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Thesis 

 

 Transportation infrastructure along the Broadway Corridor from Commercial 

Drive to UBC has nearly reached its capacity in regards to east-west movement of 

people and goods and is inadequate for sustained growth. Immediate attention must be 

paid to improving speed, frequency, efficiency and user-friendliness of transportation 

along this corridor, while not losing sight of the needs of either the communities 

through which it passes nor those of the region at large.  
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Introduction 

 

 Greater Vancouver is a city built on trade. Since it’s very founding, it has always 

been at the centre of a vast network of goods movement stretching from East Asia to 

Ontario, Quebec and the Maritimes, the United States and beyond.  

 As Vancouver has grown from a town to a true metropolis, rivalling other 

national centres, it has come into its own variety of metropolitan challenges. Chief 

among these is transportation within the region. Transport Canada estimates congestion 

costs the regional economy up to $1.5 billion per year, with up to $500 million directly 

lost in goods movement (Ministry of Transportation 1). In fact, Greater Vancouver’s 

residents have decisively listed transportation as the region’s top concern, surpassing 

the classic Canadian worry about health care (Ipsos Reid 11). 

Though transportation issues have touched every corner of the Lower Mainland, 

Vancouver has been subject to chronic congestion for a long time. This is largely due to 

the fact that Vancouverites have not been offered a seamless rapid transit network, 

linking all parts of the region. East Vancouver has had access to rapid transit since 1986; 

however the western half remains virtually untouched by rapid transit. This fact, 

combined with the fact that UBC and the central Broadway business district, two of the 

biggest destinations in Greater Vancouver, lie on the west side, demonstrate the fact 

that relief is needed soon. 

It is important to note that some congestion is a sign of a healthy city, much as 

queues can be interpreted as a sign of a healthy business; Michael Bloomberg, Mayor of 

New York City, recently suggested, “we like traffic – it means economic activity, it 

means people coming here” (“In Shift” 1). However, it is easy to see that too much 
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congestion will strangle the local economy. In addition, while improvements to the 

public transit system in general and the rapid transit network in particular are key parts 

of relieving congestion in the Lower Mainland, it is unrealistic to assume that high-quality 

public transit alone will solve all of the region’s transportation problems. 

This paper touches on two topics: the management of private vehicles and the 

re-engineering of the roadway and the expansion of car-sharing programs along the 

Broadway Corridor (defined as being between Chancellor Boulevard, 4th Avenue, 6th 

Avenue, 2nd Avenue and Great Northern Way and 10th Avenue and 12th Avenue from 

Commercial Drive to UBC). The recommendations contained within would directly 

benefit the communities immediately affected as well as the region at large by increasing 

access to them while reducing automobile congestion.
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Private Vehicles and Road Space 

 

 The Broadway Corridor is a densely populated area with a rich variety of 

businesses, making it a perfect candidate for a transit-oriented community; however, the 

private vehicle is currently more or less unrestricted in access to the Broadway 

Corridor. While Broadway is a major arterial route for public transit, car journeys 

remain dominant. Due to the massive infrastructure devoted to the automobile and in 

spite of the rising costs of automobile ownership, private vehicles are not likely to 

disappear from the region’s roads any time soon. It is therefore important to 

acknowledge the continued presence or private motorists in order to accommodate the 

needs of those who do not use other forms of transportation on a regular basis. 

 The City of Vancouver has recently put in peak-hour bus lanes along Broadway 

between Victoria Drive in the east and Arbutus Street in the west. These bus lanes are 

simple features, located in the curb lane and marked only with the standard white 

diamond. While the addition of bus lanes is to be commended, several problems have 

arisen: 

 

• Buses tend to get caught behind cars that are either making or waiting to make a 

right turn,  

• Many drivers are not aware of the peak-hour restrictions, leading to private 

vehicles using the bus lanes and 

• Five transit routes run on Broadway, four local routes (#8, #9, #16, #17) and 

one limited-stop route (#99); the local routes, making frequent stops in the bus 
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lane, impede express buses from exploiting the most benefit from the dedicated 

lane and forces them to use the general traffic lanes 

 

