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Introduction
Active transportation (AT) is both a recreational and commuter activity. Planning for active
communities is not a new phenomenon. Many cities throughout the world have
incorporated active transportation infrastructure into their communities. The following
sections review active transportation network elements based on best practices from around
North America.
Active transportation networks are reliant on the connectivity and quality of the routes within
the network. Connectivity is gauged by the ease of access of the network. The accessibility
of the network is determined by factors such as safety, aesthetics, and destinations. In
many cases, accessibility of a route will differ for able bodied versus non-able bodied
people. This should be considered when assessing routes and developing AT infrastructure.
Typically, AT networks consist of sidewalks, trails and bikeways. For the purpose of this AT
plan we have used biking, walking and wheel chairs as the key components of active
transportation. We have focused on these modes of transportation as the “baseline design
tools” required to determine the infrastructure requirements. The following sections review
connectivity and routes and summarises the best practices review findings.
Connectivity
A community striving for an effective AT network requires good connectivity. Connectivity is
defined as the directness of links and connections in a community’s travel network1. Good
connectivity is achieved by providing as many links (streets and paths) and intersections as
possible, while reducing dead-ends. As connectivity increases, travel times and distances
decrease. Ideal block length is 100 m but will still provide good connectivity if the length is
125 – 150 m long.
Literature suggests that the most effective street (and trail) pattern for connectivity is a grid.
The standard grid pattern of streets is a relic from early town planning. Many of our
communities were planned in this fashion during the late 19th and early 20th centuries. We
are now designing many of our new communities based on this “old” form of design. One
strategy used to maintain a pedestrian grid is the ” fused grid ”. A fused grid is a grid of
travel ways with areas “fused” keeping cars out, claming traffic, while maintaining the
pedestrian grid2. This form of development is a predominant model used in New Urbanist
designed communities.
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Traditional grid block layout and a fused grid that preserves pedestrian links while calming traffic.
In Bridgewater, re-establishing the pedestrian grid on the west side of the La Have River and creating
a grid on the east side of the river will be essential for the active transportation network.

Lessons for Bridgewater:



The grid is most effective active transportation network form
A variety of “pedestrian grid” models can be used to achieve good connectivity such
as the fused grid

Routes
The quality and effectiveness of a route is based on connectivity as well as aesthetics,
safety, and access to destinations. Also, criteria such as seasonal uses are essential for an
attractive well-used walkway and bike route. Communities with active and vibrant AT
networks have a hierarchy of routes that reflect specific trail use such as residential uses,
paths that are recreational in nature but also provide commuter options, and main
commuter routes that provide direct linkage throughout the community 3.

3

Smart Growth Network, 2002. Getting to Smart Growth: 100 Policies for Implementation.
www.smartgrowth.org
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A typical residential route

A recreational/commuter corridor

A well-designed commuter route with sidewalk and bike lane
source: www.pedbikeimages.org

The routes in a community should provide a variety of commuting options. To this end, an
AT network should provide a variety of trails, sidewalks, and bikeways.

Lessons for Bridgewater:


An AT Network should have a hierarchy of routes to provide for a variety of activities
and paths to a destination.

Trails and Sidewalks

Sidewalks
Sidewalks on existing streets are essential to an effective AT network. The use of a sidewalk
is directly related to the cleanliness, separation from traffic and the aesthetics of the
route4,5. Each of these elements can be address with good design and policy. Design
criteria include: condition of surface material, surface width, level surface, clear of
obstruction such as poles and signs, provision of stairs on hills, areas of refuge and rest,
railings, effective and wide curb cuts for strollers and wheelchairs, seasonal use
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Humpel et. al, 2002
TFCPS, 2002
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considerations (grit boxes on areas that are known to be slippery in winter), appropriate
lighting, sighting distances and eyes on the space (surveillance). All of these criteria are
located within the sidewalks “design width” while the “sidewalk width” refers to the
traveled or surfaced area of the sidewalk.
Sidewalks are generally used for localized short trips, usually within a 500 m radius of a
starting point to a destination6. Best practices suggest a minimum 0f 1.5 - 1.8 m sidewalk
width 7. For sidewalks that are less than 1.5 m, passing lanes for strollers and wheel chairs
are necessary. Design width should range from 1.5 m in residential areas to 3 m in the town
core.

Sidewalks should be designed to address the entire design width, including any
encroachments on the sidewalk such as street trees, signage and areas of refuge. A welldesigned sidewalk will provide a comfortable environment for people that cannot walk great
distances at a time. In addition, sidewalks will become the primary infrastructure in your
active transportation network. They should be treated as public space and linear parkways
systems that draw people to and from various destinations while providing for attractive
recreational opportunities.

Lessons for Bridgewater:


A hierarchy of sidewalk design widths is required based on area and level of use.

6

American Planning Association. 2006. Planning and Urban Design Standards. John Wiley and Sons.
Hoboken New Jersey
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The minimum sidewalk design width should be 1.5 m.



For sidewalks less than 1.5 m there should be passing bump outs for wheel chair,
strollers and walkers.

Bump out on a sidewalk less then 1.5 m



Well-used sidewalks provide rest areas along the sidewalk with benches and
amenities. These areas of refuge are essential for older pedestrians especially in hilly
areas.



Cleanliness and aesthetics directly impact the use of a sidewalk or route.



Lighting and perceived safety are important for route use.

