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Abstract	
  	
  
The main purpose of this paper is to examine the effects of implementing bike
lanes on surrounding residential properties based on proximity. Specific to this
paper, there will be a measurement of difference in housing value before and
after the implementation of the bike routes along two selected streets, Cypress
and Burrard.
As part of the 2040 Transportation Plan, the City of Vancouver aims to
implement more bike routes across the city to encourage cycling for
transportation. As this project may produce positive and negative externalities,
the overall effect on the community is unknown.
To closely explore this question, this paper will include an interpretation of data
that tracks housing prices in Vancouver from 1975 until 2010 by using the repeat
sales method on Stata. Along with the use of ArcGIS mapping, an assessment
will be provided to indicate if there is a relationship before and after the bike
lane completion, and to what extent is the significance of the correlation.
The paper will look at the changes in housing prices along the Cypress and
Burrard bike lane paths a few years before and after they were installed. A
regression will be set-up to analyze the changes in price that occurred as a
direct result of the bike paths. The paper will also explore possible explanations
for the effect these changes have on housing prices and how cities can measure
that impact. In the end, the research for this paper will conclude that changes in
housing prices, as a result of bike lane implementations, vary depending on the
area and the type of bike lane.
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Introduction	
  	
  
The presented research conveys across an in-depth understanding of the
importance of bike lanes in Vancouver and recognizes how city goals will be
achieved and the effects it may have on property values. This paper
predominantly focuses on the average change in effect on property values that
are near two bike routes, a local bike lane along Cypress Street, and a painted
bike lane along Burrard Street.
The two bike routes selected involve analyzing change during different time
periods. The Cypress Bikeway data analysis is from 1994 to 1998 and the
Burrard Bikeway analysis is from 2007 to 2010. Two different time periods were
chosen to examine any external factors that may support the outcome. Included
in this paper is a brief analysis on some influential economic events that
occurred during each time period.
A literature review was undertaken for this project to identify previous studies on
the issue and to analyze the methodology of repeat sales. From the past
literature on bike facilities, nearby residential properties were positively affected
by the implementation of bike paths. The relatively small increase in housing
value suggests that residents generally perceive bike paths as an amenity.
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Vancouver’s	
  2020	
  and	
  2040	
  Plans	
  
Vancouver approved a 10-year Cycling Program Master Plan in October 2012 as
an attempt to increase cycling to 10 percent as the chosen method of
transportation. In addition, Vancouver also approved a $25 million dollar budget
to expand cycling infrastructure to promote cycling citywide. The current
citywide percentage of people choosing to bike is 3.7 percent. With $12 million
allocated towards new routes, there are five currently being planned, with four
routes already constructed. Another $13 million will be spent on upgrading and
monitoring the bike routes and the strategic plan. (City of Vancouver, 2012)
Improvements that will be made include expanding and improving the bike
route network, constructing more bike parking, creating education and
marketing programs to encourage cycling for transportation, and developing a
long-term strategy program encouraging people to bike more.
Based on socio-demographics factors such as sex, age and income, regular
cyclists are more likely to be male, have a university education, and have a
household income of more than $60,000 per year. The gender ratio for cyclists is
72% male and 28% female. The average cycling speed is 15 km/hour and most
people will only cycle to destinations of approximately 5 to 8 km or less.
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Current	
  Plan	
  
Since 2008, 67 km’s of cycling routes have been implemented—36 km of local
street bikeways; 11 km of off-street paths and separated bike lanes; 15 km of
painted bike lanes; and 5 km of painted and share-use lanes. There was 55
additional kilometres of bike routes and bike lanes added to the network in
Vancouver in 2011, totaling 524 km of bike routes and lanes.
On the west side of Vancouver, arterial bike lanes along Dunbar Street and a
cross-town bikeway along 45th Ave from Balaclava to Nanaimo will be
implemented within the next five years. Downtown Vancouver is phasing in
separated bike lanes across the Burrard Street Bridge to Dunsmuir Viaduct.
(Translink, 2011)
More importantly, increasing cycling infrastructure and reducing car space is a
cost-effective way to reduce traffic congestion. Additionally, the expansion of
cycle routes encourages people to exercise and reduces the environmental
impact of cars.

