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Resource Guide
In the coming weeks, TransLink will be holding consultation sessions throughout Metro Vancouver on
the future of the region’s transportation network. The focus will be on the role that our road and
transit system as well as cycling and walking will play in the larger effort to shape the way our region
grows, and how we go about protecting air quality, reducing greenhouse gases, managing traffic
congestion and preserving our standing as one of the world’s most livable places.
This Resource Guide is intended to provide background information on some of the fundamentals of
TransLink’s mandate and scope, as well as the key issues that the consultation will resolve. While we
have tried to cover most of the main factors, please feel free to call if anything is missing or unclear.
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A short history of a unique organization
There are two key things that set TransLink apart
from most transport agencies. First, we plan and
finance roads as well as public transit. Secondly, we
design and deliver road and transit specifically to
support Metro Vancouver’s growth management
strategy.
Few regions even have a growth
management strategy much less an integrated
transportation agency to support it, which is why so
many delegations from around the world visit each
year to see how Metro Vancouver and TransLink
work.
We live in an area that is widely acknowledged as
being one of the most livable regions in the world
and this hasn’t happened by accident. There had
been plans since the 1950’s for a freeway into
Vancouver, but by the late 60’s Strathcona residents,
facing the destruction of their neighbourhood to
build it, had mounted enough resistance to send the
idea to the back burner for all times. The creation of
the Agricultural Land Reserve in 1972, followed by
the transformation of False Creek and communities
around the Expo SkyTrain Line in 1986 also signalled
that our region was going to take a different route.

beyond moving around one person per car. But it
didn’t take long for the creators of the Livable
Region Plan to realize that without regional control
over transportation, it was going to be difficult to
reach their goals. As TransLink’s former Director of
Planning, Clive Rock, said, ‘Transport 2021 was this
shimmering vision of the future, but the trouble was,
nobody knew what to do the next day to get things
started.’
(If transit expansion had happened according to
Transport 2021, we would have had 1900 transit
buses and rapid transit from New Westminster to
Coquitlam, from Lougheed to Central Broadway and
from Richmond to downtown Vancouver, all by
2006.)
Finally, in a bid to get the transportation system
needed to support the Livable Region Plan, Metro
Vancouver began negotiations with the province to
st
create TransLink. On April 1 1999 TransLink
assumed BC Transit’s operations as well as the
responsibility to fund the arterial roads that the
province turned over to our municipalities.

By the early 1990’s municipal leaders started on
strategies to manage the region’s growth, the vision
being to prevent urban sprawl, reduce traffic
congestion, preserve green spaces and protect air
quality. In 1996, they adopted The Livable Region
Strategic Plan and a long range transportation plan
to help make it happen called Transport 2021.

There was progress and set-backs in the first five
years, then significant growth in the road and transit
system for the past five. Last year, TransLink
developed a new long-range strategy called
Transport 2040. But unlike Transport 2021, there is
a rolling 10 Year Plan that lays out what we’ll need to
do tomorrow, next month, next year and over the
next decade to make it all happen.

Transport 2021 said we needed hundreds more
buses and rapid transit to Coquitlam as well as from
Richmond and the Airport to downtown Vancouver,
if we were going to give people travel choices

The challenge continues to be to find a way to pay
for it all.
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Some basics
TransLink’s official name is the South Coast British Columbia Transportation Authority, and its
governance structure, scope of activities and financing is prescribed in the provincial legislation,
the South Coast British Columbia Transportation Authority Act.
TransLink is not a Crown Corporation like BC Hydro or ICBC; we’re an authority similar to BC
Ferries. We operate only within in the Greater Vancouver Regional District, now more
commonly referred to as ‘Metro Vancouver,’ but legislation allows us to expand into the Fraser
Valley and the Squamish-Lillooet Regional Districts if they agree.
About 300 people work at TransLink, mostly planners, engineers and financial analysts. It has
the authority to form subsidiary companies or to enter into contracts to provide transportation
services to Metro Vancouver.

Transit:
TransLink owns two larger operating companies, the Coast Mountain Bus Company and the BC
Rapid Transit Company, that operate the transit system and manage contracts for transit
services. TransLink’s public transit system includes:
A variety of conventional bus services
SkyTrain, the world’s longest automated light rail rapid transit system
SeaBus passenger ferries
West Coast Express commuter rail
‘HandyDART,’ a custom ‘door-to-door’ transit service for the disabled.

The Major Road Network:
TransLink provides funding to operate and maintain over 2,200 ‘lane-kilometres’ of major
arterial roads that connect the region’s 22 municipalities (one kilometre of a four-lane road
equals four lane-kilometres). Municipalities own these arterial roads, but in addition to the
operation and maintenance funding, TransLink allocates $20 million per year to cost share road
improvement projects and another $35 million per year for major new roads. We own and
operate the Knight, Pattullo, Westham Island and Golden Ears bridges.
The Major Road Network includes routes such as Hastings Street, Granville, Main, Cambie, Oak,
Burrard, Boundary Road, Kingsway and Columbia Street. It also takes in parts of the Lougheed
Highway, the King George Highway and the Fraser Highway.

Air Quality and Transportation Options:
TransLink plays a major role in helping Metro Vancouver meet its air quality and traffic
objectives through the AirCare vehicle emissions testing program. Both air quality and traffic
congestion issues are addressed through TransLink’s ‘TravelSmart’ programs that offer
commuters options to driving alone.
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TransLink’s governance
There has been a fair bit of confusion (and occasional misinformation) about TransLink’s new
governance structure, particularly how the Board of Directors is appointed and how they are
compensated.
TransLink’s governance involves three entities: The Mayors’ Council on Regional Transportation,
the Board of Directors and the Regional Transportation Commissioner.
Mayors’ Council on Regional Transportation
Appoints the Chair of the Mayors’ Council Appoints
TransLink’s Board of Directors
Appoints the Regional Transportation Commissioner
and Deputy Commissioners
Receives long term transportation strategies and
Base Plans
Approves any Supplemental Transportation and
Financial Plans (Supplements)

TransLink Board of Directors
Appoints the Board’s Chair
Appoints and evaluates the Chief Executive Officer
Establishes the Articles of the Authority
Establishes subsidiaries and appoints Boards and
Chairs
Supervises the management of the affairs of the
Authority
Prepares and implements long-term transportation
strategies (30 year) & 10-Year Transportation
and Financial Plans
Proposes to the Commissioner a customer
satisfaction survey process and conducts surveys
annually
Proposes to the Commissioner a customer
complaint process and implements it
Publishes an Annual Report
Holds a public Annual General Meeting
Approves project & program public consultation
plans.

