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Abstract

Bicycling accounted for an average of 1.2% of work trips in Canada in 2001, 

but with considerable variation by province and metropolitan area.  In this study, 

we chose six Canadian cities for detailed analysis of their cycling trends and policies:  

Montr eal and Quebec City in Quebec; Ottawa and Toronto in Ontario; and 

Vancouver and Victoria in British Columbia.  All of these cities have made 

impr essive efforts to encourage more and safer cycling.  Most of the cities report 

increases in cycling levels over the past two decades but appear to have reached a 

limit due to lack of funding for crucially needed cycling infrastructure (bike paths 

and lanes, parking, intersection modifications, etc.).  In addition, the low-density, 

car-oriented suburban sprawl spreading around most Canadian cities has been 

increasing trip distances, thus making cycling decreasingly feasible outside the 

urban core.  Finally, Canadian cities and provinces have not imposed any significant 

restrictions on car use or imposed increases in taxes, fees, and other charges for car 

use, such as most European cities have implemented to discourage driving and 

increase transit use, walking, and cycling.  If Canadian cities really want to further 

increase cycling levels, they will have to further expand cycling infrastructure, curb 

low-density sprawl, and impose more restrictions and charges on car use.  
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Intr oduction

In 2002, the Canadian Government ratified the Kyoto Protocol, thus 

officially committing the country to r educe its greenhouse gas (GHG) emissions.  By 

the year 2012, Canada must achieve at least a 6% reduction in total GHG emissions 

below the 1990 emissions level (Environment Canada, 2004).   Unfortunately, 

Canada does not appear to be headed in the right direction.  Indeed, from 1990 to 

2002, its total emissions of GHG grew by 20%, and GHG emissions from transport 

sources grew even fasterÑby 24% (Environment Canada, 2004; Gilbert and Irwin, 

2004).   In order to reduce GHG emissions by the required 6% by 2012, it will be 

essential for Canada to curtail transport emissions in particular, since they account 

for a fourth of all GHG emissions.   

Encouraging Canadians to use their bikes for a higher percentage of tripsÑ

and their cars for a lower percentageÑwould be an ideal way to start reversing the 

alarming increases in Canadian GHG emissions (Transportation Association of 

Canada, 1993, 1998, 2004).  Bicycling is surely the most sustainable transport mode.   

Bikes emit virtually no GHG at all.   Unlike the private car, bikes cause no pollution 

of any kind and use no non-renewable energy sources.  Moreover, they require far 

less roadway and parking space, thus helping to relieve the growing congestion 

problems in most cities.  Bicycling is also a very equitable mode of transport, since it 

is affordable by virtually everyone, and with proper training, most people can learn 

to cycle.  Finally, cycling is an extraordinarily valuable form of cardiovascular 

exercise that improves both physical and mental health (Pucher and Dijkstra, 2003).
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 This article examines the status of cycling in Canadian cities.  We document 

tr ends in cycling over time, as well as differences in cycling levels among different 

Canadian provinces and metropolitan areas.  Perhaps most important, we examine 

the wide range of policies and programs that Canadians have implemented to 

promote more cycling while also making it safer, more convenient, and more 

feasible.   Some measures have been quite successful and innovative, providing 

valuable lessons for other countries about how best to increase cycling while 

impr oving its safety.

 The article begins with an overview of aggregate time trends and geographic 

differ ences in Canadian cycling levels and injury rates.  Most of the policy analysis, 

however, is focused on six case study cities in CanadaÕs three most populous 

provinces:  Montreal and Quebec City in Quebec; Toronto and Ottawa in Ontario; 

and Vancouver and Victoria in British Columbia.   Since urban transport policy in 

Canada is determined at the provincial and local level, disaggregate case study 

analysis is the only way to examine the nature, extent, and impacts of cycling 

policies in Canada.   

Overall Trends and Spatial Variation in Canadian Cycling 

 As shown in Table 1, bicycling accounted for only 1.2% of Canadian 

work trips in 2001.  That was a 10% increase over the 1996 bike share of 1.1%, but 

it r emains a tiny percentage of trips.  With over a fourth of trips in Canadian cities 

less than 2 miles longÑa distance that can easily be covered by bikeÑther e is 
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obviously much potential for increasing cycling and thus reducing car use that 

contributes so much to GHG emissions.  

TABLE 1 HERE

 Levels of cycling vary widely among CanadaÕs provinces:  from a high of 

2.0% in both British Columbia and Yukon Territories to a low of 0.1% in 

Newfoundland and Labrador (see Figure 1).   Of CanadaÕs three most populous 

provinces, British Columbia has about twice as high a cycling share of work trips as 

Ontario.  Mor eover, while the cycling share rose from 1996 to 2001 in both British 

Columbia (from 1.9% to 2.0%) and Quebec (1.1% to 1.2%), it remained constant in 

Ontario (at 1.0%).   Perhaps most remarkable is the extraordinarily high level of 

cycling even in the far north.  Indeed, Yukon ties British Columbia for the highest 

bike share of work trips (2.0%), and the Northern Territories (1.6%) far  exceed 

both Ontario (1.0%) and Quebec (1.2%).   So much for the myth that cycling is only 

possible in warm, sunny climates!

FIGURE 1 ABOUT HERE

 Table 2 contains the cycling share of work trips for each of CanadaÕs 

metropolitan areas with at least 100,000 inhabitants.   They are grouped into five 

differ ent population categories so that cities can be compared with other cities of 

roughly the same size.   Of CanadaÕs two largest cities, Montreal has a considerably 

higher bike share of work trips than Toronto (1.3% vs. 0.8%).   In the next largest 
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category, however, Vancouver, BC and Ottawa-Hull are tied at 1.9%.   In the middle 

category, the bike share ranges from 1.5% in Calgary, Alberta to 0.9% in Hamilton, 

Ontario.    The next category displays much more variation, with a 10:1 ratio of bike 

shares:  from 4.8% in Victoria, BC (the highest share of any Canadian city) to only 

0.5% in Oshawa, Ontario.   The smallest size category has the most variation, with a 

25:1 ratio of bike shares:  from 2.5% in Saskatoon, Saskatchewan to only 0.1% in 

St. JohnÕs, Newfoundland.

TABLE 2 HERE

Trends in Cycling Fatalities and Injuries

 Both the aggregate Canadian data cited aboveÑand the case studies 

discussed later in this articleÑsuggest considerable growth in cycling over the past 

two decades.   In spite of increased exposure through more cycling, both fatalities 

and injuries have fallen considerably over that same period.  For Canada as a 

whole, total cycling fatalities fell by 50% from 1984 to 2002 (from 126 to 63), and 

total cycling injuries fell by 33% (fr om 11, 391 to 7, 596) (Transport Canada, 2004).

FIGURE 2 HERE

FIGURE 3 HERE
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Figures 2 and 3 portray cycling safety trends for CanadaÕs three largest 

provinces.    Fatalities fell by 61% in Ontario, by 60% in British Columbia, and by 

46% in Quebec.   Injuries fell by 41% in British Columbia, by 37% in Ontario, and 

by 31% in Quebec.   Thus, cycling has become much safer in all thr ee provinces, 

especially considering the growth in cycling levels over the same time period, which 

suggests an even sharper fall in fatalities and injur es per km cycled.   The two 

figur es suggest that safety improvements have been greatest in Ontario and British 

Columbia, but comparisons among provinces are difficultÑdue to likely differ ences 

among provinces in their rates of population growth and trends in cycling levels. 