Paper	
  Justification	
  
As Vancouver has developed a master plan to increase the expansion of cycling
infrastructure, it is evident to note what effect there may be on property values
in neighbourhoods close to the bike routes. Vancouver is also regarded as one
of the cities with the most inflated housing prices. This may be due to
population growth and housing formations; however, with plans to implement
more bike routes, it is beneficial to address the economic impact question as to
how property values are affected, and to assess and gain the crucial public
support for the projects.
It is suggested that bike path initiatives across the country were encouraged and
facilitated by the local communities. While in other communities, such
implementation of bike routes have encountered resistance where residents fear
that the introduction of a bike route will lead to a decrease in property values
and or an increase in crime that would adversely affect the quality of life.
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Neighbourhood	
  Characteristics	
  
Node	
  1	
  	
  
Cypress Bikeway is an eight and a half kilometre route connecting Fraser River to
English Bay. The neighbourhood examined borders Fir Street to the east and
Yew Street to the west—both parallel to Cypress Street. A 0.5 km distance from
any point on the bike route to the respective property was applied to calculate
an approximate 3-block distance from the bike route. The Cypress Bikeway is
adjacent to mostly residential single-family homes, with a clear path extending
from SW Marine Drive in the north direction to West 1st Avenue.
The bikeway is associated with the adjoining land uses—retail areas, schools,
and churches—and there is an abundance of public amenity space. The shops
along 4th Street provide a pedestrian-friendly destination, which allows for easy
accessibility and a safe route for transportation. Cypress Street extends along
Cornwall Street and connects bike traffic to the Burrard Street Bridge.

Node	
  2	
  	
  
Burrard Bikeway connects Burrard Street Bridge to the northern end of the off
street Seaside Bikeway. The Burrard Street Bridge feature separated bike lanes
and is a heavy traffic area with 20,000 to 40,000 vehicles travelling per day. The
8

neighbourhood examined borders Richards Street to the east and Bute Street to
the west of Burrard Street. The Burrard Bikeway extends over the Burrard Street
Bridge towards the northeastern end to West Georgia Street.
This street is known to provide network continuity and accommodation of
regional traffic to and across downtown. Burrard Street also consists of major
terminus for bus routes and is located at one of the busiest sky train stations. It is
also known as a ceremonial street because it provides historical and memorable
gateway into the centre of downtown.

Literature	
  Review	
  	
  
The implementation of segregated bike lanes on Burrard Street and Cypress
Street provide an alternative transportation method. These bike lanes encourage
cycling for transportation, increasing accessibility to the nearby neighbourhoods.
In addition, switching from driving to cycling would decrease the amount of
pollutants emitted and time wasted in traffic. Together, improved accessibility,
quiet and clean environment and other positive externalities may contribute to
an increase in nearby residential housing value. Furthermore, literature that
analyzes other cities around the world also suggests that bike lanes have a
positive effect on housing prices; thus, the expected results after data analysis
9

would be for the surrounding residential property value to increase following the
implementation of the bike lane.
In the past, many scholars have looked at the different bike facilities and the
effect of each specific bike facility on the residential property value. Although
most of the studies used the hedonic analysis instead of the repeated sales
approach, they still provided valuable insight and supported the formulation of
this paper’s hypothesis. Additional scholarly literature review assisted with the
preparation and development of the findings in this paper.