Regional Transportation Commissioner
Advises whether financial estimates in the
Base Plans and Supplements are
reasonable
Approves short-term (cash) fares
Approves customer satisfaction survey process
Approves customer complaint process
Regulates the sale of major assets
Publishes an Annual Report and submits it to
the Mayors’ Council
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Who Picks the
Board?

While there have been frequent references to ‘the province’s ‘hand-picked’ Board’ at TransLink, here’s
how the appointment process actually works:
1.

2.
3.

Each year, a five-member Screening Panel identifies more than three qualified candidates for
three vacancies that occur annually on the Board of Directors. The Panel may run ads as part of
the search and Directors whose terms are expiring can re-apply although there is a three-term
limit.
The candidates who the Screening Panel believes best meet the criteria for serving on the Board
are reviewed by the Mayors’ Council on Regional Transportation.
The Mayors’ Council selects the new Directors and appoints them to three-year terms.

Members on the Screening Panel are selected (one each) by the Mayors’ Council, the Ministry of
Transportation, the Gateway Council of BC, the Vancouver Board of Trade and the Institute of
Chartered Accountants of BC. The Board’s compensation is, by law, set at the sole discretion of the
Screening Panel, and it is based on comparisons with public and private sector agencies similar to
TransLink.

Who Calls the
Shots?

In its argument for more provincial and federal funding, TransLink has made a strong case that beyond
serving local needs, Metro Vancouver’s road and transit system is an important driver of the regional,
provincial and national economies, especially due to our status as Canada’s gateway to Asia/Pacific
Trade.
This argument, along with our strategic planning process that has developed many of the ‘shovelready’ projects that senior governments like to fund, has been exceedingly successful in attracting
billions of dollars from the provincial and federal governments to help with the costs of important
road and transit projects.
This cost-sharing process can involve regional, provincial and federal partnerships on a project as well
as a funding basis. Simply put, there can be opportunities for all of the partners to have their
individual needs met, so sometimes the structure and scope of a project is part of the agreement
process.
The recent announcement on fare gates for SkyTrain is a good example. On its own, TransLink could
not justify the cost of renovating stations, buying the fare gates and operating them on the basis of
recovering revenue lost to fare evasion.
However, the federal government, which had already provided 75 per cent of the funding for a variety
of transit security improvements, and the province, which was already committed to co-funding
station renovations, both saw fare gates as an effective way to address the public’s issues with security
on the system. The synergy with TransLink’s project to introduce a ‘Smart Card’ fare payment system
resulted in the funding partnership announced a few weeks ago.
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Planning and Decision-making
When TransLink creates transportation plans,
the prime objective is to make sure that road
and transit services contribute toward Metro
Vancouver’s growth management, air quality
and sustainability goals.
One of Metro
Vancouver’s prime objectives is to have people
live and work close to high capacity transit
services.
By law, TransLink must have a long-term
strategy that sets high level goals – currently
Transport 2040. TransLink must then support its
long term strategy with a 10 year transportation
and financial plan that provides details on road
and transit operations and expansion, what the
program will cost and from where the necessary
funding will come.
TransLink’s 10 year plans must be ‘fully
financed.’ That means we must be able to pay
for everything over the 10 year period with
approved revenues and with any reserves we
have managed to accumulate. The law says we
cannot run a deficit.
The 10 Year Transportation and Financial Plan is
updated annually. Each year, TransLink is
required to develop a plan that works within its
approved revenues. This is what we refer to as
the ‘Base Plan.’ If TransLink develops a plan
that requires more funding to support it, a
‘Supplement’ would be submitted for approval
by the Mayors’ Council on Regional
Transportation.

Approving a 10 Year Plan:
If, in the annual update of the 10 Year Plan, no
transportation network expansion or additional

funding is proposed beyond that already
approved, TransLink can stay with its Base Plan.
The approval to do this comes from our Board of
Directors. The legislation allows transit fare
revenues to increase by 2 per cent and property
tax revenues to increase by three per cent as
part of the Base Plan.
When expansion and/or revenue increases
beyond the rate of inflation are proposed,
TransLink must consult with the public and
stakeholders and develop one or more
Supplements to update the 10 Year Plan.
Currently, the first stage of public consultation
on a Supplement for 2010 is underway at
www.bepartoftheplan.ca
TransLink’s Board of Directors must approve a
Supplement, which then must be sent to the
Regional Transportation Commissioner for
review. The final Supplement is then submitted
to the Mayors’ Council on Regional
Transportation for a decision by a certain date
(October 31st 2009 in the case of the
Supplement now being developed). There are
three possible outcomes of this process:
1. If the Mayors’ Council does not act to
approve or reject a Supplement by the enddate, the legislation deems the Base Plan
from the previous year to be the official
plan.
2.

If the Council rejects a Supplement,
TransLink must continue according to the
transportation plan and the funding in its
currently approved Base Plan.

3. If a Supplement is approved, it becomes the
new Base Plan.

7

Financing – another unique aspect
TransLink has attracted world-wide attention for
a number of reasons. It is one of the few
agencies to have responsibility for roads as well
as transit and is a key component of an
integrated, regional approach to growth
management. In addition, unlike most other
transportation authorities it has dedicated
funding sources that generate a relatively
predictable stream of revenue.
Most transit agencies can count on their fare
revenue, but have to rely on municipal or
provincial/state allocations to cover the rest of
their budget, and these allocations can vary
substantially from year to year, witness funding
cutbacks now taking place in the US that are
resulting in substantial contractions of transit
services and road projects.
But with dedicated, reliable ‘streams’ of annual
revenue, TransLink has been able plan for the
long term. The only problems are big ones:
there are limits to the amount of revenue that
can be generated by TransLink’s current
revenue sources and there is a shortage of new
sources.
TransLink’s dedicated revenue sources are as
follows:

Transit Fares:
TransLink retains all revenue collected at the
fare box to help cover its operating costs or to
service the debt on money it has borrowed for
expansion. TransLink’s share of the revenue
from advertising sold on the transit system is
included in this amount.

Fuel Taxes:
Prior to TransLink’s creation, the provincial
government added four cents per litre of
gasoline and diesel fuel sold in the region to
fund the Regional Transit Commission. This
revenue was rolled over to TransLink in 1999.
In its agreement with the Greater Vancouver
Regional District (now ‘Metro Vancouver’), the
province, in stages, shifted six cents per litre of
the fuel taxes it collects in the region to
TransLink. This revenue was intended, in part,
to contribute to TransLink’s funding for the
Major Road Network.
TransLink was permitted to add another two
cents per litre in 2002.
Today, TransLink receives 12 cents per litre of
fuel tax revenue. However, there is only a six
cent-per-litre difference in total taxes between
Metro Vancouver and adjoining regional
districts because six cents comes from the
province’s existing fuel tax revenue.
The province will allow TransLink to add a
further three cents per litre, good for about $60
million per year, if TransLink raises double that
amount (about $120 million per year) from its
other local sources by the end of the plan
period. If this happens, then the difference in
taxes between Metro Vancouver and the
adjoining regional districts will be nine cents per
litre.
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Property Taxes:
Before 1999, the Regional Transit Commission
received property tax revenues from nonresidential properties.
This revenue was
transferred to TransLink when it was created.

