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1 Executive Summary 

The Highway 97 Peachland Socio-Economic Impact Assessment project has been conducted 

by Davies Transportation Consulting Inc. in collaboration with IBI Group and Site Economics for 

the BC Ministry of Transportation and Infrastructure and the District of Peachland. The purpose 

of the project is to estimate the socio-economic impacts of alternative route options for the 

section of Highway 97 from Greata Ranch (south of Peachland) to the Drought Hill Interchange 

(north of Peachland).  There are two distinct alternatives for an upgrade of Highway 97 through 

Peachland:

 Upgrade online of the existing Highway to four lanes; and 

 Construction of a new, four-lane highway bypass alignment. 

The focus is determining the anticipated outcomes and impacts to local residences, businesses 

and the economy related to the choice of an online upgrade versus a bypass. The scope of the 

project will provide context and quantification on the route choice option in terms of anticipated 

social and economic impacts over the short, medium and long term perspectives.  The 

information resulting from this analysis will be used to supplement future benefit cost analysis in 

a multiple account evaluation framework. The output from this study is expected to support the 

social and economic accounts in this future evaluation.

While the potential impacts of widening the existing highway are relatively straightforward, the 

impact of the bypass is more complex. In many instances, diversion of traffic may negatively 

affect businesses along the existing route, and construction of a bypass could potentially open 

up access to new developable lands along the right of way, which creates additional competition 

for lands and businesses near the existing alignment. 

Previous research on the impacts of highway bypasses has concluded that the impacts depend 

primarily on the extent of diversion and the economic structure of the community, which 

determines the sensitivity to loss of pass-through traffic. Communities with a high concentration 

of highway-oriented commercial activity (gas stations, fast food restaurants, etc.) are more 

vulnerable.  

Analysis of Peachland’s economic structure suggests that the local economy is not highly 

dependent on highway traffic. The local economy consists almost entirely of small enterprises, 

most of which derive a major portion of their business from local residents. Results of a survey 

conducted for this project indicate that businesses in the retail sector are concerned over 
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possible impacts of a bypass, but respondents in other potentially vulnerable sectors – food 

services and traveller accommodation – were neutral or positive toward construction of a 

bypass. 

1.1 Limitations of This Report 

The highway improvement options analyzed in this study are conceptual in nature. Detailed 

engineering studies on critical aspects of the project – including design, right of way and access 

points for the highway widening alternative – have not been initiated. Consequently safety 

impacts have not been estimated, as the level of project detail is insufficient for the development 

of the collision prediction models and associated collision modification factors which would be 

required. Similarly, environmental impacts are analyzed only insofar as they impact the potential 

highway routes or land use impacts.

Areas for future study following completion of design and engineering include: 

 Updated estimates of traveller benefits (travel times and vehicle operating costs).

 Estimation of safety impacts using collision prediction models and associated collision 

modification factors.

 Detailed estimates of construction impacts.

 Environmental impacts, including air emissions, noise, impact on environmentally 

sensitive deer habitat and impact on agricultural land.

 Community access impacts, based on interchange and intersection locations and 

configurations.

 Assessment of impacts on active transportation.

 Visual and aesthetic impacts, including potential 3D modelling.

Note that the Ministry of Transportation and Infrastructure has recently engaged Delcan 

Corporation to undertake a three-year transportation planning study for the Central Okanagan, 

looking at route options for a future second crossing of Okanagan Lake. The results of this study 

may influence the design of any future Peachland bypass.
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1.2 Impact Summary 

The table below summarizes the conclusions reached by the consulting team on items within 

the scope of this study. Details are discussed in the following sections. 

Impact Area Highway 
Widening 

Bypass Option Notes 

Customer Service Account (Million $)

Traveller Benefits (Travel Time and Vehicle Operating Costs) $6.6 -$153.2 Present Value, 25 year period; Baseline Forecast; 51% 
Diversion for Bypass

Employment Income $0.0 -4.5 to -2.3 Baseline Forecast - High Forecast; potentially lower due to 
availability of employment outside of Peachland

Residential Real Estate Values $0.0 $0.0 No measurable impact in short, medium or long term 
Commercial Real Estate Values $0.0 $0.0 No measurable impact in short, medium or long term 
Investment $0.0 $0.0 No measurable impact in short, medium or long term 
Industry Structure No change No change No impact - limited employment base

Impacts Highway 
Widening 

Bypass Notes 

Community Health and Well-Being   Future Study Required

Emergency Access and Escape Considerations  
Bypass would provide alternate route between 
Summerland and West Kelowna; Alternative access/egress 
for Peachland

Infrastructure, Public Facilities and Services  
District of Peachland phased approach controls pace of 
development. 

Noise and Vibration  
Traffic diversion to bypass could reduce noise through 
Peachland

Outdoor Recreation  
Limited opportunities for additional recreational access 
along bypass.

Visual Impact/Aesthetic Features   Impacts could vary based on geographic perspective

Community Land Use Vision  
Potential devolution of existing route would provide more 
local control on land use changes

Active Transportation   Bypass that diverts traffic could make existing low elevation 
route more attractive to pedestrians and cyclists

Community Cohesion   Online widening would perpetuate Highway 97 as a physical 
divider of the community

Social Account

Economic Impacts (Million $)

1.3 Customer Account Impacts

Customer account impacts include changes to travel time and vehicle operating costs to 

highway users. Estimates for both options (widening of the existing highway and the bypass) 

are based on the highway alignments provided in the Request For Proposal for this study.

Detailed analysis of traffic patterns and changes in traveller costs is provided in Appendices 3 

and 4. 

Travel time and vehicle operating costs have been estimated for the two highway improvement 

options relative to the “existing highway” case under three traffic growth scenarios. Travel times 

are estimated based on average speeds and delays at signalized intersections. A model has 
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been developed to estimate traveller costs, based on current parameters used in the Ministry of 

Transportation and Infrastructure’s shortBEN benefit-cost model including value of travelers’ 

time, fuel, and other operating costs. The values are discounted at a real annual rate of 6%. For 

the bypass option, costs are estimated for three cases differing in the assumptions regarding 

the share of traffic which is diverted to the bypass: 25.5%, 51% and 75% diversion.  

The three traffic forecast scenarios developed for this analysis include: 

 A Baseline Growth forecast of 2.1% per year, based on historic traffic growth. 

 A Medium Growth forecast of 3.7% per year. 

 A High Growth scenario, which was based on supply-driven population growth induced by 

successful completion of large scale development projects within the community. 

Estimated traveller benefits (i.e. reductions in costs) from widening of the existing highway 

range from $6.6 million for the Baseline Growth scenario to $81.3 million for the High Growth 

scenario. 

Present Value ($millions) Baseline GrowthMedium Growth High Growth 
Time Costs $5.2 $28.6 $61.6
Vehicle Operating Costs 
($millions) $1.4 $8.9 $19.7
Total Travel Costs $6.6 $37.4 $81.3

Existing vs 4 Lane Highway Traveller Benefits  

The bypass option results in increased traveller costs for all forecast and diversion scenarios 

analyzed, with cost increases ranging from $23.0 million for the Medium Growth scenario with 

25.5% of traffic diverted to the bypass, to $283.0 million for the Baseline Growth scenario with 

75% of traffic diverted. 



10

Present Value ($millions)
Baseline 

Growth 25.5% 
Diversion 

Baseline 
Growth 51% 

Diversion

Baseline 
Growth All 

Through Traffic 
Diverted

Time Costs -$15.6 -$31.3 -$103.7
Vehicle Operating Costs 
($millions) -$61.0 -$122.0 -$179.4
Total Travel Costs -$76.6 -$153.2 -$283.1

Present Value ($millions)
Medium 

Growth 25.5% 
Diversion 

Medium 
Growth 51% 

Diversion

Medium 
Growth All 

Through Traffic 
Diverted

Time Costs $34.3 $15.6 -$2.0
Vehicle Operating Costs 
($millions) -$57.3 -$131.3 -$200.9
Total Travel Costs -$23.0 -$115.7 -$202.9

Existing Highway vs Bypass Traveller Benefits Baseline Growth 

Existing Highway vs Bypass Traveller Benefits Medium Growth 

In general, the increases in traveller costs are proportionate to increases in the number of trips 

diverted to the bypass. Under the High Growth scenario, through traffic benefits from faster 

travel times using the bypass, but rapid population growth will boost local traffic volumes and 

may require additional upgrades to the existing highway to mitigate congestion. 

The travel time and vehicle operating cost analysis is predicated on the proposed bypass route 

connecting at Trepanier with north/south Okanagan Valley traffic then having to traverse back 

down the Okanagan Connector Highway 97C to Drought Hill Interchange where it would link 

back into the Highway 97 corridor.

The District of West Kelowna has identified a future route, subject to further study, that

bypasses West Kelowna and connects to Highway 97C at Trepanier at a similar location to the 

potential Peachland Bypass. 

A Peachland Bypass that links to a future bypass of West Kelowna would have different metrics 

for travel time savings and vehicle operating costs. If these two bypass routes were 

complimentary there may be an opportunity to leverage positive user benefits in terms of travel 

time savings and vehicle operating costs. 

1.4 Impact on Economic Activity and Real Estate Markets 

Based on the Official Community Plan the consulting team found that neither option would have 

a significant impact on land use within the District of Peachland. The bypass alignment provided 

by the Ministry of Transportation and Infrastructure for this study would likely impact sensitive 
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deer habitat and agricultural land adjacent to Peachland within the Central Okanagan Regional 

District. 

While the choice of a highway improvement option may influence future decisions on zoning 

and land use, changes would require changes to the Official Community Plan. This would 

represent a choice by the community, and is not a direct impact of the highway options. 

1.4.1 Economic Activity and Commercial Real Estate

The bypass option could potentially impact economic activity in Peachland if significant volumes 

of traffic are diverted. The only cluster of commercial activity located directly on the existing 

highway is the Peachland Village Mall shopping centre at Clements Crescent, zoned Highway 

Commercial. Estimates of employment income impacts of the bypass option for this area 

suggest that the decline in employment income would range from $4.5 million under the 

Baseline Growth Scenario to $2.3 million under the High Growth scenario. These estimates 

assume that the impacts are permanent i.e. employees whose jobs are impacted by reduced 

traffic volumes remain unemployed for the entire 25 year forecast period. However as the total 

number of jobs lost is small (a maximum of 21) and the employment skills are not specialized it 

would be more reasonable to assume that any displaced employees could rapidly find work 

elsewhere. Impacts are less under the Medium and High Growth scenarios because the loss of 

pass-through traffic is partially compensated by additional local traffic due to population growth. 

Commercial real estate values in the Highway Commercial zone could be affected, though the 

area could be redeveloped or mix of businesses occupying the site could change to focus on 

services for local residents. The other major cluster of commercial activity in Peachland is in the 

downtown area, zoned Core Commercial. This area is not likely to be significantly affected by a 

bypass. 

1.4.2 Impact on Residential Real Estate

The Peachland residential real estate market must be considered in the context of the Central 

Okanagan as a whole. Patterns of housing starts and prices for Central Okanagan communities 

for which data is available – Kelowna, Peachland and Lake Country – are very similar over the 

last thirty years. 

Among Kelowna’s satellite communities, Lake Country has experienced the most rapid growth 

in residential construction. Lake Country has similar amenities to Peachland, and has large 
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scale residential and mixed use development projects similar to those proposed for Peachland. 

It is anticipated that competition in the Central Okanagan residential real estate market will 

continue throughout the forecast period. Under these conditions it is unlikely that Peachland’s 

population growth rate will significantly exceed that of neighbouring communities. 

Based on the forecast values of the major variables discussed in section 8, widening the 

existing highway is expected to have negligible impacts on residential property values in 

Peachland. Traffic levels will remain the same as the existing highway, and travel time changes 

on the existing route would not be large enough to significantly affect the desirability of 

Peachland for individuals commuting for work in West Kelowna or Kelowna. Based on the 

experience of the consulting team, any esthetic or social impacts of widening the highway would 

not significantly impact residential property prices. It may facilitate multi-family developments 

which typically require or at least prefer proximity to four lane arterial roads.     

Properties adjacent to the existing alignment might be affected if the right of way has to be 

widened to accommodate the widening of the highway. However, due to uncertainty over critical 

aspects of the project – including design, right of way and access points for the highway 

widening alternative – it is both impossible and beyond the scope of this study to assess 

potential impacts on individual properties or community sub-areas. 

For the bypass option, the Baseline and Medium Growth scenarios for the bypass option with 

the assumption of high traffic diversion significantly reduce traffic volumes on the existing 

highway. This would make residential sites located on the existing alignment a little more 

attractive, though price impacts would be small. Travel time reductions relative to the existing 

route under the Medium Growth scenario with 51% of traffic diverted would be approximately 

four minutes less than the 4 lane option; avoidance of local traffic congestion would be a 

positive factor for residential real estate prices relative to the “do nothing” option.  

The potential traffic volume reductions resulting from bypass construction are insufficient to 

have a measurable direct impact on proposed large scale residential projects in Peachland. 

The bypass option would avoid any aesthetic or social impacts from widening of the existing 

road. However, under the High Growth scenario local traffic grows strongly and upgrades to the 

existing route would probably be required to avoid increasing congestion in any case.
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1.4.3 Potential for New Development in the Bypass Zone

It is unlikely that the bypass would provide significant opportunities for new developments in the 

short and medium term, because the bypass zone contains environmentally sensitive areas and 

consists primarily of Crown land. The District of Peachland has no plans to provide services to 

the area; and the terrain limits potential access points to the bypass.  

1.5 Social Impacts 

Construction of either of the highway improvement options would have environmental, aesthetic 

and social impacts which would influence the quality of life for Peachland residents. These 

impacts are impossible to quantify, since the yardstick for measurement is the views and values 

of Peachland residents. Within the limitations of the project scope, the consulting team 

attempted to gauge community opinion through interviews with local businesses and 

organizations, and review of the provisions of the Official Community Plan and associated 

documents. Members of the “Highway 97 Council Committee” were also consulted. The 

research findings with respect to social impacts relative to the existing situation are summarized 

in the table below. 

Impacts Highway 
Widening 

Bypass Notes 

Community Health and Well-Being   Future Study Required

Emergency Access and Escape Considerations  
Bypass would provide alternate route between 
Summerland and West Kelowna; Alternative access/egress 
for Peachland

Infrastructure, Public Facilities and Services  
District of Peachland phased approach controls pace of 
development. 

Noise and Vibration  
Traffic diversion to bypass could reduce noise through 
Peachland

Outdoor Recreation  
Limited opportunities for additional recreational access 
along bypass.

Visual Impact/Aesthetic Features   Impacts could vary based on geographic perspective

Community Land Use Vision  
Potential devolution of existing route would provide more 
local control on land use changes

Active Transportation   Bypass that diverts traffic could make existing low elevation 
route more attractive to pedestrians and cyclists

Community Cohesion   Online widening would perpetuate Highway 97 as a physical 
divider of the community

Social Account

In the absence of more details on each route, and the need to for more detailed assessments 

that cannot be undertaken at this time, the summary ratings are preliminary in nature and 

somewhat subjective at this time.
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2 Introduction 

The Highway 97 Peachland Socio-Economic Impact Assessment project has been conducted 

by Davies Transportation Consulting Inc. in collaboration with IBI Group and Site Economics for 

the BC Ministry of Transportation and Infrastructure and District of Peachland. The purpose of 

the project is to estimate the socio-economic impacts of alternative route options for the section 

of Highway 97 from Greata Ranch (south of Peachland) to the Drought Hill Interchange (north of 

Peachland).  There are two distinct alternatives for an upgrade of Highway 97 through 

Peachland:

 Upgrade online of the existing Highway to four lanes; and 

 Construction of a new, four-lane highway bypass alignment. 

The Ministry of Transportation and Infrastructure and the District of Peachland have an interest 

in determining the social and economic impacts of this route choice option. The table below 

summarizes the main features of the alternatives being examined in this study.

Comparison of Alternatives1

Features Existing Highway
Upgrade Existing 
Highway to Four 

Lanes

New Four-Lane 
Bypass Alignment

Description Existing 2 lane highway 
with limited climbing 
and passing segments

Realigned 4-lane 
highway on similar 
route, with some 

deviation from 
existing south of 

Renfrew

New Highway west of 
Peachland, from north of 
Greata Ranch to Hwy 97C 
west of Trepanier. Existing 
highway retained as local 

route.

Length Existing highway. Greata 
Ranch is 16 km from 

Hwy 97/97C IC at 
Seclusion Bay Road. 

Diverge point for bypass 
option is ~2.8 km along 

existing highway

Approximately 0.1 km 
shorter than existing, 
due to realignment 
south of urban area

Average 13.7 km from near
Brent Road to existing Hwy 
97C.  NB is 13.5 km;  SB is 

13.9 km

                                               

1 Abbreviations used in the report: Interchange (IC); Northbound (NB); Southbound (SB).
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Features Existing Highway Upgrade Existing 
Highway to Four 

Lanes

New Four-Lane 
Bypass Alignment

Signals/ 
Access 
Points

3 signals, 10 un-
signalized intersections 
and several driveways

3 existing signals + 7 
other access points

Interchange at north end, 
plus access points at 

Princeton, existing highway 
(near Brent Rd)

Route from 
diverge 
point to 
97/97C IC

Existing highway Realigned highway Bypass + existing 97C 
between join point and 

Seclusion Bay IC

13.2 km from 'bypass 
diverge' near Brent Rd to 

Seclusion Bay IC

13.1 km from diverge 
point to IC

13.7 km + 6.9 km =

20.6 km

Speeds 90 km/h rural; 70 km/h 
urban

90 km/h rural; 70 
km/h urban

100 km/h rural

The focus is determining the anticipated outcomes and impacts to local residences, businesses 

and the economy related to the choice of an online upgrade versus a bypass. The scope of the 

project will provide context and quantification on the route choice option in terms of anticipated 

social and economic impacts over the short, medium and long term perspectives. The 

information resulting from this analysis will be used to supplement future benefit cost analysis in 

a multiple account evaluation framework. The output from this present study is expected to 

support the social and economic accounts in this future evaluation.

The highway improvement options analyzed in this study are conceptual in nature. Detailed 

engineering studies on critical aspects of the project – including design, right of way and access 

points for the highway widening alternative – have not been initiated. Consequently safety 

impacts have not been estimated, as the level of project detail is insufficient for the development 

of the collision prediction models and associated collision modification factors which would be 

required. Similarly, environmental impacts are analyzed only insofar as they impact the potential 

highway routes or land use impacts.

The study evaluates and compares micro-economic impacts of route and volume impacts on 

current and future business activities in the Peachland area. Economic impacts assessed 

include: 
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 Changes to land use, land value and zoning,
 Impacts on current and future planned investment (private and public sector),
 Impacts on local businesses and employment,
 Industry structure,
 Other related impacts.

Social impacts to be evaluated include: 

 Community health and well-being,
 Emergency access and escape considerations,
 Infrastructure, public facilities and services,
 Noise and vibration,
 Outdoor recreation,
 Visual impact/aesthetic features.
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3 Literature Review and Methodology 

3.1 Literature Review – Business Impacts

A large number of studies on the economic impacts of highway bypasses on small communities 

have been conducted over the last 25 years. The issues are summarized in a report done for 

the California Department of Transportation (Caltrans) in 2006: 

By rerouting traffic around the main streets of small towns, highway bypasses can provide 

a number of direct transportation benefits, such as diverting unwanted traffic, increasing 

roadway safety, reducing travel delays, and improving local access for people and goods. 