These aggregate trends suggest that Canadian cycling is indeed thrivingÑ

increasing in both quantity and quality.  Clearly, however, there are important 

differ ences between provinces and among cities.   Moreover, the specific measures 

taken to promote cycling can only be examined at the provincial and local level.  

Before analyzing bicycling trends and programs in six case study cities, we 

briefly summarize policies at the federal and provincial level.   

Federal and Provincial Bicycling Policies

 The federal government in Ottawa has no involvement at all in cycling 

policies or funding.  That derives from its likewise very limited role in urban 

transport in general, including public transport.  With the exception of Transport 

CanadaÕs modest funding of occasional research and education programs, urban 

transport is left to the provinces and cities.
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 The extent of provincial involvement in cycling policies and funding varies 

considerably by province.  As described in the case studies in detail, Quebec has 

been deeply involved in a range of programs to promote cycling, increase its safety, 

coordinate local efforts, and fund infrastructure improvements.  By comparison, 

Ontario pr ovides virtually no funding, planning or program coordination for 

cycling.  OntarioÕs involvement is limited to the regulations that most provinces 

have about whether helmet use is mandatory and on which highways cycling is 

permitted.   British Columbia (BC) has been somewhat more involved than Ontario 

in promoting cycling.   The provincial government has a modest capital funding 

program for cycling infrastructur e and a provincial cycling advisory committee to 

help coordinate local efforts.   Moreover, the BC Ministry of Transport now tries to 

accommodate cyclist needs in most provincial highway projects.  Clearly, however, 

no province has been nearly as actively involved in cycling promotion as Quebec.

Cycling Trends and Policies in Quebec:  Montreal and Quebec City

 QuebecÕs Ministry of Transport and the province-wide organization Velo 

Quebec play crucial roles in cycling policies and programs in all parts of the 

province.   In 1995 the province adopted an official Bicycle Policy (Quebec Ministry 

of Transport, 2004).  Its stated goal is to increase use of bicycles for transport, while 

impr oving cycling safety.  All pr ovincial infrastructur e projects, including roadway 

projects, must incorporate the needs of cyclists in their design.   Moreover, the plan 

intr oduces uniform bikeway design and traffic control standards.   The provincial 

role in cycling is so important that some statistics are only available for the province 
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as a whole, and many programs and policy issues can only be assessed on a 

province-wide basis.  Where possible, however, we isolate the specific situation in 

each of QuebecÕs two largest cities, Montreal and Quebec City. 

The Province of Quebec overall does not have a particularly high percentage 

of work trips by bikeÑindeed, it is the same as for Canada as a whole (1.2%).  

Montr eal, however, has a much higher bike share of work trips than CanadaÕs 

other major metropolis, Toronto (1.3% vs. 0.8%), in spite of colder weather 

thr oughout the year.   Quebec City also has a 1.3% bike share of work trips, about 

the average for Canadian cities of that size, but impressive given the cold climate 

there.   Over half of Quebecois (54%) cycle at least once a year, and with 750 bikes 

per 1,000 population, roughly two-thirds of adults own at least one bike (Velo 

Quebec, 2001).    

Perhaps most notable is the large increase in cycling over recent years.  Thus, 

the number of adult Quebecois who cycle weekly doubled from 1991 to 2000, to 1.7 

millionÑ31% of QuebecÕs residents.   Most of the growth in cycling has come from 

increased cycling among middle-aged and older adults.   As shown in Figure 4, the 

percentage of Quebecois in the oldest age categories (55-66 and 65+) who cycle at 

least occasionally every year almost tripled between 1981 and 2000 (Velo Quebec 

2001).  By comparison, the incidence of cycling barely increased at all in the two 

youngest age categories.   Nevertheless, it is still true that those younger categories 

have higher rates of cycling (76% for those aged 6 to 17 vs. only 21% for those 65 

and older).  
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FIGURE 4 HERE

The Census data on cycling for the work trip pr obably underestimate total 

cycling, since only about 20% of cyclists in Quebec province say they use their bikes 

mainly or even occasionally for practical transport.   An origin-destination travel 

survey conducted for the Montreal metropolitan area in 1998 reported an overall 

bike share of 1.5% for the period from late August to mid-December (including non-

work trips) (Agence Metropolitaine de Transport, 2001).   That is a bit higher than 

the 1.3% bike share of work trips reported by the 2001 Canadian Census (taken in 

May).   According to the 2000 Etat du Velo survey, 8.4% of Montreal cyclists said 

they ride at least once a day between May and August.  Moreover, 7.9% of cyclists 

said that the bike is their main means of transport for trips within Montr eal.  Of 

course, weather is an important factor throughout the province.  Whereas 50% of 

Montr eal cyclists say they use their bikes in October and November, only 7% cycle 

fr om December to March.   Even that is an amazingly high percentage given the 

brutally cold winters with an average of three feet of snow.   

Although the bike share of work trips reported in the 2001 Canadian Census 

is the same in both Montreal and Quebec City (1.3%), other surveys suggest slightly 

higher cycling shares of travel in Montreal.   The Etat du Velo survey found that 

6.2% of Quebec City cyclists ride every day between May and August (vs. 8.4% in 

Montr eal).  While the same 50% of bicyclists in both cities said they cycled in 
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October and November, only 2% of Quebec City bicyclists ride from December to 

Mar ch (vs. 7% in Montreal), probably because winters in Quebec City are even 

colder than in Montr eal, and with twice as much snow.   Nevertheless, a higher 

percentage of Quebec City bicyclists report cycling more than 500 km a year (15% 

vs. 13% in Montreal).  In both cities, roughly half of cycling is on separate bike 

paths and lanes: 50.2% in Montreal and 45.6% in Quebec City.   

Surely the most impressive accomplishment in Quebec has been increasing 

cycling levels while sharply reducing cycling injuries.   For the period 1987 to 2000, 

for example, total number of bicycles in Quebec more than doubled, and the 

number of regular cyclists increased by 50%, while cycling fatalities fell by 42%, 

serious injuries fell by 56%, and minor injuries fell by 38%.   It is unlikely that this 

has anything to do with helmet use, since it is not required in Quebec, and only 

28%-35% of cyclists (all age groups) wear helmets (Velo Quebec 2001).   

Clearly, one reason for both the growth in cycling levels and its increasing 

safety is the enormous expansion of both off-road and on-road cycling facilities 

thr oughout the province of Quebec.   From 1992 to 2000Ñduring QuebecÕs cycling 

boomÑther e were 4,000 km of additional bikeways built throughout the province, 

bringing the total to almost 7,000 km.   In Montreal, there are 210 km of separate 

bike paths, 95 km of bike lanes, and 66 km of bike routes on lightly traveled roads.   

