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EXECUTIVE SUMMARY 

Executive Summary  
The Highway 17 corridor is the northeastern 

gateway to the Capital Region, accommodating the 

movement of people, goods and services externally 

from the BC Ferries terminal at Swartz Bay and the 

Victoria International Airport through to the Victoria 

area and other parts of the Island. The corridor is 

also a critical north-south link for residents and 

businesses located on the Saanich Peninsula and 

adjacent to the Highway that travel the corridor daily 

by car and on transit.  

 

Since the late 1980s, Highway 17 has been subject 

to many studies and improvement strategies that 

have been implemented to address mobility and 

safety issues, as well as to support access for local 

communities that exist along the corridor. The 2007 

Highway 17 Corridor Planning Strategy embraced 

and connected the directions set out in these 

background initiatives to chart a course for the 

future. The foundational vision for the corridor 

includes the provision of grade-separated 

connections at key cross-streets that serve the 

broader communities, and removal of connections 

with minor streets and accesses to individual 

properties in order to achieve overall corridor 

objectives. 

Over the last five or more years, several initiatives 

have been undertaken that influence the existing 

Plan and shape the future direction for the Highway 

17 corridor. These include everything from the 

implementation of improvements contained in the 

Strategy through to the other local and regional 

planning initiatives that outline possibilities and 

expectations for the Highway and local 

transportation system as well as growth plans 

immediately adjacent to the corridor such as on the 

Tsawout First Nations lands south of Mount Newton 

Cross Road. 

The purpose of the Highway 17 Planning Study was 

to confirm and evaluate long-term improvement 

strategies for grade-separation of key intersection 

and bus bypass shoulders between McKenzie 

Avenue and the Swartz Bay Ferry Terminal; to 

identify opportunities for short-term enhancements 

to address existing issues and challenges along the 

corridor such as intersection safety and mobility as 

well as delays to transit at key intersections; and, to 

identify the potential impacts, costs and benefits of 

both long-term and short-term improvements 

identified along the corridor.  Although all grade-

separated improvement strategies were refined, 

early discussions with agency stakeholders 

indicated that there were limited opportunities for 

funding partnerships. Therefore, preferred 

improvement concepts could not be confirmed as 

part of the study process in all areas of the corridor.  

EXISTING AND FUTURE BASE CONDITIONS 

The assessment of existing and future base mobility 

patterns indicated that the Highway 17 corridor 

generally operates at 10 km/hr below posted speeds 

during the peak periods (except at the signalized 

intersections) and that overall travel times would 

increase by as much as 5.0 to 7.5 minutes during 

the PM peak hours over the next 25 years. 

Additionally, these travel speeds and times were 

only modestly impacted by ferry traffic.  

Table ES.1 - Forecast Change in Corridor 

Travel Times (min) 

Horizon 
Northbound 

AM        PM 

Southbound 

AM         PM 

Existing 21.7    21.4 22.5      22.5 

Forecast 23.1    26.4 23.5      30.0 

Change 1.4       5.0 1.0        7.5 



 

 

FINAL REPORT 

HIGHWAY 17 PLANNING STUDY 

 

2 

ES 

 

EXECUTIVE SUMMARY 

The PM peak hour vehicle volumes were projected 

to increase to more than 3,100 and 2,600 vehicles 

per hour in northbound and southbound directions 

respectively south of  

Mount Newton Cross Road in the long-term. 

Additional, each of the signalized intersections and 

most segments of the Highway were projected to 

operate at LOS E and F during the morning and 

afternoon peak periods as illustrated in Figure ES.1. 

Although the Highway 17 corridor can generally 

support the projected traffic volumes as a four lane 

facility, grade-separated connections will be required 

in most areas of the corridor in the long-term.  

 

A review of historical collision patterns indicated that 

the majority of areas of the corridor where the rate 

and severity of collisions exceeded the provincial 

average (see Figure ES.2), have been near 

signalized intersections of Haliburton Road, Cordova 

Bay, Sayward Road, Mount Newton Cross Road and 

Beacon Avenue.  

LONG-TERM IMPROVEMENT STRATEGIES 

Consistent with the 2007 Corridor Strategy, the long-

term improvement strategies included grade-

separated connections to Highway 17 as well as 

closures of minor road connections and site 

accesses to the corridor along with stronger support 

municipal network (see Figure ES.3). Although the 

impacts, benefits and costs of each improvement 

concept were examined, Table ES.2 summarizes 

the economic evaluation of each improvement 

concept considered.  Overall, the economic benefits 

of the Haliburton / Claremont and Mount Newton 

interchange concepts received a benefit-cost (B/C) 

ratio of greater than 1.0, while other grade-

separated improvement strategies achieved a B/C 

ratio of less than 0.65 for the planning horizon.  It 

should be noted that while the closure of site 

accesses and other minor intersections along the 

corridor will contribute toward increasing overall 

safety benefits, these costs and benefits were not 

incorporated into the overall economic evaluation of 

individual interchange improvements and would not 

dramatically alter the results.  

 

 

 

 

 

 

 

 

 

Figure ES.1 - Forecast Corridor & 

Intersection Levels of Service 
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EXECUTIVE SUMMARY 

Figure ES.2 -  Historical Collision Rates (2006 – 2010) by 1km Segments 

 

 

 

 

 

 

 

Table ES.2 -  Summary of Interchange Economic Evaluations 

 

Economic Evaluation 

Concept 1 
Haliburton 
Overpass 

and 
Claremont 
Right-in / 
Right-out 

Concept 2 
Haliburton 
Right-in / 
Right-out 

and 
Claremont 
Overpass 

Sayward 
Interchange 

Concept 1  
Keating 

Flyover &  
Island View 
Intechange 

Concept 2 
Keating 

Interchange 

Concept 3 
Island View 
Interchange 

Concept 1  
Mount 

Newton 
Diamond 

Concept 2  
Mount 

Newton 
Loop Ramp 

Beacon 
Interchange 

Cost (2013$) 
Class D Capital Cost 

Property Cost  
Total Cost 

Financial (PV) 
Discounted Capital & Property 

Operate & Maintain 
Salvage 

Total Cost  
Customer Service (PV) 

Travel Time Saving 
Vehicle Operating 

Safety 
Total Benefits 

Economic 
NPV 

Benefit-Cost Ratio  

 
$ 21.4M 

$ 1.1M 
$ 22.5M 

 
$ 21.6M 

$ 3.4M 
$ 4.6M 

$ 20.4M 
 

$ 14.9M 
$ 0.04M 

$ 4.2M 
$ 19.1M 

 
$ (0.97M) 

0.95 

 
$ 16.8M 

$ 0.5M 
$ 17.3M 

 
$ 18.0M 

$ 0.3M 
$ 3.3M 

  $ 15.0M 
 

$ 15.1M 
$ 0.04M 

$ 4.2M 
$ 19.3M 

 
$ 6.0M 

1.45 

 
$ 19.3M 

$ 6.5M 
$ 25.8M 

 
$ 28.8M  

$ 0.3M 
          $ 3.7M  

  $ 25.4M  
 

$ 16.6M 
 $ 0.2M  

$ 19.6M  
$ 36.4M  

 
$ 15.1M 

1.71 

 
$ 29.2M 
 $ 1.3M 

$ 30.5M 
 

$ 29.3M 
$ 0.5M  
$ 7.6M  

$ 22.2M 
 

$ 7.1M 
$ (0.2M)  
$  3.7M 

$ 10.6M 
 

$  (11.1M) 
0.49 

 
$ 32.6M 

$ 1.3M 
$ 33.9M  

 
$ 33.1M 
$  0.3M  
$  6.6M  

$ 26.9M  
 

$ 5.7M 
$ (0.2M)  

$ 3.7M  
$ 9.2M  

 
$ (16.5M) 

0.36 

 
$ 19.9M 

$ 0.4M 
$ 20.3M  

 
$ 19.0M 

$ 0.4M  
$ 4.1M  

$ 15.3M  
 

$ 6.1M  
$ (0.2M)  

$ 3.7M 
$ 9.7M 

 
$ (5.8M) 

0.63 

 
$ 26.1M 

$ 1.1M 
$ 27.2M  

 
$ 31.2M  

$ 0.4M  
$ 5.6M  

$ 26.0M 
 

$ 21.2M 
$ 0.06M  

$ 5.9M  
$ 27.2M  

 
$ 6.7M  

1.33 

 
$ 31.3M 

$ 0.9M  
$ 32.2M 

 
$ 40.1M  

$ 0.4M  
$ 6.6M  

$ 34.0M  
 

$ 20.6M  
$ 0.06M  

$ 5.9M  
$ 26.6M  

 
$ 2.3M 

1.09 

 
$ 39.8M 

$ 1.8M 
$ 41.5M  

 
$ 39.3M 

$ 1.3M  
$ 8.2M  

$ 32.4M 
 

$ 4.8M  
$ 0.2M  
$ 4.9M 
$ 9.8M  

 
$ (22.5M) 

0.30 
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EXECUTIVE SUMMARY 

Figure ES.3 Highway 17 Corridor Long-Term Improvement Strategy  
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In addition to examining the grade-separation of the 

primary Highway connections, bus bypass shoulders 

were also considered as a long-term improvement 

strategy. The Victoria Region Transit Future Plan 

identified as a rapid transit corridor designed to 

move high volumes of passengers between major 

regional destinations. In this case, a rapid transit 

corridor along Highway 17 was identified in future to 

provide an exceptional customer experience. With 

investments in enhanced bus services and priority 

facilities along the Highway 17 corridor, the 

projected ridership is estimated to increase from 

approximately 6,100 passengers to over 10,000 

passengers per day within the next 25 years.  

As part of the study, a northbound and southbound 

bus bypass shoulder was examined for the 26 km 

corridor as the most appropriate long-term strategy 

to support attractive transit services. A 4.0 metre 

shoulder area (as illustrated in Figure ES.3) 

operating on the right side of the Highway would 

provide opportunity for buses to bypass areas of 

congestion and queue jump lanes with signal 

preemption would give transit priority at signalized 

intersections. The right-side operation would easily 

support grade-separated interchanges throughout 

the corridor with stops located on the ramps similar 

to that of other highways.  

The overall projection of benefits indicated that 

transit would achieve up to almost 4 minutes of 

savings across the corridor during the morning peak 

periods and up to 10 minutes in the afternoon. The 

conceptual cost of a bus bypass shoulder was 

estimated to be slightly less than $100 million. The 

extensive investment in a bus bypass shoulder for 

the entire length of Highway 17 along with the 

relatively moderate ridership levels and travel time 

savings were projected to result in a B/C ratio of 

0.20.  

INTERIM IMPROVEMENT STRATEGIES 

Recognizing the challenges of achieving 

partnerships for long-term investments in 

interchanges and the limited economic benefit to 

support investments in the bus bypass shoulder 

within the planning horizon, interim strategies to 

address safety and mobility were identified and 

evaluated.  

High collision locations (rates and severity) of the 

corridor were examined in greater detail and 

potential interim improvements strategies to address 

historical patterns at each location were identified. 

Table ES.3 summarizes the economic evaluation of 

the improvement strategies at each location. These 

results generally indicate that the safety investments 

identified at each high collision location range 

anywhere from approximately $0.5 million to over 

Figure ES.3 - Highway 17 Bus Bypass Shoulder Treatments 
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Table ES.3 - Summary of Interim Safety Improvements Economic Evaluations 

$5.5 million. In some cases, mobility improvements 

were also identified at Sayward as well as at Beacon 

as part of the concept. In all cases, the economic 

evaluations indicated that the benefits exceeded the 

costs with all projects receiving a B/C ratio of greater 

than 1.0.  

In addition to the interim safety and mobility 

improvements, transit priority treatments at 

signalized intersections were also considered as 

interim investments along the Highway 17 corridor.   

 

 

 

 

 

 

 

 

Recognizing that much of the existing and projected 

delays along Highway 17 are at the signalized 

intersections, bus queue jump lanes and signal 

preemption was identified and evaluated for the 

most critical locations. Figure ES.4 summarizes the 

economic evaluation of transit priority treatments.  

Table ES.4 – Summary of Interim Transit Priority Economic Evaluations 
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1 INTRODUCTION
The Highway 17 corridor (see Figure 1.1) is the 

gateway to the Capital Region on Vancouver Island, 

accommodating the movement of people, goods and 

services externally from the BC Ferries terminal at 

Swartz Bay and the Victoria International Airport to 

the Victoria Region and other areas of the Island. 

The corridor is also a critical north-south link for 

residents and businesses located on the Saanich 

Peninsula and adjacent to the Highway that travel 

the corridor daily by car and on transit.  