 In the short term, it is therefore recommended to alter the bus lanes as follows: 

 

• Moving the bus lane into the middle lane; this practice is used in Ottawa, on 

Albert and Slater Streets downtown and in the bus-only Transitway, to avoid 

conflict with right-turning vehicles and stopped buses (Cervero 247-248) and 

• Pavement markings should be made more prominent and visible; preferably, the 

entire bus lane should be painted in an easily-identifiable manner, as well as the 

“no-stopping zones” around bus stops. This should be combined with a public 

awareness campaign to inform drivers of this new policy. 

 

 In the longer term, TransLink may choose to place a rapid transit line along 

Broadway. This may take the form of upgrading the #99 (Bus Rapid Transit), installing a 

Light Rail Transit (LRT) system, or extending SkyTrain’s Millennium Line in an 

underground tunnel. The City of Vancouver’s preferred option is currently to extend 

SkyTrain to Granville Street (Vancouver City Clerk 5-6); it has even considered 

extending it to Arbutus Street (Vancouver RTO 20-22; UMA et al. 4). TransLink is also 

considering it, though not in the short-term (TransLink 12-13).  

Any of these options will entail a large degree of change in the streetscape. Since 

bus service would likely decrease due to redundancy, as well as the reduction in 

congestion along the Broadway Corridor, six lanes along Broadway may be more than 

needed. 
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The City may wish to consider some of the following recommendations in 

certain areas exhibiting more advanced development (for example, along Broadway in 

Mount Pleasant between Kingsway and Cambie Street, in Fairview between Cambie 

Street and Burrard Street, Kitsilano between Larch Street and Alma Street and in West 

Point Grey on 10th Avenue between Discovery Street and Tolmie Street): 

 

• Removing one lane of traffic in each direction, and replacing them in 

alternating blocks of widened sidewalks (in blocks with a bus stop) and 

• Adding reverse-angle parking (in blocks without a bus stop); as angle 

parking is more space-efficient than parallel parking (Edwards), this is in 

order to partially mitigate the loss of parking on one side of the street. It 

would also have the effect of reducing traffic speeds and creating a wider 

buffer between the sidewalk and the roadway (Edwards), making 

Broadway a more pleasant street on which to walk, plus 

o Being in close contact with the Engineering Department at the 

City of New Westminster (who are currently experimenting with 

reverse-angle parking) (New Westminster Engineering) and the 

Borough of Pottstown, PA (who have successfully installed 

reverse parking) (Nawn 12). 

 

Finally, there is an important distinction to be made between local traffic and 

through traffic. It is important to direct as much through traffic onto 12th Avenue (and, 

to a lesser extent, Great Northern Way, 2nd Avenue and 6th Avenue between Burrard 
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Street and Clark Drive) as possible; the City should strive to do more in this respect 

than a reduced roadway would do by itself. 
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Car-Sharing 

 

Car-sharing is a relatively new concept in automobile ownership. The general 

idea is to maximize the benefits of the automobile (mobility) while minimizing the 

liabilities of car ownership (cost, pollution, insurance). It is not car-pooling (however, 

the two are not mutually-exclusive). In its simplest form, it can be two people sharing 

the costs and the usage of a car. In more ambitious models, it can consist of a large 

membership served by a fleet of vehicles spread out over a given area. Such networks 

find themselves in the private and non-profit sectors (though there is nothing stopping 

car sharing from being operated in the public sector). 

Car-sharing started in 1987 in Zürich, Switzerland, under a co-operative model 

called Mobility CarSharing Schweiz. CommunAuto, the first Canadian car-sharing 

network was established in Québec City in 1994, also as a co-operative (though later 

changing to a nominally for-profit format). Vancouver has had one established car-

sharing network, the Co-operative Auto Network (CAN); it has operated since 1997. 

