
SHIFTING TOWARD
TRANSIT IN SQUAMISH

FINAL REPORT
APRIL 2023



District of Squamish
37955 Second Avenue
Squamish, BC V8B 0A3

PREPARED FOR:

PREPARED BY:

Ming-Wai Chung
Chris French
William Harris
Ben Mumford

The SCARP Studio
1933 West Mall
Vancouver, BC V6T 1Z2



Squamish is located on the unceded, ancestral, and traditional territories of the
Sḵwx̱wú7mesh (Squamish) peoples who have cared for and protected the land
we are studying since time immemorial. The University of British Columbia and
School of Community & Regional Planning (SCARP), under which this project was
undertaken, are located on the unceded, ancestral, and traditional territory of
the xʷməθkʷəy̓əm (Musqueam), Sḵwx̱wú7mesh (Squamish) and səlilwətaɬ (Tsleil-
Waututh) peoples.

This report has been prepared for, and in partnership with,  the District of Squamish as
part of the studio requirement for the MCRP program at the School of Community &
Regional Planning. The SCARP studio team would like to express our gratitude to the
following people who provided their valuable time, knowledge, expertise and feedback
throughout the project:

Ian Picketts
Manager of Sustainability & Climate Change, District of Squamish

Dora Gunn
Transportation Planner, District of Squamish

James Connolly
Assistant Professor, SCARP

Clare Mochrie
Adjunct Professor, SCARP

Erick Villagomez
Adjunct Professor, SCARP

We would also like to extend our gratitude to the following organizations for taking the
time to share their knowledge and expertise with us:

Acknowledgments

Local & Provincial Partners:
BC Transit
OurSquamish Placemaking Society
Squamish Chamber of Commerce
Squamish Nation
Squamish-Lillooet Regional District

Additional Organizations:
Town of Cochrane
City of Powell River
Kitsap Transit



Table of Contents
Executive Summary

3: Squamish Policy Recommendations

1: Context

1.2: Project Objectives

1.3: Approach

1.4: Guiding Principles

2: Squamish Network Recommendations

2.1: Reconfigure the Local Transit System to a "Trunk & Feeder"
Concept

2.2: Create Mobility Hubs in Downtown Squamish & Garibaldi
Village

2.3: Connect Indigenous Communities to the Local Transit
System

7

9

2.4: "Fill in the Gaps" with Active Transportation Infrastructure

1.1: Background 10

11

12

14

15

19

23

27

28

29

3.1: Integrate Fares with Interregional Service Providers

3.2: Explore Locally Funded Service Opportunities

3.3: Create a Local Travel Survey

31

33

34



4: Alternative Funding Tools

4.2: Municipal Parking Fees

4.1: Dedicated Transit Funding in Property Tax

4.3: Off-Street Parking Levies

4.4: Motor Fuel Tax

4.5: Vehicle Levies

35

39

42

45

48

51

5: Interregional Transit Service

5.2: Governance and Funding

5.1: Rationale

5.3: Stop Locations

5.4: Desirable Amenities

6: Conclusion

53

55

58

62

66

69

7: Appendices 73

A: Map of Proposed Reconfiguration of Local Transit Routes 74

B: Literature Review

C: Stakeholder Engagement

D: Case Studies from Interim Report

E: Alternative Funding Tools not Selected for Further
Analysis

F: Additional Interregional Transit Governance
Considerations

G: References

75

82

85

91

95

96





The District of Squamish is a rapidly growing
community located between Vancouver and Whistler,
British Columbia. Through the Squamish 2040 Official
Community Plan (OCP), the District’s Community
Climate Action Plan (CCAP), the Squamish Transit
Future Action Plan (TFAP) and the Low Carbon and
Smart Growth Initiative, the District of Squamish has
set an ambitious vision for a low-emission and transit
friendly future.

Working with the District of Squamish, and in
consultation with stakeholders both in the community
and in higher levels of government, this project has
identified several opportunities for improving the local
and interregional transit networks in Squamish. These
opportunities reflect priorities voiced by community
and government stakeholders and build on lessons
learned from several communities on the leading edge
of small city transportation.

The recommendations detailed in this report, and
highlighted here, were designed and evaluated using a
set of guiding principles. These principles include
connectivity, sustainability, equity, health, and
reconciliation. The recommendations aim to enhance
connectivity between local and interregional transit
services and networks, improve operations of the
existing network, and ultimately encourage Squamish
residents to consider sustainable modes of
transportation.

Reconfigure the Transit Network to a “Trunk and
Feeder” System:
The "Trunk and Feeder" network concept would see
routes realigned and frequencies modified to enable
more frequent service on routes serving areas with the
greatest population, employment, and in accordance
with the OCP growth strategy.

Create Mobility Hubs in Downtown Squamish and
Garibaldi Village:
Mobility hubs integrate different sustainable
transportation modes including public transit, car-
sharing, cycling and walking in a given location.
Creating hubs in Downtown Squamish and Garibaldi
Village will enable sustainable connectivity across the
community.

 
Connect Indigenous Communities to the Local Transit
System:
Addressing inadequate transportation and access to
goods and services for Indigenous communities,
redesigning the local transit network to a Trunk &
Feeder system will allow the introduction of service to
an additional Squamish Nation Reserve.

 
Create Active Transportation Connections Between
Dentville, Industrial Park, North Yards, and Brennan
Park Community Centre:
Considering gaps in the transit network, access to
these key destinations could be facilitated with active
transportation connections designed for all ages and
abilities (AAA) with end-of-trip facilities.

Imagine a future where travelling in Squamish without a car is
easy.

Network RecommendationsContext

Executive Summary
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Integrate Fares with Interregional Service Providers:
Fare integration between shared transportation
services is essential to getting drivers out of their
vehicles and on to transit. Proper integration is a tool
for growing ridership, as well as removing barriers and
complications in using transit. 

Explore Locally Funded Service Opportunities:
Unconventional transit structures, including on-
demand transit, may present an opportunity to work
outside the BC Transit system in areas which do not
adequately support conventional transit operations.

Create a Local Travel Survey:
Local travel surveys can fill gaps in the understanding
of ridership patterns and work hand-in-hand with 'big
data' solutions. 

 
 
 
 

Existing funding instruments - property tax and fare
revenues - may struggle to accommodate increased
operating costs associated with planned service
increases and expansions in the community.

The District of Squamish can position itself alongside
other municipalities to advocate for enabling
legislation or permissions to pursue new revenue
sources to improve local transit services.

 
Alternative funding sources identified and explored in
this project include:

1. Dedicated Transit Funding in Property Tax
2. Municipal Parking Fees
3. Off-Street Parking Levies
4. Motor Fuel Tax
5. Vehicle Levies  

Consider Regional Government Control of an
Interregional Route:
An interregional route under the control of the
Squamish-Lillooet Regional District and operated
through BC Transit offers the quickest possible path
to achieving interregional transit between Pemberton
and Metro Vancouver

 
Align Regional and Interregional Stops with Local
Service and Mobility Hubs:
Interregional transit should be easily accessible for
riders. Local and regional service should be aligned,
while mobility hubs should provide easy access to
transit for a people arriving through a variety of
modes. 

 
Provide Comfortable Transit Vehicles with Amenities to
Encourage Use of Interregional Service:
Alternative bus models, outfitted with features that
enhance personal comfort, are important features to
encourage automobile users to take longer-range
transit trips.

 

Policy Recommendations

Novel and Alternative Funding Tools

Developing Interregional Service in
the Sea to Sky Corridor 
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The District of Squamish is committed to a future that
prioritizes human and ecological health and well-
being. Key to this is reducing transportation
emissions, which currently account for 52% of the
community’s emissions (District of Squamish, 2020).
To support the  reduction of transportation emissions,
this project assembled a series of recommendations
that will enhance public transit ridership through
improved service quality and expanding the network
to include a number of  local destinations.

Squamish is one of British Columbia’s fastest growing
communities with the population increasing 22% over
the past five census years from 19,497 to 23,819
(Statistics Canada, 2022). Improvements to public
transit are critical to help Squamish accommodate this
growth without increasing automobile reliance. The
geography and layout of Squamish, especially a
physical divide created by Highway 99 (Figure 1)
poses challenges to shifting from automobile to transit
usage. In addition, transit routes are often circuitous
and indirect due to the design of the road network.
Further, recreational and commuter journeys along
the Sea to Sky region and into Metro Vancouver are
not currently supported by public transit. These
concerns were evident during initial engagement with
community stakeholders, and there is a strong desire
among many of these stakeholders for higher
frequency transit with greater connectivity to regional
destinations.

Best practices  in transportation planning, academic
literature, and engagement with several community
organizations and stakeholders informed a set of
guiding principles. These guiding principles were used
to seek and evaluate lessons from other small
community transit systems and to guide a series of
recommendations which encompass network design,
policy, funding tools, and interregional transit service
options.

Figure 1: Geography of Squamish and Current Bus
Routes 

Background
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The focus of this project was to research and identify strategies and actions to improve public transit service that
will enable the District of Squamish to reduce dependency on private automobiles in the community.

Project Objectives 

Identify best practices in transit planning
for small communities 

Three core objectives:

Explore options to sustainably fund transit
service in Squamish

Examine the feasibility of an interregional
transit system

Identify small community leaders in transit in Canada and abroad, distill how
and why these communities have been successful, and relate these learnings to
the challenges faced by Squamish.

Identify and propose linkages and opportunities related to sustainable density,
parking management, and other creative funding models for transit in the
community.

Explore and identify actions and opportunities which could enable future
interregional transit connections.

11



This project followed a two-phase approach to collect information and then formulate options which can inform
Squamish's future transit planning and strategies. The first phase - discovery - focused on collecting information
through a review of the current Squamish transit network and planning initiatives, discussions with community
and government stakeholders, and a broad exploration of small community transit systems in Canada, the United
States, and Europe. The second phase - define - built off of the first stage, critically examining lessons learned from
other communities' transportation systems. This phase - presented in this report - led to a series of
recommendations including network and policy options,  analysis of funding tools, and a potential path towards
interregional transport in the Sea to Sky region.

Approach

Phase I - Discovery

An overview of best practices in transit planning was identified from professional and academic literature.
This was used to determine aspects of network design, land use and density, and connectivity that are
important to transit service. Recognizing Squamish’s location on the unceded, traditional and ancestral
territories of the Squamish Nation, a specific scan was also conducted to best understand how
reconciliation can be embodied in transit planning.

Best Practices in Transit Planning

This task was focused on an assessment of the existing Squamish transit system and local community.
Data from both the District of Squamish and BC Transit was used to understand trends in ridership and
service levels on each of Squamish’s bus routes.

Existing Conditions Analysis

Discussions were held with community and government stakeholders. Key points from these meetings have
been combined with an analysis of the district’s 2021 transit survey – conducted as part of the TFAP – to
inform our project’s values and guiding principles. Discussions were held with BC Transit, OurSquamish
Placemaking Society, Staff from the District of Squamish Planning Department, Staff from Squamish
Nation, the Squamish Chamber of Commerce, and the Squamish-Lillooet Regional District. Details on
these discussions are available in Appendix C. 

Stakeholder Engagement & Relationship Building

Small community leaders in transit service provision were identified and an initial analysis of lessons
learned from their transportation systems was conducted. Phase I studied twenty different systems across
Canada, the United States, and Europe. These case studies were assembled looking at existing official
plans, transportation plans, and budgets openly available for the selected communities. Summaries of these
systems are available in Appendix D. 

Identifying Small Community Leaders in Transit Service

Eleven preliminary options for sustainable and alternative funding tools were evaluated. Each tool was
assessed at a high level each for its ability to increase sustainable mode share, relative ease of
implementation, impacts to equity, alignment with District Policies and Objectives, and capacity to
generate revenue. 

Identifying Alternative Funding Tools for Transit Service

Deriving Guiding Principles

Guiding principles were derived for the assessment of project recommendations. This considered best
practices, existing conditions, and stakeholder input.
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The second phase of this project built on work completed in the first phase to complete a series of
recommendations which could help Squamish continue to develop its transit network and ultimately reduce
community automobile reliance. The following is a list of actions taken in this second project phase. Specific
focuses included network design and integration, regional and interregional connections, funding and governance
models, and fare structures. Challenges and successes identified from these meetings informed recommendations
for Squamish.

Building on lessons learned from leading small community transit systems, a future transit map and a series
of recommendations explore how different strategies and tools could be implemented in Squamish. The
focus of these recommendations is on enhancing rider experience and generating ridership through a more
cohesive and frequent transit network which meets the needs of a dispersed community.

Detailed analysis of five alternative funding tools that could sustainably generate revenue for the operations
of Squamish’s transit network. Funding tools were evaluated for their ability to influence mode shift to
sustainable methods of travel, ease of implementation, impact on equity, alignment with District policies
and objectives, and revenue potential.

Considerations and options for implementing a future interregional network to connect the Sea to Sky region
with Metro Vancouver. Includes a rationale, potential governance and funding options, basic network
alignment, and desirable features which would enhance ridership and encourage a switch away from
automobile journeys.

Interregional Transit Service

Alternative Funding Tools

Local Network Recommendations

Phase II - Define

Complementing these network recommendations are a series of policy recommendations. These propose
three policies that could enhance the rider experience in Squamish and ultimately increase transit ridership
in the community. These policy recommendations consider lessons learned from other small communities
and established best practices in transit planning. 

Local Policy Recommendations
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Phase I of the project identified five guiding principles to be used in evaluating possible changes and interventions to
local transit policies and services. These guiding principles were identified through engagement with community and
government stakeholders including the District of Squamish Planning & Sustainability Departments, BC Transit,
Squamish-Lillooet Regional District, the Squamish Chamber of Commerce, OurSquamish Placemaking Society and
Squamish Nation. The guiding principles are explained in detail below and are represented by their icons adjacent to
recommendations in the report for those that may work to improve their inclusion in the Squamish transit network.

Guiding Principles

Connectivity

Equity

Sustainability

The transit system needs to connect people with local,
rural and regional destinations to be competitive with
private automobiles. Many activities and communities
in Squamish are currently only accessible by car, or
transit routes do not provide competitive travel times
with personal vehicles to reach these destinations.

Public transit provides an opportunity to address
challenges to Squamish’s labour force - these include
housing affordability and affordable access to work,
school, and recreation. Enhancing equity necessitates
particular attention to connectivity, frequency, and
distribution of services and costs.

Public transit is a sustainable mode of transportation
that that offers higher capacity than one private
vehicle. This reduces the amount of road space
required to carry passengers between destinations,
reducing the impact on the natural environment and
greenhouse gas emissions while improving air quality.

Health

Reducing automobile dependency and increasing
public transit connectivity have positive impacts on
community health. Connections to, from, and within
the transit system should provide safe routes for users
of all ages and abilities - recognizing the importance
of transit to Squamish’s youth and aging populations. 

Reconciliation

Automobile dominated transportation systems and
poorly connected public transit are shown to have
detrimental effects on Indigenous health and cultural
wellbeing. Our research and recommendations
consider different conceptions of “good transit” to
understand how the transit network can promote
reconciliation and create a system that allows
Indigenous people - both on and off reserve - to access
housing, economic opportunities, sites of cultural
significance, and the natural environment.
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Figure 2: Current Squamish Local Transit Network

Transforming Transit in a Rapidly
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Figure 3: Proposed changes to Squamish Transit Network

Growing Community
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Four recommended directions are proposed for the local transit network to address both the District of Squamish's
goal to move beyond the car and make transit service an attractive, efficient alternative to vehicle travel using the
guiding principles for this scope of work. These recommendations are presented below and illustrated in Figure 3,
with further details provided in the following subsections.

Mobility hubs are locations where different modes of sustainable transportation including public transit, car-
sharing, cycling and walking integrate with each other (City of North Vancouver, 2022). Creating hubs in
Downtown Squamish and Garibaldi Village, both areas with diverse land uses and higher density development, will
enable connectivity across the community by sustainable modes.

2.3: Connect Indigenous Communities to the Local Transit
System

2.4: "Fill in the Gaps" with Active Transportation Infrastructure

2.1: Reconfigure the Local Transit System to a "Trunk & Feeder
Concept"

2.2: Create Mobility Hubs in Downtown Squamish and Garibaldi
Village

The recommendations for the local transit network are based on an initial proposal to the network to a “trunk and
feeder” concept adapted to fit the needs of Squamish. This will enable more frequent service on higher performing
routes with a proposed realignment in accordance with the OCP growth strategy.

Inadequate transportation and access to goods and services for Indigenous communities has been connected to
increases in cost of living and lower social mobility (Raerino, MacMillan & Jones, 2013). Redesigning the local
transit network to a Trunk & Feeder System will allow the District of Squamish to introduce service to an
additional Squamish Nation Reserve that can be carefully designed and implemented with the Nation to work
towards reconciliation.

The proposed network redesign does leave some residential communities without direct transit connections to
Brennan Park Community Centre. Access to this key community destination could be facilitated with active
transportation connections designed for all ages and abilities (AAA) with end-of-trip facilities.

Four Recommendations for
Squamish's Local Transit Network 
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Figure 4: Basic design of a trunk & feeder transit
system

2.1: Reconfigure the Local Transit
System to a "Trunk & Feeder
Concept"

The basic design of a trunk-and-feeder system consists
of a trunk line that acts as a spine while feeder routes
connect into the trunk line. In addition, trunk-line
stops do not necessarily need to be sited at every
junction with feeder routes and it is possible that a
feeder route slightly overlaps with a trunk route to
pick up passengers (Sivakumaran et al., 2020). In
comparison, a traditional system has more dispersed
routes which do not follow a central spine.

Trunk and feeder system operating and user costs can
be reduced through schedule coordination and system
optimization (Sivakumaran et al., 2020). The transit
system can be more cost-effective as it can reduce the
total numbers of vehicles needed and overall runtime
to provide service across the network. Wang (2018)
mentioned that an idealized trunk-and-feeder can
provide precise service to passengers, and they will
benefit from shorter waiting time and shorter required
distance between the feeder line stop and trunk line
stop. With more direct lines running at higher
frequencies and feeder lines reaching more potential
ridership generators in less dense areas, trunk-and-
feeder systems can attract more passengers and
provide better connectivity to more destinations in the
region.

What is a Trunk & Feeder
System?

Trunk Route
Feeder Route
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to take to get to their destinations. 

The team recommends deviating Route 2 from
Garibaldi Village to the Downtown Mobility Hub via
Brennan Park and along Loggers Lane. This allows
the route to act as a feeder into the high frequency
route 1, but maintain a connection to Brennan Park
Community Centre, a key destination for local
residents. It will also be important to introduce service
along Loggers Lane north of Downtown as this has
been identified as an area for future development in
the Official Community Plan.

Maintaining the Valleycliffe route with new stops on
Laurelwood Road adjacent to the emerging
Waterfront neighbourhood and at Stawamus to
provide service to Squamish Nation is recommended.
The route acts as a feeder into the Downtown
Mobility Hub where it can connect with frequent
transit Route 1, other local routes and a future
interregional service.

Rerouting Route 4 to run between Squamish Nation’s
Waiwakum Reserve near Brackendale and Quest
University, and integrating it with the frequent and
interregional transit networks at Garibaldi Village, is
recommended. The route would also serve Don Ross
Secondary School and future developments planned
along Ross Road. It is recommended that the route
operate at a reduced frequency in the short term due
to low population densities along the line and classes
at Quest University suspended indefinitely, with most
service provided during peak hours for students at
Don Ross Secondary School. As developments are
completed and occupied along Ross Road, service
could be adjusted as necessary.

The line’s new routing from Waiwakum Reserve to
Garibaldi Village will run from Depot Road along
Highway 99, before turning left onto Dowad Drive to
continue further south parallel to the Highway via
Tantalus Road. Currently, there is no infrastructure to
support buses turning left from Highway 99 onto Do-

Currently, Squamish has a frequent transit corridor
that runs along Government Road, Queens Way,
Buckley Avenue, and downtown Squamish. This
corridor is currently served by routes 1, 2, 4 and 9,
providing a convenient and reliable transportation
option for residents and visitors who need to travel
between downtown Squamish and Garibaldi Village
Shopping Centre.

According to the Squamish Transit Future Action
Plan 2021, BC Transit and the District of Squamish
propose to extend the frequent transit network to
Brackendale to serve key destinations on Government
Road and Ross Road, including Don Ross Middle
School and Brackendale Elementary School.
Additionally, the frequent network is planned to
extend to the east for better transit service for
Garibaldi Highlands and the east of downtown to
Valleycliffe.