Vancouver and transfers this revenue to
TransLink. The legislation allows TransLink to
increase this sales tax to 14 or 21 per cent in an
approved Supplement.

At that same time, the province transferred to
TransLink the revenue from a ‘Hospital Capital
Tax’ that both residential and non-residential
property owners had been paying. Together,
these taxes became TransLink’s third main
source of revenue and appear as a line on
business and residential property tax notices

This is not the Parking Site Tax that TransLink
collected in 2006 and 2007. That tax, also
allowed in TransLink’s original legislation, was
eliminated when the new Act took effect on
January 1, 2008. At that time, the province
allowed TransLink to replace the $18 million in
lost revenue with a ‘replacement’ property tax
on business and residential properties.

TransLink’s legislation permits revenue from
property taxes to increase by three per cent per
year as part of the Base Plan to offset the
impact of general inflation and population
growth. As such, the legislation does not
require a Supplement to be prepared or
ratification by the Mayors’ Council.
Anything more than three per cent requires a
Supplement to the Base Plan including
consultation and ratification by the Mayors’
Council.

Parking Sales Tax:
The province collects a seven per cent sales tax
on parking fees at parkades in Metro

The Hydro Levy:
When non-residential property owners began
paying a property tax to fund the Regional
Transit Commission, a monthly levy was applied
to BC Hydro bills as a way to provide for a
contribution from homeowners. This revenue
was transferred to TransLink as part of its
original funding formula in 1999.
When the federal government began collecting
its Goods and Services Tax (the GST) in the
1980’s, it was deemed that this tax would apply
to the Hydro Levy. TransLink has not been
successful in attempts to have this ‘tax on a tax’
ended.
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TransLink’s Budgeted Revenues and Expenditures for 2009:

Existing Funding Sources
Total Revenues 2009
$999.6 million

*Other
4%

Transit Fares and
Ad revenue
38%

Hydro Levy
2%
Provincial –
Canada Line
1%

Fuel Tax
27%
Property Tax
28%

* Real Estate, Golden
Ears Tolls, Interest
Income and Parking
Sales Tax

Existing Expenditures

Transit Police
3%

Total Expenditure 2009
$1,102.7 million

Transit
71%
TransLink
5%

Debt Service Cost
17%

Roads & Bridges
4%
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The Vehicle
Levy Story

TransLink’s original legislation allowed it to apply a levy on vehicles registered in the region as a source
of funding. After some intense consultations and deliberations in 2000 and 2001, the Boards at
TransLink and the GVRD passed the levy as a way to pay for the expansion in TransLink’s first Strategic
Transportation Plan for 2000 to 2005.
Although the provincial government of the day had committed earlier to make ‘best efforts’ to assist
TransLink in collecting the levy, it ultimately opted not to support it. Subsequently, there has been a
higher reliance on property taxes than originally intended to fund regional road and transit
improvements.

TransLink’s Current ‘Financial Gaps’:
TransLink’s 2005 – 2007 Three Year
Transportation and Financial Plan launched a
significant expansion of the transit system and
committed to eight major road projects. In
addition to the plan, there was a 10 year
‘outlook’ that set a direction for further
expansion.

At that time, TransLink cautioned that while it
would accumulate a financial reserve in the
three year period, growing transit operating
costs due to expansion would eventually
deplete them. This was the signal that further
increases in revenue would be needed to
sustain and expand transit and road funding.

The plan was supported by an increase in
transit fares and property taxes as well as the
introduction of a ‘Parking Site Tax,’ that was
permitted by the legislation.

In a 2006 update to the Board, TransLink staff
provided a financial analysis that predicted
when costs would overtake revenues, resulting
in a draw-down of reserves:

:
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Currently, an update of this chart shows three financial scenarios:

Bus Service Millions Hours

Financial Challenge

$450 million new

9

8
7

$150 million new

6
5

4

No new money

3
2

1
0
2002

2004

2006

2008

2010

2012

2014

2016

2018

Service Reductions (Red Line):
Based on current revenues and expenditures,
TransLink’s reserves will be depleted by the
end of 2011, and an annual funding gap of
$150 million will exist. The red line above
represents the cut in bus services that will be
necessary to balance the books, which, by law,
TransLink must do. While every effort would
be made to cut non-operating costs and save
as much service as possible, the only way
enough savings could be produced would be
through reductions in bus service. The result
would be significant degradation of travel
options and a rapid increase in traffic
congestion.
Status Quo (Yellow Line):
With $150 million in additional, annual revenue
– enough to close the funding gap –

TransLink could maintain the transit system at
2011 levels while funding for roads and cycling
programs would be reduced. However, the
transit and road systems would not keep up
with the growth expected in Metro Vancouver
and there would be a slow but steady increase
in traffic congestion and a corresponding
decline in livability.
Expansion (Green Line):
If new funding above $150 million per year is
available, TransLink will continue to expand the
transit system and maintain its cycling and
roads programs. The $450 million per year level
would allow TransLink to contribute the
region’s full share of the $11 billion in new
transit investments, which would move Metro
Vancouver well toward its goal to have 50 per
cent of trips by walking, cycling or transit.
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Priorities if the
Gaps don’t close

So what happens if the $150 million gap can’t be closed? TransLink has set its priorities to deal with
adverse financial situations.
The first priority is to sustain current transit and road services. Cuts to current services would only
take place after all non-operating costs were reduced as much as possible. A careful review of
demand would follow, and service reductions would take place only where ‘value per dollar’ was
questioned.
Next, the priority is to keep equipment and facilities in good operating order. Even if funding above
the $150 million per year is available, TransLink could only consider service expansion if these
priorities were met first.

Capital versus Operations Funding:
There have been a number of significant
funding announcements recently from the
federal and provincial governments, which
have allocated hundreds of millions of dollars
to transit expansion in Metro Vancouver.
Many reporters have asked if this money will
help close TransLink’s $150 million funding gap.
The answer is that it won’t.

one-time capital cost of purchasing a bus is the
least expensive part of running the bus system.