One distinct feature of MontrealÕs on-street bike lanes is that they are two-

dir ectional, with cyclists traveling in opposite directions on adjacent lanes, both on 

the same side of the street.   Moreover, they are only in effect from April 15 to 
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November 1 since there is so little cycling in winter.   Although it is much smaller, 

Quebec City has even more cycling facilities:  220 km of separate bike paths, 121 km 

of bike lanes, and 66 km of bike routes on lightly traveled roads.   About a fourth (28 

km) of Quebec CityÕs bike lanes are two-directional, as in Montreal  (Velo Quebec, 

2004a).   Most impressive, perhaps, is the celebrated Route Verte, a $120 million 

bikeway network that connects all parts of the province.  For Quebec province as a 

whole, 41% of bike trips are on separate bike paths as opposed to shared roads 

(Velo Quebec, 2001).

In general, the Government of Quebec bears the cost of bikeway projects on 

provincial roadways, while municipalities finance bikeway projects on city streets.   

Additional pr ovincial financing is available for municipalities through the financial 

assistance programs for the construction (25% matching grants) and maintenance 

(50% matching grants) of La Route verte.  Overall, the province pays for about half 

of all new bikeway construction.  

Cycling safety is promoted in many schools thanks to the Quebec car 

insurance company SAAQ (Societe dÕAssurance Automobile du Quebec).  It 

distributes free bicycling safety instruction materials to all schools in the province.  

To motivate students, it offers prizes of free bikes and bike helmets for winners of 

various cycling safety competitions.   SAAQ also works with local police to sensitize 

them to cyclist safety issues, and the need to require both motorists and cyclists to 

obey traffic laws affecting cycling safety (SAAQ, 2004).  
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Provision of separate cycling rights of way seems to be the main approach to 

increasing cycling levels and safety in Quebec.   It appears, however, that Quebec 

does considerably less traffic calming, intersection modification, parking provision, 

and intermodal coordination than in Ontario and British Columbia.  There are only 

a few intersections with push-button activated bike traffic lights, but no automatic 

sensors for cyclists, as in Toronto, Ottawa, and Victoria.   Of course, cyclists as well 

as pedestrians get the usual green light once during every traffic light cycle.

While bikes can be taken on some buses (Velo Bus Moulins), metros, and 

suburban trains, especially at off-peak times, there are no special provisions for 

bikes on most transit vehicles (Agence Metropolitaine de Transport (AMT), 2004 

and Velo Quebec, 2003).   Few buses come equipped with bike racks, and on metros 

and suburban trains, it can be difficult for cyclists to navigate steps as well as 

crowded vehicles and stations.   Fortunately, bike parking has been expanded at 

metro and suburban rail stations, thus facilitating cycling for the short trips to and 

fr om transit stops, and then use of transit for the longer trip (Velo Quebec, 2003 and 

AMT , 2004).   In 2000, Montreal had 1,600 bike parking spaces at metro stations 

and 550 spaces at suburban rail stations.   Both Montreal and Quebec City have 

been increasing the number of bike racks on sidewalks, and their universities have 

thousands of bike parking spaces on their campuses (Velo Quebec, 2003).

Quebec has been at the forefront of cycling promotion in Canada, indeed in 

all of North America, thanks to Velo Quebec, a private non-profit organization 

funded mainly by member fees, events, and sponsors.  Although Velo Quebec works 
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closely with QuebecÕs Ministry of Transport, it only r eceives about a tenth of its 

revenues from the province and municipalities (Velo Quebec, 2004b).   It sponsors 

numerous special events such as tours, conferences, races, and cycling courses.   In 

Montr eal, for example, it organizes special bike rides for different age groups, of 

differ ent lengths and difficulty, and even a special night ride.  In June 2004, La 

Feria du Velo celebrated the 20th anniversary of the annual Tour de lÕIle in 

Montr eal, with over 66,000 cyclists participating.   Similarly, there are various kinds 

of well-publicized bike rides in and around Quebec City from May through 

September.  Velo Quebec sponsors a bikeÐto-work week in Montreal (now 

expanding to other cities throughout Quebec) in early June called Velo-Boulot (Velo 

Quebec, 2004c).  It also publishes a cycling magazine (Velo Mag), maintains an 

informative, multifaceted website (www.velo.quebec.ca), and operates a cycling cafŽ 

in Montr eal that offers food as well as cycling publications and supplies (Maison des 

Cyclistes). 

Cycling Trends and Policies in Ontario:  Toronto and Ottawa

 In stark contrast to Quebec, the province of Ontario plays virtually no role at 

all in pr omoting cycling, coordinating cycling programs, or funding cycling 

infrastructur e.   Thus, municipalities in Ontario are left to determine cycling policies 

for themselves.   Both Toronto and Ottawa have actively supported a range of 

programs to encourage more cycling and increase its safety.

 Of the two cities, the Ottawa metropolitan area has a considerably higher 

level of cyclingÑindeed, more than twice as high as the Toronto metropolitan area:  
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1.9% vs. 0.8% of work trips, according to the 2001 Canadian Census (Statistics 

Canada, 2003).   The CensusÕs bike share of work trips in Ottawa was confirmed in 

2002 by a survey of 1,009 Ottawa area residents showing that 2.0% used the bike as 

their primary mode for the work trip, with an additional 12% of r esidents using the 

bike as a secondary mode (City of Ottawa, 2003a and 2003c).   Both the Census data 

and cordon counts suggest that cyclingÕs share of travel in metropolitan Ottawa has 

been falling slightly.  The Census, for example, reports a decrease from 2.1% of 

work trips in 1996 to 1.9% in 2001.  Cordon counts by the city in 1995 and 2001 

confirm that decline, albeit for all trip purposes, with an average 15% decline in the 

number of bikes crossing key points in several corridors leading to the central city, 

and an average 25% decline in the number of bike trips relative to the number of 

car trips in the same corridors (City of Ottawa, 2002).   Nevertheless, Ottawa still 

has the highest bike share of travel of any major city in all North America.   

According to a 2003 survey of 1,001 persons, 57% of adults in Ottawa cycle at least 

once a year (City of Ottawa, 2003).  Of those cyclists, almost two-thirds (63%) 

describe themselves as mainly utilitarian cyclists, compared to about a third (37%) 

who cycle mainly for recreation.  Not surprisingly, 73% of all Ottawa households 

have at least one bike, and 66% have two or more.  As in most Canadian cities, 

cycling in Ottawa varies greatly by time of year, with only about 5% as much 

cycling in the middle of winter as during the peak summer months.

 Cycling trends vary greatly in Toronto between the inner and outer portions 

of the metropolitan area.   For the greater metro area, the Canadian Census reports 



16

the same 0.8% bike share of work trips in both 1996 and 2001 (Statistics Canada, 

2003).  For the much smaller, core area called Metro Toronto, however, the Census 

bike share of work trips rose from 1.1% in 1996 to 1.3% in 2001.  The 

Transportation Toronto Survey (TTS) indicates a slight increase in the combined 

bike/walk share of trips for that same core area from 7% in 1986 to 8% in 2001 (all 

trip purposes, 24 hours) (Transportation Information Steering Committee, 

1986-2001).  City cordon counts also suggest considerable cycling growth in the 

inner portions of the metro area, with an average 24% increase in the number of 

bike trips in 20 key cycling corridors from 1999 to 2003 (Decima Research, 2000; 

City of Toronto, 2001).   The very different travel trends in the inner and outer areas 

of greater metropolitan Toronto are confirmed by the 2001 TTS survey, which found 

a combined walk/bike share of 27% for the core area, 9% for the core ring, 6% for 

the inner suburbs, and 5% for the outer suburbs. 