While these traffic impacts are well-understood, bypasses also have the potential to 

impact local economies. Area business owners may fear potential reductions in sales, 

while civic leaders may look forward to redeveloping downtown or promoting development 

along the new bypass.2

The Caltrans study reviewed the literature on studies in other jurisdictions, and gathered data 

and analyzed the impact of four previously constructed bypasses in California. The main points 

from the study’s findings are summarized below. 

Travel Time Savings 

 Time savings: The difference in travel time between the old route and the new bypass 

determines how many vehicles (and potential customers) divert to the bypass.

Economic Structure3 of Communities

 Highway-oriented towns have a much harder time transitioning their economies after 

bypasses are constructed than those that cater to local residents or offer tourist 

attractions.

 Towns that serve as residential communities or as tourist destinations can benefit from 

reduced traffic and improved safety as a result of highway bypasses.  Local government 

and the business community may need to engage in complementary efforts, such as 

                                               

2  California Bypass Study The Economic Impacts of Bypasses  Volume 1: Planning Reference  
System Metrics Group, Inc. In association with Cambridge Systematics, Inc., Economic Development 
Research Group, Inc., HLB Decision Economics, Inc. and Judd Associates for California Department of 
Transportation May 2006 p. 1.  
3 The economic structure or base of a community is the set of industries that provide the “engine” or basis 
for the local economy. 
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marketing, downtown redevelopment, additional parking, and sidewalk improvements, to 

take advantage.    

 Towns that serve regional markets by providing services, such as big box retail, 

automobile dealers, department stores, or hospitals, may experience little or no 

economic impacts.  If a bypass provides better access to regional services, the local 

economy may actually improve as the town expands its regional draw. 

 Towns with other economic bases, such as government employment, mining, 

agriculture, manufacture, etc. are not likely to be economically impacted by bypasses. 

Types of Businesses Impacted 

 Gas stations and quick service or fast food restaurants cater the most to pass-through 

traffic. They are most likely to be impacted by the diversion of traffic due to bypasses. 

 Other visitor-serving businesses, such as motels, art galleries, antique stores, and curio 

shops, cater more to visitors attracted to the community as a destination rather than 

those simply passing through.  These businesses are less likely to be negatively 

impacted by bypasses and may find that business improves if the downtown is turned 

into a destination. 

 Regionally serving businesses, such as big box retail and departments stores, may 

benefit from improved access. 

 Businesses that serve local residents, such as drug stores, banks, and grocery stores 

are generally not impacted by bypasses. 

 Bypasses often have a short-term (and negative) impact on the local economy, but retail 

sales often improve in the longer term. However, some communities may never fully 

recover. 

Community and Safety Impacts

 The construction of a bypass may also provide an opportunity for revitalization of the 

local community. 

 Bypasses are often promoted as improving pedestrian safety along Main Street. Since 

traffic accidents involving pedestrians are relatively rare events, Caltrans collision 
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statistics may not reflect improved safety. However, bypasses may improve the 

perception of safety, which is a benefit in its own right.4

The Caltrans study reviewed the results of a number of data-driven and statistical studies which 

analyzed economic performance of rural communities affected by bypasses in the U.S. Most 

used data based on local sales tax revenue and employment data; several based their analyses 

on comparisons with similar communities without a bypass. There have been few similar 

Canadian studies in part due to the lack of available data for small communities. 

In 1995 a study surveyed 47 state DOTs and six Canadian provinces, concentrating on impacts 

in the areas bypassed and along the new bypasses. The overall assessment of economic 

impacts in bypassed areas was inconclusive, although traffic-serving businesses (e.g., gas 

stations, restaurants, and motels) were the most likely to be hurt.  The authors concluded that 

declines seen in bypassed areas were attributable to unrelated economic trends, which may 

have been hastened by the bypasses.5  

In general, the research recognizes that the potential magnitude of economic impact for 

communities bypassed by new highways will depend on changes in traffic patterns i.e. the level 

of traffic which continues to use the existing route, relative to pre-bypass levels. The actual 

economic impacts will depend on characteristics of the affected community, and particularly the 

economic base which determines the level of dependence on through traffic for local 

businesses. Our research methodology focuses on these factors to estimate potential economic 

impacts of the two options under consideration – 4 laning the existing highway, or building a 

bypass – on the District of Peachland. 

3.2 Land Value Impacts

Studies frequently divide the location of the properties being considered or analysed into three 

distinct zones:6

 Abutting Zone: properties that abut the freeway right-of-way and within a block or two.

 Secondary Zone: approximately two or more blocks from the highway.
                                               

4 Caltrans, pp 2-4. 
5 Effects of Highway Bypasses on Rural Communities and Small Urban Areas Buffington, Jesse L. and 
Katie T. Womack, National Cooperative Highway Research Program, 1995.
6 Caltrans Standard Environmental Handbook Volume 4, 2011
http://www.dot.ca.gov/ser/postinghistory.htm
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 Control Zone: removed completely from the highway.

3.2.1 Factors Influencing Land Value Impacts of Highway Improvements 

Previous research suggests the following factors related to highway improvements may 
influence land values: 

 Highway Design: physical design, location and integration into the community, noise impact, 

and accessibility appear to influence the direction and magnitude of highway effects on 

property values.

 Traffic Mix/Trip Purpose: Where the freeway is used on a daily basis by commuter residents 

for commuting, shopping, etc. housing prices may increase substantially as a result of 

highway improvements. In the case where the freeway was not used for these purposes, 

especially with regard to work trips, the gains were not significant. In some instances where 

the freeway is not used by commuters or shoppers, property value did not appreciate 

significantly.

 Spatial Impacts: Location of properties in either the abutting and secondary zones in part 

determines the magnitude of the impacts.

3.2.2 Effects on Property Values – Abutting Zone

Price appreciation for properties abutting the highway or within approximately 500 feet (about 

150 meters) of it lagged behind properties in either the secondary impact or control zones. 

Researchers attribute this slower rate of appreciation primarily to adverse environmental effects 

such as noise and air pollution. Some studies found strong evidence that potential loss of 

property values is frequently offset by appreciation resulting from the increased accessibility of 

the area leading to higher density developments or higher order commercial land uses. 

3.2.3 Effects on Property Values – Secondary Zone

For properties in the secondary zone most studies reported no loss due to adverse 

environmental effects and a gain due to increased accessibility for the area. The difficulty in 

assessing the precise effects of highways in property values can be attributed in large part to 

the fact that property values are a function of many different variables. These can include 

nearby land uses, community services such as sewer and water, land use controls, topography, 

views, natural amenities, regional growth or decline, prevailing mortgage interest rates, 
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availability of capital funds, and the supply demand in the local real estate market: both macro 

and micro conditions.

Most of the studies found that highway effects on property values differed in the abutting and 

secondary zones.  In the absence of a reliable predictive model, the majority of the studies point 

to recurring patterns in the effect of highways on residential property values. Most studies 

recognize that highway construction can produce conflicting influences on property values.  

Environmental effects, especially noise and air pollution can adversely impact property values 

while improved access can have a positive impact. Most studies document a strong “distance 

decay” relationship for highway effects on adjacent neighbourhoods. In addition, the magnitude 

of the gain depended on the magnitude of the increase in accessibility.

Areas near interchanges are normally excluded from impact assessments in order to avoid 

skewing the research findings. Land values in the areas near interchanges frequently soar 

relative to non-interchange locations.

3.3 Research Methodology 

3.3.1 Demographics

Population is a key variable in forecasting traffic growth. In the Peachland context, population 

forecasts also reflect community decisions on land use and community growth. The District has 

developed Area Sector Plans for major mixed use developments which, if successful, will result 

in a population growth rate more than 5 times historical levels. For that reason, we have based 

our analysis on three scenarios: 

 A Baseline Growth Scenario based on historical population and traffic growth rates (1.1% 

and 2.1% respectively). Population projections for the Baseline Growth Scenario are shown in 

section 4.3. 

 A High Growth Scenario which assumes build-out of major development projects over a 

20 year period; based on average occupancy estimates for residential properties, this would 

result in an average annual population growth rate of 5.6% and average traffic growth of 4.8%. 

Population projections for the High Growth Scenario are discussed in section 4.3.

 A Medium Growth scenario which assumes traffic growth of 3.7% per year.  
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3.3.2 Travel Cost Impacts of Highway Projects   

To estimate the direct impacts, travel time and vehicle operating costs are estimated for the two 

highway improvement options relative to the “existing highway” case under the three growth 

scenarios. Travel times are estimated based on average speeds and delays at signalized 

intersections. A model has been developed to estimate traveller costs for the two options, based 

on current parameters used in the Ministry of Transportation and Infrastructure’s ShortBEN

benefit-cost model including value of travelers’ time, fuel, and other operating costs. The values

are discounted at a real annual rate of 6%.7

3.3.3 Impact of Highway Options on Economic Activity 

Our methodology for estimating the impact of the two options on economic activity includes the 

following steps: 

 Evaluating the economic structure of the Peachland economy. This includes classifying 

firms by National Industrial Classification System (NAICS) categories and analysing data on 

employment, sales, number of firms and firm size.

 Evaluating the impact of the highway options by estimating the impacts on traffic patterns 

and focusing on firms in the NAICS categories most likely to be affected (including 

accommodation and food services, retail, and other services).  

3.3.4 Impact on Land Use and Real Estate Values 

Our methodology for estimating the impact of the two options on economic activity includes the 

following steps: 

 Reviewing land use policy and planning objectives from a provincial, First Nations, Central 

Okanagan Regional District and District of Peachland perspective to ascertain economic, social, 

environmental and infrastructure, community values, priorities, opportunities and constraints.

 Reviewing the land use profile within the existing Highway 97 area and the potential 

highway bypass zone to determine the nature of the existing built form and associated 

opportunities for development, conservation, or environmental protection.

                                               

7 The discount rate is used to calculate the present value of future expenditures based on the time value 
of money. 
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 Reviewing land value trends within the existing Highway 97 area and Highway Bypass

zones. 

 Evaluating proposed developments that could impact the rate of population growth and 

the subsequent demand for road transportation in light of current and forecasted market 

conditions.

 Reviewing potential land use changes and values as they pertained to the abutting, 

secondary and other zones in terms of geographic proximity to the existing Highway 97, and the 

Highway Bypass zone.

3.3.5 Social Impacts 

Construction of either of the two highway improvement options would have environmental, 

aesthetic and social impacts which would influence the quality of life for Peachland residents. 

These impacts are impossible to quantify since the yardstick for measurement is the views and 

values of Peachland residents. Within the limitations of the project scope, the consulting team 

attempted to gauge community opinion through interviews with local businesses and 

organizations, and review of the provisions of the Official Community Plan and associated 

documents. Members of the “Highway 97 Council Committee” were also consulted.
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4 Peachland Demographics

4.1 Location and Description

The District of Peachland is a small community located on Okanagan Lake within the Central 

Okanagan Regional District. Residents enjoy excellent community and recreational facilities, 

including year-round opportunities for outdoor enthusiasts. The District has beaches and boat 

launches, mountain hiking, and biking trails. It is 1 hour and 20 minutes from Big White Ski 

Resort and is located on Okanagan Lake, one of the most appealing resort destinations in 

British Columbia.

A summary list of salient characteristics includes:

• Population: 2011 Census, 5,200

• Peachland area in hectares: 1,575

• Semi-arid desert climate with over 2,000 hours of sunshine.

• 25 km South of Kelowna

• 40 km North of Penticton

• 380 km East of Vancouver

• 130 km North of the U.S. border

• Approximately 50-60 minutes to Kelowna Airport

• Approximately 30 minutes to downtown Kelowna

• Approximately 15 minutes from West Kelowna major shopping district.

4.2 Regional Demographics 

Relative population sizes of communities in the Peachland area are depicted below. 

Peachland’s population of 5200 makes it the smallest among local communities. The largest 

regional centre is Kelowna, with a population of almost 120,000 in 2011. The District of West 

Kelowna to the north of Peachland was officially incorporated on December 6, 2007. Before 

then, it had been governed as a rural area of the Regional District of Central Okanagan (RDCO) 

and the Province of BC.
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Peachland Area Census Subdivision Population 2011

Details of community populations from 2001 through 2011 are shown below. 

Peachland Area Municipalities Population 2001 – 2011

2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011
Kelowna 100,506 101,818 103,792 104,270 107,332 110,030 114,166 117,722 119,570 119,462 119,734
West Kelowna & Uninc. Areas 39,457 39,722 40,275 40,806 41,312 42,580 43,337 44,621 45,862 45,901 46,568
Peachland 4,694 4,782 4,789 4,764 4,846 4,937 5,118 5,234 5,271 5,200 5,203
Summerland 10,807 10,833 10,896 10,804 10,885 10,896 11,080 11,282 11,472 11,295 11,319

Penticton 31,631 31,545 31,617 31,345 31,157 32,487 32,860 33,001 33,339 33,145 33,236

Peachland Area Municipalities Population 2001-2011

Peachland’s population increased from 4,694 in 2001 to 5,203 in 2011, or an average of 51 

people per year. Kelowna experienced the fastest growth, with an average annual growth rate of 

1.8%, followed by West Kelowna and unincorporated areas with a growth rate of 1.7%.8  

Peachland’s average annual growth rate over this period was significantly lower than other 

                                               

8 Statistics for West Kelowna are unavailable prior to 2008. The District of West Kelowna was officially 
incorporated on December 6, 2007; prior to that time West Kelowna was an unincorporated area in the 
central Okanagan Regional District. 
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Central Okanagan communities, but was twice that of Summerland and Penticton to the south

which recorded growth of only .5%. 

Peachland Area Population Growth Rates 2001 - 2011

0.0%
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4.3 Population Projections 

BC Stats provides population growth forecasts applying the Component/Cohort-Survival method 

to project the population. This method "grows" the population from the latest base year estimate 

by forecasting births, deaths and migration by age. Projections are available at the Regional 

District level. Historical statistics from 1986 to 2014 and projections to 2036 for the Central 

Okanagan are depicted below. 

Central Okanagan Population Historical and Projected
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There was a period of major growth due to the completion of the Okanagan Connector 

(Highway 97C) in 1990 which significantly reduced travel times between the Okanagan and the 

Lower Mainland thus significantly improving the market access of the region to a large and 

growing population center. The new infrastructure generated very strong demand, however its 

influence on new development has waned.

The BC Stats forecast indicates a slowing in growth over the next 20 years. Historical and 

projected growth rates in 5 year intervals are highlighted below. 

Central Okanagan and Peachland Population Growth Rates Historical and Projected
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Peachland’s historical growth rates are shown for purposes of comparison. Peachland’s growth 

has consistently underperformed the Regional District’s over the last 15 years. 

Peachland’s population growth shows a linear pattern similar to that of the Regional District as a 

whole. A linear projection of the trend from 2001 to 2011 results in a Peachland population of 

approximately 6,800 by 2036, and an average annual growth rate of 1.3% from 2014 to 2036, 

compared to the BC Stats projection of 1.4% for the Central Okanagan over the same period.  
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Peachland Population Historical and Projected

0

1,000

2,000

3,000

4,000

5,000

6,000

7,000

8,000

2001
2003
2005
2007
2009
2011
2013
2015
2017
2019
2021
2023
2025
2027
2029
2031
2033
2035

Peachland Actual Population vs Linear 
Time Series Fitted

Peachland

Fitted



29

5 Development and Land Use 

The District of Peachland was incorporated in 1909. It is located on the lower slopes of two 

mountains:  Mount Drought and Mount Coldham above Okanagan Lake. The hillside terrain has 

generally dictated the direction of development because the community contains very few flat 

areas of less than 10 percent slope.  The District has evolved as a low density, linear 

community along Okanagan Lake. Peachland can be characterised as having a distinct 

absence of intense highway commercial related land uses. 

5.1 Regional Economic Context 

Prices for single detached residential and strata units in the Okanagan Valley increased rapidly 

between early 2002 and mid-2008, consistent with trends in other provinces and regions. 

Increases were fuelled in part by a surge in speculative buying, specifically of strata 

condominiums and apartments in the Central Okanagan.  Price escalation ended mid-2008 due 

to various factors including the onset of a worldwide economic downturn, high levels of housing 

stock across various categories, and tightening of Canadian mortgage lending rules. The 

following graphs highlight the average resale price trends of single-detached homes and strata 

properties from 2002-2012. 

Central Okanagan Single Detached Price Trends 2002 - 2012
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Central Okanagan Strata Properties Price Trends 2002 – 2012

Prices peaked in mid-2008 before a substantial downward correction following the financial 

crisis. Prices have have been relatively stable since 2010.   

Rising prices prior to the downturn helped fuel a speculative boom in residential construction. 

The chart below illustrates building permit trends for residential, commercial, 

institutional/government, and industrial in CORD. Trends for CORD are very similar to those for 

British Columbia as a whole, with residential being the most important and valuable market. In 

comparison to the trends for British Columbia totals, the institutional/government market for 

building permits is far more valuable in CORD. This is exemplified in 2009 when 

institutional/government permit values exceeded residential values. Also similar to the British 

Columbia total, most markets suffered a recession post 2007, with the exception of 

institutional/government which actually increased. While the residential, commercial, and 

industrial markets are recovering modestly, they are not expected to reach their previous high 

values for the very long term.
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Value of Building Permits Central Okanagan 1998-2013

In addition to sparking a major increase in construction activity, the real estate boom in the 

Central Okanagan resulted in a shift from a market with a predominance of single family to 

multifamily developments. The extent of the shift from 2002 through 2008 is shown below. 

Central Okanagan Region Building Permits by Dwelling Type 1998-2013
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5.2 Peachland Development Pressures and Land Use 

Peachland was not immune to the development pressures affecting other Central Okanagan 

municipalities. The District saw a dramatic increase in development proposal and building 

permit applications for multifamily and condo construction.  

Peachland Residential Building Permits 1998-2013
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In 2005-2006 Hangingstone Properties Inc. proposed a 100 unit multiple dwelling in the Lower 

Princeton area. Due to concerns including infrastructure in the Lower Princeton area which 

includes road network planning and access to Highway 97; and uncertain capacity and 

distribution needs for water, sanitary sewer and storm water drainage, the District requested 

development of an Area Sector Plan to guide development in the area under the Official 

Community Plan (OCP):  

The Official Community Plan requires that Area Sector Plans (ASP’s) are completed for 

designated areas within the District.  The OCP states that,   

“Sector and Neighbourhood Plans will allow the District to refine land use designations 

and resolve development issues at the neighbourhood  level.  Design guidelines can also 

be prepared as part of this exercise.”  

Generally Area Sector Plans (ASP’s) are undertaken for large areas of land that are to be 

developed or redeveloped.  This ASP is required for redevelopment of the Lower 

Princeton area because the area is going through a shift in general land uses from 

predominately single family to multi-family use as delineated within the OCP.  In keeping 
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with the OCP, these ASP’s “should be …prepared prior to intensive development 

occurring.”9     

Three Area Sector Plans have been completed to date, including Lower Princeton; Ponderosa 

Pincushion; and New Monaco. Terms of reference have been developed for Upper Princeton.

The subject areas are shown below. 