Senior government funding is earmarked for
‘capital’ only – TransLink can only use it to buy
transit vehicles or in some cases to improve
facilities. But as the following table shows, the

Here are the ‘life cycle’ costs of buying and
operating various types of buses over their 17year life span:

While TransLink has received significant senior
government support to buy buses, the
purchase price, for example, of a new
electric/diesel Hybrid is only about 12 per cent
of its total lifetime cost. TransLink must cover
the other 88 per cent on its own.

2009 Diesel 40-foot

2009 Trolley 40-foot

2009 Hybrid 40-foot

Capital cost

$ 390,600

$ 994,700

$ 604,200

Maintenance

$ 577,465

$ 623,470

$ 521,630

Fuel *

$ 577,465

$ 107,545

$ 442,551

Drivers' wages

$3,570,000

$3,570,000

$3,570,000

Total Cost

$5,096,522

$5,240,304

$5,138,381

*Fuel prices as of November 7, 2008.

Since 2003, TransLink has added about 700 buses to the fleet, and the ongoing operating costs for these
buses is the primary reason why TransLink faces a $150 million annual funding gap by the end of 2011.
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Fuel Prices: The
Triple Whammy

As noted on page 9, revenue from fuel taxes represents an important source of TransLink’s funding.
However, fuel also represents a significant cost item for transit, and when fuel prices go up (as they
did in the summer of 2008), the impact on TransLink is major.
Here’s how it works:

Triple Challenge to TransLink

Rising fuel prices can
reduce sales volume

TransLink is affected in
three ways

When fuel prices rise so do TransLink’s costs to run the transit system >> Motorists buy less gas and
diesel so TransLink’s fuel tax revenues go down >> More people want to take transit, so TransLink’s
costs increase even more.
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Efficiency – Delivering more per dollar
When an organization is asking for more of the
public’s money, it expects to have to answer
why the money is needed and to prove that it
has used its existing revenue wisely and
efficiently.
In the current public discussion, there are few
doubts about the need to expand transit and
improve roads. People get the connection
between traffic congestion and the time and
money they spend travelling, how those costs
make the goods and services they purchase
more expensive and, these days, the damage
being done to the environment.

The public and stakeholders in the region agree
that improvements will cost more, but they are
not prepared to give any agency a blank cheque.
They’re asking if current taxes can be used to
greater effect, thus the suggestion that carbon
tax revenues could be re-directed to public
transit expansion. And they want proof that
TransLink has made efficiency a priority.
TransLink has done so and offers the following
examples:

Transit System Comparison:

How We Compare within Canada
• TransLink is average or above average in most indicators –
vehicle utilization, labour effectiveness, admin cost ratio
Vancouver

Average1

Total Vehicle km / Active Vehicle

74,000

62,000

Revenue Service km / Total Staff (FTE)2

20,000

18,000

13%

13%

Measure

General & Administration / Operating

Cost3

Operating

cost3

/ Passenger km

$0.29

$0.27

Operating

Cost4

/ Capita

$119

$124

17

20

720

1,060

$2.50

$2.50

Service Passengers / Vehicle km 5
Vehicles per million people
Cash Fare
1
2
3
4
5

Montreal, Toronto, Calgary, Edmonton and Vancouver
Full Time Equivalent
Direct Operating Cost
Net Direct Operating Cost
Revenue Vehicle km
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TransLink’s Operating Costs:
TransLink itself has reduced its operating cost ratio over the past few years.

Administrative Costs

• Admin costs growing slower than overall costs
• Absorbing some costs through efficiencies
General & Administration / Operating Costs

16.0%

15.0%

14.0%

13.0%

12.0%

11.0%

10.0%

2003

2004

The ratio in 2008 fell to 13 per cent, the average
for Canadian transit systems; however
TransLink’s scope is much larger because it
includes the Major Road Network plus the
TravelSmart
transportation
demand
management program. It has much larger
planning,
engineering
and
financial
management functions due to its significantly
larger capital program , driven by transit system
expansion and its involvement in the Major
Road Network, cycling, and the TravelSmart
transportation demand management programs.

Bus Operations:
In 1999, one of the biggest complaints TransLink
heard was about ‘big empty buses’ on some
routes. One of its earliest efficiency measures
involved the roll out of Community Shuttle minibus services on Bowen Island and in North

2005

2006

2007

Burnaby. This allowed transit services to be
expanded into new areas, with particularly
notable increases in Langley City and Township,
Port Moody, Coquitlam and Port Coquitlam, at
operating costs that today are 43 per cent lower
per service hour than for conventional ‘big’
buses.
In addition, the shift to ‘right-sizing’ buses to
routes freed up dozens of larger buses to
increase service levels on major routes.
A March 13, 2003 editorial in the Vancouver Sun
congratulated the Coast Mountain Bus Company
and its employees for producing sustainable,
annual cost reductions of $14.5 million. Better
management of vehicles, parts, improved repair
processes and more hours of transit service per
employee continue to hold the line on operating
costs.
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CMBC International Comparison

• General trend – cost outpacing inflation
• CMBC ranked 3rd lowest cost overall
• Second best for admin cost and operations
Total operating cost - categories - per actual total vehicle km 1999 - 2007
16
14
12
10
8
6
4
2
0

CMBC

Coast Mountain participates in an international benchmarking process that compares its
performance to operations in New York, Paris, London and other major centres. Part of the
agreement is that the other systems can’t be identified by name in comparisons, but the above chart
shows that the Coast Mountain Bus Company is among the most efficient.

SkyTrain:
There are important trade-offs in building
automated rapid transit systems like SkyTrain.

SkyTrain can operate at much higher speeds
than the other systems.

Because the system is automated, it must be
completely segregated from all other surface
activities and as a result the capital costs are
very high compared with driver-operated LRT
(Light Rail Transit), trams, streetcars or B-Linestyle buses, which are all classified as
‘intermediate capacity rapid transit systems.’

TransLink’s SkyTrain system has drawn
international attention because of its capacity –
the current lines are the equivalent of ten lanes
of roadway – its flexibility in terms of adjusting
capacity to match demand and its operating
efficiencies. SkyTrain is one of the few systems
in the world where operating costs are covered
by fare revenue.
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SkyTrain Cost Efficiency Comparison

• SkyTrain lowest cost
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Rail, Data)
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Source: Data from USDOT – Federal Transit Administration

An analysis by the US Federal Department of Transportation compared operating costs of
various American rapid transit systems:

SkyTrain Cost Effectiveness Comparison

7.00
Santa Clara
Baltimore

6.00
New Jersey
Pittsburgh

5.00
Dallas

US$

4.00
Cleveland

3.00

Buffalo

Sacramento

Los Angeles

Denver
St Louis
Minneapolis

Philadelphia

2.00

Salt Lake City
Houston

Portland
San Diego

Boston

1.00
SkyTrain

1,000,000

10,000,000

100,000,000

Annual Passengers Carried
Source: Data from USDOT – Federal Transit Administration
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West Coast Express:
Management at TransLink’s West Coast Express
subsidiary have been particularly effective in
reducing operating costs through a number of
refinements to systems and their efforts at a
national level to improve access to mainline
tracks that are owned and operated by the
national railways. West Coast Express has

maintained the highest customer ratings of any
part of the transit system in spite of double digit
ridership increases due to the spike in fuel prices
last year. With the service operating at capacity
and with demand expected to grow, TransLink
has fast-tracked an order for seven more
passenger cars for delivery in late 2010.