Upgrading Route 1 to act as the trunk line running at
a higher frequency and connecting a reconfigured set
of feeder lines (Routes 2, 3, 4, and 5) originating in
and following similar routes from different
neighbourhoods, is recommended. Route 1 was
identified as the trunk line given its high ridership
relative to other routes and its routing acts as a spine
connecting communities in the north and south of
Squamish. In addition, Route 1 would also be
extended to the new Oceanfront Community on Howe
Sound, south of Downtown Squamish, where a high-
activity, mixed-use development is planned. Route 1
would also serve the two new mobility hubs in
Downtown Squamish and Garibaldi Village.
Establishing a frequent transit network along this
corridor is somewhat aligned to existing planned
service increases in the Squamish Transit Future
Action Plan, but is instead served by one North-South
route instead of multiple lines. Having one frequent
route instead of multiple local routes serving the
corridor can be easier for transit users to navigate the
system. Together with the recommendation of
establishing mobility hubs in Downtown and
Garibaldi Village, the proposed network design
encourages infrequent transit users to shift towards
transit as they know where to transfer and what routes 

2.1.1: Application in Squamish

Route 1: Brackendale / Oceanfront via
Downtown

Route 2: Highlands / Downtown via
Brennan Park

Route 3: Valleycliffe via Stawamus

Route 4: Waiwakum / Quest University
via Garibaldi Village
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wad Drive. As such, the team recommends that the
District and BC Transit work with the Ministry of
Transportation and Infrastructure to create a transit
priority left turn lane that, when activated by a bus,
would stop northbound traffic allowing the bus to
safely cross the highway.

A recommended change is to upgrade Route 5 to
provide service year round to tourism destinations
along Highway 99, including the Sea To Sky Gondola,
Shannon Falls Provincial Park and Squamish Chief
Provincial Park. These three destinations in particular
attract locals and visitors to Squamish throughout the
year and the service would provide an alternative to
reaching them by car. Route 5 could also provide
service to Squamish Nation’s Stawamus Reserve,
providing additional service for local Indigenous
community members.

Eliminating Route 9 and reallocating its service hours
to other local routes is recommended. For residents in
the Quest University area and commuting between
Quest University and Downtown Squamish, it is
recommended to take Route 4 and transfer to either
Route 1 or Route 2 at Garibaldi Transit Hub. With
the expected service increase on Route 1, it is
anticipated that the commuting time would remain
approximately the same.  Exact service reallocation to
and improvements to service frequency on local
transit routes will ultimately need to be decided
between the District and BC Transit.

Trunk lines operated by Kitsap Transit refer to the
major bus routes that function as the backbone of the
transit system. These routes connect major population
centers and transportation hubs, including
Washington State Ferries at the Bainbridge Island,
Bremerton and Southworth terminals (Kitsap Transit,
2022). Compared to local feeder routes, the trunk lines
operate at higher frequencies and longer hours,
providing more reliable and frequent service for
passengers traveling longer distances. Kitsap trunk
routes and feeder routes are designed to connect to
each other, and passengers can easily transfer from
one line to another at junctions or transit centrs. As
stated in Kitsap Transit’s 2022-2027 Transit
Development Plan, many of trunk and feeder routes
are scheduled to meet Washington State Ferries at the
Bainbridge Island, Bremerton and Southworth
terminals, facilitating the connection between different
modes of transportation (Kitsap Transit, 2022). Route
212 Bremerton / Silverdale West, which runs every 30
minutes from Monday to Saturday and serves
Silverdale Transit Center and Bremerton
Transportation Center, is an example of a trunk route.
By providing reliable and efficient connections
between major population centers and transportation
hubs, Kitsap Transit's trunk lines like Route 212 play
a crucial role in facilitating transportation and
mobility in Kitsap County.

Figure 5: Kitsap Transit Bus (The Urbanist, 2021)

Reallocate Service Hours from and
Eliminate Route 9: Quest University /
Downtown

Route 5: Squamish South Parks /
Stawamus / Downtown

2.1.2: Lessons from Kitsap
County, WA
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Figure 6: Kitsap County's Trunk & Feeder Transit Network (Kitsap Transit, 2022)
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Figure 7: Locations of the new Mobility Hubs in
Downtown Squamish and Garibaldi Village. Map
obtained from the District of Squamish.

Mobility hubs are locations where different modes of
sustainable transportation including public transit,
car-sharing, cycling, and walking integrate with each
other (City of North Vancouver, 2022). Studies have
highlighted the ability of mobility hubs in both rural
and urban communities to improve accessibility and
connectivity (Frank, Dirks & Walther, 2021;
Anderson et al., 2017). Specifically to transit, mobility
hubs can also function as exchange points between
different routes on the local network and other
interregional connections. This is highlighted and
recommended in BC Transit’s Infrastructure Design
Guidelines (BC Transit, 2018).

The team recommends that these hubs in Downtown
Squamish and Garibaldi Village be sited near high
densities of residents and businesses to enable
connectivity to other parts of the community by
sustainable modes. It should be noted that the
recommended site for the Downtown Mobility Hub is
not located where the existing Downtown Transit
Exchange is currently outside of District Hall, and
closer to the railway crossing on Cleveland Avenue.
The relocation of the downtown transit exchange from
City Hall to the new mobility hub would minimize
delay to interregional transit services, and serve as an
ideal location for people walking and cycling as it is
connected to the local active transportation network.
Similarly, the Garibaldi Village Mobility Hub is
located close to Highway 99 at the north end of
Garibaldi Village, but is situated near the existing
exchange point. The exact locations of these new
mobility hubs are displayed in Figures 7, 8 and 9.

2.2: Create Mobility Hubs in
Downtown Squamish and
Garibaldi Village

2.2.1: Application in Squamish

What is a Mobility Hub?
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Figure 8: Downtown Squamish Mobility Hub

Figure 9: Garibaldi Village Mobility Hub



The mobility hubs would be constructed with a series
of transit amenities including bus bays, transit priority
measures, and operator facilities. Improving operator
facilities at transit exchanges in particular can attract
and retain bus operators to ensure a reliable and
sustainable transit service (Zukowski, 2022). Beyond
transit amenities, both passenger improvements such
as real-time information systems, shelters and seating,
and multimodal infrastructure need to be considered
to enable fully sustainable commutes through mobility
hubs. These improvements are discussed in further
detail below.

Real-time information is vital at mobility hubs to
provide updated information on transit arrival and
departure times, improve navigation to transit
platforms and enhance the overall customer
experience. Real-time information systems can be
provided in the form of interactive kiosks or boards
mounted on walls of shelters and buildings of mobility
hubs (Los Angeles, 2016). Of note, a study focused on
transit systems in Washington State identified that
real-time information systems helped to increase
ridership on regional transit networks (Shi et al.,
2021).

One key feature of mobility hubs includes passenger
seating, providing comfortable and convenient places
for users while they are waiting for their connecting
mode of transportation. Several considerations need
to be made including the number of seats matching
foot traffic and service demand, ensuring seats are
accessible for all, aesthetics of the space to contribute
a sense of placemaking, and siting of the seats to
ensure they do not interrupt pedestrian flows (Aono,
2019; LA Urban Design Studio, 2016).

Shelters, or in some cases passenger buildings provide
a safe and comfortable place for passengers to wait for
transit services (Bay Area Regional Collaborative,
2021). Additionally, shelters can protect passengers
from adverse weather, such as rainstorms or extreme
heat. The design of shelters should be aesthetically
pleasing and functional, enhancing the overall
customer experience.
 

Real-Time Information Systems

Passenger Seating

Passenger Shelters
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Figure 10: Passenger shelter at a mobility hub in
Singapore (Aono, 2019).

The shelter displayed in Figure 10 is located at a
mobility hub in Singapore and serves as an example of
a suitable, modern and functional shelter. The shelter
includes covered seating, a book collection, local
artwork, and a green roof (Aono, 2019). Additionally,
the shelter features technological amenities such as
QR codes for downloading e-books, phone charging
stations, and digital interactive boards with news,
weather, and real-time bus arrival information (Kirk,
2017).

As Squamish continues to support the growth of the
public transit system, it is critical for the District to
recognize opportunities for active transportation
connections to transit to enhance customer mobility,
public health and economic development. Mobility
hubs should be well connected to surrounding
neighbourhoods with high-quality pedestrian and
cycling networks. 

Long-term, secure bicycle parkades should be
constructed to enable first and last mile trips to or
from transit by bicycle (APTA, n.d.). This has been
extremely successful in European cities including the
small city of Delft, NL, where 13,700 secure bicycle
parking spaces have been provided at train stations
and transit hubs and utilization hovers around 98%
(Bruntlett & Bruntlett, 2021). Meanwhile, Washington
DC constructed a long-term bicycle parkade at a
major rail and transit station in 2010 to support a
growing number of trips being taken by bicycle
(NACTO, 2014). Assuming that the mobility hubs will
also serve both local and regional transit connections
in the future, these bicycle parkades could make fully
sustainable commutes within Squamish, to Metro
Vancouver and other Sea-To-Sky communities a
reality.

Multimodal Infrastructure



The Station at Cochrane Crossing functions as a
mobility hub where the local Cochrane On-Demand
Local Transit (COLT) system intersects with the On-It
regional transit service to Calgary, and SWIFT Mini
Thni service to Stoney Nakoda Nations. Transit
passes are available for purchase for all transit
companies at The Station to enable connectivity
between all three services. The Station is accessible by
foot on the downtown pedestrian network and is also
served by Roll, a local shared micromobility service.
The Station has a sheltered waiting area, public
washrooms and an innovation centre with coworking
spaces for the local community. The space also
functions as a tourist information centre, and is a
planned stop on a future passenger rail service
connecting Cochrane to Calgary International
Airport, the Cities of Calgary and Canmore, and
Banff National Park (Tang et al. 2023).
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Figure 12: Long-term bicycle parkade at Union
Station in Washington, DC (NACTO, 2014).

Figure 11: Long-term bicycle parkade in Delft, NL
(Bicycle Dutch, 2018).

Figure 13: The Station at Cochrane Crossing (CANA,
2023).

Figure 15: Coworking space at The Station at
Cochrane Crossing (CANA, 2023).

Figure 14: Passenger waiting area at The Station at
Cochrane Crossing (CANA, 2023).

Figure 16: The Station at Cochrane Crossing is located
in the middle of the town. Orange pins indicate COLT
stops, while the green line represents the regional On-
It connection to Calgary (Cochrane On-Demand
Local Transit, 2023).

2.2.2: Lessons from Cochrane,
AB



re was discussion of Squamish Nation operating its
own shuttle buses, both within Squamish and to
regional destinations. Finally, there was strong
interest in connecting to other Squamish Nation
communities and sites, notably in North Vancouver,
which aligned with plans for a potential interregional
transit service.

There are several Squamish Nation reserves in the
District of Squamish with lower populations that are
difficult to serve while maintaining appropriate
ridership targets. However, connecting to the
Stawamus reserve, at the south entrance of Squamish,
and the Waiwakum reserve outside of Brackendale,
could be achieved without much deviation of bus
lines.

The City of Powell River operates various routes at
different scales, from traditional urban routes to rural
transit routes connecting distant sites on varying
schedules. Service is provided to rural locations and
reserves in two ways. Regional routes, such as the 12
and the 14, operate one to four trips per day in each
direction, mostly on weekdays, depending on the
season, and provide service to selected regions and key
destinations. 

As well, Powell River's urban routes have selected
trips that provide limited service to locations that are
not feasible to serve with every bus trip. For example,
Route 1 has 4 trips per weekday that extend the route
to Tla’amin Nation. There are also 3 trips per
weekday that serve a small non-Indigenous
community next to Cranberry Lake. 

2.3: Connect Indigenous
Communities to the Local Transit
System

Lack of connections and transportation in Indigenous
communities can lead to lower health and well-being,
as well as cause inequalities between children of
indigenous and non-Indigenous backgrounds.
Transportation isolation is linked to lower economic
outcomes, as well as lack of social cohesion and
participation in cultural activities (Raerino,
Macmillan, Jones, 2013). Particularly, Indigenous
seniors often have difficulty securing consistent and
timely transportation, leading to isolation and lack of
access to necessary goods (Nelson & Rosenberg,
2021). As well, inadequate transportation and
connectivity for Indigenous communities has been
connected to increases in cost of living and lower
social mobility (Raibmon, 2005).

Extending transit service to selected Indigenous
communities provides additional connectivity options
for residents in communities currently isolated from
Squamish. As part of the District of Squamish’s
ongoing reconciliation efforts with Indigenous
communities, modifications to the bus network could
increase accessibility to goods, services, as well as
social connections for Squamish Nation members. 

As part of the stakeholder engagement process,
accessibility to goods and services for members of
Squamish Nation was raised by their planning team.
Particularly, difficulties reaching commercial
destinations such as grocery stores were raised, as well
as medical appointments and community events. The-

Limited Transportation
Options Can Affect
Indigenous Communities 

2.3.1: Application in Squamish

2.3.2: Lessons Learned from
Powell River, BC
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2.4: "Fill in the Gaps" with Active
Transportation Infrastructure

The proposed realignment of the local transit network
will require residents and patrons of businesses in
Dentville, the Industrial Park and North Yards to
make a transfer between routes 1 and 2 either at
Downtown Squamish or Centennial Way at
Government Road to reach Brennan Park
Community Centre. This gap in the transit network
could affect community members seeking to access the
community centre via sustainable modes. It is
important to make key community destinations,
including Brennan Park Community Centre,
accessible by alternative modes to achieve an overall
reduction in community car dependency
(Nieuwenhuijsen, 2020). The team recommends that
the District of Squamish construct a series of cycling
and walking connections between these communities
and the recreation centre, while they also could
connect future developments along Loggers Lane to
the Industrial Park.

A series of existing trails could be paved, marked and
signed as Multi-Use Paths (MUPs) in accordance with
design standards in the BC Active Transportation
Design Guide to provide a well-connected active
transportation network in this part of Squamish.
These existing trail connections include the Discovery
Trail and an unmarked trail through Brennan Park
from the community centre to Finch Drive. A new
MUP along Finch Drive from the Discovery Trail to
the Sea-To-Sky Connector Trail running parallel to
Loggers Lane would provide an East-West connection
between two existing active transportation routes and
the new MUP to Brennan Park from Finch Drive.
Meanwhile, a new bus stop at Centennial Way and
Government Road would connect passengers on
Route 1 to the community centre along an existing
MUP parallel to Centennial Way, or via a transfer to
Route 2 at the same stop.

2.4.1: Application in Squamish

Figure 17: Proposed Active Transportation
Connections to Brennan Park
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Three policy directions related to local and existing interregional transit services are proposed to work toward the
District of Squamish’s goal of moving beyond the car and making transit service an attractive, efficient alternative
to personal vehicles. These directions are listed below and outlined in further detail on the following pages.

Household travel surveys are used to collect valuable data about trip trends including popular origins and
destinations, modal share and other information such as barriers to walking and cycling or support for projects
and initiatives. Establishing a household travel survey can help align transit routes more closely with travel
patterns.

3.3: Create a Local Travel Survey

3.1: Integrate Fares with Interregional Service Providers

3.2: Explore Locally Funded Service Opportunities

Investigating unconventional transit structures in parts of Squamish with low bus ridership may offer opportunities
for improved service, both within and outside of BC Transit’s current service portfolio. On-demand transit has
been proposed as a service option for low-density areas difficult to serve with conventional bus lines, and is
currently being used in Powell River and Cranbrook. 

Integrating fares within a common system has been shown to be a strong tool towards growing transit ridership.
Creating service agreements with existing interregional services such as Whistler Skylynx and Squamish Connector
would reduce a key barrier to residents leaving their car behind to get to work. Fare integration between local
transit and a future Sea-to-Sky interregional service is also a key consideration.

Three Proposed Policy Directions
for Local and Interregional Transit
in Squamish
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The District could pursue one of two options to
integrate fares between these three services:

The District of Squamish would fully subsidize trips
on the local transit network to reach the Connector or
Skylynx stops between certain hours of the day.
Passengers would show their ticket on the Connector
or Skylynx to the bus driver.

The District would be required to enter a legal
agreement with Whistler Skylynx and Squamish
Connector. Considerations would need to be made
regarding governance and finance, including the
division of roles and responsibilities, which operator
subsidizes cross-boundary travel, and ridership and
revenue impacts.

An additional potential challenge that the District of
Squamish, BC Transit and interregional service
providers will need to consider is technology. To
address this challenge, the District could work with
BC Transit, Whistler Skylynx and Squamish
Connector to allow passengers to buy and store
Skylynx and Connector fares on a smartphone
application. This is better known as Mobility as a
Service (MaaS), a type of service that uses a joint
digital channel to let users plan and pay for a variety
of mobility services (Karlsson et al. 2020). BC Transit
is expected to launch Umo, a mobile fare wallet for
transit passengers on all local transit systems outside
of Metro Vancouver in the next two years (BC
Transit, 2023). If Umo can be designed to incorporate
local fare integration agreements with interregional
services, ridership on local and interregional services

Transit fare integration refers to a passenger’s ability
to transfer between different routes, modes or systems.
While it is especially challenging to achieve fare
integration in a large geographic area with multiple
transportation operators, fare integration between
shared transportation services is essential to getting
drivers out of their vehicles and onto transit (Birch,
2017). In particular, fare integration has been
demonstrated as a tool to grow ridership (Triana et
al., 2022; Sharaby & Shiftan, 2012). Integrating fares
between services reduces barriers to using public
transit, enhances the customer experience, and can
create consistency in an interregional network (Birch,
2017).

While challenging, it is recommended that the District
of Squamish work with commercial shared
transportation providers who service the community
to integrate their fares with the local transit system
until an interregional transit service can be
established. 21.5% of all commute trips by Squamish
residents are to a different Census Division than
Squamish-Lillooet, highlighting the potential for fare
integration between local and interregional
transportation services to Metro Vancouver and other
Sea To Sky communities to grow ridership on shared
transportation services. 

The local transit network, Squamish Connector and
Whistler Skylynx collectively provide public transit
service within, to or from the District of Squamish.
The Squamish Connector and Whistler Skylynx
together make nine to ten trips per day to Metro
Vancouver depending on the time of year (Squamish
Connector, 2023; Whistler Skylynx, 2023). Integrating
fares between the local transit network and these
services would reduce a key barrier to residents
leaving their car behind to get to work.

3.1: Integrate Fares with
Interregional Service Providers

3.1.1: Application in Squamish

Allow Whistler Skylynx / Squamish
Connector Passes to be Used on the
Local Network at Given Times

Create an Interregional Fare
Agreement with Whistler Skylynx /
Squamish Connector
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could grow and reduce greenhouse gas emissions from
vehicles. Alternatively, the District may work with
Whistler Skylynx and Squamish Connector to create a
similar mobile platform.

 Similar to Squamish, a large portion of local residents
in Cochrane commute to Calgary for work (Statistics
Canada, 2022). Cochrane is connected to Calgary by
On-It, a private transportation service that is funded
through a public-private partnership. The “Cochrane
Commuter” offers an easy and affordable option to
either Downtown Calgary or the University of
Calgary/Brentwood LRT Station. Four round trips
operate per weekday to and from Downtown Calgary,
and seven roundtrips operate per weekday to and
from the University of Calgary / Brentwood LRT
Station (On-It Regional Transit, 2022).

For Cochrane residents who want to take the
Cochrane Commuter to and from Calgary, On-It
passes can be used to ride the Cochrane On-Demand
Local Transit (COLT) system for free between 5:45
and 9:30 in the morning, and 3:00 and 8:00 in the
evening (Cochrane On-Demand Local Transit, 2022).
This allows passengers to only pay once for their trip
each way between Cochrane and Calgary and remove
the barrier of paying two different fares. Passengers
purchase their On-It pass and show it to the driver of
their COLT bus when they leave board the closest
stop to their home and travel to The Station at
Cochrane Crossing where they transfer to the On-It
service. This fare integration is enabled through a
public-private partnership, where the Town of
Cochrane pays a flat rate for service hours to be
provided on the route, and partially recovers the costs
through fares (Tang et al., 2023).

