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Table ES-1 
Implementation Program 

$450,000 

$425,000 

$950,000 

Subtotal 

$0 $1,850,000 $2,300,000 X 

$250,000 $1,750,000 $2,425,000 X 

$275,000 $3,800,000 $5,025,000 

$200,000 $1,700,000 X 



Time Period 

Long-Range 
{2008-2015) 

Table ES-1 
Implementation Program 

Project Description PE 

Reconstruction of US 17 from Cooper River to 1-526 as $5,625,000 

a controlled access parkway with interchanges at: 
McGrath Darby Rd. I Houston Northcutt Rd. 
Shellmore Blvd. 
Anna Knapp Blvd. 
Bowman Rd. 

Upgrading US 17 parallel access roads in conjunction with $375,000 

parkway development 
Widening US 17 (six lanes with median) from Isle of Palms $1,250,000 

Connector to SC 41 

Widening SC 41 (four lanes with median and bike lanes) $1 ,500,000 

from US 17 to Dunes West Pkwy. 
Extension of Hungry Neck Blvd. (four lanes with median $1,575,000 
and bike lanes) from Isle of Palms Connector to SC 41 
Widening of Park West Blvd. {four lanes with median) $1,575,000 
Multi-use path along US 17 from SC 41 to Park West Blvd. $25,000 

Subtotal 

Total Implementation Program Cost 

Cost Estimate 
ROW* CST Total 

$50,000 $22,500,000 $28,175,000 

$0 $1 ,500,000 $1,875,000 

$1,000,000 $7,000,000 $9,250,000 

$475,000 $6,000,000 $7,975,000 

$1 ,775,000 $6,300,000 $9,650,000 

$600,000 $6,300,000 $8,475,000 
$0 $275,000 $300,000 

$ss,7oo,ooo 1 

$115,480,000 

* The scope of this study did not permit a detailed review of land valuation in the vicinity, existing right-of-way boundaries or identification 
of specific developed properties which would need to be acquired. More precise right-of-way cost estimates will need to be 
determined during preliminary engineering activities. 

Potential Funding Sources 
State Local Private 

X 

X X 

X 

X 

X X 

X 

X 
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Executive Summary 

This report summarizes evaluations and comparisons conducted to address long-term road improvement 

needs at the intersection of Bowman Road and US 17. Improvements required to address ever increasing 

travel demands were analyzed within the context of related corridor-wide issues occurring along a 4-mile 

crucial stretch of US 17 extending from the New Cooper River Bridge northward to the Hungry Neck 

Boulevard/I-526 ramp intersection. This section of roadway constitutes one of the most critical links in 

the Mount Pleasant transportation network, as US 17 is the only major north-south arterial roadway 

connecting across the entire reach of the Town limits. Maintaining adequate traffic flow along this major 

roadway facility is of paramount importance to mobility within the entire community. An overview of 

the findings from this evaluation study include the following: 

• Proposed travel and tum lane improvements on Bowman Road will accommodate an approximate 

ten year growth in traffic at the US 17 intersection, after which additional grade separation 

construction or extensive lane widening will be needed to address long-term traffic demand . 

• A system of six interchanges will likely be required to accommodate long term traffic growth 

along the US 17 corridor; which is expected to top 60,000 vehicles per day. In addition to 

Bowman Road, other interchange locations are likely to include: McGrath Darby Boulevard, 

Houston Northcut Boulevard, Shellmore Drive, Anna Knapp Boulevard and Hungry Neck 

Boulevard/I-526 ramp. 

• Use of interchanges will help preserve ex1stmg landscape features and serve to maintain the 

aesthetically appealing nature of the corridor, rather than creating an unsightly " sea of asphalt." 

• The existing frontage road system along US 17 will likely need to be converted to a one-way 

circulation pattern to safely connect the interchanges, provide efficient access to commercial 

properties, reduce construction/right-of-way impacts and greatly assist with construction phasing. 

• Construction costs are expected to range from $20-25 million per interchange, not including 

right-of-way acquisition/impacts and relatively minor roadway improvements that may be 

necessary between interchanges . 
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I. Introduction and Study Overview 

This report provides a conceptual evaluation of possible long-term traffic flow improvements at the 
intersection of Bowman Road and US 17/Johnnie Dodds Boulevard. The configuration of the road 
network within the Town of Mount Pleasant finds this intersection at the heart of north-south and east­
west traffic movements. Furthermore, the importance of US 17 as the only major north-south arterial 
roadway across the Town dictates traffic flow along this highway to be of paramount importance to 
mobility within the community. With US 17 traffic flow being of major significance to the community, 
the evaluation study area was increased to include other sections of US 17 adjacent to the Bowman Road 
intersection, specifically south to the New 
Cooper River Bridge and north to the 
Hungry Neck Boulevard intersection. The 
overall corridor length studied ts 
approximately four miles. See study 
evaluation area shown in Figure 1. 

Work for this concept development was 
conducted as a follow-on evaluation to the 
traffic analysis used in design of roadway 
improvements along Bowman Road . The 
traffic analysis was limited to travel and 
tum lane additions along Bowman Road. 

Figure I - Study Evaluation Area 

No improvements were proposed for US 17. Improvements along Bowman Road have been developed 
based on an at-grade intersection with US 17 and, as a result, this design will only accommodate the 10-
year projected traffic levels. It is worth noting that the 10-year projected traffic volumes are for the year 
2011 . Therefore, the proposed improvement project at Bowman Road and US 1 7 is considered to provide 
a short-term solution to the capacity needs at the US 17 intersection. 

Since at-grade intersection improvements can only be relied upon to meet short-term traffic needs, grade 
separation alternatives (interchanges) began to emerge as a necessary step in insuring the long-term 
functional operation of the US 17 corridor. This approach would likely involve all existing at-grade 
intersections within the evaluation area. Due to the aesthetic appeal of the existing roadway and the 
desire to maintain the roadway' s scenic parkway-like feel, it was assumed that widening US 17 was not 
an option. It was also assumed that the installation of a grade separated intersection would likely allow 
the roadway cross-section to remain relatively close to how it currently exists, with two Janes in each 
direction, a wide landscaped median and frontage roads on both sides. 

