
 

      

Suite 1000 

840 Howe Street 

Vancouver, BC, Canada  V6Z 2M1 

  

T: +1 604 685-9381 

F: +1 604 683-8655 

wsp.com 

MEMO 

TO: British Columbia Ministry of Transportation and Infrastructure 

FROM: WSP Canada Group Ltd. 

SUBJECT: Island Rail Corridor Assessment – Commuter Station Addendum  

DATE: March 10, 2020 

 

GENERAL 

WSP Canada Group Ltd. (WSP) has prepared this addendum memo for the British Columbia Ministry of 
Transportation and Infrastructure (MoTI) to supplement report Commuter Rail Assessment Report 
Appended to the Island Rail Corridor Assessment Summary Report. The intent of this memo is to 
provide additional, high-level planning context to the proposed Commuter Rail Service stations 
discussed in both commuter and summary reports. 

This memo extensively references the Commuter Rail Assessment Report and should be read closely in 
tandem. 

Upon reflecting on the findings and analysis of this report and the Commuter Rail Assessment Report, it 
has been determined that Atkins Station in Langford does not present a viable option for a station 
location. This option was originally explored to build on previous studies which evaluated this location 
and to validate it. Due to ridership, catchment, safety, and limited benefits per costs associated with its 
construction it has been identified as a non-viable station location. It is discussed in this report only to 
demonstrate the assessment of these factors. 

BACKGROUND 

In the Island Rail Assessment Report, the Commuter Rail Service was identified as part of the 
“Ultimate” Scenario phase of rail upgrades, after the implementation of Initial and Intermediate phases 
that delivered track and station upgrades for an Inter-City rail service between Victoria and Courtenay. 
The Commuter service, which was to be implemented upon successful uptake of the Inter-City service, 
was identified as a local rail service between Victoria and Langford utilizing the existing track. 

The proposed operating schedule, rolling stock types, and most relevant service models (Ottawa 
Trillium Line and TransLink West Coast Express) are discussed in greater detail in Section 8 of 
Commuter Rail Assessment Report. The station locations also developed in the report were originally 
identified in a 2010 study produced for the Ministry, Evaluation of the E&N Railway Corridor: 

Commuter Rail. They are listed in Table 1 and shown in Figure 1, below.  
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Figure 1 – South Island Commuter Rail Map (stations numbered, rail line in red) 
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Table 1 – List of Commuter Rail Stations and location descriptions 

Station 

Number 

Station 

Name 
Mileage General Location Description 

1 Victoria 0.00 West end of the Johnson St Bridge 

2 Admirals 2.63 Lockley Rd/Admirals Rd intersection, Esquimalt 

3 Six Mile 5.50 Island Hwy/Atkins Ave intersection, Langford 

4 Atkins 6.77 Opposite 380 Atkins Road, Langford 

5 Langford 7.90 At current Langford Transit Exchange 

6 Westhills 10.06 West Shore Pkwy/Landing Ln intersection, Langford 

 

In addition to basic location and network descriptions of each of the six Commuter Rail stations listed 
above, the Commuter Rail Assessment Report referenced a ridership elasticity analysis conducted as 
part of the larger report. The report forecast potential ridership and boardings at each station by 
identifying the ratio of commuter catchment who would experience time and cost savings taking the 
train as opposed to driving or existing transit.  

Competing travel and cost assumptions were identified by conducting travel time surveys to and from 
each of the stations during peak periods (inbound and outbound, with peak flow and against). More 
detail on the methodology of this analysis is included in Section 2.2 of the Commuter Rail Assessment 
Report. 

The potential catchment of each station – and therefore its ridership viability – was identified by the 
ratio of overall population and jobs within the Capital Regional District (CRD)’s Origin Destination 
Household Travel Survey data (2017) for zones that overlapped established offsets of each station. 

Based on the surrounding land uses and place within the local road network, three of the stations were 
deemed to be more dependent on a park and ride model and used a 2,500m driving catchment (Station 3 
– Six Mile, Station 5 – Langford, and Station 6 – West Hills). Three other stations had limited potential 
for significant park and ride infrastructure and were given smaller 1,200m catchments that assumed a 
greater proportion of walking and cycling trips to access the station (see Figure 2). 
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Figure 2 – Assumed ridership catchments of the original study analysis 

PURPOSE OF THIS ADDENDUM MEMO 

This elasticity methodology produced an order of magnitude-level snapshot of likely ridership 
appropriate for the purposes of the original study. It was a general condition assessment, not a business 
case. However, MoTI has asked that additional context be developed to better understand the general 
analysis of these stations. 

This analysis includes: 

• Existing and future land use around stations – Commuter Rail Assessment Report assumed 
static and existing land uses only; 

• Existing and future population and job figures around stations – We have used the existing 
CRD origin-destination data plus OCP-related growth forecast data as a proxy for general 
population and job number changes where applicable. 

• Developed discussion of station’s context within the existing transportation network and 
general viability for park and ride. 

• Developed discussion of additional requirements or known costs to develop a station as 
envisioned by the standards of the assumed operating model (commuter, peak direction only). 
This may include notes on more appropriate locations, where applicable. 

This memo is not intended to be a business case, but rather a discussion of the the viability of these 
figures in context against common ridership viability thresholds.  

STATIONS 

A breakdown of each station location is provided in the sub-sections below, in addition to a summary of 
the existing analysis’ ridership forecast. 

