which suggested that the District 
partner with the school district to bring school children in need of transportation 
onto the District buses so as to increase the utility of the existing system. This idea 
would require extensive study and negotiation to work out a host of details, and 
there are many possible manifestations of it, but it would seem to hold the 
promise of increasing transit ridership while lowering costs for the school district. 

This recommendation applies to the goals of maximizing benefits of existing 
resources and challenging assumptions and experimenting. 

 

14. Modify bus routes. 

Modification of bus routes must be done with care because of the many trade-offs 
and compromises that come with any proposed modifications. Evaluating trade-
offs is difficult without present-day political, policy, and budgetary information 
that is beyond the scope of this document, and so ideas are presented here with 
some discussion, yet all should be regarded as tentative. We further note that 
each of these modifications must be done incrementally with active public 
consultation to keep with the preference for minor changes layered on the 
existing system that were reported by the Squamish Transit Service Effectiveness 
Review. 

 Establish more express routes. This will decrease travel time and could also 
be used to decrease headways, making the system more efficient and 
flexible. These could incorporate multi-modal thinking if bike storage 
facilities were constructed at express stops. Express routes would run in 
addition to, not instead of, existing routes, though express buses would 
likely displace buses that make all stops. 
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 Shorten routes. Decreased headways can be achieved if routes are 
shortened. It is not obvious that all trips originating in Brackendale, 
Tanatalus Road, or the Highlands need to go downtown. If some fraction of 
these trips ended at Garibaldi Village or Brennan Park, where residents can 
find ample shopping and cultural resources. With shorter routes, a bus 
could loop through the neighborhood several more times per day. This 
would substantially decrease wait times and make busing more convenient. 

 Neighbourhood-to-neighbourhood routes. Present Squamish bus routes 
are designed to bring people living in residential neighbourhoods to the 
commercial areas of Squamish. However, each neighbourhood has one or 
two employment or commercial centres that, with the present bus system, 
are cumbersome to reach from other neighbourhoods because transfers in 
Downtown are time-consuming. The most notable such centre is Quest 
University Canada, but stores, restaurants, and the art gallery in 
Brackendale and the Executive Suites Hotel on Tanatalus Road are not 
insignificant. If some shortening of routes were implemented (e.g., if some 
iterations of the Highlands route went only as far at Garibaldi Village), then 
that bus could continue into Brackendale or Tantalus Road, and the reverse 
could occur as well. This would serve to connect parts of the community 
that are poorly connected at present. 

 Taxi enhancement. If bus routes were reconfigured to prioritize express 
service or to prioritize transportation of schoolchildren, the impact on 
those who need bus service near their homes could be mitigated through a 
substantial expansion of handyDART service and District-sponsored taxi 
vouchers. Put differently, those of lesser means could be shifted to on-
demand taxi services if buses are repurposed to maximize ridership. 

This recommendation applies to the goals of improving maximizing benefits of 
existing resources and challenging assumptions and experimenting. 

 

15. Extend the Sea-to-Sky Connector Trail to enable bicycle transportation between 
all neighborhoods and commercial areas. We recommend building the 
infrastructure to make bicycling across town as easy and safe as driving across 
town, especially in its flat areas. Build grade-separated cycling paths wherever 
possible in this network, and add maps and bicycle racks across the trail. 

This recommendation applies to the goals of improving connectivity, continuing to 
build the system incrementally, and reducing greenhouse gas emissions. 

 

CONCLUSIONS 

 These recommendations are intended to offer a perspective on transportation 
in Squamish that is drawn from the study of its history, recent studies pertaining to it, 
and case studies of similar cities. These recommendations range in their riskiness and 



60 
 

their potential rewards, but we note that some of them, like working with Quest to 
eliminate its shuttle, installing a fast charging station on the Sea-to-Sky highway, and 
establishing recreational routes on summer weekends can be enacted fairly rapidly at 
(presumably) reasonable cost. Others, like the collection of information, the extension 
of the cycling network, and the branding and marketing, are rather straightforward 
but will take several years to prove their worth. Most of these recommendations here 
can be enacted on their own, and thus, when District leadership declares its intensions 
for the transportation system, the goals that drove the selection of these 
recommendations can be reevaluated and recommendations enacted accordingly. 
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