Bike	
  Facilities	
  	
  
Kevin J. Krizek, a professor of Environmental Design and Transport at the
University of Colorado, was specifically interested in the effect of different bike
facilities in different locations. Krizek’s research paper titled, “Two Approaches
to Valuing Some of Bicycle FacilitiesPresumed Benefits”, and published in the
Journal of American Planning Association, demonstrated a method that
separated the data based on location into the city and suburbs. He also
separated the bike routes using ArcGIS and defined these facilities as either onstreet and off-street. Through using interaction terms with the hedonics
approach, Krizek derived actual values for the two different bike facilities in the
city and the suburbs. The results of this research paper indicated that in the city,
the effect of moving a home 400 meters closer to the on-street bicycle facility
reduced the sale price; whereas, an off-street bicycle facility increased its value
by $510. In contrast, proximity to both types of bicycle facilities in the suburbs
reduced home sales prices. This finding reflected the importance in defining the
parameters and factors that may contribute to changes in value. (Krizek, 2006)
Many other factors associated with bike lanes are taken into consideration that
could affect housing value. In the report, “Property Value/Desirability Effects of
Bike Paths Adjacent to Residential Areas” written by David P. Racca and
Amardeep Dhanju, it is indicated that residents tend to oppose the idea of
implementing bike facilities in fear of increased criminal activities near or on bike
paths. This research was conducted with Delaware Center for Transportation and
published by University of Delaware. Racca and Dhanju used Delaware property
data to examine the impact of bicycle paths on nearby housing value in multiple
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cities through the hedonics approach. The findings reflected a statistically
significant but relatively small and positive effect of bike paths on residential
properties. Racca and Dhanju also stated, based on other studies, that
neighbours of bike facilities generally perceive bike paths as an amenity.
However, bike paths are more favourable to new residents than those who have
lived in the neighbourhood before the construction of such trail. (Racca &
Dhanju, 2006)

Repeated	
  Sales	
  Approach	
  
Researches have used repeated sales approach to evaluate the reaction of
house prices to newly implemented transit facilities, such as the article,
“Reaction of House Prices to a New Rapid Transit Line: Chicago’s Midway Line,
1983-1999” written by Daniel P. McMillen and John Mcdonald and published in
the Real Estate Economics. McMillen and Mcdonald selected the transactions
based on proximity to the new transit line, segregating the houses into different
locations:
•

within 1.5 miles of the Midway Line

•

closer to the Midway Line station than to a station for another
transit line

•

within 1 of 12 community areas

•

not located west of Midway airport

Based on the previous restrictions, the result was a sample of 17,034 individual
transactions and 4,056 repeated sales observations. These specific restrictions
ensure that the sample was drawn from the area around the entire transit line as
oppose to around the stations. The result of this paper indicated the mean
selling price in full sample was $77,462 while repeated sales sample was
$89,602. Although it may appear that the houses near the transit line had a
higher mean value, there were other contributing factors such as the fact that
the observations were drawn from later years. (McMillen & Mcdonald, 2004)
Amy Ellen Schwartz, Scott Susin and Ioan Voicu’s research paper, “Has Falling
Crime Driven New York City’s Real Estate Boom?” also used similar technique to
evaluate the effect of crime rate on housing value; however, they pointed out
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several fatal flaws of this method. Schwartz et al. stated the sample was limited
to buildings that were sold more than once implying the sample is non-random.
In addition, there are various important neighborhood determinants that affect
property values. To account for this, the scholars estimated by running several
repeated sales regressions by adding different dummy variables including year,
crime and housing investment separately. (Schwarts et al., 2003)

Methodology	
  
Data	
  
In order to determine the effects of bike lanes on housing prices, this paper will
require the use of two different sources of data to produce the results. The City
of Vancouver makes available geographic information of all the bike lanes and
routes in the city. Two of those lanes will be used in this research, Burrard Street
and Cypress Street. These lanes were chosen as they represent a large cross
section of data and demographics. A second set of data is also required to
complete the analysis—repeat sales data in the city. This data was obtained
from BC Assessment and included sales from 1975 to 2010. To narrow the data
to relevant information only, sales value from before 1994 were dropped as they
are irrelevant to the research. Furthermore, the sales data were separated into
two sets—one consisted of sales data from 1994 to 1998, corresponding to the
time period the Cypress street bike lane was implemented, while the other was
narrowed from 2007 to 2010, corresponding to the Burrard Street Bikeway.
Next, for each data set, ArcGis was used to identify the distance in kilometers
from the nearest bike lane. To ensure that the data corresponds to each bike
lane, only transactions where the closest bike lane was either Burrard Street or
Cypress Street were used, dropping all other transactions. Lastly, the final step
in preparing the data for analysis was finding the sales pairs. Using Stata, pairs
were identified and recorded and all single transactions were dropped. Pairs
that did not encompass the year the bike lanes were built were also dropped
from the observations. The data at this point showed the initial transaction price
and year, followed by the subsequent transaction and the distance from the
nearest bike lane. Table 2.1 below shows a sample of the data used.
12