Trails
Trails are an effective way to create bike and pedestrian only corridors in a community.
Trails provide for both recreational and commuter uses. Trails are also a key tool for
reconnecting and creating the pedestrian grid required for an effective AT network. Trail
design varies based on intended and level of use. Trail design considerations are the same
as for sidewalk design; however, crime and safety considerations are an essential
component of trail design. Many trails do not have the natural surveillance of adjacent
housing to provide the perception of safety, therefore the use of CPTED principals during
design is necessary to promote safe and attractive spaces.
Table 1: Trail Standards summarises general design characteristics for different trail uses.
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Table 1: Trail Standards
Use

Width

Surface material

Grade

MultiMulti-use

2–5m

Gravel/asphalt

Walking/hiking
Bike trail

1.25 m
2.5 – 3.5 m

Crusher dust/ gravel
Asphalt/gravel

0 – 5 % not
exceeding 10 % for
more than 20 m
Less than 20 %
0 – 5 % not
exceeding 10 % for
more than 20 m

Clearing width
4 – 10 m
2.25 m
4.5 – 7.5 m

Sources: City of Surrey, San Diego Riverway Trails Plan, Allegheny County Parks, City of Kwartha Lakes
Plan, City of Guelph

Lessons for Bridgewater:


Trails provide an effective tool for connecting the pedestrian grid.



Trails will require a variety of design widths based on proposed use.



Trails must be carefully designed to provide users with surveillance of surroundings.
This requires clearing tall vegetation from the sides of trails.



Not all trails will be 24-hour use due to safety.

Bike lanes

Biking is an efficient mode of active transportation. Bike lanes can be incorporated into
most existing road right-of –ways, however, bike lanes need to be highly visible and clearly
defined. A review of the literature states that visibility is achieved through signage, lighting,
and colour and/or painted bike lanes. The use of these techniques will vary based on the
volume and speed of traffic on a route. Areas with high volume fast moving traffic will
incorporate wider, highly visible well-defined bike lanes. These infrastructure strategies
need to be supported with driver education. Table 2: Bike Lane Standards provides a
summary of bike and vehicle lane widths.
Table 2: Bike Lane Standards
Use
SharedShared-lane

Paved shoulder

With on street parking
Standard Bike lane

Width
Bike and car lane
combined, Min 4 m
with 4.25 m ideal.
1.2 min paved
shoulder with 1.5
ideal. A 3.5 m car
travel lane
Min. 1.6 m bike lane.
Car lane 3 – 3.5 m
1.5 m min. 2.0 m with
high traffic volumes or
high speed traffic. Car
lane 3 – 3.5 m

Location
Residential areas

Traffic Volume
low

Traffic Speed
low

Rural routes

moderate

Moderate - high

Town core and core
commercial areas
Arterial routes

high

low

high

Moderate - high

Sources: City of Surrey, San Diego Riverway Trails Plan, Allegheny County Parks, City of Kwartha Lakes Plan, City of Guelph
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Table 2 illustrates that there is an opportunity for developing an extensive bike network due
to the design width of many Bridgewater streets.
It should be noted that bike infrastructure also includes end of use facilities. Bike racks are
required at key destinations. Bike racks usually include covered and non-covered storage
for commuters and recreational biking respectively

Lessons for Bridgewater:


Visibility is essential for safety of the biker and driver.



Signage and cues such as painted bike lanes are needed to educate drivers on
shared right of ways with bikers is required.



Route selection should be based on ROW and traffic speeds. Bike routes for strictly
commuter purposes can be located along routes with higher traffic.



Bike racks are essential to promote the use of bikes within a community.

Intersections and Crossings

Intersections and crossings between non-motorized and vehicle traffic create conflict nodes.
The nodes must be addressed to ensure a comfortable and safe environment for both
vehicles and other modes of transportation.
The key element for safe crossings is visibility8. Also, it is very important to delineate
between pedestrian and vehicle space. Visibility and space delineation is achieved with
colour or texture changes, lighting, raised crossings, and a clear line of sight between the
pedestrian and vehicle. For the visually impaired, urban Braille tiles at intersections should
be installed 9. Urban Braille aids in the definition of pedestrian space and provides a
physical cue to pedestrians.
Another essential element to effective and safe intersections is the type and effectiveness of
curb cuts. A universally accessible AT network must ensure accessible and safe curb cuts
that allow mobility impaired and people with strollers to navigate the crossing safely.

Lessons for Bridgewater:


Providing good visibility between driver and pedestrian creates intersection safety.
This can be achieved with lighting, providing good signage and using visual cures for
traffic to slow down.

8

Florida Trail Intersection Handbook: http://www.dot.state.fl.us/Safety/ped_bike/handbooks_and_research
S. Tomic, 2003. Hamilton Urban Braille System: Urban Design for an Aging Society. Plan Canada 43
(1):41-3

9
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Pedestrians safety can be promoted using changes in Texture (urban Braille) , colour
and height variation at key intersections



Curb cut design needed to address safety for wheelchairs and strollers

Crime Prevention Through Environmental Design
Crime Prevention Through Environmental Design (CPTED) focuses on the physical design of
space to deter criminal behavior. This is predominantly achieved through providing natural
surveillance or “eyes on the street”. Much of this is achieved through the strategic
placement of lighting, benches, vegetation and open areas in a space. However there are
other tactics that can be used to promote safe spaces. These include effective and welldefined access to spaces, ensuring easy identification of boundaries to a space, and
providing clean and attractive well maintained spaces. All of these techniques promote safe
and health public areas.

The four key design components of CPTED are territoriality, surveillance, access control, and
maintenance.