3.1.2: Lessons from Cochrane,
AB

Figure 18: Fare integration is achieved between local and regional transit services in Cochrane, AB
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The service operates 7 days per week, from 11:00 am
to 6:30pm, with a 30 minute driver break in the early
afternoon. The Zunga Bus has so far been funded
separately from BC Transit using the Built in Canada
Innovation Program, as well as funds from the
Climate Action Reserve Fund (Toop, Scaletta &
Cooper, 2022). 

Figure 19: Zunga Bus in Powell River (Zunga Bus)

The Zunga Bus was well-received by the community,
with the pilot project extended thereafter. A
consultant analysis delivered in 2022 recommended
enhancing the service with a second bus, as well as
possibly replacing the underperforming Powell River
Route 3 with Zunga Bus (Toop, Scaletta & Cooper,
2022).

A parallel point of Powell River’s approach has been
transforming the popular Route 1 into a Frequent
Transit Network “trunk” line. This route will form the
spine of Powell River’s transit system, delivering high
frequency service in areas where conventional transit
is feasible. The Zunga Bus will be free to focus on
serving more difficult parts of the city (Toop, Scaletta
& Cooper, 2022).

Investigating unconventional transit structures in
parts of Squamish with low bus ridership may offer
opportunities for improved service, both within and
outside of BC Transit’s current service portfolio. 

Certain areas of Squamish have low transit ridership
numbers and do not lend themselves well to linear,
efficient bus lines. Valleycliffe has a winding road
network and difficult slopes, forcing buses to take
indirect routes to major destinations. Parts of
Garibaldi Highlands are difficult to serve, with some
households quite distant from the area’s boulevards.
With Quest University recently announcing it would
be suspending classes in April, the future of this major
transit destination is uncertain (Global News, 2023) .
Unless major infrastructure or land use
transformations were to occur, use of these lines will
remain limited to captive riders who lack other
options. In this context, it is reasonable to suggest that
these lines will never reach ridership levels on par or
near other Squamish bus lines.

Recognizing that certain portions of Powell River
cannot feasibly be served by conventional fixed route
bus service, the City opted to radically transform its
network (Fergusson, 2023). A pilot project in 2021
introduced the Zunga Bus, an on-demand service
operated with a small Ram ProMaster vehicle. In
partnership with Spare Labs, a microtransit software
company, users hail the Zunga Bus using a mobile
app. 

3.2 Explore Locally Funded Service
Opportunities

3.2.1: Application in Squamish

3.1.2: Lessons from Powell
River
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Household travel surveys are used to collect valuable data about trip trends including popular origins and
destinations, modal share and other information such as barriers to walking and cycling or support for projects
and initiatives (North Vancouver, 2020).

3.3 Create a Local Travel Survey

3.3.1: Application in Squamish
The team has created a series of proposed network recommendations based on takeaways from transit services in
other small communities in North America and best practices in transit network design learned from a literature
review. However, these new route alignments may not truly reflect origins and destinations for trips within
Squamish. In turn, the team recommends that the District establish a household travel survey so that transit routes
can align more closely with travel patterns. Further, it is important that a household travel survey be routinely
updated to monitor changes to transportation trends and patterns in the community. This recommendation is in
line with the 2031 Multimodal Transportation Plan and Community Climate Action Plan to routinely collect mode
share data and monitor travel trends in the community. 
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Local transit service in Squamish is cordially funded
by the District of Squamish and BC Transit through a
legislated cost-share formula under the British
Columbia Transit Act. The District and BC Transit are
responsible for 53% and 47% of the conventional
operating costs respectively. In addition, the District
and BC Transit are responsible for 33% and 67% of
the operating costs for custom transit respectively.
Each year, the District and BC Transit enter an
Annual Operating Agreement that assigns the base
cost of operating transit service in the community. The
total operating cost for both of these transit services to
be covered by the District of Squamish is $1,520,076
in fiscal year 2023 (Gunn, 2022).

Why explore alternative funding tools?

The District of Squamish’s share of operating costs is
currently borne out of property tax and fare revenues.
The Squamish Transit Future Action Plan calls for a
doubling of service hours to increase service
frequencies on certain routes and expand the
geographic coverage of the transit network (BC
Transit, 2022). As shown in Table 1, this service
increase will require the District of Squamish to
double the annual financial contribution allocated to
transit operating funding (Gunn, 2022). In addition, a
new transit maintenance facility could be constructed
as early as 2027 to meet these increased frequency
targets, expected to cost the District an additional
$500,000 each year. Continuing to rely on fare
revenues and property tax alone will place a heavy
burden on local taxpayers to cover increased
operating costs associated with planned service
increases and expansions in the community. Exploring
additional funding sources and creating a diversified
revenue portfolio can help meet the financial demand
associated with increased provision of public transit
service operations.

Eleven funding tools that could be used to cover the
local share of transit operating costs were studied in
Phase I with a high level analysis of how they may
impact the local community. After reviewing these
eleven different tools, Dedicated Transit Funding in
Property Tax, Municipal Parking Fees, Off-Street
Parking Levies, Motor Fuel Taxes and Vehicle Levies
were analyzed further in Phase II. 

Current Operating Costs   $1,520,076.00

Double Service Hours
(Transit Future Action Plan)

x2

Annual Operation Cost
(2027)

$3,040,152.00  

New Transit Facility Annual
Cost (2027)

+$500,000.00

Total Annual Costs (2027) $3,540,152.00

Table 1: Transit Operating Costs in Squamish

Each tool was analyzed against the following
criteria under the unique context of the
District of Squamish:

Ability to Increase Mode Share

Ease of Implementation

Impacts on Equity

Alignment with District Policies & Objectives

Revenue Potential

And assessed accordingly:

Negative impact and/or low potential

Balanced impact and/or moderate potential

Positive impact and/or high potential
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Funding Tool
Estimated Revenue

(per Year)

Dedicated Transit
Funding in Property

Tax
$1,750,000

Municipal Parking
Fees

$1,588,710

Off-Street Parking
Levies

$235,000

Motor Fuel Tax $1,053,910

Vehicle Levies $402,000

Total $5,029,620

Findings from Alternative
Funding Tools

Estimates for revenue from each tool were derived
based on a number of assumptions and factors and
used existing data where possible. Based on the limited
revenue calculations conducted, a total of
$5,029,620.00 could be generated within the
parameters of this analysis to fund public transit
operations in the District of Squamish.

Table 2: Combined revenue from estimates generated
for each of the five funding tools within study
parameters

Of the initial eleven funding tools explored in Phase I,
further analysis was conducted for Dedicated Transit
Funding in Property Taxes, Municipal Parking Fees,
Off-Street Parking Levies, Motor Fuel Taxes, and
Vehicle Levies.

Of the five additional tools examined, Municipal
Parking Fees, Off-Street Parking Levies and Motor
Fuel Taxes have the highest capacity to induce mode
shift from private vehicles to public transit and other
sustainable modes.

Dedicated Transit Funding in Property Taxes and
Municipal Parking Fees have existing legislation that
enable the District of Squamish to start increasing
their revenue for public transit operations. It is
recommended that the District collaborate with other
municipalities in the Sea To Sky region and advocate
for enabling legislation for Off-Street Parking Levies,
Motor Fuel Taxes and Vehicle Levies to be collected
and put toward transit funding.

Off-Street Parking Levies have the least impact on
equity-deserving groups.

In general, all five of the revenue tools explored align
well with the District's Policies and Objectives.

Mode Share

Implementation

Equity

Alignment with District Policies
and Objectives

Revenue Potential

37



Implementation and Legislation

The revenue options available to smaller
municipalities to fund transit service are relatively
limited in comparison to larger Canadian cities and
metropolitan regions. Therefore, tools that would
require Provincial legislative amendments or
permissions were judged to partially meet this
objective rather than be completely excluded.

The District of Squamish must position themselves
alongside other municipalities to advocate for
enabling legislation or permissions to pursue new
revenue sources to improve local transit services. It is
also in the interest of the Province to allow
municipalities to pursue alternative funding tools that
could enable equitable and affordable transportation
in communities across British Columbia to increase
the financial resiliency of local transit system. Further,
enabling municipalities to use alternative sources of
revenue to fund transportation operations is of great
importance to providing affordable, sustainable
transportation options to address the climate crisis.
Such legislation will allow local governments to
provide efficient, reliable and convenient public transit
options and induce mode share away from personal
vehicles. Providing sustainable alternatives to the
automobile, reducing car dependency and financial
tools to make driving an unattractive mode of travel
are key actions to achieve lower transportation
emissions.
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4.1: Dedicated Transit Funding in
Property Tax
Dedicated funding for transit in property taxes is a
common tool used throughout Canada for funding
public transit. In British Columbia, local governments
are empowered to collect annual property taxes on all
owned or leased properties and use these taxes to fund
local services. The District of Squamish already
generates funds for transit using property taxes –
currently this is $0.11 per $1,000 assessed value going
to transit. The District could potentially increase the
portion of property taxes going towards transit with
minimal barriers to implementation and good
alignment with District policies and objectives.
Additional analysis is provided to determine how
dedicated transit funding in property tax in particular
could contribute to the establishment of an
interregional transit service managed by the SLRD.

Dedicated funding in property taxes is a stable source
of funding for the transit system. This can generate
modal switch as the transit system is able to deliver
predictable and sustainable transit service in the long-
term. The travel impacts of property taxes are
negligible as they are generally publicly accepted as a
common method of funding transit (Litman, 2022).
However, large property tax differences between
jurisdictions could, in the long-term, affect regional
development patterns (Litman, 2014).

At a local-municipal scale, dedicated funding in
property tax towards public transit is easily
implemented. Legally, the process to implement
increases or changes to the levy and collection of
property taxes is within the control of the District of
Squamish Council and subject to the British Columbia
Transit Act and the Assessment Act (British Columbia
Transit Act, 1995). Local political acceptance of
greater portions of property tax being dedicated towa-

rds transit represents a potential barrier. At the
current rate of $0.11 per $1,000 assessed value
(District of Squamish, 2022); the average detached
house in Squamish (valued at around $1.39 million)
generates about $158 for transit each year.

Implementation of dedicated funding for transit in
property tax is more complicated at a regional level.
Under the Local Government Act, regional districts,
like the Squamish-Lillooet Regional District (SLRD),
are unable to directly collect property taxes. Instead,
regional districts must requisition their member
municipalities and the Provincial Surveyor of Taxes
(for unincorporated areas) to tax on the Regional
District’s behalf in order to meet its funding needs
(Local Government Act, 2015). This means that the
SLRD would not be able to implement a regional
transit tax – as is used by larger transit authorities like
TransLink (SCBTA, 2022). However, regional
districts can still adjust their requisitions on a year-to-
year basis to avoid any funding shortfalls. It is critical
that a regional transit bylaw be implemented in this
case, with the bylaw making clear what requisitions
will occur. 

The use of property taxes to fund transit is generally
viewed as equitable. Property taxes are one of the few
tools that may be able to capture the increased home
values provided by improved transit service to
residential areas (Litman, 2014). 
  
The primary equity concern with property tax
increases is that these may increase the cost of living
for low-income households. This is especially notable
as some households may be land-rich, having
inherited property or having retired, while having low-
incomes. Generally, this equity concern is balanced by
property tax discounts or exemptions. Home Owner
Grants, from the provincial government, assist some
residents in paying their property taxes. More signific-

Mode Share

Implementation

Equity
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Policy 20.15a: Sustainably fund alternative
transportation infrastructure and amenities as
Squamish grows.

Big Move #6: Squamish readies the organization,
continues to learn, and lays the foundation for deep
reductions.

ant grants are available for seniors, veterans, persons
with disabilities, and the spouses or relatives of
recently deceased owners. Additionally, the Disability
Benefits Program Act allows some households to defer
property taxes (District of Squamish, 2022).
 
If considering dedicated transit funding in property
taxes at the regional scale, it should also be noted that
SLRD contains areas which would not benefit from
interregional / regional transit services.

The Squamish 2040: Official Community Plan
highlights the need to finance transportation upgrades
and amenities as the District continues to grow.
Property tax offers a stable way to do so, and
increases could be minimal given the growing number
of residences and increasing assessment values of
residences in the District. Increases in property tax are
aligned with the policy 20.15a:

Dedicated funding in annual property taxes offer a
consistent and sustainable source of operational
funding for transit in the District of Squamish with
predictable and steady future revenues.

In addition, increases in property tax are aligned with
Big Move #6 of the Community Climate Action Plan:

Big Move #6 identifies funding sources that could be
used by the District of Squamish to fund work
towards deep emission reductions - one such funding
source is property tax. Dedicated funding from
property tax to support public transit would
contribute to reductions of transportation emissions
and should form part of District strategies to increase
transit ridership.

Currently, annual property taxes are used by the
District of Squamish to fund a variety of activities
including transit. Increasing revenue generation from
property taxes offers a means to achieve OCP objecti-

ves without introducing new funding mechanisms.

Dedicated transit funding in property taxes could be a
key contributor to improving transit in Squamish and
establishing an interregional transit service in the Sea
to Sky corridor. In BC, dedicated funding in property
taxes is most notably used by TransLink in Metro
Vancouver, but also to fund a range of BC Transit
operated bus services. Similar to any interregional
service in the Sea to Sky Corridor – property tax is
currently used to fund BC Transit’s Fraser Valley
Express (Route 66) bus service. The property tax
funding for this service currently equates to about
$0.15 per $1,000 assessed property value (City of
Abbotsford, 2019). While this is greater than the
amount per $1,000 assessed value that Squamish
currently dedicates to transit, the following
projections suggest that the increase to property taxes
in Squamish would not be as significant.

 
 

Figures 20, 21: BC Assessment Trends - Squamish 

As of the 2021 Census, Statistics Canada recorded
9,906 private dwellings in the District of Squamish,
this is a significant increase on the 7,574 recorded in
the 2016 Census (Statistics Canada, 2017; Statistics
Canada, 2022). Along with this growth in absolute
numbers of properties, BC Assessment data shows
generally increasing property values as displayed in
Figures 20 and 21 (British Columbia Assessment
Authority, 2022).

Alignment with District Policies
and Objectives

Revenue Potential
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Figure 22: District of Squamish - Property Class Tax
Rates, 2022.

Funding an SLRD managed interregional transit
system entirely through property tax would require
slight increases to the tax rates currently dedicated
towards SLRD funding. These increases are shown in
Table 3 and were assembled using data from the 2022
BC Assessment Trends and from the 2021 Census of
Canada. These figures consider exclusively Squamish
and Whistler as SLRD data would not be appropriate
given that the scope of a regional transit system does
not cover the entire regional district.

.

A scenario approach to consider potential increases
for an interregional transit service. For the year
2019/20, BC Transit estimated the cost of operating a
Vancouver - Squamish - Whistler Interregional Service
to be $3,310,000. This proposal included eight transit
vehicles and 15,100 annual service hours. The local
contribution to this service would be $1,750,000.

The following scenario shows necessary portions of 
 property taxes dedicated to transit to reach an annual
funding increase of $1,750,000. These increases  would
be similar to property tax contributions borne by
residents of Metro Vancouver. Notably, Metro
Vancouver does not rely exclusively on property tax to
fund transit and instead draws upon a diverse range of
funding tools. As of 2022, SCBCTA was authorized to
levy property tax of $0.2239 / $1,000 on residential
properties. It was also authorized to tax at a rate of
$1.3242 / $1,000 on major industry; $0.7159 / $1,000
on light industry; and $0.7131 / $1,000 on commercial
businesses. These amounts are notably higher than
Squamish’s current funding for the SLRD which are
shown in Figure 22.

Table 3: Scenario Model of Transit Funding from Property Tax 
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4.2: Municipal Parking Fees
Municipal parking fees, better known as paid parking,
are charges levied on on-street or municipally-owned
off-street parking spaces, with options of introducing
different types of parking over time. Paid parking has
been considered by the District of Squamish for
several years and the potential outcomes are closely
aligned to many local policies and objectives.
Combined with improvements in alternative modes of
transportation, parking pricing can be an effective
tool to reduce car dependency.

The connections between parking pricing and modal
share has been well documented. Paid parking is
effectively a form of transportation demand
management as drivers are directly charged for using
on-street spaces. Charging for parking creates an
incentive not to drive and encourages more trips to be
taken by sustainable modes, including transit that can
result in additional fare revenue (Willson & Shoup,
1990; Ison & Mulley, 2014). In addition, parking
pricing can encourage people to reduce their vehicle
ownership (Litman, 2022). 

While paid parking presents an opportunity to move
toward a greater sustainable mode share, its impact
may not be fully realized until other forms of mobility
are seen as viable alternatives to driving. Modal shifts
to walking and cycling may occur at a higher rate than
transit as improvements funded by additional revenue
from municipal parking fees could take up to three
years through BC Transit’s Transit Improvement
Process.

Municipalities across the province are allowed
through existing legislation to implement paid
parking. Parking is a politically contentious issue in
communities across the Province, yet many
municipalties of all sizes in British Columbia already
charge parking fees on municipally-owned parking
spaces. Paid parking is best implemented as part of a
comprehensive parking management program that al-

so includes other tools, user information and
enforcement practices. Initial implementation costs
may be high to install and begin operating pricing
systems, plus additional transaction costs to motorists.
However, maintenance costs over the long term could
be expected to be minimal (Litman, 2022). 

Recognizing that paid parking is best implemented as
part of a broader strategy and as highlighted by both a
previous study and the Parking Strategy, special
projects funding would be required for consultants to
craft a paid parking program (Chau et al. 2022,
District of Squamish, 2016). The program would need
to consider the areas of the town where the paid
parking is implemented and in what forms. Squamish
staff are expected to bring forward a report to Council
in the near future to seek endorsement of a strategy
for introducing paid parking, making this tool an
attractive opportunity for funding local transit service.

On-street parking in Squamish is currently provided
for free to motorists and creates an incentive to drive.
Similar to a fuel tax, this can be considered fair as
valuable parking spaces are currently provided with
no charge to motorists and automobile travel comes
with uncompensated external costs including air
pollution and reduced road safety (Traynor, 1994). If
revenue is used directly to improve public transit
service, it can be argued that this tool is also a fair
imposition on motorists to the degree that they benefit
from reduced congestion as more people move by
public transit (Litman, 2022).

The effect of this tool on lower income community
members in Squamish is uncertain. Typically, lower
income households tend to own fewer vehicles and
drive less (Litman, 2022). The overall impact would
vary on specific conditions such as the rate of vehicle
ownership in low income households, the availability
and quality of transportation alternatives including
public transit and the actual fee charged for parking.
Nonetheless, this tool is fundamentally regressive
because the relative burden of parking costs increases
as household income decreases. Regardless of income,

Implementation

Mode Share

Equity
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Policy 20.12c - Explore options for paid parking
and actively manage on-street parking through
parking enforcement and education programs:

Big Move #2: Move Beyond The Car; Dis-
incentivize private vehicle use (a critical component
of incentivizing mode shift); Action: Develop and
implement a strategy to price parking along parts of
the core transit network:

Objective: Effectively utilize the current supply of
Downtown parking stalls:

this tool would place a higher burden on those who
make more trips by car, though this inequity could be
justified due to the modal shift objectives it can
achieve (Cooper, 2022).

Implementing paid parking is in line with many of the
District’s strategic policies, plans and objectives
including the Squamish 2040: Official Community
Plan, Community Climate Action Plan and Parking
Strategy 2016-2020. A potential concern that needs to
be considered is the effect of paid parking in
commercial areas of the District on businesses
working toward recovery from the COVID-19
pandemic. However, there is no significant data to
support a commonly held belief that more vehicles in
commercial areas leads to more business (Cooper,
2022).

Squamish 2040: Official Community Plan

Implementing a paid parking program would require
District staff to actively manage on-street parking in
the community to respond to changes in demand
through appropriate pricing (Shoup, 2017).
Monitoring and evaluation of parking prices relative
to demand can also ensure a stable revenue source as
curbside space is optimized to its full potential.

Community Climate Action Plan

Developing and implementing a strategy to price
parking along the core transit network can contribute
modal shifts to public transit, walking and cycling.

2016-2020 Parking Strategy

Paid parking would allow the District to set
competitive curbside prices to ensure appropriate
turnover and optimize parking occupancy at different
times of the day, week and year in Downtown
Squamish.