CAN currently maintains a fleet of approximately 145 automobiles across a membership 

of over 2,600 throughout Greater Vancouver, with the majority of vehicles located 

within the City of Vancouver. 

Tracey Axelsson, executive director of CAN, founded the co-operative with a 

mandate to reduce the environmental impact of automobiles in Vancouver: 

 

…[CAN was incorporated] to foster car sharing in a co-operative 

environment, in a not-for-profit fashion, such that we will reduce 
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greenhouse gas emissions, eliminate many non-point sources of pollution, 

especially those associated with cars, and improve green space.” 

 

CAN currently operates approximately 32 cars, trucks and minivans in the 

Broadway Corridor. This is possible through the relatively high membership densities 

along Broadway. This, in turn, is only feasible through the provision of high-quality public 

transit and cycling infrastructure to allow residents to give up their privately owned 

vehicles and land-use planning favouring dense neighbourhoods. 

In order for car sharing to successfully grow in the Broadway Corridor, 

Axelsson says that an improvement in cycling infrastructure is necessary: 

 

…what we really need are more bike racks at the bus stops. Even [with] 

CAN, we have people who are cycling to a car [but] there’s no place to 

park their bike! So, [they’ll go] onto the major corridors and [park] their 

bike[s] there, but [there aren’t] even enough [bike racks]… 

 

 It would also greatly help car sharing for there to be a change in the City’s view 

of car sharing as a method of getting people to give up their cars; other municipalities in 

the Greater Vancouver Regional District (GVRD) have been more open to the concept: 

 

…the City of New Westminster, as soon as [CAN] asked for [dedicated, 

on-street parking], granted it to [us] that day. [Council] voted 

unanimously to give us parking wherever we wanted it. Burnaby took a 

bit longer, about three months. Vancouver? Seven years. 
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 Assuming that car sharing, at approximately 18 members to a car in the 

Vancouver context, has prevented over 2,000 cars from appearing on the region’s 

roads, it is worthwhile for the City of Vancouver to encourage this practice by 

implementing certain practices: 

 

• Improve cycling infrastructure along major transit corridors in general and near 

shared cars in particular, with an emphasis on bicycle racks, 

• Investigate extending more benefits to car sharing networks, such as more 

designated parking spaces and access to HOV lanes, 

• Create measures to inform the public of the availability of car sharing in 

Vancouver, such as discounted advertising at bus shelters and 

• Lobbying the Provincial and Federal governments to encourage car sharing 

through financial benefits such as a discount on fuel taxes or GST/PST 

exemptions. 
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Conclusion 

 

 There is a large need for public transit to provide access for the region’s 

travellers, however, since city-dwellers ultimately live, work and play on a very small 

scale, we cannot forget that independently strong yet indivisibly linked communities are 

key to healthy cities. Reducing the influence of the private automobile in the Broadway 

Corridor would help to create a new type of neighbourhood, one that is focussed on 

street life instead of one that is “passed up” on the way from one place to the next, of 

no value more than a connector. 

 This is by no means an isolated prescription to solve Vancouver’s other social 

issues. Densification of residential zoning is necessary in order to provide not only a 

solid tax base, but also to provide local businesses with a healthy dose of custom. 

Encouraging developers to build mixed-income residential communities will help create 

a diverse, vibrant and equitable city. 

To give credit where it is due, the title of this paper comes from Jane Jacobs’ The 

Death and Life of Great American Cities (440). She would argue that we look at cities such 

as Hong Kong and Amsterdam differently from Los Angeles and Mexico City due, in no 

small part, to the fact that their grandeurs derives from their compact forms, favouring 

public transportation, cycling and walking over the private automobile.  

Vancouver stands at a crossroads today; it can continue to build a fragmented 

region, realistically accessible only by automobiles, or it can build a tight, cohesive and 

healthy network of cities that thrives on the interactions of its citizens. Adhering to the 

status quo would actually be regressive; to continue as though nothing is wrong would 

likely result in the city declining into mediocrity. Civic leaders would be well advised to 
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not let this happen, as this region is capable of so much more.
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