Territoriality
Space within the development and along the edges should be well defined and delineated
to create a sense of ownership, such that intruders and strangers stand out. This may be
accomplished through the use of pavement materials, landscaping, art, signage, screening,
fencing, and similar techniques.

l

Surveillance
Create an environment where it is possible for people engaged in their normal behaviour to
observe the spaces around them. Maximize a space's visibility through thoughtful design of
building orientation, window placement, entrances and exits, landscaping of trees and
shrubs, and other physical obstructions. Utilize nighttime illumination of parking lots,
walkways, entrance, stairwells, and related areas that promote an environment in which
natural surveillance is possible.

Access Control
Plan and implement access control to restrict criminal intrusion, especially in areas where
criminal activity cannot be easily observed. Access control may include, but is not limited to,
use of fences, walls, landscaping, and lighting to prevent or discourage access to or from
dark or unmonitored areas. In addition, sidewalks, pavement, lighting, and landscaping
areas should be used to guide the people to and from primary development entrances and
exits.

Maintenance
Lack of maintenance creates a perceived element of crime, which will reduce the use of an
area. An area with scattered garbage and graffiti will be less used than the same area that is
clean of debris with no graffiti. Maintenance supports territorial reinforcement, natural
surveillance, and access control. The more an area is used the safer it becomes which
provides a comfortable , safe atmosphere.

Lessons for Bridgewater:


Create defined pubic and non-public spaces using landscaping



Provide lighting for key routes in the community



Where necessary strengthen the territoriality of a space by controlling access with
fencing, landscaping and walls



Long-term continued maintenance is essential to promote safe and vibrant public
spaces

Summary of Lessons
The best practices review has highlighted specific lesson that will guide the development of
the Bridgewater Active Transportation Plan. The main re-occurring themes are reconnecting
the grid, safety and aesthetics.

m

The Grid
An AT network requires good connectivity. This connectivity is best achieved by providing a
grid of trails, sidewalks and bike lanes throughout a community. The backbone of the AT
network will be the sidewalks. Sidewalk design widths should varied based on use with a
min of 1.5 m with rest areas and bump outs.
Safety
Both physical and perceived safety are essential to a well utilized AT network. Intersection
and bike lane safety are based on the visibility and separation of the pedestrian and biker
from traffic. These are achieved by using signage, lighting and visual cues such as colour
and texture changes for the driver, biker and pedestrians.
The safety of public space is reliant on CPTED principles. As with bike and pedestrian safety,
safety of a space requires natural surveillance. Natural surveillance is the visibility into and
out of a space. Passers by need to be able to see into a space, and people in the space
need to have unobstructed sight lines on the surrounding area.
Aesthetics
The visual attraction of a space provides the character and determines if a place feels safe.
Maintenance and cleanliness are essential to the element of aesthetics. Aesthetics is also
achieved by providing vegetation and areas of refuge. Creating visual interest by framing key
views onto and off of the space. This visual interest will attract people to the use the
infrastructure provided.
These best practices will provide the basis for the Route assessment and the design
solutions for the Town of Bridgewater.
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1.0 Summary of Network Assessment
Greg Zwicker, Kevin Brooks and TJ Maguire completed the routes assessment on October 29 and
November 2, of 2007. The route assessment was based on connectivity, accessibility, aesthetics and
safety. The assessment consisted of on-site surveys of each proposed route. Where necessary,
classifications were adjusted to address identified issues, such as current level of use and existing
infrastructure. The Active Transportation Committee, Ida Scott and Rob Keevill of the BDA and Janet
Barlow of the Ecology Action Centre provided information regarding route selection. The following
section provides a summary of our findings.

1.1 Primary Routes
The primary routes in Bridgewater connect the key destinations in the community. The primary routes
consist of portions of LaHave Street, King Street, and the bridges. Also, It was determined through our
assessment that Aberdeen between North and LaHave and High Street between Empire and Exhibition
should be classified as Primary due to the level of use and number of destinations.

Identified Challenges
The following provides a list of design and use challenges on the primary routes. These challenges are
items that create obstacles for pedestrian and/or bike traffic.

Safety
Separation distance between sidewalk and traffic
Intersection safety (perceived)
Crosswalk safety
No pedestrian lighting
Not crosswalks marked and signed

Universal Accessibility
Accessibility
Sidewalk width and condition
Disconnected sidewalks
Obstructions in sidewalks
No public washrooms
No rest areas
No bike lanes

Placemaking and Aesthetics
Lack of street trees and visual amenities
Cleanliness of area
Obstructions in sidewalks

Connectivity
Connectivity
Connectivity through parking lots
Lack of connectivity up the hill
Disconnected sidewalks
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1.2 Secondary Routes
The secondary routes provide connectivity and act as collectors for the residential neighbourhoods
via the tertiary routes. These routes provide key connections to destinations and the primary routes.
York Street between Empire and Dufferin was reclassified as secondary due to the level and
importance of this connection for the schools. Also, North Street was reclassified as a secondary
route due to it importance as a connector to the downtown core for the residential neighbourhoods in
the area.

Identified Challenges
The following provides a list of design and use challenges on the Secondary routes. These challenges
are items that create obstacles for pedestrian and/or bike traffic.

Safety
Separation distance between sidewalk and traffic
No pedestrian lighting
Not all crosswalks marked and signed

Universal Accessibility
Sidewalk width and condition
Obstructions in sidewalks
No public washrooms
No rest areas
No bike lanes

Placemaking and Aesthetics
Lack of street trees
Obstructions in sidewalks

Connectivity
Disconnected sidewalks

1.3 Tertiary Routes
The tertiary routes provide key connection from residential areas to the secondary and primary routes.
These routes are to provide for safe travel from residential neighbourhoods to key destination around
the community.