OPERATIONS AND RIDERSHIP SUMMARY 
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The ridership per station and per train figures shown in Table 2 came out of the elasticity analysis 
discussed in the Commuter Rail Assessment Report. It assumed a Commuter Rail service consisting of 4 
daily inbound trains during the AM peak and 4 daily outbound trains during the PM peak, similar to the 
West Coast Express service in Vancouver. 

It was intentionally established as a limited exercise to understand the ridership potential between 
individual station locations and downtown. Although travel times between individual station locations 
were recorded, the overall catchment for commuter trips was quantified for downtown-bound trips in the 
AM was based on stations as origins of ridership, not destinations. Likewise, stations were identified as 
destinations only in the PM, not as trip origins. 

As such, the potential for ridership generated by non-residential land uses around stations 2-6 was not 
assessed. This resulted in a conservatively low ridership estimate, as potentially significant AM/inbound 
ridership from Langford to such non-downtown trip generators as the Esquimalt Naval Base were 
excluded. 

Two fare structure models were adopted as a sensitivity analysis of the entire Inter-City and Commuter 
Rail service from Courtenay to Victoria: 

• Fare Structure 1 – lower fares in the zones closer to Victoria ($4.40), with graduated fare 
increases north of Westhills ($11.15 - $27.40) 

• Fare Structure 2 – slightly higher fares closer to Victoria ($5.75), with lower-tier fare increases 
north of Westhills Station to Courtenay ($9.25 - $21.00) 

Table 2 – Forecast ridership / boardings per station for 4-train AM inbound service 

Station 

Number 
Station Name Fare Structure 1 Fare Structure 2 Average fare 

6 Westhills 104 83 94 

5 Langford 138 110 124 

4 Atkins 59 48 54 

3 Six Mile 143 114 129 

2 Admirals 149 120 135 

1 Victoria 0 0 0 

Total (4 trains inbound AM) 593 475 536 

Avg. per train 148 119 134 

Not surprisingly, the higher fares in Fare Structure 2 produce lower ridership for the inbound Westhills-
to-Victoria commuter service. As is shown in the Commuter Rail Assessment Report, but not discussed 
here, Fare Structure 1 produced higher ridership at stations north of Westhills relative to Fare Structure 
1. 

Average fare outputs are also shown in the column on the right and average total passengers per train are 
in the bottom row. At an average, assumed vehicle occupancy of 1.1 persons per car, each of the four 
AM train removes 120 cars from network roads – a total of 480 vehicles, or the equivalent of 4.8 
kilometres of queued vehicles over the duration of the AM service period.    

Outbound PM ridership/boardings are shown in Table 3. Overall boardings are higher, including average 
boardings. At an average, assumed vehicle occupancy of 1.1 persons per car, each PM train removes 166 
cars from network roads – a total of 665 vehicles, or the equivalent of 6.7 kilometres of queued vehicles 
over the duration of the PM service period. 
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Table 3 – Forecast ridership / boardings per station for 4-train PM outbound service 

Station 

Number 
Station Name Fare Structure 1 Fare Structure 2 Average fare 

1 Victoria 476 387 432 

2 Admirals 213 170 192 

3 Six Mile 66 53 60 

4 Atkins 0 0 0 

5 Langford 41 46 44 

6 Westhills 0 0 0 

Total (4 trains outbound PM) 796 656 728 

Avg. per train 199 164 182 

RIDERSHIP AND ECONOMIC VIABILITY 

The ridership forecasts produced for the General Conditions report were based entirely on existing 
corridor land use conditions and assumed relatively simple elasticity factors sufficient for the purposes 
of the study scope. This memo reviews potential for future ridership catchment increases from known 
regional and local OCP plans to identify likely growth and its high-level potential to affect Commuter 
Service ridership and overall viability. The map in Figure 3 demonstrates the level of application of 
regional growth factors applied to each station’s assessment. 

 
Figure 3 – Regional Growth Strategy alignment in proximity to proposed stations 
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STATION 1 – VICTORIA – MILEAGE 0.00 

SITE INFORMATION 

Victoria Station is the southern terminus of both the Inter-City and Commuter service lines. The rail 
terminus location, shown in Figure 4 below, ends to the south of and roughly parallel to Esquimalt 
Avenue at its intersection with Harbour Road – approximately 120m west of the Johnson Street Bridge 
span. 

 
Figure 4 – Victoria Station layout, context, options 

The rail line is elevated approximately 4m above Esquimalt Road, Harbour Drive, and adjoining 
properties to the north. The linear rail property itself is bounded by a residential development 
immediately to the south, Harbour Drive to the east, a car dealership on the north, and Tyee Road to the 
west – a length of 220m. A 4m-wide multi-use path runs adjacent and parallel to the line on its south 
side, which connects to the pedestrian and cycling networks across the Johnson Street Bridge for access 
into downtown and to a smaller bridge over Esquimalt Road. 