Peachland Area Sector Plans

5.2.1 Lower Princeton Area Sector Plan 

In May 2006 Council gave first and second reading to a proposed zoning bylaw amendment 

respecting the construction of a 100 unit multifamily development by Hangingstone Properties 

Inc. In August 2006 a third party review by Urban Systems Ltd. regarding water servicing 

infrastructure determined that there would be a critical water capacity and fire flow  issue in the 

south-west section of Peachland, if additional development was approved, and Council

suspended all further development in the area pending completion of an Area Sector Plan.10

The Lower Princeton Area Sector Plan (LPASP) identified that a reservoir would be needed on 

the Deep Creek system to alleviate existing deficiencies and also allow for development build-

out within the Lower Princeton area. It was decided that since the system would benefit both 

                                               

9 Lower Princeton Area Sector Plan Prepared by: Protech Consultants Ltd.; Kim McKechnie, Planning 
Consultant Mosaic Forest Management Ltd.; Makonis Consulting Ltd.; ARC Environmental Ltd. and   
I.R. Wilson Consultants Ltd. for the District of Peachland June 2011 p.1.
10 District of Peachland Public Hearing Report Lower Princeton Area Sector Plan (LPASP) August 9, 
2011.    
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existing and new users, whatever funds needed to build the reservoir after any grants and 

Development Cost Charge (DCC), components should be funded equally 50/50 between the 

existing and new user (development) groups. The plan calls for a maximum development 

density of 60 units per hectare, which would result in 792 dwelling units in the area based on the 

area of developable land. The LPASP was adopted into the OCP in 2011. 

5.2.2 Ponderosa Pincushion Ridge Area Sector Plan   

In April 2005 the Ponderosa Golf Club was destroyed in a fire. In May 2005 New Town Planning 

applied to develop an Area Sector Plan for the area.11 The Ponderosa Pincushion Ridge Area 

Sector Plan was formally adopted by Peachland Council on December 8, 200812 and amended 

in 2011. Requirements imposed by the ASP included protection of sensitive deer habitat to the 

west and north of the development (Trepanier Creek canyon and bench), and reconfiguration 

and addition of a traffic light at the Ponderosa Drive/Highway 97 intersection (since completed).  

In 2009 Treegroup began to assemble land for development in the Pincushion/Ponderosa 

neighbourhood. Previous developers had proposed small-scale housing development and 

rebuilding of the golf course that burned down in April 2005. In 2009, Treegroup reached an 

innovative Crown land deal with the Westbank First Nation that made the First Nation a joint 

venture partner and gave Ponderosa about 152 hectares (400 acres) in total to proceed with the 

phased development of a signature Greg Norman golf course and housing development. 

The scale of the development is described below: 

A total of 2310 units are proposed within the Plan area. Tourism uses occupy 208 units 

while conventional residential is offered in 2102 homes. The urban village will sustain 52% 

of the new homes while the golf resort offers 42% of the total number of units. The 

balance of 6% is provided as cluster and vineyard homes nested within the more sensitive 

hillside property. The underlying strategy is to create a sustainable settlement area on 

approximately 53% of the site.13

Assuming an average occupancy of 2.3 persons per unit, completion and full absorption of the 

project would increase Peachland’s population by 4835 permanent residents, an increase of 

                                               

11 Ibid., p. 11. 
12 District of Peachland Consultation letter to RDCO on Proposed Boundary Extension October 16, 2009 
http://www.regionaldistrict.com/media/48263/Item%203.3%20Proposed%20Boundary%20Extension.pdf
13 Ponderosa Pincushion Ridge Area Strategic Plan New Town Architecture and Planning et al May 2011 
p. 1. 
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93% from the level recorded in the 2011 census. In addition, it would accommodate an 

additional 400 tourism visitors at full occupancy of the golf resort. 

Development was planned to occur in 4 phases: 

Ponderosa Pincushion Development Phases 

Phase Infrastructure Recreation  Development 
Phase 1 (1- 4 Years)  Access to Highway 97  

Expansion of Water System  
Extension of Sewer Trunk  
Upgrade to Somerset- 
Princeton Intersection                
Local road access to initial 
development areas             
Urban Village servicing 

Golf Course                                                              
Lower Elevation 
Trails

Club House                                    
200 Multiple Family 
Residential Units                                          
150 Cluster Housing Units

Phase 2 (5-7 Years) Local Roads within the Urban 
Village                                         
Extension of Roads to Golf 
Housing                                
Upland Water Reservoir

Upper Elevation Trails  400 Multiple Family 
Residential Units                      
Vineyard & Winery                           
50  Single Family Units                        
1000m2  Commercial Lease 
Space  Hotel & Restaurant 
(208 Units)                                     
Village Plaza 

Phase 3 (7-9 
Years) 

 Extended Urban 
Infrastructure                    Local 
Road Network Extension 

 Neighbourhood 
Parks 

 Village Plaza                                
20 Cluster Housing Units                                      
70 Vineyard Housing Units                        
50 Single Family Units                       
2000m2 Commercial Lease 
Space                                                                
500 Multiple Family 
Residential Units

Phase 4 (10+ 
Years) 

 Extended Urban 
Infrastructure                    Local 
Road Network Extension 

 Neighbourhood 
Parks 

 62 Single Family Units                     
2000m2 Commercial Lease 
Space                                                    
600 Multiple Family 
Residential Units

Ponderosa Pincushion Ridge Development Plan 

As of June 2014, 16 homes were finished and at occupancy stage and 16 were under 

construction in the Trails portion of the development. The firm has sold 42 townhouse units. 14

The Ponderosa Peachland Development Partnership is currently undergoing financial 

restructuring under the Companies’ Creditors Arrangement Act.15

                                               

14 “Ponderosa delays almost over, developer says” Peachland View June 19th, 2014.
15 http://www.ic.gc.ca/eic/site/bsf-osb.nsf/eng/br03285.html
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5.2.3 New Monaco Area Sector Plan 

New Monaco is a 125 acre property located on the north-eastern limit of the District of 

Peachland’s municipal boundary, bounded by Highway 97C to the north and Highway 97 to the 

south. The development concept includes 2800 residential units, a 100 room hotel, and 250,000 

square feet of commercial space (including retail, office, light industrial and hospitality uses). 

The development is to be constructed in four phases as shown below. Based on the ASP and 

the New Monaco Neighbourhood Comprehensive Development Zone, it is anticipated the 

project will be built out over the next 20 years, dependent on market demand. 

New Monaco Phased Development Agreement16

Phase 1 Village Subarea Residential 100 units           
Community Care 100 units                                
Commercial 150,000 sq ft                         
Retail 105,000 sq ft

Phase 2 Village Subarea Residential 400 units                          
Community Care 200 units 
Tourist Accommodation 100 
rooms

Phase 3 Central Subarea Residential 1460 units 
Phase 4 Western Subarea Residential 40 units 

New Monaco Phased Development Agreement 

The OCP Amendment, CD Zone and Phased Development Agreement were adopted by 

Peachland Council on October 28, 2014.

5.2.4 Upper Princeton Area Sector Plan 

The Upper Princeton Sector Plan Terms of Reference have been published.  The owner of one 

of the largest properties in the area is contemplating development of an Area Sector Plan.

5.3 Cumulative Impacts of Development Projects 

If the developments proposed for the Area Sector Plans are constructed and fully absorbed over 

the next 20 years, they would fundamentally transform the character of Peachland. The housing 

mix would be transformed. The current housing inventory consists primarily of single family 

housing (76% in 2011). Construction and absorption of currently proposed projects in ASP 

                                               

16 Bylaw Number 2087, 2014 District of Peachland April 22, 2014 
http://www.peachland.ca/cms/wpattachments/wpID407atID1537.pdf
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areas over the next 20 years would shift the share of multifamily units to 68%, and would almost 

triple the population (based on the assumption of an average of 2.3 persons per dwelling).  

Impact of ASP Projects on Housing Mix and Population17

Single Family 
Units

Multifamily 
Units Total 

Estimated 
Population 

Existing 2014 1755 550 2305 5302
Hangingstone 100 100 230
Ponderosa 402 1700 2102 4835
New Monaco 40 2292 2332 5364
Total 2034 2197 4642 6839 15730
2014 Share 76% 24% 100%
2034 Share 32% 68% 100%

Impact of ASP Projects on Housing Mix and Population

This increase in population would require an average annual growth rate of 5.6% per year over 

the next 20 years.

However, the current proposals in ASP areas represent only a portion of proposed 

developments in the District. As noted in the New Monaco Area Sector Plan, the Lower 

Princeton ASP calls for up to 700 units (600 more than the current Hangingstone project), and 

the District’s Downtown Plan identified opportunities for up to 280 infill units: 

These potential developments would realistically be phased over 15 to 20 years, 

depending on market conditions and other factors. Should all these developments be 

completed to projected maximums, this would see an additional 6600 households (or 

15,180 residents) in Peachland by 2030.18

In addition, there are a number of residential development proposals outside of the ASP areas. 

The figure below shows a partial listing of proposed developments as of April 2014. These 

include proposals for 242 multifamily units and 73 single family lots. 

                                               

17 Recent discussions between the District of Peachland and the developer’s agent for the 
Hangingstone/Somerset Reach (“Princess Street”) project suggest the number of units is being reduced 
to approximately 68 units. 
18 New Monaco ASP, p. 12. 
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April 2014 Residential Development Proposals Outside of ASP Areas

The key results of the Area Sector Plans planning processes of most relevance for this study 

include the following: 

 Completion and absorption of current projects proposed through the ASP processes 

would almost triple the District’s population over the next 20 years and fundamentally change 

the housing mix from predominantly single family to predominantly multifamily dwellings. 

 Achieving full build out and absorption of these projects would require an annual average 

population growth rate of 5.6% over 20 years, more than 5 times the historical rate from 2001 to 

2011. 

 It remains to be seen whether the market will accept the shift to multifamily units as the 

dominant form of housing in the District. In general, residential density is developed as the 

highest and best use where land is scarce and where sites offer some sort of amenity such as 

proximity to employment, transit, a natural or cultural attraction, commercial services or other 

amenity. This is why density tends to be higher in larger urban centres as opposed to smaller 

scale communities.     

 From a traffic perspective, these developments would generate a large increase in local 

traffic (i.e. trips with either an origin or destination within Peachland) which would reduce the 

share of through traffic on Highway 97. 

 The Ponderosa ASP highlighted the need for substantial investments in municipal 

infrastructure to accommodate anticipated growth. 
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 They have also highlighted the environmental sensitivity of areas of deer habitat west of 

Peachland.  
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6 Customer Account Impacts  

Customer account impacts include changes to travel time and vehicle operating costs to 

highway users. Estimates for both options (widening of the existing highway and the bypass) 

are based on the highway alignments provided in the Request for Proposal for this study. 

Detailed analysis of traffic patterns and changes in traveller costs is provided in Appendices 3 

and 4. 

6.1 Travel Time and Vehicle Operating Costs 

Travel time and vehicle operating costs have been estimated for the two highway improvement 

options relative to the “existing highway” case under three traffic growth scenarios. Travel times 

are estimated based on average speeds and delays at signalized intersections. A model has 

been developed to estimate traveller costs, based on current parameters used in the Ministry of 

Transportation and Infrastructure’s shortBEN benefit-cost model including value of travelers’ 

time, fuel, and other operating costs. The values are discounted at a real annual rate of 6%. For 

the bypass option, costs are estimated for three cases differing in the assumptions regarding 

the share of traffic which is diverted to the bypass: 25.5%, 51% and 75% diversion.  

The three traffic forecast scenarios developed for this analysis include: 

 A Baseline Growth forecast of 2.1% per year, based on historic traffic growth. 

 A Medium Growth forecast of 3.7% per year. 

 A High Growth scenario, which was based on supply-driven population growth induced by 

successful completion of large scale development projects within the community. 

Estimated traveller benefits (i.e. reductions in costs) from widening of the existing highway 

range from $6.6 million for the Baseline Growth scenario to $81.3 million for the High Growth 

scenario. 

Present Value ($millions) Baseline GrowthMedium Growth High Growth 
Time Costs $5.2 $28.6 $61.6
Vehicle Operating Costs 
($millions) $1.4 $8.9 $19.7
Total Travel Costs $6.6 $37.4 $81.3

Existing vs 4 Lane Highway Traveller Benefits  
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The bypass option results in increased traveller costs for all forecast and diversion scenarios 

analyzed, with cost increases ranging from $23.0 million for the Medium Growth scenario with 

25.5% of traffic diverted to the bypass, to $283.0 million for the Baseline Growth scenario with 

75% of traffic diverted. 

Present Value ($millions)
Baseline 

Growth 25.5% 
Diversion 

Baseline 
Growth 51% 

Diversion

Baseline 
Growth All 

Through Traffic 
Diverted

Time Costs -$15.6 -$31.3 -$103.7
Vehicle Operating Costs 
($millions) -$61.0 -$122.0 -$179.4
Total Travel Costs -$76.6 -$153.2 -$283.1

Present Value ($millions)
Medium 

Growth 25.5% 
Diversion 

Medium 
Growth 51% 

Diversion

Medium 
Growth All 

Through Traffic 
Diverted

Time Costs $34.3 $15.6 -$2.0
Vehicle Operating Costs 
($millions) -$57.3 -$131.3 -$200.9
Total Travel Costs -$23.0 -$115.7 -$202.9

Existing Highway vs Bypass Traveller Benefits Baseline Growth 

Existing Highway vs Bypass Traveller Benefits Medium Growth 

In general, the increases in traveller costs are proportionate to increases in the number of trips 

diverted to the bypass. Under the High Growth scenario, through traffic benefits from faster 

travel times using the bypass, but rapid population growth will boost local traffic volumes and 

may require additional upgrades to the existing highway to mitigate congestion. 

The travel time and vehicle operating cost analysis is predicated on the proposed bypass route 

connecting at Trepanier with north/south Okanagan Valley traffic then having to traverse back 

down the Okanagan Connector Highway 97C to Drought Hill Interchange where is would link 

back into the Highway 97 corridor.

The District of West Kelowna in its Road Classification Plan (October 2013, page 11) identifies a 

future route to be studied to determine alignment options and feasibility. This route bypasses 

West Kelowna and connects to Highway 97C at Trepanier at a similar location to the potential 

Peachland Bypass. 

A Peachland Bypass that links to a future bypass of West Kelowna would have different metrics 

for travel time savings and vehicle operating costs. If these two bypass routes were 

complimentary there may be an opportunity to leverage positive user benefits in terms of travel 

time savings and vehicle operating costs. 
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6.2 Construction Impacts 

The route choice options are differentiated by the fact that widening online will be disruptive to 

motorists and the public in general, during construction. Alternatively, the bypass route would, 

as in the past at other locations, be constructed offline and likely impose significantly fewer 

impacts on motorists and the general public. Similarly, construction of the bypass would likely 

occur at a faster rate than online widening in that traffic management would be significantly less 

complicated. 

As noted in the Executive Summary, detailed analysis of construction impacts of the two options 

is an area for future study following completion of design and engineering. 
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7 Impact of Highway Options on Economic Activity 

The results of the analysis of travel times and traffic volumes detailed in Appendices 4 and 5 

provide the parameters for evaluating the economic impacts of the two highway improvement 

options on economic activity and real estate values on the existing route. The major factors 

influencing business activity and real estate markets include: 

 Traffic volumes: Influences revenue potential of highway-oriented businesses on the 

existing route, and indirectly commercial real estate values. 

 Travel times: May influence residential real estate markets and local commercial activity 

and real estate markets (reduced travel times may improve access to external goods and 

services).    

 Infrastructure on the existing route: May influence residential property values due to 

esthetic or community impacts. 

The values of these variables under the scenarios analyzed in appendices 3 and 4 are shown 

below. 

Forecast Variables Influencing Economic Impact

2014 Conditions Existing Highway Widen Existing Hwy  Bypass Option
Traffic on Existing Route (AADT) 16275 n/a n/a
Travel Time (PM Peak) on Existing Route 12.8 n/a n/a
Infrastructure 2 Lanes 4 Lanes 2 Lanes

2039 Conditions - Baseline Growth Existing Highway Widen Existing Hwy  Bypass Option 51% 
Diversion

Traffic on Existing Route (AADT) 27363 27363 13408
Travel Time (PM Peak) on Existing Route 15.2 14.7 15.2
Infrastructure 2 Lanes 4 Lanes 2 Lanes

2039 Conditions - Medium  Growth Existing Highway Widen Existing Hwy  Bypass Option 51% 
Diversion

Traffic on Existing Route (AADT) 39943 39943 19572
Travel Time (PM Peak) on Existing Route 23.3 19.6 15.2
Infrastructure 2 Lanes 4 Lanes 2 Lanes

2039 Conditions - High Growth Existing Highway Widen Existing Hwy  Bypass Option All 
Through Traffic 

Diverted 
Traffic on Existing Route (AADT) 52522 52522 31999
Travel Time (PM Peak) on Existing Route 31.3 24.4 23.3
Infrastructure 2 Lanes 4 Lanes 2 Lanes

Forecast Variables Influencing Economic Impact  
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8 Impact on Commercial Activity and Real Estate Markets

8.1 Commercial Market Overview

This section of the report outlines the retail market in Peachland. Demand for retail goods is 

essentially a function of the trade area population and average consumer spending on retail 

goods, modified if necessary, by resident age and income characteristics and drive by traffic or 

in-flow. Retail supply is simply the commercial inventory of stores and businesses both local and 

regional. Economic analysis and impact is how supply and demand interact and change to 

maintain balance.  

One of the most obvious issues with Peachland retail is that it suffers from severe retail outflow 

to the large regional stores in West Kelowna and Kelowna.

8.1.1 Retail Trade Area

This section describes the retail trade area. The primary influence on the trade area is retail 

competition from West Kelowna (as discussed in later sections). The following text and map 

describe the retail trade area properties. 

Peachland Commercial Zoning



46

8.1.2 Retail Competition

The main retail competition for Peachland is the West Kelowna Retail Hub Area, which is 

approximately 14 kilometres or a 15-minute drive to the northeast of Peachland. According to 

Colliers International 2013 West Kelowna Market Report, there are a number of large retail 

shopping centres including Snyaten Shopping Centre (opened in 2011), with retail outlets 

including Winners, Bosley’s, Pet Food Mart, and other smaller restaurants and service-based 

businesses. Other big box tenants within the vicinity include Walmart Super Centre, Superstore, 

Canadian Tire, and Home Depot. The aerial diagram below illustrates the West Kelowna retail 

area. 

West Kelowna Retail Area

The following table highlights the different shopping centres in this retail area and the relative 

retail space of each shopping centre. The retail space of current and committed shopping 

centres is almost 900,000 square feet. 

West Kelowna Shopping Centres

West Kelowna Shopping Centres 
Name Square Feet 
Snyatan Fashion Centre 95,000
Governor's Landing 165,000
Governor's Market 28,700
Hub Centre North (Walmart) 270,000
Hub Centre (Canadian Tire/Home Depot) 200,000
Okanagan Lake Shopping Centre - Phase 1 95,000

Okanagan Lake Shopping Centre - Phase 2 
31,000

Total 884,700
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Peachland residents willing to travel a little farther can shop in Kelowna at Costco or Orchard 

Park, the largest mall in the entire Okanagan. 