Findings from this evaluation are presented within the following context: 

• Need for grade separation (interchange) 

• Types of grade separations for consideration 

• Identification of other related issues 

• Bowman Road/US 17 grade separation concept development 

• Concept for grade separations along US 17 Corridor 

• Benchmark comparison with similar corridor (US 231 , Huntsville, AL) 

• Corridor summary and recommendations 

Town of Mount Pleasant, SC Bowman Rd/US 1 7 - Interchange Study 



,---------------------------------------------------------------

II. Need for Grade Separation (Interchange) 

The proposed widening project along Bowman Road was 
developed based on providing a five-lane typical section 
east of US 17 and a three-lane typical section west of US 
17. This improvement configuration was developed 
based on the imperative constraint that no through lanes 
could be added to US 17. The right-of-way of this road 
currently exists with numerous aesthetic landscape 
features providing the roadway with a picturesque 
parkway-like feel. The well-liked and greatly admired 
landscaping features are a source of community pride, 
necessitating that the preservation of these assets receive 
major consideration in the development of any capacity 
improvement plans. Accordingly, the at-grade 
intersection improvements for US 17 and Bowman Road 

L 
U.S.17 

Fig. 2 - Proposed At-Grade Lane Configuration 

include adding turning lanes for all approaches and providing additional through travel lanes along 
Bowman Road. The lane configuration proposed for construction at the subject intersection location is 

N. Frontage Rd. 

u.s. 17 

Figure 3 - Projected Year 2021 Traffic, PM Peak Hour Turning Movements 

summarized in Figure 2. These proposed 
improvements roughly accommodate a ten-year 
growth in traffic, at which time the intersection is 
anticipated to operate at a Level of Service F. 
Capacity analysis calculations conducted to evaluate 
operational conditions for this intersection 
configuration are summarized in Table 1. 

From a review of these results, it is obvious that the 
proposed at-grade improvements will not provide a 
long-term solution for addressing future traffic 
demands projected on the 20-year horizon, shown in 
Figure 3. With the previously enumerated constraint 
precluding travel lane additions along this section of 
US 17, the possibility of providing an interchange 
emerges as a potentially viable solution meriting 

further consideration. As similar at-grade intersection traffic conditions exist at several other locations 
along US 17, the ultimate solution would extend beyond the limits of this single intersection at Bowman 
Road and require the inclusion of other improvement locations that would join to create a system-wide 
corridor solution. The US 17 right-of-way also includes a frontage road system extending for most of the 
4-mile study area length. Any consideration of grade separated improvements will require that the 

frontage road system be included in the Table I -US 17 & Bowman Road, Intersection Capacity Analysis Summary 

evaluation of feasible alternatives. The 
following report section provides an overview 
of typical interchange configurations that merit 
consideration for existing at-grade intersection 
locations along US 17. 

Town of Mount Pleasant, SC 

Year 

2001 

2011 

2021 

2011 

2021 

2 

Condition 

PM 
AM 
AM 
PM 
PM 

Design LOS Delay V/C Demand 

Exist D 46.9 

10-y r. F 96.7 1.23 5,915 

20-yr. F 165.3 140 6,809 

10-yr. F 120.7 1.31 6,528 

20-yr. F 195.0 1.52 7,598 

Bowman Rd!US 17 - Interchange Study 



III. Types of Grade Separations (Interchanges) 

Information in this section is presented for the purpose of providing an overvtew of interchange 
configurations commonly utilized as grade separations along controlled access highways. The objective 
of including this summary information on the basics of interchange design is to establish a basis for 
determining which best suits the conditions present along the US 17 corridor in the Town of Mount 
Pleasant, south of the proposed Hungry Neck Boulevard intersection. The significance of this corridor 
will further increase in the future due to predicted area-wide traffic growth and increased urban 
development within the northern bounds of the Town limits. It is useful to note that the ability to move 
increasing traffic volumes through limited amounts of space is the preeminent challenge in urban highway 
design. A proven and highly effective approach widely used to maximize the traffic flow in growing 
urban areas is to greatly enhance the efficiency of typical at-grade intersections by constructing partial or 
full grade-separated intersections where major streams of traffic converge, merge or intermingle. Undue 
reliance on at-grade intersections can lead to excessive motorist delays. Interchanges that channelize 
traffic flows and reduce points of conflict have come as a welcome relief to congestion woes in many 
urban communities throughout the United States and beyond. The following sections summarize pros and 
cons of commonly utilized interchange configurations. 

Diamond Interchange 

The diamond is generally considered the simplest type of interchange. Therefore, 
the basic diamond is often the configuration of choice for lower-traffic locations 
without any special considerations or constraints. Diamond interchanges typically 
have the following characteristics: relatively straight ramp alignment, direct 
turning maneuvers at the crossroad, and minimum construction costs. 

While a diamond type interchange is adaptable to a wide range of traffic volumes, 
its traffic handling capacity is limited by the at-grade ramp intersections with the 
crossroad. Traffic signals can be installed at the two access points where the 
ramps meet the crossroad, but higher traffic volumes can cause backups on the 
crossroad and ramps under worst case conditions, even resulting in stopped traffic 
on the mainline. An inherent problem exists in that opposing streams of left­

Diamond 

turning traffic from the major roadway must cross one another. Traffic signals on both ends of the 
crossroad frequently prevent turning vehicles from clearing the interchange in a single traffic signal cycle. 
Under heavy traffic conditions, it may take several cycles for a motorist to make a left tum and clear the 
interchange limits. Widening the access ramps and/or the crossroad in the vicinity of the intersections 
may increase vehicular capacity. This provision will have an adverse affect on the bridge construction 
cost due to increased span length to accommodate under-crossing turning lanes and additional width 
required for over-crossing travel lanes. All ramps serve to connect the mainline with the crossroad, as 
well as to transition traffic from low speeds or stop conditions to free flow limited access speeds. If 
queued (backed-up) traffic is to be stored or stacked on the ramp, the length of the ramp becomes a 
critical design factor. In order to accommodate higher traffic volumes, the crossroad will need additional 
left tum lanes for the entrance ramps. Space for providing storage and transitions is severely limited 
because of the short length between ramps available in a tight diamond configuration. When necessary, 
these tum lanes force the crossroad to be wider and transitions to be pushed out, expanding construction 
limits. 

Town of Mount Pleasant, SC 3 Bowman Rd!US 17 - Interchange Study 



Cloverleaf Interchange 

Cloverleaf interchanges consist of four legs with 
right lane exit loop ramps to accommodate left 
turning traffic movements. Provided the 
interchange is not too congested, the cloverleaf 
allows "non-stop" full access between two busy 
roads. Traffic is required to merge and weave, but 
does not cross at-grade. Traffic is not required to 
stop unless the interchange is too congested. 
Ramps may be omitted from the full cloverleaf to 
obtain a partial cloverleaf. In appropriate locations, 
partial cloverleafs can provide useful designs for 
roadway interchanges. 

Typically, a cloverleaf is used where a freeway 
intersects a busy crossroad, though many older freeway-freeway interchanges are also cloverleafs. Today 
the full cloverleaf is not considered as applicable in some situations as it might have been a few decades 
ago. In fact, in several places cloverleafs have been replaced with either signalized interchanges or 
higher-capacity directional ramp interchanges including multi-level flyover bridges that better 
accommodate higher ramp speeds and larger traffic flows . 

A disadvantage to the cloverleaf is the presence of "weaving" zones, where motorists exiting one of the 
loop ramps have to merge and crisscross other motorists entering the downstream ramp. Weaving, which 
causes bottlenecks and accidents, is the primary reason cloverleafs are currently much less prevalent in 
designs for new or revamped interchanges. Cloverleaf ramps typically have low posted operating speeds 
because of their tight curvilinear alignment and corresponding step banking (superelevation) which serve 
to limit the amount of left turning traffic that can be efficiently accommodated by these dated 
configurations. Cloverleaf designs require substantial right-of-way and therefore are generally only 
considered for rural locations where adjacent real estate prices are not at a premium and where relatively 
low turning volumes exist. For these reasons this configuration is not considered feasible for the US 
1 7 /Bowman Road intersection. 