TRANSPORTATION NETWORK CONNECTIVITY 

The station location is situated at the western end of downtown over the site of a major arterial road. It 
provides direct walking and cycling connection into downtown, with most destinations 5-15 minute 
walk away. A 4m-wide multi-use path runs adjacent and parallel to the line on its south side, which 
connects to the pedestrian and cycling networks across the Johnson Street Bridge for access into 
downtown and to a smaller bridge over Esquimalt Road. The station site also sits along a cycle trail from 
the bridge out to Tyee Road. The station platform itself would be the trail, which would require some 
conflict mitigation. An operating plan would need to accommodate bicycles. 
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Figure 5 – Rail terminus, facing West (left) and East (right) 

There currently is direct transit connectivity, with an inbound and outbound bus stops for the #10, 14, 
15, 24, and 25 routes on Esquimalt Road and Harbour Road. However, these eastbound and westbound 
stops only accommodate a single bus and could not manage large surges of passengers transferring onto 
or off a single train. 

There is currently no opportunity for “park and ride” or “kiss and ride” at this location. Its only 
catchment is via walking, cycling, or transit. For the purposes of the ridership forecasting analysis, the 
catchment was assumed to be 1,200m, the maximum distance for a mix of pedestrian, cycling, and short-
trip bus connectivity to a high-quality transit connection. To maximize the use of a future station, 
enhanced bus transfer and connectivity capacity would need to be implemented, likely along Esquimalt 
Road, to accommodate timed pulses of passengers transferring to and from peak rail services. 

SITE IN CONTEXT 

The area around the station on the west side of the inlet is primarily zoned commercial and industrial 
(see Figure 6), although a number of apartment units sit to the south of the station area. It is a 2-minute 
walk across the Johnson Street Bridge to downtown and the largest concentration of employers and 
cultural destinations. 

 

Figure 6 – Station site (red dot) an area zoning map 
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Figure 7 – Victoria Station and catchment 

As a terminus on a peak-direction commuter line, it does not need to generate its own residential 
ridership, although this is also proposed at the nearby Roundhouse redevelopment known as 
Bayviewplace, which will bring hundreds of residential units to the rail line’s former switching yard 
200m to the west (see the main report for more details). Despite the addition of these nearby units and 
the likelihood of other residential conversions, however, the station’s viability would still rely on the 
catchments of the station locations to the west and destination catchment across the inlet, which 
downtown provides. 

FUTURE STATION VIABILITY 

From the high-level perspective of catchment potential and network connectivity, the station site is 
viable. However, the extent of its success depends on the ability and willingness to develop site 
improvements commensurate with its designation as a major transit terminus. The main issues to 
consider for the viability of a station terminus at this location revolve around access and conflicts: 

• Connectivity to downtown 

• Conflict mitigation in limited ‘platform’ space 

• Minimizing conflicts from Tyee Road 

To address these improvements, this assessment includes two station viability scenarios for the purpose 
of comparison: one with minimal infrastructure works and one that considers greater capital investment. 

The single-track alignment of the existing bridge over Harbour Road (see Figure 8), as with other rail 
bridges along the Island Rail Corridor, limits the abutting alignment to a single track. 
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Figure 8 – Single-track bridge alignment over Harbour Road, facing west 

MINIMAL INVESTMENT SCENARIO 

Under this scenario, the station platform would be shared with the 4m wide multi-use path on the south 
side of the track. Passengers would access the station platform from either Kitma Road in the west or the 
existing multi-use trails to the east. 

The idling and release of several hundred passengers onto a 4m wide path will introduce conflicts with 
existing multi-use path users, especially cyclists. With service limited to peak-direction and peak-period 
only, the duration of these conflict times would be limited, but still need mitigation. 

Options to reduce the likelihood and severity of these potential conflicts would include: 

• Install ‘cyclist dismount’ signage at the eastbound and westbound approaches of the path, 
possibly with accompanying times outlining the likeliest times of experienced conflict. 

• Temporary gate closure of the trail to cyclists when rail passengers disembark. 

• Close the multi-use path to cyclists and divert bridge-bound trips to an improved cycling 
facility on Tyee Road/Esquimalt Road, Songhees Road/Harbour Road, or some combination 
of these two. 

Transit connectivity may be improved with changes to bus schedules and/or an extension of the existing 
eastbound and westbound bus bays on Esquimalt Road. Extending the bays to permit at least two buses 
will increase transfer capacity and options for rail passengers. 

Potential conflicts across Tyee Road and Songhees Road on the west side of the station can be reduced 
with the installation of crossing gates to deter vehicles from crossing in anticipation of a proceeding 
train; in accordance with Transport Canada warrants. 

All scenarios require the acquisition of a portion of the rail right of way between Russel Street and 
Saghalie Road. The portion between Catherine Street and Saghalie Road is currently subject to a master 
plan agreement with a private developer. The southern portion of this right of way would need to be 
acquired to connect the terminus location. 

INTERMEDIATE INVESTMENT SCENARIO 

Greater capital investment in a Victoria Station would provide more space for passengers to board, 
alight, and wait for trains. It would also serve to reduce the potential for conflict for all modes of travel. 
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Buying space adjacent to the current alignment is a choice between expanding to the south or north. The 
topography and grades are more amenable to expansion to the south, but there are hundreds of 
residential stakeholders who would be affected and/or displaced. Expanding to the north involves only 
one commercial stakeholder but is complicated by the 40% grade of the ridge between the level of the 
existing rail and car dealership lot to the north.  

Widening the existing track area to provide a 5m-6m-wide station would require significant earthworks 
and retaining structures for rail-supporting catwalks and maintenance space on the new, north side of the 
track. This could be done either with the station located north of the existing track location or the 
existing track re-aligned to the north. This would also provide additional width to reduce 
passenger/cyclist conflicts, but it would not eliminate them, as passengers would still cross over and 
onto the path to access the existing pedestrian network. 