The percentage of cyclists among Toronto area residents is lower than in 

Ottawa (48% vs. 57%).   Moreover, in sharp contrast to Ottawa, 42% of Toronto 

cyclists described themselves as utilitarian cyclists (vs. 63% in Ottawa), while the 

remaining 58% of Toronto cyclists cycle mainly for recreation and not for practical 

transport (Decima Research, 2000).   Corresponding to its lower level of cycling, 

Toronto also has a lower percentage of households with at least one bike (62% vs. 

73% in Ottawa).  One striking similarity, however, is the dramatic drop in cycling 

during the winter months, with only 7% as much cycling in the winter as in the peak 

summer months.  While the winters in Toronto are not nearly as severe as in 
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Ottawa, Montr eal, and Quebec City, they appear to be cold and messy enough to 

discourage most cycling.

 Corr esponding to the impressive 62% decline in cycling fatalities and 37% 

decline in cycling injuries in the province of Ontario from 1984 to 2002, both Ottawa 

and Toronto have succeeded in improving cycling safety.   In the past ten years, for 

example, cycling injuries have fallen by 33% in Ottawa, and cycling fatalities have 

been cut in half (City of Ottawa 1999-2003 and 2003b).   Over the same period, 

cycling injuries in Toronto fell by 9%, and fatalities fell by about two-thirds (City of 

Toronto, 2005a).   In 2003 there were over three times as many reported cycling 

injuries in Toronto as in Ottawa (1,013 vs. 295), although Toronto has less than twice 

as many daily bike trips (18,285 vs. 10,090).   The apparently greater cycling safety 

in Ottawa might be attributable to the far more extensive system of separate cycling 

facilities there, as well as lower volumes of motor vehicle traffic on OttawaÕs roads 

compared to Toronto.

 Ottawa and Toronto have undertaken a broad range of measures to improve 

cycling safety (City of Ottawa, 1994 and 2001; City of Toronto, 2001 and 2003).   

Both cities have greatly expanded their systems of bike paths and lanes to provide 

more separate rights of way for cyclists.   As of 2003, Ottawa had 511 km of bike 

routes on arterial and secondary roads, of which 83km had separate bike lanes, 81 

km had paved shoulders specifically for cycling, and 35 km had extra-wide shared 

lanes.   Ottawa also has 311 km of off-road bike routes.   Included in the OttawaÕs 

total of 822 km of cycling facilities is the extensive system of bike paths known as the 
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National Capital Pathway, mainly along waterways or in parks and greenways.   

The City of Ottawa publishes a detailed cycle route map indicating the location and 

type of all bike routes as well as bike parking throughout the city.   It is 

superimposed on a detailed city map to facilitate matching bike routes and parking 

with all destinations in the city.

 Although Toronto has been steadily expanding its network of bike routes, it 

remains much smaller than OttawaÕs.   In 2003, it offered 252 km of bikeways 

(compared to OttawaÕs 822 km), including 154 km of off-road paths, 63 km of bike 

lanes, and 35 km of shared roadways (City of Toronto, 2001 and 2004).   TorontoÕs 

official Bike Plan sets an ambitious goal of 1,000 km of bikeways by 2011, but it has 

a long way to go, and funding is limited.  While Ottawa offers more cycling facilities, 

Toronto has more extensive traffic calming of its residential neighborhoods, making 

cycling on shared streets both safer and more pleasant.  As in Ottawa, there is also a 

detailed map of cycling routes in Toronto, designating various kinds of bike routes, 

bike share pickup/drop-off sites, transit connections, and other items of interest to 

cyclists.  Toronto introduced a new bikeway network signage system in 2004 that 

provides uniform design, clearer, easier-to-follow dir ections, and improved 

connections between bikeways on and along roads and those in parks.

 Toronto and Ottawa have many intersections with special bike traffic signals, 

including some with innovative roadway sensors that detect waiting bikes and 

automatically trigger a green light for cyclists.   Such intersections feature pavement 

markings indicating where cyclists should stop in order to activate the signal 
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sensors.  Both cities also have numerous intersections with push button triggered 

signals, but they are usually for both cyclists and pedestrians.

 Toronto and Ottawa have done much more than any city in Quebec to 

promote safer cycling by improving cycling and motorist behavior.  Ontario 

provincial laws require helmet use up to the age of 18, and legislation is now being 

considered to make it mandatory for all age groups.  In Ottawa, for example, 68% 

of all cyclistsÑand even 54% of adult cyclistsÑwear helmets (City of Ottawa, 2003b 

and 2003c).   That is about twice as high as the 33% of Toronto cyclists and 

28%-35% of cyclists in Quebec Province who wear helmets (City of Toronto, 2005b; 

Velo Quebec, 2001).  

Extensive CAN-BIKE courses in both Toronto and Ottawa offer a variety of 

education and training courses for all age groups and skill levels.  In Ottawa, CAN-

BIKE is curr ently contracted out to a private, non-profit group called Citizens for 

Safe Cycling, which also organizes bike tours for seniors and bicycling camps and 

special safety courses for children.   In addition, Ottawa schools offer instructional 

programs for cycling skills and traffic safety, funded by the Ottawa Public Health 

Department and implemented by the Ottawa Safety Council.   The Council also 

operates a miniature safety village with typical but smaller-scale roads, bike lanes, 

and traffic signals to teach children traffic skills.   The Ottawa police organize 

bicycling rodeos in neighborhoods throughout the city to teach basic cycling skills as 

well as traffic laws pertaining to cyclists.   Enforcement is important.  The Ottawa 

police conduct occasional one-week bicycling safety blitzes, making intensive checks 
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on bike safety and cracking down on illegal cycling on the sidewalk, in the wrong 

dir ection, and against the light.  Similarly, police target motorists who fail to respect 

the legal rights of cyclists.  Until recently, Ottawa offered the option of attending a 

Bike School for offenders in lieu of paying fines.  In 2004, the province of Ontario 

prohibited that alternative to paying fines. 

 TorontoÕs safety programs are similar to those in Ottawa, including CAN-

BIKE courses run from 14 community centers, with a total of 74 courses in 2003, 

producing about 400 graduates (City of Toronto, 2001 and 2003).   Recently, the City 

of Toronto took over the CAN-BIKE pr ogram and now runs it directly through its 

parks and recreation department, with instructors hired as city employees.  Toronto 

also has an extensive bike safety publicity campaign, with a variety of posters, 

stickers, decals, and brochures showing proper helmet use, proper procedure for 

cars passing bikes, reminders to watch for bikes when opening car doors, and 

warnings to cyclists not to ride on sidewalks.   As in Ottawa, the Toronto police are 

actively involved in a range of programs to enhance cycling safety.  They have a 

special bike squad, with over 900 officers having completed CAN-BIKE courses to 

become eligible for the squad.  The police also have an annual two-week 

enforcement campaign called Cycle Right, which targets both bicyclist and motorist 

violations of traffic r egulations affecting bike safety.  Finally, the police give 

bicycling safety talks and organize bicycling rodeos in many Toronto schools.    