West Coast Express Costs
• Ridership continues to rise – trains are full
• Costs are down
• Net operating cost per passenger km decreased 85% - from
$0.16 to $0.02 per km
• Improvements result of constant monitoring and measuring
Net Operating Cost per Passenger km

$0.18
$0.16
$0.14
$0.12
$0.10

$0.08
$0.06
$0.04
$0.02

$0.00
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TransLink Then and Now – 1999 to 2009
In 1999, TransLink’s first operating budget was $400 million (annualized for the whole year – we
started up on April 1st). Today it’s $1.4 billion.
The increase has come about as a result of TransLink’s promised to deliver road and transit
improvements in return for increases in transit fares, property taxes and gas taxes. Now, as
discussions get underway on whether or not there should be more network expansion and increases in
funding, it’s an appropriate time to review some of TransLink’s deliverables so far.

Transit:
1999

2009
(estimates)

Funding for transit services

$358 million

$780.5 million

Annual hours of transit service
Number of annual transit trips

4.1 million
124 million

6.7 million
191 million

224.5 million

302 million (2008 total)

795

873

0

143

40 foot electric trolleys

244

188

60 foot articulated diesel buses

42

115

60 foot articulated hybrid buses

0

39

60 foot articulated electric trolleys

0

74

40 foot Highway Coaches

0

84

Community Shuttle mini-buses

0

178

238

366

1,319

2,060

Number of annual rides on transit
(boardings)
Bus fleet
40 foot standard buses
40 foot hybrid buses

HandyDART buses
Total
SkyTrain
Number of Lines
Number of cars
Number of stations
West Coast Express
Number of passenger cars

(incl. Canada Line)

1
150
20

28

3
306
49

37
(7 more on order)

SeaBus
Number of passenger ferries

2

3
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Roads and Bridges:

Annual road and bridge operating funding
Annual capital allocation for road improvement
projects
Annual capital allocation for major new road
projects

1999

2009

$15.6 million

$32.9 million

$0

$20 million

$0

$35 million

Network Improvements:

TransLink has co-funded
hundreds of
Road Network Upgrades

New Traffic Signals
Road Improvements
Intersection Upgrades
Pedestrian Safety

Cycling Infrastructure
Major New Roads

Since 1999, TransLink has given municipalities $218 million to operate, maintain and rehabilitate
major arterial roads, and $150 million to co-fund over 400 improvement projects. This chart shows
the distribution of these projects across Metro Vancouver:
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Transportation Timeline
1990

The GVRD and its member municipalities approve the “Creating Our Futures” document (sponsored
by then-Vancouver Mayor Gordon Campbell), committing them to a transportation policy that
included walking, cycling, transit and goods movement. The region’s growing dependency on cars
was causing concerns about air quality, land use and community choices.

1993

The GVRD and the Province releases Transport 2021 plan, proposing integration of land use and
transportation planning and major service improvements, later described by TransLink’s Strategic
Planning Director Clive Rock as ‘a shimmering vision of the future.”

1994

On June 29 , the GVRD approved Transport 2021’s long and medium-range plans including
expansion of ‘intermediate capacity transit’ that was defined as SkyTrain, light rail or high-capacity
busways. The corridors identified for these services included:
 Richmond to Vancouver
 Lougheed to central Broadway
 Coquitlam to New Westminster
 Surrey City Centre to Newton and Surrey Municipal Hall
 Surrey City Centre to the Guildford Municipal Centre

1996

The GVRD’s Livable Region Strategic Plan envisions a regional transportation authority
The BC Government transfers responsibility for secondary highways to municipalities

1997

The GVRD board identifies principles to negotiate a new regional transportation authority
Negotiations between the Province and GVRD begin
Negotiators sign and submit a final agreement to create the Greater Vancouver Transportation
Authority (GVTA /TransLink)

1998

The GVRD Board ratifies the regional/provincial agreement to form TransLink and the province
announces the agreement
The province announces the Millennium Line
th
On July 29 , The GVTA Act is approved by the provincial legislature
BC transit bus operations in the GVRD become a TransLink subsidiary—the Coast Mountain Bus
Company formed
Ken Dobell, former Vancouver City Manager, is named the first CEO

1999

On April 1 , TransLink launched
Vancouver Councillor George Puil elected the first Chair
There are 1081 conventional buses in the fleet; average age 14 years
117 new buses ordered using reserves from the Regional Transit Commission
Millennium line construction begins in New Westminster
TransLink begins consultation on its first Strategic Transportation Plan (2000 – 2005)
th
June 20 , TransLink and the province sign an agreement on cost sharing for SkyTrain construction
that includes a commitment by the province to make ‘best efforts’ to ensure a collection process for
a vehicle levy

th

st
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2000

TransLink’s Board approves its first Strategic Transportation Plan (2000 to 2005)
st
June 1 , the first transit fare increase since 1993: A one-zone cash fare rises to $1.75
First review of TransLink’s governance begins
Contracted Community Shuttle service begins in North Burnaby
TransLink and GVRD Boards approve the Vehicle Levy permitted by the GVTA Act but the provincial
government opts not to support the proposal
Bus fleet rises to 1,148 conventional coaches

2001

As a result of TransLink’s financial situation resulting from the loss of the vehicle levy, the provincial
government orders the Auditor General to conduct a review of TransLink financing and governance
Buses ordered in 2000 arrive, bringing the total conventional fleet to 1148
TransLink’s Board votes to pull back previously-approved transit expansion and cuts late night “Owl”
st
bus service on March 31
st
On April 1 , Coast Mountain Bus Company workers strike; SkyTrain, West Vancouver Blue Bus and
contracted Community Shuttle services maintained
Ken Dobell, TransLink’s first CEO, resigns to become Deputy Minister to the new Premier
In April, Pat Jacobsen arrives from Manitoba to be the new CEO
In August, the new provincial government ends BC’s longest transit strike with back-to-work
legislation
Service begins on the #98 B-Line from Richmond to Downtown Vancouver
The Auditor General releases a report calling for a new funding relationship between TransLink and
the province as well as changes in TransLink’s governance
The province announces it will approve a 2 cent per litre increase in gas and diesel taxes in the GVRD
to provide TransLink with additional funding necessary to operate the Millennium Line, if TransLink
provides matching revenues from transit fares and property taxes
In December, George Puil announces he is stepping down as TransLink Chair and is succeeded by
Surrey Mayor Doug McCallum