Although the cost to initiate a paid parking program
may be significant to the District of Squamish,
parking fees represent a relatively stable source of
revenue that could be used to fund transit service
(Litman, 2022). The amount of revenue that could be
generated is also dependent on what paid parking
programs and regulations are implemented across the
town, including paid parking at the meter or permit
parking and the cost of purchasing permits. For the
purposes of this revenue analysis, paid parking at the
meter in the downtown commercial area is considered.

Downtown Commercial Area:
The Downtown Parking Study was conducted in 2017
to determine parking occupancy rates, turnover and
average parking duration. In the process, the District
created an inventory of on-street parking spaces
(District of Squamish, 2017b). The following revenue
analysis considers a number of different options for
pricing on-street parking spaces in the Downtown
Area. 

Parking revenue for on-street spaces in the Downtown
Commercial Area were evaluated based on spaces
counted and average parking occupancy observed as
part of the study. The price options for this analysis
were set at $0.50 increments and ranged between $0.50
per hour and $3.00 per hour. Based on average
occupancy observed in the Downtown Parking Study
and assuming that parking was priced at the meter for
9 hours per day, 7 days per week between 9:00am and
6:00pm, the District could collect between $264,785
and $1,588,710 annually for transit service funding. 
 The calculation for these estimates can be found in
Table 4 on the following page.

Additional Revenue Considerations
Revenue estimates provided may decrease over time
due to a strong correlation between paid parking and
its capacity to incentivize modal shift away from
private vehicles. As more transit improvements
become realized through additional funding by paid
parking, overall demand for parking may decrease
through less trips being taken by car. Therefore, these
revenue estimates should be considered with caution.

Alignment with District Policies
and Objectives

Revenue Potential
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4.3: Off-Street Parking Levies
de other municipalities given its high revenue potential
and limited impact on broader equity in the
community. If enabling legislation was granted, there
could be high initial implementation costs including
the creation of an additional field in property tax
records. This activity would require significant time
resources the District would need to create an
inventory of all off-street spaces on individual non-
residential property tax parcels. Other implementation
considerations include possible exemptions on certain
property types and if it would be applicable to either
or both paid and unpaid parking (City of Toronto,
2023). However, ongoing costs after implementation
would be low (Litman, 2022).

There is also a strong case for smaller BC
communities to advocate for enabling legislation
together to allow them to collect off-street parking
levies. Though not the exact same form of revenue, the
South Coast British Columbia Transportation
Authority Act allows TransLink to collect parking
taxes on the sale of off-street parking rights in Metro
Vancouver (TransLink, 2023). This form of parking
tax would not be effective in smaller communities
because commercial property owners do not often
experience high enough parking demand to incentivize
off-street parking fees. With particular respect to
Squamish, the 2031 Multi-Modal Transportation Plan
highlights that the majority of off-street parking is
free. An off-street parking levy in smaller communities
could offer a “middle of the road” solution for BC
municipalities to similarly fund their transit
operations.

While there are no perceivable equity concerns to the
community at large, the introduction of an off-street
parking levy may have marginal impacts on some
property owners. Costs would be borne by
commercial property owners that could have small
spiraling effects including slightly higher retail prices
and parking pricing, the latter of which may be
counterbalanced by improved transit services that
reduce the need for a private vehicle (Litman, 2022).

An off-street parking levy is a form of property tax on
non-residential parking spaces in a jurisdiction
(Litman, 2022). This levy has been implemented in a
number of jurisdictions around the world to fund
transit operations including Nottingham, UK and
Sydney, Australia and is actively being contemplated
by the City of Toronto (Litman, 2022; City of
Toronto, 2023). 

The impact of off-street parking levies on mode share
will vary to the extent that they are applied and the
District’s overall flexibility on off-street parking
requirements (discussed under “Implementation”).
With enabling local regulations, the levy could prompt
commercial property owners to either price or reduce
the number of parking spaces on their lot, making
alternative transportation modes more attractive for
accessing local businesses (Litman, 2022). However,
reduced provision of off-street parking spaces alone
will not suffice to reduce driving demand and requires
co-location of transit services and other sustainable
transportation options (Chau et al. 2022). Improved
transit service provided from additional funding
generated by the off-street parking levy could meet
this requirement to entice mode shift.
 
The most notable impact of off-street parking levies
on transportation mode shift was reported from
Nottingham, UK. Since 2012, the City has imposed a
£379 annual levy on 25,000 parking spaces. The levy
generated over £25 million that was dedicated to
improving the city’s transportation infrastructure and
has propelled the public transit mode share to over
40%, and reduced carbon emissions from
transportation by 33% (Litman, 2022).

Under the Community Charter, off-street parking
levies are not currently a legislated means for
municipalities to generate revenue. The team urges the
District of Squamish to advocate for this tool alongsi-

Mode Share

Implementation

Equity
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There is high revenue potential with this tool as the
District could set the levy at any rate desired within
the bounds of new legislation required by the
Province. For example, under an assumption that
there are 1-2 off-street parking spaces in Squamish per
capita, and each space is charged a levy of $50 or $100
each year, it could generate $100 or $200 per capita
each year respectively (Litman, 2022). To illustrate
this potential in depth, five distinct commercial
properties with a high inventory of off-street parking
spaces in particular were examined. If the District
were to introduce a $50 levy on all off-street, non-
residential parking spaces, $117,500.00 could be
generated from these five properties alone. At $100
per space, this figure would double to $235,000.00 to
put toward public transit operations. These estimates
are provided by each site in Table 5.

Figure 23: Garibaldi Village Shopping Centre is a
large shopping centre with over 700 off-street parking
spaces. An off-street parking levy could generate
significant revenue from over-parked sites in
Squamish. Photo taken from Colliers (2022).

Strategy of Big Move #2: Dis-incentivizing Private
Vehicle Use

Policy 19.4b - Encourage compact land use patterns
that support complete communities, infill
development, a diversity of transportation options
and a greater mix of land uses

Policy 20.12c - Explore options for paid parking
and actively manage on-street parking through
parking enforcement and education programs

The District  could also establish a minimum area
threshold in order to protect smaller businesses and
property owners who may be impacted by parking
levies (City of Toronto, 2023).

Pursuing off-street parking levies is closely tied to
strategies and objectives in the District’s Community
Climate Action Plan and Squamish 2040: Official
Community Plan.

Community Climate Action Plan

An action within this strategy is to update parking
requirements to maximize land use efficiency and
increase residential and employment density through a
reduction in parking minimums and establish
maximums for specific uses along the transit network.
An abundance of free off-street parking spaces in
Squamish encourages private vehicle ownership and
use (Chau et al. 2022). If an off-street parking levy was
imposed, non-residential property owners may seek to
lower the number of non-residential parking stalls in
commercial and industrial areas to reduce the assessed
annual fees. In addition, developers of new
commercial properties may opt to limit the number of
off-street parking spaces.

Squamish 2040: Official Community Plan

This levy would encourage compact development with
limited off-street parking provision, enabling and
promoting sustainable, alternative transportation
options throughout the community including walking,
cycling and public transit.

In the absence of off-street paid parking on most non-
residential properties in the District of Squamish, an
off-street parking levy presents a suitable alternative
where revenue potential is not being realized.

Alignment with District Policies
and Objectives

Revenue Potential
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Location Zoning Spaces $50 Levy $100 Levy

Garibaldi Village CD-19 720 $36,000.00 $72,000.00

Walmart C-9 500 $25,000.00 $50,000.00

Chieftain Centre C-4 375 $18,750.00 $37,500.00

Squamish Station C-4 303 $15,150.00 $30,300.00

The Home Depot I-11 452 $22,600.00 $45,200.00

Total Annual Revenue $117,500.00 $235,000.00

Table 5: Revenue Generation Potential from Off-Street Parking levies on Five Non-Residential Properties in
Squamish

Figure 24: The Walmart parking lot has 500 parking spaces. If a $50 off-street parking levy per space was assessed
on off-street parking spaces in the District of Squamish, this lot alone would generate $25,000.00 for public transit
funding. Photo taken from The Squamish Chief.
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4.4: Motor Fuel Tax
ent and future demand (Office of the Auditor General
of British Columbia, 2013). As shown in Figure 18,
proactive investment in the transit system can lead to
compounding benefits, including dedicated lanes and
stops and improved service, ultimately encouraging
more ridership (National Association of City
Transportation Officials [NACTO], n.d.).

The effectiveness of increasing motor fuel taxes to
encourage mode shifts may diminish after a certain
point (Office of the Auditor General of British
Columbia, 2013). This is because raising gas prices
through taxation may decrease gas consumption,
resulting in reduced funding for public transit over
time, as demonstrated by the case with TransLink in
Metro Vancouver (Office of the Auditor General of
British Columbia, 2013). Therefore, more strategic
thinking will be necessary to ensure a sustainable shift
in the mode of transportation.

Motor fuel taxes are assessed on fuels sold for use in
internal combustion engines, which are used in most
automobiles (British Columbia Ministry of Finance &
Ministry of Energy, Mines and Petroleum Resources,
2021). The rates depend on where the fuel is purchased
and used in British Columbia (British Columbia
Ministry of Finance & Ministry of Energy, Mines and
Petroleum Resources, 2021).

Higher fuel prices can incentivize individuals to switch
from driving their personal vehicles to using
alternative modes of travel, including transit (Litman,
2012). In turn, public policymakers often utilize motor
fuel taxes to encourage the use of transit (Office of the
Auditor General of British Columbia, 2013). The
additional funds generated can be invested in the
transit system, ensuring that transit services meet curr-

Figure 25: Compounding benefits of proactive transit investment (NACTO, n.d.)

Mode Share
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Strategy of Big Move #2: Dis-incentivizing Private
Vehicle Use

Policy 20.13a - Reduce single occupancy vehicle
(SOV) use and support the transition away from
fossil fuels 

vices and who face difficulties using conventional
transit services without assistance (Sterner, T., 2012).
 
In order to address these equity concerns, the
provincial government has a fuel tax refund program
for persons with disabilities to help reduce their
transportation costs. Eligible individuals may receive a
fuel tax refund up to $500 each calendar year for a
qualifying vehicle registered in the program and a 25%
discount off their ICBC basic Autoplan insurance
(British Columbia Government, n.d.). Additionally,
with the Sales to First Nations and the Fuel Tax
Exemption Program, First Nations individuals and
bands are exempt from motor fuel tax when they
purchase fuel on First Nations land (British Columbia
Ministry of Finance, 2018). British Columbia also
established an exempt fuel retailer program to
recognize this exemption (British Columbia Ministry
of Finance, 2018).

The introduction of a Motor Fuel Tax is well aligned
to a number of strategic objectives in the Community
Climate Action Plan and Squamish 2040: The Official
Community Plan.

Community Climate Action Plan

Implementing an additional motor fuel tax can would
increase the costs of driving and dis-incentivize the use
of automobiles as a means of traveling in Squamish.
Residents, visitors and businesses alike may consider
more sustainable modes including walking, cycling
and public transit. In turn, greenhouse gas emissions
from transportation in Squamish would be reduced
and residents may save money on transportation when
traveling by other modes. 

Squamish 2040: The Official Community Plan

Reducing SOV use can alleviate traffic congestion and
improve air quality. Fuel tax supports the transition
away from fossil fuels by increasing the costs of
gasoline and diesels. 

Currently, the motor fuel tax on clear gasoline and
diesel fuel in British Columbia consists of provincial
and dedicated taxes (British Columbia Ministry of
Finance & Ministry of Energy, Mines and Petroleum
Resources, 2021). According to the Motor Fuel Tax
Act, dedicated motor fuel taxes only apply in certain
regions of the province. Other than the Vancouver
area and Victoria area, the rest of the province only
has to pay a dedicated motor fuel tax of 6.75¢ per litre
of clear gasoline and clear diesel to the British
Columbia Transportation Financing Authority
(BCTFA). Even though Squamish doesn’t have to pay
the 18.50¢ of dedicated motor fuel tax to TransLink, it
has been found that retail prices for regular gasoline
and diesel at gas stations in Squamish are similar to
those in Metro Vancouver (British Columbia Utilities
Commission Staff, 2021). As such, despite not
currently assess a motor fuel tax, motorists are  paying
the equivalent or even more than in Metro Vancouver,
presenting a strong case for the province to enable
legislation for this tool's use in the Sea To Sky region.
 
According to the Motor Fuel Tax Act, the provincial
government sets the fuel tax rates for gasoline and
diesel for the entire province. As such, the District of
Squamish does not have the authority to impose its
own fuel tax rate without an amendment to the Motor
Fuel Tax Act. Currently, motor fuel purchasers in
Squamish only have to pay a dedicated motor fuel tax
of 6.75¢ per litre of clear gasoline and clear diesel to
the BCTFA as the rest of municipalities across the
province other than Vancouver area and Victoria
area.

Motor fuel taxes can have both positive and negative
impacts on equity. Revenue generated from increased
motor fuel taxes can be used to fund public transit,
benefiting marginalized groups who rely on public
transit with enhanced and more convenient transit
services. However, increasing motor fuel taxes might
increase transportation costs for low-income
households and disadvantaged groups, especially for
those who live in an area without access to transit ser-

Implementation

Equity

Alignment with District Policies
and Objectives
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No. of
Vehicles

Average Tank
Size (L)

Total L from
All Vehicles

Refuels per
Year

Fuel Tax Rate  
(per L)

Total Revenue

13,400 60.5 810,700 26 $0.05 $1,053,910.00

Figure 26: A gasoline station on Highway 99 south of
Downtown Squamish. A Motor Fuel Tax could
generate over $1M in revenue to contribute to transit
service. Photo taken from MapQuest.

Policy 20.16a - Establish alternative transportation
funding sources to support walking, cycling, public
transit, and other alternative transportation 

Fuel tax can provide a significant source of funding to
support different modes of transportation.
Diversifying funding sources ensure the sustainable
development of transportation infrastructure and
implementation of transportation planning initiatives. 

In 2004, former Squamish Mayor Ian Sutherland
suggested that a 3% per litre levy in the Sea to Sky
region would raise approximately $750,000 per year.
The number of registered vehicles and potential
revenue from a motor fuel tax both have both
increased while the population of Squamish has grown
(ICBC, 2023). As such, further analysis was conducted
to determine a general estimate of how much revenue
could be generated with updated data.

Assuming that the average size of a gasoline tank for a
personal vehicle is 60.5 L (US Energy Information
Administration, n.d.), the local vehicle population of
13,400 personal vehicles (ICBC, 2023) and a $0.05 fuel
tax was assessed per litre of gasoline, the District
could collect $1,053,910.00 per year. This assumption
also considers that each vehicle, on average, would
require refueling at least every two weeks over a year.
Actual revenue generated by a motor fuel tax would
depend on the rate assessed and fluctuations in the
volume of gasoline sales. The calculation for this
estimate is displayed below in Table 6.

Table 6: Revenue Potential from a Motor Fuel Tax in Squamish

Revenue Potential
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4.5: Vehicle Levies
nt. However, the possibility of vehicle levies is not new
and has been proposed multiple times in recent years
by TransLink as an alternative source of funding for
Metro Vancouver. TransLink aimed to implement a
Transportation Improvement Fee (functionally a
vehicle levy) and would have cost Metro Vancouver
motorists between $15 to $122 a year, depending on a
number of different proposals. Despite multiple
attempts to impose vehicle levies, they did not come to
fruition due to opposition by or within the Provincial
Government and the regional Mayors Council
(Bernard, 2016).

Should the provincial government eventually legislate
vehicle levies, the simplest distribution structure would
be a distribution of funds collected by ICBC to
municipalities in which vehicles were registered. The
exact fee collected in each region would likely be
determined by the respective municipal council(s),
possibly within bounds set by the province. Councils
would be free to set their own fee based on financial
need and existing transit service provided. However,
implementation and collection of a vehicle levy is
simple should it be legislated by the province with
minimal additional administration and oversight
required. Reserving funds collected for transit would
improve public acceptability and transparency, at the
risk of reduced flexibility (Kitchen & Slack, 2016).
This enforced budgetary rigidity would particularly be
problematic in smaller municipalities. 

Generally, vehicle levies are considered to be
equitable. Automobile use leads to significant external
costs for governments in the form of infrastructure
and maintenance, as well as societal environmental
costs. A vehicle levy thus operates as a reimbursement
of these costs from motorists towards transit users,
who have lower external costs to local governments
(Litman, 2012). That said, vehicle levies are far from a
perfect form of equalizing these costs, as levies do not
consider vehicle usage in the cost calculation. This is
particularly problematic as lower-income motorists
generally drive less total distance than higher-income

A vehicle levy is a tax or surcharge directly added to
an existing provincial vehicle registration fee. The
revenue from this additional fee can be entirely
reserved for a specific use such as transit or collected
for any use by the municipality. Vehicle levies can be
collected and priced differently depending on the
region and vehicle type. 

Precedent examples of vehicle levies being assessed to
fund transit service exist Montréal  are charged an
annual fee on their vehicle registration. The City of
Toronto also had a vehicle levy in place for 3 years,
from 2008 to 2011 (Kitchen & Slack, 2016). More
than 30 US states collect vehicle levies for
transportation improvements, though these funds are
not earmarked for public transit (Litman, 2012).

Vehicle levies are a fixed fundraising tool collecting
from vehicle owners, and have limited to no impact on
mode share. In contrast to a fuel tax, vehicle levies are
fixed no matter how much a vehicle is driven. As such,
users who have already paid the levy are not directly
incentivized to use public transit more often because
they have already paid the levy (Litman, 2022).
However, vehicle levies may have a small effect in
dissuading people from purchasing a second vehicle
for their household, though the size of this effect
depends on the amount levied. Levies can also be
targeted towards vehicles of different types and
characteristics, such as axle count, age, or engine size
(Kitchen & Slack, 2016).

Vehicle levies are not currently possible to implement.
Changes to provincial legislation would be required,
notably the BC Motor Vehicle Act, which governs
registration fees collected by the Insurance
Corporation of British Columbia (ICBC).
Municipalities with a dedicated interest in using
vehicle levies to fund transit service would need to
advocate for legislation from the provincial governme-

Mode Share

Implementation

Equity
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Vehicles
Registered in

Squamish
Annual Levy

Annual
Revenue

from Levy

13,400 $30.00 $402,000.00

       ovide affordable transportation choice for all reside
       nts and neighbourhoods.
Disincentivizing vehicle ownership within Squamish
aligns with multiple goals of the Squamish 2040 OCP
to move towards a car-last future. 

The potential revenue from vehicle levies is within the
small to moderate range, as existing levies are around
$20-60 (Litman, 2012). However, depending on the
actual number of vehicles registered in a community,
they could contribute a significant amount of revenue
to put toward transit operation funding in addition to
other sources. Currently, the Province of British
Columbia has the lowest vehicle registration fee in
Canada at $64.00 per year. Yet, the Province of
Québec charges a base rate of $202.74 per vehicle with
a minimum vehicle levy of $30 earmarked for transit
across the province. This levy for transit operation
funding is higher for residents of the Island of
Montréal at an additional $45.00.

As vehicle levies are not currently part of provincial
legislation, it is difficult to predict what kind of levy
would eventually be implemented. However, if BC
was to allow municipalities to levy $30.00 like in
Québec for transit service, the District of Squamish
could generate $402,000.00 per year for transit
funding.

Table 7: Revenue from a $30.00 vehicle levy. Vehicle
registration data obtained from ICBC Vehicle
Population Data (2023).

Strategy of Big Move #2: Dis-incentivizing Private
Vehicle Use

Strategy of Big Move #2: Improve Public Transit
in Squamish

Policy 20.16a: Establish alternative transportation
funding sources to support walking, cycling, public
transit, and other alternative transportation

Objective 20.19.a: Increase transit ridership and pr-

motorists. As such, lower-income motorists would be
paying a proportionally higher rate to register their
vehicle (Litman, 2012). However, higher-income
households are also more likely to own and register
more vehicles (Cooper, 2022). 

Customizing the levy towards specific axle counts,
engine sizes or gross vehicle weight may better target
vehicles which have higher external costs, but it can
also discriminate against specific groups. Particularly
in rural areas, larger engines or heavier vehicles may
be necessary. In these cases, a fee that scales with
larger vehicles may just function as a heavier tax.

Introducing a vehicle levy is aligned with a number of
goals and policies in the Community Climate Action
Plan and Squamish 2040: Official Community Plan.