 Toronto offers the most extensive bike parking facilities in all of North 

America, with a total of 14,500 bike parking spaces on city sidewalks as of 2004.   
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The famous post-and-ring bike stand was developed in Toronto and has become a 

symbol of Toronto cycling (City of Toronto, 2001).  Roughly a thousand new post-

and-ring stands are installed every year.   TorontoÕs zoning code was amended in 

1993 to require all large new developments to provide both bike parking and 

shower facilities for cyclists.  Similarly, OttawaÕs zoning and building codes require 

bike parking for  certain kinds of commercial land uses, and also provides incentives 

for firms to provides showers for their employees who bike to work.  The City of 

Ottawa provides well over 6,000 bike parking spaces, not including the many 

thousands of bike parking spaces at federal offices and large employers, for which 

bike parking statistics are not available (City of Ottawa, 2004).

 Intermodal coordination of cycling with public transport appears to be much 

better in Ottawa than in most Canadian cities.   In addition to bike parking at all 

light rail (O-T rain) and express bus (Transitway) stops, an increasing number of 

Ottawa buses come equipped with bike racks from mid-April to October  31 (over 

200 by 2004).  12% of cyclists take advantage of this Òrack and rollÓ program, 

enabling them to take buses for the longer portions of their trips.   Toronto does not 

yet provide any buses with bike racks, but bikes may be carried onto buses during 

off-peak periods.   In Ottawa, drivers of buses without racks use their own 

discretion whether to permit bikes to be taken onto the bus, presumably based on 

how crowded the bus is.  Ottawa permits bikes on their O-Train at all times of day, 

while TorontoÕs subway and suburban rail trains only permit bikes during off-peak 

hours.  Taking bikes onto buses, subways, and trains in Toronto is, at any rate, 
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rather unrealistic, often involving inconvenient, time-consuming, and sometimes 

dangerous maneuvers up and down stairs, along platforms, and through narrow 

aisles.   Fortunately, there is bike parking at many subway and commuter rail 

stations in Toronto, thus facilitating bike and ride.   Taking bikes on rail and bus 

rapid transit in Ottawa is more realistic, since all stations are wheelchair accessible, 

either via ramps or elevators, thus facilitating bike access as well.  Even there, 

however, it can be time-consuming and inconvenient for cyclists to board buses 

without racks or wait for elevators to access rapid transit platforms.   

Both Toronto and Ottawa offer an impressive array of programs to promote 

cycling (City of Toronto, 2001 and 2004; City of Ottawa, 2001).   The Toronto 

cycling map, for example, is revised annually and distributed for free at numerous 

locations throughout the city.   The improved bike route signage system in itself is an 

attempt to encourage more cycling by making it easier to find the best routes to 

desired destinations.   The highest profile promotional effort is the annual Bike 

Week in late May or early June.  In 2004, there were over 100 events, over 30,000 

participants, and over 60 different community groups and sponsors.   Bike Week 

also features the cityÕs largest charity event, Bike for Heart, which attracted over 

12,000 cyclists in 2004.   The City of Toronto publishes a monthly newsletter called 

Cyclometer, which is mailed out to about 2,500 cyclists as well as posted on a special 

bicycling website.  That same website (http://www.city.toronto.on.ca/cycling/

index.htm) advertises bicycling events, disseminates information on cycling safety, 

lists CAN-BIKE courses, offers downloadable maps, the long-range cycling plan and 
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other useful reports, and provides links to neighborhood cycling groups.  The 

website also facilitates reporting of repair and snow removal problems on cycling 

facilities and permits direct requests for installation of post-and-ring bike stands at 

specific locations.   Toronto has a unique Cycling Ambassador Program that 

employs about ten proficient cyclists who reach out to communities throughout the 

city, disseminating information about cycling, promoting safety, assisting with 

cycling courses, and gathering feedback from communities to improve the cityÕs 

cycling policies and programs.    Toronto also offers Bike Friendly Business Awards 

to firms that do the most to promote cycling among their employees and customers, 

and Bike to School programs (part of Active and Safe Routes to School) in more 

than 60 Toronto schools to encourage school children to cycle to school.

 In addition to all of those efforts by the City of Toronto, two groups have 

been key to promoting cycling.  Advocacy for Respect for Cyclists (ARC) is the main 

advocacy group, producing an annual report card on cycling conditions, holding 

street memorials whenever a cyclist is killed, and arranging for legal defense of 

cyclists (http://www.respect.to/).   The Community Bicycle Network (CBN) promotes 

cycling by cooperating with provincial and government agencies, as well as with 

Transport Canada at the federal level.  It operates Bike Share, a community bike-

lending program, organizes monthly seminars about sustainable transport, and runs 

Wenches with Wrenches, a bike repair and skills clinic taught by women for women 

(http://www.communitybicyclenetwork.org/).
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 The City of Ottawa works closely with Citizens for Safe Cycling (CfSC) on 

most cycling promotional programs.   The Complete Ottawa Cycling Guide was 

distributed for  free to all households in 2000 and reprinted in a local newspaper 

annually until 2004.   In early June, there is an event called Commuter Challenge, 

including Bike to Work Day, marking the start of the cycling season.   The end of the 

season in September is marked by the Harvest Ride bike tours.  The various rides 

offer a range of distances and skill levels for all types of cyclists, and are 

accompanied by food, seminars, and many other events to provide a festive 

atmosphere.   In addition, there are several charity events (le Tour Nortel and MS 

Bike Tour) as well as numerous longer, regional bike tours that attract thousands of 

participants.   The City of Ottawa and CfSC even make a special effort to promote 

winter cycling by offering cold weather cycling seminars at workplaces and 

community centers and by publishing a special guide called ÒCycling 365.Ó   Finally, 

there is a large squad of Ottawa police on bikes, thus providing an important official  

presence on bike.  They carry out the full range of enforcement responsibilities, not 

just monitoring cycling behavior.  There are also bike paramedics, bike parking 

officers, and a volunteer bike pathway patrol to increase security, provide 

information, help with bike r epairs, and provide emergency first aid.

Cycling Trends and Policies in British Columbia: Vancouver and Victoria

 As shown in Figure 1, British Columbia has about twice as high a bike share 

of work trips as either Ontario or Quebec.   To some extent, that is probably due to 

less seasonal variation in temperature and, in particular, the milder winters in 
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southwestern Canada.   It is not due to more favorable topography, as portions of 

both Vancouver and Victoria are quite hilly.   The compactness of Victoria, however, 

may help explain the high levels of cycling there.  Most development is restricted by 

geography to the tip of Vancouver Island, bordered by water on most sides, by rural 

and agricultural land to the north, and by a greenbelt to the west.  That generates 

many short trips that can be covered by cycling.   Some interview respondents 

suggested that British Columbians are in general more physically active than other 

Canadians, with Victoria and Vancouver ranked by Health Canada as #1 and #2 in 

overall levels of physical fitness.  Thus, British Columbians might also be more 

likely to cycle for transport as well as recreation.  While both Vancouver and 

Victoria have been expanding their cycling route networks, cycling infrastructure 

does not explain a bike mode share in British Columbia that is twice as high as the 

Canadian average, since bikeway networks in Ontario and Quebec are more 

extensive.   Better weather, more compact development, and greater inclination 

toward physical activity probably contribute to the higher cycling levels in British 

Columbian cities, but there is no solid evidence of their actual impacts.