ADVANCED INVESTMENT SCENARIO 

To further improve transit connectivity, reduce multi-modal conflicts, and provide an overall more 
amenable station experience, some degree of property acquisition from the north side of the rail 
alignment would be required in this scenario to create either a multi-modal transit hub or exchange. The 
proximity of the location to downtown would not normally require the creation of an entirely new transit 
exchange, but an advanced investment scenario would further improve upon the basic transit 
connectivity options outlined in the minimal scenario. Some additional space may also be reserved for 
small commuter amenities such car share spaces, bike share docks, taxi stands, and/or other micro-
mobility docking stations for enhanced service options to and from downtown. 

TEMPORARY TRAIN STORAGE 

Victoria terminus requires storage capacity for off-peak trains at or near the station. For four trains, this 
is temporary, daily off-peak storage only but requires approximately 600m of train storage space 
(assuming 100m per train + 25m for gaps and contingency). Temporary storage space of this length is 
potentially available near the site, but this is contingent upon local development, track management 
capacity, and any additional car-servicing needs during off-peak storage times. 

 

Figure 9 – temporary train storage options at Victoria Station 
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This maximum storage capacity is only achievable with the peak-direction service scenario because it 
utilizes both the full length of the existing station terminus track between Harbour Road and 
Tyee/Sorghees Road, the existing double-track length between Tyee Road and Sikum Road (see Figure 
9). 

If absolutely required, space for four additional storage bays still exists in the former Island Rail 
Corridor (IRC) Roundhouse site (noted above), which is still zoned for rail use (site shown in Figure 
10). Any negotiated use of the Roundhouse site would need to be carefully negotiated and managed with 
the property owners and Bayviewplace development team. At present, costs have been included for both 
the off-peak layover storage along the track right of way as well as the required property portion at the 
Roundhouse site. 

 

Figure 10 – former Island Rail Corridor Roundhouse site, still zoned for rail use 

In the case of this assumed operating scenario with four peak-direction services, each train would 
reverse and stack nose-to-tail onto the side shunting track between Tyee and Sitkum roads, shown in 
Figure 11, after its passengers disembark. The fourth and final train of the morning would stay at the 
terminus platform at the eastern end of the line.  

 

Figure 11 – existing double-track between Tyee Rd and Sikum Rd (facing east) 

In the PM, the procedure is reversed, with the first rail car departing from the eastern/platform end of the 
station. For each of the following three PM services, the stacked cars would slide into the vacated 
platform space, starting with the one closest to Tyee Road and followed by the others prior to their 
scheduled departure times. 
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STATION 2 – ADMIRALS ROAD (ESQUIMALT) STATION – MILEAGE 2.63 

SITE INFORMATION 

Admirals Station is located adjacent to the intersection of Admirals Road and Colville Road in 
Esquimalt. The station itself would be located on the north side of the westbound Admirals Road 
approach and to the south of the Galloping Goose trail, which runs parallel to and just north of the IRC 
alignment. 

 

Figure 12 – Admirals Station layout and context 

The station site is opposite the Esquimalt Navy Base, and many nearby land uses reflect housing, 
commercial, and recreational needs of naval and military personnel. Indicative of this, the 2011 IBI 
report placed a potential, future station at 1250 Lockley Road, a lot which has since been developed and 
is now occupied by a Seaspan facility. Additional property is not currently expected to be needed to 
accommodate a station of this size, although an access easement from Admirals Road through the 
northwest corner of the SeaSpan property would assist direct connectivity to the platform. 

TRANSPORTATION NETWORK CONNECTIVITY 

The station is located adjacent to an arterial road and on the eastern end of a complex, skewed 
intersection. It is also directly on the E&N rail trail and accessible by transit to the #25 and #46 bus 
routes, with stops on Admirals Road just north of Lockley Road. 

There is limited vehicle access directly to the station site and no capacity for any kiss and ride or park 
and ride capacity given adjacent land use and network constraints.  

Similar to Victoria Station, the potential for car access to the station is limited, so for the purposes of the 
ridership forecasting analysis, the catchment was assumed to be 1,200m, the maximum distance for a 
mix of pedestrian, cycling, and short-trip bus connectivity to a high-quality transit connection. 
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SITE IN CONTEXT 

As shown in Figure 13, the station area is wedged between parkland on the north and the naval base to 
the southwest, with the only residential catchment coming from areas to the south and northwest. 
Despite this, however, the forecast ridership shows Admirals station to have the second-highest number 
of boardings of all stations, given the relative density of residential land uses in the vicinity of the station 
and comparative travel time savings to downtown in the AM peak. 

 

Figure 13 – Station site (red dot) an area zoning map 

As noted earlier, the methodology for forecasting ridership figures did not include the station 
destinations themselves and thus likely under-reports ridership based on trip generators around stations. 
This is especially true for Admirals Station, located across the street from one of the region’s largest 
employers at the Esquimalt Naval Base.  

 

Figure 14 – Admirals Station and catchment 
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A more sophisticated analysis would also capture trips generated by the naval base for commuting 
employees from the west in addition to trips to and from downtown from local residences as shown in 
tables 2 and 3. This is presently outside the scope of this conditions assessment and the origin-
destination-based elasticity analysis methodology approved by MoTI.  