According to Economic Impact Analysis of Major Developments in Peachland19 completed in 

March 2012, Peachland has approximately 72,000 sq. ft. of retail space. This is despite potential 

demand for more than twice as much space based on the District’s population.20 The 

underserved retail sector reflects the fact that Peachland is primarily a residential community 

where residents obtain the majority of their commercial goods and services from the much 

larger nearby urban centres of West Kelowna and Kelowna. 

Retail outflow of a scale approaching or exceeding 50% is common for small communities 

located at the edge of much larger communities. There is no way for Peachland for reverse this 

outflow significantly as major stores and chains such as Costco, Real Canadian Superstore, 

Walmart, Home Depot, etc. offer an overwhelming selection at highly competitive prices and will 

always be able to attract Peachland residents. 

Warranted Commercial Space Based On Peachland Population

8.2 Peachland Businesses

The only cluster of commercial activity located directly on the existing highway is the Peachland 

Village Mall shopping centre at Clements Crescent, zoned Highway Commercial. It contains 

Peachland’s only gas station (Petro Canada) and supermarket (IGA), and Your Dollar Store 

With More. It also contains fast food restaurants (A & W, Subway and Canadian Pizza) and a 

number of shops providing personal services which are less likely to be dependent on passing 

highway traffic. Peachland has no significant numbers of other “visitor-serving” businesses 

along the highway, 

                                               

19 Economic Impact Analysis of Major Developments in Peachland Vannstruth Consultiing Group et al for 
the District of Peachland March 2012. 
20 See detailed analysis in Appendix 2. 

Year 2014 2024 2039
Total Retail Spending 56,374,323$       68,681,264$       91,351,507$       
Sales Per Sq. Ft. 300$                    300$                    325$                    
Warranted Sq. Ft. 187,914               228,938               281,082               
Other Commercial @50% 93,957                 114,469               140,541               
Total Warranted Space 281,872               343,406               421,622               
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Based on the data available, employment income is the best measure of economic impact for 

the two highway options since this represents the major portion of value-added for local service 

industries. By combining data from the InfoCanada Business Location File and the DTCI survey, 

and imputing data for non-respondents from similar businesses, it is possible to estimate 

employment for highway-dependent businesses in Peachland Village Mall. Employment income 

has been estimated based on average weekly wage data for 2013 from BC Stats21 for 

Accommodation and Food Services and Retail Trade employees. We have assumed that 

through traffic accounts for 40% of revenue for both sectors, and that changes in employment 

are proportional to changes in revenue. The table below shows the assumptions used in 

generating estimates of economic impacts of the bypass option.

Economic Impact Analysis Assumptions

NAICS 
Category 

Employees Weekly Wage 2014 Annual 
Employment 

Income 

Pass-Through % 
of Sales

Food Service 30 $426 $664,279 40%
Retail 40 $662 $1,377,126 40%
Total 70 $2,041,406 40%

Economic Impact Analysis Assumptions Peachland Village Mall 

Employment impacts have been estimated based on the percentage of traffic on the existing 

route through Peachland relative to the 2014 baseline. The results are shown below. 

Employment Income Impacts Bypass Option

Forecast Scenario % of Traffic Diverted Discounted Employment 
Income Change (Millions) 

Baseline Growth 51% -$4.5
Medium Growth 51% -$3.1
High Growth  All through traffic -$2.3

The table shows the total discounted impact on employment income of the bypass option for the 

Baseline, Medium and High Growth forecasts under the assumption that the impacts are 

permanent i.e. employees whose jobs are impacted by reduced traffic volumes remain 

unemployed for the entire 25 year forecast period. However as the total number of jobs lost is 

small (a maximum of 21) and the employment skills are not specialized it would be more 

reasonable to assume that any displaced employees could rapidly find work elsewhere. Impacts 

                                               

21 http://www.bcstats.gov.bc.ca/StatisticsBySubject/LabourIncome/Earnings.aspx



49

are less under the Medium and High Growth scenarios because the loss of pass-through traffic 

is partially compensated by additional local traffic due to population growth. 

The other major cluster of commercial activity in Peachland is in the downtown area, zoned 

Core Commercial. This area contains a variety of restaurants and shops catering to tourists. 

However, from the tourism perspective Peachland might be considered as much a “destination” 

as a pass-through community; in the peak summer season, the downtown area along the beach 

experiences traffic and parking congestion due to the large number of visitors visiting the 

community. While the community does not have large scale destination attractions, it seems to 

attract a large number of visitors from the surrounding area for day trip visits. 

In general, the potential impacts of the bypass option on commercial activity (as measured by 

employment income) are so small relative to the Peachland economy that for practical purposes 

they would be unmeasurable. 

8.3 Business Attitudes and Intentions  

The DTCI Peachland business survey questioned firms regarding their views on the impact of 

the two highway options, on their expectation for future growth, and their investment intentions. 

Firms were asked to estimate the impact of each of the options on their revenue levels over the 

next 5 years. We have compared the responses to assess firms’ views on the relative merits of 

the two options for their business. Revenue growth expected under the widening option was 

subtracted from that expected if the bypass is built; if the difference is positive, firms expect 

higher revenue from the bypass options. The results are shown below, classified by NAICS 

category. 

DTCI Survey Responses – Revenue Impact of Bypass Option
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Note that the responses represent only a small portion of businesses in Peachland, so the 

results cannot be considered representative.  However the results show that firms in the retail 

sector feel vulnerable to a loss of business if the bypass is built. The food services sector is 

generally neutral to positive to the bypass, and respondents in the traveller accommodation 

category are neutral or positive toward the bypass.  

Other survey results revealed that while the firms anticipate the economy will improve in the 

immediate future, 57% of the respondents are not planning to make any capital investments in 

their business and only 6% of the firms are planning to expand, with the remaining firms 

planning to undertake some form of renovation.   In addition, neither an upgrade to the existing 

highway or a highway bypass was expected to lead to employment increases by the firms that 

completed the survey.

The responses regarding business intentions are consistent with the finding that the bypass 

option would have minimal impact on commercial activity. 

8.4 Impact on Commercial Property Values 

The primary factor influencing commercial property values is the revenue (sales) which can be 

generated from the commercial activity on the site. Rents and land values are a function of 

sales and they rise and decline with store activity. 

8.4.1 Widening the Existing Highway

Based on the forecast values of the major variables discussed in section 8, widening the 

existing highway is expected to have negligible impacts on commercial property values in 

Peachland. 

 Traffic volumes will remain the same as with the existing highway.

 While theoretically travel time reductions can increase the retail outflow from small 

communities, the travel time reductions forecast under the Baseline and Medium Growth 

scenarios are too small to have a major impact. Based on the high current level of retail outflow 

in Peachland the potential for increase may be very small (i.e. residents may already be 

shopping at local stores only for reasons of convenience, and all major purchases are already 

made outside the community).  Under the High Growth scenario, increased local population is 

likely to boost economic opportunities independent of any changes to highway infrastructure. 
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 Any esthetic or social impacts of widening the highway will not be felt in the commercial 

market. Commercial businesses are concerned with traffic volumes and access and the 

practical implications of how many potential customers have ease of access to their store.  

8.4.2 Bypass

Based on the analysis in Section 8.2, the only area which could be significantly affected by the 

bypass option is the highway Commercial Zone at Peachland Village Mall. 

 If a high proportion of through traffic is diverted business is likely to decline in sensitive 

sectors (food service and retail) at this location. For the case assuming 75% of current traffic is 

diverted to the bypass, a reduction of up to 30% in employment in these sectors is forecast. 

Under this scenario, property values at this site may be affected, though the land could 

potentially be redeveloped, or the mix of businesses occupying the site could change to focus 

on services for local residents.   

 Travel time changes on the existing route would not be large enough to significantly affect 

commercial activity or property values. 

 Any esthetic or social impacts of widening the highway will not be felt in the commercial 

market. 
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9 Impact on the Residential Market 

The Peachland residential real estate market must be considered in the context of the Central 

Okanagan as a whole. Patterns of housing starts and prices for major Central Okanagan 

communities for which data is available – Kelowna, Peachland and Lake Country – are very 

similar over the last thirty years. Data on West Kelowna is limited because the community was 

only incorporated in 2009; however the patterns from that time are also similar to the rest of the 

Central Okanagan. 

Current residential zoning for Peachland is shown below. Residential development is also 

allowed under Comprehensive Development zoning. 

Peachland Residential and Comprehensive Development Zoning

9.1 Housing Starts

The Central Okanagan has experienced two periods of intense residential construction activity 

since 1980. The first was associated with completion of the Okanagan Connector in 1990, which 

substantially reduced travel times between the Central Okanagan and the Lower Mainland. The 

second was due to a speculative boom in real estate beginning around 2004 and ending with 
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the financial crisis in 2008. The pattern is illustrated by the figure below which shows housing 

starts in the City of Kelowna, Peachland and other Central Okanagan Regional District 

communities from 1982 to 2013. 

Central Okanagan Housing Starts 1982 – 201322
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The pattern of housing starts in Peachland over the same period is shown in more detail below. 

The pattern is similar to that of Kelowna, though the second peak was much less pronounced. 

Peachland Housing Starts 1982- 2013
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22 Source: Retrieved from BC Stats; data source is Central Mortgage and Housing Corporation.  
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Based on CMHC data, Peachland housing starts peaked at 106 in 2005 and declined to a low of 

8 in 2010, before rebounding to 38 in 2013. Based on this data, housing starts averaged 48 per 

year from 2001 to 2013. 

Further detail by subarea is available from 1997. The data shows that Lake Country 

experienced the fastest growth among the “satellite” communities to Kelowna. 

Peachland and Lake Country Housing Starts 1997 - 2013
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This is consistent with the rapid population growth in Lake Country, which recorded an annual 

average growth rate in population of 2.1% from 2001 to 2013. Peachland’s population growth 

over the same period was .8%. 

Lake Country offers similar amenities to Peachland. The Lake Country District encompasses a 

much larger geographic area, with extensive areas of attractive waterfront. Lake Country lacks 

the charm of Peachland’s town centre, but there are many development sites which enable 

developers to undertake more manageable and serviceable projects which can be developed 

more quickly than massive projects which require major new infrastructure. Lake Country is 

generally more attractive in terms of proximity to amenities such as the airport, hospital, 

Kelowna regional retail, UBC, various services and most significantly Kelowna employment

opportunities. 

There are a number of major residential and multi-use developments in Lake Country. All of 

these projects are competitively priced, and many feature newly-constructed single family 

homes, townhouse and multi-family options. They represent a major factor in any supply-and-

demand analysis for housing in the Central Okanagan. The Peachland residential real estate 
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market faces strong competition from other Central Okanagan communities offering similar 

amenities.

9.2 House Prices

The chart below shows average single detached house prices for Central Okanagan 

communities from 2002 to 2012. As with housing starts, the major communities (Kelowna, Lake 

Country, and Peachland) show similar patterns, and West Kelowna prices are similar. Prices in 

communities farther from the major urban centre of Kelowna (Vernon and Penticton) are lower. 

Central Okanagan Single Detached House Prices 2002 – 2012

More recent data on new home prices in the Kelowna Census Metropolitan Area (CMA) is shown below. 

It highlights the price range in terms of the absorption of single detached units by price range in the first 

quarter of 2014. Average prices of single detached homes were approximately $726,406, which is down 

from $866,812 during the same period in the preceding year. This indicates a decline of 19% which is 

quite significant. 
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Absorbed Single Detached Units By Price Range – Q2 2014

Subarea
Total Median 

Price $
Average 
Price $

Kelowna CMA Units Share Units Share Units Share Units Share Units Share 
Q1 2014 6 4.7% 14 11.0% 31 24.40% 25 19.70% 51 40.20% 127 $575,660 $726,406
Q1 2013 7 5.4% 8 6.2% 29 22.50% 31 24.00% 51 40.20% 129 $588,500 $866,812

Price Ranges
< $300,000 $300,000 - 

$399,999
$400,000 - 
$499,999

$500,000 - 
$649,999

$650,000 +

9.3 Price Changes 2013 and 2014 - Peachland and Lake Country

It is important to compare prices in areas which have similar locational attributes as Peachland. 

The following Central Okanagan Real Estate Board Tables indicate the average unit selling 

price for existing and resale housing by comparable sub area including Lake Country and West 

Kelowna. The Ministry of Transportation and Infrastructure completed the Winfield-Oyama 

Bypass in Lake Country in 2012. 

The tables below indicate prices as of August 2013 and August 2014. Based on this data, there 

has been no discernible impact on the Lake Country real estate market. Single Family Housing 

prices for Peachland are similar to the average price for the area at approximately $450,000. 

They have remained relatively constant since last year, increasing only 2%. Prices in West 

Kelowna were approximately $350,000, and have risen to $390,000, an increase of 11%. Lake 

Country East increased 20%, while Lake Country Northwest increased 10% and Lake Country 

South decreased -12%. West Kelowna enjoyed a strong increase without any change in 

infrastructure. This reflects a broad market wide trend. 

Average Unit Resale Price By Sub Area – 2013/2014

The following table indicates townhouse prices as of August 2013 and August 2014.

Townhouse prices for Peachland remained constant since last year. Prices in West Kelowna 

were approximately $310,000, and have risen to $325,000, an increase of 5%. Lake Country 

East decreased 33%, while Lake Country Northwest increased 8% and Lake Country South 

decreased 2%. West Kelowna enjoyed a strong increase without any change in infrastructure. 

Area 2013 Single Detached 2014 Single Detached % Change
Lake Country North West $525,000 $575,000 10%
Lake Country South $510,000 $450,000 -12%
Lake Country East $375,000 $450,000 20%
Peachland $440,000 $450,000 2%
West Kelowna $350,000 $390,000 11%
* Source: Okanagan Mainland REB
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Average Townhouse Unit Price By Sub Area – 2013/2014

The following table indicates apartment condominium prices as of August 2013 and August 

2014. Apartment condominium prices for Peachland grew by 9% since last year, increasing 

from $345,000 to $375,000. Prices in West Kelowna were approximately $240,000, and have 

decreased to $235,000, a decrease of 2%. Lake Country East decreased 13%, while Lake 

Country Northwest increased 9%. The highway by-pass in Lake Country does not appear to 

have had any impact on housing prices or the pace of development. 

Average Condo Unit Price By Sub Area – 2013/2014

9.4 Lot Prices 

The following subsection provides an outline of the new home market in the Okanagan. The 

region is dominated by major new subdivisions and master planned communities. There are 

dozens of these communities stretching from the North Okanagan to the South and all of them 

are generally competitive. The North Okanagan tends to appeal more to Alberta residents as it 

is closer, whereas the South Okanagan tends to appeal more to Lower Mainland residents 

again due to proximity. The Central Okanagan dominates the region and enjoys demand from 

all markets.  

Proposed developments in Peachland have major competition in the Central Okanagan. It is 

expected that lot prices for new developments in Peachland should be comparable to 

developments elsewhere in the Okanagan, and range between $15 per sq. ft. for large lots to 

$30 per sq. ft. for smaller lots. This suggests that lots are typically $150,000-$300,000. There 

may be examples of very small lots which are lower priced.

Area 2013 Townhome 2014 Townhome % Change
Lake Country North West $300,000 $325,000 8%
Lake Country South $315,000 $310,000 -2%
Lake Country East $375,000 $250,000 -33%
Peachland $400,000 $400,000 0%
West Kelowna $310,000 $325,000 5%
* Source: Okanagan Mainland REB

Area 2013 Apartment 2014 Apartment % Change
Lake Country North West $225,000 $245,000 9%
Lake Country South - -
Lake Country East $240,000 $210,000 -13%
Peachland $345,000 $375,000 9%
West Kelowna $240,000 $235,000 -2%
* Source: Okanagan Mainland REB
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Typical Lots Prices at Central Okanagan Developments

Small Lot Medium lot Medium lot Large Lot Large Lot
Size in Sq Ft. 4,000             6,000             9,000             12,000          15,000     
Price PSF 35$                30$                27$                20$                21$          
Price Per Lot 140,000$      180,000$      243,000$      240,000$      315,000$

9.5 Developers’ Views 

In order to better understand local developer sentiment the two largest developers in Peachland 

were contacted to get their options on the by-pass and its potential impact on land and house 

prices. The developer of New Monaco clearly stated that neither option would have any impact 

on their development. The developers of the other large scale site Pincushion were contacted 

and messages were left but they did not respond. 

9.6 Impact of Highway Options on the Residential Market 

9.6.1 Widening of Existing Highway

Based on the forecast values of the major variables discussed in section 9, widening the 

existing highway is expected to have negligible impacts on residential property values in 

Peachland. 

 Traffic levels will remain the same as the existing highway.   

 Travel time changes on the existing route would not be large enough to significantly affect 

the desirability of Peachland for individuals commuting for work in West Kelowna or Kelowna. 

 Based on the experience of the consulting team, any esthetic or social impacts of 

widening the highway would not significantly impact residential property prices. It may facilitate

multi-family developments which typically require or at least prefer proximity to four lane arterial 

roads in order to ensure road capacity for additional traffic.     

Properties adjacent to the existing alignment might be affected if the right of way has to be 

widened to accommodate the widening of the highway. However, specific features of the project 

have not been defined through detailed engineering studies, and uncertainty over critical 

aspects of the project – including design, right of way and access points for the highway 

widening alternative – are unknown. It is both impossible and beyond the scope of this study to 

assess potential impacts on individual properties or community sub-areas. 
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9.7 Bypass 

Based on the forecast values of the major variables discussed in section 9, construction of a 

bypass is expected to have the following impacts on residential property values in Peachland. 

 Under the Baseline and Medium Growth scenarios with the assumption of high traffic 

diversion, the bypass significantly reduces traffic volumes on the existing highway. This would 

make residential sites located on the existing alignment a little more attractive, though price 

impacts would be small. 

 Travel time reductions relative to the existing route under the Medium Growth scenario 

with 51% of traffic diverted would be approximately four minutes less than the 4 lane option; 

avoidance of local traffic congestion would be a positive factor for residential real estate prices

relative to the “do nothing” option.  

 The potential traffic volume reductions resulting from bypass construction are insufficient 

to have a measurable direct impact on proposed large scale residential projects in Peachland. 

This was confirmed in an interview with one of the largest developers in Peachland who 

confirmed the Bypass or widening did not impact their project in any way. 

 The bypass option would avoid any aesthetic or social impacts from widening of the 

existing road. However, under the High Growth scenario local traffic grows strongly and 

upgrades to the existing route would probably be required to avoid increasing congestion in any 

case.

These findings are consistent with the experience of the consulting team. The by-pass option 

would result in having less traffic on the old alignment and that may improve quality of life for 

some adjacent owners but it would not have a profound or measurable impact on financial or 

economic indicators of the entire Peachland market. 
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10 Development Potential in the Bypass Zone 

10.1 Land Use Issues 

The proposed bypass would pass through the area west of the existing District of Peachland 

boundary. The Province of British Columbia has a number of statutes and regulations that have 

the potential to impact land use, environment and transportation networks in this area. This

section highlights some of the main policies which will influence potential impacts of the highway 

bypass at the western edge of Peachland.