 The Canadian Census reports that the bike share of work trips in the 

Vancouver metropolitan area rose from 1.7% in 1996 to 1.9% in 2001, but that 

increase may have been caused by a public transport strike during the survey 

period, which probably forced some riders to cycle instead of taking transit.  Since 

another regional travel survey in 1999 reported the same 1.7% bike share of work 

trips as indicated by the 1996 Census, it is likely that the bike share of trips has been 
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stable in recent years (Translink, 2001).   Even a 1.7% share, however, places 

Vancouver right behind Ottawa among CanadaÕs cities with population over a 

million.  As in Toronto, levels of cycling vary greatly between different portions of 

VancouverÕs metropolitan area.  While only 0.6% of suburban households made 

their work trips by bike in 1996, 3.3% of city residents commuted by bike, and in 

the university district, the share was 12.2% (Translink, 2001). 

 Greater Victoria has an even higher bike share of work trips than Greater 

VancouverÑindeed the highest of any Canadian metropolitan area:  4.9% in 1996 

and 4.8% in 2001, according to the Canadian Census.   The reported decline is only 

slight, but confirmed by Victoria RegionÕs own Origin-Destination (O-D) Travel 

Surveys in 1992 and 2001, which showed a drop in the bike share of afternoon peak 

trips fr om 5.2% to 3.6%  (Capital Region District, 1998, 2002a, and 2002b).   

Mor eover, the 2001 O-D Survey found only a 2.4% bike share of all trips in the 

region, when all times of day and all trip purposes are included.   The same survey 

found a much higher bike share of work trips (6.2%), indicating the much greater 

use of bikes for work commutation than any other purpose.   Comparisons of the 

Census and O-D survey data may be misleading, however.  The Census data were 

collected in May, while the regional O-D survey was done from early October to mid 

January, when the weather is generally cooler, rainier, and thus less hospitable to 

cycling.   In spite of all these statistical discrepancies, all surveys confirm that 

Victoria has the highest cycling share in Canada.       
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 As noted earlier, cycling has become much safer in British Columbia, with 

cycling fatalities declining by 60% between 1984 and 2002, and injuries declining by 

41%.    Both Vancouver and Victoria r eport similar declines.   In Vancouver, for 

example, cyclist crashes fell from 728 in 1992 to 229 in 2003, and fatalities fell from 

an average of three a year in the 1980s to only one a year by 2003 (Translink, 2004).

 Incr eased cycling safety in British Columbia is probably due to expanded 

cycling facilities, traffic calming of neighborhoods, improved education and training 

of both motorists and cyclists, and increased helmet use.   The Bike Smarts Program 

in Victoria is aimed at cycling education for school children aged 7-13 years (Capital 

Region District, 2003a).  Almost half of all Victoria area elementary schools 

participate in this program, which entails five hour-long sessions of cycling courses 

(taught by regular school teachers) on rules of the road, bike mechanics, bike 

handling, dealing with cycling hazards, and correct helmet use.  The pan-Canadian 

program CAN-BIKE is run by Cycling BC in British Columbia, mainly for  adults 

learning to cycle.   Safe cycling is a key element in all CAN-BIKE courses.   Helmet 

use has been mandatory throughout British Columbia since 1995, as well as front 

and rear lights on bikes used after sunset.   The official provincial driving manual 

for motorists, ÒSafe DriverÕs Guide,Ó has expanded the ÒShare the RoadÓ section, 

which emphasizes the need for motorists to respect cyclistsÕ rights to use most 

roadways, and to drive in a way that anticipates possibly dangerous situations and 

minimizes the likelihood of crashes with cyclists (Capital Regional District, 1999 and 

2003a). 
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   Nevertheless, in both Vancouver and Victoria, police and insurance reports 

show that motorists are at fault in most crashes with cyclists (Capital Regional 

District, 1999).  The leading motorist violations are failing to yield to cyclists at 

intersections (28% of cyclist injuries), dooring of cyclists by car occupants (15%), 

and motorists sideswiping or squeezing out cyclists from the roadway (6%).  Cyclists 

were at fault in some instances as well, however.  In 10% of crashes, they failed to 

yield properly at intersections.   Another widespread safety problem is crashes with 

pedestrians caused by illegal cycling on sidewalks and failure to yield right of way to 

pedestrians in crosswalks.

 As in other Canadian cities, both the Vancouver and Victoria r egions have 

been steadily expanding their network of separate bike paths and lanes, while also  

extending their systems of  bike routes on lightly traveled roads.   Vancouver, for 

example, constructed 16 bikeways from 1986 to 1999, with a total length of 133km 

(City of Vancouver, 1999).   Nevertheless, most of the 1,347 km of bike routes in the 

Greater Vancouver area in 2004 were on lightly traveled roads, sometimes with 

modest accommodations for bikes.  Indeed, it is the specific policy of Vancouver to 

focus on facilitating cycling on local side streets with low traffic volumes, including 

streets in traffic calmed residential neighborhoods (City of Vancouver, 1999).  

The Victoria Capital Region has a total of 377 km of bike routes (Capital 

Regional District, 2003b).  They include 67km of mixed-use off-road trailsthe 

Galloping Goose and Lochside Trailswhich parallel the region's major highways 

and traverse much of the region.  Both are heavily used in urban sections of the 
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region's core municipalities.   In addition, the Victoria r egion has 62km of bike lanes 

and 131 km of roadways with paved shoulders that are specially marked to separate 

cyclists from car traffic.  Mor eover, some Victoria neighborhoods have been traffic 

calmed by speed humps and bulbouts, thus reducing vehicle speeds and facilitating 

safe and pleasant cycling.   There are ambitious plans for expanding the Capital 

RegionÕs bike route network to 550 km and improving connections among routes, 

but funding is a key problem (Capital Regional District, 2003a).

 Both Victoria and Vancouver have made special efforts to accommodate 

cyclists at intersections (Capital Regional District, 2003a; Translink, 2004 and 2005).   

Cyclist-activated traffic signals are available at many locations.  In the central 

municipality of Victoria alone, there are 61 intersections with loop detectors for 

bikes, and additional ones in the outlying municipalities of the region.  There are 

also numerous intersections with push-button activated traffic signals for bikes.  

Victoria is expanding the number of intersections with special bike access lanes and 

bike boxes for cyclists waiting for a green light.   Vancouver also provides bicyclist-

activated traffic lights to facilitate crossing busy intersections.  Many of these signals 

are shared by pedestrians and cyclists (about 170, as of 2004).  All new pedestrian-

activated signals are now installed with curbside buttons for cyclists.   Similar to 

Vancouver and Toronto, Victoria has 40 intersections with loop detectors in the 

pavement to detect bikes and trigger a green signal.    Two intersections offer bike 

boxes for waiting cyclists.    Most important, however, Vancouver has traffic-calmed 
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many of its local residential streets through measures such as median refuges, traffic 

circles, artificial dead-ends for cars, and cut-through passages for bikes.   