 

Since the late 1980s, Highway 17 has been subject 

to many studies and improvement strategies that 

have been implemented to address mobility and 

safety issues, as well as to support access for local 

communities that exist along the corridor. The 2007 

Highway 17 Corridor Planning Strategy embraced 

and connected the directions set out in these 

background initiatives to chart a course for the 

future.  In working with the Ministry and agency 

stakeholders on the Peninsula, the Strategy outlined 

principles for mobility and safety, while promoting 

transportation options to support provincial and 

regional interests in the corridor. The fundamental 

vision included the development of a four lane 

grade-separated corridor with connections 

concentrated at key cross-streets that serve the 

broader communities, while removing access from 

minor streets and individual properties in order to 

achieve overall corridor objectives.  

 

In many areas of the corridor, options were 

examined and preferred long-term directions have 

been identified that included both the location and 

form of connections to the Highway from the 

adjacent street system, along with changes to the 

local road networks. In other areas of the corridor 

however, preferred options developed and examined 

through the process could not be identified by 

agency stakeholders or the Ministry. In fact, the 

Mayors and Councilors that participated in and 

reviewed the results of the process indicated that 

community engagement was required before they 

could confirm preferred options. At the same time, 

politicians from local communities along the Highway 

were reluctant to engage the public in a discussion 

about the long-term future of the corridor without a 

commitment to funding or an investment strategy.  

The result is that there are still many areas of the 

corridor with long-term options for grade-separated 

connections to Highway 17, as well as alterations to 

local road systems and highway accesses.  

 

1.1 Relevant Initiatives 
Since the completion of the 2007 Corridor Planning 

Strategy, several initiatives have been undertaken 

that influence the existing Plan and shape the future 

Figure 1.1 – Study Area 
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direction for the Highway 17 corridor. These include 

everything from the implementation of improvements 

contained in the Strategy through to the other local 

and regional planning initiatives that outline 

possibilities and expectations for the Highway and 

local transportation system. The most prominent 

initiatives since the completion of the Corridor 

Strategy are briefly highlighted below:  

 

 McTavish Interchange. The McTavish 

Interchange was constructed in 2011 with a 

grade-separated connection to Highway 17, 

providing enhanced access to the Victoria 

International Airport as well as the industrial 

areas that surround them. The 

implementation of the interchange highlights 

the importance of an agreed upon concept 

from the 2007 Corridor Strategy and where 

partnerships can support investments in 

highway improvements in the absence of a 

complete investment strategy for the 

corridor. The agreed upon location and 

general configuration of the interchange 

established in the Corridor Strategy provided 

the foundation for further design work and a 

partnership between Provincial and Federal 

governments, as well as the Victoria 

International Airport.  

 

 Sayward Interim Improvement Strategies. 

The Ministry has been working with agency 

and community stakeholders on an interim 

strategy for addressing historical safety and 

mobility issues in the vicinity of the Sayward 

intersection with Highway 17. With a 

preferred long-term strategy that agencies 

have generally supported, the Ministry and 

other interests have invested in interim 

strategies that are consistent with the long-

term preferred option for grade separation.  

 

 Transit Future Plan – Victoria Region 

(May 2011). The Plan outlines the vision for 

the Victoria region transit network for the 

next 25 years and describes the services, 

infrastructure and investments that are 

needed to get there. In particular, the Plan 

identifies rapid transit and frequent transit 

corridors to protect and build facilities that 

will serve to increase ridership in order to 

meet regional objectives. Consistent with the 

Provincial Transit Plan, Highway 17 is 

identified as a rapid transit corridor between 

Swartz Bay and Downtown Victoria, as 

shown in Figure 1.2. The rapid transit 

corridors are planned to provide an 

enhanced customer experience through 

transit accommodation measures to bypass 

areas of delay and congestion, as well as 

Figure 1.2 – Transit Future Plan 
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comfortable and attractive passenger 

facilities at stations. In addition, future transit 

stations and park-and-ride facilities have 

been identified at strategic locations across 

the corridor.  

 

 Pedestrian and Cycling Master Plan 

(PCMP). The Capital Regional District’s 

PCMP presents an action plan for achieving 

a significant shift in travel patterns and to 

support changes in land uses. The Plan 

outlines a network of regionally significant 

connections and treatments for both 

pedestrian and bicycle facilities to build on 

the existing network. Throughout the 

Peninsula, existing and planned multi-use 

trails as well as shared and separated 

bicycle facilities that run parallel and across 

the Highway 17 corridor are defined. In most 

instances, these routes will cross the 

Highway at planned grade-separated 

interchanges. As part of the overall Corridor 

Plan, provision for pedestrians and cyclists 

are needed in order to achieve these goals 

and to support the planned rapid transit 

network.  

 The Beacon Interchange Study. The 

Ministry, Town of Sidney and the Victoria 

International Airport completed a joint review 

to develop a preferred interchange concept 

for the Beacon Avenue interchange based 

on the directions from the 2007 Corridor 

Strategy. Several variations to the initial 

concept were examined in greater detail to 

address key issues and concerns. Through 

this process has come a deeper 

understanding of the alternatives examined 

in the Strategy. Ultimately, the refinements 

and expansion of the Beacon Interchange 

concept as developed through this work will 

have greater support from the Town and 

other local stakeholders in which to examine 

the benefits and costs.   

 

 Tsawout First Nations Development 

Aspirations. The Tsawout First Nations has 

developed a plan for a shopping centre on 

the east side of Highway 17, just south of 

Mount Newton Cross Road. As part of these 

discussions, the community explored 

opportunities to provide enhanced access to 

the Highway 17 corridor and at the same 

time, worked towards the long-term vision 

for grade-separated connections. This study 

will incorporate the planned development as 

part of the evaluation of long-term options.  

 

 Highway 17 Joint Peninsula Taskforce 

(2009-10). The Highway 17 Joint-Peninsula 

Taskforce was made up of Councilors and 

community members from Central Saanich, 

North Saanich, Sidney, and the Tsawout 

First Nation, with the District of Saanich as a 

Figure 1.3 – Bicycle Network Plan 
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an observer. The objective was to identify 

and prioritize preferred improvement 

strategies to Highway 17 based on the 2007 

Corridor Strategy in order to guide ongoing 

discussions with the Ministry. The 

recommended improvement strategies and 

priorities identified by the Taskforce included 

the following priority projects: 

 

 Pedestrian overpass at Beacon Ave; 

 Strategies to heighten motorist’s 

awareness of the signalized intersection 

at Beacon Avenue; and, 

 Protect the potential for future 

connections to, and crossing of the 

Highway along the Ocean Avenue 

/Bevan Avenue section.  

The preferred long-term improvement 

projects identified by the Task Force 

included:  

 A full movement interchange at Keating 

Cross Road, in conjunction with: 

o Closure of Island View Road, 

East Saanich Road, Martindale 

Road and Gliddon Road; 

o New roadway to connect to 

Lochside Drive; and, 

o Upgrading of Keating Cross 

Road, east of Central Saanich 

Road, as required. 

 

 Construction of an interchange within 

the southwest portion of the Tsawout 

First Nation Reserve to provide full 

access and egress to and from 

Highway 17. 

Local agencies generally agreed that the 

planning and design for the two long-term 

projects should happen concurrently.  District 

of Central Saanich and the Tsawout First 

Nation also agreed to support any initiative to 

construct a park-and-ride facility in the vicinity 

of Island View Road and Keating Cross Road 

interchanges.  

 

1.2 Purpose of the Plan 

The purpose of the Highway 17 Planning Study is 

threefold as follows:  

 To confirm and evaluate long-term 

improvement strategies for grade-separation of 

key intersection and bus bypass shoulders 

between McKenzie Avenue and the Swartz Bay 

Ferry Terminal;  

 

 To identify opportunities for short-term 

enhancements to address existing issues and 

challenges along the corridor such as 

intersection safety and mobility as well as 

delays to transit at key intersections; and, 

 

 To identify the potential impacts, costs and 

benefits of both long-term and short-term 

improvements identified along the corridor.   

 

It should be noted that early discussions with 

municipalities indicated that while there was interest 

in refreshing the 2007 Corridor Strategy, 

opportunities for partnership on the long-term 

interchanges were limited. As such, the long-term 

interchange concepts were refined where needed 

and options for grade-separated connection to 

Highway 17 remain in some segments of the 

corridor. Discussions with agencies and public 

stakeholders will therefore await greater certainty 

around project partnerships and commitments from 

local, regional and provincial interests to advance 

functional planning and design of alternative 

concepts. 
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2 CONDITIONS 

ASSESSMENT 

This section of the report provides an overview of 

the current conditions and characteristics of the 

Highway 17 corridor, and examines the impacts of 

future growth in traffic over the next 25 years. The 

existing and future base conditions are used to 

identify and evaluate short-term and long-term 

improvement strategies.  

 

2.1 Community Context 

There are five municipalities and two First Nations 

along Highway 17, and most of these municipalities 

have updated their Official Community Plans (OCPs) 

since the 2007 Highway 17 Corridor Strategy. 

CITY OF VICTORIA  

The updated City of Victoria OCP gives priority to 

active modes of transportation and transit. 

Consistent with TravelChoices, the plan highlights a 

vision for a coordinated system of multi-modal 

regional corridors to move people, goods and 

emergency vehicles to major regional centres, 

regional highways and ferry terminals. Additionally, 

the Plan supports a rapid bus system, with particular 

emphasis on routes to regional destinations and 

points of entry, including Victoria International 

Airport and the BC Ferry terminal at Swartz Bay. 

DISTRICT OF SAANICH  

The District of Saanich’s OCP – Sustainable 

Saanich – encourages sustainable transportation 

and low carbon communities. In relation to Highway 

17, the Plan identifies the desire for appropriate 

bicycle facilities along the corridor to augment local 

north-south routes on the Peninsula.   

Within the Plan, Highway 17 is recognized as a truck 

route, commuter bikeway (on-road), and major 

transit route. The Plan identifies transportation 

routes that intersect with Highway 17, including truck 

routes, transit corridors, and bike routes as 

summarized in Table 2.1 below.   

Table 2.1 - Highway 17 Cross-street Functions      

(District of Saanich OCP) 

Intersection 

with Hwy 17 

Truck 

Route 

Transit 

Route 

(2008) 

Commuter 

Bikeways 

(on-road) 

McKenzie        

Rogers      

Vanalman       

Quadra       

Royal Oak        

Haliburton      

Cordova 

Bay  
    

Sayward       

 

DISTRICT OF CENTRAL SAANICH  

The District of Central Saanich updated their OCP in 

2008, with significant attention given to 

transportation. In relation to Highway 17, the District 

of Central Saanich recognizes the important 

economic role and function of the Highway, which is 

expected to grow. In this regard, the Plan indicates 

that over 75% of the residents preferred a future 

interchange with Highway 17 at Keating Cross 

Road. As such, the Plan includes the following 

policies in relation to Highway 17 to support a safe, 

efficient road system, which include: 

 Construction of grade-separated 

interchanges at Keating Cross Road and 

Mount Newton Cross Road; 

 Ongoing work to identify a preferred option 

for Island View Road, Keating Cross Road 

and Tanner Road; 

 When improvements are made, work with 

Ministry to close, consolidate, move or 
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otherwise improve private and local road 

access to the Highway. 

The Plan indicates that the design of highway 

improvements must balance the interests and 

incorporate the needs of all users, including 

agriculture, transit and pedestrians. Agriculture is a 

very important activity in the District, and thus the 

OCP does not support new roads located on 

agricultural land. Transit is also identified as a 

priority, particularly related to the need for better 

pedestrian connections across the Highway (under- 

and over-passes) to access commuter bus stops 

along Highway 17.  

TOWN OF SIDNEY 

The Town of Sidney updated their Official 

Community Plan in 2007. The transportation 

priorities laid out in the Plan encourage increased 

cycling, improved access and egress to Highway 17, 

and the Highway’s role as a public transportation 

corridor with links to the airport, ferry and downtown 

Victoria. 

The Town’s access to the Highway at Beacon 

Avenue is critical to improve access between the 

east and west sides of Sidney, while connecting 

lands located on the southwest and northwest 

corner, which has been designated as ‘West Sidney 

Commercial’ area.   

DISTRICT OF NORTH SAANICH 

Transportation aspirations and priorities identified in 

District‘s OCP include directing major traffic flow 

towards the Highway, minimizing traffic impact on 

residential and agricultural areas, ensuring high level 

of protection of the environment and the rural 

character, and encouraging walking and cycling.  

The Plan also encourages reduction of vehicular 

traffic and emissions by supporting investments in 

cycling facilities, as well as improved public transit 

service and park-and-ride lots at appropriate 

locations. 