Community Climate Action Plan

While this levy does not provide any direct incentive
to a motorist to reduce the amount they drive, the sum
of funds generated for, and subsequent improvement
in, public transit service could make taking the bus
more attractive. Advocating for, and eventually
implementing vehicle levies within Squamish could
also function as an incentive for households to own
and register less personal vehicles. 

This funding tool would also provide an additional
source of funds for public transit, as well as diversify
existing sources from property taxes and fare
revenues.

Squamish 2040: Official Community Plan

In order to realize the goals outlined in Squamish’s
Transit Future Action Plan, new and diversified
sources of income are necessary to implement
necessary transit improvements. 

Alignment with District Policies
and Objectives

Revenue Potential

52





The Sea to Sky Corridor, running from Vancouver to Whistler, is currently unserved by public transportation. As
Squamish, and other communities in the Sea to Sky corridor, seek to reduce automobile reliance, this lack of
interregional transit service creates a significant barrier to reduced car dependency. An interregional service in the
Sea to Sky corridor is achievable and would be aligned with planning goals and public desires. This section of the
report therefore explores future interregional service options including potential ridership, governance and funding
models, stop locations, and desirable amenities. Figure 27 is a conceptual diagram which denotes the stop locations
of a new interregional service in Squamish with connection points to the local transit system as proposed in our
network recommendations.

Figure 27: Conceptual Diagram of Interregional Transit Service with Stops in Squamish

From Vancouver to Pemberton: 
Interregional Transit Service for the Sea
to Sky Corridor
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The Squamish Commuter (Route 98) was a pilot
project operated by the Resort Municipality of
Whistler (RMOW), District of Squamish, and BC
Transit (BC Transit, 2015). The service started in
January 2005 and ran for a period of five years (BC
Transit, 2015). The costs of the service were shared
between RMOW and District of Squamish until 2008
when provincial funding became available for year-
round service (BC Transit, 2015). This public service
was complemented by the private Greyhound Canada
bus service. This Greyhound service was the primary
interregional bus service link between Squamish and
Whistler. It ran six trips per day in each direction with
Route 98 specifically designed to fill the gaps during
time slots not served by Greyhound (Squamish Chief,
2021).

In 2010, a fare increase was implemented to help cover
increasing operational costs of Route 98 (BC Transit,
2015). This, combined with concerns about funding
sources and the stability of the service, contributed to
the cancellation of the service (BC Transit, 2015).
Later in 2018, Greyhound Canada decided to suspend
bus service in the Western part of Canada due to a
decline in ridership, and the impacts of a changing
transportation environment which includes
deregulation, as well as competition from subsidized
transportation options such as VIA Rail and publicly
owned bus service (Greyhound Canada, 2021). 

There are two private services currently operating
interregional routes in the Sea to Sky corridor - the
Squamish Connector and Whistler Skylynx. Both
services have relatively similar fares at approximately
$30.00 for a one-way ticket. The Whistler Skylynx
offers two more trips each day and has more onboard
amenities on their coach buses, whereas the Squamish
Connector offers more stops in Squamish, the North- 

Shore and along HWY 99 (Squamish Connector,
2023; Whistler Skylynx, 2023).

This project examined these existing services operating
in the Sea-To-Sky region to determine transit stop
locations, bus schedules, and any desirable amenities
that may make an interregional public transit route an
attractive alternative to driving between Vancouver,
Squamish, and Whistler. Notably, regional transit
service already exists between Whistler and Pemberton
and is provided by BC Transit (BC Transit, 2023).

 

2015 Sea To Sky Transit Future Plan

BC Transit’s 2015 Transit Future Plan (TFP) for the
Sea To Sky region devoted a significant amount of
space to discussion to the possible expansion of
regional and interregional transit in the area. At that
time, the regional network was limited to service
between Pemberton and Whistler. A future regional
connection between Whistler and Squamish was
planned, as well as an interregional connection
between Squamish and Metro Vancouver. The TFP
recommended the exploration of two deliverables in
the short term, between 2015 and 2020, including
undertaking a Sea to Sky Corridor transit study and
exploring the development of a Sea to Sky Corridor
regional governance structure (District of Squamish,
2015) .

5.1: Rationale for Interregional
Transit
Historical Interregional Service

Existing Interregional Services

Previous Planning Efforts
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2017 Sea to Sky Corridor Regional Transit Study

Commissioned as part of the 2015 Transit Future Plan
objectives, the Corridor Transit Report (BC Transit,
2017) aimed to explore the feasibility of the proposals
made in these objectives. The Corridor Transit Report
was published following a public engagement process
as well as a market demand analysis. This report
recommends a detailed interregional transit system
proposal, including stops, vehicle count, schedule,
possible fare options, and an implementation action
plan.

Progress Towards Interregional Transit Since 2017

According to the proposed timeline included in the
2017 Sea to Sky Corridor Regional Transit Study,
interregional service was originally intended to be
implemented in September 2019. Based on an
interview conducted with BC Transit (2023), the delay
in implementing an interregional transit service in
Squamish can be attributed to unmet funding
commitments from the Ministry of Transportation
and Infrastructure as well as debates over municipal
governance and funding commitments. Even though
no significant barriers have been identified from the
planning perspective, the lack of funding resources
have prevented this project from moving forward.
However, it is possible that other factors including the
COVID-19 pandemic and other political challenges
have contributed to the delay of this project. 
 

There is now a growing demand to re-engage in
discussions around the implementation of
interregional transit service in Squamish. Initial
engagement for this project which involved the
District of Squamish Planning Staff, OurSquamish,
Squamish Chamber of Commerce, and Squamish
Nation suggested strong interest in interregional
transit connections. This stakeholder demand is
backed up by market demand projections which
suggest that there has been an increase in potential
riders since the 2017 Sea to Sky Corridor Regional
Transit Study. This renewed interest in interregional
transit service highlights the need to revisit the
conversation, as well as to evaluate the feasibility of
putting the service in place given current market
conditions and transportation trends. 

Market demand projections for the Sea to Sky
Corridor were prepared in 2017 for BC Transit by
SNC-Lavalin. These were conservative estimates using
data drawn from the 2011 National Household Survey
and from extrapolations of historical ridership
numbers (BC Transit, 2017). Since 2011, the
population, workforce, and number of commuters
living in the Sea to Sky region has significantly
increased (Statistics Canada, 2022), likely increasing
market demand. Graphic projections in Figures 29
and 30 were extrapolated from the 2017 market
demand projections, considering increases in
workforce size and changes in census divisions of
employment recorded in the 2021 Census of Canada.

Renewing the Conversation on
Interregional Transit Service in
Squamish 

Market Demand for the Sea to Sky
Corridor has increased since 2011 

Figure 28: Squamish Connector running on Sea-to-Sky Highway
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Squamish-Metro Vancouver Market

Figures 29 and 30: 2017 projections and 2021 data
adjustments to Squamish-Metro Vancouver Market
Demand. (7%, 15%, and 35% Mode Share). These
figures do not account for seasonal tourism and other
non-commuter ridership.

Between the 2011 National Household Survey and
2021 Census, Squamish saw a 15.6% increase in the
population within the labour force. Along with this
increase in the labour force, there has been a 66.2%
increase in commuters commuting to census divisions
outside of Squamish. These adjustments are factored
into the following tables (Statistics Canada, 2022).

Table 8: Squamish - Market Demand Adjustments at
7%, 15%, and 35% Mode Share

 

Squamish-Whistler Market

Figures 31 and 32: 2017 projections and 2021 data
adjustments to Squamish-Whistler Market Demand

The 2017 market demand study derived 2017 ridership
estimates from historical ridership data of the 98
Squamish Commuter (BC Transit, 2017). Since the
2017 estimates, both Squamish and Whistler have seen
increases in the labour force populations and changes
in the commute patterns. These 2021 data adjustments
use figures from both municipalities, weighted by
population.

Table 9: Squamish-Whistler Market Demand
Adjustments
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Governance and funding options for interregional
service have proved to be a barrier to implementing
interregional transit service. This section considers
potential funding arrangements and mechanisms for
cost sharing based on BC Legislation and the
agreements in place with other regional and
interregional transit systems operating in British
Columbia.

Squamish and other communities in the Sea to Sky
region should pursue an interregional transit route
under the control of the Squamish-Lillooet Regional
District (SLRD). The advantage of this approach is the

potential speed of implementation - which is far
quicker than that of a transit commission. Taking
lessons from other interregional systems in BC - in
particular the Okanagan-Similkameen System, our
team further recommends that there be a clear
regional transit bylaw in for the Sea to Sky region.
This bylaw would codify the required requisitions
from each community to fund transit and establish the
cost-sharing basis. Furthermore, our team
recommends that any future interregional service
connecting the Sea to Sky region to Metro Vancouver
enter a long-term agreement with TransLink. This
would allow better integration of the services in the
future. The potential governance approaches are
introduced in Table 10, and detailed following and in
Appendix F.

5.2: Governance and Funding  of
Interregional Transit

Table 10. Governance Options for Establishing an Interregional Service 

5.2.1: Regional District
Governance of an
Interregional Transit Service
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This governance approach is covered by existing
legislation through the Local Government Act
and British Columbia Transit Act which enable
Regional Districts to make agreements with the
public authorities including BC Transit (Local
Government Act, 2015). 
The regional government simply enters
agreements with BC Transit in the manner any
other local partner would. These entail entering a
Transit Service Agreement, Master Operating
Agreement, and Annual Operating Agreements.
In these agreements, the regional government
takes-on responsibilities for approving service
plans, accounting for revenue, maintaining local
transit infrastructure, and marketing the service.

Regional District control of regional transit is an
approach taken by several regional districts
throughout British Columbia. This governance
approach offers the Sea to Sky region the quickest
possible implementation process as:

However, it is important to note that regional
government control does not have the same
capabilities and capacities of a Transit Commission.
Regional districts typically are not empowered to levy
taxes, and instead must rely on requisitions from
municipal governments (Local Government Act,
2015). In Squamish, this requisition is currently taken
from property taxes – which are levied by the District
of Squamish with a small portion going to the regional
government. Low-level implementation of regional
transit would only cause slight adjustments to
requisitioned amounts. However, greater integration
of local and regional systems, and a larger regional or
interregional transit system, would increase the
management and funding responsibilities of the SLRD
and therefore increase the requisition amount.

Municipal and local representation: each
constituent locality is given a seat or seats on the
transit commission.
Greater transit planning capacity: transit
commissions can govern both local and regional
transit – reducing the staff requirements for transit
planning, eliminating complications associated
with integrating regional and local transit, and
better balancing regional and local priorities (BC
Transit, 2021).
A greater array of available funding tools, with
the legal ability to levy taxes at a regional scale
(British Columbia Transit Act, 1996). In the long
run, this could allow a more appropriate cost
sharing model which better balances the funding
capacities of the constituent municipalities and is
better able to sustainably fund transit.

Transit commissions are a fully regional approach to
governance which can offer long-term benefits for
regional governance and funding. Currently, there is
only one transit commission operating with BC
Transit - the Victoria Regional Transit Commission
(VRTC) which provides service to the municipalities
of the Capital Regional District. The VRTC is
responsible for both local decision making and local
funding – which in the case of VRTC are achieved
through fare revenue, property taxes, and a motor fuel
tax (BC Transit, 2021). 
 The path to creating a transit commission is complex
and designed for areas with greater populations and
density than the Sea to Sky region. This approach
could become more attractive should the region
continue at high-rates of population growth and
densification. Transit commissions offer clear benefits
for:

Regional District Ownership
(Recommended Approach)

Transit Commissions (Alternate
Approach)

59



A long-term agreement for interregional transit brings
together two transit providers in agreement to jointly
govern and fund an interregional service. Like the
regional district governance model, this benefits from
good flexibility in governance and ensures local service
decisions remain nested with the pre-existing
governance bodies. At the same time, this type of
agreement would ideally allow SLRD / BC Transit to
shift some costs of an interregional service to
TransLink.

While desirable, it should be noted that current BC
Transit services linking into Metro Vancouver and
TransLink do not have joint funding and governance
agreements. Notably, the local cost share of BC
Transit’s Route 66 - the Fraser Valley Express - is split
between Abbotsford and Chilliwack. The Fraser
Valley Express Sub-Regional Transit Service Area
Bylaw establishes that the City of Abbotsford takes on
63.8% of the route’s cost while the City of Chilliwack
takes on 36.2% (City of Abbotsford, 2019).

Governance and funding of regional transit in the
Regional District of Okanagan-Similkameen (RDOS)
is currently nested in the regional district’s
government. The RDOS Board of Directors makes all
decisions about transit fares, routes, and service levels
as well as guiding the Transit Future Plan (RDOS,
2015) - acting as the local partner to BC Transit. 

Decisions by the RDOS are further governed by a
Transit Service Bylaw enacted in 2016. This Bylaw
details the provision of transit services for routes
connecting three electoral areas, and the towns of
Oliver and Osoyoos to Penticton. The Bylaw includes
an apportionment of costs between the towns and
electoral areas for the service with the Towns of Oliver
and Osoyoos responsible for over 50% of the local
system costs under BC Transit’s legislated cost-sharing
formula. It also specifies the operating boundaries of
the services and appropriate cost recovery methods
that can be used to cover each community’s share
including fare revenue, property tax and municipal gr-

ants (Regional District of Okanagan-Similkameen,
2016).

Note that this Bylaw includes a clause that limits the
amount of transit operating costs that can be
requisitioned from each community to no more than
$75,000 each year. However, this may limit the level of
service that can be provided on this transit network
connecting several Southern Okanagan communities.
Should the SLRD enact a similar Bylaw, the team
recommends that such a clause be more fluid so that a
Sea To Sky Interregional Service be able to adapt to
development and economic trends in regional
communities (Regional District of Okanagan-
Similkameen, 2016).

Turning to interregional agreements, current service
between Penticton and Kelowna is operated fully
through an operating agreement held by the RDOS.
While this removes some of the complications
associated with collaborating between two regional
districts (the RDOS and the Regional District of
Central Okanagan), it has caused significant barriers
to further integration. As the Sea to Sky Region looks
towards interregional transit, it should consider
formal agreements with TransLink to connect the Sea
to Sky Region with Metro Vancouver. 

Figure 33: Bus operating on the local Penticton
network within the RDOS system. Photo taken from
The Penticton Herald (2019).

5.2.2: Lessons from
Okanagan-Similkameen:
Transit Service Bylaw

Long-Term Agreement (Alternate
Approach)
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Sea To Sky communities with local service should
agree to a Terms of Reference which state that local
changes must be made in line with regional changes.
Transit riders should also have easy access to all
information with riders’ guides and online services and
applications showing the linkages between the services
clearly. Finally, the municipalities should collaborate
to ultimately achieve fare integration – this may be
simplified as BC Transit rolls-out Umo, its mobile
wallet and smart card fare system.

In Okanagan-Similkameen, BC Transit has identified
shortcomings in the full integration of regional
services with local routes. Notably, the administrative
transit knowledge and customer-facing aspects of
transit remain nested in the municipalities. In the past,
this resulted in riders’ guides and schedules which
were municipality specific, leaving riders unable to
easily access information about the transit service
available in adjacent communities. 

Similarly, driver hours and the service levels of local
routes were not coordinated between local systems.
This resulted in differences in service frequency
between adjacent municipalities. For customers, this
meant a less cohesive experience, more time
potentially spent waiting, and less convenience when
using the regional bus service compared to driving.
For transit planning, this resulted in an
overcomplicated and time-consuming planning
process to ensure any changes within municipal transit
systems did not result in disjointed regional-local
connections.

Since 2015, BC Transit has worked to rectify the
above shortcomings in the Okanagan-Similkameen
Transit System and achieve greater system integration
(BC Transit, 2015). At the simplest level, this meant
publishing riders’ guides which show the entire
regional system and local systems – ensuring riders
know which connections they can make, and how long
these would take. At a more complicated level, BC
Transit has pushed for the local municipalities to
endorse Terms of Reference which acknowledge that
local changes must be made in line with regional
changes. BC Transit has also recommended that the
municipalities of the Okanagan-Similkameen pursue
full fare integration as part of achieving a more
cohesive experience for regional transit riders in the
future.

Figure 34: Okanagan-Similkameen Regional District (BC Transit, 2015)

5.2.3: Lessons from
Okanagan-Similkameen:
Clear Process for Integration
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In setting a vision for a future interregional transit
service along the Sea to Sky highway, transit stop
locations should be determined early in the planning
process. Each municipality has its own geography and
population distribution to contend with in deciding
how many stops are to be within its limits, as well as
where to place them.

Based on findings in the Sea To Sky Corridor Public
Engagement Report prepared by BC Transit, the
following stops for an interregional line were selected.
Participants in the survey also highlighted the three
most important factors in an interregional service,
which were regular and frequent service, reliability
and minimized travel time. Stops in and around
Squamish are shown below in Table 11, as well as
visually in Figure 35.

At the time of publication by BC Transit, these stop
locations were mostly for discussion purposes, though
they now provide an excellent starting point for
analysis. For the sake of comparison, Squamish and
its surroundings were proposed to be served by 6
stops, while Whistler would be served by 6 stops as
well. Outside of these, the route was then proposed to
stop at Britannia Beach, Furry Creek, Lions Bay,
Kelvin Grove Way, Sunset Beach, Horseshoe Bay,
Park Royal, and finally Downtown Vancouver. The
terminus location in Downtown Vancouver was not y-

et decided, and more discussion with Translink was
necessary. If no location is accepted, the line may
truncate at Park Royal or end at Lonsdale Quay, in
North Vancouver.

Being built lengthwise along Highway 99, Squamish is
uniquely positioned to have a large number of
residents able to easily access a future interregional
line. Of the six stops proposed by BC Transit around
Squamish, three are directly along Highway 99: South
Squamish Parks, Brackendale at Depot Road, and
Squamish Nation at Stawamus. 

Highwayside stops are fast and convenient. They do
not require the bus to make any deviation from its
route, and require little additional infrastructure to
implement. However, they have several drawbacks
from a passenger perspective. Notably, standing
beside a highway is generally an extremely unpleasant
experience. While convenient, bus stops next to
highways lack the amenities and comfort that lead
people to select transit as their everyday mode choice.
Several communities interviewed as part of case
studies relayed their hesitance to use highway stops.
These are generally regarded to have less of an impact
on development and densification than transit stops
within neighbourhoods.

5.3: Interregional Stop Locations

Table 11. BC Transit Proposed Bus Stop Details  (BC Transit, 2017) 

BC Transit Proposed Stop Locations

My Way or the Highway?
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Figure 35: Rendering of proposed BC Transit Interregional
route and stops in Squamish

Figure 36: Revised Sea To Sky Interregional Transit Service
Stops in Squamish drawing on best practices and
recommendations from this project 
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In designing the future route, there is a clear balance
to be navigated between speed and access. More stops
will provide service for more residents but at the cost
of a higher runtime and reduced convenience that
could make the service uncompetitive with driving. To
do so, the proposed line must remain somewhat
competitive in runtime. The bus would have a strong
built-in advantage for users aiming to go to and from
Metro Vancouver due to high parking costs in the
region. Stops that add to the route’s runtime
significantly should be avoided or at the very least
minimized to areas that would reach many residents.
Further, it is important to consider that an
interregional bus service would provide transportation
to those that depend on public transit and have no
alternative, the “captive” market. Additional stops
can be essential to serve those that do not have a
vehicle and do not live a walkable distance from other
stops on Highway 99.

Six years later, BC Transit’s 2017 service proposal
holds up relatively well. The stop locations within
Squamish remain relevant but some significant
deviations from the service’s natural path could result
in longer trip times, a key barrier to attracting
ridership. An approximate trip duration for a vehicle
driving from the stop at Stawamus to Brackendale at
Depot Road is 20 minutes following the BC Transit
proposed route. This is approximately double the time
of simply driving along Highway 99 the length of
Squamish, not including time spent at each transit
stop. In particular, the need to detour into Downtown
Squamish to serve the existing transit exchange in
front of the library adds significant time. The team’s
proposed stop locations are somewhat similar to those
in the existing study with small changes. These
changes notably align stops with proposed mobility
hubs/transit exchanges downtown and at Garibaldi
Village.

New stop to be negotiated and likely placed in the Sea
to Sky Gondola parking lot or nearby.