 The provincial government of British Columbia provides only very limited 

funding for  improvements in  cycling infrastructure.   Requiring at least an equal 

match by local governments, the province provided about $2 million per year from 

1995 to 2001, then suspended the program for three years, and re-instated the 

program in 2004 at only half the former level  of support.  Moreover, the province 

has made applications for funding absurdly difficult.  Until r ecently,  funding was 

not awarded until December, and cities were required to complete all construction 

during the thr ee winter months, before March of the following year.  That has 

discouraged many municipalities from applying for provincial funding at all.  

Nevertheless, at least British ColumbiaÕs provincial government has made some 

minimal effort to fund cycling faclities, in contrast to Ontario, which has done 

nothing at all.  Moreover, all muncipalities applying for provincial funding are 

required to establish bicycling facility plans as part of their overall community 

development plans.  That, in itself, has been a positive development.   

 From 1990 to 1999, Greater Vancouver spent almost $6 million on bikeway 

facilities.  Translink, the regional transport authority for  Greater Vancouver was 

established in 1999 (Translink, 2005).  Since then, it has increased funding for 

cycling infrastructur e to several million dollars a year, financed by a portion of the 

gasoline tax dedicated to transport improvements.   Most of Greater VictoriaÕs 

cycling funding derives from general revenues of each local municipality.
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 Both Victoria and Vancouver have made considerable efforts at intermodal 

coordination with transit (Capital Regional District, 2003a; Translink, 2004 and 

2005).  Thus, most BC buses in both cities are equipped with bike racks, and bikes 

can be taken on the BC Ferries at any time.   In Vancouver, bikes can be taken on 

the Sea Bus Ferries and West Coast Express Trains at any time, but they are only 

allowed on the Sky Train (the main rail transit system in Vancouver) at off-peak 

hours and on weekends.   Both the West Coast Express and Sky Train pr ovided bike 

racks at stations as well as over 400 bike lockers (Translink, 2004).  

 Efforts to pr omote cycling in British Columbia have been quite similar to 

those in Quebec and Ontario (Capital Regional District, 2003a; Translink 2004 and 

2005).  In Greater Victoria, there is an annual Bike to Work Week every June, 

sponsored by the Bike to Work Society and funded by the provincial government 

and private sector donors.    Similarly, Vancouver offers an annual Bike Month 

thr oughout the region, with over fifty entertaining and educational events for all 

ages and ability levels, including group rides, childrenÕs safety workshops, parties, 

films, openings of new cycling facilities, and festivals.   Vancouver also participates 

in the so-called Commuter Challenge, a nationwide event that promotes friendly 

competition among organizations and cities to determine who can get the highest 

percentage of employees out of single occupancy vehicles into healthier and cleaner 

mode of transport such as walking, cycling, transit, carpooling, vanpooling, and 

telecommuting (City of Vancouver, 1999, BEST, 2005).  
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 In addition to various government efforts, many private groups actively 

promote cycling in British Columbia.   The British Columbia Cycling Coalition has 

members throughout the province.  In Vancouver, the two main groups are Better 

Envir onmentally Sound Transportation (BEST) and the Vancouver Ar ea Cycling 

Coalition (VACC) (online at www.best.bc.ca and www.vacc.bc.ca).   The Greater 

Victoria Bike to Work Society, Capital Bike and Walk, and the Greater Victoria 

Cycling Coalition are the three promotional associations in Victoria.   These groups 

are involved in a range of cycling education programs, improving cycling facilities, 

developing a cycling information database, improving the legal status of bicyclists, 

and lobbying provincial and local governments for pro-bike policies.  They also 

organize cycling conferences and bike rides and help publicize cycling.  

 Bike route maps are available for both the Vancouver and Victoria r egions. 

In Vancouver, Translink finances and distributes the map, while in Victoria, the 

Greater Victoria Cycling Coalition updates the map each year and helps with 

distribution.  The Victoria map, in particular , is impressive, including information 

on the nature of each bike route (steepness of inclines, motor traffic volumes, and 

difficult intersections) as well as transit connections, bike shops and rental locations, 

accommodations, and tips on how to cycle safely.   In addition to maps, the Greater 

Victoria Cycling Coalition pr oduces the Bike Sense cycling guide, which is 

distributed not only in Victoria but also in Vancouver and various other cities 

thr oughout the province. 
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 Similar to Ottawa, there is an increasing squad of bike police in Vancouver, 

having grown from 8 in 1991 to 70 in 1999 (City of Vancouver, 1999).  While they 

obviously help ensure safe cycling, they perform the full range of police functions, 

and by their very presence give greater legitimacy to cycling as an acceptable mode 

of transport.

 Clearly, cycling in Vancouver and especially Victoria benefits from many 

factors such as climate, compactness, and an outdoor lifestyle that encourages 

physical activity.  While cities in British Columbia have not invested nearly as 

heavily in cycling infrastructur e as, for example, Ottawa or Montr eal, they are 

making increasing efforts to accommodate the considerable latent demand for 

cycling through a variety of measures.   One can only imagine how much higher the 

already impressive levels of cycling in British Columbia would be if both provincial 

and local governments devoted as many resources to cycling infrastructure as in 

Quebec province.   

Conclusions and Policy Recommendations

 All six of the Canadian case study cities examined in this article have made 

impr essive efforts to encourage more and safer cycling.  The result is bicycling 

shares of urban travel roughly three times as high as in American cities of 

comparable size.   For all metropolitan areas in aggregate, the bike share of work 

trips in Canada was 1.2% in 2001, compared to only 0.4% in the United States 

(Statistics Canada, 2003; Pucher and Renne, 2003).   That is particularly impr essive 

given the long, harsh winters in most Canadian cities.  
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 Nevertheless, Canadian cities are now struggling with many obstacles to 

further  increasing cycling levels.   Perhaps the most important challenge is the 

proliferation of low-density, sprawling suburbs spreading out around virtually every 

Canadian cityusually outside the local governmental jurisdiction of the central 

city (Nivola, 1999).   For example, roughly half the population of the Greater 

Toronto Metropolitan Ar ea is outside the boundaries of Metro Toronto, and some 

observers have even described present-day Toronto as ÒVienna surrounded by 

PhoenixÓ   (Cervero, 1998, pg. 89).  Such sprawling suburban developments are 

almost entirely car-oriented, with segregated land use patterns, excessively long trip 

distances, and an almost complete absence of facilities for cycling.   Thus, as noted 

for several case studies, bicycling is concentrated in the denser urban core, with the 

bike share of travel steadily declining with increased distance from the center.   The 

strong trend toward suburbanization of both population and jobs in Canada works 

against efforts to promote cycling.  Unless Canadian metropolitan areas can 

implement more mixed-use, more compact, less car-dependent land use policies on a 

truly r egional level that includes the suburbs, an increasing proportion of CanadaÕs 

population will live in ar eas where cycling is impractical as a mode of daily 

transport, and will only be occasionally used for recreation.