TSAWOUT FIRST NATION 

The Tsawout First Nation has completed an overall 

land use plan that includes the development of 

almost 600,000 ft2 commercial space on the east 

side of the Highway, immediately south of Mount 

Newton Cross Road.  Over the last two years, 

Tsawout has also worked with the District of Central 

Saanich as well as the Ministry, on strategies for 

servicing the planned growth including the provision 

of a grade-separated connection at Jes Ken Road.  

 

2.2 Traffic and Safety 

Characteristics  

This section of the Plan highlights the historical and 

existing traffic and safety characteristics of the 

Highway 17 corridor. All issues and challenges 

today are described and used to shape long-term 

and short-term improvement strategies described in 

Sections 3.0 and 4.0.  

2.2.1 Traffic Patterns & Conditions 

Daily traffic patterns across Highway 17 along with 

the performance of the corridor and signalized 

intersections are highlighted within this section of the 

report.  

 The annual daily traffic patterns along 

Highway 17 have not changed over the last 

decade, with a slight decline in 2008 and 2009 

(see Figure 2.1). Historic traffic data obtained 
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from the Ministry’s permanent and short traffic 

count stations indicates that the 2012 corridor 

volumes (AADT) on Highway 17 range from 

approximately 15,000 to 60,000 vehicles per day. 

The data from the permanent traffic count 

stations located North of Quadra Street (northern 

section of Highway 17) and North of Amity Drive 

(southern section of Highway 17) showed steady 

growth in traffic volumes since 2008. The highest 

traffic volumes were experienced between 2002 

and 2006 followed by a sharp decrease in 2007 

and 2008. Over the past three years, the traffic 

volumes along the corridor have been 

approaching the same levels seen prior to 2006.   

 

Figure 2.1 - Historical AADT (2002 – 2012) – 

Permanent Count Stations 
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 Monthly average daily traffic volumes vary by 

less than 30% in the southern sections of the 

corridor and by 20% in the north. In 2012, daily 

traffic volumes along Highway 17 varied by as 

much as 9,000 vehicles between the winter 

months and summer months as shown in Figure 

2.2. This difference is generally expected 

considering the extent of tourism traffic in the 

region during the summer period.   

 

 

 

 

 

 

Figure 2.2 - Existing (2012) Monthly AADT 

 

0

10,000

20,000

30,000

40,000

50,000

60,000

Jan Feb Mar Apr May Jun Jul Aug Sept Oct Nov Dec

M
o
n
th

ly
 A

ve
ra

g
e
 

D
a
ily

 T
ra

ffi
c

Year

North of Quadra North of Amity
 

 

 Daily traffic volumes range anywhere from 

almost 15,000 vehicles per day to over 60,000 

vehicles per day from the north to south 

segments of the corridor. South of Mount 

Newton Cross Road, daily traffic volumes are 

significantly higher than the northern sections of 

the corridor as illustrated in Figure 2.3. 

Interestingly, daily traffic volumes are highest 

between Sayward Road and Royal Oak Road.   
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Figure 2.3 - Existing Average Annual Daily Traffic 

 

 PM peak hour traffic volumes along Highway 

17 are generally more than 30% higher than 

morning volumes. Consistent with the daily 

traffic volume patterns, peak period directional 

volumes on Highway 17 gradually increase from 

the north to south ends of the corridor. Although 

directional volumes across the corridor are 

generally balanced in both directions during the 

morning and afternoon peak hours, the afternoon 

peak volumes are much higher than the morning 

as illustrated in Figure 2.4.  

 

 

 

 

 

 

Figure 2.4 - Existing Peak Hour Corridor 

Volumes 

 

 Today, each of the signalized intersections 

along the corridor are currently operating at 

levels of service (LOS) D or better during the 

AM and PM peak hours, with the exception of 

Mount Newton Cross Road. Intersection levels 

of service provide a measure of average vehicle 

delay experienced at intersections. LOS A to C 

means that vehicles are experiencing very little 

delay while LOS F means that the intersection is 

failing and average delays are significant (greater 

than 80 seconds per vehicle for a signalized 

intersection). Using Synchro 8.0, delays at the 

key intersections on Highway 17 were found to 

vary throughout the corridor.  During the AM peak 

hour, the majority of the intersections are 



 

 

2 CONDITIONS ASSESSMENT 

FINAL REPORT 

HIGHWAY 17 PLANNING STUDY 

 

11 

operating with moderate delays - LOS D or 

better. The intersection of Mount Newton Cross 

Road with Highway 17 is operating with 

significant delays at LOS E during the PM peak 

hours. Figure 2.5 illustrates the levels of service 

along the corridor and at each of the signalized 

intersections. 

 

 

 Traffic is generally operating close to posted 

speeds on Highway 17 during the morning 

and afternoon peak periods, with the 

exception of delays experienced at signalized 

intersections.  The Highway 17 corridor has 

posted speeds ranging from 80km/hr to 90 km/hr 

except near the Ferry Terminal. In-vehicle travel 

time surveys during the peak periods indicate 

that the vehicle travel speeds are operating close 

to the posted speeds in both the AM and PM 

peak directions as illustrated in Figure 2.6. As 

expected, vehicle travel speeds decline through 

the five signalized intersections at Beacon 

Avenue, Mount Newton Cross Road, Island View 

Road, Sayward Road and Haliburton Road. 

 

 

 Although the peak period travel speeds are 

affected by periods of ferry traffic, the 

average travel speeds decrease by less than 4 

km/hr across the length of the corridor. Table 

2.2 summarizes the peak period travel times and 

speeds in the northbound and southbound 

directions with and without the ferry traffic. As 

indicated, the travel speeds across the corridor 

only change moderately during these periods and 

the overall travel time increases by one minute or 

less. These patterns would suggest that the 

benefits of any improvement along the Highway 

17 corridor could be evaluated using average 

peak period conditions without adjusting for 

periods of ferry-related traffic.  

 

 

 

 

 

 

 

 

 

 

 

Figure 2.5 - Existing Corridor & Intersection 

Levels of Service 
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Table 2.2 - Existing Corridor Travel Time and Speeds  

(With and Without Ferry Platoons) 

Corridor travel time evaluated from McKenzie Avenue to Land’s End Road on Highway 17. 
AM Peak Period is from 06:00 to 09:00 
PM Peak Period is from 15:00 to 18:00 

 

 

 

 

 

 

 

 

  

Figure 2.6 - Existing AM & PM Peak Period Corridor Speeds 
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2.2.2 Safety Assessment 

The collision history of Highway 17 between 

McKenzie Avenue and Lands Ends Road was 

analyzed based on historic collision data provided by 

MoTI and ICBC for the 2006-2010 period. Using 

these data, typical safety performance indicators, 

including collision rates and severity indices, were 

determined, in addition to an investigation of primary 

casual factors and occurrences for the Highway 17 

corridor and key intersections. The following 

discussion highlights those patterns.  

 The frequency of collisions across the 

Highway 17 corridor did not change 

dramatically between the periods of 2006 

and 2010. The frequency and type of collisions 

along Highway 17 between the 2006 and 2010 

period are summarized in Table 2.3.  The 

historical data indicate that the number of 

collisions have not increased, and in fact, 

declined slightly between 2009 and 2010. 

Additionally, these figures indicate almost 60% of 

the collisions were property damage only, while 

40% resulted in injuries. It is worth noting that 

three fatalities have occurred along Highway 17 

between the 2006 and 2010 period.  

 

Table 2.3 - Collisions by Severity (2006-2010) 

Year Fatal Injury 
Property 

Damage 
Total 

2006 2 83 103 188 

2007 0 68 110 178 

2008 0 63 121 184 

2009 0 68 96 164 

2010 1 73 91 165 

Total 
3 

(0.3%) 

355 

(40.4%) 

521 

(59.3%) 
879 

Source: BC MoTI HAS Collision Data 

 

 

 

 Based on historical collision data, most 

collision types occurring along Highway 17 

are rear-end collisions, comprising of more than 

half of the collisions along the Highway.  Off-road 

right and off-road left occurrences make up of 

over 30% of the collisions. Many of these 

collision types can be attributed to unexpected 

areas of congestion and vehicle queues at 

signalized intersections along the Highway, as 

well as direct access to properties 

accommodating turning vehicles. This data is 

illustrated in Figure 2.7. 

 

Figure 2.7 - Collisions by Type (2006 – 2010) 

 

 Collision causes such as driver 

inattentiveness and following too closely are 

also characteristics of a corridor that 

experiences variable travel speeds at major 

and minor intersections as well as at property 

driveways. As illustrated in Figure 2.8, the 

causes of almost 50% of the collisions on the 

Highway are reported as either drivers being 

inattentive or following too closely. Considering 

the variability of speeds from the expressway 

conditions to signalized intersections, as well as 

the impacts of intermittent site accesses and 

egresses along Highway 17, many drivers will not 

be adequately prepared to stop or significantly 

reduce speeds. As traffic volumes increase along 

the corridor, these conditions are likely to have a 

greater impact in future.  
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Figure 2.8 - Primary Contributing Factors of 

Collisions (2006 to 2010) 

 

 

 The collision rates at several locations along 

Highway 17 exceed the Critical Collision Rate 

and/or the Provincial Average of an urban 

expressway. Figure 2.9 highlights the 

significance of collision frequency relative to the 

traffic volumes - expressed as a collision rate – at 

every 1 km segment along the length of the 

Highway 17 corridor. The highest collision rate 

locations along the corridor can be compared to 

other expressway facilities using the Provincial 

Average as well as the Critical Collision Rate. 

The Critical Collision Rate represents the 

expected collision rate of locations with similar 

characteristics and is calculated based on the 

Provincial average collision rate.    

 

As expected, these patterns indicate that the 

highest collision rates are experienced at each of 

the signalized intersections along the corridor, 

where in most cases, the collision rates are 

higher than both the Provincial Average and 

Critical Collision Rate. In particular, the collision 

rates are highest at Haliburton Road, Sayward 

Road, Mount Newton, Island View Road and 

Beacon Avenue.  

 

At the north end of the corridor where traffic 

volumes are lowest, the collision rates are 

relatively high for the corridor as posted speeds 

and drivers transition to and from the Ferry 

Terminal.  
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Figure 2.9 -Historical Collision Rates (2006 – 2010) by 1km Segments 
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 Overall, the severities of collisions at many 

locations along Highway 17 are higher than 

on similar types of highway facilities in the 

Province. Figure 2.10 above illustrates collision 

severity by 1 kilometre section of the corridor and 

provides a comparison to the provincial average. 

Although the collision rates are not very high in 

the southern sections of Highway 17, the collision 

severities are higher than the provincial average 

south of Haliburton Road. In the northern areas 

of the corridor between Beacon Avenue and the 

Ferry Terminal, collision rates and severities are 

generally above the provincial average.   

 

For those intersections where the overall collision 

rate and collision severity index exceed the critical 

collision rate and/or provincial average, a more 

detailed review of collision patterns is explored in 

order to identify potential safety improvements. 

These patterns are also used to assess the potential  

 

 

benefits that may be expected from the 

improvements as part of the economic evaluation.  

 

 

 

 

 

 

 

 

 

 

Figure 2.10: Historical Collision Rates (2006 – 2010) by 1km Segments 
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2.3 Future Base Conditions 
 

Forecast travel demands along Highway 17 are 

projected for the 25 year planning horizon using the 

regional transportation model – TransCad – which 

broadly accounts for growth in provincial, regional 

and local traffic. Consistent with historical growth 

along the corridor over the last decade, the base 

growth in regional and provincial traffic in this area is 

forecast to increase by approximately 1% per year.  

In addition to the broader area growth, proposed 

development for the Tsawout First Nations lands 

located immediate south of Mount Newton Cross 

Road is added to the base year forecasts to identify 

the projected volumes along Highway 17. 

Approximately 600,000 ft2 of commercial growth is 

planned for lands on the east side of the Highway 

with direct access to a newly proposed interchange 

at Jes Ken Road as well as the existing Mount 

Newton Cross Road signalized intersection. Overall, 

the proposed development is projected to draw 

approximately 1,070 inbound and 1,120 trips 

outbound during the afternoon peak hour.   

The projected 25 year AM and PM peak hour 

corridor volumes for the Highway 17 corridor are 

illustrated in Figure 2.11 and briefly described 

below.  

 Peak hour corridor traffic volumes in the 

northern areas of the corridor are projected to 

increase by approximately 20% to 30%. Over 

the next 25 years, the forecast growth in the 

northern areas of the corridor is relatively 

modest, with an expected increase in traffic 

volumes of approximately 1% per year. The peak 

direction volumes north of Mount Newton Cross 

Road are projected to be as high as 2,300 

vehicles during the PM peak hour. Overall, these 

directional traffic volumes can generally be 

supported by a four lane expressway or freeway 

standard corridor.  