2002

In January, transit fares increase: A one-zone cash fare rises to $2.00
The first two Millennium Line stations open
TransLink’s 2002-2004 Transportation Plan is released
Vancouver and Whistler are awarded the 2010 Olympic and Paralympic Winter Games
In September, the full Millennium Line officially opens and 60 new SkyTrain cars go into service
The 97 B-Line begins operation in Coquitlam, Port Moody and Burnaby
Total SeaBus ridership hits 100 million
Consultation begins on TransLink’s 2005 – 2007 Three-Year Plan and 10-Year Outlook
Bus fleet shrinks to 1115 as funding shortfalls lead to 50 Compressed Natural Gas buses being taken
out of service
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2003

In September the VanCity Universal Transit Pass (U-Pass) program is introduced for students at UBC
and SFU
Governance task Force presents recommendations to GVRD Council of Councils. Agreement is not
reached on the composition of TransLink board
TransLink’s Board approves the $4 billion 2005-2007 Three-Year Plan and 10-Year Outlook
The GVRD Board ratifies the Three-Year Plan and 10-Year Outlook by one vote; future funding gap
identified at this time
A significant increase in Community Shuttle services results in a lift in the fleet to 1158 buses

2004

The province contributes $370 million towards Canada Line, to connect downtown to Richmond and
YVR, with $170 million earmarked for the future Evergreen Line
TransLink’s Golden Ears Bridge receives its environmental approval
In December, TransLink’s Board approves the Canada Line project after twice rejecting it
Modest growth continues as the bus fleet reaches 1216 coaches

2005

In January, Transit fares increase: A one-zone cash fare rises to $2.25
TransLink begins implementing its 2005 - 2007 Three-Year Transportation Plan
In July, the GVRD reviews TransLink’s governance and recommends minor changes
In December, TransLink’s Transit Police becomes Canada’s first transit police department
The Access Transit Project begins, launching one of the most extensive accessibility reviews ever
undertaken in North America to determine how the transit system could serve people with physical,
cognitive or other difficulties

2006

In January, Richmond Mayor Malcolm Brodie becomes TransLink’s third Chair
In March, the BC Government names a three member panel headed by former TransLink Board
member and Langley City mayor Marlene Grinnell to review TransLink’s governance structure,
funding and responsibilities
TransLink begins collecting the Parking Site Tax
The Fraser Basin Council awards TransLink the Overall Sustainability Award for its work in developing
innovative sustainable transportation initiatives
The Golden Ears Bridge project wins three international awards for innovative financing
Major bus orders begin arriving and the fleet grows to 1326
TransLink orders 34 new SkyTrain cars to provide more capacity

2007

TransLink releases 2008 plan, bridging between 2005-07 Strategic Transportation Plan and 10-Year
Plan and new 10-Year plan to be implemented in 2009
TransLink initiates consultations on Transport 2040, a new 30-Year Strategy
The Golden Ears Bridge is named the “Global Deal of the Year” by the UK-based Infrastructure
Journal for its innovative financing
In November, the province passes the South Coast British Columbia Transportation Authority Act, the
new legislation that changes TransLink’s governance structure and opens the way for expansion into
the Fraser Valley and Squamish/Lillooet regional districts if communities agree.
The Mayors’ Council on Regional Transportation elects Surrey Mayor Dianne Watts as its first chair
and appoints the new Board of Directors
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st

2008

2009

January 1 , transit fares increase: A one-zone cash fare rises to $2.50
The Parking Site Tax is eliminated with the province permitting a ‘Replacement Tax’ on residential
and non-residential properties to maintain $18 million in revenue to TransLink
The new Board elects Dale Parker as its first Chair
CEO Pat Jacobsen announces her departure
th
January 14 , the provincial government announces a $14 billion transit plan for BC with the region’s
share to be just under $3 billion
April: 14 more new SkyTrain cars added to the order for 34 approved in late 2006
th
May 9 , TransLink awards a $20 million contract to Victoria Ship Yards to build the third SeaBus
In July, TransLink’s Board adopts Transport 2040 and the 2009 – 2018 10-Year Transportation and
Financial “Base Plan” in order to meet the requirements of the new Act. This commits TransLink to
following through on the road and transit expansion program approved by the previous Board
Consistent with the 2003 analysis in the 10 Year Outlook, TransLink announces that there will be a
$150 million annual funding gap by the end of 2011 and significant transit service cuts if TransLink is
required to continue on the basis of its current revenues
The last of the old trolleys is retired and our transit system becomes 100 per cent accessible.
Tom Prendergast, former head of the Long Island Railroad and the New York Subway system is
named the new CEO
The bus fleet grows to 1509 conventional vehicles

-

-

Federal gas tax funding of $186.4 million over two years will help fund the purchase of 146
conventional buses, 34 more articulated trolleys, 23 community shuttles, 55 HandyDARTS and 38
more SkyTrain cars.
th
January 18 , a wooden trestle at the south end of the Pattullo Bridge burns, closing the structure.
th
Engineers and contractors get the bridge open on the 26
th
February 26 , the Prime Minister announces federal funding for the Evergreen SkyTrain Line
Notice given that the Canada Line will open by Labour Day, ahead of schedule
st
TransLink announces the Albion Ferry will cease operations on July 31 after the opening of the
Golden Ears Bridge
Decision to collect $9 million in residential property taxes permitted by TransLink’s new legislation
to replace revenue lost when the Parking Site Tax was cancelled
The province, the federal government and TransLink announce a $100 million program to introduce
fare gates to SkyTrain and a Smart Card fare payment system on transit
Bus purchases in 2009 will total 349 vehicles, 129 of them expansion to the fleet
In April, TransLink announces that it had overcome an $18.5 million ‘hit’ to its 2009 budget and
would add $8 million to its reserves.
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Toward 2040
Beyond 2009:
Metro Vancouver is in for some big changes
over the next 30 years that are going to
challenge us to make some big decisions about
the region’s future.
Our population is predicted to grow from 2.2
million people today to about 3.4 million by
2040. Without strategies that allow people to
live closer to where they work and provide
travel options for their commutes, the single
occupant vehicle will remain the dominant
transportation mode. In that scenario, we can
expect thousands more vehicles to be
competing for road space.
Anyone who got stuck in traffic for the week
that the Pattullo Bridge was out of commission
got a sneak peek at one version of our future.
Thanks to our position as Canada’s gateway to
the Asia/Pacific, our economy will want to grow,
but how much it can will depend on how
efficiently we can transport goods within and
through the region. Growth in traffic congestion
will threaten our quality of life in more ways
than one.
By 2040, more than 25 per cent of us will be
over 65 years old, we’ll want to remain in our
homes, but we’ll need access to regional health