Table 2.1: Sample data used in regression.

Time	
  and	
  Radius	
  
In preparing the regression equations, certain areas needed to be identified as
being affected by bike lanes; therefore, each of the two bike lanes were
analyzed three times, at the 0.5km level, 0.3km level and 0.1km level. As such,
the step is to compare the results within the distances above to those outside
that distance. With this process, the research will be able to identify the
difference between houses within walking distance of the bike lanes and those
further away. As for the time periods, two years before and after the bike lanes
were identified as comparison years. This larger spread is required as the
housing market has a low turnover rate; therefore, it might take years for a
change in price to be visible in the market.

Dummy	
  Variables	
  
To examine the variables and create a regression that will be both flexible and
adaptable, the paper introduced two sets of dummy variables to the data. The
first set controls for the year change in the sales pairs. For Burrard Street, 2007
acts as the base year and does not require a dummy variable. The year 2008,
2009 and 2010 are each assigned a dummy variable to adjust for the change in
price over the years. The dummy receives a value of -1 if the first year in the pair
equals the dummy year and a value of 1 if the second year in the pair equals to
the dummy year. All other cases receive a value of 0. The first time period
receives a value of -1 because the paper is looking at the regression in price
differences between two periods, which is the difference between the dummy
variables:
𝑙𝑛 𝑃! − 𝑙𝑛 𝑃! = 𝛽𝐷! − 𝛽𝐷!
13

Since all other dummy variable years, which are not part of the sales pair, are
assigned a value of 0, they do not effect the regression above.
The second set of dummy variables that are required measure the distance from
the bike lane. Above, it was decided that each bike lane would be analyzed at
the 0.5km, 0.3km and 0.1km levels. As such, dummy variables were created to
control for these factors. In order for the variable to be given a value of 1, it
must meet two conditions. It must be within the distance specified above and it
must encompass the year the bike lane was put in. If it doesn’t meet either one
of these conditions, it is given a value of 0. Table 2.2 shows a sample of the data
used for the Burrard Street regression, including all the dummy variables used
and the calculated logarithmic difference in price.
Table 2.2: Observations with lnPriceDiff and all dummy variables.

Regression	
  
Using the data described above, six separate regressions were run to analyze
the effect of bike lane implementation on the chosen areas. The regressions that
were ran are shown below:
For Burrard Street (1)
𝑙𝑛 𝑃! − 𝑃! = 𝛽𝐷! + 𝛽𝑛𝑒𝑎𝑟𝐴𝑓𝑡𝑒𝑟! − 𝛽𝐷! − 𝛽𝐷!
For Cypress Street (2)
𝑙𝑛 𝑃! − 𝑃! = 𝛽𝐷! + 𝛽𝐷! + 𝛽𝑛𝑒𝑎𝑟𝐴𝑓𝑡𝑒𝑟! − 𝛽𝐷! − 𝛽𝐷!
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These regressions incorporate both the dummy variables measuring the yearly
effect as well as the nearAfter variables that measure the distance from the
transaction to the bike lanes.

Study	
  Results	
  
The expected result is to find a difference in the percentage change of house
prices of homes located within walking distance of newly implemented bike
lanes. This difference, if positive, would indicate that the City of Vancouver’s
plan of implementing bike lanes provides a positive economic benefit to home
owners in the area. A negative result would imply that the nuisance caused by
added foot traffic and possible car congestion would outweigh the benefits
provided by the bike lanes. A third option that could exist is a neutral effect or a
statistically insignificant effect on housing prices. In this case, the addition of
bike lanes to the area would not have any effect on housing prices.