 

 South of Mount Newton Cross Road, AM and 

PM peak hour corridor volumes are projected 

to be as much as 50% higher than the 

northern sections of the corridor. Peak hour 

directional volumes in the southern areas of the 

corridor are projected to be as high as 3,600 

vehicles during the afternoon peak hours in the 

southbound direction and slightly more than 

3,000 vehicles northbound. The overall growth 

projected across the Peninsula coupled with the 

increase in PM peak hour traffic generated by the 

proposed development on Tsawout First Nations 

lands contribute to the overall change in traffic 

patterns.  

 

 

 

 

 

Figure 2.11 - Forecast 25 Year Peak Hour 

Corridor Volumes 
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 Although the Highway 17 corridor can 

generally support projected traffic volumes as 

a four lane facility, all signalized intersections 

will experience significant delays during the 

morning and afternoon peak hours 

(particularly in the southern areas). Corridor 

and intersection levels of service are illustrated in 

Figure 2.12 for the future base conditions. 

Overall, the corridor levels of service are 

assessed for each segment of the corridor using 

the Highway Capacity Software (HCS) in order to 

project delays and congestion levels. As 

illustrated, the AM peak hour is projected to 

experience modest delays (LOS C or better), 

while PM peak hour will experience more 

extensive delays (LOS D). Further, each of the 

signalized intersections across the corridor will 

experience significant delays in the long-term 

with projected LOS E or worse during the 

afternoon peak hour. In this regard, the 

expressway standard configuration of the 

Highway 17 corridor with signalized intersections 

will experience significant challenges south of 

Mount Newton Cross Road with the projected 

increases in peak traffic volumes.  

 

 Afternoon peak hour corridor travel times will 

increase by approximately 5.0 minutes in the 

northbound and 7.5 minutes in the 

southbound directions. Although corridor travel 

times will increase during both the morning and 

afternoon peak periods, the PM peak will 

experience the greatest increase in delays and 

travel times in both the northbound and 

southbound directions. Table 2.4 below 

summarizes the change in morning and 

afternoon peak hour travel times projected over 

the next 25 years for the Highway 17 corridor 

between McKenzie Avenue and the Swartz Bay 

Ferry Terminal.  

 

Table 2.4 - Forecast Change in Corridor Travel 

Times (min) 

Horizon 
Northbound 

AM        PM 

Southbound 

AM         PM 

Existing 21.7    21.4 22.5      22.5 

Forecast 23.1    26.4 23.5      30.0 

Change 1.4       5.0 1.0        7.5 

 

 

 

  

 

 

 

 

 

 

 

 

 

Figure 2.12 - Forecast Corridor & Intersection 

Levels of Service 
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3 LONG-TERM OPTIONS 

ASSESSMENT 
 

The 2001 Vision for Highway 17 identified long-

term opportunities for transforming the corridor to a 

four lane grade-separated freeway between the 

Swartz Bay Ferry Terminal and McKenzie Avenue 

as envisioned in the Vancouver Island Highway 

Plan. As a follow-up to that Plan, the 2007 

Corridor Strategy worked with local 

agencies to develop and evaluate 

interchange concepts at each of the 

signalized intersections along the corridor as 

well as strategies for managing access and 

providing a network of support roadways as 

part of the municipal network.  

With input and feedback from local agencies, 

guiding principles were developed to shape 

improvement strategies based on a common 

set of aspirations in terms of corridor form 

and function, safety and reliability as well as 

support for alternative modes (including 

transit, cycling and pedestrians). The 

recommended improvements for the corridor 

identified in the 2007 Corridor Strategy are 

illustrated in Figure 3.1.  

This section of the report examines two 

distinct (but complementary) long-term 

strategies being considered for the Highway 

17 corridor as a continuation of the 2007 

Strategy. The first series of improvements to 

be explored includes an update and review of 

the grade-separated improvement options 

along the Highway 17 corridor with the more 

recent forecasts described in Section 2.0.  

The second series of improvements include 

the provision of a bus bypass shoulder 

between the Ferry Terminal and McKenzie 

Avenue in order to support planned bus rapid 

transit services along the Highway 17 corridor. 

Northbound and southbound bus bypass shoulders 

are examined with existing at-grade intersections.  

The conceptual layout as well as the high level 

impacts, benefits and costs of all long-term concepts 

are explored through the economic evaluation.  

The economic analysis examines the total 

discounted life-cycle cost of the project, and 

effectively captures the cost to the infrastructure 

Figure 3.1 - 2007 Highway 17 Corridor Strategy 

Recommendations 
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provider. It takes into account the following project 

components:  

 Project costs which include project 

management and design, as well as 

environment, construction and a 40% 

contingency. Property costs are also included. 

 Rehabilitation cost over the life of the analysis 

period 

 Annual maintenance costs 

 Salvage value 

Other assumptions included in the economic 

analysis of the optional treatments are briefly 

highlighted below: 

 For this project, salvage value was assumed 

to be 20 percent of the discounted project 

cost, and annual maintenance costs were 

developed using a cost of approximately 

$3,839 per lane-kilometre, in addition to 

periodic maintenance cost of $70,000 every 

15 years. The financial account does not 

include consideration of cost-sharing or other 

differentiation between funding 

responsibilities. 

 

 The customer service account is a measure of 

the benefits (expressed as a dollar value) that 

highway users will experience. Benefits 

include reduced travel time and vehicle 

operating costs as a result of safety, mobility 

and transit priority improvements, which are 

then compared to the financial account to 

determine the economic performance of the 

project.  

 

 The value of travel time is based on MoTI’s 

2012 default value of $15.94 per hour for 

evaluation purposes. Vehicle occupancy 

levels are assumed to be 1.2 people per 

passenger car.  

 
 

 Transit vehicle operating costs are assumed 

to be $99 per hour.  

 

 The economic performance of each long-term 

and short-term improvement is identified 

assuming a 25-year planning period at a 

discount rate of 6% which is typical for BC 

MoTI benefit-cost evaluations.  

 

3.1 Grade-Separated 

Interchanges 
 

Consistent with previous work and reaffirmed with 

the projected base future conditions described in 

Section 2.0, the Highway 17 corridor will ultimately 

require a four lane grade-separated freeway facility 

to accommodate projected growth in traffic. The 

grade-separation of all highway connections would 

include eliminating and in some cases replacing 

existing signalized intersections as well as closing 

other accesses and minor intersections (see Figure 

3.2). 

This section of the report describes and evaluates 

many of the refinements to the Highway interchange 

options identified in the 2007 Corridor Strategy and 

provides an updated business case for discussion 

purposes among agencies. Once again, the limited 

interest in advancing partnerships at the time of 

preparing this report restricted opportunities to 

reduce options to a preferred concept with local 

stakeholders. The updated economic evaluation 

however, could serve as a starting point for opening 

up further discussions with local municipalities and 

community stakeholders on the options going 

forward.  
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Figure 3.2 – Highway 17 Corridor Long-Term Strategy 
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3.1.1 Royal Oak to Claremont 

The Royal Oak Drive to Claremont Avenue section 

of the Highway consist of two signalized 

intersections at Haliburton Road and Elk Lake Drive, 

and an unsignalized three legged intersection at 

Claremont Avenue. Each of these roadways are 

classified as collector roads in the District of Saanich 

Official Community Plan (OCP). 

As previously indicated, the peak hour volumes in 

the southern sections of the corridor are projected to 

increase significantly over the next 25 years as 

illustrated by the AM (PM) peak hour turning 

movements in Figure 3.3. In particular, the 

afternoon peak hour traffic volumes are projected to 

increase to over 3,500 vehicles in the southbound 

direction and approximately 3,000 northbound. 

Projected turning movements for the AM (PM) peak 

indicate that Haliburton Road is projected to 

continue to support two to three times more traffic 

than Claremont Avenue (ranging from approximately 

200 to 400 vehicles per hour).  

Figure 3.3 – Forecast Peak Hour Intersection 

Volumes 

 

The two concepts identified and evaluated in the 

2007 Corridor Strategy included a grade-separated 

connection to the Highway 17 corridor that would be 

split between Haliburton Road and Claremont 

Avenue. The two concepts are briefly described 

below along with an overview of the overall impacts, 

costs and benefits.  

 

Concept 1 – Haliburton Overpass and Claremont 

Right-in / Right-out Ramps  

The first concept for a full movement grade-

separated connection for Haliburton and Claremont 

is illustrated in Figure 3.4. The signalized 

intersection at Haliburton Road / Elk Lake Road 

would effectively be converted to a half diamond 

interchange to serve as a southbound connection to 

and from the Highway. The connection between 

Haliburton Road and Elk Road would be retained 

along with access to Elk Beaver Lake Park, but 

access to the Highway would be limited to 

southbound traffic only entering and leaving the 

highway.  

The existing northbound right-in and right-out at 

Claremont Avenue would be upgraded to a highway 

standard with extended acceleration and 

deceleration lanes, and southbound left-turns would 

be restricted. All northbound traffic going west of the 

Highway would use the Claremont Road exit to 

connect with Del Monte Avenue and Haliburton 

Road to cross the new Highway overpass.  

The Haliburton Road overpass could also be 

designed to include pedestrian and bicycle facilities 

to connect residents on the east side, as well as 

visitors to Elk Beaver Lake Regional Park west of 

the Highway.  

 

In order to make this concept functional, support 

road connections are needed for residents using 

Cherry Tree Bend as illustrated in the 2007 Corridor 

Strategy. One option would include acquiring 

property and extending Cherry Tree Bend east and 

then north to Haliburton Road. An alternative 

support road connection would include a connector 

road between Falaise Drive and Cherry Tree Bend 

to the south. Both roadways would be classified as 

local streets and owned by the District of Saanich. 
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Concept 2 – Haliburton Right-in / Right-out 

Ramps and Claremont Overpass 

The second concept for a split interchange 

configuration between Haliburton Road and 

Claremont Road is illustrated in Figure 3.5. Similar 

to Concept 1, each connection would provide 

directional access to the areas east and west of the 

Highway. Concept 2 includes a grade-separated 

overpass at Claremont Avenue to serve southbound 

traffic connecting east and west sides of the 

Highway at Claremont Avenue and Elk Lake Drive, 

respectively. Claremont Avenue would extend west 

through the park to connect with Elk Lake Drive as 

an alternative north-south route to and from the 

Royal Oak area. No other municipal roadway 

network changes would be required at this location.  

Haliburton Road would serve as the northbound on-

ramp and off-ramp connection for residents on the 

east side of the Highway. Alternative intersection 

configurations at connections to be considered in 

future stages of work. 

The Claremont overpass could be designed with 

pedestrian and bicycle facilities to provide access to 

the Regional Park. Facilities connecting customers 

to rapid bus services could also be accommodated 

at this location.  

The supporting network changes through this area 

should also include the extension of Falaise Drive to 

Cherry Tree Bend on the east side of the Highway to 

provide alternative north-south route for residents 

that currently have direct access to the Highway.  
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Figure 3.4 – Concept 1 - Haliburton / Claremont Improvement  
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Figure 3.5 – Concept 2 - Haliburton / Claremont Improvement  
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A high level multiple account summary for each 

option including the economic evaluation is 

summarized in Table 3.1. These results indicate that 

both options have modest impacts on the traffic 

patterns and adjacent networks, but both options are 

generally workable and support alternative modes of 

transportation on the Highway and the support 

networks.  

In order to advance the development of the support 

roads and eliminate direct access to properties 

through the area, the Ministry and District of Saanich 

would need to work with local area stakeholders and 

acquire rights-of-way to serve local residents.  

The capital costs for the above noted options are 

estimated to be $22.5 and $17.3 million for 

Concepts 1 and 2 respectively (including property). 

The overall travel time, vehicle operating and safety 

benefits for both options are estimated to have a 

present value of more than $19 million for each 

option, with a benefit-cost (B/C) ratio of 0.95 for 

Concept 1 and 1.45 for Concept 2.  