Identified Challenges
The following provides a list of design and use challenges on the tertiary routes. These challenges are
items that create obstacles for pedestrian and/or bike traffic.

Safety
Separation distance between sidewalk and traffic
No pedestrian lighting

No marked crosswalks
v

Universal Accessibility
No sidewalks
No public washrooms
No rest areas
No bike lanes

Placemaking and Aesthetics
Lack of street trees

2.0 Field Notes Summary
The following notes are a summary of the original field notes collected during the site assessment.
These notes were used for the basis of route identification and overall assessment of the current
condition of existing infrastructure in the Town of Bridgewater.

2.1 Primary Routes
2.1.1 East Side
LaHave St.
Centennial Trail to Aberdeen
The Centennial Trail provides the main connection between the train bridge and Aberdeen St.. The
trail crosses LaHave St. and parallels the road on the east side of the road. The trail is gravel until it
crosses the road and is a paved 7 ft wide multi-use elevated trail for ~ 250 m. The asphalt trail then
borders a variety of commercial uses. The commercial driveways are not well defined along this
section of LaHave St., making the trail indistinguishable from the properties and planting strip, in
several locations. In addition, the planting strip along this stretch has been filled with gravel leading
to poor maintenance on the trail itself. There are no street trees in the area, but there is clear
unobstructed view of the river. The separation distance on the first 250 m of trail provides a good
multi-use active transportation trail. There is very little pedestrian lighting for the trail.

Aberdeen to Glen Allan
The area is a key destination in Bridgewater. The 1.2 – 1.5 m wide asphalt sidewalks are on both sides
of the street. This area contains a variety of active transportation options with several trails along the
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riverfront. A small pocket park with a trail leads behind the Shell station and provides a rest areas.
This trail continues behind mall. The trail behind the mall has trees and rest areas, however there is
very poor visibility and surveillance. In addition, the level of maintenance is poor, creating an
uncomfortable walking and pedestrian environment.
The sidewalks in front of the mall have some street trees and planters. The mall obstructs the views
to the river. The area is generally clean with good curb cuts however, sidewalk connectivity is lacking
from the plaza shops to the sidewalks along LaHave St.
Like most commercial areas the eyes on the street is low due to lack of “around the clock” use.
There are 6 key intersections in this area. Three of these intersections have high volumes including:
Aberdeen, Davison and the old bridge

Identified Challenges:
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Separating sidewalks and trails from surrounding uses
Cleanliness of area (ie near bakery)
Connectivity through parking lots
Sidewalk width
Lack of street trees
Aberdeen Intersection pedestrian Island very small creating unfriendly pedestrian
environment
Lack of connectivity up the hill
No bike lanes
Disconnected sidewalks (i.e. missing areas of sidewalk across from studio 7)
Obstructions in sidewalks
Separation distance between sidewalk and traffic
No pedestrian lighting
No public washrooms
No rest areas

Aberdeen (Glen Allan to LaHave)
Aberdeen provides a primary access into Bridgewater. This route has high traffic volumes. The route
has 1.2 – 1.5 m wide asphalt sidewalks on one side of the street. There is a path of desire on the
south side of the road leading to and from the Superstore. The slope along the route is steep from
North to LaHave.
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Obstructions such as power poles occur in the sidewalks making them difficult to pass. It was noted
that there are no street trees or pedestrian amenities. Also, the sidewalks curb cuts and curbs are
“very run down”. The volume of traffic, separation distance of the sidewalks and poor level of
maintenance creates a poor pedestrian environment.
The intersection and crosswalks along this route are also not pedestrian friendly. The crossing at
Hirtle St has pedestrian controlled lights. The volume and speed of traffic creates an unfriendly
pedestrian and biking environment.
Identified Challenges:
•
•
•
•
•
•
•
•
•
•

Separating of sidewalks from traffic
Cleanliness of area
Sidewalk width
Lack of street trees
Aberdeen Intersection - pedestrian Island very small creating unfriendly pedestrian
environment
No bike lanes
Obstructions in sidewalks
No pedestrian lighting
No public washrooms
No rest areas

2.1.1 West Side
King Street
Pine to School
The Pine St. to School St. section of King St. has low and slow traffic volumes. The section provides
moderate connectivity with 4 intersection and 3 destinations, 2 parks and a corner store. The parks
provide ideal destinations for recreational active transportation.
The route has some street trees but does not supply landscaping and benches that make a route
attractive to all users. Also, it was noted that there are no public washrooms located along the
section, or in ether of the parks. The parks do however provide excellent viewscapes into the
Downtown and along the river.
No bike lanes were visible in the areas. The sidewalk widths vary but average about 1.2 m. The area
has both concrete and asphalt curbs. The curb cuts also vary from well-constructed accessible curb
cuts to not cuts. Poles and signs in sidewalk creating obstacles for walkers, strollers and wheelchairs.
The asphalt sidewalks are in fair to poor condition. Separation distance from traffic is limited creating
an uncomfortable walking environment in many areas along the route.
Crosswalk markings are missing in many spots. The 3 crosswalks in this area were non-marked or
signed. The unmarked crosswalks do not provide for a safe at environment. Also, none of the
crossings are lighted.
Visibility is good along the route providing clear views in all directions. The route does provide a
relatively safe environment for walking as many homes along the street provided “eyes on the street”.
The area is lighted for vehicles, pedestrian lighting is not provided.
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School to Dufferin
School St. to Dufferin St. along King has low traffic volumes. The sidewalks are predominantly asphalt
with concrete curb on one side of the street (west side). The width is 1.2 – 1.5 m.
There are 5 intersections with several key downtown destinations along the section.
Street trees are present with some benches and planters boxes. There are views onto the river from
this area. Pedestrian lighting exists from Maple to Dufferin along this section. Surveillance obstacles
exist in the sidewalk such as power poles.
Crosswalks are not marked and are generally in fair to poor condition along this stretch. Road lighting
on poles at night provides lighting with signage provided for the crossing at Maple and Dufferin.