Single Point Urban Interchange CSPUI) 

The single point urban interchange (SPUI) is a 
relatively new variant of the diamond. The biggest 
advantages of a SPUI are the compact layout 
(requires less right-of-way acquisition) and the 
ability to allow concurrent left turns for greater 
capacity. 

The SPUI is being used extensively in reconstruction 
of existing freeways and major arterial roadways. 
This simple design makes the most of safety, 
capacity and efficiency. The name "Single Point" 
refers to the fact that through traffic on the arterial 
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side street as well as all traffic turning left onto or off of the interchange can be controlled from a single 
set of traffic signals. In this example, all traffic signals are located at a single point in the middle of the 
interchange. In a SPUI, the streams of left-turning traffic do not cross. Opposing left turns are made at 
the same time, and with only one set of traffic signals, more vehicles can make a tum and clear the 
interchange during one signal cycle. The SPUI resembles a slim classical diamond. However, where a 
diamond has two ramp intersections at the crossroad (one on each side of the freeway), a SPUI's ramps 
are placed close together to make them effectively part of the same intersection. This allows one traffic 
signal to control all crossing movements, and enables concurrent opposing left turns, which increases the 
capacity of the interchange. 

IV. Concept Development for Grade Separation Improvements at Bowman Road & US 17 

Construction of grade-separated improvements at the US 1 7 /Bowman Road intersection will most likely 
become an unavoidable necessity due to the inevitable advent of higher traffic volumes that are forecasted 
to occur in the next 20 years. Present arterial traffic demands along Bowman Road and, especially, US 17 
are of considerable magnitude on a daily basis. The existing intersection layout functions poorly under 
current traffic conditions, and proposed at-grade improvements are anticipated to accommodate only a 10-
year design, with 20-year forecasted traffic volumes creating over-saturated conditions and an 
unacceptable level of operation at the intersection. Construction of grade separation improvements at this 
busy location appears to be imperative for a long-range solution to traffic woes and constitutes the most 
feasible means of providing additional capacity necessary to carry future traffic flows. 

An operational analysis of the existing intersection conditions (200 1 ), proposed improvements (contained 
in the Bowman Road widening plans) and possible interchange alternatives was conducted to evaluate 
capacity and performance related measures for each layout. Individual configurations were modeled via 
computer simulation techniques using "Synchro 5.0," a traffic engineering software program that 
evaluates vehicle delay, operating speeds, cumulative stop time and other efficiency parameters. Based 
on existing traffic counts obtained from the Town of Mount Pleasant, future traffic volumes were 
projected for the years 2011 and 2021. Simulation scenarios were created using peak hour traffic 
volumes for pertinent years, lane configurations and likely signal operating plans. Results of the analysis 
are summarized and presented for comparative purposes in Table 2. Currently, the intersection functions 
at a Level of Service (LOS) D. Even with the construction of at-grade improvements with the Bowman 
Road widening project the intersection will regress to a LOS F operation by year 20 11, primarily due to 
expansive growth in traffic along the US 17 corridor. By the year 2021, at-grade improvements will be 
completely beyond the level of acceptable operation with excessive motorist delay occurring on all 
approach legs of the intersection. For arterial roadways of this level of importance in the urban road 

Table 2 -Operational Comparison of US 17 & Bowman Road Intersection/Interchange Configurations 

Intersection Analysis Network Analysis 
Layout Year Period Design LOS Int. Delay rcu Avg. Net. Delay 

(sec/veh) (%) Speed (sec/veh) 

At-Grade 2001 Exist. Exist. c 33.2 97.7 7mph 106.6 

At-Grade 2011 IOyr. Bowman widened E 65.8 117.8 7mph 111.5 

At-Grade 2021 20yr. Bowman widened F 111 .6 137.5 6mph 205.6 

Interchange 2021 20yr. Diamond C(NB) 22 .7 (NB) 77.6 (NB) 20 mph 26.1 

E (SB) 55 .6 (SB) 52.7 (SB) 

Interchange 2021 20yr. SPUl c 29.8 50.5 19 mph 26.5 
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network, this level of congestion and amount of delay is unacceptable. In reviewing the performance of 
the two feasible interchange improvement alternatives, Diamond and Single Point Urban Interchange 
(SPUI), these configurations do a much better job of accommodating future traffic demand within the 
context of a 20-year design horizon. A diamond configuration is anticipated to provide LOS C/E 
operation for the two ramp intersections with Bowman Road, whereas the SPUI alternative provides a 
solid LOS C operation in the year 2021. Additionally, future vehicular delay for these alternatives will be 
reduced from those currently experienced today at lower volume levels under the at-grade intersection 
configuration. It is important to note that both interchange alternatives affect the existing frontage road 
system extending along US 17; implications as such are discussed in more detail in the following section 
of this report. However, this circumstance required instigating some underlying assumptions regarding 
traffic flow, travel lane configurations, traffic volume re-distribution and access modifications. The most 
significant of which necessitates the frontage road system operate as a one-way pair. For visualization 
purposes, a schematic traffic 
diagram for the SPUI alternative 
showing traffic circulation 
patterns and combined 
through/turning movement 
volumes is presented in Figure 4. 

With respect to operational 
performance, both interchange 
alternatives provide significant 
improvements in traffic flow, 
capacity and overall circulation 
for accommodating forecasted 
20-year volumes. The diamond 

Southbound Frontage Rd. 

-+ 
ms 

719 
-+ 

U.S. 17 

-+ 
2700 

interchange alternative has the Figure 4-SPUI Traffic Flows w/One-way Frontage Road System (2021 PM Peak Hour Volumes) 

disadvantage of requiring two separate signalized intersections along Bowman Road and operationally 
does not perform as well as the SPUI alternative. As shown in Table 2, the simulation analysis indicates 
the diamond configuration would function at an acceptable level of service (LOS C) at the northbound 
ramp intersection, but at an unacceptable level of service (LOS E) at the southbound ramp intersection. 
This less desirable operating condition is likely to be exhibited at the northbound ramp intersection in the 
AM peak hour conditions, in that traffic flows are reversed in the morning commute hours. Due to this 
shortcoming, inefficiencies of two closely spaced traffic signals, more extensive right-of-way 
requirements and difficulty in providing free-flowing u-turn lanes for the frontage roads, the diamond 
interchange is generally not considered as desirable as the SPUI. Therefore, based on this preliminary 
evaluation, the SPUI is perceived as the more desirable of the two grade-separated alternatives. 
Additional generalized comparisons between SPUI and diamond interchange configurations are 
summarized in Table 3. All evaluation aspects point to the SPUI as being the superior alternative. State 
and local transportation jurisdictions are considering this same comparison all over the United States. 
The numerous interchanges of this type being planned and constructed around the country substantiate the 
findings of this study, which support implementation of the SPUI alternative. Schematics of both grade­
separated alternatives are presented in Figures 5 and 6. 
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Table 3 -Interchange Design Comparison Summary 