Table 3.1 - Evaluation of Haliburton & Claremont Interchange Concepts 

 

 Concept 1 
Haliburton Overpass and Claremont 

Right-in / Right-out 

Concept 2 
Haliburton Right-in / Right-out and 

Claremont Overpass 
Traffic  Modestly reduces reliance on 

municipal roads 

 Modest increase in traffic along 
Claremont, Haliburton, Delmonte & 
Wesley 

 Modestly reduces reliance on municipal 
roads 

 Operates effectively 

 Modest increase in traffic along 
Claremont, Haliburton, Delmonte & 
Wesley 

Network  Connects with collector roads 

 Supports transit, walking and cycling 

 Connections to Park and Elk Lake Drive 

 Requires support roadways to serve 
residents on Cherry Tree Bend 

 Connects with collector roads 

 Supports transit, walking & cycling 

 Connects to Park & Elk Lake Drive 

 Serves rowing club connection 

 Support roads not required 

Community  Slight increase of traffic on school 
located on Claremont 

 2 properties impacted near Haliburton 

 Slightly greater impacts on parkland 

 Modest traffic impacts on school located 
on Claremont 

 2 properties impacted near Claremont 

Cost (2013$) 
Class D Capital Cost 

Property Cost  
Total Cost 

Financial (PV) 
Discounted Capital & Property 

Operate & Maintain 
Salvage 

Total Cost  
Customer Service (PV) 

Travel Time Saving 
Vehicle Operating 

Safety 
Total Benefits 

Economic 
NPV 

Benefit-Cost Ratio  

 
$ 21.4M 
$ 1.1M 

$ 22.5M 
 

$ 21.6M 
$ 3.4M 
$ 4.6M 

$ 20.4M 
 

$ 14.9M 
$ 0.04M 
$ 4.2M 

$ 19.1M 
 

$ (0.97M) 
0.95 

 
$ 16.8M 
$ 0.5M 

$ 17.3M 
 

$ 18.0M 
$ 0.3M 
$ 3.3M 

$ 15.0M 
 

$ 15.1M 
$ 0.04M 
$ 4.2M 

$ 19.3M 
 

$ 6.0M 
1.45 
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3.1.2 Sayward Interchange 

Sayward Road is currently a fully signalized 

intersection on Highway 17 that provides access to 

areas on the east and west sides of the corridor.  On 

the west side of the Highway, Sayward Road 

connects with Hamsterly Road which provides 

access east of the Highway, serving rural area 

residents along Brookleigh Road.  Sayward Road is 

classified as a truck route east of  

Highway 17, providing connections to Fowler Road 

and Cordova Bay Road.  

The projected traffic volumes illustrated in Figure 

3.5 indicate that Sayward Road east will support as 

many as 700 vehicles during the peak hours. With 

the amount of traffic entering and leaving the 

Highway at Sayward Road, both morning and 

afternoon peak hour volumes on Highway 17 are 

projected to be slightly higher to the north, with 

3,000 to 3,600 vehicles per direction.  

Figure 3.6 – Forecast Peak Hour Intersection 

Volumes 

 

 

 

In addition to the existing safety issues experienced 

today, the forecast traffic volumes are projected to 

result in significant delays at this intersection as 

summarized in Section 2.0.  

In 2013, the Ministry made improvements at the 

Highway 17 and Sayward intersection to address 

existing safety concerns.  These improvements 

included: 

 

 Implementation of a northbound acceleration 

and deceleration lane; 

 New “congestion ahead” warning sign 

northbound on the Highway in advance of 

Sayward Road; 

 Relocation of the northbound bus stop, with 

a transit queue jump lane. 

 

The 2007 Corridor Strategy included the 

identification and evaluation of three alternative 

concepts connecting Sayward Road to Brookleigh 

Road east and west of the Highway respectively. 

The preferred technical option recommended from 

the evaluation is illustrated in Figure 3.7. The 

preferred concept includes an overpass of Highway 

17 connecting Brookleigh Road with Sayward Road 

west and east of the Highway respectively, and 

retaining right-in / right-out connections on either 

side of the Highway at or near the existing Sayward 

Road intersection. This split overpass with highway 

access at Sayward Road would generally minimize 

impacts to the commercial properties on the west 

side of the Highway, while supporting projected 

traffic volumes.  

The two lane overpass of the Highway would form a 

4-legged intersection at Brookleigh Road and 

Hamsterly Road on the west side of the Highway 

and a four-legged roundabout at Sayward Road and 

Alderley Road on the east side. The northbound 

ramps would be located at the existing Sayward 

Road connection with the Highway, and the 

southbound ramps would be at the north end of 

Hamsterly Road.  This concept would build on the 

improvements considered for the interim horizon, as 

described in Section 3.0.  

In  support  of  this  concept,  essential  support  

roads  also  include  the  extension  of  the existing  

municipal  and  frontage  road  system  to  eliminate  

direct  accesses  to  the Highway.  On the west side, 
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Hamsterly Road would be extended north to serve 

the residential properties located adjacent to the 

Highway.   This frontage road could potentially be 

extended further north and over to the west, to 

connect with Central Saanich  Road  as  an  

alternative  local  route  between  the  municipalities  

of  Saanich  and Central Saanich.  On the east side, 

a frontage road for local residential access would 

run between Piedmont Drive to just south of 

Sayward Road, where it would extend easterly to 

connect with Alderley Road.  Similarly, north of 

Sayward Road, Old East Saanich Road would be 

extended south to connect with Wellsview Road and 

Alderley Road. 

Sayward Road is a major road that is 

part of a designated truck route, and 

commuter bicycle route in the District 

of Saanich.  The Brookleigh Overpass 

would be planned and designed to 

provide safe access for pedestrians 

and cyclists between the Regional trail 

along Lochside Drive on the east side 

and with the commercial and 

residential areas on the west side of 

the Highway.  Express bus transit 

service could also be provided by 

using the Highway on- and off-ramps 

to connect with potential feeder bus 

services from the existing local public 

transit service in the area. The Ministry 

and BC Transit have identified the 

northeast quadrant of Sayward and 

Highway 17 as the potential site for a 

park-and-ride and transit exchange for 

passengers transferring to and from 

the rapid bus system.  

A high level multiple account summary 

for the preferred Sayward Interchange 

concept, including the economic evaluation is 

summarized in Table 3.2. The total capital cost for 

this improvement is estimated to be $25.8 million 

(including $6.5 million for property). With a projected 

benefit of approximately $36.4 million (PV), the 

results indicate that the 25-year benefits would 

exceed the costs with a B/C ratio of 1.71. It should 

be noted that the economic evaluation does not 

account for the reduced number of collisions 

expected as a result of recent safety improvements 

made by the Ministry given that the improvements 

have not been implemented long enough to evaluate 

the safety benefits.  

Table 3.2 – Evaluation of Sayward Interchange Concept 

 

 Sayward Interchange 
Traffic  Increases reliance on municipal roads 

 Operates effectively 

 Reduce collision rates 

Network  Improves east-west continuity 

 New frontage roads and access changes 
are required 

 Could support bicycle and pedestrians 

 Configuration for rapid bus stations and 
passenger connections need to be 
addressed 

Community  Eliminate direct access to properties 

 Several residential properties impacted 
(approximately 35) 

 Some business impacts (3) 

 Minor impacts to Elk Lake Regional Park 

Cost (2013$) 
Class D Capital Cost 

Property Cost 
Total Cost 

Financial (PV) 
Discounted Capital & Property 

Operate & Maintain 
Salvage 

Total Cost  
Customer Service (PV) 

Travel Time Saving 
Vehicle Operating 

Safety 
Total Benefits 

Economic 
NPV 

Benefit-Cost Ratio  

 
$ 19.3M 
$ 6.5M 

$ 25.8M 
 

$ 28.8M 
$ 0.3M 
$ 3.7M 

$ 25.4M 
 

$ 16.6M 
$ 0.2M 

$ 19.6M 
$ 36.4M 

 
$ 15.1M 

1.71 
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Figure 3.7 - Preferred Sayward Interchange Concept  
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3.1.3 North of Sayward Road to 

Island View Road 

The area along Highway 17 from north of Sayward 

to Island View consists of several property accesses, 

unsignalized intersections (with partial movements) 

as well as a fully signalized intersection at Island 

View. Within the local area plans of Central Saanich, 

Tanner Road, Keating Cross Road and Island View 

Road are all classified as major municipal roads 

and/or truck routes. Keating Cross Road provides 

access to the District of Central Saanich’s major 

employment area.  

In the long-term, forecast PM peak hour volumes 

along the Highway 17 corridor through this section of 

Highway are projected to increase to as much as 

almost 3,500 vehicles in the southbound direction 

(south of Keating Cross Road) and approximately 

3,000 vehicles northbound.  Projected delays along 

the corridor are expected to increase and the 

intersection of Island View at Highway 17 is 

projected to operate at LOS E during the afternoon 

peak hour. It is worth noting that Island View Road 

traffic on the west side is projected to be slightly less 

than 700 vehicles per hour during the afternoon 

peak hour – only slightly below Sayward Road.  

Figure 3.8 – Forecast Peak Hour Intersection 

Volumes 

 

The alternative concepts developed as part of the 

2007 Corridor Strategy included three distinct 

options for grade-separated connections at Keating 

and Island View, with closures of other roadways 

and accesses to the Highway. The conceptual layout 

and the economic evaluation for these concepts 

have been updated and summarized along with the 

qualitative review as previously documented.  

In all concepts, access to individual properties 

alongside the corridor would be eliminated and 

several cross-streets would be closed – such as at 

Gliddon Road, Rey Road, Martindale Road and East 

Saanich Road. Frontage roads and local roads 

would be needed on the municipal network to 

support these changes as highlighted below:  

 Tanner Road to Keating Cross Road (west side). 

A short east-west connecting road between Rey 

Road and Bella Vista Drive to be defined further 

by the District.  

 Tanner Road to Island View Road (east side). 

Frontage roads that would connect Tanner Road 

with Martindale Road, and Danica Nursery 

entrance to Martindale Road.  

 Island View Road (west side). A roadway 

connection between Island View Road and 

Keating Cross Road that would provide access to 

the Keating Industrial area. 

 

The following discussion highlights the optional 

concepts and the high level impacts, benefits and 

costs.  

Concept 1 – Keating Flyover and Island View 

Interchange 

Figure 3.9 illustrates the proposed concept for the 

northbound to westbound flyover to Keating Cross 

Road and an interchange at Island View consistent 

with previous improvements identified by the 

Ministry.  Southbound access to the Highway at 

Keating Cross Road would remain along with the 

northbound flyover, and a full movement interchange 

would be provided at Island View Road. The 

following changes to other connecting and support 

roadways would also be included as part of this 

concept: 

 Close Tanner Road access. 
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 Close Martindale access and provide 

frontage road parallel to the Highway on the 

east side.  

 Close the existing East Saanich Road 

connection.  

 Provide frontage road connection on east 

side of Highway 17 by extending Gliddon 

Road north from Martindale Road.  

Concept 2 – Keating Interchange  

The second option illustrated below in Figure 3.10 

includes a full movement interchange at Keating 

Cross Road. This improvement would provide a 

connection between Highway 17 and residential and 

industrial areas along Keating Cross Road.  

With this option, the Island View connection to the 

Highway would be closed, although right-in / right-

out movements could be considered as this is part of 

the major road network in Central Saanich. It should 

be recognized that this was the preferred concept 

identified by the District of Central Saanich and the 

Highway 17 Joint Peninsula Taskforce.   Other 

support network modifications previously noted for 

Concept 1 would also be required for Concept 2.  

A diamond interchange at Keating Cross Road 

would include a three lane overpass structure of the 

Highway with northbound and southbound on- and 

off-ramps. West of Highway 17, Keating Cross Road 

would need to be four lanes to support the projected 

peak hour traffic volumes. This improvement would 

also support rapid bus stations on Highway 17 at 

Keating Cross Road and potential connections to a 

park-and-ride as well as a bus exchange at East 

Saanich Road. It should be recognized however that 

the pedestrian grades to get to and from the 

Highway will be challenging. Consistent with the 

local area plan aspirations, the Keating overpass 

structure could accommodate bicycle and pedestrian 

facilities to connect the eastern and western areas of 

the District.  

 

Concept 3 – Island View Interchange  

The third concept illustrated in Figure 3.11 includes 

a conventional diamond interchange at Island View 

Road to provide full movement access to and from 

the Highway 17 corridor. The interchange would 

include a three lane overpass and connecting 

northbound and southbound ramps. Island View 

Road would be four lanes connecting to Lochside 

Drive east of the Highway to Central Saanich Road 

on the west side. Signalized intersections would be 

provided when warranted for the on- and off-ramps 

and upgrades would be required at the Central 

Saanich Road intersection.  

Along with the provision of a full movement 

interchange at Island View, this concept includes the 

closure of access to and from Gliddon Road, 

Martindale Road, Keating Cross Road and East 

Saanich Road. Tanner Road would remain as a 

right-in / right-out connection to Highway 17.  
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Figure 3.9 - Concept 1 – Keating Flyover & Island View Interchange 
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Figure 3.10 - Concept 2 – Keating Interchange 
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Figure 3.11 - Concept 3 – Island View Interchange 
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A high level multiple account summary for each 

option including the economic evaluation is 

summarized in Table 3.3.  The economic evaluation 

highlights the total capital costs ranging from $20.3 

million to $33.9 million.  The results indicate that the 

25-year B/C ratio of any of the three proposed 

concepts is under 1.0, meaning that the benefits do 

not exceed the costs.  

Although the District of Central Saanich and the 

Highway 17 Joint Peninsula Task Force identified 

Concept 2 as the preferred option, further discussion 

and input from local area stakeholders will be 

required once a funding strategy can be developed. 