Dufferin to Aberdeen (downtown core)
This section of King had medium to high traffic volumes at low speeds. Sidewalks exist on both sides
of the street and the area has good connectivity with 6 intersections. The entire area provides a key
destination for the Town. The concrete and brick sidewalks are in fair condition however, on the east
side of King St. sidewalks are ~ 1m and are up to 3 m on the west side of the street. The low
walkablility on the east side of the street is compounded by the presence of power poles and other
obstructions in middle of sidewalk.
Street trees are present with some benches and areas of refuge. In addition, King Street Court
provides a very nice Downtown park but has very poor surveillance due to lack of sidewalks and eyes
on the space from surrounding buildings.
The benches provided in the downtown core need be placed in an attractive setting. Some are
located at the curb edge, which does not create a comfortable area of refuge.
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The area is generally clean, however the level of maintenance is low and some of the infrastructure is
showing signs of wear. The area is commercial which limits eyes on the street at night however,
pedestrian lighting is provided.
Most intersections have good visibility but would be improved with bulb outs and clearly defined
crosswalks.

Aberdeen to Centennial Trail
This section of King has 1.2 – 1.5 m sidewalks on the west side of the street. This street has high traffic
high speed with no separation distance between the sidewalk and traffic. The sidewalks are
predominantly asphalt. The area is uncomfortable to walk on due to the lack of separation distance
and “eyes on the street”. However the surveillance distance from the sidewalk is good. In addition,
few of the crosswalks are painted or lighted making the pedestrian environment unwelcoming.
The area provides access to 3 key destinations, the centennial trail, the river front park and the high
school
The centennial trail bridge provides an excellent resting area for recreational active transportation.
The views from the bridge provide ideal vantage of the La Have river. This area however provides a
potential area of conflict, as there is no crosswalk from the existing sidewalk to the access to the trail.

Identified Challenges:
•
•
•
•
•

Sidewalk width
Curb cuts
No bike lanes
Disconnected sidewalks ( i.e. missing areas of sidewalk in front of parks)
Obstructions in sidewalks (downtown along parkades)
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•
•
•
•
•

Separation distance between side walk and traffic ( near foot bridge)
No pedestrian lighting on majority of street
No public washrooms
Poorly placed rest areas
Lack of street trees

2.2 Secondary Routes
2.2.1 East Side
Glen Allan - Aberdeen to LaHave
Road has medium traffic volumes with a very wide asphalt width. Asphalt sidewalks are on one side
of the street. No views or street trees are along the street, however the area is very clean. The
sidewalks are in good condition with 5 – 8 foot wide curb cuts. There are no bike lanes or rest areas
along the route.
The route has the main recreational destination in the community located near the Glen Allan and
LaHave intersection.
There are 7 intersections along providing good connectivity. Many of the crosswalks are not marked
and or lighted.
Identified Challenges:
•
•
•
•
•
•
•
•

Separating of sidewalks from traffic
Sidewalk width
Lack of street trees
No bike lanes
No pedestrian lighting
No public washrooms
No rest areas
Sidewalks only one side

North (LaHave to Aberdeen)
North Street has 6-8 ft. wide curb cuts with a 1.5 m width asphalt sidewalks. The sidewalks are in
good condition. North St. does not have any key destinations. The area has several hotels, some
office space and car dealerships. The route provides a key connection to downtown and throughout
the community. In addition, it provides access to the big box commercial on the highway.
North St. has high traffic volumes with sidewalks on one side of the street. The area is not maintained
with litter in the ditches and along the street. The lack of street trees, no “eyes on the street” and lack
of maintenance creates an unfriendly pedestrian environment.
The high traffic in the area has created three key intersections on the route. North and Season is a
high volume intersection with no crosswalks. This intersection has push button pedestrian control.
The route is lighted for vehicle traffic.

Identified Challenges:
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•
•
•
•
•
•
•
•
•
•

Lack of eyes on the street
Separating of sidewalks from traffic
No crosswalks at key intersections
Sidewalk width and condition
Lack of street trees
No bike lanes
Obstructions in sidewalks
No pedestrian lighting
No public washrooms
No rest areas

2.2.2 West Side
Empire (King to High)
This street has medium to low traffic levels with sidewalks on two sides up to the intersection with
York. Sidewalks are asphalt in fair condition. They are 1.5 m wide but are very steep from King to
Queen the area has 6 intersections. There are street trees but no areas of refuge. The area is clean
with no public washrooms.
All of the intersections are in good to fair condition. All the intersections are lighted. Some of the
intersections are not painted or signed.
Identified Challenges:
•
•
•
•
•
•
•
•
•
•