Issue SPUI Tight Diamond 

Signals Required 1 signal 2 signals 

Signal Phases 3 phases 3 coordinated phases 

Vehicle Delay Fewer stops, less delays More stops, longer delays 

Signal Coordination With a single traffic signal, no Presence of two signals requires good 
coordination is required coordination be maintained at all times 

Left Turning Speed Higher speeds due to flatter turning radii, Lower speeds due to tight turning radii, 
leading to higher capacity hence reduced capacity 

Left Tum Efficiency Left turn movements accommodated at Left tum movements must negotiate two 
single intersection intersections 

Vehicle Travel Path Shorter travel path through interchange Longer travel path through interchange 

Left Turn Lanes Double left-tum Janes on crossroad Double left-tum lanes on crossroad extend 
oppose each other beyond confines of interchange 

Bridge Width Increased bridge deck width Greater increase in bridge deck width 

Cost Higher construction cost Higher right-of-way cost 

Signing Simple guide signs needed for Jane Dual left-turn lanes carried through ramp 
configuration and traffic movements intersections requires additional signs 

Wrong Way vehicles Potential for wrong way entry is reduced Potential for wrong way entry is increased 
via intersection channelization due to left turn lanes being carried through 

ramp intersections 

Figure 5 - Tight Diamond Alternative, Bowman Road and US 17 
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Figure 6 - Single Point Urban Interchange (SPUI) Alternative, Bowman Road and US 17 

V. Other Related Interchange Issues 

Currently, two-way frontage roads extend along both sides of US 17 for nearly the entire four-mile study 
area. Virtually all driveway connections are made along the frontage road system with direct connections 
to US 17 at cross street intersections. This creates a very undesirable situation in that three intersections 
exist very near to one another with minimal spacing. Operational and vehicle queuing (storage) problems 
abound during periods of peak traffic flows. The access provided via the frontage road system generates 
considerable traffic (5,000 to 10,000 vehicles per day) as significant commercial development exists 
within the corridor and receives primary access along these frontage roads. The frontage road system 
extends from McGrath Darby Boulevard east to the 1-526 interchange. Clearly, frontage road access is 
vital to local businesses along the corridor and any changes will be of utmost interest to property owners, 
patrons and proprietors. 

Maintaining access to businesses during construction will be a crucial project development issue that must 
be adequately addressed by all feasible improvement plans and interchange alternatives. This 
requirement mandates that traffic access and circulation disruption along the frontage roads be minimized 
to the largest extent possible. To allow the construction to progress in a safe, efficient and timely manner, 
it is recommended that the existing frontage roads be converted to a one-way pattern of circulation. 
Ultimately, this will be extremely beneficial at interchange locations and have the significant additional 
advantage of being useful in diverting US 17 traffic during periods of reconstruction. Once interchanges 
are completed, a one-way frontage road system offers considerable operational improvements in 
accessing local businesses. In locations where traffic warrants, a free flowing u-turn would be designed 
into the interchange allowing motorists to maneuver from the northbound frontage road to the southbound 
frontage road without having to travel through the interchange. This proposed configuration reduces 
delay from levels currently being experienced. For the commercial site shown in Figure 7, travel time 
access for traffic approaching SB on US 1 7 was reduced by 25 percent from the existing condition, with 
savings being primarily derived through reduction of delay at existing signalized and stop controlled at­
grade intersections. 
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us 17 

Existing 2-way 
frontage roads 

I Real Estate Office I 

Proposed 1-way 
frontage, w/interchanges 
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==M~~~;~~~~~~~~~~~==· US17SB 
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I Real Estate Office I 

Figure 7- Frontage Road Access Comparison 

For any proposed grade separated 

interchange improvements to function 

efficiently and achieve their full 

operational benefit for motorists traveling 

US 17, improvements would need to be 

implemented within a large master plan 

made along a longer segment of the 

corridor, most notably from the new 

Cooper River Bridge to the l-526 spur 

interchange with the proposed Hungry 

Neck Boulevard. Operational and 

capacity improvements will be needed at 

each of the intersection locations along 

US 17 within these limits ifthis facility is 

to accommodate future traffic growth in 

the Town of Mount Pleasant. 

Elimination of existing traffic signals and 

direct turning movements on US 17 is the 

ultimate objective, allowing through 

traffic on US 17 to travel freely along this crucial section of the corridor and facilitating preservation of 

the parkway-like appearance and many of the associated landscaping features. Additionally, local traffic 

wishing to patronize businesses in the area would be able to use the frontage road system for improved 

access. 

Development of schematic configurations for interchange alternatives required cursory evaluation of 

whether US 17 should pass over or under side streets within the study limits. A number of factors 

corroborate the suggestion that US 17 should cross over intersecting side streets encountered along the 

corridor. Major side streets along the corridor include: McGrath Darby Boulevard, Houston Northcut 
Boulevard, Shellmore Drive, Dragoon Drive, Anna Knapp Boulevard, Bowman Road, and Hungry Neck 

Boulevard. Primary factors supporting the construction of overpass structures along US 17 include: 

• Reduced conflicts with existing commercial driveway connections, as no driveways currently 

connect directly with US 17, while a multitude of connections currently exist along the side streets. 

• Diminished right-of-way impact, as an ample 200-ft. right-of-way width exists along the US 17 
corridor, but limited right-of-way is available along side streets. 

• Use of embankment material for bridge approaches will have much less impact along US 17 than 
the side streets and a decorative finish wall (or landscaping) could be used to minimize visual 

impacts. 

• Consolidated and economized construction limits, as work along US 17 will be required anyway to 

create ramp connections, while work on side streets will be minimized. 

• · Lower utility costs as less facility relocations will be required within the US 17 right-of-way. 

• Improved maintenance of traffic during construction phasing, as use of the existing frontage roads 

along US 17 will be very beneficial in creating detour routes. 
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Furthermore, in addition to grade-separated improvements at signalized locations and frontage road 
circulation modifications, relatively minor modifications would be required at the US 1711-526 
interchange. It is anticipated that impacts at this interchange would be limited to the ramp modifications 

on the south side of the main overpass. Ramps connecting 1-526 eastbound with US 17 southbound and 
US 17 northbound with 1-526 eastbound are likely to be affected by construction of an interchange at 
Bowman Road, requiring some realignment to maximize the distance between entering and exiting 
streams of traffic along US 17. 