Crown Lands23

The Province of British Columbia operates within a framework of policies that govern the 

disposition, administration and management of Crown land. The policies are developed in 

consultation with other provincial agencies and stakeholder groups. In developing policies to 

assist staff, stakeholders and the public, the policies establish principles on land use, allocation, 

tenure term, pricing and all other aspects associated with Crown land. The purpose of this 

section of this report is not to review in detail these policies and procedures. Rather, it is to 

inform readers of some of the most significant socio-economic values placed on existing lands 

that may be impacted by either a four lane highway upgrade, or a bypass. While a specific route 

has not been established for a highway bypass the area west of the District of Peachland can 

be characterized as having a predominance of Crown Land. In addition, there is the presence of 

some Crown Land along existing Highway 97. 

The graphic below shows the presence of various forms of conservation lands in the area 

relevant to this project.  Conservation lands often concurrently provide for a range of 

opportunities for public access, including day hiking, hunting and fishing, wildlife viewing, 

scientific research and education, and traditional activities of First Nations.

The primary purpose of conservation lands is to conserve and manage important habitat for the 

benefit of regionally or internationally significant fish and wildlife species. This includes habitat 

that is vital for:

 Sensitive, vulnerable, or at-risk species.

                                               

23 http://www.for.gov.bc.ca/Land_Tenures/crown_land_application_information/policies.html
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 Critical species life-cycle phases such as spawning, rearing, nesting, or winter feeding.

 Species migration routes or other movement corridors.

 Supporting unusually high species productivity or diversity.

Conservation lands in the vicinity of Peachland are shown below. 

Conservation Lands in the Vicinity of Peachland

The Province uses various legal tools and agreements are used to acquire or ‘secure’ 

conservation lands. These securement methods can generally be divided into the following 

two categories.

Administered conservation lands. These are lands over which legal administration and 

management authority have been acquired by way of:

 Wildlife Management Area designation under section 4 of the Wildlife Act.

 Fee Simple acquisition through direct purchase, land exchange, or donation of private land.

 Securement of privately owned land that is leased to the Province for a long-term 

duration (usually 99 years).

 Crown Transfer of Administration under section 106 of the Land Act, or similar 

legal mechanism.

Non-administered (Reserve) conservation lands. These are lands over which a recorded 

‘interest’ has been secured for fish and wildlife, but not administration and management 

authority. The majority of these have been obtained through Land Act mechanisms that either 
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limit certain uses of the land for a specified period of time, or require that the holder of the 

interest be contacted regarding proposed changes in land use.

While the primary management focus for conservation lands is maintenance and management 

of fish and wildlife habitat, other compatible activities can sometimes be accommodated (e.g. 

agriculture, grazing, forestry, mining, utility rights of way, etc.). The ability to allow for a range of 

resource uses in conservation lands can provide important management flexibility on a site-by-

site basis. Typically, most sites have a strong conservation focus. In some instances, this may 

be primarily because the site is not suitable for resource extraction activities. In other cases, 

there may be an agreement between First Nations, local communities and stakeholders that the 

primary use of the area should be for conservation and low-impact public use. In still other 

cases, there may be a governing legal agreement that constrains uses to conservation 

purposes. Due to this management flexibility, conservation lands are not considered to be part 

of the formal “protected area” designation under Land Use Planning in BC, a designation 

which includes parks, protected areas, ecological reserves, recreation areas and conservancies. 

Conservation lands also provide important buffer zones, corridors or linkages between 

core protected areas. Such linkages may be essential to enable movement of species during 

seasonal migrations or in response to short-term ecological variations and longer-term climatic 

and evolutionary changes. In some instances, conservation lands have been subsequently 

converted or ‘upgraded’ to park or protected area status as part of provincial land use planning 

processes.

Conservation lands comprise part of a broader spectrum of ‘protected lands’ in the province that 

have been secured by other levels of government as well as non-government organizations. A

highway bypass west of the District of Peachland has the potential to encroach on areas that 

currently have conservation values and uses attached. In addition, the highway bypass would 

have very few access points thus making it less likely that new lands will become open for 

development. As a result, this would act to limit the scope of potential adjacent lands that could 

be brought into development in the future.

10.2 Current Land Use 

Ministry of Transportation and Infrastructure officials indicated in discussion with the project 

team that there has been no engineering work specifying the exact location of a highway bypass

route. Rather there is an area, or zone, that falls generally west of the District of Peachland’s 

municipal boundary where a bypass could be located. The geographic area would be between 

Peachland’s western municipal boundary and east of Mount Coldham. A significant portion of a 
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highway bypass route would therefore traverse through Crown Lands.  Consideration of a 

bypass route would also no doubt reflect the presence of Trepanier Creek Greenway Regional 

Park, covering 4.35 hectares. It is situated between the Okanagan Connector and Okanagan 

Lake in Peachland. It offers park visitors a natural forest trail bordering the canyon of Trepanier 

Creek and is used for hiking and biking purposes. Other provincial parks in the area include 

Darke Lake (hiking and fishing) and further west Eneas Lakes. The later park attracts 

enthusiasts who enjoy a wilderness experience with good fishing, canoeing, wildlife viewing, 

snowmobiling and hiking opportunities.24  The parks in the area are generally rustic and a 

highway bypass in closer proximity to these natural area and assets may result in increased 

pressure to upgrade the facilities so they become more of a tourism asset.  There are currently 

no housing, retail or commercial real estate developments immediately adjacent to the bypass

zone. A lack of municipal infrastructure and services and limited opportunities for highway off-

ramps and entrances to any existing secondary rural roads in the area would serve to limit the 

land development potential.

10.3 Development Potential of the Bypass Zone

Based on the following factors, it is unlikely that the bypass would provide significant 

opportunities for new developments in the short and medium term: 

 The bypass zone contains environmentally sensitive areas and consists primarily of 

Crown land. 

 The District of Peachland has no plans to provide services to the area. 

 The terrain limits potential access points to the bypass.  

                                               

24 BC Parks http://www.env.gov.bc.ca/bcparks/explore/map.html
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11 Social Impacts

Construction of either of the two highway improvement options would have environmental, 

aesthetic and social impacts which can influence the quality of life for Peachland residents. 

These impacts are difficult to quantify since the yardstick for measurement is the views and 

values of Peachland residents that are difficult to ascertain because design and engineering has 

not been undertaken to define critical aspects of the route options. These include highway 

capital and maintenance costs; construction impacts; safety; environmental impacts including air 

emissions, noise, impacts on environmentally sensitive deer habitat, impacts on agricultural 

land; community access impacts, based on interchange and intersection locations and 

configurations;  active transportation impacts; and visual and aesthetic impacts. Within the 

limitations of the project scope, the consulting team attempted to gauge community opinion 

through interviews with local businesses and organizations, and a review of the provisions 

within the Official Community Plan and associated documents. Members of the “Highway 97 

Council Committee” were also consulted.

The research findings with respect to social impacts relative to the existing situation are 

summarized in the table below. 

Research Findings Social Impacts

Impacts Highway 
Widening 

Bypass Notes 

Community Health and Well-Being   Future Study Required

Emergency Access and Escape Considerations  
Bypass would provide alternate route between 
Summerland and West Kelowna; Alternative access/egress 
for Peachland

Infrastructure, Public Facilities and Services  
District of Peachland phased approach controls pace of 
development. 

Noise and Vibration  
Traffic diversion to bypass could reduce noise through 
Peachland

Outdoor Recreation  
Limited opportunities for additional recreational access 
along bypass.

Visual Impact/Aesthetic Features   Impacts could vary based on geographic perspective

Community Land Use Vision  
Potential devolution of existing route would provide more 
local control on land use changes

Active Transportation   Bypass that diverts traffic could make existing low elevation 
route more attractive to pedestrians and cyclists

Community Cohesion   Online widening would perpetuate Highway 97 as a physical 
divider of the community

Social Account

In the absence of more details on each route, and given the need for more detailed 

assessments that cannot be undertaken at this time, the summary ratings are preliminary in 

nature and somewhat subjective at this time.
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11.1 Community Health and Well-being

The two options may have differential impacts on community health and well-being due to local 

air emissions, noise exposure and safety impacts. Future study will be required during the

design and engineering for each option.

Potential impacts could include local air quality issues during construction as well as impacts 

from potential traffic pattern changes. Access and mobility for local east/west traffic across an 

upgraded existing route will likely be impacted as the cross section would be wider. However, 

design elements could help to mitigate these potential concerns.

Safety would be analyzed in a future business case and would be determined through collision 

prediction models comparing key geometrics changes that have not yet been defined.

11.2 Emergency Access and Escape Considerations 

Construction of the bypass would provide an alternate route between Summerland and West 

Kelowna. In the event of a natural disaster or other incident which closed the existing route 

through Peachland, the alternative route would enable emergency vehicles to bypass the 

community. If the bypass route were to have a connection with Peachland it would serve as an 

alternative access and egress point.

11.3 Infrastructure, Public Facilities and Services 

In its Official Community Plan, Peachland has adopted a phased approach to development to 

ensure the availability of adequate municipal services.25 This will enable the District to control 

the pace of development in the community regardless of which highway option proceeds.

In either case, there will be impacts in relation to the provision of local road, water, sewer and 

related types of infrastructure, because the population of Peachland will more than double in the 

medium term. 

Further, local road infrastructure and intersections will be impacted by changes in traffic 

volumes and patterns which will in turn impact maintenance costs.

                                               

25 District of Peachland Official Community Plan p. 26.
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11.4 Noise and Vibration 

Noise is usually defined as unwanted sound. For highway corridors noise varies with volume 

and type of traffic as well as with the physical geography of terrain surrounding the roadway.  

Traffic noise comes from three major sources:

 Tire-pavement interaction

 Vehicle engines, and 

 Vehicle exhausts

To the extent that construction of the bypass diverts traffic from the existing route through 

Peachland, it would reduce noise and vibration within the community. Future study to quantify 

these will be required once more information about each potential route is known. Baseline 

noise data collection may be required.

11.5 Outdoor Recreation  

The parks in the potential bypass area are generally rustic and a highway bypass in closer 

proximity to these natural areas may result in increased pressure to upgrade the facilities so 

they become more of a tourism asset.  There are currently no housing, retail or commercial real 

estate developments immediately adjacent to the bypass zone. A lack of municipal 

infrastructure and services and limited opportunities for highway off-ramps and entrances to any 

existing secondary rural roads in the area will limit the land development potential.

11.6 Visual Impact and Aesthetic Features 

Each route choice would likely have a different set of visual and aesthetic impacts. Widening the 

existing route would create a wider footprint on an already disturbed area that could impact local 

residences with a view of the existing corridor. Alternatively the bypass route would likely 

traverse an area that is currently undisturbed and could create visual impacts from other 

vantage points. The overall impact cannot be determined without a more detailed understanding 

of each route. Future study including visual and 3D modelling is recommended once the route 

options are more formally defined. Impacts could vary geographically between interest groups.

11.7 Community Land Use Vision

If upgraded, the existing corridor would continue to require Transportation Act approvals for 

development approvals related to subdivisions, rezoning applications and access permits. 
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If the bypass option was to be implemented, there is a high probability that the existing Highway 

97 through the District of Peachland would be devolved to the municipality. If this were to occur 

the District of Peachland would have greater freedom in decisions related to development 

approvals as the existing route would no longer be subject to the Transportation Act (with the 

exception of locations within 800 meters of any intersections with the Bypass). Local control 

over the development approvals process could help facilitate land use changes if desired by the 

municipality. Although a formal land use vision has not been developed by the District of 

Peachland, the ability to facilitate land use change would be greater if the corridor was not 

subject to Transportation Act Approvals. Any forecasting of long-term changes in the nature of 

the community is speculative and subject to uncertainty – the current Official Community Plan 

does not reflect these potential changes.

11.8 Active Transportation 

It is difficult to assess the impacts of either of the route options on active transportation without 

more detail on the design elements of the alternative routes. However, the existing route is low 

level, close to the local population centre, close to lakeside amenities and would appear to be 

more attractive than the bypass route that would be longer and have steeper grades. A bypass 

route that would divert vehicle traffic from the existing route would be favourable for cyclists and 

pedestrians.

Widening online could create a barrier effect that might impede pedestrian and bicycle travel

across Highway 97 due to the wider intervening roadway. Until such time as more detail on 

each route is available it is difficult to assess impacts on transportation choice as it pertains to 

other modes.

11.9 Community Cohesion

Without more definitive information on the two route options, it is difficult to fully assess how 

each route might impact community cohesion within the District of Peachland. 

The online upgrade would create a 4-lane cross section that widens the physical barrier 

between residents, community facilities and beach front amenities. If local traffic, cyclists and 

pedestrians are impeded by a wider highway, this might hinder local cohesion. However, these 

potential impacts might be mitigated through favourable design elements. 

Given the physical constraints along the existing corridor, online construction would likely result

in impacts to adjacent properties in terms of partial and full property takings. Although, 

impossible to determine without more details on the route design, resulting impacts might 
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include relocations of residents or businesses that could disrupt existing neighborhoods, in turn 

contributing to negative well-being in the community. These impacts would likely be short term

as the local community would evolve over time.

In contrast, the bypass option may reduce the impact of the existing route on community 

cohesion, although it would still function as a main arterial through the District of Peachland

moving large volumes of local traffic. If the bypass route were to divert traffic away from the 

existing corridor, thus reducing traffic on the now local arterial, the existing route could become

friendlier to local motorists, cyclists and pedestrians. 

Similarly, if the existing route was devolved to the District of Peachland, they may choose to 

introduce lower posted speeds and traffic calming measures that might improve real and/or

perceived safety for local users.
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12 Conclusions

Previous research on the impacts of highway bypasses has concluded that the impacts depend 

primarily on the extent of diversion and the economic structure of the community, which 

determines the sensitivity to loss of pass-through traffic. Communities with a high concentration 

of highway-oriented commercial activity (gas stations, fast food restaurants, etc.) are more 

vulnerable.  

12.1 Economic Structure

Analysis of Peachland’s economic structure suggests that the local economy is not highly 

dependent on highway traffic. The local economy consists almost entirely of small enterprises, 

most of which derive a major portion of their business from local residents. Consequently 

neither option will have a significant impact on the economic structure of the community. Results 

of a survey conducted for this project indicate that businesses in the retail sector are concerned 

over possible impacts of a bypass, but respondents in other potentially vulnerable sectors –

food services and traveller accommodation – were neutral or positive toward construction of a 

bypass. 

12.2 Customer Account Impacts 

Customer account impacts quantified include changes to travel time and vehicle operating costs 

to highway users. Estimates for both options are based on the highway alignments provided in 

the Request For Proposal for this study.

The other key highway user impact is safety. Safety impacts are quantified utilizing collision 

prediction models and collision modification factors. The use of these models requires 

information on each route; assessment of each option will be based upon key geometric 

features. This level of detail is not currently available and would be addressed in a future 

business case. Similarly, a future business case would also reassess mobility and vehicle 

operating costs based upon more refined route information.

Travel time and vehicle operating costs have been estimated for the two highway improvement 

options relative to the “existing highway” case under three traffic growth scenarios. Travel times 

are estimated based on average speeds and delays at signalized intersections. A model has 

been developed to estimate traveller costs, based on current parameters used in the Ministry of 

Transportation and Infrastructure’s ShortBEN benefit-cost model including value of travelers’ 
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time, fuel, and other operating costs. The values are discounted at a real annual rate of 6%. For 

the bypass option, costs are estimated for three cases differing in the assumptions regarding 

the share of traffic which is diverted to the bypass: 25.5%, 51% and 75% diversion.  

The three traffic forecast scenarios developed for this analysis include: 

 A Baseline Growth forecast of 2.1% per year, based on historic traffic growth. 

 A Medium Growth forecast of 3.7% per year. 

 A High Growth scenario, which was based on supply-driven population growth induced by 

successful completion of large scale development projects within the community, including the 

Hangingstone Developments (now identified as “Princess Street”), Ponderosa Pincushion, and 

New Monaco projects. Full build out and absorption of these projects would result in an average 

annual population growth rate of 5.6% per year, over five times the historical rate. 

Estimated traveller benefits (i.e. reductions in costs) from widening of the existing highway 

range from $6.6 million for the Baseline Growth scenario to $81.3 million for the High Growth 

scenario. 

Present Value ($millions) Baseline GrowthMedium Growth High Growth 
Time Costs $5.2 $28.6 $61.6
Vehicle Operating Costs 
($millions) $1.4 $8.9 $19.7
Total Travel Costs $6.6 $37.4 $81.3

Existing vs 4 Lane Highway Traveller Benefits  

The bypass option results in increased traveller costs for all forecast and diversion scenarios 

analyzed, with cost increases ranging from $23.0 million for the Medium Growth scenario with 

25.5% of traffic diverted to the bypass, to $283.0 million for the Baseline Growth scenario with 

75% of traffic diverted. 
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Present Value ($millions)
Baseline 

Growth 25.5% 
Diversion 

Baseline 
Growth 51% 

Diversion

Baseline 
Growth All 

Through Traffic 
Diverted

Time Costs -$15.6 -$31.3 -$103.7
Vehicle Operating Costs 
($millions) -$61.0 -$122.0 -$179.4
Total Travel Costs -$76.6 -$153.2 -$283.1

Present Value ($millions)
Medium 

Growth 25.5% 
Diversion 

Medium 
Growth 51% 

Diversion

Medium 
Growth All 

Through Traffic 
Diverted

Time Costs $34.3 $15.6 -$2.0
Vehicle Operating Costs 
($millions) -$57.3 -$131.3 -$200.9
Total Travel Costs -$23.0 -$115.7 -$202.9

Existing Highway vs Bypass Traveller Benefits Baseline Growth 

Existing Highway vs Bypass Traveller Benefits Medium Growth 

In general, the increases in traveller costs are proportionate to increases in the number of trips 

diverted to the bypass. Under the High Growth scenario, through traffic benefits from faster 

travel times using the bypass, but rapid population growth will boost local traffic volumes and 

may require additional upgrades to the existing highway to mitigate congestion. 

The travel time and vehicle operating cost analysis is predicated on the proposed bypass route 

connecting at Trepanier with north/south Okanagan Valley traffic then having to traverse back 

down the Okanagan Connector Highway 97C to Drought Hill Interchange where is would link 

back into the Highway 97 corridor.

The District of West Kelowna has identified a future route, subject to further study, that 

bypasses West Kelowna and connects to Highway 97C at Trepanier at a similar location to the 

potential Peachland Bypass. 

A Peachland Bypass that links to a future bypass of West Kelowna would have different metrics 

for travel time savings and vehicle operating costs. If these two bypass routes were 

complimentary there may be an opportunity to leverage positive user benefits in terms of travel 

time savings and vehicle operating costs. 

12.3 Impacts on Economic Activity and Commercial Real Estate

The bypass option could potentially impact economic activity in Peachland if significant volumes 

of traffic are diverted. The only cluster of commercial activity located directly on the existing 

highway is the Peachland Village Mall shopping centre at Clements Crescent, zoned Highway 
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Commercial. It contains Peachland’s only gas station (Petro Canada) and supermarket (IGA), 

and Your Dollar Store With More. It also contains fast food restaurants (A & W, Subway and 

Canadian Pizza) and a number of shops providing personal services which are less likely to be 

dependent on passing highway traffic. Peachland has no significant numbers of other “visitor-

serving” businesses along the highway, 

Employment income has been estimated based on average weekly wage data for 2013 from BC 

Stats for Accommodation and Food Services and Retail Trade employees. It has been assumed 

that through traffic accounts for 40% of revenue for both sectors, and that changes in 

employment are proportional to changes in revenue. Employment impacts have been estimated 

based on the percentage of traffic on the existing route through Peachland relative to the 2014 

baseline. For purposes of comparison, diversion of 51% of total traffic is assumed for both the 

Baseline and Medium Growth scenarios; under the high Growth scenario, it is assumed that all 

through traffic is diverted. Based on these assumptions, the discounted loss in employment 

income over 25 years ranges from $4.5 million for the Baseline Growth scenario to $2.3 million 

for the High Growth scenario. 