Not all intersection cross-walked
Sidewalk width
Lack of street trees
Lack of connectivity up the hill
No bike lanes
Obstructions in sidewalks
Separation distance between sidewalk and traffic
No pedestrian lighting
No public washrooms
No rest areas

High (Empire to Dufferin)
This street has medium to low traffic levels with sidewalks on one side. Sidewalks are asphalt in fair
condition. They are 1.5 m wide. The area has 2 intersections, which provides connectivity to the
surround residential neighbourhoods. There are no street trees or areas of refuge. The area is clean,
but there are no public washrooms along this route. The area is a key commercial and shopping
destination.
All the intersections are in fair to poor condition. All the intersections are lighted. Some of the
intersections are not painted or signed.
Note: Area between Empire and Anne were under construction at the time of the assessment.
Identified Challenges:
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•
•
•
•
•
•
•
•
•
•
•

Sidewalk width
Lack of street trees
No bike lanes
Disconnected sidewalks
Obstructions in sidewalks
Separation distance between sidewalk and traffic
No pedestrian lighting
No public washrooms
No rest areas
Long crosswalks without refuge area
Side on only one side of street

Dufferin (High to King)
This street has medium to high traffic levels with sidewalks on both sides. The asphalt sidewalks are
in fair condition. They are 1.5 m wide. The area has 8 intersections, which provides good connectivity.
There are street trees but no areas of refuge. The area is clean but no public washrooms are provided.
The area provides a key arterial route into the community.
All the intersections are in good to fair condition. All the intersections are lighted. Some of the
intersections are not painted or signed. The curb cuts along Dufferin are generally in poor condition.
Identified Challenges:
•
•
•
•
•
•
•
•
•

Sidewalk width
Poor condition of sidewalks
Lack of street trees
No bike lanes
Obstructions in sidewalks
Separation distance between sidewalk and traffic
No pedestrian lighting
No public washrooms
No rest areas

2.3 Tertiary Routes
2.3.1 East Side
Hollingsworth
Hollingsworth is a residential street with low traffic volumes. There are 1.5 m wide sidewalks on one
side of the street. The sidewalks are in good condition. The right-of-way is 60 ft. The three
intersections provide connectivity to the surrounding neighbourhoods. There are no street trees and
amenities for AT on route but street lighting is provided along with good surveillance and visibility
from sidewalk. None of the crosswalks are painted along the route.
Identified Challenges:
•

No crosswalks

xiii

•
•

No bike lanes
No pedestrian lighting

Streatch (from Glen Allan)
Streatch is a low traffic residential neighbourhood with no sidewalks. The street provides a key
connection to the plaza. The two intersections provide connectivity to the surrounding
neighbourhoods. There are no street trees and amenities for AT on the route. Street lighting is
provided along with good surveillance and visibility from the sidewalk. None of the crosswalks are
painted along the route.
The connection with the plaza is essential for at connectivity; however, the trail ends in the parking
lot, which has not been designed for pedestrian traffic.
Identified Challenges:
•
•
•
•

No sidewalks
No crosswalks
No bike lanes
No pedestrian lighting

Season (to North)
Season is a residential area with low traffic. There are no sidewalks in the area. The road has 6
intersections from loop roads into other residential areas. There are no street trees or pedestrian
amenities on the route. The area is clean and lighted with streetlights. None of the intersections have
marked crosswalks, however all are lighted.
Identified Challenges:
•
•
•
•

No sidewalks
No crosswalks
No bike lanes
No pedestrian lighting

Haven (North to Osprey)
Haven is a residential area with low traffic. There are no sidewalks in the area. The road has 3
intersections from roads into other residential areas. There are no street trees or pedestrian amenities
on the route however the area is clean and lighted with streetlights. None of the intersections have
marked crosswalks, however all are lighted.
Identified Challenges:
•
•
•
•

No sidewalks
No crosswalks
No bike lanes
No pedestrian lighting

Mayfair (to Brady)

xiv

Mayfair is a low traffic residential area. There are no sidewalks along Mayfair between Brady and
Hollingsworth. There is very poor connectivity to the area as the connecting roads are dead ends.
Hollingsworth is proposed to extend through to Glen Allan, which will significantly increase the
connectivity for the area.
A sidewalk occurs from Hollingsworth to the south end of Mayfair.
There are no street trees, however the area is very clean. The street is well lighted. None of the
intersections have marked crossings

Identified Challenges:
•
•
•
•

No crosswalks
No bike lanes
No pedestrian lighting
Poor connectivity

Miller (Brady to Aberdeen)
Miller is a low traffic residential area. There are no sidewalks along Miller. There is moderate
connectivity to the area through the connecting streets. The route provides a key connection to
Aberdeen. There are 5 intersections along the route. None of the intersections are marked except the
intersection with Aberdeen, which is lighted and marked. There are no curb cuts at this crosswalk.
Identified Challenges:
•
•
•
•

No crosswalks
No bike lanes
No pedestrian lighting
Poor connectivity

2.3.2 West Side
Alexandra/York ((Jubilee to North Park)
There are 14 intersections along this route with sidewalks along the entire route until after Victoria.
The intersection between Victoria and Dufferin are lighted marked crossings. In addition, there are
several marked crossings near the schools. Traffic volume is medium to low.