VI. Concept Development for Grade Separations Along the US 17 Corridor 

Currently, there are eight existing traffic signals located along the US 17 corridor between the Cooper 
River Bridge and Hungry Neck Boulevard/ 1-526 ramp intersection. Signal location, corridor length and 
average spacing distance are summarized in Figure 8. The US 17 corridor typical section consists of a 
four-lane divided roadway, with frontage roads on both sides, and an open drainage system, south of 1-
526 for approximately 3.5 miles and as a five-lane roadway with curb/gutter north of 1-526. The 
interchange concept will need to be adapted at each location to provide an optimal combination of 
increased traffic efficiency and minimized right-of-way and commercial development impacts. 
Determination of interchange layout and lane configuration at each side street crossing will be dependent 
upon unique constraints encountered at each location. Due to differences in right-of-way constraints and 
traffic patterns at each existing intersection, a corridor-wide improvement plan is likely to include both 
SPUI and diamond interchange configurations. This and other overall corridor issues related to 
construction of interchanges along US 17 are summarized in Figure 9. 

v Corridor Length 
Access Points 

Signal Spacing 

= 4.0 mi (Cooper River Bridge to 1-526 Ramp) 
= 7-1/2 traffic signals (plus 1 interchange) f 
= Avg. 3,000-ft. (min. 1 ,600-ft.) 

Figure 8- Existing Traffic Signal Locations within US 17 Corridor 
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Overall Corridor Issues (continued) 

• US 17 overpass or underpass • Commercial development impacts 
• SPUI verses Diamond interchanges • One-way/ two-way frontage roads 
• Location of full and partial interchanges • Free flowing U-turn locations 
• System layout for ramp configuration • Typical section with, or w/o curb & gutter 

Figure 9 - Overview of Corridor Improvement and Interchange Issues 

Further evaluation of specific design issues at each intersection location produces an additional list of 
considerations. These issues are summarized in Figure 10. It is likely that some intersections would 
merely be constructed as simple overpasses, without direct access to US 17, such as the partial 
intersection at Dragoon Drive. Traffic from these streets desiring access to US 17 would do so by 

McGrath Darby 
• Grade separation 
• Connection w/ Cooper R. Bridge 

- "-!~ 
Houston Northcut 
• SPUI/diamond 

Hungry Neck 
l.. a ~ • Fly-over bridge 

Bowman 1 ~ • Access control 
...-

• SPUI/diamond } 
• Connection w/ 1-526 

Figure 10- Specific Interchange Improvement Issues within the US 17 Corridor 
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travelling along the frontage road system to the next major intersection, where entry onto the main travel 
lanes on US 17 would be permitted in either direction. As previously noted, for this expanded 
interchange system to work efficiently, it is of paramount importance that the existing two-way frontage 
roads be converted to a one-way frontage road system. This would have a significant operational benefit 
of reducing constraining and unsafe points of conflict near each major interchange. Otherwise, access to 
adjacent frontage roads and abutting properties would need to be accommodated via a complex network 
of flyover bridges needed to connect with US 17 and major cross street locations. A simple one-way 
frontage road system with free flowing u-tum lanes at appropriate locations will work best in efficiently 
moving traffic and serving the community' s mobility needs. 

Another major consideration in implementing of such an immense undertaking is related to phasing and 
construction issues. As previously discussed, the existing frontage roads would be very helpful in 
facilitating construction of the interchange system. The frontage roads would need to be converted to a 
one-way operation prior to the commencement of major construction along US 17. Specific to the 
Bowman Road location, the northbound traffic on US 17 could be diverted to the frontage road along the 
northbound side beginning at Anna Knapp Boulevard and connected back to US 17 prior to the I-526 
interchange. Likewise, the southbound US 17 traffic could be diverted onto the frontage road along the 
southbound side from south of the 1-526 interchange and extending to Anna Knapp Boulevard. 
Temporary pavement would be used as necessary to coimect with existing pavement. After which, at­
grade crossing of the frontage roads and Bowman Road would each be temporarily signalized while 
traffic is diverted from US 1 7. The US 17 overpass over Bowman Road could be constructed while 
traffic is using Bowman Road. Once the overpass is completed, traffic would be permitted to stay on US 
17 while the remainder of the construction takes place. This sequenced phasing would be repeated at 
other locations along the corridor. 

Construction of proposed interchange improvements along this section of US 17 would play a major role 
in accommodating the substantial level of traffic growth forecasted to occur over the next 20 years. 
Significant assets within the corridor consisting of a wide 200-ft. right-of-way and extensive frontage 
road system serve to make this challenging and monumental modification plan feasible . It is obvious that 
without major addition of travel lanes or removal of conflict points though the construction of 
interchanges this important transportation corridor will experience major congestion problems and not be 
able to meet forecasted travel demands of the future . 

VII. Benchmark Comparison with Similar Corridor, Memorial Parkway in Huntsville, AL 

Fortunately, there are communities that have already addressed similar traffic congestion problems within 
the context of parallel roadway and urban development conditions. Conversion of parkway-like urban 
arterial roadways into grade-separated facilities is occurring within growing cities and metropolitan areas 
at numerous locations throughout the United States. A specific location was identified that shared a wide 
number of characteristics with the US 17 corridor in the Town of Mount Pleasant. This was used to 
create a benchmark comparison in terms of construction impacts, traffic operation, corridor integration, 
adjacent commercial access and project funding. The location selected for comparison is Memorial 
Parkway (US 231) in Huntsville, Alabama. This is a community of approximately 200,000 people. 
Memorial Parkway existed as a four-lane divided roadway, with frontage roads on both sides, and an open 
drainage system prior to it's on-going conversion to grade-separated interchanges and limited access 
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control along an approximate 5-mile length. Modifications have been phased in over time, with another 
SPUI currently under construction on the northern end of the system at Sparkman Drive. Other 
characteristics summarizing the corridor description are provided with a corridor map in Figure 11 . See 
photos in Appendix A for roadway features along the US 231 corridor. It is worth noting several features 
of these improvements that are directly pertinent in consideration of similar measures along the US 17 

corridor in Mount Pleasant. These include: 

• Memorial Parkway was constructed to overpass all of the intersecting side streets and was vertically 

aligned to accommodate a 50 mph posted speed limit. 

• One-way frontage roads extend along both sides of the corridor and in many cases were initially 
converted from existing two-way access roads prior to project construction. 

• With a four-lane typical section and supplemental auxiliary lanes connecting to and from the 
frontage road system, the corridor efficiently accommodates levels of traffic demand that US 17 is 
forecasted to experience in the next 20-years. 

• Most side street interchanges operate based on a four-phase traffic signal plan with each approach 
having it's own individual phase. Through and left turning traffic have consecutive green time and 
wide sweeping overlapping left turns are eliminated, effectively reducing bridge span lengths. 

• Recent interchange construction costs are averaging $20 million per intersection, excluding right­
of-way acquisitions and easement expenses. 