Lastly, this area is not a planned growth area in the OCP and thus the residential figures feeding the 
forecast ridership figures shown in tables 2 and 3 would likely not see significant change. 

FUTURE STATION VIABILITY 

From the high-level perspective of catchment potential and network connectivity, the station site is 
viable, although a business case would need to be buttressed with a more robust analysis of the potential 
for ridership generated by the naval base. Even if the station were only a feeder to a single downtown 
terminus, however, ridership would be affected by mitigating the quality of access to the station. There 
is limited potential in the immediate vicinity to enhance direct vehicle access, so improvements would 
have to focus on pedestrian, cycling, and transit connections. 

On the west side of Admirals Road, the track runs along the north property line of the naval base. From 
an operational standpoint, this is not a viable option for non-secure passenger access and waiting. The 
only remaining area for a viable station platform is on the east side of Admirals Road, south of the 
existing rail tracks. 

Unlike other station locations on the line, the existing network and land use constraints around Admirals 
Station do not permit more intensive station infrastructure options. A template-standard 100m X 5m 
station platform could be built parallel to the south side of the track, on the north side of the Seaspan 
facility property line. This is sufficient to safely and comfortably accommodate up to 300 passengers; 
although as mentioned, an extra, direct access easement would improve access to Admirals Road, 
particularly if disembarking all at once. 

This area, shown in Figure 15, is mostly fallow but partially serves as a utility ROW adjacent to the 
north footprint of the building. This would include improved and direct connections to bus bays also 
located east of the intersection.  

   

Figure 15 – likely space for a typical rail platform (left) with good connections to transit (right) 

The constraints noted above further preclude other typical station amenities; such as “kiss and ride”, 
vehicle pull in/drop off, and/or temporary parking. Furthermore, as this service operates on an inbound 
AM, outbound PM basis, this station is only 2.63 miles (approximately 4.0 kilometres) from the Victoria 
Station terminus. There is little incentive to provide expensive, personal vehicle-based connections in 
such a constrained environment this close to the terminus.   

The northbound bus bay could also be extended to permit two buses for improved access and transfer 
opportunities to rail passengers. Alignment and visibility constraints would likely not permit the 
southbound bus bay on the west side of Admirals Road to be significantly altered. 

A review of the potential for alternative sites in the immediate vicinity do not yield positive results and 
for this area, the proposed station location shown in Figure 10 is the most viable from a technical and 
catchment perspective. To the west, there is likely not enough room for a station and no opportunity to 
provide reasonable access, as the line is wedged between private properties on the north and the naval 
base on the south. Although space exists to the east, a station would be surrounded by a residential 
neighbourhood accessible only by local streets. It would restrict catchment from the northwest and 
further reduce bus transfer access. 
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STATION 3 – SIX MILE – MILEAGE 5.50 

SITE INFORMATION 

Six Mile Station would be located near the intersection of Atkins Road and Brydon Road in Langford; 
approximately halfway between Island Parkway (150m to the south) and the Trans Canada Highway 
(150m to the north). As shown in Figure 16, this is a relatively remote area with few adjoining land uses 
in the immediate vicinity. Despite its remoteness, there are some residences to the south and west of the 
station area and a mix of commercial and retail to the south on Island Highway near Six Mile Road. 

 

Figure 16 – Six Mile Station layout, context, and options 

TRANSPORTATION NETWORK CONNECTIVITY 

The station is situated close to the highway on/off ramps and off a major arterial; including pedestrian 
access to express commuter bus service directly to downtown. However, the local pedestrian 
infrastructure is limited to 1.5m wide sidewalks directly on the 5-7 lane arterial. It is a 360m walk along 
Island Highway to cross to the north at Burnside Road and 390m to cross it to the south at Six Mile 
Road. It is two kilometres north of Colwood Transit Exchange. 

Vehicle access to the station is currently blocked from Island Highway by bollards separating a small 
access road to a commercial business from the Galloping Goose Trail and a park and ride for trail riders. 
Motorists access the park and ride from Atkins Road via Six Mile Road, 500m to the west. 

The station would have direct line of sight through the park and ride, Atkins Avenue, and Island 
Highway. However, most of the station itself would be located in a relatively remote, wooded area and 
would not be visible from the street. The station would sit atop and along a centre ridge approximately 
4m higher than Atkins Road and 4m lower than the highway. 

The catchment potential for pedestrian access is limited at this station and its viability depends on 
capacity to provide vehicle access via a park and ride and/or transit connection enhancements. For the 
purposes of the ridership forecasting analysis, the catchment was assumed to be 2,500m, which was a 
compromise distance between a reasonable 10-minute drive and proximity to other stations’ catchment 
areas. 
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SITE IN CONTEXT 

The map in Figure 17 shows a variety of land uses in the proximity of the station area, particularly the 
residential catchment to the east. Despite the barrier posed by Island Highway’s lack of direct pedestrian 
connections, there is added potential to benefit ridership catchment served by a Six Mile station in its 
current location. 

 
Figure 17 – Station site (red dot) an area zoning map 

As with Admirals Station (and as it shall be pointed out for Langford Station), the methodology for 
forecasting ridership figures did not capture the potential ridership opportunities generated by land uses 
around the station. In the case of Six Mile, this includes several of the employment generators along 
Island Highway as well as the Galloping Goose trail itself. 