Further refinements to each of the concepts can be 

incorporated as part of the functional planning work 

once a decision to proceed with a potential project is 

made.  

Table 3.3 - Evaluation of Keating / Island View Concepts   

 Concept 1 
Keating Flyover & 

Island View Interchange 

Concept 2 
Keating Interchange 

Concept 3 
Island View Interchange 

Traffic  Traffic concentrated at 
Keating Cross Road 

 Moderate change in 
traffic on side streets  

 Truck traffic distributed 
similar to today 

 Increase traffic on 
Keating Cross Road 

 Limited changes to other 
roads 

 More truck traffic using 
Keating 

 Increased Island View 
traffic  

 More truck traffic using 
Island View 

Network  Island View and Keating 
are major roads & truck 
routes 

 Could support bike 
connections 

 Transit concentrated at 
Island View or Keating 

 Keating is a major road 
and truck route 

 Supports pedestrian and 
bicycle connections 

 Transit concentrated at 
Keating 

 Island View is a major 
road & local truck route 

 Connects Lochside Drive 

 Supports pedestrian and 
bicycle connections 

 Transit concentrated at 
Island View 

Community  Impacts approximately 5 
properties 

 Truck traffic impacts 
school on Central 
Saanich  

 Moderate impacts on 
ALR & residential areas 

 Impacts approximately 
10 properties 

 Support growth of the 
Keating industrial area 

 Minor impact on local 
access off Keating  

 Minor impacts on  ALR 

 Impacts approximately 6 
properties 

 Truck traffic impacts 
school on Central 
Saanich  

 Moderate impacts on 
ALR 

Cost (2013$) 
Class D Capital Cost 

Property Cost 
Total Cost 

Financial (PV) 
Discounted Capital & Property 

Operate & Maintain 
Salvage 

Total Cost  
Customer Service (PV) 

Travel Time Saving 
Vehicle Operating 

Safety 
Total Benefits 

Economic 
NPV 

Benefit-Cost Ratio  

 
$ 29.2M 
$ 1.3M 

$ 30.5M 
 

$ 29.3M 
$ 0.5M 
$ 7.6M 

$ 22.2M 
 

$ 7.1M 
$ (0.2M) 
$ 3.7M 

$ 10.6M 
 

$ (11.1M) 
0.49 

 
$ 32.6M 
$ 1.3M 

$ 33.9M 
 

$ 33.1M 
$ 0.3M 
$ 6.6M 

$ 26.9M 
 

$ 5.7M 
$ (0.2M) 
$ 3.7M 
$ 9.2M 

 
$ (16.5M) 

0.36 

 
$ 19.9M 
$ 0.4M 

$ 20.3M 
 

$ 19.0M 
$ 0.4M 
$ 4.1M 

$ 15.3M 
 

$ 6.1M 
$ (0.2M) 
$ 3.7M 
$ 9.7M 

 
$ (5.8M) 

0.63 
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3.1.4 Tsawout Interchange  

The Tsawout First Nations plan for 

developing the Central Saanich 

lands immediately south of the 

Mount Newton Cross Road 

intersection, include the provision 

of a new grade-separated 

connection to the Highway at Jes 

Ken Road as illustrated below in 

Figure 3.12.  

In addition to a northern connection 

to Mount Newton Cross Road, the 

new Jes Ken interchange will 

support northbound on- and off-

ramps immediately adjacent to the 

planned commercial development 

on the east side of the Highway. 

An overpass at Jes Ken Road will 

provide a direct southbound 

connection to and from Highway 

17.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 3.12 – Jes Ken Interchange Concept 

Source: Associated Engineering 
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3.1.5 Mount Newton Interchange 

Mount Newton Cross Road is located approximately 

one kilometre north of the proposed Tsawout 

Interchange and is a major east-west municipal road 

and truck route that connects with Highway 17 in the 

District of Central Saanich.  The intersection is 

currently signalized, permitting full access to the east 

and west side of the Highway.  Land use on the west 

side is mainly agricultural, but also includes a 

community hospital  (Saanich  Peninsula  Hospital)  

and residential  area  southwest  of  Mount  Newton  

Cross Road and Highway 17.   

Illustrated in Figure 3.13, peak hour forecast traffic 

volumes that include the Tsawout development 

illustrated below indicate that the Highway 17 

corridor will support approximately 2,500 vehicles in 

the northbound and southbound directions during 

the afternoon peak hour and would accommodate 

significant turning movements.  Forecast traffic 

volumes are projected to produce significant delays 

at this intersection in the long-term, with LOS E and 

F in the morning and afternoon peak hours, 

respectively.  

 

Mount  Newton  Cross  Road  was  identified  in  the  

2007 Corridor Strategy as  a  major connection to 

the Highway with a planned interchange.  In  order  

to  minimize  impacts  on  adjacent  properties,  a  

tight  diamond  interchange  was identified as 

illustrated in Figure 3.14.  Based on the forecast 

traffic volumes from the local area development, the 

interchange could be configured with a five lane 

overpass (with a double westbound to southbound 

left-turn lane).  The ramp intersections would need 

to be signalized and accesses to nearby commercial 

properties on the east side will need to be 

reconfigured.  

No support roads are required for this interchange 

configuration at Mount Newton Cross Road.  

However, existing access locations near the 

proposed ramps must be examined through 

preliminary design for any modification or relocation.  

With the significant growth in cross-street traffic as a 

result of local area development, a westbound to 

southbound loop ramp may also be considered in 

the northwest quadrant to accommodate the 

projected traffic flows. This concept was developed 

through recent work completed for the Tsawout First 

Nation and illustrated in Figure 3.15. 

  

Figure 3.13 – Forecast Peak Hour 

Intersection Volumes 
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Figure 3.14 – Concept 1 - Mount Newton Diamond Interchange  
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Figure 3.15 – Concept 2 - Mount Newton Loop Ramp Interchange  
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As part of the interchange concepts, 

provisions for rapid bus stations 

would be supported on the 

northbound and southbound ramps 

to and from the Highway. 

Additionally, the Mount Newton 

interchange would be designed with 

provisions for pedestrian and bicycle 

facilities to connect with local 

municipal connections planned for 

Mount Newton Cross Road.  

 

A high level multiple account 

summary for each option including 

the economic evaluation is 

summarized in Table 3.4. The 

economic evaluation highlights the 

total capital costs ranging from $27.2 

million to $32.2 million for Concepts 1 

and 2 respectively (including 

property). The economic evaluation 

indicates that the benefits of both 

concept 1 and 2 would exceed the 

costs, with a B/C of 1.33 and 1.09, 

respectively.  

3.1.6 Beacon 

Interchange 

Beacon Avenue is the most northerly signalized 

intersection on the Highway 17 corridor. East of this 

intersection, Beacon Avenue is a major arterial road 

serving the core area of the Town of Sidney and 

supports a significant volume of traffic to, from and 

across the Highway. On the west side, Beacon 

Avenue and its connection to Stirling Way provide 

access to residential and industrial land uses in the 

area.   

Over the next 25 years, the northern areas of the 

corridor are projected to experience modest growth, 

with traffic volumes increasing by more than 25% in 

all directions. Consistent with today’s patterns, the 

Beacon Avenue area is a major generator of traffic  

 

along the Highway 17. In fact, peak hour traffic 

volumes are significantly higher south of the Beacon 

Avenue intersection than on the north side. North of 

Beacon Avenue, Highway 17 is projected to 

accommodate approximately 1,000 vehicles per 

hour in the PM peak direction. On the south side, the 

Highway is projected to serve approximately 1,800 

vehicles per hour in the PM peak direction. Turning 

movements to and from the highway are significant 

in all directions, in particular in the westbound 

direction, where double left-turn lanes are provided. 

The turning movement forecasts are projected to 

create significant delays at the Beacon Avenue 

intersection with LOS D and E during the AM and 

PM peak hours respectively. These delays reflects 

Table 3.4 – Evaluation of Mount Newton Concepts 

 

 Concept 1  

Mount Newton Diamond 

Concept 2  

Mount Newton Loop 

Ramp 

Traffic  Increases in traffic volumes 
along Mount Newton from 
development may impact 
long-term operation for 
west side 
intersection/rampls 

 Westbound to southbound 
loop ramp configuration 
support long-term 
operation with projected 
traffic volumes 

Network  Mount Newton is classified as a major road 

 Could support planned bicycle route and pedestrian 
connections 

 Could support rapid transit service on ramps 

Community  Impacts approximately 5 
properties 

 Impacts on access need to 
be determined through 
further design 

 Impacts approximately 6 
properties 

 Impacts on site accesses 
need to be determined 
through further design 

Cost (2013$) 

Class D Capital Cost  

Property Cost 

Total Cost 

Financial (PV) 

Discounted Capital & Property 

Operate & Maintain 

Salvage 

Total Cost  

Customer Service (PV) 

Travel Time Saving 

Vehicle Operating 

Safety 

Total Benefits 

Economic 

NPV 

Benefit-Cost Ratio  

 

$ 26.1M 

$ 1.1M 

$ 27.2M 

 

$ 31.2M 

$ 0.4M 

$ 5.6M 

$ 26.0M 

 

$ 21.2M 

$ 0.06M 

$ 5.9M 

$ 27.2M 

 

$ 6.7M 

1.33 

 

$ 31.3M 

$ 0.9M 

$ 32.2M 

 

$ 40.1M 

$ 0.4M 

$ 6.6M 

$ 34.0M 

 

$ 20.6M 

$ 0.06M 

$ 5.9M 

$ 26.6M 

 

$ 2.3M 

1.09 
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an average arrival rate of traffic, and would be even 

more significant with ferry traffic platoons.  

 

Figure 3.16 – Forecast Peak Hour Intersection 

Volumes 

 

 

 

In 2011, the Ministry, Town of Sidney and the 

Victoria International Airport Authority explored 

optional concepts for the Beacon Avenue 

interchange as a follow-up to the 2007 Corridor 

Strategy. This work was done to not only advance 

aspects of the project, but to confirm the preferred 

concept and general footprint for the purpose of 

advancing development plans on the northwest and 

southwest quadrants to the intersection. The 

preferred concept included various refinements to 

the 2007 recommended option as illustrated in 

Figure 3.17.  

 

In general, the basic features include an overpass of 

the Highway to connect Bevan Avenue to Stirling 

Way, and right-in / right-out turn movements only at 

Beacon Avenue. Northbound traffic can leave the 

Highway at the first off-ramp at Bevan Avenue to 

connect with 7th Street and the overpass, or continue 

through to Beacon Avenue before turning right. All 

southbound traffic would enter and exit the highway 

from Beacon Avenue.  

 

Although forecast traffic conditions examined as part 

of the recent review suggest that roundabouts would 

work on either side of the Highway, consideration 

should be given toward the operational benefits and 

impacts of conventional signals at each of the 

primary intersections. Optional intersections controls 

may be examined as part of the functional planning 

and design process.  

 

As part of the concept refinement work, the Town 

also identified the preference for creating a more 

pedestrian-oriented environment on Beacon Avenue 

and the potential of connecting customers with rapid 

transit on either side of the Highway. Rapid bus 

passenger facilities along the Highway with a multi-

use overpass for pedestrians and cyclists 

immediately north of the Beacon Avenue 

intersection, were defined as part of the preferred 

strategy.  The northbound rapid bus station could be 

complemented by nearby curbside bus stalls on 

Beacon for interconnection with local services, and 

by a southbound rapid bus station at Beacon on the 

opposite side of the Highway.  The southbound 

station could be located adjacent to the southbound 

off-ramp and in close proximity to the potential 

pedestrian overpass structure, and a ‘bus only’ lane 

could be provided to allow buses to conveniently 

access the southbound on-ramp as it re-enters the 

highway. 