Marshall 
Spaceflight 

Center 

Redstone 

W+

N 
11 

Arsena I ;:; 1-----;...;..,;.;;..;...._-1 .. ..:::: Redstone Rd . 
c 
0 

s ~ Greencove Rd . 
o._ l----------1--__, 

Memorial Parkway (US 231) 
• 7 -SPUis & 1-565 interchange 

• Length= S-miles 

• Speed limit= 50 mph 

• 4-lanes on main road 

• Road carries 60,000-90,000 ADT 

• Side street ADT's = 15,000-40,000 

• One-way frontage road system 

• MPA population= 200,000 

• Retail sales growth within 
corridor = 10-15% annually (95-97) 

Figure 11 -Benchmark Comparison with US 231 in Huntsville, Alabama 
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VIII. Findings and Recommendations 

Existing at-grade improvements, designed as part ofthe Bowman Road widening project, are anticipated 

to accommodate an approximate ten year growth in traffic at the US 1 7 intersection, beyond which 

motorists will experience excessive delay at this important location situated at the heart of north-south 

and east-west traffic movements in the Town of Mount Pleasant. Creation of a long-term solution at this 

important crossroads within the roadway network will require additional improvements and most likely 

incorporate grade-separated structures configured within the confines of an interchange layout. Design 

and construction of an interchange at US 17 and Bowman Road will need to be developed and 

incorporated within the context of other considerations along the US 17 corridor. Similar interchanges at 

other locations along the US 17 corridor, extending from the New Cooper River Bridge northward to 

Hungry Neck Boulevard/ I-526 ramp intersection, also will be needed to insure adequate capacity for 

accommodating future traffic flows, estimated to range from 50,000 to 60,000 vehicles per day. 

Additional findings and recommendations identified in this evaluation study are summarized as follows: 

Interchange Configuration- For Bowman Road/US 17 (and other locations along the US 17 corridor) 

the two most practical interchange configurations are a Single Point Urban Interchange (SPUI) and a 

Diamond. Both of these layouts would be useful in accommodating future traffic demands and 

reducing right-of-way impacts on adjacent properties. Other comparisons are summarized in Table 3. 

Operation and Level of Service - Both the SPUI and Diamond interchange layouts would 

accommodate future traffic demands at Bowman Road/US 17 and provide adequate Level of Service 

(LOS) with reasonable vehicle delays. As shown in Table 2, the SPUI would realize a slight 

advantage in LOS over the Diamond configuration. 

US 17 Overpass/Underpass - Based on a host of factors, it is recommended that US 17 pass over 

Bowman Road (and other side streets within the corridor.) This provision would reduce conflicts 

with existing driveway connections, reduce right-of-way impacts, consolidate construction limits, 

reduce utility relocations and simplify construction phasing as well as accommodate a 50 mph design 

speed on US 17 upon project completion. 

Impact on Frontage Roads- It is recommended that the existing frontage roads be converted to a one­

way pattern of circulation. This will be extremely beneficial at interchange locations, be highly 

useful in diverting US 1 7 traffic during periods of reconstruction and improve access via reduction of 

travel time to/from commercial properties through provision of free flowing u-turn lanes at selected 

interchange locations. 

Other Interchange Locations - Five other at-grade intersections have been identified as likely 

candidates for interchange improvements along the US 17 corridor extending from the New Cooper 

River Bridge to the Hungry Neck Boulevard/I-526 ramp intersection. These included McGrath Darby 
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Boulevard, Houston Northcut Boulevard, Shellmore Drive, Anna Knapp Boulevard and Hungry Neck 

Boulevard/1-526 ramp. Other locations at Dragoon Drive and Wando Crossing shopping center are 

likely to require additional consideration for some type of modifications to enhance capacity along 

the US 17 corridor. 

Ramp Configuration - A system of on and off ramps connecting the main flow of traffic on US 17 

with the frontage road system and intersecting side streets will need to be configured to enhance 

traffic flow and access. Along the corridor, the plan will need to be repetitive to address driver 

expectancy issues and may require further refinement in locations where cross streets are spaced close 

together such as Bowman Road/ Anna Knapp Boulevard and McGrath Darby Boulevard/Houston 

Northcut Boulevard. 

Roadway Typical Section - Provision of grade separations at cross street locations will serve to 

reduce travel lane widening requirements on US 17 and should allow preservation of some of the 

natural landscaping features along this aesthetic and highly visible roadway in the community. Use 

of curb and gutter in conjunction with closed drainage system components may further allow 

preservation of the attractive visual elements ofthe roadway environment. 

Benchmark Comparison - Through knowledge in the field and professional contacts, a similar 

roadway reconstruction project was identified along Memorial Parkway (US 231) in Huntsville, 

Alabama. Review of the physical features, traffic flow characteristics, construction methods, and 

commercial vitality along the corridor will be useful to glean lessons learned for use in developing an 

improvement strategy within the Mount Pleasant US 17 corridor. 

Construction Costs - Based on preliminary tabulations and estimates, construction costs for 

interchanges along the corridor are likely to fall in the range of $20 to $25 million per interchange. 

This figure does not include right-of-way costs and additional funding would be required for 

relatively minor improvements needed along roadway sections between interchange locations. See 

Appendix B for Construction Cost Estimate for Bowman Road/US 17 SPUI. 

Construction Phasing - Conversion of the existing frontage road system to one-way circulation and 

then subsequent use of these roads to accommodate traffic during bridge and ramp construction, will 

greatly enhance and facilitate the build phases of such extensive improvements along the busy 

corridor. 
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Appendix A 

Photos from Huntsville, AL, June 2002 

Photo Description Page 

Oakwood Avenue Exit looking south at northern terminus of interchange/frontage road system....... A-2 

Oakwood Avenue underpass with free flowing u-turn .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. ...... .. .. .. .. .. .. .. .. .. A-2 

Oakwood Avenue underpass at Memorial Parkway, close-up view I . . ... . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . A-3 

Oakwood Avenue underpass at Memorial Parkway, close-up view 2 .. .... .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. A-3 

Oakwood Avenue underpass at Memorial Parkway, close-up view 3 .. . .... .... .. . . .. . .. . .. . .. . .. . . . ... ... A-4 

Oakwood Avenue underpass at Memorial Parkway, close-up view 4 ....... .... . .. .. .... ... ... . .. . . . . .. ... A-4 

Exit Ramp/Frontage Road system south of Oakwood Ave. underpass .... .. .................. .. ........... A-5 

Frontage Road system north of University Blvd. (US 72) underpass... ..... . .. . . . . ..... .. . .... . . . .......... A-5 

Frontage Road system south of University Blvd. (US 72) underpass .. .. ...... .. .... .. .................. ... A-6 

Exit Ramp/Frontage Road system north ofl-565 interchange.. .. .... .... ........ .. .... .. ............ .. ..... A-6 

Exit Ramp/Frontage Road system south of Governors Drive underpass ...... . ...... . .............. . .... .. A-7 

Typical section showing Memorial Parkway/Frontage Road south of Governors Drive (US 431 ).. ... A-7 

Typical section showing Memorial Parkway/Frontage Road south of Governors Drive (US 431 ). . . .. A-8 

Golf Road Exit looking north at southern terminus of interchange/frontage road system.. .. .... ....... A-8 