These forecasts assume that the impacts are permanent i.e. employees whose jobs are 

impacted by reduced traffic volumes remain unemployed for the entire 25 year forecast period. 

However as the total number of jobs lost is small (a maximum of 21) and the employment skills 

are not specialized it would be more reasonable to assume that any displaced employees could 

rapidly find work elsewhere. Commercial real estate values in the Highway Commercial zone 

could be affected, though the area could be redeveloped or mix of businesses occupying the 

site could change to focus on services for local residents.

The other major cluster of commercial activity in Peachland is in the downtown area, zoned 

Core Commercial. This area is not likely to be significantly affected by a bypass. 

12.4 Residential Real Estate 

The Peachland residential real estate market must be considered in the context of the Central 

Okanagan as a whole. Patterns of housing starts and prices for major Central Okanagan 

communities for which data is available – Kelowna, Peachland and Lake Country – are very 

similar over the last thirty years. 

The Central Okanagan has experienced two periods of intense residential construction activity 

since 1980. The first was associated with completion of the Okanagan Connector in 1990, which 

substantially reduced travel times between the Central Okanagan and the Lower Mainland. The 
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second was due to a speculative boom in real estate beginning around 2004 and ending with 

the financial crisis in 2008.

Among Kelowna’s satellite communities, Lake Country has experienced the most rapid growth 

in residential construction. Lake Country has similar amenities to Peachland, and has large 

scale residential and mixed use development projects similar to those proposed for Peachland. 

It is anticipated that competition in the Central Okanagan residential real estate market will 

continue throughout the forecast period. Under these conditions, it is unlikely that Peachland’s 

growth rate will significantly exceed that of neighbouring communities. 

12.4.1 Widening of Existing Highway

Based on the forecast values of the major variables discussed in section 8, widening the 

existing highway is expected to have negligible impacts on residential property values in 

Peachland. Traffic levels will remain the same as the existing highway, and travel time changes 

on the existing route would not be large enough to significantly affect the desirability of 

Peachland for individuals commuting for work in West Kelowna or Kelowna. Based on the 

experience of the consulting team, any esthetic or social impacts of widening the highway would 

not significantly impact residential property prices. It may facilitate multi-family developments 

which typically require or at least prefer proximity to four lane arterial roads.     

Properties adjacent to the existing alignment might be affected if the right of way has to be

widened to accommodate the widening of the highway. However, specific features of the project 

have not been defined through detailed engineering studies, and uncertainty over critical 

aspects of the project – including design, right of way and access points for the highway 

widening alternative – are unknown. It is both impossible and beyond the scope of this study to 

assess potential impacts on individual properties or community sub-areas. 

12.4.2 Bypass

Based on the forecast values of the major variables discussed in section 8, the bypass option 

would have the following impacts on residential property values in Peachland. 

 Under the Baseline and Medium Growth scenarios with the assumption of high traffic 

diversion, the bypass significantly reduces traffic volumes on the existing highway. This would 

make residential sites located on the existing alignment a little more attractive, though price 

impacts would be small. 
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 Travel time reductions relative to the existing route under the Medium Growth scenario 

with 51% of traffic diverted would be approximately four minutes less than the 4 lane option; 

avoidance of local traffic congestion would be a positive factor for residential real estate prices 

relative to the “do nothing” option.  

 The potential traffic volume reductions resulting from bypass construction are insufficient 

to have a measurable direct impact on proposed large scale residential projects in Peachland. 

This was confirmed in an interview with one of the largest developers in Peachland who 

confirmed the Bypass or widening did not impact their project in any way. 

 The bypass option would avoid any aesthetic or social impacts from widening of the 

existing road. However, under the High Growth scenario local traffic grows strongly and 

upgrades to the existing route would probably be required to avoid increasing congestion in any 

case.

These findings are consistent with the experience of the consulting team. The by-pass option 

could result in having less traffic on the old alignment and that may improve quality of life for 

some adjacent owners but it would not have a profound or measurable impact on financial or 

economic indicators of the entire Peachland market.

12.5 Development Potential of the Bypass Zone

Based on the following factors, it is unlikely that the bypass would provide significant 

opportunities for new developments in the short and medium term: 

 The bypass zone contains environmentally sensitive areas and consists primarily of 

Crown land. 

 The District of Peachland has no plans to provide services to the area. 

 The terrain limits potential access points to the bypass.

12.6 Summary - Impact on Economic Activity and Real Estate Markets  

The research findings on impacts on economic activity and real estate markets relative to the 

existing situation are summarized in the table below. 
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12.7 Social Impacts 

The research findings with respect to social impacts relative to the existing situation are 

summarized in the table below. 

Impacts Highway 
Widening 

Bypass Notes 

Community Health and Well-Being   Future Study Required

Emergency Access and Escape Considerations  
Bypass would provide alternate route between 
Summerland and West Kelowna; Alternative access/egress 
for Peachland

Infrastructure, Public Facilities and Services  
District of Peachland phased approach controls pace of 
development. 

Noise and Vibration  
Traffic diversion to bypass could reduce noise through 
Peachland

Outdoor Recreation  
Limited opportunities for additional recreational access 
along bypass.

Visual Impact/Aesthetic Features   Impacts could vary based on geographic perspective

Community Land Use Vision  
Potential devolution of existing route would provide more 
local control on land use changes

Active Transportation   Bypass that diverts traffic could make existing low elevation 
route more attractive to pedestrians and cyclists

Community Cohesion   Online widening would perpetuate Highway 97 as a physical 
divider of the community

Social Account

The two options may have differential impacts on community health and well-being due to local 

air emissions, noise exposure and safety impacts. Future study will be required prior to design 

and engineering for the projects.

Construction of the bypass would provide an alternate route between Summerland and West 

Kelowna. In the event of a natural disaster or other incident which closed the existing route 

through Peachland, the bypass would enable emergency vehicles to bypass the community. 

The bypass would also likely provide alternative access/egress to Peachland.

In its Official Community Plan, Peachland has adopted a phased approach to development to 

ensure the availability of adequate municipal services.  This will enable the District to control the 

pace of development in the community regardless of which highway option proceeds. 

Impacts Highway 
Widening 

Bypass Notes 

Land Use   No change within District of Peachland. 

Zoning  ? Dependent on OCP change.

Land Value   No measurable impacts.

Investment Impacts   No impacts on current developments; no other major projects.

Local Businesses and Employment   Minor loss of employment highway dependent businesses.

Industry Structure   No major industries in Peachland - limited commercial activity.

 Highway Improvement Options: Non-traffic Related Impacts 
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To the extent that construction of the bypass diverts traffic from the existing route through 

Peachland, it would reduce noise and vibration within the community. Future study will be 

required prior to completion of design and engineering for either of the projects to quantify the 

impacts. 

The parks in the potential bypass area are generally rustic and a highway bypass in closer 

proximity to these natural areas may result in increased pressure to upgrade the facilities so 

they become more of a tourism asset.  There are currently no housing, retail or commercial real 

estate developments immediately adjacent to the bypass zone. A lack of municipal 

infrastructure and services and limited opportunities for highway off-ramps and entrances to any 

existing secondary rural roads in the area will limit the land development potential.

The two options are likely to have differing visual and aesthetic impacts on the community of 

Peachland. Future study including visual and 3D modelling is recommended following 

completion of design engineering. 

If upgraded, the existing corridor would continue to be subject to Transportation Act approvals. 

However, with a bypass there is a high probability that the existing Highway 97 through the 

District of Peachland would be devolved to the municipality. If this were to occur the District of 

Peachland would have greater freedom in decisions related to development approvals as the 

existing route would no longer be subject to the Transportation Act which could help facilitate 

land use changes if desired by the municipality.

Although a formal land use vision has not been developed by the District of Peachland, the 

ability to facilitate land use change would be greater if the corridor was not subject to 

Transportation Act Approvals. Any forecasting of long-term changes in the nature of the 

community is speculative and subject to uncertainty – the current Official Community Plan does 

not reflect these potential changes.

The existing route is low level, close to the local population centre, close to lakeside amenities 

and would appear to be more attractive to cyclists and pedestrians than the bypass route that 

would be longer and have steeper grades. A bypass route that would divert vehicle traffic from 

the existing route would also be favourable for cyclists and pedestrians.

Upgrading the existing route would perpetuate Highway 97 as physical division within the 

community potential resulting less community cohesion. It may be possible to limit or mitigate 

these types of impacts through favourable design elements. 
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In contrast, the bypass option may reduce the impact of the existing route on community 

cohesion, although it would still function as a main arterial through the District of Peachland 

moving large volumes of local traffic.
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13 Appendix 1: Economic Structure of Peachland

Economic structure refers to the distribution of economic activity – employment, output, sales, 

etc. - among different sectors of the economy. In Canada, it is defined based on the North 

American Industrial Classification System (NAICS), which divides the economy into five goods-

producing and fifteen services-producing industries. Goods-producing industries are primarily 

associated with the production of goods (e.g., growing of crops, generation of electricity, the 

manufacturing of computers), however, these sectors may also produce some services (e.g., 

pest control services, plumbing services, land subdivision, house-painting, and support services 

for mining operations).

Statistics Canada maintains input-output models for analyzing the Canadian economy at the 

national and provincial levels. However analyzing a small region like Peachland requires 

assembly of data from a variety of sources. For this project, we have assembled data on 

employment and business revenue from the following sources: 

 Statistics Canada’s National Household Survey provides data on employment by NAICS 

sector for Peachland residents.

 Data from the District of Peachland’s business licences provides the most comprehensive 

current listing of active private sector firms.

 Data from the InfoCanada Business Location File provides survey data on NAICS 

classifications, employment and revenues by firm. For this project, we have used the 2010 

version of the data for British Columbia. 

 For purposes of the project the consulting team carried out an online survey of Peachland 

firms which gathered information on firms’ activities, employment, and revenue and on their 

views on the impact of the two highway options on their businesses. 

A comparison of the data sources is shown below. 
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Peachland Economic Data Sources

Data Source Date Survey Universe Sample Data 
National Household Survey 2011 Households n/a Employment by industry 
Peachland Business Licences 2014 Private businesses 236 Business name and address
InfoCanada Business Location File 2010 Public & private establishments 144 Establishment employment and revenue
DTCI Online Survey 2014 Business establishments 46 Business employment, revenue, etc.

13.1 National Household Survey 

The National Household Survey (NHS) is a voluntary, self-administered survey which was 

introduced as a replacement for the long census questionnaire which was discontinued with the 

2011 census. Data from the NHS is less accurate than that collected through the long census 

form due to a lower response rate (completing the long form census was mandatory rather than 

voluntary). The response rate for the 2011 NHS, which is the ratio of the number of 

questionnaires completed to the total number of occupied private dwellings in the sample, was 

68.6% for Canada, all collection methods combined. This is similar to the response rate for 

other voluntary surveys conducted by Statistics Canada.

Caution must be exercised when NHS estimates are compared with estimates produced from 

the 2006 Census long form, especially when the analysis involves small geographies. Users are 

asked to use the NHS's main quality indicator, the global non-response rate. For Peachland, the 

global non-response rate among households sampled was 33.1%. 

The NHS found that there were 2435 people 15 and over in the labour force in 2011, of which 

2190 (90%) were employed and 245 (10%) were unemployed. This represents a participation 

rate of 52.4%, significantly below that of British Columbia as a whole which was 64.6% in 2011. 

This is attributable to the higher proportion of older residents in Peachland. The distribution of 

employment among Peachland residents in 2011 is shown below. 
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Peachland Employment by Industry 2011

Construction 
15%

Other Goods-
Producing 

8%

Retail Trade 
14%

Finance, Insurance 
and Real Estate 
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        Source: National Household Survey

The data shows that services account for over 75% of employment, with 14% employed in 

Retail Trade, 10% in Accommodation and Food Services, and 16% in Other Services. The 

largest goods-producing sector is Construction and Related Services. 

This data is not entirely representative of the Peachland economy because it shows 

employment by industry for Peachland residents, which includes employment outside the 

District. A recent report noted that based on 2006 census data “only 27% of employed 

Peachland residents had a regular place of work in Peachland. The rest either commuted to 

other communities or had a job (like construction) that had no fixed place of work.”26

13.2 Peachland Business Licences 

The District of Peachland provided a current list of firms holding business licences in Peachland 

for use in this project. The list includes firm names, addresses and business descriptions. For 

                                               

26 Economic Impact of Major Projects in Peachland Van Struth Consulting Group in association with Eric 
Vance and Associates and Urban Futures; District of Peachland, March 2012 p. V. 
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our analysis, we included 220 firms from the business licence list, supplemented by an 

additional 16 firms identified through other sources. These were classified into NAICS 

categories based on business descriptions and other available information. 

The distribution of firms by NAICS category is shown below. 

Peachland Business Licences – Number of Firms by NAICS Category 2014

As with the NHS employment data, services account for the largest share of activity based on 

the number of firms, accounting for 75% of the total. Note that the business licence data 

excludes public sector activity including Public Administration and public Educational Services 

which are identified as significant sources of employment in the National Household Survey 

data. 

Based on Business Licence classifications, 55% of businesses are home-based. The 

percentage of home-based businesses by NAICS category is shown below. The graph shows 

the percentage of firms holding business licences in each NAICS category which is home-

based. For example, 95% of firms in the Traveller Accommodation category are home-based 

(i.e. Bed and Breakfast operations).  
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Percentage of Home-Based Businesses by NAICS Category
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13.3 InfoCanada Business Location File 

InfoCanada Business Location File is a comprehensive database containing geographic points 

on over one million businesses located throughout Canada and detailed corresponding 

information on those businesses. This database provides geocoded points for each record to 

facilitate mapping and map-based studies of consumers and site location models. The file has 

49 variables, including company name, 6-digit SIC (Standard Industrial Classification Code) and 

description, sales and employment for Canadian businesses. For this project, we have analyzed 

the 2010 version of the database. 

Establishments profiled in the database consist primarily of private businesses. However the file 

also includes a number of public and/or not for profit establishments such as Peachland 

Elementary School, Peachland Community Hall, churches, the fire hall, etc. For this analysis, 

we selected 144 establishments representing private sector businesses in Peachland. 
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Peachland InfoCanada Database Number of Firms by NAICS Category 2010
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The distribution of firms by number of employees is shown below. The data indicate that most 

firms are small in size, with establishments with less than 10 employees accounting for 87% of 

the total. 

Peachland Private Firms by Number of Employees InfoCanada Database 2010
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Similarly, the majority of firms are relatively small in terms of total revenue, with 74% having 

total sales under $1 million per year, and 88% less than $2.5 million. 
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Peachland Firms by Revenue Category InfoCanada Database 2010

13.4 DTCI Survey 

The consulting team developed and administered an online survey of Peachland businesses in 

order to gather information for this project. Potential respondents were identified through 

Peachland business licences and other sources and invitations were distributed for participation 

in an online survey. The survey included questions on business characteristics including 

employment and revenue, locations of customers and suppliers, and business perceptions of 

potential impacts of the two highway improvement options on their businesses. Of the 98 firms 

with publically available email addresses invited to participate, 47 began the survey and 38 

completed it. Details of the survey and results are provided in Appendix A.   

Survey respondent firms were classified into NAICS categories by the consulting team. The 

distribution of firms is shown below. 
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DTCI Survey Responses Distribution of Firms by NAICS Category

A comparison of the distribution of firms among survey respondents and business licences is 

shown below.

Distribution of Firms by NAICS Category – Survey Responses vs Business Licences
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Major differences include the preponderance of Accommodation and Food Services firms in the 

survey responses; and the low response rate by firms in the Construction and Related Services 

sector. 

The distribution of firm size by number of full time employees among survey respondents is 

shown below. 30% of firms indicated they have no employees; for purposes of comparison 

these have been included in the 1-4 employees category. The results show a similar distribution 

to the data from the InfoCanada Business survey, in that businesses with 1-4 employees 

account for most of the firms (78% from the survey responses, and 76% from the InfoCanada 

data). 

DTCI Survey Respondents by Firm Size (Number of Employees)
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The distribution of firms by total revenue for survey respondents is more heavily weighted to 

smaller firms than for business listed in the InfoCanada database. 78% of survey respondents 

reported total revenue of less than $250,000. 85% of survey respondents reported annual 

revenue of less than $500,000, compared to 41% less than $500,000 for the InfoCanada 

sample. 
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DTCI Survey Respondents Distribution of Firms by Total Revenue
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13.5 Economic Structure Conclusions 

Direct comparisons between available sources of data are difficult due to substantial differences 

in coverage and survey methodologies, and due to differences in the timing of the data 

gathering. However the use of data from different years (2010 to 2014) is not a critical issue in 

analyzing economic structure, which tends to be relatively stable in the short run i.e. individual 

firms may enter or exit the market but the type and number of firms changes more slowly.  

Analysis of the available data supports the following conclusions: 

 The Peachland economy is primarily dependent on small-scale service industry firms. 

There are no large industrial or institutional employers within the District. The goods-producing 

sector consists almost entirely of small firms in the construction and related services sector, 

most of which are home-based. Home-based firms are unlikely to be directly affected by 

changes in highway infrastructure. 

 Based on previous research, firms most likely to be affected by changes in traffic volumes 

in the community include those in Retail Sales; Accommodation and Food Services; Arts and 

Recreation; and Other Services categories. The level of dependence of the Peachland economy 

on these sectors based on the various data sources is shown in the table below.
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Dependence on Potentially Traffic-Sensitive Sectors

Data Source Measure 
% Service 

Sector

% Retail, Food & 
Accommodation, Arts & 

Recreation, Other Services
National Household Survey Employment 75% 40%
Peachland Business Licences Number of Private Firms 75% 56%
InfoCanada Business Location File Number of Private Firms 81% 44%
DTCI Online Survey Number of Respondents 89% 60%

The dependence of particular businesses within these categories will depend primarily on their 

location. 
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14 Appendix 2: Hotel Market Overview

14.1 Regional Market  

There are no existing hotels or motels in Peachland, despite the district’s relatively long history 

and convenient accessibility to the large Okanagan tourist market. That there are no existing 

hotels is a clear indication that there is very limited demand for this type of facility in Peachland. 

It is not warranted to assume that a new hotel could be proposed or is feasible based on this 

past evidence. 

The hotel industry has been very difficult in British Columbia and across North America since 

2008. The five main tourist regions of BC are indicated below in terms of room revenues.  The 

Vancouver Island region and Vancouver Coast area have both declined from 2010 to 2012. The 

BC Rockies and Northern BC regions have both increased significantly. The Thompson 

Okanagan region has increased 3% per year. The Kelowna and Penticton submarkets have

been relatively static with little change in terms of revenues. 