New bus stop to be located on the highwayside at the
intersection of Valley Drive and Highway 99.
Considering most residents of Stawamus live within
250 meters of Highway 99, as well as the low number
of residents, a highwayside stop is recommended.
Deviation within Stawamus to the Totem Hall is not
recommended, as it would lead to runtime increases as
the northbound bus would need to wait for a left-turn
signal. The inclusion of this stop aligns with District
of Squamish reconciliation goals, as well as the
transportation needs of the community, relayed by
Squamish Nation representatives. 

The interregional stop must provide connectivity to
downtown Squamish businesses as well as to local
transit, and should be located at the transit exchange.
In the Squamish Network Recommendations section,
this report calls for a new mobility hub at the corner
of Pemberton Avenue and Cleveland Avenue. An
interregional bus stop at this hub would reduce how
far the bus would be required to drive into downtown.
It would also provide a turnaround point as well as
prevent detours on days when Cleveland Avenue is
closed for special activities further south. 

Should the frequency of the 1 Brackendale be
increased to every 15 minutes, as recommended by this
report and by the Squamish Transit Future Action
Plan, this bus stop is likely not necessary. The
frequent service on the 1 will allow users to get off at
Garibaldi Village or Downtown Squamish and still
easily reach destinations in the Industrial Park.
However, the Walmart located on Discovery Way is a
unique destination, and access to a wholesale grocery
store is difficult for some residents of the Sea to Sky
corridor. Considering the detour to serve this area is
not major, it could still be included. 

Interregional Transit Stop Reflection

5.3.1: Align Regional and
Interregional Stops with Local
Service and Mobility Hubs

South Squamish Parks

Stawamus / Squamish Nation

Downtown Squamish

Squamish Industrial Park
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Similar to the Downtown Squamish, this bus stop
should be located at the future Garibaldi Village
transit exchange. This report calls for a new mobility
hub to be located at the north end of Garibaldi Village
shopping center, on the corner of Garibaldi Way and
Tantalus Road. Constructing this exchange and
having the interregional line stop there would provide
excellent access to shops and connectivity to local
transit lines. 

The new bus stop is recommended to be at the corner
of Highway 99 and Depot Road, as suggested by BC
Transit’s report. It is important to note that for users,
this is likely the most inconvenient stop among those
in Squamish. However, there is no other option that
does not involve a significant detour across the
railway tracks. As well, finding a turnaround point
would present a challenge potentially resulting in
further delay in Brackendale. For residents that live
too far to walk to this stop, frequent passage of the 1
bus line will allow them to connect to the interregional
at Garibaldi Village. 

Garibaldi Village

Brackendale Interregional
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Improved amenities, both aboard buses and at stops,
would enhance the rider experience and make
interregional transit more attractive to customers
switching away from private automobile travel. This
section proposes a variety of options which are not
currently used in BC Transit interregional bus service,
but which could be piloted in the Sea to Sky region.

It is BC Transit’s policy to operate a standardized fleet
of buses on transit systems across the province,
including on many of the interregional routes around
the province. This allows BC Transit to reallocate
vehicles to meet different demands of transit systems
in communities across the Province. However, some
passengers may find conventional buses
uncomfortable for longer transit trips and it is
therefore important to consider alternative vehicles to

serve a long-haul route between Metro Vancouver,
Squamish and other Sea to Sky communities. On most
interregional routes in the Province, it is common for
BC Transit to deploy standard 40ft buses with regular  
seating and two doors for boarding and alighting.
Some interregional routes have standard 40ft buses
with only one door and include more seating with
overhead luggage racks for item storage designed for
longer trips, including the Cowichan Commuter that
operates between Victoria and Duncan (BC Transit,
2023). This same vehicle is used on TransLink’s longer
suburban routes in Metro Vancouver (Tung, 2019).
Classified as a “Suburban” bus, this vehicle should be
a minimum consideration for a Sea To Sky
interregional service to provide comfort to passengers
through additional seating. 

A new interregional service that connects
geographically distant communities along the Sea To
Sky corridor could present the case for BC Transit to
pilot a new type of transit vehicle more suited to long
commutes. Alternative buses could also provide
attractive onboard amenities for passengers but also
need to consider accessibility for people with
disabilities in Sea To Sky communities. Nonetheless,
the team has provided a few alternative buses and
onboard amenities to serve as an additional
consideration in providing an attractive interregional
transit service along the Sea To Sky corridor.

5.4: Desirable Amenities

Table 12. Summary of Features of Proposed Alternative Buses for
Interregional Service 

Figure 37: A BC Transit Nova Bus LFS Suburban
model with front door only.

5.4.1: Provide Comfortable
Vehicles with Onboard
Amenities
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Setra LE Business Buses

 Setra is a bus manufacturer that is wholly owned by
Daimler and mainly sells transit vehicles to European
cities, but has recently started providing motor
coaches to commercial operators in the United States.
Setra manufactures a line of “Intercity” buses
including the S 415 LE and S 416 LE that have ample
seating, overhead luggage racks, heating and air
conditioning to provide comfort to passengers on
long-haul routes. The buses also have low floor entry
with the ability to kneel and space and ramps for
passengers using wheelchairs ensuring accessibility for
all customers (Setra, 2023).

Alexander Dennis Enviro200

Alexander Dennis is a bus manufacturer that
primarily caters to European markets but has been
selling the double-deck Enviro500 in North America
over the past decade (BC Transit, 2023). Conversely,
the Enviro200 is a single-deck alternative that may be
an attractive model to pilot on the Sea To Sky
interregional service. While these buses do not have
overhead luggage racks, they can be outfitted with
comfortable leather seats and have similar accessibility
features (Alexander Dennis, 2021).

Figure 38: Setra S 415 LE (Setra, 2023) 

Figure 39: Interior of a Setra S 415 LE (Setra, 2023) 

Figure 40: Alexander Dennis Enviro200 (Alexander
Dennis, 2021)

Figure 41: Interior of an Alexander Dennis Enviro200
(Alexander Dennis, 2021)
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Additional amenities onboard intercity and long-haul
buses can increase the comfort of passengers and
contribute to higher levels of ridership (Schwieterman,
Fischer & Smith, 2008). The team has provided
discussion on wireless internet connections and
charging ports for mobile devices as additional
considerations that could be installed on Sea To Sky
interregional transit vehicles to make the service
attractive.

Wireless Internet

Wireless internet is a common feature on interregional
and regional transit vehicles in transit systems across
Canada. TransLink’s new double-decker buses that
operate on longer regional routes in Metro Vancouver
have Shaw wifi (TransLink, 2021), while On-It’s
Cochrane Commuter service has wireless internet
connections on their coach buses (Tang et al. 2023).
Providing wireless internet on a long distance
interregional service between Metro Vancouver,
Squamish and other Sea To Sky communities would
allow passengers to access entertainment and
communicate with others while on the move.

Charging Ports for Mobile Devices

BC Transit’s new fleet in the Victoria Regional Transit
System, expected to arrive in the final quarter of 2022,
will come with USB ports to allow passengers to
recharge their devices while riding the bus (Bell, 2023).
A similar amenity on the Sea To Sky interregional
service would allow passengers to charge their
electronic devices on a long haul route and could be
especially important for those connecting with a pick
up at the end of their journey.

As transportation services and infrastructure evolve
rapidly, interregional mobility hubs offer an
opportunity to integrate different sustainable
transportation options, enhancing connectivity across
the region. Mobility hubs enhance customer
experience and the resiliency of the transportation
system through integrating public and private transit
services (Bay Area Regional Collaborative, 2021). The
team recommends that smaller mobility hubs be
created at interregional transit stops in addition to
larger ones proposed at Downtown Squamish and
Garibaldi Village to enhance passenger comfort and
convenience, and enable fully sustainable mobility
throughout the Sea To Sky Region and beyond.

Additional Onboard Amenities 5.4.2: Create Mobility Hubs at
Interregional Stops

Figure 42: Potential Multimodal Mobility Hub (Kitsap
Transit, 2022) 
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A number of opportunities for improving the local
and interregional transit networks in Squamish have
been identified to enable the community to move
beyond the car. These opportunities were derived
through engagement with different stakeholders in
Squamish, including the District of Squamish,
Squamish-Lillooet Regional District, BC Transit,
OurSquamish, Squamish First Nation, and the
Squamish Chamber of Commerce. By listening to
these stakeholders, this project was able to prioritize
higher-urgency projects that address the needs of the
community. Additionally, four small community
leaders in North America were consulted to identify
lessons for Squamish, including suggestions for the
design of the transit network, policy recommendations
and funding models.

The five guiding principles established through this
project, which include connectivity, sustainability,
equity, health, and reconciliation, have been used to
evaluate proposed changes to transportation policies
and service design. By focusing on these principles, the
team envisions the future of the transportation system
in Squamish to be more accessible, convenient,
efficient, and equitable. The recommendations
proposed in this report aim to improve the
connectivity between local and regional transit
services and networks, disincentivize the use of private
vehicles while encouraging local residents to consider
more sustainable modes of transportation.
Additionally, the recommendations will help the
District of Squamish implement the policies outlined
in Squamish 2040: Official Community Plan, the
Community Climate Action Plan and 2031
Multimodal Transportation Plan among other key
strategies with a collective goal of a low-carbon future.
The future of the transit system in Squamish is
optimistic with tangible improvements that can pave
the way to a more sustainable community.

Reflection

Reconfigure the Transit Network to a “Trunk and
Feeder” System:
The "Trunk and Feeder" concept would see routes
realigned and frequencies modified to enable more
frequent service on routes serving areas with the
greatest population, employment, and in accordance
with the OCP growth strategy.

Create Mobility Hubs in Downtown Squamish and
Garibaldi Village:
Mobility hubs integrate different sustainable
transportation modes including public transit, car-
sharing, cycling and walking integrate in a given
location. Creating hubs in Downtown Squamish and
Garibaldi Village will enable connectivity across the
community by sustainable modes.

Connect Indigenous Communities to the Local Transit
System:
Addressing inadequate transportation and access to
goods and services for Indigenous communities,
redesigning the local transit network to a Trunk &
Feeder System will allow the introduction of service to
an additional Squamish Nation Reserve.

 
Create Active Transportation Connections Between
Dentville, Industrial Park, North Yards, and Brennan
Park Community Centre:
Considering gaps in the transit network, access to
these key destinations could be facilitated with active
transportation connections designed for all ages and
abilities (AAA) with end-of-trip facilities.

Network Recommendations
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Integrate Fares with Interregional Service Providers:
Fare integration between shared transportation
services is essential to getting drivers out of their
vehicles and on to transit; it presents a tool for
growing ridership and removing barriers and
complications in using transit. 

Explore Locally Funded Service Opportunities:
Unconventional transit structures, including on-
demand transit, may present an opportunity to work
outside the BC Transit system in areas which do not
support conventional transit operations.

Create a Local Travel Survey:
Local travel surveys can fill gaps in the understanding
of ridership patterns and work hand-in-hand with 'big
data' solutions. 

 
 
 
 
 

Existing funding instruments - property tax and fare
revenues - may struggle to accommodate increased
operating costs associated with planned service
increases and expansions in the community. The
District of Squamish could position themselves
alongside other municipalities to advocate for
enabling legislation or permissions to pursue new
revenue sources to improve local transit services.

 
Alternative funding sources analyzed in this report
that Squamish could pursue include:

1. Dedicated Funding in Property Tax
2. Municipal Parking Fees
3. Off-Street Parking Levies
4. Motor Fuel Tax
5. Vehicle Levies  

Consider Regional Government Control of an
Interregional Route
An interregional route under the control of the
Squamish-Lillooet Regional District and operated
through BC Transit offers the quickest possible path
to achieving interregional transit.

 
Align Regional and Interregional Stops with Local
Service and Mobility Hubs
Interregional transit should be easily accessible for
riders. Local changes should be made in line with
regional changes while mobility hubs should provide
easy access to transit for a people arriving through a
variety of modes. 

 
Provide Comfortable Transit Vehicles with Amenities to
Encourage Use of Interregional Service
Alternative bus models, outfitted with features that
enhance personal comfort, are important features to
encourage automobile users to take longer-range
transit 

Create Mobility Hubs at Interregional Transit Stops
The interregional service, as proposed by this project,
would make stops at the Downtown Squamish and
Garibaldi Village mobility hubs. However, to enable 
 fully sustainable commutes along the Sea To Sky
corridor and beyond, mobility hubs with similar
features but at a smaller scale should be provided.

3: Policy Recommendations 5: Developing Interregional Service in
the Sea to Sky Corridor 

4: Innovative and Alternative
Funding Tools

Figure 43: Route 2 Highlands in Squamish
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Appendix A - Proposed Routing of Reconfigured
Local Transit Network

Figure 44: Map of Proposed Routing for Reconfigured Local Transit Network
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 A literature review of both professional and academic
sources was conducted to research best practices in
transit planning. Specifically, an examination of
factors that enable transit to be an attractive
alternative to automobiles was conducted with an
additional scan of resources that discussed challenges
to and opportunities for sustainable transit
operations. A supplementary review of resources that
discuss how transit service can assist indigenous
peoples was also conducted to identify guidance that
could be useful in working toward reconciliation with
Sḵwx̱wú7mesh Úxwumixw (Squamish Nation).

General Guidelines

 TransLink’s transit service guidelines are founded on
three principles of providing service that is
accountable, balanced and collaborative. The
guidelines stress the importance of creating demand-
oriented service that aligns with regional growth areas
to meet demand and grow ridership. In addition, they
outline that transit networks should be designed so
that it is useful, emphasizing reliable travel times,
convenient connection points, and appropriate times
and frequencies to ensure that service is a convenient
and comfortable choice for residents. Finally,
TransLink stresses that transit service should be
productive and efficient while balancing regional goals
to ensure equity, efficiency and effectiveness, with
emphasis on how these can create a fiscally sustainable
transit system or reduce cost overruns (TransLink,
2018).

 BC Transit has service design standards that usually
define features including service span (the time when
transit operates), frequency of routes or groups of
routes, walking distance to bus stops, level of
accessibility, and how new routes are planned for
additional service areas. These service design
standards guide local governments and BC Transit
staff for managing stakeholder expectations for levels
of transit service to be provided and inform decisions
regarding transit network and route design (BC
Transit, 2020). Their network design principles are
summarized here:

Service should be focused on major activity
centres and residential areas in urban areas
Routes should be direct and as frequent as
possible to compete with automobile travel
Routes should connect residents to local
neighbourhood centres and transit trips between
neighbourhood centres should be able to be
completed with no more than one transfer
Transit service should be connected to other
modes and services including local pedestrian and
cycling networks, interregional service, passenger
rail and custom transit services
Bus routes should operate on arterial and
collector roads with limited interference with local
road networks
Future roads and arterials should be designed to
accommodate bus infrastructure
Transit routes should also be within the following
distances from specific trip generators:

400m from 90% of urban residences
250m from all future medium and high-
density residential developments, and
150m from all designated senior’s residences
and major institutional facilities

Appendix B - Literature Review 

Creating Attractive Transit Service
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Make service simple;
Operate routes along a direct path;
Minimize route deviations;
Operate major transit routes along arterials;
Make routes symmetrical;
Serve well-defined markets;
Coordinate services effectively;
Provide consistent service;
Space individual bus stops appropriately; and
Maximize ridership through the design of the
route (TransLink, 2018).

Similarly, TransLink’s service design principles are
intended to “improve services for nearly all riders”
(TransLink, 2018, p. 34). Service design is intended to
improve the needs of residents who cannot drive, or
provide a compelling option for those who can and
encourage mode shift from cars to transit. According
to TransLink’s guidelines, transit routes and networks
should be designed to achieve the following principles:

BC Transit also stresses the importance of creating
attractive transit stop amenities to enable a better
transit user experience. Bus stops are not just where
customers and transit vehicles meet, but form the most
visible indicators of transit service in a community. A
range of amenities may be considered for
implementation at bus stops including passenger and
wheelchair landing pads, bus stop signs, shelters,
seating, bike storage, lighting, real-time schedule
information, security cameras and newspaper or
vending boxes (BC Transit, 2018). Shi et al. (2021)
found that adding or upgrading stop amenities in
King County, Washington increased transit boardings
and that bike hoops, real-time information systems
and shelters were the most impactful to increasing
boardings at individual transit stops.

 Transit Planning in Small or Rural Communities
 With respect to rural transit investment, there are two
captive markets: the physically and cognitively
disabled that require specialized transit, also known as
paratransit, while the other captive market consists of
residents that can drive, but do not have access to a
car as either a driver or a passenger. The non-captive
market is the choice transit user where conventional
transit exists and as such, they have the option to
drive or take a bus if the bus takes them where and
when they want to go (Beck & Mis, 2010).

Burkhardt (2005) contends that rural transit system
schedules need to be coordinated with each other in
order to become an attractive alternative to the car.
People with special transportation needs benefit from
greater amounts of transportation and higher quality
services when providers coordinate services. Likewise,
coordinated rural services for residents in small
communities make public transit more visible
(Burkhardt, 2005).

With respect to stop amenities, transit systems in small
communities typically provide little or no passenger
facilities. However, quality pedestrian access routes to
transit stops are very important both in terms of basic
provision (e.g. sidewalks and pathways) and
maintenance (e.g. snow and ice removal). Passenger
shelters at transit stops are desirable, especially in
more exposed areas and along less frequent routes, but
require funds that may have higher priority uses
(Transport Canada, 2009). 

Appendix B - Literature Review (Cont.) 

Figure 45: Creative and Informal Bus Stop Amenity 
in Squamish
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 The literature on the intertwined relationship between
land use and transportation is replete but with
contradictory perspectives. However, most scholars
concede that the nature of this relationship is
important and has a great impact on the livability of a
community (Polzin, 1999). Land use characteristics
create different levels of demand for transit service,
and no single land use characteristic or combination
of characteristics provides an indicator of how a
transit service will perform in each setting. Transit
supportive land use and demand can be described
through “6 Ds” (TransLink, 2012):

Destinations – The number and types of major
destinations along a corridor, which  could include
major bus exchanges, schools and town centres.
Accessibility to regional activities has a strong impact
on household travel patterns (Ewing, 1995), and the
density and regional location of a person’s workplace
significantly influences ridership (Barnes, 2005).

Distance – Refers to walkability and can be measured
through things like the number of intersections per
hectare within walking distance of a transit corridor.
Greater levels of intersection density (i.e., more
intersections) result in lower levels of overall travel by
cars and influence higher sustainable mode shares
(TransLink, 2012). 

Design – Measures how “human” the public realm is,
such as sidewalks on the street, building orientation,
and location of parking spaces. Improving the
pedestrian network, creating high-quality gathering
spaces, and strengthening street activity significantly
improve the public realm and increase pedestrian
volumes (City of Melbourne, 2004).

 

 

Density – Can be measured in terms of number of
residents and jobs per hectare within walking distance
of a transit corridor. Transit ridership demand
increases when going from very low to moderate
densities (TransLink, 2012).

Diversity – Refers to the mix of land uses along transit
corridors which may include residential, commercial,
industrial or retail. Some strategies to increase transit
ridership through diverse land use planning could
include increasing a community’s retail floor area
ratio and employment space in mixed communities
(TransLink, 2012; Ewing & Cervero, 2010; Frank et
al., 2008).

Demand Management – Types of transportation
demand management initiatives along a transit route
including paid parking or parking availability
(TransLink, 2012). Hard measures may include transit
improvements, curbside management and reducing
parking spaces, while soft measures may consider
individual travel planning (TransLink, 2012). An
individual travel planning exercise was conducted in
one local neighbourhood by the City of North
Vancouver and resulted in a 10% increase in active
transportation and transit trips among residents (City
of North Vancouver, 2018).
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Creating Transit Oriented Communities

Figure 46: Low Density Single Family Home
Neighbourhood in Squamish
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With respect to density, the Oregon Department of Transportation provides guidance for minimum densities to
support different levels of transit service:

In small and rural communities, economic viability is a critical test for any public transit service. A minimum density
of demand (hourly passengers per bus) is required for transit to be cost-effective—but sprawling, unfocused land uses
with highly dispersed origins and destinations make this difficult. Only when clusters of trips share a common start or
end point (and preferably both) is transit likely to be truly viable. From a land use perspective, transit needs
concentrations of residential land uses, workplaces, schools, medical and retail destinations (Transport Canada,
2009).
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Table 13: Minimum Densities for Transit Service (ODoT, 2018)
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taxes and parking fees, and real estate based revenue
sources such as benefit area taxes and dedicated
transit funding in property taxes. Similarly, Litman
(2022) lists a series of generic funding mechanisms that
can be used to fund transit service but strongly
encourages communities to use parking levies on non-
residential parking spaces, vehicle levies and employee
levies. These tools in particular could generate
considerable revenue, distribute costs broadly, and
have a logical connection to transit improvements
(Litman, 2022). Additional options provided by
DeGood (2012) include sales taxes, development
contributions and land sales.