Cypress	
  Street	
  Lane	
  
To test the effect of the bike lane on the Cypress Street corridor, regression (2)
from above was run on the data at three different levels (0.5km, 0.3km and
0.1km). Once sorted, the data contained 1483 different sales pairs that were
used to test this effect. The following table shows a summary of the results. A
full regression can be found in Appendix 3.0.

Table 3.1: Results of Cypress Regression
Constant

Dummy

Dummy

Dummy

Dummy nearAfter

1

2

3

4

0.5km

-2.8%

-5.3%

24.6%

14.7%

Omitted

3.2%

0.3km

-2.6%

-5.3%

24.6%

14.7%

Omitted

2.8%

0.1km

-2.3%

-5.3%

24.6%

14.7%

Omitted

8.8%

Looking at the general trend in the data, from 1994 to 1998, not accounting for
the effects of bike lanes, there is an increase of approximately 31.2% in housing
prices within 5km of the Cypress Street bike lane area. This change in housing
prices can be attributed to the surging Vancouver housing market and foreign
15

interest in Real Estate holdings. Looking at the nearAfter variable, which
measures the effect of the bike lanes on the change in housing prices, evidently,
there exists an increase in prices for properties that are close to these lanes. At a
0.5km range of Cypress Street, housing prices increased by 3.2% more than
houses outside this range. This indicates a strong positive effect of having bike
lanes in a community and reinforces Vancouver’s plans to install further bike
access throughout the city.
Further, an interesting observation is the effect of bike lanes on prices as the
distance in the variable nearAfter is reduced. At 0.3km from the lanes, the effect
on prices drops to 2.8%, indicating the possibility that a nuisance factor exists
for those living closer to the bike lanes. While at 0.1km, the regression indicates
an increase of 8.8%. However, the t-stat of all these regression have an absolute
value of less than 2. As such, no conclusions can be drawn for the 0.1km
distance. The table below shows the significance of the nearAfter variable for all
three distances.
Table 3.2: Statistical Significance of Cypress Regression
0.5km

0.3km

0.1km

1.30

1.00

0.22

Interval at 95%

-1.6% to 7.9%

-2.7% to 8.3%

-6.8% to 8.6%

Significance

Not Significant

Not Significant

Not Significant

T-Stat

Overall, the introduction of bike lanes in 1996 appeared to have a positive effect
on the Cypress street corridor. The bike lanes have increased housing prices
around the area and the negative externalities of their construction, such as foot
traffic and congestion, do not seem to affect housing prices.

Burrard	
  Street	
  Lanes	
  
The Burrard Street bike lane has two major differences compared to Cypress
Street—it is separated from traffic and it has only recently been implemented.
As such, it is worth comparing the effects of its construction on housing prices
with the effects of the Cypress Street lane. To begin with, the Burrard Street lane
is shorter then Cypress Street. This, coupled with the fact that residential areas
are scarcer around the lane, yielded less sales pairs for this lane. After filtering,
16

there were 111 sales pairs that fit the criteria for the regression. To measure this
change, three regressions on the same distance parameters as Cypress Street
(0.5km, 0.3km and 0.1km) were run. The following table summarizes the results
that were generated by the regressions. The full regressions can be found in
Appendix 4.0.
Table 3.3: Results of Burrard Regression
Constant