Identified Challenges:
•
•
•

No bike routes
Width of sidewalks
Side connectivity after Victoria

Dominion (King to High)
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This route is a key pedestrian route and has moderate vehicle traffic. Sidewalks are on both sides of
the street between King and York. The sidewalks are 1.2 m wide along this stretch. From York to Forest
Hill the sidewalks are 1.5 to 2.0 m wide. The asphalt sidewalks are in good condition. There are a few
street trees in the area. There are 10 intersections along the route providing good connectivity to the
surrounding areas. All intersections along the route have signage and painted crosswalks. The cross
walk at Queen and Dominion has a flashing yellow and the crosswalk at York has a 4 way stop. The
sidewalks are obstructed with signposts and telephone poles.
The route is a residential route with very good natural surveillance characteristics.

Identified Challenges:
•
•
•
•
•
•
•
•
•

Steep between King and Church
Poor condition of sidewalks
Lack of street trees
No bike lanes
Obstructions in sidewalks
Separation distance between sidewalk and traffic
No pedestrian lighting
No public washrooms
No rest areas

Jubilee,
Jubilee is a low traffic residential street. There are sidewalks on one side of Jubilee. Key intersection
with the park, museum and pool are marked and signed, however the majority of intersection were
not painted.
There is moderate connectivity to the area through the adjacent residential streets. The route
provides a key connection to King and Exhibition. The ten intersections along Jubilee lead to
residential neighbourhoods
There are no street trees. The sidewalks are narrow with obstructions reducing the effective sidewalk
width.
Identified Challenges:
•
•
•
•

No sidewalks
No crosswalks
No bike lanes
No pedestrian lighting

Smith and DesBrisay
Smith and DesBrisay are low traffic residential streets. There are no sidewalks along these streets.
The routes provide a key connection to Jubilee and Exhibition. There are 8 intersections along the
route.
Identified Challenges:
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•
•
•
•

No sidewalks
No crosswalks
No bike lanes
No pedestrian lighting

Exhibition
Exhibition is a low to moderate traffic street. This street provides a connector between residential
areas and the High street commercial area. There are sidewalks on one side of the street. There are
no intersections along the route except where it intersects Dufferin.
There are few street trees and there are no eyes on the street in this area.
Identified Challenges:
•
•
•
•
•
•
•

Lack of street trees
No bike lanes
Separation distance between sidewalk and traffic
No pedestrian lighting
No public washrooms
No rest areas
No surveillance of the space
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3.0 Survey Sheet
Observer Name:
Route Name
Route Width
Traffic Volume
Observed
Measured

Date:

time:

High/medium/Low

Sidewalks
Present: (y/N)
Surface material
Condition (good/fair poor)
Width
Grade
Cross slope
Connectivity
Number of Intersections
Number of destinations
Natural pathways
Notes:

Aesthetics
Street Trees (y/n)
Landscaping /planters
Benches areas of refuge
Views
cleanliness
Public washrooms
Safety
Eyes on the street
Lighting
Surveillance distance
Crosswalks (see over)
Intersections (see over)

Crosswalks
Location
Condition
Marked/painted
Lighted
At grade/elevated
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Surveillance distance
Curb cut (good/fair/poor)
Signage (y/n)
photos
Location
Condition
Marked/painted
Lighted
At grade/elevated
Surveillance distance
Curb cut (good/fair/poor)
Signage (y/n)
photos
Location
Condition
Marked/painted
Lighted
At grade/elevated
Surveillance distance
Curb cut (good/fair/poor)
Signage (y/n)
photos
Location
Condition
Marked/painted
Lighted
At grade/elevated
Surveillance distance
Curb cut (good/fair/poor)
Signage (y/n)
photos
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Appendix C: Map - Existing Road Network

Appendix D: Map – Connectivity Network

Appendix E: Decision Matrix

Project

Class

Safety

Connectivity

Aesthetics

Aberdeen (North to LaHave)
**LaHave (Aberdeen to Hollingsworth connector)
**King (Victoria to Dufferin)
High (Victoria to Exhibition)
North (LaHave to Aberdeen)
Glen Allan (Aberdeen to LaHave)
LaHave (Centennial Trail to Aberdeen)
LaHave (Hollingsworth connector to Glen Allan)
**King (Centennial Trail to Victoria)
King (Dufferin to Pine)
Empire (King to High)
Dufferin (King to Exhibition)
York (Empire to Dufferin)
Season/Haven
Hollingsworth (Mayfair to LaHave)
Streatch
King/Logan/York
Dominion (King to High)
Alexandra (Dufferin to Jubilee)
Exhibition/DesBrisay
Jubilee
Smith

1
1
1
1
2
2
2
2
2
2
2
2
2
3
3
3
3
3
3
3
3
3

4.3
2.3
2.3
3
3.3
1.5
1.7
2
3.6
2.3
2
2.3
2.5
3
2
2
2
2
1.5
2
2
2

3
2.6
2.3
3
2.6
3.5
2.3
2.3
1.7
2.6
2.6
3.3
4
2.5
4.5
4.5
3
3.5
3
2.5
2.5
2.5

4
3.3
3
3.6
3
2.5
2.6
2.6
3.3
2.3
2.6
3
2
4
2.5
2.5
3.5
3
2
3.5
2
2

Accessibility Average
4
2
2.6
3
3.3
2.5
3
2.6
2.7
1.6
2.6
3
1.5
4
2.5
2.5
3
2.5
2.5
2
2
2