However, Ljungberg (2016) cautions against using fuel
taxes as personal automobiles are likely to become
fuelled in other means, and not with today’s easily
taxable fuels including gasoline. Instead, the study
suggests road pricing as an alternative source of
funding for transit that can also induce mode shift.
Each vehicle should be required to pay the cost it
causes on the transport system, and in a future with
new user and fuel technologies, it could be possible
from both a practical and economical perspective
(Ljungberg, 2016). Yet, Litman (2022) contends that
congestion pricing tends to be costly and politically
difficult to implement and revenues may be modest in
a Canadian context since tolls are only collected on a
small portion of total vehicle travel.

Funding Transit – The Basics

To fulfill the ambition of creating a future society with
sustainable cities and urban areas where focus is given
to the local environment and resident wellbeing, cost
increases for public transit could be expected to
continue (Ljungberg 2016). Infrastructure needs for
various modes of transport also increase dramatically
with city size. In communities still developing their
public transit systems, large capital investments are
typically still needed to expand the network while
maintenance and operation costs are somewhat lower.
As networks grow, capital investments generally go
down, while costs for operation and maintenance
increase with the size of the network (Ardila-Gomez et
al., 2016). 

Cost recovery for a transit system is an agency’s
ability to use revenue to cover the costs for providing
a service. Other than fare revenue, transit agencies
fund their operations using local, provincial and
federal government money (Harmony & Northeast
Corridor Commission, 2018). These existing financing
mechanisms are limited in their capacity to generate
revenue because they are based on traditional sources
of property tax, user fees and transit fares. This is
insufficient because of the huge and sunk costs of
capital investments and the high expenses for
operation and maintenance (Ardila-Gomez et al.,
2016). As such, cities may easily find themselves in an
underfunding trap where they lack sustainable revenue
to implement transportation improvements or
maintain operations to provide long-term savings and
benefits (Litman, 2022).

Alternative Funding Sources

Alternative sources of revenue for transit service are
becoming more extensively studied. Cooper (2022)
provided the City of Edmonton with a report that
outlines a series of alternative revenue sources to fund
public transit service. The report includes
transportation based revenue sources including fuel 

Appendix B - Literature Review (Cont.)
Funding Transit Service

Figure 47: BC Transit Farebox 
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Transit Funding & Equity

In order to achieve a transit funding scheme that is
equitable, transit service providers need to consider
who in the community needs service, understand
travel patterns, analyze how a scheme affects system
accessibility and financial sustainability, and
determine how to avoid fraud and other unintended
consequences (Harmony & Northeast Corridor
Commission, 2018). 
Lowe & Hall (2019) highlight that when working to
identify an equitable funding scheme, transit services
need to consider the differences between outcome,
opportunity and market equity. Outcome equity is
when spending is such that it results in equal service
levels regardless of revenue contribution patterns.
Opportunity equity is where all spending is equal, but
transit service levels may not be spatially even. Market
equity is often employed at broader regional scales,
and is when benefits received (transit service hours)
are proportional to their revenue contributions (Lowe
& Hall, 2019).

Additional considerations to make when funding and
providing transit service are horizontal, vertical and
geographic equity. Horizontal equity refers to whether
members of a group are treated the same by the
financing mechanism and is often equated with the
market equity idea of a beneficiary to pay. Vertical
equity considers equity across different groups, and is
often operationalized through the ability-to-pay
principle. Geographic equity is based off of the idea of
a fair funding allocation by a designated spatial unit
(Lowe & Hall, 2019).

 

 

Literature studying the impact of access to public
transit in Indigenous communities is limited.
Transportation is considered a social determinant of
health and well-being (Raerino et al., 2013). “Good
transportation” is defined differently between colonial
settlers and Indigenous populations. Transportation
for indigenous populations needs to be examined
through safety and access as a system that pays
attention to women’s use of transit services and does
not replicate settler-colonial violence (Perry et al.
2021). In order to achieve a just urban transportation
system, all urban inhabitants including low-income,
indigenous residents, must be served. Areas with low-
income and low service, which may include
Indigenous reserves, can end up in a poverty cycle and
inhibit social mobility among residents (Adli et al.,
2019).

Perry et al. (2021) explored the effects of declining
transit options on rural, northern and Indigenous
communities and found limited transit created an
over-dependence on cars, which limited their
participation in the economy, cultural activities and
poor health outcomes. Hoover et al. (2012) found
increased environmental contamination from
transportation emissions impacts indigenous cultural
knowledge reproduction as oral traditions are not
passed down, resulting in a loss of language and
culture through abandoned activities. They also found
increased rates of cancer related to localized
transportation emissions (Hoover et al., 2012).
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Reconciliation
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Public transit service presents opportunities to address
the spatial effects of colonization. Indigenous reserves
are often isolated from communities rendering them
car dependent with higher living costs (Raibmon,
2005). Automobile dependence also affects indigenous
relationships with the physical and natural
environment (Raerino et al., 2013). In a study of
inclusion of indigenous elders in age-friendly cities,
indigenous seniors reported difficulty in arranging
transportation, specifically custom or accessible
transit options, and less access to automobiles. An
action plan was created by the City and included the
reduction of HandyDART wait times as a key
initiative focused on aging in place (Nelson &
Rosenborg, 2021). 

The Canadian Institute of Planners (2019) has a policy
on planning practice and reconciliation. The policy
emphasizes that planning methods need to be
community-driven, inclusive and representative of all
ages and genders. Plans must be generated using
methods that empower community members to share
concerns and identify solutions using their individual
and community strengths, reflect emotional
experiences embodied in storage and traditional
knowledge, and prioritize land stewardship. Planners
working with indigenous communities should
understand the jurisdictional and legal context of
planning practices as it relates to treaties and rights of
indigenous people, respect their diversity and self-
determination, and demonstrate respect for
Indigenous values, cultural practices and decision-
making. In addition, planners need to understand the
legacies of colonialism on individual nations, and
practice with cultural safety and humility through
active listening, learning and understanding to
confront and eliminate biases (Canadian Institute of
Planners, 2019).
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In summary, there is a need to promote Indigenous representation and empowerment in crafting transportation
strategies. In addition, transit planning needs to consider the effect transportation systems have on indigenous
family wellbeing and health, and prioritize fair access for indigenous youth to education and employment
opportunities.
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Values and guiding principles that steer their work
The current state of transit in Squamish
Shortfalls and weaknesses of transit in Squamish,
both in terms of general service and specific areas
Future projects and initiatives planned
The possibility of introducing on-demand and
interregional transit, and the relative importance
to the group of the two proposals

In order to understand the perceptions and priorities
of different stakeholders when it comes to transit in
Squamish, engagement meetings were conducted with
various concerned groups. Introduced by the project
partners, the group had the chance to meet virtually
with six of the eight community stakeholders
identified within the Proposal. Regrettably, we were
unable to meet with the other two stakeholders due to
communication difficulties. 
Specific meeting questions and topics were sent to
stakeholders before each meeting. Though the
questions vary from meeting to meeting, the general
view taken was to explore the group’s views on:

 

District of Squamish Planning Department

In a meeting with a representative from the Planning
Department, it became clear that there is a strong
desire to create transit corridors within Squamish,
where the land use and development pattern supports
transit as a core principle. Bringing in transit planning
at the beginning of development planning could
achieve this, in addition to safer and more convenient
pedestrian travel to and from bus stops. This way, the
zoning and land use will serve and support the bus
lines themselves, rather than the current situation,
where the buses attempt to serve as many destinations
as possible and are deviated from major corridors to
serve a minor street according to demand.
 
From a geographical perspective, infill housing
development is expected in and around existing
neighborhoods, with some empty parcels still existing
downtown. The planning department also showed a
strong interest in reducing car use in new
developments by limiting parking, as well as
supporting mixed-use zoning that would create
commercial nodes along the bus lines. In reducing
parking minimums, the Planning Department intends
for future residents to be able to access Metro
Vancouver without the use of a personal vehicle,
accounting for long-discussed interregional transit to
become a reality in the near future.

Appendix C - Stakeholder Engagement

Engagement Highlights

Table 14: Engagement Details

Figure 48: Bench created by OurSquamish at a local
transit stop. (OurSquamish, 2022)
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 Squamish Nation

As part of an initial discussion with Squamish Nation
representatives, a meeting was held with two non-
community member employees working on a Climate
Action Strategy - Julia Stafford and Renata Rovelo.
Though more engagement with Squamish Nation
community members is currently expected to be
pursued before the final report, several key insights
were obtained through this meeting. It is found that
the existing transit system does not accommodate the
transportation needs of some of the Squamish Nation
members. From a logistics perspective, weaknesses in
accessing grocery stores, travelling between reserves,
reaching cultural events, and connecting with the land
were highlighted. Both of the interviewees also
expressed the concern about racial discrimination on
public transportation that faced by Indigenous
peoples and communities. Multiple avenues were
raised for improving the transit network, including
several that were heard from other stakeholders, such
as better access to trailheads.

There is an existing desire by the District of Squamish
to include Squamish Nation and reconciliation within
transit decisions. Considering indigenous ways of
knowing and core values in planning, as well as
consulting and including Squamish Nation members
in discussions and decision-making process, are
essential to sustainable relationship building and
collaboration in the future.

 Interestingly, Squamish Nation has plans to create its
own shuttle system, providing rides to cultural events,
or to transport elders to their medical and social
appointments. Generally, it was heard that transit in
its current state is unattractive and seen as a secondary
option, due to reduced comfort, dignity, and
convenience.

 BC Transit

As a core planning partner and near-equal financial
contributor to Squamish transit, meetings with
representatives of BC Transit unearthed specific
issues, both technical and financial, that had not yet
been discussed. The runtime and routing of bus lines
was discussed, as was the recent Squamish TFAP,
which was developed collaboratively between the
District and BC Transit. There is strong optimism that
the transit network can be expanded in the next few
years. Building a second transit hub north of
downtown, a key step of the TFAP, is also expected to
improve runtimes and general efficiency.
 
From a funding perspective, drafting and approving a
TFAP is a key step to securing the necessary financial
backing to expand the network. However, the
convoluted process by which BC Transit’s funding
commitments are approved by the provincial
government poses a challenge for Squamish, as it
requires budgeting for transit expansion well before
knowing whether the provincial portion will be
approved.
 
BC Transit is in the process of conducting a pilot
project covering on-demand transit in Kelowna, after
which a standard formula for roll-out to other
communities will be developed and possibly launched.
Though this process works slowly, it aims to obtain
economy of scale benefits from operating a uniform
system across the province. That said, on-demand
transit is not a certainty to be approved, and is at best
a few years away. As well, BC Transit representatives
caution that while there is excitement for on-demand
transit, it is not a catch-all solution, and is generally
lower performing than conventional transit. However,
some of the more rural areas of Squamish that aren’t
suited for normal bus lines may be targets for on-
demand transit.
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OurSquamish

The main values that arose during our meeting with
the non-profit OurSquamish was a desire for better
equity and accessibility in public space, as well as
connectivity with both regional destinations and
improved access to recreational locations such as
trailheads.
 
As part of their existing work in placemaking, such as
the locally made transit stop benches, OurSquamish
partners echoed the lack of urban public spaces and
infrastructure that supports efficient, affordable and
convenient transportation options within Squamish.
For mobility, they highlighted the lack of sidewalks
and bike lanes in some parts of the city as barriers for
equity, excluding people who cannot or choose not to
drive.
 
OurSquamish members showed a strong interest in
interregional transit to and from Metro Vancouver, as
well as general regional connections to Whistler and
other recreational destinations. Though the Squamish
Connector shuttle is in place, the limited scheduling
options prevent it from being a dependable option for
those who occasionally need to commute into
Vancouver.

Squamish Chamber of Commerce

In speaking with Nicole Etherington and Abby
Majendie of the Squamish Chamber of Commerce, it
is found that trying to find consensus on
transportation issues among different types of
businesses can be challenging, as they have different
needs are affected by transportation policies in various
ways. That said, there is clear support from the
Chamber and its members for policies that support
transit and active transportation. 

From the perspective of attracting labor and to fill
employee vacancies, an improved and expanded
transportation network offering non-automobile
options is attractive to the business community. The
possibility of an employee transit pass is also an
appealing one, something the district of Squamish is
intending to examine once electronic fare purchasing
is rolled out by BC Transit.

The three top priorities for Squamish businesses were
highlighted to be labor difficulties, childcare, and
affordable housing, with transportation being a
distant fourth. In effect, the often prohibitive cost of
moving to and living in the area is a huge barrier to
businesses seeking to expand, as cost is a massive
barrier to hiring people not already living in
Squamish.

Squamish-Lillooet Regional District

It became clear during our meeting with the
Squamish-Lillooet Regional District (SLRD) that the
organization sees itself taking the role of convening
and collaborating with its municipalities. Currently,
the main priorities of the SLRD lie in land use
planning and managing regional growth through the
Regional Growth Strategy. 

Though Craig Dalton and the SLRD fully support
transportation improvements, there is little budget
space and staff time to advance this issue. The SLRD
does have some funding set aside to support transit,
but it would be limited to small grants for transit
planning. There is a strong desire to support a future
interregional transit project, should the municipalities
be willing to bring the issue forward. If the
municipalities decide to go down this route, the SLRD
is willing to take the lead on organizing and
negotiating regional transit with the province.
Otherwise, it will continue in its current role of
bringing municipalities together to find solutions for
common issues. 
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 Project Phase 1 examined 20 different case studies in Canada, the United States, and Europe. These transit systems
were selected based off their ridership, network service models, and funding mechanisms. 

 

Appendix D - Case Studies from Interim Report

 

Key takeaways from these case studies include:

   The strengths of “hub and spoke” network models
to link interregional transit, high-frequency transit
corridors, and low-frequency rural bus services.
Examples of this include Bremerton and Kitsap,
Washington; Tillamook County, Oregon; and
Canmore Alberta.

    The use of on-demand transit to provide accessible
rural transit. This is applicable where public transit
cannot reasonably service stops within walkable
distances of all residents without significant
compromises to transit frequency and route efficiency.
Transit systems in Powell River, BC; Rimouski,
Quebec, Rockville, Maryland; and Tillamook County,
Oregon have all implemented on-demand options to
cover areas without transit supportive densities.

 The ability of on-demand systems to create
affordable, regional service options in rural areas.
This was seen in Blackfalds, Alberta; Cochrane,
Alberta; and Riviere-du-Loup, Quebec.

 Providing public transit service to dispersed
destinations including parks, recreational facilities,
culturally significant sites, and dispersed employment
destinations. Recognizing the importance of
reconciliation, these can also include Indigenous
reserves. Systems which service these destinations can
be seen in Whistler, BC; and Powell River, BC.

    The use of highly subsidized or free fares to enhance
transit equity while increasing revenue collection from
other mechanisms – these include property taxes,
payroll taxes, parking taxes, fuel taxes, and other
alternative mechanisms. These approaches were
common across multiple case studies.

1.

2.

3.

4.

5.

Figure 49: Geographic Distribution of 20 Local and
International Case Studies

Figure 50: Percentage of Commuters
Using Different Modes of Transportation

in the Selected Locations
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Clemson, South Carolina is a university town with a
population of about ~18,000 and commuter transit
ridership of about 6.9% (United States Census
Bureau, 2022). The system currently includes four
routes which connect the city’s residential areas,
downtown, and university campus (City of Clemson,
2014). Recognizing community concerns about traffic
congestion in and around the university, and the many
low- and moderate-income students dispersed
throughout the town – the system currently follows a
zero-fare model. Funding for this system is therefore
provided by state and federal grants and through
Clemson University fees.
 
Great Falls, Montana operates seven fixed route, local
bus services for a city of ~60,000. All routes radiate
from a main transfer point in the city’s downtown and
the routes generally follow 30-minute headways.
Notably, this system uses generally cheap fares to
incentivize ridership – with regular single ride fares
coming in at $1, or $0.75 for students and $0.50 for
seniors (Great Falls Transit District, 2022).
 
Richmond, Kentucky is a community of ~36,000
(United States Census Bureau, 2022) located about
30-miles south of the city of Lexington, KY. Currently
the city operates a deviated-route transportation
service with 28-stops arranged in a 12-mile, 90-minute
loop (City of Richmond, 2021). Requests for route
deviations must be made 24-hours in advance. Current
bus fares are low, $1 for adult fares and $0.50 for
students. System funding is provided by the federal
US Department of Transportation Grants and the
state of Kentucky.

Vail, Colorado is a ski resort town of about ~5,600
with a pedestrianised core and extensive transit
system. Notably, Vail operates 9 fixed routes with as
often as 10-minute frequencies during ski season
(Town of Vail, 2022). These transit routes are
generally direct as the town has developed along a
narrow valley with medium density mixed-uses in the
main village. This bus system operates on a zero-fare
model and is largely funded by parking revenues and
lift ticket taxes (Dupuis B. , 2022).
 
Whistler, British Columbia currently operates 9 year-
round routes, 2 seasonal routes, and 1 interregional
route serving a population of around 14,000 (BC
Transit, 2022). Combined with the pedestrianised
nature of Whistler Village, this results in a high modal
share for transit, walking, and biking – nearly 40%
(Resort Municipality of Whistler, 2018). Bus routes
are centred around a main bus exchange in Whistler
Village with most routes aligned along straight
corridors. Funding for this extensive system is
provided by parking charges.

Blackfalds, Alberta operates a local and regional on-
demand bus service which services the ~10,500
residents of Blackfalds and connects them to regional
stops within the City of Red Deer (Town of
Blackfalds, 2022). The primary goal of this system is
providing equitable mobility for all households despite
the town having been built as suburban, highway-
oriented development. The net operating cost of the
service is low, around $210,000 annually and is funded
wholly through property taxes (Town of Blackfalds,
2020).
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On-Demand Systems
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Cochrane, Alberta is a rapidly growing town west of
Calgary. Recognizing its budget limitations, the town
has successfully implemented a popular on-demand
service which addresses the mobility needs of seniors,
youth, and people living with disabilities (Federation
of Canadian Municipalities, 2020). This on-demand
system has allowed the city to provide over 150 transit
stops and overcome the difficulties of providing
service in an area with low-densities and suburban cul-
de-sac and looped street patterns (Cochrane On-
Demand Local Transit, 2022). Recognizing the city’s
continued growth – the city believes it can rapidly
increase service levels as needed by contracting
additional transit vehicles (Federation of Canadian
Municipalities, 2020).
 
Rivière-du-Loup, Quebec has operated an on-demand
service for its ~20,000 residents since 2001. This
service is available six-days per week and covers the
entirety of the town as well as rural destinations on its
edges (Transport Vas-y, n.d.). On-demand trips are
booked through phone reservations and must be
booked hours in advance (Transport Vas-y, n.d.).
Funding for the system is provided through a cost
share between the province and town where the town
pays about 20% (Dubé, 2016).

Canmore, Alberta and its ROAM Transit system
provide local bus services in Canmore and regional
bus services to the resort city of Banff. Currently,
about 1.5% of commuter journeys use ROAM Transit
(Statistics Canada, 2017), but the town is working to
increase its share – this is enabled by relatively
frequent headways (about every 30-minutes for local
buses and every 30-40 minutes for regional service)
and a zero-fare, free ridership model (ROAM Transit,
2022). Funding for this system and its future upgrades
comes from both property taxes and a paid parking
program (Town of Canmore, 2022).
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Cache Valley Transit District, in North Central Utah,
has been recognized as a “proactive leader in
community transit” since 2011 (Cache Valley Transit
District, 2022). Currently, the system accounts for
2.5% of commuter journeys in Cache Valley (United
States Census Bureau, 2022), Utah and, as part of its
efforts to encourage modal shift and promote
equitable mobility – operates on a zero-fare model
(Cache Valley Transit District, 2022). The system
includes 16 bus routes both within the main
population centre – the City of Logan – and servicing
nearby towns up to 15-miles away. Transportation
planning emphasizes connectivity to Utah State
University and areas identified as clusters of low-
income or aging people (LSC Transportation
Consultants, 2017). To facilitate this system and its
zero-fare model, funding for the Cache Valley Transit
District comes from sales tax and senior government
grants. Sales tax currently accounts for 65.8% of
revenues and is assessed as $0.00325 per dollar spent
in Cache Valley (Cache Valley Transit District, 2022).