Dummy

Dummy

Dummy

1

2

3

nearAfter

0.5km

10.4%

3.7%

-3.4%

Omitted

-1.07%

0.3km

10.8%

3.7%

-3.5%

Omitted

-2.25%

0.1km

11.1%

3.8%

-3.7%

Omitted

-5.78%

Firstly, looking at the trend in housing prices over the period of 2008 to 2010, it
appears that housing prices have risen around 10% for the area around the
Burrard Street Bike Lane. Just like the Cypress Street growth, this positive move
in housing prices is most likely due to the surging Vancouver market. In terms of
the specific effect of bike lanes on housing prices, the regression shows a
decrease in house prices near bike lanes, a different result compared to the
Cypress lanes. At the 0.5km level, housing prices rose by about 1% less at the
than the rest of the area, while at the 0.3km level, prices rose by just over 2%
less. However, the regression shows that these numbers are not statistically
significant, with both having a t-stat with an absolute value that is less than one.
Interestingly, at the 0.1km level, the regression shows that prices rose about 6%
less than the rest of the area, indicating that the implementation of separated
bike lanes did indeed have a large negative effect on prices. Just like the
previous two, this figure is also statistically significant. A possible explanation for
this is that there is not enough data in this specific pool to properly model the
impact bike lanes have on housing prices. While we can infer that bike lanes
attract more cyclists to the area and improve the transportation corridors, the
loss of a traffic lane, along with the increase in pedestrian and bike traffic, are
also clearly affecting the price of homes in the area.

17

Table 3.4: Statistical Significance of Burrard Regressions
0.5km

0.3km

0.1km

-0.32

-0.67

-1.40

Interval at 95%

-1.6% to 7.9%

-2.7% to 8.3%

-6.8% to 8.6%

Significance

Not Significant

Not Significant

Not Significant

T-Stat

Together, these two regressions, on the Cypress and Burrard bike lanes, indicate
that the housing prices around bike lanes respond differently to both the
geographical area and the type of bike lane installed. To further assess the
overall impact these changes have brought upon housing prices, a hedonic
analysis would be more specific as it can control for certain elements, such as
changes in neighborhood amenities that might be affecting this analysis. Such
endeavor, however, is beyond the scope of this paper.

Influential	
  Economic	
  Events	
  

	
  

The selected bikeways, Cypress Street and Burrard Street, were both
constructed and implemented during two major global financial crises. As
displayed from the generated regressions for both streets, some of the results
may be better explained through the economic events happening at the allotted
four year time frame.

Cypress	
  Street	
  &	
  Asian	
  Financial	
  Crisis	
  	
  
Constructed in 1996, the Cypress Street bike route came into existence a year
before the Asian Financial Crisis of 1997. Known as the “Asian Contagion”, this
event had the most impact on British Columbia compared to the rest of Canada.
Because BC is a coastal province that conducts a great deal of trade activities
with Asian markets, especially Japan, BC’s total economy was heavily plagued.
In fact, of the 3% Canadian GDP attributed from the exports to South East Asia,
7.5% of that made up of BC’s entire economy. Thirty-six percent of BC’s exports
were destined for Asia and of that half was made up of lumber and pulp exports
(Parliament of Canada, 2013).
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The observation with the correlation between the Asian Financial Crisis and
bikeway suggests that housing prices, in general, were suffering during this time
period. As the lumber industry suffered because of limited purchases from
Japan and the rest of South East Asia, this also implied that construction
material was priced lower to induce domestic purchases. Mortgage interest rates
for a 5-year fixed term were around 7+% and continued to increase into the
millennium. Because of the current economic event at the time, this also acted
as another reason for housing prices to decrease to allow affordability (Bank of
Canada, 2013).
The repeat sales regression analysis looked at a time period from 1994 to 1998.
From 1994 to 1995, these years constituted the observation pre-bike route.
From 1996 to 1998, these years represented the changes, if any, that would
occur as a result of the bike route presence. Coincidentally, this time span
captures the prelude and aftermath of a financial crisis that may be more likely
responsible for the behaviour of housing prices as shown from a slight decrease
from variable Dummy2, representing 1996, to Dummy3, representing 1997. In
this scenario, the regressions suggest that housing prices in general increased
year over year in the neighbourhood that Cypress Street Bikeway existed in, but
the growth from 1996 housing prices to 1997 housing prices slowed from an
aggressive 24% to 14%, respectively.
Despite the positive growth of the housing prices near this particular bike route,
the economic turmoil evident in the general economy seemed to have
influenced the rate of growth by a 10% decrease. This observation raises the
question if the bike route had any influence at all to the housing prices or was it
just a natural growth attributed from inflation and global economic events.