and social services at a time in our lives when
we may no longer be able or permitted to drive.
In spite of new technologies, preserving air
quality will continue to be a challenge. The
emissions we don’t manage well in Metro
Vancouver will result in even more air quality
alerts in Abbotsford, Chilliwack and other
communities at the eastern end of our air shed.
Given that motor vehicles are responsible for 35
per cent of Metro Vancouver’s greenhouse gas
emissions, TransLink has an important role to
play in mitigating climate change.
A Reputation to Uphold:
Some years ago, Metro Vancouver began to
think of itself as one of the most livable places in
the world. Since then, others have validated our
claim and many international comparisons have
placed us at or near the top of the list of cities
with the best quality of life. It’s a reputation
worth having and worth living up to.
Both Metro Vancouver and TransLink have
accepted the challenge of updating the Livable
Region Plan and Transport 2021, which set our
strategic direction almost 15 years ago. The
updated strategies will continue to involve
strong linkages between land use policies and
transportation.
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Metro Vancouver’s Sustainable Region Initiative:
Metro Vancouver’s ‘SRI’ recommits to the major goals in the Livable Region Plan.
One goal, creating compact urban areas, involves containing growth to existing urban centres and
along TransLink’s ‘Frequent Transit Network,’ where transit runs every 15 minutes (or more often), 15
hours per day, seven days per week. A companion strategy encourages land and transportation
development that reduces greenhouse gas emissions.
The goal of supporting a sustainable economy includes a strategy that promotes locating employment
close to where people live, thus reducing the demand on the road and transit network and
greenhouse gases. Kitsilano and downtown Vancouver are already good examples of this approach,
where most trips are by transit, walking or cycling.
One goal is entirely dedicated to supporting sustainable transportation choices by connecting land use
and transportation to support transit, walking and cycling as well as efficient goods movement.
TransLink’s Transport 2040:
Just as Transport 2021 was the transportation strategy that supported the Livable Region Plan,
TransLink’s Transport 2040 is designed to fit hand in glove with Metro Vancouver’s Sustainable Region
Initiative.
Consultation from late 2007 through to June of 2008 resulted in Transport 2040 being structured
around six major goals:
1. Greenhouse gas emissions from transportation are aggressively reduced, in support of
federal provincial and regional targets.
2. Most trips are by transit, walking and cycling.

3. The majority of jobs and housing in the region are located along the Frequent Transit
Network.
4. Travelling in the region is safe, secure and accessible for everyone.
5. Economic growth and efficient goods movement are facilitated through effective
management of the transportation network
6. Funding for TransLink is stable, sufficient, appropriate and influences transportation choices
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TransLink’s key strategies that support these 2040 goals:
1. Make early investments that encourage development of communities designed for transit,
cycling and walking
2. Optimize the use of the regions transportation assets and keeping them in good repair.
3. Build and operating a safe, secure and accessible transportation system
4. Diversify revenue sources and pursuing new and innovative ways to fund transportation.
Wasn’t the
Future
Wonderful?

It was August 1970, and an alderman for the city of
Vancouver wrote a letter to North Vancouver
Mayor Ron Andrews, Chair of the Greater
Vancouver Regional District. In the letter, he said
that unless a regional transportation agency was
created, “we will be no further ahead in solving our
transportation problems in the 1970’s than we
were when the first freeway studies were
published in the mid-1950’s.
His name was Dr. Walter Hardwick, a geography
professor at UBC, later Professor Emeritus and
honoured as ‘the Father of False Creek,’ then a
contaminated industrial zone and now a prime
reason why Vancouver rates so high on the list of
livable cities.
Like all visionaries, Hardwick could see the region’s
future and he understood what was standing in the
way. Like all leaders, he was able to energize
people around that vision and build momentum
toward it.
In the early 1970’s there were studies on rapid
transit and reports on various crossings of the
Fraser River, there were schemes for highways and
strategies for parking.

There were several million dollars in studies, in
fact, yet no solutions to issues of street and transit
congestion. But Hardwick saw a way to break the
inertia; an agency with the power to set priorities,
co-ordinate proposals by the GVRD, the
municipalities and the province, and to finance and
operate new transportation facilities. “We do not
have an institution that can handle the decisionmaking nor the action program that will be needed
to implement them,” he said.
“All across North America, it is becoming clear that
neither cities nor senior governments can do the
job alone. One of the mechanisms that has
developed has been the creation of regional
transportation authorities. Decisions should be
made at the regional scale rather than the
provincial scale. Decisions should not be so
removed from the local level that citizen
participation is not possible,” said Hardwick.
This was all reported in the August 14, 1970 edition
of the Vancouver Sun, under the headline “Let
regional body run transportation.” Dr. Hardwick
passed away in 2005, just as TransLink, after five
difficult years, finally came into its own as the kind
of agency he envisioned 35 years earlier.
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Glossary of Key Transportation and TransLink Terms
Access Transit:
In early 2005, TransLink started the Access Transit Project – one of the most extensive reviews
of transit accessibility undertaken in North America. The project reviewed every aspect of the
entire transit system that affects people’s travel choices. These include general information,
physical barriers, training, service supply and structure of HandyDART.
Advanced Light Rapid Transit (ALRT):
This transit technology is sometimes referred to generically as ‘advanced (or sometimes
‘automated’)rapid transit’. It was developed in the 1970s by the Urban Transportation
Development Corporation, a Crown corporation of the Province of Ontario.
ALRT was among the first to make use of linear electromagnetic propulsion, a key feature of
TransLink’s SkyTrain system where the ‘motor’ is in part underneath the individual cars and in
part the wide metal plate in the centre of the rails. This system ‘pulls’ the cars along the tracks
rather than rely on traction between the wheels and the rails.
Alignment:
For transit systems, alignment refers to the placement of a right-of-way, which can be elevated,
tunneled, ground level (‘at-grade’) or at any position along a roadway such as the left or right
side or the centre.
Bus Rapid Transit (BRT):
A broad term given to a variety of transportation systems that, through improvements to
infrastructure, vehicles and scheduling, use buses to provide a service that is of a higher quality
than an ordinary bus line and similar in service quality to rail-based rapid transit.
BRT is also called ‘Rapid Bus’ or ‘B-Line’ and usually features frequent service with limited stops
along a corridor. Some BRT systems have their own roadways that are separated from other
traffic, others use ‘signal priority’ – technology that allows buses to hold green lights in order to
maintain their schedules.
Commuter Rail:
This service usually runs on the same rail lines as traditional passenger trains or freight trains
and uses similar passenger cars and locomotives. These services link urban cores to communities
that are sometimes described as ‘exurbs’ because they are located farther from the central city
than traditional suburbs. TransLink’s West Coast Express trains that run all the way from Mission
to Waterfront Station is Metro Vancouver’s commuter rail service.
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Fare Media:
This term describes the various tickets, transfers and passes that transit passengers use to pay
their fares or to provide proof that they have paid the proper fare for their trip.
TransLink’s various ‘brands’ include ‘FareSavers’ – pre-paid tickets usually purchased in books of
10, the ‘DayPass,’ good for unlimited travel on the day it is issued and the monthly ‘FareCard’.
Frequent Transit Network (FTN):
TransLink adopted the concept of the Frequent Transit Network as it developed a regional
network of high quality and frequent transit services. Designed to meet a broad range of trip
requirements and types, it operates every day of the week and includes all rail rapid transit, bus
rapid transit and frequent bus lines in the region.
Service delivery on the FTN is targeted for every 15 minutes (or more often), 15 hours per day, 7
days a week. At that frequency, transit passengers don’t need schedules or timetables because
the average wait for the next bus or train is an average of 7 to 8 minutes.
Grade-Separated:
‘At-grade’ in transit terms means something operating at ground level whether it has a
dedicated right-of-way or not. A grade-separated system normally describes a transit service
with a right of way that is either elevated or tunnelled, but is also sometimes used for a system
that is at-grade but totally segregated.
Guideway:
For transit systems, this is a dedicated road or rail right of way that is separated from pedestrian
or motor vehicle traffic and provides a specific direction and path for the transit vehicle to
travel. SkyTrain’s rails are usually referred to as being in a guideway.
HandyDART:
This is TransLink’s custom transit system that provides door-to-door service for people with
physical, cognitive or other accessibility challenges. The ‘DART’ stands for ‘Dial-A-Ride
Transportation’.
HandyPass:
A photo ID pass for persons with disabilities. The pass entitles holders to ride on concession
fares and allows an attendant to accompany them free of charge throughout the system.