Ranking System 1-5 ranking (1- street is good 3- could use upgrades 5- needs immediate upgrades)
Any route that ranked over an average of 3 was prioritized. Primary routes were given priority over Secondary or Tertiary routes unless a safety issues was identified. The
routes denoted with an asterisk were also prioritized. King (Centennial Trail to Victoria) was prioritized because of a perceived safety issues for school age children. King
(Victoria to Dufferin) and LaHave (Aberdeen to Hollingsworth connector) were prioritized because of the importance of these destinations in the core of the community.
1: Aberdeen (North to La Have Street)
2: North (La Have to Aberdeen)
3: King (Victoria to Dufferin)
4: La Have (Aberdeen to Hollingsworth Connector)
5: High (Victoria to Exhibition)
6: Season/Haven
7: King (Centennial to Victoria)

3.8
2.5
2.5
3.1
3.0
2.5
2.4
2.3
2.8
2.2
2.4
2.9
2.5
3.3
2.8
2.8
2.8
2.7
2.2
2.5
2.1
2.1

Appendix F: Proposed Cost of Construction Assumptions

PROJECT 1
Assumptions
•
•
•
•
•
•
•
•
•
•
•
•

Minimum existing asphalt width 33’ (10m)
Sidewalk removal 2m wide one side entire length, 1.5m wide other side 130m
long
Curb entire length both sides to be removed
Asphalt Removal 2.4m over 200m
Asphalt Reinstatement 1.4m over 300m 1m over 200m
Tree removal from pictures and aerial photo
Catchbasin relocation at intersection
1 hydrant every 150m
1 pole relocated for every 200m length – both sides
Average driveway width 4.0m, depth 1.5m
Topsoil and sod width 1.8m each side
Retaining wall average 0.6m high over 25% of the length

PROJECT 2
Assumptions
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Minimum asphalt width 27’ (8.2m)
Sidewalk removal 1 side only 1.5m wide
Curb Removal 1 side only
Average of 1 pole every 200m required to be moved
No hydrants need to be moved
Catchbasins on south side don’t need to be relocated
Catchbasins on north side can be connected to an existing storm system
Asphalt reinstatement 2.5m wide total both sides
New sidewalk 1.5m wide each side
Average driveway width 4.0m, depth 1.2m
Topsoil and sod width 1.5m each side
No benches required
Street signs remain on pole
Retaining wall average 0.6m high over 25% of the length
New catchbasins every 120m on one side

PROJECT 3
Assumptions
•

Sidewalk removal 2.5m one side 1.5m wide other side

•
•
•
•
•
•
•
•
•
•
•
•
•
•

Average asphalt width 44’ (13.4m)
Asphalt removal 2.1m
Assume 30 trees to be removed
Street lights every 20m each side
Asphalt reinstatement 2.5m wide total both sides
Catchbasin relocation 10 on south side 7 on North side
Bench every 200m
Traffic lines 4m line \ 6m of road x667m + 667 for CL
No new street Trees
No pole relocation
No topsoil and sod
One parking meter every 6m
1.8m wide sidewalk each side
1 hydrant every 100m

PROJECT 4
Assumptions
•
•
•
•
•
•
•
•
•

Curb, sidewalk, catchbasins, poles on Centennial Trail side to remain.
Average asphalt width 41’ (12.6m)
Asphalt removal to 4m wide median – 50% of the length
Sidewalk removal 50% of south side
Asphalt reinstatement 1.5m one side only
Catchbasin relocation 8 for south side and 6 om north around intersections
Limited over head lines on south side
Retaining wall 0.9m high along front of Bridgewater Mall
Street lines on both sided and half of middle lane for turning lanes

PROJECT 5
Assumptions
•
•
•
•
•
•
•
•
•
•

Minimum existing asphalt width 32’ (9.75m) maximum width 37’ (11.25m)
Concrete sidewalk from Empire Street to Anne Street to remain
Existing concrete curb to remain – sufficient width behind curb for sidewalk
All existing curb is concrete
Existing sidewalk width 2.0m both sides
Tree count from aerial photo
Driveway count approximate and from mapping
Asphalt reinstatement 250m wide x 1.5m long in front of mall
No catchbasin relocation
3 hydrants in pictures probably at least 1 more needs relocating

•
•
•
•
•
•

1 pole relocated every 200m
New sidewalk 1.5m both sides – not including Empire to Anne
Driveway avg. width 4m x 43 driveways x 2.7m deep
Sod – (1170m x 2 – 150 – (43x4)) x 1.2m wide
1 street sign every 200m (not on pole)
1m high retaining along mall by High-Dufferin intersection

PROJECT
PROJECT 6
Assumptions
•
•
•
•
•
•
•
•
•
•
•
•

Season Drive 22’ (6.7m) wide asphalt
Haven Drive 30’ (9.1m) wide asphalt
No existing sidewalk
No existing curb on Seasons Drive
Curb on both sides of Haven drive to be removed
Tree removal – 1 tree per lot on Haven
Culvert count approximate from mapping
New catchbasins on Seasons = 1 per intersection + 1/120m on other side
64 driveways on Haven 77 driveways on Season
No hydrants on season, 3 hydrants on Haven – from pictures
Pole every 50m relocated - both sides
1+ sign at every intersection

PROJECT 7
Assumptions
•
•
•
•
•
•
•
•
•
•

King Street 34’ (10.4m) wide asphalt
Sidewalk removal 1 side only 1.5m wide
Curb removal entire south side + 550m along park
Asphalt reinstatement 1m each side along curb
Catchbasin relocation every 120m along south side
Hydrant relocation every 150m
Pole relocation every 50m one side
Sidewalk 1.5m wide each side
Topsoil and Sod 1.5m wide each side
Retaining wall 0.6m high 100m + 3m high 200m + 2m high 200m

Appendix G: Visualization Images