 

A high level multiple account summary for each 

option including the economic evaluation is 

summarized in Table 3.5. The estimated total capital 

cost for the Beacon Avenue interchange 

improvements are estimated to be $41.5 million for 

capital and property.  The results of the economic 

evaluation indicate that the benefits are significantly 

less than the project costs, with a B/C ratio of 0.30 
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Figure 3.17 - Beacon Interchange Concept 

Intersection operations & 

controls to be confirmed 



 

 
 

3 

FINAL REPORT 

HIGHWAY 17 PLANNING STUDY 

 

LONG-TERM OPTIONS ASSESSMENT 

42 

 

 

  

 

 Beacon Interchange 

Traffic  Increased traffic projected for Bevan Avenue 

 Ramps and intersections operate effectively 

Network  Beacon Avenue and Stirling Way are classified 
as arterials and Bevan Avenue as a local road 

 Bevan connection permits alternative routes 
to and from core area 

 Supports planned east-west bike facilities and 
pedestrian connections 

 Supports rapid transit on Highway 17 

Community  Impacts approximately 5 properties 

 Some impacts to driveways may be addressed 
through design 

Cost (2013$) 

Class D Capital Cost  

Property Cost 

Total Cost 

Financial (PV) 

Discounted Capital & Property 

Operate & Maintain 

Salvage 

Total Cost  

Customer Service (PV) 

Travel Time Saving 

Vehicle Operating 

Safety 

Total Benefits 

Economic 

NPV 

Benefit-Cost Ratio  

 

$ 39.8M 

$ 1.8M 

$ 41.5M  

 

$ 39.3M 

$ 1.3M  

$ 8.2M  

$ 32.4M 

 

$ 4.8M  

$ 0.2M  

$ 4.9M 

$ 9.8M  

 

$ (22.5M) 

0.30 

Table 3.5 – Evaluation of Beacon Interchange 



 

 
 

3 

FINAL REPORT 

HIGHWAY 17 PLANNING STUDY 

 

LONG-TERM OPTIONS ASSESSMENT 

43 

3.2 Transit Accommodation 

The Victoria Region Transit Future Plan, prepared 

by BC Transit in consultation with area 

municipalities, provides strategic direction toward the 

overall expansion of bus services in the region, 

including the identification of a core structure for the 

transit system that includes rapid transit. As part of 

that Plan, Highway 17 is identified as a rapid transit 

corridor designed to move high volumes of 

passengers between major regional destinations. In 

this case, rapid transit corridor is intended to provide 

an exceptional customer experience through:  

 15 minute frequencies or better between 7:00 

am and 10:00 pm, seven days a week. 

 Exclusive or semi-exclusive corridor. 

 High capacity transit technology. 

 Premium transit stations. 

 Off-board ticketing. 

 Corridor branding. 

With investments in enhanced bus services and 

priority facilities along the Highway 17 corridor, the 

projected ridership is estimated to increase from 

approximately 6,100 passengers to over 10,000 

passengers per day within the next 25 years.  

As part of the Corridor Plan, active and passive 

transit accommodation strategies that include the 

provision of dedicated space for transit throughout 

the corridor in order to bypass areas of congestion – 

particularly at signalized intersections – are 

explored.  Various forms of bus only lane 

configurations were considered for the Highway 17 

corridor to provide exclusive operating space for 

transit in addition to a shared HOV lane 

arrangement.  

a. Bus Only Lanes. Bus only lane options include 

bus bypass shoulders, right-side bus lanes and 

centre-median bus lanes. The right-side and 

centre median bus only lanes would require 

widened shoulders throughout the corridor as 

well as the additional travel lanes in both the 

northbound and southbound directions. Due to 

the spacing of signals on Highway 17 and the 

limited turning movements, all configurations 

coupled with transit signal priority treatments at 

intersections provide similar capacity and travel 

time benefits for transit. 

 

Both the right-side and shoulder running transit 

lanes within a highway environment allow 

transit to easily enter and exit freeway ramps 

where applicable or provide stops at key 

intersections with some separation from the 

Highway.  

The centre-median bus lane treatments can be 

applied to both the Highway and signalized 

intersection areas of the corridor. Although the 

costs and operational impacts of a centre-

median operation would be significantly greater, 

Figure 3.18 - Victoria Region Transit Future 

Plan Network 
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the capacity of the system may be slightly 

higher than curb-side or shoulder operation if 

impeded by right-turn vehicles at some 

intersections or accesses to individual 

properties. Access to the stations and the 

stations themselves however, can be more 

complicated for centre-median bus lanes than 

curb-side or shoulder lanes and bypasses, and 

consequently more costly.  

Because bus lane options are generally 

comparable in terms of benefits and a right-side 

operation could be easily supported with at-

grade and grade-separated connections to the 

adjacent street system, bus bypass shoulders 

are considered as the most economical strategy 

along the Highway 17 corridor in which to 

examine potential benefits and costs. 

 

b. Shared Bus/HOV Lanes  

As an alternative to bus only lanes, high 

occupant vehicle (HOV) lanes were also 

considered in principle to support forecast traffic 

volumes and serve as the priority lane for 

transit as a long-term strategy. The forecast 25 

year traffic volumes illustrated in Figure 2.11 

indicate that the southern segments of the 

Highway 17 corridor would support at most 

3,600 vehicles per lane in the peak directions. 

Although this is the upper capacity of a grade 

separated freeway, the benefits of the 

additional HOV lane would not likely support the 

additional cost for a six lane cross-section and 

grade-separated connections.   

Based on the economic evaluation of grade-

separated connections at select locations 

previously described, it is anticipated that the 

cost of widening Highway 17 for shared HOV / 

bus lanes would exceed the benefits. 

Recognizing that grade-separation of 

intersections along the Highway would provide 

sufficient capacity to support forecast peak hour 

traffic volumes, shared HOV/bus only lane 

options were not considered further within the 

study. 

Figure 3.19 illustrates the conceptual layout of the 

proposed bus bypass shoulders examined within the 

review. Consistent with the bus bypass shoulders 

implemented on Highway 99 (north and south of the 

Tunnel) in the Lower Mainland, bus bypass 

shoulders would operate in a slightly wider shoulder 

area of 4.0 metres for the entire length of Highway 

17. As buses approach the signalized intersections, 

they would merge with the right-turning vehicles as 

illustrated in Figure 3.20 and active warning devices 

Figure 3.19 - Highway 17 Bus Bypass Shoulder Treatments 
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may be used to notify drivers of buses in the 

shoulder lane. Buses would then continue through 

the signalized intersection in the right-turn lane. In 

areas of the corridor where direct access to the 

highway exists, the shoulder may become a right-

turn lane for general purpose traffic to ensure buses 

are aware of turning vehicles.  

It should be noted that a 5.5 metre shoulder will be 

required to continue to accommodate bicycles on 

the Highway 17 corridor. The additional capital cost 

will be considered relative to the overall benefits and 

costs. 

The bus bypass shoulder treatments are 

conceptually illustrated for the Highway 17 corridor 

in Appendix A. Although conceptual in nature, 

specific improvement strategies have been identified 

throughout the corridor and incorporated into the 

cost estimates.  

The high level benefits and costs of a northbound 

and southbound bus bypass shoulder are briefly 

highlighted as follows:  

 Bus bypass shoulders will provide a 

moderate to significant travel time benefit to 

transit passengers during the peak hours of 

the day. The projected long-term travel time 

benefits associated with a bus bypass shoulder 

are summarized in Table 3.6. These results 

indicate that the transit travel times would 

decrease by anywhere from 1.8 to 2.8 minutes if 

bus bypass shoulders were implemented today, 

and by 3.8 to 10.3 minutes in the long-term. In 

this regard, the long-term travel time savings 

during the PM peak periods for transit would be 

significant relative to driving a car.  

 

Figure 3.20 - Highway 17 Bus Priority Lane Treatments at Intersections  

Table 3.6 - Forecast Change in Transit 

Travel Times 

 Northbound 

AM        PM 

Southbound 

AM         PM 

General Purpose Traffic Travel Times (min) 

Existing 21.7    21.4 22.5      22.5 

Forecast 23.1    26.4 23.5      30.0 

Transit Travel Time Savings (min) 

Existing -2.2     -1.8 -2.8       -2.8 

Forecast -3.6     -6.7 -3.8      -10.3 
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 The total capital cost (PV) to implement bus 

bypass shoulders is estimated to be 

approximately $37.5 million and $51.8 million 

in the northbound and southbound 

directions, respectively. The total cost for a 4.0 

metre shoulder over the 26km section of highway 

in both the northbound and southbound 

directions has been estimated at a conceptual 

level of detail to be approximately $90 million 

(present value) or almost $1.75 million per km in 

each direction. Table 3.7 provides a breakdown 

of the cost estimates by highway segments.  

 

Table 3.7 - Bus Bypass Shoulder Cost 

Estimates (PV) 

Segment Northbound Southbound 

McKenzie to 

Sayward 
$9.5M $17.6M 

Sayward to 

Mount Newton 
$11.1M $15.7M 

Mount Newton 

to Ferry 

Terminal 

$17.9M $18.5M 

Total $37.5M $51.8M 

 

 The projected customer travel time and 

vehicle operating benefits of a bus bypass 

shoulder are significantly lower than the 

costs as summarized in Table 3.8. The 

projected travel time and vehicle operating 

benefits of a bus bypass shoulder is estimated to 

be approximately $6.2 to $7.5 million in the 

northbound and southbound directions 

respectively. These benefits are well below the 

projected total cost (present value) and result in a 

B/C ratio well below 1.0. 

 

 

 

 

 

 

 The cost for further shoulder widening to 

accommodate cyclists would increase by an 

additional 40%. In order to continue to 

accommodate cyclists within the bus bypass 

shoulders, an additional 1.5 metres would be 

required as illustrated in Figure 3.21. It is 

anticipated that the total cost for the additional 

widening across the corridor for the bus bypass 

shoulder with provisions for cyclists would 

increase to over $135 million.  

 

These results indicate that it would be difficult to 

economically support the entire investment required 

for bus bypass shoulders across the Highway 17 

corridor within the current planning horizon. The 

projected transit ridership along with the anticipated 

travel time savings along Highway 17 would need to 

increase substantially to be an economically 

attractive investment with a B/C ratio of greater than 

1.0. 

 

 

Table 3.8 - Economic Evaluation of Bus Bypass 

Shoulders  
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Figure 3.21 – Cycling Lane Accommodation 
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4 Interim 

Improvement 

Strategies  
This section of the study identifies and evaluates 

interim improvement strategies for the Highway 17 

corridor. These interim improvement strategies 

provide opportunities to the address existing safety 

and mobility issues identified in Section 2.0, as well 

as transit priority treatments in key areas of 

congestion without investing in longer-term grade-

separated interchanges and/or bus bypass 

shoulders across the entire corridor.  

4.1 Safety & Mobility 

Improvements 

As describe in Section 2.0, there are several areas 

of the Highway 17 corridor that experience higher 

than average collision rates and severities. This 

section of the study identifies potential interim 

investment strategies to address historical collision 

patterns at each of the high collision intersections 

illustrated in Figure 4.1.  

4.1.1 Haliburton Road 

Reported collisions from the Ministry data sources 

indicate that the collision rates along the Highway 

near Haliburton Road are above the provincial 

average and critical collision rate for an expressway 

facility. Both Ministry (see Figure 4.2) and ICBC 

records indicate that the major of collisions at this 

intersection are rear-end occurrences in both the 

northbound and southbound directions.  

 

 

 

Figure 4.2 - Haliburton Collision Patterns 2006-10 

(Ministry) 

Figure 4.1 -  High Collision Intersection Locations 
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Potential improvement strategies to address the 

primary collision patterns and to improve the overall 

operation of the intersection of Highway 17 at 

Haliburton Road are illustrated in Figure 4.3 and 

briefly highlighted below: 
 Provide northbound and southbound advanced 

signal and vehicle queue warning flashers to 

notify drivers; 

 Extend northbound left-turn lane to the 95th 

percentile vehicle queues; 

 Optimize signal timing and add skid resistant 

pavement through intersection; and, 

 Introduce right-in/right-out island on Haliburton 

Road at Cherry Tree Bend. 

 

As summarized in Table 4.1, the 25-year economic 

evaluation for these safety improvements indicates 

that the potential benefits exceed the costs with a 

B/C ratio of 7.49. 

Table 4.1 - Haliburton Interim Safety 

Improvements Economic Evaluation 

Total Incremental Cost 

(PV) 
$0.47M 

Total Incremental 

Customer Benefits (PV) 
$3.5M 

Net Present Value  $3.1M 

Benefit Cost Ratio 7.49 

 

4.1.2 Cordova Bay Road 

The historical collision rates on Highway 17 in the 

Cordova Bay Road area are significantly more than 

the provincial average as well as the critical collision 

rate for an expressway facility.  The primary collision 

patterns at this location are illustrated below in 

Figure 4.4. These patterns indicate that the majority 

of collisions at the intersection are rear-end 

occurring in the northbound direction.  

 

 

 

 

 

 

  

Figure 4.3 -  

Haliburton Intersection Interim Improvements  

Figure 4.4 - Cordova Bay Road Collision Patterns 

2006-10 (Ministry) 
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Potential improvement strategies to address the 

primary collision patterns and to improve the overall 

operation of the intersection of Highway 17 at 

Cordova Bay Road are illustrated in Figure 4.5 and 

briefly highlighted below: 

 Remove the westbound left-turn from Cordova 

Bay Road; and 

 Add skid resistant pavement through the 

intersection.  

 

The economic evaluation of the interim investments 

in the Cordova Bay Road intersection summarized in 

Table 4.2 indicate that the 25 year benefits far 

exceed the costs with a B/C ratio of 18.5.  