 

Figure 18 – Six Mile Station and catchment 

This area is also not a planned growth area in the OCP and thus neither the residential figures feeding 
the forecast ridership figures shown in tables 2 and 3 would likely not see significant change. 
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FUTURE STATION VIABILITY 

From the high-level perspective of catchment potential and network connectivity, the station site is 
viable, although a business case would need to include a more robust analysis of the potential for 
ridership generated by pedestrian connection improvements across Island Highway and the viability of a 
park and ride solely for rail passengers. Given the terrain and relative isolation of this location, any 
station amenities here would involve significant capital outlays. The two biggest requirements would be 
for construction of the platform itself and direct, meaningful access to the station for daily commuters. 

The station platform would be built on the south of the existing track. However, on the side of a 4m-high 
ridge, this requires significant earthworks and retaining structures not only for the platform itself, but for 
accessible-grade pedestrian access between the platform and Atkins Road below (see Figure 19 below). 

  
Figure 19 – the ridgeline upon which the platform would be build, facing northeast (left) and 

southwest (right) 

In addition to the logistics of building a station platform and access onto the side of a small hill, 
significant upgrades to and through the area of the station itself will have to be investigated. These 
include, but are not limited to: 

• Potential for expanded park and ride from Atkins Road/Avenue for commuter rail patrons – 
likely to the east of the trail park and ride, to be incorporated in trail design and operations 

• Potential for enhanced bus connectivity, bays, or pull-out areas on east and west sides of 
highway. 

• Consideration of vehicle access to park and ride or pick-up / drop-off (PUDO) directly from 
Island Highway (removal of bollards) 

• Safe, accessible, direct access any supplemental vehicle PUDO, park and ride infrastructure; 
including 1.8m sidewalks. 

• Safe, accessible, and direct access to existing and/or future bus connections; including the 
potential for an activated pedestrian crosswalk across the highway from the Atkins Avenue 
alignment or a fully-signalized (‘T’) intersection. 

• Improved lighting, co-visibility enhancements, and other Crime Prevention through 
Environmental Design (CPTED) features for high-volume infrastructure in remote locations 

A review of the potential for alternative sites in the immediate vicinity do not yield positive results and 
for this area. The proposed station location shown in Figure 13 is the most viable from a technical and 
catchment perspective. Building a station on the east side of Island Highway would increase the 
residential walking catchment only marginally, while not permitting the construction of a suitable park 
and ride, thus limiting its overall catchment potential. 

Splitting the difference by building a station on the east side of Island Parkway and a park and ride on 
the west is equally disbeneficial. The result would provide a small, relative benefit to a few potential 
riders within walking distance, but at the expense of introducing a large disbenefit to a much larger 
number of potential park-and-ride customers. 

Building further to the west also provides little catchment benefit and is more difficult from a technical 
perspective, as the line runs along two heavily wooded areas at the top of the ridgeline. Island Highway 
veers away from the rail line towards the south, leaving very network opportunities for vehicle, 
pedestrian, and/or transit access. Lastly, of these options, access to the existing Colwood Transit 
Exchange is also best served by a park and ride or drop-off area in the proximity of a Six Mile station 
where it is currently proposed. 
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STATION 4 – ATKINS – MILEAGE 6.77 

SITE INFORMATION 

The Atkins Station site is in a low-density, residential area approximately 2 kilometres southwest of the 
Six Mile Station site. The proposed station area is just west of the single track’s crossing of Atkins 
Avenue, opposite the residences at 364-380 Atkins Avenue. 

 

Figure 20 – Atkins Station layout and context 

As with stations 1 and 3, the rail line at Atkins Station runs atop a steep wooded ridge sloping down to 
the south. The crossing and station area traverses a utility corridor, further limiting any dual-track or 
expanded station platform capacity. Visibility from the site of a potential platform is limited to less than 
50m to the west due to a 90-degree bend in the road and less than 80m to the east due to vegetation and 
changes to the road’s horizontal and vertical profile. 

TRANSPORTATION NETWORK CONNECTIVITY 

Access to and around the station area is predominantly by car. There are no sidewalks in the immediate 
vicinity of the station and although there is a connecting link to the Galloping Goose Trail 280m to the 
east, there is otherwise no cycle infrastructure on Atkins Avenue; a relatively narrow, 2-lane road with a 
30 km/hr posted speed. 

There is currently no direct pedestrian or vehicle access to Goldstream Avenue, a major arterial and 
potential catchment area 300m to the south. The station site is served by BC Transit’s 53 bus route, 
providing local service between the Langford and Colwood transit exchanges. The only road 
illumination is from vehicle headlamps and lighting from the homes on the north side of the road. 

The station at Atkins has a limited pedestrian and vehicle access network. For the purposes of the 
ridership forecasting analysis, the catchment was therefore conservatively assumed to be 1,200m, the 
maximum distance for a mix of pedestrian, cycling, and short-trip bus connectivity to a high-quality 
transit connection. 
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STATION IN CONTEXT 

The map in Figure 21 shows the station area surrounded exclusively by low-density residential land uses 
with some commercial activity just to the southwest. However, as noted above, the track sits at the top 
of a ridgeline and there is no direct network connection to the south through this wooded ridgeline. The 
adjacent road network to the north, east, and west is hilly and meandering, with few direct connections 
available to the station site. 