Burrard	
  Street	
  &	
  2008	
  Financial	
  Crisis	
  
Similar to Cypress Street bike route’s scenario, Burrard Street bike route was
also implemented during a major global financial crisis. It is a given that the
2008 Financial Crisis would have a direct effect on Canada because of its
location in relation to the US. Statistics Canada shows that the rate of Canadian
exports and imports was growing avidly from 2005 to 2008 as shown in
Appendix 5.0. Near fall 2008, trade activities slowed down until it dropped
19

dramatically in mid-2009. Residential price index mirrored the same trend as
GDP growth from 2005-2008, and showed the same decrease soon after the
financial crisis occurred. The relationship here suggests that the financial crisis
did affect the housing market in Canada. (Li & Li, 2010)
Taking into consideration Canada’s strong banking system and conservative
mortgage lending procedures, the effects on the Canadian housing market are
substantially less detrimental than what was experienced in the US. The
coefficients generated from the Burrard Street bike route indicate that the
residential units within a 0.5km, 0.3km, and 0.1km distance were negatively
affected. Dummy1, representing 2008, displays a positive coefficient while the
remaining dummy variable representing 2009 had a negative coefficient.
Dummy3, representing 2010, was omitted because of insignificant findings. This
may be a result of having little sales pair data as a whole. The results, again, are
ambiguous in the sense that it could mean that the existence of the Burrard
Street Bikeway from summer 2009 to year end 2010 have affected housing
prices negatively. Its presence as a separated bike route versus a painted bike
route may also be a key contributing factor because it not only poses as a
nuisance to the naturally busy downtown streets, but it also re-engineers the
paths that cars and pedestrians have to take to accommodate this new street
feature.

However, with the economic events taken into consideration, the

negative effects could also be a global trend of the 2008 Financial Crisis as
suggested by Statistics Canada.

Limitations	
  &	
  Errors	
  
The nature of the provided data and chosen method of analysis posed dilemmas
that could have possibly influenced the final results presented in this paper.
Although each factor was examined and processed to avoid any skewed events,
some scenarios were more difficult to eliminate than others.

Restricted	
  measurement	
  of	
  certain	
  points	
  on	
  the	
  bike	
  route	
  
The measurement of these selected housing units could not be isolated into a
radius, but rather a general east-west distance from any surrounding unit to the
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closest point on the bike route. A map depicting the measurement is available in
Appendix 9.0 and 10.0. The limitation in this matter is that a certain circle of
housing units within the route cannot be closely examined. The housing prices
vary among the vertical bike route that stems from the north of Vancouver to the
south; therefore, additional thorough analysis like demographic surveys was not
conducted because of the insignificant value that it would bring to the report.

Latest	
  data	
  dating	
  to	
  only	
  2010	
  
Because some of the major bike lanes in Vancouver were constructed in 2010 or
later, the list of comparables to justify these observations is limited. This poses a
concern of whether or not the results are significant enough coming from only
two different bike routes versus four or more if later information were made
available. Another dilemma is that a year after the completion of a bike route
may not be adequate time to fully justify its benefits and or detriments within a
community. A negative impact, perhaps because of adjustments that people
need to make, has the opportunity to turn into a positive feature once the
community is aware, educated, and understands the bike route systems more.
Limited sales pairs for the regression of the Burrard Street Bikeway could also be
considered as a hindering factor to the overall results. With data after 2010,
perhaps more housing units could have been included to strengthen the
observation.

Technological	
  difference	
  in	
  performance	
  
To ensure the regressions were generated correctly, multiple attempts were
taken to reach a confident confirmation; however, slightly different results
appeared after using two different types of computer, a MacBook pro and a PC.
Identical datasets were used every time and each time the necessary variables
were generated in a precise and laid out manner. Despite the meticulous review
of both data logs after 10 runs, the results were still different by a tenth of a
coefficient.