Annual Room Revenues by Tourism Region 2010 – 2012

2010 2011 2012
AAGR 2010 - 

2012 
The Islands $210,503 $211,369 $207,845 -1%
Vancouver Coast and Mountains $1,045,315 $960,176 $978,415 -3%
BC Rockies $71,889 $75,957 $81,538 6%
Northern BC $42,479 $48,467 $50,795 9%
Thompson Okanagan $177,789 $182,809 $188,744 3%
Local Submarkets Close to Peachland 
Kelowna $67,561 $66,472 $68,969 1%
Penticton $21,840 $21,451 $22,544 2%

 Room Revenues in Selected Areas, by Tourism Region 
Annual Revenues in $000, Annual 

The hotel industry has not been strong enough to warrant new construction in most areas. 

Weakness in the hospitality industry is expected to continue and hotels are not considered 

strong or growing market for investment. 

14.2 Peachland Proposed Hotel Developments 

There are currently three development proposals for new hotels in Peachland, located as shown 

below. 
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Peachland Proposed Hotel Developments

They include:

14.2.1 Tabletop Mountain

This development was previously known as Trepanier Manor. Officially announced in February, 

2006, Trepanier Manor was described as an ultra-luxurious, 38-room hotel with 20 upscale 

homes on just over 25 acres of property off MacKinnon Road. Servicing for the property was 

installed in 2009-2010, including water and sewer lines, electrical cables and other underground 

services. The project received zoning approval (CD-6) in 2008; this was replaced by CD-9 

zoning in 2013 with an increase in the maximum allowable hotel density from 38 to 58 suites. 

14.2.2 Aqua Vitta

Aqua Vitta Developments has applied for a development permit for a 59 room resort hotel the 

former Peachland Lakeshore Inn property. Amenities will include an indoor pool and waterslide, 

and an outdoor game court. The site currently zoned C5 Resort Commercial (hotel permitted). 

Development approval has been delayed pending MOTI approval of a protected "T" access to 

Highway 97. All costs of the intersection will be paid by the developer. The property is being 

marketed for strata ownership with professional management. 

14.2.3 New Monaco

A 100 room hotel is proposed for construction in Phase 2 of the New Monaco development. 
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14.3 Impact of Highway Options on Hotel Market 

14.3.1 4-Laning of Existing Highway

To the extent that an upgrade of the existing Highway 97 improves travel time for tourists 

travelling through, or destined for Peachland than it would be considered beneficial from a real 

estate economic perspective for the hotel sector. However, Peachland currently has no 

operating hotels and thus market conditions for the hotel industry in the central Okanagan 

region and the neighbouring stock of accommodation in West Kelowna may have more to do to 

influence the nature of hotel development than road improvements.

14.3.2 Bypass

All forms of real estate development are closely linked to transportation volumes and access. 

This is particularly the case for commercial hotel type properties that rely on convenience and 

less so for residential where the home is its own destination. The fact that the highway bypass 

zone generally travels through a rural undeveloped area with limited prospects for municipal 

type infrastructure to be extended to the area and with limited secondary road access suggests 

that the bypass area would not be an attractive location for a hotel or other form of fixed roof 

accommodation services.
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15 Appendix 3 Existing Regional Traffic Patterns  

This section contains our analysis of current traffic patterns, which provides the basis for 

estimates of the amount of traffic which is likely to be diverted in the event a bypass is 

constructed. 

The first objective of the traffic study is to estimate how much traffic is in each of the travel 

markets on Highway 97, since these would respond different to the future alternatives. A second 

objective is to forecast what future volumes would be on the highway in the “do nothing”, online 

4-laning, and bypass options for a future horizon.  The key travel markets will include:

 Local traffic staying within Peachland and using Highway 97 between local points;

 Regional traffic starting or ending in Peachland, for example trips between Peachland and 

West Kelowna, Kelowna, and the rest of the region;

 Longer-distance traffic starting outside the Okanagan Region and bound for Peachland, 

such as vacation traffic during the summer;

 Regional traffic between South Okanagan and points north of Peachland, which would 

currently pass through Peachland on Highway 97;

 Longer-distance traffic starting outside the region and passing through, heading either 

west on Highway 97C or continuing north on Highway 97.

The first three types of traffic all have one end in Peachland, and would use the existing 

Highway whether there was a bypass constructed or not.  

However, it should be acknowledged that should there be future expansion of Peachland 

towards the west, it might result in some of the associated traffic benefiting from a bypass route, 

depending on how local access was proposed.

The following sections outline the information assessed regarding traffic patterns.

15.1 Existing Regional Traffic Patterns 

The most comprehensive source of traffic data in the Peachland area is the MOTI Permanent 

Count Stations located in the vicinity of the Highway 97C/Highway 97 interchange. These 

include: 
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 Rattlesnake P25-12NS: This station captures northbound traffic from Peachland on 

Highway 97, and southbound traffic to Peachland including north-south traffic on Highway 97 

and southbound traffic from the eastbound off-ramp on Highway 97C. 

 Rattlesnake P25-8NS: This station captures the same data as P25-12NS, except that 

southbound traffic from the eastbound off-ramp on Highway 97C is omitted.

 Drought Hill P25-7EW:  this station captures all westbound traffic from Highway 97C 

including northbound traffic to West Kelowna and onward, and southbound traffic through 

Peachland. It also captures data on northbound traffic from Peachland heading west on 

Highway 97C. 

The permanent traffic counts are supplemented by short counts carried out at a number of sites 

on Highway 97 south of the Highway 97/97C interchange. The most recent comprehensive 

short counts at these sites were carried out in July and August 2012. Comparative traffic 

volumes are shown in the table and map below. 

Permanent and Short Traffic Counts 2012

HWY Count Site Location Description 2012 ADT Count Dates

97 26-010 RTE 97 1.4 Km South of Penticton Airport Road 12032 July 31-Aug 4

97 26- 011 RTE 97, 0.3 Km North of Okanagan River Bridge North of Penticton 20618 July 31-Aug 4

97 26-027 Route 97 2.9 Km North Of Eckhardt Avenue  North of Penticton 16135 July 30-Aug 6

97 25-007 RTE 97, 0.3 Km South of Lakeshore Drive at Summerland 18201 Aug 7-10

97 25-001 Route 97, 0.3 Km North Of Rosedale Avenue, Summerland 16533 Aug 6-10

97 25-029 Route 97 1.6 Km North Of Bentley Road In Summerland 12654 Aug 6-11

97 25-002 RTE 97, 0.6 Km South of Beach Avenue in Peachland 17130 Aug 13-18

97 P-25-12 Just South of Drought Hill Interchange, North of Peachland 24035 July 31-Aug 5
97 P25-10 Gormans Mill South of Glenrosa 27540 July 31-Aug 5

97C P25-7 Route 97C, 0.1 km West of Drought Hill Interchange South of Westbank 10720 July 31-Aug 5
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Regional Average Daily Traffic July - August 2012
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These volumes are taken from the peak traffic period, in mid-summer.

The data suggests the following patterns: 

 The largest share of the traffic consists of north-south movements on Highway 97, with the 

highest ADT of 27540 at Gormans Mill (P25-10) north of the Highway 97/97C interchange; 

followed by Rattlesnake (P25-12) just south of the Highway 97/97C interchange with ADT 

(during the summer peak) of 24035. 

 Traffic remains relatively high (17,130) within Peachland (25-002), with the volume on 

Highway 97 (.6 km south of Beach Avenue) at approximately 71% of that at Rattlesnake. 

 The station north of Summerland (25-029) shows a lower ADT of 12,654.  

15.2 North-South Traffic at the Highway 97/97C Interchange 

As noted above, north-south traffic data south of the Highway 97/97C interchange is captured 

by the P25-12NS count station. However, the north-south traffic on Highway 97 is reported 

separately as the P25-8NS count station. P25-12 NS captures additional southbound traffic from 

the southbound off-ramp from Highway 97C, and P-7EW captures data on northbound traffic 

heading west at the Highway 97C on-ramp. 

Daily traffic counts for these two count stations from 2008 through 2013 are shown below. 

Daily Traffic Counts Rattlesnake P25-8NS and P25-12NS 2008 - 2013
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Traffic shows a modest upward trend from 2005 to 2013.  There is a significant seasonal 

variation in each calendar year, with daily volumes in the winter of some 10,000 vehicles, 

whereas mid-summer they peak at or above 25,000 per day.

Rattlesnake P25-8NS Average Annual Daily Traffic 2005 - 2013
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The following exhibit shows traffic counts (sum of the two directions) at the same count station 

in 2013. In addition to the seasonal trend where late July and early August are the busiest time 

of year, it becomes evident from this plot that Fridays are the highest volume day of the week 

throughout most of the year. This likely reflects a combination of regular background local and 

regional traffic and the start of weekend surges in background traffic, both occurring on Fridays.

The analysis of potential traffic diversions will consider peak and off-peak times of the year 

since there is a significant difference demonstrated on this highway. 
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Rattlesnake P25-8NS Daily Traffic Pattern

15.3 Traffic Patterns at the Highway 97/97C Interchange

As noted above, the multiple traffic count stations at the Highway 97/97C interchange enable 

identification of traffic flows.  P25-12 NS captures additional southbound traffic from the 

southbound off-ramp from Highway 97C, and P-7EW captures data on northbound traffic 

heading west at the Highway 97C on-ramp. The sum of counts from these two stations 

represents the portion of Peachland north-south traffic which travels east-west on Highway 97C. 

The figure below shows daily traffic counts for these two count stations in 2013. The total is low 

relative to total north/south traffic through Peachland, confirming the dominance of north/south 

traffic on Highway 97 through Peachland. 
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15.4 Peachland Through-Traffic Estimates

The percentage of through traffic – traffic which is not originating or destined for Peachland – is 

a key variable in forecasting the potential extent of diversion in the event a bypass is 

constructed, since nearly all locally-based traffic27 would continue to use Highway 97 (to access 

Peachland) rather than use the bypass. 

In general the traffic count data provides only a broad indication of this variable. For example, 

BC MOTI estimates based on mid-summer 2012 short count data show a southbound average 

volume of 8758 in Peachland compared to 6285 at the station north of Summerland. This 

suggests that a substantial portion of the southbound Peachland traffic remained within 

Peachland or was destined to points along the highway between Peachland and Summerland. 

In order to develop more robust estimates, additional information is required. Our initial analysis 

is based on two case studies: 

 The impact of an extended highway closure south of Peachland in 2008 on traffic counts. 

 The results of a licence plate survey conducted at Peachland in August 2012. 

15.4.1 Goat Bluff Rockslide 

Widening of a 7 km stretch of Highway 97 between Peachland and Summerland began in 

February 2008. The $5.4 million four‐ lane project required excavation of 1.8 million cubic 

metres of rock and soil. Movement of a rock slope, dubbed “Goat Bluff”, resulted in the closure 

of the highway from October 25 to November 12.28 Alternative passenger transportation was 

provided by an improvised ferry system using available Okanagan Lake houseboats during the 

period of closure.  During this period, there was virtually no vehicle traffic entering or leaving 

Peachland to the south. 

The graph below shows the impact of the closure on daily traffic counts at the P25-8NS count 

station. The impact of the closure on traffic levels is evident. 

                                               

27 Local traffic staying within Peachland and using Highway 97 between local points; regional traffic 
starting or ending in Peachland; and longer-distance traffic starting outside the Okanagan Region and 
bound for Peachland.
28 Geohazards in the South Okanagan Paper presented at the 5th Canadian Geohazards Conference, Dr. 
Dwayne D. Tannant, University of British Columbia; with contributions from   Norm  Williams,  Jennifer  
Clarke and Nigel Skermer, May 2011 p. 4.  
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Rattlesnake P25-8NS Daily Traffic 2008

0

5,000

10,000

15,000

20,000

25,000
01

/0
1/

20
08

01
/1

7/
20

08
02

/0
2/

20
08

02
/1

8/
20

08
03

/0
5/

20
08

03
/2

1/
20

08
04

/0
6/

20
08

04
/2

2/
20

08
05

/0
8/

20
08

05
/2

6/
20

08
06

/1
1/

20
08

06
/2

8/
20

08
07

/1
4/

20
08

07
/3

0/
20

08
08

/1
5/

20
08

08
/3

1/
20

08
09

/1
6/

20
08

10
/0

2/
20

08
10

/1
8/

20
08

11
/0

3/
20

08
11

/1
9/

20
08

12
/0

6/
20

08
12

/2
2/

20
08

Rattlesnake P25-8NS Daily Traffic 
2008 

To estimate the extent of the impact, the actual daily counts were compared to forecast values 

based on the seasonal trend prior to the highway closure. The daily data was smoothed using a 

7 day moving average, and then extrapolated based on a linear trend analysis through the 

closure period.  The results are depicted in the figure below. The smoothed data provides 12 

observations, with an average drop in traffic from normal seasonal values of 44.9% at the P25-

8NS count station. This implies that under normal circumstances, pass-through traffic would 

have accounted for 44.9% of total traffic on Highway 97 at Rattlesnake. 

Impact of Highway Closure on Traffic Levels 2008
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15.4.2 Licence Plate Survey 2012

On August 22 2012, Transtech Data Services Ltd. undertook a licence plate survey to analyze 

external traffic patterns for Peachland traffic. Licence plate data was collected:

 at two locations south of Peachland: 

o Highway 97 south of Thorne Road; and 

o Princeton Avenue west of Vernon Avenue; and

 two locations north of Peachland: 

o Highway 97 north of Walker Road; 

o Trepanier Road east of Highway 97C. 

License plates of passing vehicles were recorded and matches in multiple locations indicated 

some type of pass-through traffic. (Note: Traffic passing both locations north of Peachland but 

neither of the southern locations would not meet the definition of pass-through traffic for the 

purposes of this study, since it would be Peachland-based traffic heading west on Highway 

97C).

Short count data collection was undertaken in Peachland the previous week, from Tuesday 

August 13 to Saturday August 18, to provide a basis for expansion of the results. 

Analysis of the survey data produced the following results. Through traffic on Highway 97 

includes northbound traffic originating south of Thorne Road recorded at the site north of Walker 

Road; and southbound traffic originating north of Walker road which was recorded at the site 

south of Thorne Road.   51.4% of the NB traffic passed both intercept points, and 50.3% of the 

southbound traffic. 

Licence Plate Survey Results August 22, 2012

Origin
Route 97  south 
of Thorne Road

Route 97 north 
of Walker Road

Route 97  south of Thorne Road 0.4% 51.4%
Route 97 north of Walker Road 50.3% 0.3%

Licence Plate Survey Results August 22, 2012

The approximate percentage of 51% pass through traffic (in August) is relative to the traffic 

observed at the time, and the percentage will vary depending on the base traffic volumes it is 

compared with.
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15.4.3 Bluetooth Data Collection 2014

In the summer of 2014 the Ministry of Transportation and Infrastructure commissioned the

Highway 97 - Central Okanagan  Traffic Data Collection Program 2014 to gather additional data 

on regional travel patterns. The project used wireless receivers to track signals from vehicles 

carrying with Bluetooth devices (cell phones, GPS units, etc.). Traffic patterns were then 

analyzed based on matching of signals received by different units along the route. The location 

of receiving stations in the Peachland area is shown below.  

   Highway 97 - Central Okanagan Traffic Data Collection Program Receiver Locations

Preliminary results from the data collection program suggest that the share of through traffic on 

Highway 97 through Peachland may be substantially higher than was indicated by previous data 

sources. 
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Highway 97 Central Okanagan Traffic Data Collection Program 2014 Preliminary Results

Origins Hwy 97 
South

Peachland Hwy 97C Hwy 97 
North

Totals

Hwy 97 South 7% 11% 9% 73% 100%
Peachland
Hwy 97C 13% 2% 13% 72% 100%
Hwy 97 North 51% 13% 36% 100%

Destinations 
Highway 97 - Central Okanagan  Traffic Data Collection Program Results

This data supports the following conclusions: 

 Approximately 73% of NB traffic originating south of Peachland would potentially bypass 

Peachland heading north toward Kelowna. 

 Approximately 13% of WB traffic originating on Highway 97C west of Drought Hill would 

potentially bypass Peachland. 

 Approximately 9% of NB traffic originating from south of Peachland travelling northbound 

and then west on Highway 97C would potentially bypass Peachland. 

 Approximately 51% of SB traffic originating north of Drought Hill would potentially bypass 

Peachland. 

In total, these results suggest that through traffic may account for as much as 75% of total traffic 

on Highway 97C through Peachland. 
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16 Appendix 4 Direct Benefits of Highway Improvement Options

16.1 Baseline Volumes

Average annual daily traffic on Highway 97 through Peachland ranges from 15,200 in the south 

to 17,700 north of Peachland. As noted above, there is significant variation between the 

seasons of the year, with peak traffic in the summer months, and heaviest on Friday evenings 

and mid-day Saturdays. The average summer traffic north of Peachland is over 21,000 vehicles 

per day.

Based on the preliminary results of the Highway 97 - Central Okanagan Traffic Data Collection 

Program 2014 as much as 75% of total traffic may be through traffic. The remainder have a trip 

end in Peachland (either starts or finishes there). 

Assuming a 10-year horizon and a compounded background traffic growth rate of 2.1%/ year 29

maximum pass-through traffic grows as follows:

 Existing Hwy 97 pass-through traffic = 12,205 vehicles per day.

 Future (10 years) pass-through traffic = 15,000 vehicles per day.

16.2 Travel Times

The existing Highway 97 has a posted speed of 90 km/hour, except for the segments within the

Peachland urban area, between approximately Hardy Street and Todd Road, where it is posted 

as 70 km/hour.   There are three traffic signals, at Princeton Avenue/Beach, Ponderosa/13th

Street, and Clements Crescent.

The observed travel time from the Highway 97/97C interchange to Greata Ranch, using the 

existing Highway, is 12.3 minutes30. The observed travel time included approximately 0.3 

minutes slowing down and waiting at traffic signals (one was green, one was red, and the other 

turned green just as the vehicle arrived, producing only a minimal delay).  The average travel 

speed through this segment of the highway, including the time spent at signals, was 78 km/hour.  

                                               

29 Source: Final Technical Memo-Future Conditions-Hwy 97 Peachlan, prepared by Urban Systems.
30 Source: June 2014 video footage recorded by the consulting team.
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Highway 97 Peachland Travel Times June 2014

km 
Interval (km) Time (mm:ss)

Posted 
(km/hour)

Measured 
speed

0 Greata Ranch 90
1 end of 4 lanes 1 0:00:42 90 89

2.3 Brent Rd 1.2 0:00:50 90 89
2.8 bypass diverge 0.5 0:00:20 90 85
5.2 Hardy Street 2.4 0:01:45 70 82
7.5 Renfrew 2.3 0:01:32 70 90
8.9 Princeton/Beach 1.4 0:01:11 70 71

10.9 Ponderosa/13th 2.1 0:01:57 70 64
11.3 Clements 0.3 0:00:28 70 42
11.7 Todd Rd 0.4 0:00:29 70 47
12 S. Trepanier Bench 0.3 0:00:14 90 77

12.3 Buchanan 0.4 0:00:18 90 74
13.4 Huston/Buchanan access 1.1 0:00:45 90 86
15.2 Drought 1.9 0:01:15 90 89
16 Seclusion Bay 0.8 0:00:31 90 88

TOTAL 16 0:12:17 78

Locations of Interest

Since the video was collected mid-day, this represents an off-peak condition, and delays would 

be longer during busier traffic (e.g. northbound in the AM peak, southbound in the PM peak, 

midday on summer Saturdays).