Table 4.2 - Cordova Bay Interim Improvements 

Economic Evaluation 

Total Incremental Cost 

(PV) 
$0.77M 

Total Incremental 

Customer Benefits (PV) 
$1.4M 

Net Present Value  $1.3M 

Benefit Cost Ratio 18.5 

 

4.1.3 Sayward Road 

The signalized intersection of Sayward Road at 

Highway 17 supports significant turning movements to 

and from the Highway. In particular, the southbound 

left-turns reach almost 250 vehicles in the PM peak 

hour.  As indicated in Section 2.0, the Sayward Road 

intersection currently operates at LOS D during the 

PM peak hours and is expected to decline with 

projected growth along the corridor.  

Beyond the peak period delays, the Sayward Road 

intersection area of Highway 17 experiences collision 

rates that are significantly higher than the provincial 

average as well as the critical rate. Figure 4.6 

illustrates historical collision patterns at the Sayward 

Road intersection. 

In an effort to address the significant number of rear-

end collisions at Sayward Road on Highway 17, the 

Ministry recently implemented advanced signal 

warning flashers in both the northbound and 

southbound approaches to the intersection.  As traffic 

and delays at Sayward Road continue to increase, the 

Ministry may explore other options to address 

historical safety issues as well as mobility challenges 

through the intersection. 

 

Figure 4.5 - Cordova Bay Intersection Interim 

Improvements 
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Figure 4.7 illustrates a potential improvement 

strategy to reduce delays and overall collisions while 

building toward the ultimate interchange described in 

Section 3.1. As part of this strategy, northbound and 

southbound left-turn vehicles would be required to 

turn right from the highway and cross at the existing 

signalized intersection as a through movement. This 

will ultimately eliminate the need for protected left-

turn signal phases and reduce vehicle queue lengths 

on the Highway. Southbound traffic turning left 

would leave the Highway onto Hamsterly Road 

immediately north of Sayward Road to then cross 

the highway. The modest volume of northbound left-

turns would turn right at Sayward Road to use the 

roundabout before crossing to access the western 

side of the Highway.   

 

The economic evaluation of the interim investments 

in the Sayward Road intersection are summarized in 

Table 4.3 indicate that the 25 year benefits far 

exceed the costs with a B/C ratio of 1.91.  

 

 

 

 

 

 

 

 

 

 

Table 4.3 - Sayward Interim Improvements 

Economic Evaluation 

Total Incremental Cost (PV) $3.8M 

Total Incremental Customer 

Benefits (PV) 
$7.3M 

Net Present Value  $3.5M 

Benefit Cost Ratio 1.91 

 

 

 

Figure 4.6 - Sayward Road Collision Patterns 2006-10 

(Ministry) 

Figure 4.7 - Sayward Road Interim Improvements 
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4.1.4 Island View Road 

Historical collision rates at the Island View Road 

intersection are only slightly above the provincial 

average and below the critical collision rate.  The 

collision diagram illustrated in Figure 4.8 indicates 

that most collisions occur in the northbound and 

southbound directions and a majority of those are 

rear-end occurrences.  

 

 

Overall, the intersection configuration of Island View 

Road at Highway 17 is generally consistent with 

standards of an expressway facility, with turn lanes 

in all directions as well as signal warning flashers in 

the northbound and southbound directions.  Left-turn 

lanes are provided on all approaches along with 

separated right-turn lanes on the Highway. Although 

the Ministry has implemented an acceleration lane 

for eastbound to southbound traffic, westbound to 

northbound traffic must merge immediately with 

highway travel speeds.  

In an effort to improve safety and driver comfort at 

the intersection, a westbound to northbound 

acceleration lane is proposed and illustrated in 

Figure 4.9 along with the provision of skid resistant 

pavement through the intersection.  

The economic evaluation of the interim investments 

in the Island View Road intersection are summarized  

in Table 4.4 indicate that the 25 year benefits far 

exceed the costs with a B/C ratio of 1.7.  

 

Table 4.4 - Island View Interim Improvements 

Economic Evaluation 

Total Incremental Cost (PV) $1.5M 

Total Incremental Customer 

Benefits (PV) 
$2.6M 

Net Present Value  $1.1M 

Benefit Cost Ratio 1.70 

 

Figure 4.8 - Island View Road Collision Patterns 

2006-10 (Ministry) 

Figure 4.9 - Island View Road Interim 

Improvements 
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4.1.5 Beacon Avenue 

As the first signalized intersection south of the Swartz 

Bay Ferry Terminal, the intersection of Beacon 

Avenue at Highway 17 supports significant turning 

movements to and from the Highway as well as cross-

street traffic. Most approaches support left-turn 

movements of anywhere from 100 to 250 vehicles, 

while the westbound left-turn lanes serves 

approximately 700 vehicles during the PM peak hour. 

Today, the intersection of Beacon Avenue at Highway 

17 operates at LOS D during the morning and 

afternoon peak periods, with some movements 

operating at LOS E. In the long-term, the projected 

delays are expected to increase for all movements 

through the intersection.  

As highlighted in Section 2.2, the collision rate on the 

Highway in the vicinity of the Beacon Avenue 

intersection is above both the provincial average and 

critical collision rate for an expressway facility. 

Additionally, the severity of collisions north and south 

of the intersection is also higher than the provincial 

average.  The historical collision patterns at the 

intersection are illustrated below in Figure 4.10. 

These patterns indicate that the southbound rear-end 

collisions account for a significant proportion of the 

overall collisions at the intersection. It is worth noting 

that while the ICBC data supports these patterns, 

rear-end collisions on all other approaches to the 

intersection are also relatively high.  

As illustrated in Figure 4.11, the interim concept for 

the Beacon Avenue intersection includes safety and 

mobility improvements. Warning flashers may be 

implemented at this location to increase driver 

awareness of the signals and vehicle queues at the 

intersection, particularly in the southbound direction. 

Additionally, geometric improvements may also 

include extending access to northbound and 

southbound left-turn lanes beyond the length of the 

through movement vehicle queues, as well as 

providing a second northbound and eastbound left-

turn lane.  

Figure 4.10 - Island View Road Collision Patterns 

2006-10 (Ministry) 

Figure 4.11 - Beacon Avenue Interim 

Improvements 
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The economic evaluation of the interim investments in 

the Beacon Avenue intersection are summarized in 

Table 4.5 indicate that the 25 year benefits do not 

exceed the costs with a B/C ratio of 1.04.  

Table 4.5 - Beacon Avenue Interim Improvements 

Economic Evaluation 

Total Incremental Cost (PV) $5.6M 

Total Incremental Customer 

Benefits (PV) 
$5.8M 

Net Present Value  $0.24M 

Benefit Cost Ratio 1.04 

 

4.2 Transit Priority 

Treatments 

In addition to the interim safety and mobility 

improvements, transit priority treatments at 

signalized intersections may also be considered as 

short-term investments along the Highway 17 

corridor. The following discussion explores the 

potential for transit priority lanes and signal 

preemption at several intersections that already, or 

are projected to experience significant delay and 

congestion in the medium-term.  

4.2.1 Sayward Road 

Existing and projected delays at the Sayward 

intersection range from LOS D through LOS F 

during morning and afternoon peak hours. The 95th 

percentile peak hour queue lengths will increase 

from as much as 300m to over 750m in the peak 

directions. As such, buses and transit passengers 

will be stuck in the same delays through the 

intersection.  

As part of the recent improvements at Sayward, a 

northbound transit queue jump was implemented, 

allowing transit to proceed through the intersection 

with minimal delays.  In addition to this improvement, 

a southbound transit priority lane could be 

considered to include extending the right-turn lanes 

beyond the 95th percentile vehicle queues to allow 

buses to access transit stops and proceed through 

the signalized intersections with limited delay. As 

illustrated in Figure 4.12, the buses would preempt 

the signals at Sayward Road and proceed through 

Figure 4.12 - Sayward Intersection Transit Priority Lane 
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the intersection to an acceleration lane on the far 

side before merging with highway traffic again.  

The economic evaluation of a transit priority lane at 

Sayward in the southbound directions indicates that 

the improvement costs outweighs the benefits with a 

B/C ratio of 0.40, as summarized in Table 4.6. While 

transit benefits are not realized through the 

improvements,   the extension of the southbound 

right-turn lane would build towards the ultimate 

improvements at Sayward as outlined in Section 

3.0.  

Table 4.6 - Sayward Road Interim Transit Priority 

Economic Evaluation 

Total Incremental Cost (PV) $4.1M 

Total Incremental Customer 

Benefits (PV) 
$1.4M 

Net Present Value  $ (2.7M) 

Benefit Cost Ratio 0.40 

 

4.2.2 Haliburton Road 

Similarly, the intersection of Haliburton Road and Elk 

Lake Road along Highway 17 will operate with 

significant delays during the morning and afternoon 

peak with LOS D today and LOS F in the long-term. 

During the peak periods today, vehicle queues can 

extend to almost 300m and 450 m in morning and 

afternoon peak directions respectively, are projected 

to extend beyond 500m in the long-term.  

The proposed transit queue jump lane at the 

Haliburton intersection would also join the right-turn 

lanes in both the northbound and southbound 

directions as illustrated below in Figure 4.13. In fact, 

access to the right-turn lanes could be extended 

beyond the 95th percentile through vehicle queues to 

permit easy access for transit to bypass congestion 

during the peak periods. Buses approaching the 

intersection could preempt the signal timing to 

provide northbound and southbound green phases 

before continuing through to the far side bus stops in 

both directions.  

The economic evaluation of a transit priority lane at 

Haliburton in both the northbound and southbound 

directions indicates that the costs slightly exceeds 

the benefits with a B/C ratio of 0.99 as summarized 

in Table 4.7. 

Table 4.7 - Haliburton Road Interim Transit 

Priority Economic Evaluation 

Total Incremental Cost (PV) $3.5M 

Total Incremental Customer 

Benefits (PV) 
$3.5M 

Net Present Value  ($0.32M) 

Benefit Cost Ratio 0.99 

Figure 4.13 - Haliburton / Elk Lake Intersection Transit Priority Lane 
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4.2.3 Island View Road 

The Island View Road intersection with Highway 17 

generally operates with moderate delays during 

peak hours today. Projected growth along the 

corridor due to local area development will result in 

further increases in delays during the PM peak 

period in particular with the intersection operating at 

LOS D.  

Similar to other locations, the transit priority lane at 

Island View Road would largely involve modifying 

the right-turn lanes in both the northbound and 

southbound directions.  

Access to the right-turn lane would be extended 

beyond the projected 95th percentile queues for the 

long-term and a transit only queue jump lane would 

be provided at the intersection with signal 

preemption. Buses would then join the acceleration 

lane on the far sides to the intersection where they 

would again merge with general purpose traffic on 

Highway 17.  

 

The economic evaluation of a transit priority lane at 

Island View Road in both the northbound and 

southbound directions indicates that the benefits are 

slightly below the costs with a B/C ratio of 0.7 as 

summarized in Table 4.8. 

Table 4.8 - Island View Road Interim Transit 

Priority Economic Evaluation 

Total Incremental Cost (PV) $1.3M 

Total Incremental 

Customer Benefits (PV) 
$0.88M 

Net Present Value  ($0.44M) 

Benefit Cost Ratio 0.70 

 

4.2.4 Mount Newton Cross Road 

The Mount Newton Cross Road currently operates 

with moderate to more significant delays during the 

AM and PM peak hours. With long-term growth in 

the immediate area of Highway 17 on the Tsawout 

First Nations lands, delays at the intersection are 

projected to increase significantly in future with LOS 

E and LOS F during the peak periods. In particular, 

the increase in side street traffic will result in 

increased delays in north-south travel on Highway 

17.  

Transit priority treatments on Highway 17 at Mount 

Newton Cross Road may be designed to utilize the 

right-turn lanes in both the northbound and 

southbound directions (see Figure 4.15). At the 

intersection, buses would have a dedicated lane with 

signal preemption to reduce north-south delays and 

to permit buses to join the acceleration lanes before 

merging with highway traffic. 

Figure 4.14 - Island View Intersection Transit Priority 

Lane 
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The economic evaluation of a transit priority lane at 

Mount Newton in both the northbound and 

southbound directions indicates that the benefits 

exceed the costs with a B/C ratio of 1.3 as 

summarized in Table 4.9. 

 

Table 4.9 - Mount Newton Cross Road Interim 

Transit Priority Economic Evaluation 

Total Incremental Cost (PV) $0.95M 

Total Incremental 

Customer Benefits (PV) 
$1.2M 

Net Present Value  $0.25M 

Benefit Cost Ratio 1.30 

 

 

 

Figure 4.15 - Mount Newton Intersection Transit Priority Lane 
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