Memorial Parkway, south of interchange/frontage road system... . ... . .... .. ..... . ... . ......... .... ............. A-9 

Airport Road underpass at Memorial Parkway, looking east ........ .. ........... .. .... .. ........ .. .. .. ...... A-9 

Frontage Rd . U-turn grade separation between Airport Rd. & Drake Ave .. .. . .. . . ...... ...... .. .. ............. A- 10 

Looking south at frontage road and ramp exit near Drake Avenue...... .. ...... .... ........ .... ................. A-10 

Looking south towards landscaped grade separation at Drake Avenue ..... . ..... ... ................. . . . .. A-ll 

Governors Drive (US 431) underpass at Memorial Pkwy., looking east .. . ........ .. ..... . .... . .... . ...... A- ll 

University Blvd. (US 72) underpass at Memorial Pkwy., looking west. . .. ........ .. ..... .. ..... . .......... A-12 

Aerial view of Airport Road/Memorial Parkway interchange . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . A -12 
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Appendix B 

Construction Cost Estimate for Bowman Road/US 17 SPUI 
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Construction Cost Estimate for Bowman Road/US 17 SPUI 

Construction Costs 
Description Amount 

As-Built Construction Plans 45 ,000 
Drainage 700,000 
Embankment 565,000 
Hot Mix Asphalt Aggregate Base Course (Type 1) 1,695,000 
Liquid Asphalt Binder 535,000 
Bituminous Surface Course (Type 1-C) 315,000 
Binder Course 315,000 
Striping 70,000 
Concrete Curb & Gutter 150,000 
Concrete Sidewalk 60,000 
Guardrail 50,000 
Pavement Removal and Disposal 640,000 
Concrete Median 40,000 
Sediment Control 300,000 
Sign Structures 450,000 
Signalization 200,000 
Retaining Walls 2,600,000 
Bridge Structure 5,000,000 
Interchange Lighting 100,000 
Subtotal Construction Cost $13,830,000 
Mobilization 414,900 
Construction Stakes, Lines & Grades 414,900 
Construction Engineering Inspection 414,900 
Traffic Control 1,383,000 
Moving Items 69,150 
Landscaping 414,900 
Total Construction Costs $16,941,750 
Contin~ency (15%) $2,541,263 
Total Estimated Construction Cost $19,483,013 

Construction cost does not include right-of-way, topsoil, grassing and fertilizer costs. Right-of-way 
acquisition will require purchasing an Arby's and a McDonalds. Costs are based on 2001 dollars. 
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Copies of Agency/Municipality Letters of Support 
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~ITY OF 

ISLE 
OF 
PALMS 

March 31, 2003 

South Carolina 

The Honorable Henry Brown 
United States Congres 
5900 Core Avenue, Suite 401 
North Charleston, South Carolina 29406 

Dear Congressman Brown: 

Mayor. 
Mike Sottile 

City Council: 
Bob Abele 
Marty Bette IIi 
Ryan Buckhannon 
Leola Hanbury 
John Marino 
Bob Miller 
Carol Rice 
Dee Taylor 

I have recently learned that the Town of Mount Pleasant has requested funds to improve 
the intersection of US 17 and Bowman Road. This intersection has regional signi£cance 
to those of us who travel the East Cooper area daily. It is the intersection adjacent to our 
link to vital emergency services at East Cooper Hospital and is within just several 
hundred yards ofthe Interstate 526. 

I hope that you and others will give their request a favorable reaction. The improvement 
is consistent with area-wide studies and plans for the Charleston, South Carolina 
metropolitan area . 

. ~i}~ 
fp~~ene 

Mayor 

cc The Honorable Harry Hallman, Mayor, Town ofMount Pleasant 
Members ofthe Isle ofPalms City Council 

P.O. Drawer 508 • Isle of Palms, South Carolina 29451 
(843) 886-6428 • Fax (843) 886-8005 • www.iop.net 



Program Coordination + James C. Hutto 

Members-At-Large + Robert H: Dunlap, Jr. 
Willie Frazier, Sr. 
W. O'Brien Limehouse 

Chairman+ . Howard R. Chapman, P.E 

Mr. R. Mac Burdette, Town Administrator 
Town of Mount Pleasant 
100 Arm Edwards Lane 
P.O. Box 745 
Mt. Pleasant, South Carolina 29465 

Dear Mac: 

March 20, 2003 

Joel P. Ford 
Town of Mt. Pleasant 

James C. Hutto 
James C. Rogers 
County of Charleston 

Thank you for your letter of February 13, 2003, regarding the proposed federal funding for the 
intersection improvements of US 17 @ Bowman Road. The Charleston County Transportation 
Committee has worked very hard to develop plans for improving transportation throughout Charleston 
County. One of the main bottle necks for the County is the intersection ofUS 17@ Bowman Road in 
Mount Pleasant. This intersection, immediately adjacent to the terminal interchange for I-526@ US 17, 
carries not only an inordinate amount of traffic on a daily basis but is also a primary access point for the 
East Cooper Area Hospital. As such, it must be kept open at all times for emergency vehicles. 

The Charleston County Transportation Committee stands ready to work with the Town of Mount 
Pleasant as funding becomes available; however with the cost of these intersection iihprovements 
exceeding $30 million, the ability of the CTC to undertake this improvement project without substantial 
federal funding is in serious question. 

We look forward to working with you to improve not only the intersection ofUS 17 @ Bowman 
Road but the entire portion ofUS 17 north of Mount Pleasant, also known as Johnnie Dodds Boulevard. 

If I can be of additional assistance to you in the future, please do not hesitate to contact me. 

w 
Howard R. Chapman, P .E. 
Chairman 

HRC/srw 

4045 Bridge View Drive N. Charleston, South Carolina 29405-7492 (843) 202-7600 FAX (843) 202-7801 



• 
Berkeley-Charleston-Dorchester 

Council of Governments 
CHAIRMAN: VICE CHAIRMAN: SECRETARY: 

Barrett S . Lawrimore • James H. Rozier, Jr. • Joseph E. Myers, Jr. 

February 18, 2003 

Honorable Henry E. Brown, Jr. 
U.S. House of Representatives 
5900 Core Avenue - Suite 401 
North Charleston, SC 29406 

Dear Congressman Brown: 

TREASURER: EXECUTIVE DIRECTOR: 
Judith K. Spooner • Ronald E. Mitchum 

On behalf of the Berkeley-Charleston-Dorchester Council of 
Governments, I am writing to endorse the Town of Mt. Pleasant's 
request for federal funds to improve the intersection at US 17 and 
Bowman Road. This intersection is critical to the efficient flow of traffic 
on both US 17 and Interstate 526. Interstate 526 terminates in Mt. 
Pleasant within 200 yards of this critical intersection. The 
improvement is consistent with area-wide studies and plans for the 
Charleston, South Carolina metropolitan area . 