According to the Urban Systems technical memo on current conditions31 the total PM peak 

delay at the traffic signals is 1.0 minute. This was an average estimated (in Synchro) for the 

peak hour northbound and southbound traffic flows. AM delays were 0.5 minutes on average. 

Highway 97 Peak Delays

                                               

31 Technical Memo – Existing Conditions: Highway 97 Peachland 10 Year Infrastructure Planning Study, 
prepared by Urban Systems,
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Cross-street Direction AM PM
NB 3.5 5.2
SB 12.3 27.3
NB 10.3 19.3
SB 3.5 9.6
NB 17.1 21.7
SB 17.0 31.9
NB 30.9 46.2
SB 32.8 68.8
Minutes 0.5 1.1

Clements

Ponderosa

Princeton 

Total Delays 

Highway 97 Delays at Signalized Intersections

Peak travel times would thus be 12.5 minutes (AM) and 13 minutes (PM), based on the signal 

analysis for peak periods, and the observed mid-day travel times.

16.3 Travel Time and Traffic Estimates for Future Alternatives

Travel times for alternative conditions, and for the existing highway in the future, were 

developed based on design assumptions and analysis of future traffic, as described below.

16.3.1 Future Baseline – Existing Highway

Assumptions

The future baseline condition is a benchmark against which potential improvements can be 

compared.  It assumes no significant changes to the highway alignment or capacity.

Traffic Growth

Future background traffic was estimated to grow at 2.1% per year based on analysis of recent 

counts in Peachland.32 The Infrastructure Planning Study (IPS) also considered additional 

traffic growth that would take place due to proposed developments (Ponderosa, New Monaco, 

Princeton, Aqua Vita, etc.), and to growth projected in the Official Community Plan (OCP) for 

Peachland.  It is important to recognize that the development-driven growth would be regional 

traffic with at least one trip end in Peachland.

                                               

32 Technical Memo #2 – Future Conditions: Highway 97 Peachland 10 Year Infrastructure Planning 

Study). 
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Over the planning horizon, these assumptions produce significant traffic, much of it at the 

northern end of Peachland:

 Future Hwy 97 traffic (south of Drought Road) = 45,000 vehicles per day.

 Future Hwy 97 traffic (south of Buchanan Road) = 32,000 vehicles per day.

 Future Hwy 97 traffic (south of Renfrew) = 22,000 vehicles per day. 

While the Urban Systems High Growth scenario used a ten-year horizon, the timing of most of 

the developments is closer to 20 years, and as such, the full growth has been applied to the 20-

year horizon, and modest additional growth of 2.1% per year in traffic assumed through to 2039. 

Travel Times

The Urban Systems report of future conditions includes analysis of potential traffic impacts of 

background plus development growth for the do-nothing option. The estimated delays at the 

signals were projected to increase to nearly 7.2 minutes (average of NB and SB) for the future 

AM peak, and to nearly 15 minutes for the future PM peak.  This assumes aggressive growth 

and no actions taken to increase highway or intersection capacity. If this growth takes place 

over 20+ years, in addition to background traffic growth, then the delays in 2039 would be 

somewhat higher, approximately 10 minutes in the AM and 19 in the PM peak.

The resulting travel times in 2039 would be approximately 22 minutes and 31 minutes, 

respectively, assuming that the increase in delays at the three signals (and the queues 

extending from the signals) would account for most of the future delays.

Delays for slower growth scenarios would be lower, due to less traffic.  For purposes of 

evaluating the impacts on travel costs, we have analysed three scenarios: 

 Baseline Growth. Baseline traffic increases at 2.1% and there is no other local growth. 

The resulting travel times would be 15 minutes during the peaks;

 High Growth: Urban Systems high growth forecast with major developments built out over 

20 years instead of 10 years. 

 Medium Growth.  Baseline traffic increases at 2.1% and half the OCP build-out and 

development growth takes place by 2039. This results in an average annual growth rate of 

3.7%. The resulting travel times were estimated at 18 and 23 minutes for the peaks, 

respectively.
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16.3.2 Widen Existing Highway

Assumptions

This option would realign the highway south of Deep Creek, shortening the overall alignment by 

approximately 100 metres. It would also complete the 4-laning of the highway including 

widening of the signalized intersections. Several minor access points would be consolidated to 

improve traffic flow on the highway.
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Traffic Growth

Traffic for the widened existing highway is assumed to be the same as above – current volumes 

apply for the theoretical case of 2014 traffic on the future widened highway, and the same future 

growth also applies.

Travel Times

A test of the signal delays at Princeton Avenue with two through lanes instead of one indicates a 

signal delay reduction in the order of 40% or more would be achievable, resulting in the 

following travel time estimates:

Signal Delays – Widen Existing Highway

Signal Delays (Minutes) Existing 2 Lane 
Highway

4 Lane 
Alternative

Existing Traffic - off peak 0.3 0.2
Existing Traffic - AM 0.5 0.3
Existing Traffic - PM 1.0 0.6
High Growth Future Traffic - AM (est.) 10.1 6.6
High Growth Future Traffic -- PM (est.) 19.3 12.4
High Growth Future Off-Peak 6.0 4.3

16.3.3 Bypass Route

Design Assumptions and Travel Times

The bypass route could start north of Greata Ranch, with only minor variations from the existing 

highway until north of Brent Road, where the bypass could veer off to the west and climb into 

the mountains. The existing highway would remain in place as a regional/local arterial with an 

access point off the new highway.

The Highway Capacity Manual methodology was used to assess the functional speed of the 

proposed bypass. Assuming a 4-lane undivided highway, with a posted speed 100 km/h, and 

peak volumes in the range of 700 to 900 vehicles per hour, the new highway bypass would 

achieve free flow speeds of over 96 km/hour.  

Due to several segments with grades over 6%, it is expected that heavier commercial and 

recreational vehicles would operate approximately 10% slower, with speeds around 87 km/hour 

on the bypass (higher on flat sections and slower uphill).

Regular traffic would thus require 8.7 minutes to traverse the bypass, 8.9 minutes in the peak, 

and heavier traffic 9.4 minutes.
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Other than the access point at the south end (to the lakefront road that is current Highway 97), 

and the interchange with Highway 97C at the north end, one other access point appears 

feasible, with Princeton Avenue. Otherwise, due to the mountainside location of the bypass, 

there are few to no side roads to connect to the bypass and therefore no other accesses 

assumed.

Highway 97 Bypass Concept

For the purpose of comparison, since most traffic on Highway 97 is bound to/from West 

Kelowna and points beyond, the travel distances and times for the bypass also need to 

incorporate approximately 6.9 km of existing Highway 97C between the proposed future 

connection and the existing interchange near Seclusion Bay Road. This 6.9 km section requires 

4.3 minutes of travel time. The segment of Highway 97 from Greata Ranch to the Bypass 

Diverge is 2.8 km and at the new design speed of 100 km/h, would require 1.6 minutes to travel.

Overall travel times would be 14.6 minutes in the off-peak and 14.8 minutes in the peak.
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Traffic

In the existing case, the travel time via the bypass and existing Highway 97C would be higher 

than the existing highway through Peachland. In the longer term, once development takes place 

in Peachland local congestion would increase on the existing road, and through traffic may save 

time if a bypass is in place. 

16.3.4 Comparison of Alternatives

Item Existing Highway Widen Existing Bypass Route

Description Existing 2 lane highway 
with limited climbing and 

passing segments

Realigned 4-lane 
highway on similar route, 
with some deviation from 
existing south of Renfrew

New Highway west of 
Peachland, from north of 

Greata Ranch to Hwy 97C 
west of Trepanier. Existing 
highway retained as local

route.

Length Existing highway. Greata
Ranch is 16 km from Hwy 

97/97C IC at Seclusion 
Bay Road. Diverge point 
for bypass option is ~2.8 
along existing highway

Approximately 0.1 km 
shorter than existing, due 
to realignment south of 

urban area

Average 13.7 km from near 
Brent Road to existing Hwy
97C.  NB is 13.5 km;  SB is 

13.9 km

Signals/ Access 
Points

3 signals, 10 un-
signalized intersections 
and several driveways

3 existing signals + 7 
other access points 

Interchange at north end, 
plus access points at 

Princeton, existing highway 
(near Brent Rd)

Common Section 2.8 k from Greata Ranch 
to Brent Rd diverge point

2.8 k from Greata Ranch 
to Brent Rd diverge point 

(some realignment)

2.8 km from Greata Ranch 
to Brent Rd diverge point 

(some realignment)

Route from diverge 
point to 97/97C IC

Existing highway

13.2 km from 'bypass 
diverge' near Brent Rd to 

Seclusion Bay IC

Realigned highway

13.1 km from diverge 
point to IC

Bypass + existing 97C 
between join point and 

Seclusion Bay IC,

13.7 km + 6.9 km = 
20.6 km

Total Distance 16.0 km 15.9 km 23.4 km

Speeds 90 km/h rural; 70 km/h 
urban

90 km/h rural; 70 km/h 
urban

100 km/h rural

Travel Times

2014 off-peak 12.3 minutes 12.1 minutes 14.6 minutes

2014 peak 12.5/12.8 minutes (above 
with higher signal delay)

12.2/12.3 minutes 14.8 minutes

Future off-peak 18 minutes (projected) 16 minutes 16.5 minutes

Future peak 22/31 minutes in the 
AM/PM (high growth)

19/24 minutes in the 
AM/PM (high growth)

16.8 minutes



111

Item Existing Highway Widen Existing Bypass Route

Traffic

Existing 2014 All pass-through plus 
local traffic on Hwy 97

Same as existing but less 
congestion where 

highway is widened

Some pass-through would 
switch due to highway signs 

but no time saved

Future As above + 2.1% annual 
background growth + 

local development drive 
growth

Same as existing but less 
congestion where 

highway is widened

Time savings for pass-
through using bypass; most 

future traffic is local and 
some time saved due to 

congestion reduction

16.3.5 Estimates of Travel Cost Impacts: Widen Existing Highway

For purposes of estimating the impact of widening Highway 97 along the existing route, we have 

calculated travel costs based on travel time estimates for the two alternatives using a 

methodology similar to the Ministry of Transportation and Infrastructure’s ShortBEN benefit/cost 

model. The model uses current values for cost parameters including value of travelers’ time, 

fuel, and other operating costs. Traveller costs are discounted using MOTI’s current discount 

rate of 6%. Costs have been estimated for three forecast scenarios: Baseline, Medium and High 

Growth. Details of the forecast scenarios are shown below. 

Traffic Forecast Scenarios

Local Traffic Through Traffic 
Baseline 2.1% 2.1%
Medium 3.7% 3.7%
High 6.5% 2.1%

Forecast Scenarios - Traffic Growth Rates 

The High Growth differs from the other scenarios in that it assumes that traffic growth is driven 

by completion and absorption of major development projects proposed for Peachland. Since 

these result in dramatic increases in the local population, local traffic grows much faster than 

through traffic.

For the Baseline Growth scenario, widening the existing highway reduces travel times by 

approximately 30 seconds in the PM peak throughout the forecast period. The relatively small 

reduction is due to the low level of signal delays at current traffic levels, and the modest level of 
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growth which is not significant to generate substantial increases in the level of congestion 

throughout the forecast period. 

Travel Time Estimates Baseline Growth Existing vs 4 Lane Highway
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Under the High Growth scenario, travel times on the existing highway soar due to congestion, 

and the reduction in travel time due to widening of the highway is substantial. 

Travel Time Estimates Baseline Growth Existing vs 4 Lane Highway
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Based on these travel times, widening Highway 97 results in a net benefit of $6.6 million for the 

Baseline Growth scenario, $37.4 million for the Medium Growth Scenario, and $81.3 million for 

the High Growth scenario.  
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Summary of Discounted Benefits Highway 97 Widening

Present Value ($millions) Existing Baseline 4 Lane Highway
Traveller 
Benefits

Time Costs $427.9 $422.7 $5.2
Vehicle Operating Costs ($millions) $400.9 $399.6 $1.4
Total Travel Costs $828.8 $822.3 $6.6

Present Value ($millions) Existing Baseline 4 Lane Highway
Traveller 
Benefits

Time Costs $574.8 $546.2 $28.6
Vehicle Operating Costs ($millions) $503.8 $494.9 $8.9
Total Travel Costs $1,078.5 $1,041.1 $37.4

Present Value ($millions) Existing Baseline 4 Lane Highway
Traveller 
Benefits

Time Costs $738.5 $676.9 $61.6
Vehicle Operating Costs ($millions) $606.0 $586.3 $19.7
Total Travel Costs $1,344.5 $1,263.2 $81.3

Existing vs 4 Lane Highway Baseline Growth 

Existing vs 4 Lane Highway Medium Growth 

Existing vs 4 Lane Highway High Growth 

16.3.6 Estimates of Travel Cost Impacts: Bypass Option, Baseline Growth

Assessing the benefits of the bypass option is more difficult. For the widening option, the traffic 

forecasts are the same whether the highway is widened or not. For the bypass option, the 

results depend on the share of total traffic which makes use of the bypass rather than using the 

existing route through Peachland. 

Under the Baseline Growth scenario, travel times for the bypass exceed those for the existing 

road throughout the forecast period. This is due to the additional driving distance, including the 

section of Highway 97C between the bypass junction and the Highway 97/97C interchange. AM 

and PM peak travel time estimates are identical for the bypass option. 
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Travel Time Estimates Baseline Growth Existing Highway vs Bypass
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Note that these travel time estimates do not reflect any reductions in travel time on the existing 

highway resulting from traffic diverting to the bypass. Current signal delays are very low, ranging 

from an estimated .3 minutes in the off-peak period and 1.0 minutes in the PM peak, and remain 

low throughout the forecast period. Even if all of the through traffic is diverted to the bypass, the 

reduction in signal delays on the existing highway is likely to be only .2 to .3 minutes.

To estimate the benefits of the bypass option, separate calculations were done for the bypass 

traffic and local traffic using the existing route.  

A sensitivity analysis has also been carried out to show the impact of traffic diversion on 

traveller costs. Three cases have been calculated: diversion of 25.5%, 51% and 75% of total 

traffic to the bypass.  

Results of the calculations are shown below. For the Baseline Growth scenario, reductions in 

signal delays on local traffic are not sufficient to offset longer travel times and higher vehicle 

operating costs on the bypass.
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Summary of Discounted Benefits Bypass Option Baseline Growth

Present Value ($millions) Existing Baseline Existing Route 
Traffic

Bypass Traffic Traveller 
Benefits

Time Costs $427.9 $318.8 $124.8 -$15.6
Vehicle Operating Costs ($millions) $400.9 $298.7 $163.2 -$61.0
Total Travel Costs $828.8 $617.5 $288.0 -$76.6

Present Value ($millions) Existing Baseline Existing Route 
Traffic

Bypass Traffic Traveller 
Benefits

Time Costs $427.9 $209.6 $249.5 -$31.3
Vehicle Operating Costs ($millions) $400.9 $196.4 $326.4 -$122.0
Total Travel Costs $828.8 $406.1 $576.0 -$153.2

Present Value ($millions) Existing Baseline Existing Route 
Traffic

Bypass Traffic Traveller 
Benefits

Time Costs $427.9 $164.6 $366.9 -$103.7
Vehicle Operating Costs ($millions) $400.9 $100.2 $480.0 -$179.4
Total Travel Costs $828.8 $264.9 $847.0 -$283.1

Existing Highway vs Bypass Baseline Growth 75% Diversion 

Existing Highway vs Bypass Baseline Growth 51% Diversion 

Existing Highway vs Bypass Baseline Growth 25.5% Diversion 

The results show that diversion to the bypass results in substantial increases in traveller costs, 

due to longer travel times and higher vehicle operating costs.  

16.3.7 Estimates of Travel Cost Impacts: Bypass Option, Medium Growth

The Medium Growth scenario assumes that both local and through traffic grow at 3.7% per 

year. Estimates of traveller costs are shown below. As with the Baseline Growth scenario, 

reductions in signal delays on local traffic are not sufficient to offset longer travel times and 

higher vehicle operating costs on the bypass.



116

Summary of Discounted Benefits Bypass Option Medium Growth

Present Value ($millions) Existing Baseline Existing Route 
Traffic

Bypass Traffic Traveller 
Benefits

Time Costs $574.8 $388.7 $151.7 $34.3
Vehicle Operating Costs ($millions) $503.8 $362.9 $198.2 -$57.3
Total Travel Costs $1,078.5 $751.6 $349.9 -$23.0

Present Value ($millions) Existing Baseline Existing Route 
Traffic

Bypass Traffic Traveller 
Benefits

Time Costs $574.8 $255.7 $303.5 $15.6
Vehicle Operating Costs ($millions) $503.8 $238.7 $396.4 -$131.3
Total Travel Costs $1,078.5 $494.3 $699.9 -$115.7

Present Value ($millions) Existing Baseline Existing Route 
Traffic

Bypass Traffic Traveller 
Benefits

Time Costs $574.8 $130.4 $446.3 -$2.0
Vehicle Operating Costs ($millions) $503.8 $121.8 $582.9 -$200.9
Total Travel Costs $1,078.5 $252.2 $1,029.2 -$202.9

Existing Highway vs Bypass Medium Growth 25.5% Diversion 

Existing Highway vs Bypass Medium Growth 51% Diversion 

Existing Highway vs Bypass Medium Growth 75% Diversion 

16.3.8 Estimates of Travel Cost Impacts: Bypass Option, High Growth

Under the High Growth scenario, travel times on the existing highway grow substantially and the 

bypass option becomes more attractive. Travel becomes quicker via the bypass in the PM peak 

by 2020, and in the off-peak period by 2032. 

Travel Time Estimates High Growth Scenario Existing Highway vs Bypass Option
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The estimates of traveller benefits below assume that 100% of through traffic is diverted to the 

bypass. However, local traffic grows much faster than through traffic under the High Growth 

scenario, and the share of total traffic using the bypass actually falls throughout the period, from 

75% in 2014 to 39% in 2039. 

Results of the calculations are shown below. For the High Growth scenario, benefits arising 

from travel time reductions are more than offset by higher vehicle operating costs. Cost 

reductions for local traffic on the existing route reflect reduced signal delays due to lower traffic 

levels as a portion shifts to the bypass. 

Summary of Discounted Benefits Bypass Option High Growth

Present Value ($millions) Existing Baseline Existing Route 
Traffic

Bypass Traffic Traveller 
Benefits

Time Costs $738.5 $320.2 $366.9 $51.4
Vehicle Operating Costs ($millions) $606.0 $275.1 $480.1 -$149.2
Total Travel Costs $1,344.5 $595.3 $847.0 -$97.8

Existing Highway vs Bypass High Growth All Through Traffic Diverted 

16.4 Conclusions

Benefits from widening of the existing highway range from $6.6 million for the Baseline Growth 

scenario to $81.3 million for the High Growth scenario. The bypass option results in increased 

traveller costs for all forecast and diversion scenarios analyzed, with cost increases ranging 

from $23.0 million for the Medium Growth scenario with 25.5% of traffic diverted to the bypass, 

to $283.0 million for the Baseline Growth scenario with 75% of traffic diverted. In general, the 

increases in traveller costs are proportionate to increases in the number of trips diverted to the 

bypass. Under the High Growth scenario, through traffic benefits from faster travel times using 

the bypass, but rapid population growth will boost local traffic volumes and may require 

additional upgrades to the existing highway to mitigate congestion. 