Kings County, Nova Scotia comprises ~63,000 spread
across a large, 2,120km2 area in Western Nova Scotia
– this results in almost 200km of road distance
between the Northernmost and Southernmost stops
(County of Kings, 2012). Currently, Kings Transit
Authority seeks to maximize connectivity to all
communities in this area by running five fixed routes.
All five routes are generally aligned to the highway,
with detours made to connect to major employment
centres. Bus frequencies suffer from the large
distances, with frequencies falling during off peak-
hours to two-hour headways (Kings Transit
Authority, 2022). Notable, the availability of
additional transit vehicles is used to boost frequencies
up to half-hour headways during rush hours.
However, at this time, the main user-base of the
system is aging people over 65 who may have mobility
challenges. Funding for this system is 46% municipal
funds and 54% provincial – municipal funds currently
come from gas taxes (County of Kings, 2020). 

 

Interregional and Medium- 
to Long-Range Systems
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Mont-Tremblant, Quebec is a town located between
Montreal and the ski resorts of the Laurentides. The
town’s singular bus line provides transit services to its
~11,000 residents and connectivity between the town
and the popular Mont-Tremblant Resort located
about 12-kilometers to the North (Mont-Tremblant -
Transport en Commun, n.d.). Currently the system
operates on a zero-fare model and is funded directly
by the city without provincial assistance – this is
largely through property taxes and parking fees (Ville
de Mont-Tremblant).

Bremerton, Washington has generally high public
transit ridership, around 9.3% in a community of
~38,000 (United States Census Bureau, 2022). This is
facilitated by Kitsap County’s extensive public transit
system which includes ferry services, local and
regional fixed route buses, as well as on-demand
services in rural areas. Ferry services provide a critical
link as Kitsap County Transit connects several
communities in the Western Puget Sound (Kitsap
Transit, 2022). Additionally, this provides a key
connection to nearby Seattle. Local and regional buses
are also important aspects, with local “feeder” routes
having hourly frequencies, and trunk line routes
running as often as half-hour frequencies. This system
benefits from extensive federal funds, made available
due to Naval Base Kitsap – Bremerton, a major
employer and defence establishment in the county.
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Comprehensive Systems

Chaumont, France operates a system of six local bus
lines and an on-demand regional service connecting
the town to outlying villages. Together, this system
accommodates about 4.8% of commuter travel
(Institut national de la statistique et des études
économiques, 2022). Notably, local bus lines are
arranged in a way which provides neighbourhood to
neighbourhood connectivity (in contrast to other
town’s use of highway-side pickup locations), these
lines vary from 25- to 45-minute frequencies. The on-
demand regional service arrives with variable
frequencies often ranging from 2- to 3-hours. This can
be reduced by requesting ahead of time a route – but is
limited as the service connects over 20 separate
villages (Cmonbus, Agglomération de Chaumont). To
encourage usage and equity, fares are deeply
subsidized – to about 1€ per ride while students and
seniors benefit from zero-fare trips (Cmonbus, n.d.).
Funding therefore relies on a payroll taxation system,
paid directly by employers in the region
(Agglomération de Chaumont, 2022).

Martigny, Switzerland is a town with a population of
about 21,000 (Martigny en chiffres, 2021). These
residents are served by three forms of public
transportation including a national rail network,
regional bus network, and three local bus routes
(Voyageurs, n.d.). Local bus lines vary in frequency –
up to 15-minute frequencies along the highest priority
corridor (Ville de Martigny, n.d.) while regional
transit operates on a more sporadic frequency – about
6-times daily for regional bus services (CarPostal,
n.d.). Due to the dense development pattern of the
town itself, interregional connections are a priority
and the town of Martigny currently contributes more
to regional services (720,000 CHF to rail and 680,000
to regional bus) as it does to its local bus service
(1,400,000 CHF) (Ville de Martigny, 2022).
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Penticton, BC currently operates local, regional, and
interregional bus services through BC Transit. At a
regional scale, this transit system operates with the
objective of connecting the communities of the
Regional District of Okanagan-Similkameen in a cost-
effective, convenient, and integrated manner (BC
Transit, 2015). To achieve this goal, BC Transit
operates six regional bus routes and one interregional
bus which connects the City of Penticton to the City
of Kelowna in a neighbouring regional district.
Governance and funding of the regional service is
currently nested in the Regional District of Okanagan-
Similkameen (RDOS). The RDOS Board of Directors
makes all decisions about transit fares, routes, and
service levels as well as guiding the Transit Future
Plan (RDOS, 2015). The Transit Future Plan sets out
goals for the transit system as well as investment
strategies to achieve these goals. Like other BC
Transit Services, funding is then provided on a cost-
share between the local government and BC Transit,
with the cost being split 53% to 47% respectively (BC
Transit, 2015). In the South Okanagan-Similkameen
regional system, RDOS acts as the local government
funding source, providing funds which it in turn
requisitions from its constituent municipalities.

Powell River, BC has 3 major routes and 3 rural
routes serving a community of roughly 14,000 people.
These fixed routes cover major trip generators
throughout the community, resulting in high deviation
and limiting bus frequencies. Incorporating
reconciliation into the transportation network, Powell
River’s system extends to provide limited service to
the Tia’amin Reservation (BC Transit, n.d.). To
overcome challenges associated with a lack of mixed-
use development and a low-density urban form, the
City has piloted an on-demand bus service. This has
been positively received by Council despite its
currently limited-service area (City of Powell River,
2022). Currently, Powell River’s conventional transit
services are run through a cost-share agreement with
BC Transit. Under this agreement Powell River covers
53% of operating costs while BC Transit covers 47% -
the city portion is mainly derived from property taxes
(BC Transit, n.d.).
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Rimouski, Quebec provides conventional fixed bus
routes and on-demand transit services for its
population of roughly 50,000. The three conventional
bus routes follow loop patterns and attempt to
maximize the population served (Guilbault, 2022).
This is complicated by large tracts of single-family
residential land and extremely limited mixed-use
zoning. An on-demand service supplements fixed
route service, and there is an emphasis on using this to
connect users to conventional bus lines (Société des
Transports de Rimouski, n.d.). These services are
funded 43% by the city of Rimouski with 30% picked
up by the province and 27% by user fares (Radio-
Canada, 2021).
 
Rockville, Maryland is a small city of ~67,000 located
in the Interstate 270 Technology Corridor between
Baltimore and Washington, DC. It is notable for its
high commuter transit usage – 19% (United States
Census Bureau, 2022) which is facilitated by five
different local and regional transit services. Notably,
the WMATA Rockville Station provides a direct
commuter rail connection to Bethesda, MD and
Washington, DC beyond (City of Rockville, 2021).
This station operates as a hub for 15 of the 19 local
bus routes running within the city. But, in recognition
that large areas of the city follow suburban cul-de-sac
street patterns and the effects of this on walkability to
transit stops, there is also an on-demand service
(Montgomery County Department of Transportation,
2020). This extensive system of regional, local, and on-
demand transit services requires extensive funding,
and Rockville benefits from inclusion in two large
transportation authority’s systems with a combined
funding of ~$5 billion. Under the funding formula,
the city provides only a small percentage of funding –
calculated as a function of its population density,
average weekday ridership, and number of stations.
These are financed through property taxes and
parking fees (Montgomery County Division of Transit
Services, 2022) (Washington Metropolitan Area
Transit Authority, 2022).

 
89



Tillamook County Transportation District covers
~1,100 square miles of Western Oregon serving a
population of about 28,000 (United States Census
Bureau, 2022). This transportation system provides a
mix of four local bus routes, three regional routes, and
an on-demand dial-a-ride service to maximize
connectivity of all county residents to major trip
generators and to regional centres including Portland
(Kittelson and Associates Inc., 2016). The local bus
services are concentrated in denser populated areas
while on-demand services cover more rural, non-
highway aligned areas of the county. This system has
operational partnerships with two local Indigenous
Bands for the provision of services on band lands
(Kittelson and Associates Inc., 2016). Funding is
currently drawn from county-wide property taxes
(27%), state and federal funding (22%), and minor
funding from timber sale revenues, payroll taxes, and
contracts with Indigenous Bands (Kittelson and
Associates Inc., 2016).
 
Urbana, Illinois is a university city notable for its high
share of public transit commuters – 12.1% - in a
community of ~39,000 (United States Census Bureau,
2022). The Champaign-Urbana Mass Transit District
which covers Champaign County and the city of
Urbana provides local bus service, paratransit, rural
bus service, and an on-demand “Safe Ride” service for
late night service around the University of Illinois
(Champaign-Urbana Mass Transit District, 2022).
This range of services is provided at low-cost to riders,
with the majority of funding coming from property
taxes – currently assessed at 28¢ per $100 assessed
property value.
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Mode Shift: Can support new ridership through
reinvestment of revenue to provide enhanced
transit service but could have unintended land use
effects such as resident relocation to avoid the tax
that could lower ridership (Cooper, 2022).
Implementation: The District would need to
decide the scale to apply the tool. Requires
changes to the Community Charter to allow local
governments (i.e. Squamish) to establish
benefitting area taxes (TransLink, 2020).
Equity: Improves equity by creating a link
between benefits received and taxes paid, and the
incidence of the tax is likely to avoid most parties
with limited ability to pay (Cooper, 2022).
Alignment with District Policies & Objectives:
Support OCP Policy 20.16a by establishing an
alternative transportation funding source to
support public transit. There is no specific policy
or guidance that would necessarily support the
introduction of a benefit area tax. 
Revenue: Revenue generated from a benefit area
tax would depend on the assessed rate and
geographical area selected. However, revenue
from the tax under any structure is likely to be
moderate and stable (Cooper, 2022).

A form of property surtax that is linked between the
value of transit access and properties within the transit
service area. Conventional, wealth-based property
taxes remain with this surtax representing a small
portion of total property taxes (Cooper, 2022).
 
Evaluation Criteria:

 
Precedents: Benefit Area Taxes are applied in two
forms in Halifax, NS. At the regional scale, all
property owners are charged the “regional
transportation rate” that covers expenses for express
routes, park and rides, and harbour ferry services.
Locally, residents are charged a “local transit rate” if
they live within one kilometre of a conventional or
community transit stop (Cooper, 2022; City of
Halifax, 2022).

Appendix E - Funding Tools Not Selected for
Further Analysis 

Mode Shift: Charges may result in transit
improvements that make it a more effective and
attractive mode of travel, However, if fees are set
too high they may discourage more compact, infill
development. In turn, this could result in
increased sprawled development and induce
automobile travel (Litman, 2022).
Implementation: The District of Squamish already
collects development cost charges and community
amenity contributions. Implementation would
require changes to the District’s Development
Cost Charges (DCC) Bylaw 2911.
Equity: Developers benefit from high quality
transit service because new development increases
demand for public transit service. However,
introducing this fee may pass on the costs to
purchasers or tenants of new developments,
reducing housing affordability (Litman, 2022).
Alignment with District Policies & Objectives:
Supports OCP policy 20.2c to use DCCs and
developer contributions to finance transportation
infrastructure upgrades.
Revenue: Revenue depends on the amount of
development occurring within Squamish, so it
may range from small to moderate. However, it
could be useful in a funding equation for funding
new infrastructure to support interregional
commuter service to Metro Vancouver and
Whistler.

A dedicated fee on new developments for costs related
to public transit infrastructure investments such as
new bus stop amenities or vehicles. Under existing
provincial legislation, development cost charges may
not be used to fund day-to-day operations of
municipal services (e.g. not the cost of a bus driving a
route, but could fund a new bus) (Litman, 2022).
 
Evaluation Criteria:

 
Precedents: Most municipalities in British Columbia
collect development cost charges or transportation
impact fees (Litman, 2022).

Real Estate Based Tools

Benefit Area Tax
Dedicated Development Cost Charges
for Transit Improvements
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Mode Shift: RUC tends to reduce affected
automobile travel, especially when implemented
with public transit improvements or existing,
efficient and reliable alternative mobility options
to driving (Litman, 2022).
Implementation: Despite advances in technology
that can reduce operating costs, implementation is
expensive and requires politically sensitive
provincial legislation. There is often significant
public opposition to any tolls unless revenues are
used to support either road or public transit
improvements (Litman, 2022).
Equity: Road Usage Charging, or road tolls more
broadly, is considered equitable because it charges
drivers for the congestion and roadway costs they
impose, but are easily criticized as unfair
depending on where they are installed (Litman,
2022). As highlighted by Cooper (2022), user fees
“tend to be regressive because they represent a
greater share of total income for lower income
households” (p. 52). However, this could be
addressed with a low-income rebate or price
structure (Cooper, 2022).

Drivers are charged fees that are dependent on the
distance they travel (Cooper, 2022). They may also be
implemented at smaller scales, such as in a specific
zone as proposed in Vancouver’s Climate Action
Emergency Plan (Chan, 2022).
 
Evaluation Criteria:

Appendix E - Funding Tools Not Selected for
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Alignment with District Policies & Objectives: It is
relatively unclear how road usage charging would
impact local transportation as it would depend on
how it is implemented, but overall aligns with
District objectives. Advocating for a regional road
usage charging model in conjunction with other
communities in the Lower Mainland and Sea-To-
Sky region may support regional transit, and
therefore support CCAP Big Move #2 strategy to
improve regional transportation. If implemented
locally with the vision of creating a car last
community in Squamish, it may support more
sustainable trips within the community, still
supporting CCAP Big Move #2 to shift beyond
the car and OCP policy.
Revenue Potential: Road Usage Charging has the
potential to provide substantial transit revenue
that is flexible and reliable in the long run.
Revenue is dependent on where and to what
extent such a system may be rolled out. In the
context of Squamish this may be best coordinated
with the Squamish-Lillooet Regional District,
Metro Vancouver and the Province to capture
regional trips along the Sea-To-Sky corridor and
generate more revenue. However, a smaller scope
within Squamish may generate low to moderate
revenue for funding local transit service to be
incorporated within a funding algorithm and shift
local trips to active modes.

 
Precedents: London, Singapore and Stockholm all use
Road Usage Charging for driving on urban roads
during peak periods. New York City is also planning
to introduce the first Road Usage Charging program
that will charge motorists to enter congested areas of
Manhattan (Litman, 2022).

 

Transportation Based Tools 
Road Usage Charges
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Mode Shift: Sales taxes do not affect travel mode
shares.
Implementation: BC already has a provincial sales
tax. There tends to be significant public
opposition to tax increases, and a referendum to
increase regional sales taxes by 0.5% in Metro
Vancouver to fund transit service in 2015 was
unsuccessful (Willmott, 2017). Applying a similar
regional sales surtax in Squamish for the purpose
of funding public transit service would require
enabling legislation decided through a
referendum, which would most likely fail.
Equity: Sales taxes tend to be regressive, but could
be justified to the degree that transit benefits
consumers in moving throughout the community
(Litman, 2022).
Alignment with District Policies & Objectives:
Introducing a sales surtax does not align with any
particular District policies, apart from employing
a variety of tools to fund transit improvements per
OCP objective 20.15a.
Revenue: A regional sales surtax could generate
any amount of revenue depending on the rate set.
Revenues from taxes on sales of particular
products may be modest (Litman, 2022).

Many US jurisdictions rely significantly on sales taxes
to fund public transit service (Litman, 2022). A
regional sales surtax would be levied on existing sales
taxes within Squamish for the purpose of funding
transit service.
 
Evaluation Criteria:

 
Precedents: A November 2016 plebiscite administered
in Los Angeles County, CA resulted in voters
approving a 0.5% sales tax increase to generate $870
million annually to expand transit and active
transportation networks (Litman, 2022).
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Mode Shift: Changes to mode share would likely
be minimal
Implementation: Could require provincial
legislation to enable such a levy to be collected,
and would involve moderate costs for initial set up
similar to other business taxes and fees (Litman,
2022).
Equity: Incidence of this levy may substitute for
wages, reduce total employment, or even shift
employment locations if a large levy is applied in
commercial areas of the District. However, it is
considered to be relatively fair as commuters
create traffic congestion and demand for public
transit (Litman, 2022).
Alignment with District Policies & Objectives:
Supports OCP objective 20.15a and policy 20.16a
to establish an alternative funding source to
support public transit operations, but given that it
could have impacts on equity for individual
employees it actually does not align well with
many objectives in the OCP and CCAP.
Revenue: Small to moderate revenues may be
expected depending on the number of employees
covered, and the rate of the levy (Litman, 2022).

This levy is paid by employers located in areas with
high quality transit service or amenities, such as along
a Frequent Transit Network in a municipality. This
levy is often only imposed on larger employers
(Litman, 2022).
 
Evaluation Criteria:

 
Precedents: A 0.6% payroll tax is collected by many
employers in larger cities in Oregon to finance public
transit service (Litman, 2022).

 

Other Tools
Regional Sales Surtax Employee Levy
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Mode Shift: No direct impacts to mode share.
Implementation: Since Squamish already uses
advertising at bus stops, expansion should be
relatively easy in coincidence with new bus shelters
and transit vehicles.
Equity: No direct impacts to equity.
Alignment with District Policies & Objectives: No
direct correlation with any District policies or
objectives as advertising at bus stops as a form of
revenue is already established.
Revenue: Doubling or even tripling revenue may
not provide significant increases in revenue, but
may be used as part of a funding algorithm
(Litman, 2022).

Most transit agencies and municipalities collect
revenues from transit vehicle and bus stop advertising
(Litman, 2022). Despite its relative insignificance in
funding transit operations and improvements, this
tool has been included for consideration since it is easy
to expand or implement with new infrastructure such
as bus shelters, or new buses.
 
Evaluation Criteria:

 
Precedents: The District already uses advertising at
bus shelters and transit stops.
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Further Analysis (Cont.) 

Advertising
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Constituent municipalities of a regional district
come to an agreement that the regional district
will approach BC Transit to initiate a regional
transit service.
The regional government works with BC Transit
to draft a Transit Service Area Agreement, Master
Operating Agreement, and other necessary
agreements. BC Transit and the regional
government must also agree to Annual Operating
Agreements.
A regional transit bylaw should be used to codify
requisitions by the regional government from its
constituent municipalities to fund the agreed upon
levels and costs of transit service.

This governance approach is covered by the Local
Government Act and British Columbia Transit Act
which enable Regional Districts to make agreements
with the public authorities including BC Transit
(Local Government Act, 2015).

1.

2.

3.

Appendix F - Additional Interregional Transit
Governance Considerations

Expression of Interest: The local governments
would each submit a formal expression of interest
to participate in a transit commission to the BC
Transit Board of Directors. The BC Transit Board
would then initiate the process.
Developing the Commission: A joint team
between the region and BC Transit would be
established. This team would develop a service
plan, funding model, and governance proposal for
the future transit commission.
Local Approval: With the proposal completed, the
constituent local governments would now approve
this in their respective councils.
BC Transit Approval: The BC Transit Board of
Directors would then approve the proposal
(developed in point 2) and make
recommendations to the Provincial government to
do so.
Provincial Government Regulation: The Province
would enact the regulations to set up the
Commission and appoint its members. Members
must be appointed by the Lieutenant Governor in
Council from persons holding an elected office on
a municipal council or regional district board. The
provincial minister responsible must designate the
chair of the transit commission.
Commission Established: The Regional Transit
Commission would be established and would then
approve a service plan, tariffs and fares, taxation
strategy, and related regulations. The commission
would make recommendations to BC Transit
regarding its capital and operating budgets.
Provincial Government Legislation: The
Provincial Government would enact legislation to
approve the relevant taxes requested by the
Regional Transit Commission. For example, to
enact a motor fuel tax, the Provincial Legislature
would make appropriate changes to the Motor
Fuel Tax Act allowing a fuel tax in the
commission’s area.

This governance approach requires its own legal
mandate which would be achieved through the
following steps (BC Transit, 2017; BC Transit, 2021).

1.

2.

3.

4.

5.

6.

7.

Regional District Control Transit Commission
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