Sincerely, 

Ronald E. Mitchum 
Executive Director 

5290 Rivers Avenue, Suite 400 North Charleston, SC 29406 843.529.0400 Fax: 843.529.0305 
Web Site: www.bcdcog.com 



Mount Pleasant Business & Professional Association 
Post Office Box 1635 

Mount Pleasant, South Carolina 29465 

www.mpbpa.com 

January 27, 2004 

To Whom It May Concern: 

As President of the Mount Pleasant Business and Professional Association, I'm writing to 
urge you to help support our Mayor, Harry Hallman, and Senator Arthur Ravenel as they 
prepare to present a proposal to the State Infrastructure Bank to secure the funding 
needed for critical improvements to our local roadways. Please call, write or email your 
legislators to let them know you are in favor of the following projects: 

Project 1 - Overpass at the intersection ofl-526 and US-17 $40 million 
Project 2- Overpass at Bowman Road and Johnnie Dodds Blvd. $35 million 
Project 3- Overpass at Houston Northcutt Blvd and Johnnie Dodds Blvd. $35 million 

Total project cost is $110 million with a match amount of$30 million. 

Our Mayor, Harry Hallman, has worked relentlessly on ways to get and keep us moving 
on roads that have become crowded with the businesses, residents and visitors in this 
bustling town. He has shown his willingness to partner with other government entities to 
create win-win outcomes. What he' s asking will provide great value to those of us who 
live and work in this area. This will also be the first time a municipality has presented 
such a proposal. 

The State Infrastructure Bank was the innovative means developed with Mayor Hallman 
and Senator Ravenel at the helm to provide the funding needed for the new bridge 
currently being built. If not for their perseverance, we would still be looking for ways to 
pay for the bridge. 

These projects are critical to our community if we are to continue to enjoy the lifestyle 
which brought us to and keeps us in the area. It is also urgent that we support this effort 
in order to bring businesses to the area that take little support other than roads on which 
to travel. These provide a huge tax base and many dollars in impact fees which keep the 
taxes low in Mt. Pleasant. The economic development in our area will be smart, well 
planned and provide the funds necessary as we move into the future of this wonderful 
town. 



I I 

January 27, 2004 
Page Two 

I've found Mount Pleasant to be the kind of place where people understand that you give 
first before you get. That's exactly how our Association operates and that's why 70 
member businesses and professional practices supported us last year. We give back to our 
community in the form of financial support to local charitable organizations and award 
scholarships to local high school seniors planning to continue their education. Harry 
Hallman lives by the same philosophy of giving first. Most of us live, work and play here 
in Mount Pleasant and realize and appreciate the importance of what Mayor Hallman is 
trying to accomplish. 

I ask that you simply listen to what Mayor Hallman is asking and give him the chance to 
make this a win-win for you and for the Town of Mount Pleasant. 

Ifl may be of service in any way during this process, please be sure to call me at (843) 
881-8815. I'll be glad to help. 

Sincerely, 

. :'); (·-'7 , /P . tf~/{. bi1/0{>( 
John Carroll 
President 
Mount Pleasant Business and Professional Association 

Copy: MPBP A Board 



,----------------- -

-· tk .Jth Carolina ... , 
DE'1Dartment o~r.ansoortation 

April 25, 2003 

' 
2004 Earmark and Reauthorization Request 

Intersection of US 17 and Bowman Road (S-10-1271) 
Town of Mount Pleasant, Charleston County 

The Honorable Harry Hallman, Jr. 
Town of Mount Pleasant 
Post Office Box 745 
100 Ann Edwards Land 
Mount Pleasant, South Carolina 29465 

Dear Mayor Hallman: 

Thank you for your March 6th letter regarding the Town's interest in improving 
the intersection of US 17 and Bowman Road. We share your concerns about the traffic 
problems at the intersection, especially the increasing congestion for westbound traffic on ... 
Bowman Road. 

The South Carolina Department of Transportation supports your request for 
funding to provide a long-term solution for improving the safety and traffic operations of 
the intersection. I win · have a letter prepared and sent to Congressman Henry Brown. 
You will receive a copy. 

ESM: mmb 
cc: State Highway Engineer Don Freeman 

Commissioner Robert Harrell, Sr. 
File: Pln/MDP 
CTS: No. 20582 

Sincerely, 

./;~? -/ . 

zc~-A c;p / ~-

Eli~beth S~bry 
Executive Director 

Post Office Box 1 91 
ColumbiB. South Carolina 29;202-01 91 

Phone (803) 737- 2314 
H'r' (B03) 737 - 387'0 

AN EQU.L\L OPPORTUNITYi 
AFFIHMt\T;VE AC~lOi '; t~A,::LOYER 

_______ ______ _____.. 



South Carolina 
Dspartment of Transportation 

April22,2003 

The Honorable Hemy E. Brown, Jr. 
House ofRepresentatives 
1124 Longworth House Office Building 
Washington, DC 20515 

RE: Appropriations for US 17 and Bowman Road futersection 

Dear Representative Brown: 

Recently, Mayor Hallman of Mt Pleasant contacted us expressing the Town's 
interest in the intersection of US 17 and Bowman Road (S-10-1271). This is a much­
needed project for the area, which will help eliminate traffic congestion and address 
safety needs at the intersection. We are in support of this request for $20 M to provide 
a long-term solution for this intersection. 

Attached is a copy of the detailed request sent to your office by Mayor Hallman 
on February 13, 2003. As always, thank you for all of your efforts in meeting the 
transportation needs of our state. If I can be of any assistance on any matter, please do 
not hesitate to give me a call. 

Attachment 

ESM: scj 

CC: Commissioner Bob Harrell 
Mayor Hallman y" 
Mr. Bob Probst 

CTS#1 0696/20713 

Sincerely, 

~ Eli;.?:eth~~ 7 
Executive Director 

Post OHice Box 191 Phone (803) 737- 2314 
~... -- -

-----------------------------------



Appendix E 

Town of Mount Pleasant Transportation Capital Improvement Program 

) 
/ 

Town of Mount Pleasant, SC 20 US 17 Urban Interchange System 



(Total $1,1)24,806 MID & TIF) 

lmlll'"'''nl (R(l\Vf,""''ru<llon) SI,U8,000* ** 
($508,000 02 GO Bond & $640,000 TIF) 

Ferry/Wldpple Rd lnten:hange 

I<PE<nmlplol•oll>Oi<lnc:onslrucllon) SJ50,ooou 

(02G0Bond) 

S40o,ooo••o2G0Bond 

$3,452,000* 

$124,,70 .. 02G0Bond 

$501,775. 

$175,000** (Construd) 02 GO Bond 

Blvd-Phase I 

complete12-03) 

$500,000* + $374,665 HT 

SJ50,000 

January 2003 

Point I Colunan lntenectlon 

$00,000 U~funded 

Rdwldenln.:rnmChuck 

10 RJOe Rance (CCIDJiruct) 

$800,000 .. (SI.9ru Unrunded) 

---------------------------

Wldenloa:(PE) 

(PE) 

$800,000 .. $800,000 •• 