30

Lane Kilometre:
A lane-kilometer is one lane of a road one kilometer long. So, for example, one kilometer of a
road that is four lanes wide equals four lane-kilometers.
TransLink provides road operations, maintenance and rehabilitation funding to municipalities
based on the number of lane kilometers they have in the Major Road Network
Light rail or light rail transit (LRT):
This form of urban public transportation generally has lower capacity than heavy rail, metros or
SkyTrain-like systems and are more readily operated on the surface, on or adjacent to existing
streets. The term can refer to modern streetcar/tram systems with rapid transit-style features.
They are ‘driven’ by an operator and they usually run on electricity.
LRT often operates on dedicated rights-of-way separated from other traffic but can, if necessary,
be mixed with other traffic in city streets. SkyTrain-like systems must have their own dedicated
guideways because they are automated.
The design of individual LRT systems sometimes makes the difference as to whether they are
considered to be ‘rapid transit.’ Systems that feature frequent stops or stations and that
operate in mixed traffic will not offer the same speed or travel time consistency as true rapid
transit services.
Major Road Network (MRN):
TransLink provides a planning, funding and coordinating role for over 2,300 lane-kilometres of
regionally significant arterial roadways, referred to as the Major Road Network (MRN).
These roads remain under municipal control, but TransLink provides the funding necessary to
operate, maintain and rehabilitate them.
TransLink also allocates $20 million per year to cost-share road improvements with
municipalities. The annual allocation to an individual municipality is based on the percentage of
the MRN within its boundaries.
TransLink can opt to include roads in the MRN if they carry prescribed levels of transit services,
commuter traffic or truck traffic between municipalities only with the approval of TransLink and
the municipality in which the roads are located. All roads in the MRN remain under municipal
control.
Metro:
This term is normally used to describe a high-capacity, grade-separated transit system that
operates underground as a subway or above ground on a guideway. It’s otherwise known as
‘heavy rail.’ SkyTrain is often referred to as a ‘mini-metro’ because in its current configuration, it
does not have as much capacity as the systems in larger centres like New York, Paris or London.
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Off-Peak Period:
For TransLink, non-peak or non-rush hours are from 09:30 until 15:00 and from 18:30 until the
last bus Monday to Friday and all day Saturday, Sunday and holidays. During the off-peak
periods, transit passengers can travel throughout the bus, SkyTrain and SeaBus systems on a
one-zone transit fare.
Peak Hours:
TransLink’s peak hours are from the start of transit services until 09:30 and from 15:00 until
18:30 Monday to Friday. TransLink’s fare zones are in effect during peak hours and transit
passengers pay higher fares for longer trips in those times.
Scrap-It Program:
Scrap-It is a partnership that includes TransLink, AirCare, the governments of Canada and BC,
the New Car Dealers Association of BC and Canada’s vehicle recycling program. People can
dispose of old (1995 or older) but insured and operational motor vehicles in return for cash,
transit passes and/or bicycles.
Transit Ridership (‘Unlinked Trips’) Statistic:
This statistic is also referred to as the number of ‘boardings’ on transit in a given period and
reflects the total use of the system. For example, in the course of one transit trip, a passenger
might take a bus, transfer to SeaBus, transfer to SkyTrain and then transfer to another bus to
complete the journey. This counts as one transit trip, but four ‘boardings.’ TransLink recorded
302 million boardings in 2008.
Transit Trips (‘Linked Trip’) Statistic:
This statistic refers to the number of transit trips taken in a period regardless of the number of
transfers passengers make during their trip. In 2008, TransLink recorded 191 million individual
transit trips.
Transportation Demand Management:
“TDM” describes policies and programs aimed at reducing the demand on the transportation
system (roads and/or transit). TransLink offers a variety of TDM options through its
‘TravelSmart’ program, such as the Employer Pass Program, ridesharing , car sharing and carpooling.
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TransLink and Operating Company Media Contacts

TransLink:
Ken Hardie

604-453-4606

ken.hardie@translink.ca

604-216-3212

judy.rudin@translink.ca

604-453-3054

drew.snider@translink.ca

(Director of Communication)

Judy Rudin
(Manager, Media Relations)

Drew Snider

(Public Information Officer – Transit Operations)

British Columbia Rapid Transit Company:
Jennifer Siddon

604-520-5578

jennifer_siddon@bctrc.bc.ca

604-953-3076

derek.zabel@coastmountainbus.ca

Coast Mountain Bus Company:
Derek Zabel
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