Types	
  of	
  Bike	
  Facility	
  	
  
In this study, the analysis was based on on-street bike lanes on Burrard and
Cypress streets; therefore, it was not plausible to compare across different types
of bike facilities to see whether they would have different effects on housing
value. The lack of data on other types of bike facilities hindered the research
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process to help distinguish the difference between recreational use and
transportation use.

Neighbourhoods	
  
As only two main streets were examined in the data, the limited variety did not
allow for the data to be separated into types of neighbourhoods. The quality of
neighbourhood

and

the

preference

of

residents

in

these

specific

neighbourhoods were not taken into account and were not reflected in the
results.

Repeated	
  sales	
  method	
  	
  
The basic assumptions of repeated sales method involve characteristics of
parameters to be fixed over time and remain constant across properties. In
addition, some dwelling units were sold more frequently than others during the
same time frame (Englund et al. 1999). If during the period examined, there
were major changes to the neighbourhood or the dwelling units such as added
amenities, then repeated sales method would not be able to account for that. In
contrast, hedonics approach provides a value for each specific housing
characteristic and influencing factor such as quality of the neighbourhood. This
flaw in repeated sales indicates that the final results could be distorted.

Conclusion	
  
Bikeways in Vancouver represent the movement to a greener city and future as
ambitiously outlined in the 2020 and 2040 Transportation Plan. In addition to
this initiative entails the externalities, positive and negative. Evidently, this paper
has explored the effects these bikeways have on the value of housing units
within a 0.5km distance or less. With some findings displaying a positive
correlation while the other an ambiguous counter argument, it is certain that the
presence of a bikeway in any community becomes an acquired taste. Although
the regression analysis displayed strong arguments against and for the bikeways,
the real value of these bikeways is determined by the type of lifestyle that the
residents want along with their homes. As Vancouver continues to work at
achieving the 2020 and 2040 Transportation Plan, a stronger trend will grow and
perhaps the green vision will become a lifestyle that each Vancouverite will
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adopt. As a result, perhaps bikeways will become a staple anchoring a common
necessity for residential units within the housing market.
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Appendices	
  
1.0	
  Transportation	
  Targets	
  

Source: City of Vancouver

2.0	
  Chosen	
  Bike	
  Lanes	
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3.0	
  Cypress	
  Regressions	
  
0.5km

0.3km

0.1km
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4.0	
  Burrard	
  Regressions	
  
0.5km

0.3km

0.1km
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5.0	
  Imports	
  and	
  Exports	
  Canada	
  

Total Imports & Exports Canada
Source: Statistics Canada

Dollars in Millions ($)

700,000
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Total Exports

Total Imports

6.0	
  Five	
  Year	
  Mortgage	
  Rates	
  
Year
1987
1988
1989
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999
2000
2001
2002
2003
2004
2005
2006
2007
2008
2009
2010
2011
25 Year Average

5 Year Fixed Avg

Year

11.14
11.6
12.05
13.24
11.16
9.52
8.7
9.34
9.22
7.94
7.07
6.9
7.39
8.2
7.18
6.7
6.04
5.8
5.48
5.98
6.36
6.41
5.63
5.61
5.32
8
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1987
1988
1989
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999
2000
2001
2002
2003
2004
2005
2006
2007
2008
2009
2010
2011
25 Year Average

Prime Rate
9.52
10.83
13.33
14.06
9.94
7.48
5.94
6.88
8.65
6.06
4.96
6.6
6.44
7.27
5.81
4.21
4.69
4
4.42
5.81
6.1
4.79
2.4
2.6
3
6.63

7.0	
  Housing	
  Price	
  Index	
  

Housing Price Index
180.000

Source: Teranet - National Bank National Composite House Price Index

160.000
Housing Price Index

140.000
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Canada 2005 = 100

8.0	
  Average	
  Residential	
  Price	
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9.0	
  Burrard	
  Street	
  Distance	
  Measurement	
  

10.0	
  Cypress	
  Street	
  Distance	
  Measurement	
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