 
Figure 21 – Station site (red dot) an area zoning map 

This is a low-growth area and no significant changes are anticipated to increase the potential catchment 
from any surrounding land use. The low ridership figures noted in tables 2 and 3 would remain flat with 
no changes to adjacent land uses to generate ridership for areas around the station itself. 

 

Figure 22 – Atkins Station and catchment 
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FUTURE STATION VIABILITY 

From the high-level perspective of catchment potential and network connectivity, the station site is 
likely not viable. The cost of building a station platform could not be justified with the ridership 
generated by its limited, residential-only catchment. Furthermore, any projects to enhance the road and 
pedestrian networks to increase the vehicle catchment would also generate significant cost given the 
terrain and still provide only limited benefit relative to their costs. 

The station location’s relative isolation from the wider transportation network limits its potential 
demand catchment and therefore its overall cost-benefit consideration. Basic station access upgrades 
would need to include sidewalks on Atkins Avenue, an improved and accessible path up to Selica Road, 
and safe and highly-visible road crossing in the proximity of the station area. 

More costly upgrades would increase the potential catchment base, and include: 

• Improved transit connectivity and/or bus bays along Atkins Avenue – would require 
significant reconstruction of road way and safety features to mitigate curvature visibility 
issues 

• Direct multi-use path connection to Goldstream Avenue via Gamble Park or Whitehead Place 
to the south 

A review of the potential for alternative sites in the immediate vicinity do not yield positive results for 
any site in this area. Areas to the east and west both exhibit the same constraints: limited ridership 
catchment and cost/benefit justification. 

Upon reflecting on the findings and analysis, it has been determined that Atkins Station does not present 
a viable option for a station location. This is due to ridership, catchment, safety, and limited benefits per 
costs associated with its construction. 
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STATION 5 – LANGFORD – MILEAGE 7.90 

SITE INFORMATION 

The Langford Station site is located adjacent to the existing BC Transit Langford Transit Exchange on 
Station Avenue between Jacklin Road and Peatt Road in central Langford. The line runs north of the 
existing transit exchange’s eight sawtooth bay curbs (see Figure 23). The transit exchange serves 14 bus 
routes, including the 50, which runs express from Langford to downtown Victoria via Island Highway 
and Highway 1. 

 
Figure 23 – Langford Station layout and context 

TRANSPORTATION NETWORK CONNECTIVITY 

Multi-modal connectivity and vehicle access are reasonable but could be improved. There is no sidewalk 
on the south side of Station Avenue, but the station area and rail line are served by both on-road cycle 
lanes and a parallel off-road cycle track on the north side of the rail ROW. There is a 2,600m2, largely-
unregulated and free parking lot to the east of the transit exchange that is part of the existing railway 
property. It functions on a first come – first served basis for employees of local businesses. 

The station is located adjacent to a well-developed and accessible grid road network with multi-modal 
capacity and redundancy. For the purposes of the ridership forecasting analysis, the catchment was 
assumed to be 2,500m, which was a compromise distance between a reasonable 10-minute drive and 
proximity to other station’s catchment areas. 

SITE IN CONTEXT 

As shown in Figure 24, the station site is primarily commercial and light industrial, with some outlying 
residential areas. It is a major employment generator in Langford and as with Admirals Station, the 
ridership forecast methodology does not capture its potential to contribute to ridership catchment from 
the west. 
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Figure 24 – Station site (red dot) an area zoning map 

There are no current plans to significantly increase the residential density in this area or to convert much 
of these active commercial and industrial spaces into future residential. Increasing ridership to this 
station in the future would therefore come from some combination of park and ride and transit 
connection improvements, some residential growth in the area and to the Westhills Station in the west, 
and/or a future bi-directional service that would service this employment area from the ridership 
catchment in the east during the AM peak. 

 

Figure 25 –Langford Station and catchment 
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FUTURE STATION VIABILITY 

Langford Station is currently recognized as a future transportation asset. The Langford Official 
Community Plan (2008, updated 2019) identifies this location as the site of a “Major Transit Exchange” 
and stop on a commuter rail alignment. 

A basic station platform and rail service could be accommodated at this location with relatively minimal 
investment. There is adequate space within the transit and rail ROW’s to accommodate different station 
and operating profiles. There is reasonable catchment from nearby employment and residential land 
uses. The local pedestrian, cycling, and transit connectivity and access are in good condition. 

There is also potential provision for over 100 park and ride spaces in the existing lot to the west of the 
exchange. Formalizing this lot for rail commuters – or even a portion of the spaces – would be relatively 
simple and may only involve a rail ticket or pass display.  

There is approximately 10m of rail ROW – within the property line but north of the transit exchange 
pedestrian fence – to introduce some form of rail service infrastructure. This provision of space allows 
for some planning flexibility to accommodate the service required and demand.  

These options include, but are not limited to the following, ranging from minimum to more significant 
investment: 

• Installation of an extended rail platform from the current exchange to service 1-way peak 
service on the existing track 

• Double-tracking on the north side of the existing track to provide more service flexibility and 
redundancy, or improve operations in the event of a 2-way service scenario to Victoria 

• Installation of both two tracks and two single-side platforms – with rail-crossing bridge to north 
side platform or enhanced level-crossing features 

• Installation of two tracks and a single, centre platform – with rail-crossing bridge to centre 
platform or enhanced level-crossing features 

From the high-level perspective of catchment potential and network connectivity, the station site is 
viable, although a business case would need to be buttressed with a more robust analysis of the potential 
for ridership generated by recognizing benefits for improved transit connectivity and modest growth 
scenarios. 