 There are other reasons as well for the stagnation of cycling levels in many 

Canadian cities in recent years, after considerable growth during the 1970s and 

1980s.   Until now, only the politically ÒeasyÓ measures have been adopted.   Unlike 

the wide range of car-restrictive measures found in most European cities, Canadian 
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citiesmuch like their American neighbors to the southhave been quite hesitant 

to impose restrictions on car use or to increase its price (Pucher and Lefevre, 1996; 

Pucher and Dijkstra, 2003; Pucher, 2004; Transportation Research Board, 2001).   

Traffic calming of residential neighborhoods, car-fr ee zones, parking restrictions 

and supply limitations are not nearly as extensive as in most European cities.  

Mor eover, gasoline prices, motor vehicle registration fees, sales taxes on cars, 

roadway tolls, and parking prices are generally only a fraction of European levels 

(Pucher, 1998).   

Coordinating public transport with bicycling is crucial to encouraging 

increased use of both of these modes.   Especially in lower-density residential areas, 

cycling is ideal as a feeder and distribution system to access public transport stops.  

Such integration can be achieved by provision of convenient and secure bike 

parking at both rail and bus stops, bike racks on all buses, and accommodation of 

bikes on all rail transit vehicles.  

The wide range of Òcarrot and stickÓ measures in European cities have 

helped achieve bike modal shares of travel that average about 10% for Western 

European countries, but range widely from lows of 4% to 6% in the United 

Kingdom, Italy , and France to highs of 20%-30% in Denmark and the Netherlands 

(Pucher and Dijkstra, 2003).  Unless Canadian cities can implement more of the 

European-style ÒstickÓ measures against excessive car usewhile enhancing the 

safety and feasibility of alternative modes it may be difficult to convince 
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increasingly suburbanizing Canadians to drive less and bike, walk, and take transit 

more often.   

 Even the ÒcarrotÓ measures used to encourage cycling in Canadian cities 

have been far more limited than in European cities (Pucher, 1997).   No Canadian 

city has a truly comprehensive, integrated, regional network of cycling facilities such 

as those found in so many Dutch, German, and Danish cities.   That forces cyclists to 

share the road with motor vehicles for most of their trips, often diminishing the 

safety, feasibility, and attractiveness of cycling for many potential 

cyclistsespecially children, the elderly, the inexperienced, and anyone who finds 

cycling in mixed traffic unpleasant and stressful.  

 All surveys in both Canadian and American cities clearly indicate that more 

separate cycling facilitiesÑbike paths and lanesÑwould most encourage people to 

cycle (Dill and Carr, 2003).   Thus, it is imperative that Canadian cities greatly 

expand their investment in such separate cycling facilities if they really want to 

increase cycling.  Virtually all of the many case study respondents contacted for this 

research indicated that a lack of government funding was a crucial hindrance to 

that needed expansion.   With the exception of Quebec, no other Canadian province 

has provided significant funding, coordination, planning, or policy guidance to assist 

local communities.   The Province of Ontario, in particular, has been egregiously 

negligent by almost completely ignoring cycling, but British Columbia has not been 

much better.
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Similarly , CanadaÕs Federal Government has neglected cycling as a serious 

transport mode.  National legislation similar to the United StatesÕ Intermodal 

Surface Transportation Efficiency Act (ISTEA) and Transportation Equity Act for  

the 21st century (TEA-21) could greatly increase funding for investments in cycling 

infrastructur e (U.S. Department of Transportation, 2004a, 2004b, and 2004c).  The 

federal government should also provide more research funding and more guidance 

in bicycling planning in Canada.  That would foster the necessary collaboration and 

exchange of ideas and experiences of local bicycling planners throughout Canada.  

Although it ratified the Kyoto Accords on curbing greenhouse gases, the Canadian 

Government has left it almost entirely to the provinces and cities to implement 

urban transport policies and programs so crucial to actually meeting the promised 

reductions in Greenhouse Gas emissions. 

Cycling is probably the most sustainable of all transport modes, producing 

virtually no pollution of any kind and r equiring no non-renewable energy resources 

at all.  It is time for the Federal Government and Canadian provincial governments 

to provide the sort of support for cycling that would enable cities to make the 

needed investments in cycling infrastructure, as well as fund complementary 

educational, training, and law enforcement programs.   Cycling education in 

Canadian schools is only very limited and completely voluntary.  Following the 

extraordinarily successful cycling education programs in Europe, Canadian 

provinces should require and help fund mandatory completion of a cycling 

education course by the third or fourth grade of primary school.
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 Without such increased provincial and federal government involvement, it 

may be that cycling in Canadian cities has now reached a plateau.   Even at that 

limited level, Canada far outperforms the United States.  It seems a pity, however, 

not to provide the funding that would enable Canadian cities to realize the 

enormous unmet potential for more cycling.  That, in turn, would help achieve a 

range of environmental, safety, energy, congestion, and public health benefits. 
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Table 1: Choice of Transport Mode for the Journey to Work in Canada, 1996 and 2001
           

 Total Number of Work Trips per Day  Modal Share  
       
 1996 2001 % increase  1996 2001 
           
All Modes 12,183,410 13,450,855 10.4  100 100 
Car, Truck, Van as Driver 8,934,025 9,929,470 11.1  73.3 73.8 
Car, Truck, Van as Passenger 899,340 923,975 2.7  7.4 6.9 
Public Transport 1,233,870 1,406,585 14.0  10.1 10.5 
Walk 850,855 881,085 3.6  7 6.6 
Bicycle 137,435 162,910 18.5  1.1 1.2 
Other 127,885 146,835 14.8  1 1.1 
           
           

Source: Statistics Canada (1998 and 2003)
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Source: Statistics Canada (2003)
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Table 2: Bicycling Share of Work Trips in Canadian Metropolitan 
Areas, by Population Size Categories, 2001

# of Inhabitants Modal Split Metropolitan Area Population
    

3 million or more 1.3 Montreal 3,426,350
 0.8 Toronto 4,682,897

Group Mean 1.1   

    

1 million to 2,999,999 1.9 Vancouver 1,986,965
 1.9 Ottawa Hull 1,063,664

Group Mean 1.9   

    

500,000 to 999,999 1.5 Calgary 951,395
 1.4 Winnipeg 671,274
 1.3 Quebec 682,757

 1.2 Edmonton 937,845
 0.9 Hamilton 662,401

Group Mean 1.3   

    

250,000 to 499,999 4.8 Victoria 311,902
 1.5 London 432,451
 1.1 Windsor 307,877
 1.1 Kitchener 414,284
 0.9 St. Catherines-Ni. 377,009

 0.9 Halifax 359,183
 0.5 Oshawa 296,298

Group Mean 1.5   

    

100,000 to 249,999 2.5 Saskatoon 225,927

 2.2 Kingston 146,838

 1.5 Trois Rivieres 137,507

 1.4 Regina 192,800

 1.0 Thunder Bay 121,986

 0.9 Abbotsford 147,370

 0.8 Chicoutimi-Jonquiere 154,438

 0.8 Sherbrooke 153,811

 0.4 Greater Sudbury 155,601

 0.4 Saint John 122,678
 0.1 St John's 172,918

Group Mean 1.1   

Source: Statistics Canada (2003)
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