A review of the potential for alternative sites in the immediate vicinity do not yield positive results and 
for this area, the proposed station location shown in Figure 18, is the most viable from a technical and 
catchment perspective. Its proximity to a large park and ride lot, direct connection to the transit 
exchange, and capacity for kiss and ride curbside facilities, make it a more suitable location than others 
to the east or west. 
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STATION 6 – WESTHILLS – MILEAGE 10.06 

The Westhills Station site is located in the Goldstream neighbourhood of Langford, just west of 
Langford Lake and three kilometres south of Highway 1. The previous 2011 Island Rail report 
tentatively placed a future station just north of the IRC track and to the west of the then-unbuilt portion 
of West Shore Parkway. The property to the north and northeast of the potential station areas – outlined 
in blue in Figure 21, is a privately-owned lot currently being developed with a mix of single-family 
detached and townhouse residences. 

 
Figure 26 – Westhills Station layout, context, and options 

The Goldstream neighbourhood is a developing area and consists of a mix of newly-built homes and 
businesses, cleared development sites, and wooded hills. It is Langford’s – and the Capital District 
Region’s – westernmost developing area.  

TRANSPORTATION NETWORK CONNECTIVITY 

This portion of West Shore Parkway is newly-constructed, as is most of the adjacent land development. 
The road is an arterial that connects Langford Centre, Westhills Stadium, and Westhills Transit 
Exchange to the east to Highway 1 to the north. 

Bus stops at the site currently serve the limited express 47 bus route, running twice inbound and twice 
outbound per weekday to downtown Victoria via Highway 1; and the local 58 route, running to 
Langford Transit Exchange once per hour every day. 

Similar to Atkins Station, the rail intersects the road between two bends, limiting visibility to the south 
and north from the points of the crossing and a future station. The curvature of the roadway limits 
visibility to approximately 80m to the south and 100m to the north. 

The station is located adjacent to an arterial road in proximity to new and planned residential 
developments with some multi-modal capacity and redundancy. For the purposes of the ridership 
forecasting analysis, the catchment was assumed to be 2,500m, which was a compromise distance 
between a reasonable 10-minute drive and proximity to other station’s catchment areas. 
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SITE IN CONTEXT 

The zoning map in Figure 27 shows the station area to be surrounded by Comprehensive Development 
zones, all planned for significant future residential and commercial development. The Langford Official 
Community Plan (2008, updated 2019) identifies this area off West Shore Parkway as the site of a 
“Major Transit Exchange” and stop on a commuter rail alignment. Lots to the northeast, northwest, and 
southeast of the general site have either been developed or are currently under development. The 
southwest portion of the site is a heavily-forested rise that terminates at a BC Hydro right of way 
corridor just south of the track. 

 
Figure 27 – Station site (red dot) an area zoning map 

It is critical to note that the modest forecast ridership in tables 2 and 3 only included existing population 
and employment catchments. They did not include figures from a fully or partially-built horizon year 
with thousands of new residents and jobs within the 2,500m catchment. 

FUTURE STATION VIABILITY 

Given the potential to both benefit from and generate planned growth in this area, from the high-level 
perspective of catchment potential and network connectivity, the station site is likely viable. However, 
an enhanced forecast analysis will need to take park and ride and improved transit connectivity into 
account, as pedestrian and cycling assess alone will be insufficient to sustain a business case 
justification. At present there are many unknowns regarding the availability of park and ride space and 
the technical feasibility of providing an adequate station footprint on the sloping terrain south of the 
platform area shown in Figure 26. A more detailed engineering feasibility investigation would need to 
determine the viability of the supporting rail infrastructure. 

A review of the potential for alternative sites in the immediate vicinity yields a potentially advantageous 
site approximately 1 km to the east, closer to the existing Westhills Transit Exchange, YMCA, existing 
residences, and mixed-use development along Langford Parkway.  

Despite reducing the distance to Langford Station to just under 2 km’s there are advantages to locating 
the station to more level terrain closer to existing land uses and transit connections. Multi-modal 
connections are more readily available, there are fewer constructability complications for park and ride 
expansion closer to Langford Parkway, and existing land uses make a business case more viable now 
than awaiting future development. 
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TEMPORARY TRAIN STORAGE 

For overnight and weekend storage, the operating service scenario noted in this report requires station 
storage facilities in excess of the inter-peak ones provided at Victoria Station. This includes a storage 
facility be constructed in close proximity of the station with facilities for temporary maintenance, 
heating, and personnel access road. 

Given the local constraints noted in this section, and the alignment and topography constraints north of 
Westhills noted elsewhere in this report, the only viable location for is on the south side of the rail west 
of West Shore Parkway. This could be accommodated in the linear corridor adjacent to the existing 
track, but again, would likely require relocation and/or burial of the overhead utility lines.  

This alternative station location should be explored in a next-stage analysis. It does not include enough 
space for the maintenance and/or storage facilities mentioned above. Space for those facilities would 
still need to be confirmed further along the west of the Langford and West Hills. 
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