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EXECUTIVE SUMMARY 
There is growing awareness that our current auto-dependent lifestyles are not sustainable, either in 
terms of impacts on the environment, or in terms of impacts on our health.  While many solutions to 
this problem have been studied, the most obvious solution is to significantly increase reliance on 
active transportation modes.  Active transportation essentially refers to any form of human-powered 
transportation - walking, cycling, wheeling, in-line skating, skateboarding, ice skating or 
canoeing/rowing.  Active transportation modes produce zero pollution and are virtually free to those 
who use them.  Research is also starting to show that people who commute using active 
transportation modes are happier and less stressed than those that do not. 

In recognition of the many benefits of Active Transportation, Cape Breton Regional Municipality 
initiated the Active Transportation Plan in fall 2007.  A key underlying objective of this plan is to 
improve the quality of life and health of residents, by encouraging more people to use Active 
Transportation.  Achieving this objective requires that CBRM ensure safe and attractive conditions 
for walking, cycling and other non-motorized forms of travel – for all of its residents. 

The creation and adoption of the Active Transportation Plan will allow CBRM to: 

Facilitate developing a common pedestrian and cycling vision, along with goals, 
policies and tools to guide on-going work;  

Play a coordinating role to ensure that walking and cycling facilities within and 
between communities are connected and continuous; 

Establish education, enforcement, and promotion programs to enhance the real 
and perceived safety of walking and cycling and establish non-motorized travel 
as a viable transportation alternative;  

Develop planning and design standards for road facilities that are more 
conducive to active transportation. 

The Active Transportation Plan and related networks are inclusive of streets, trails, recreational 
activities/facilities and natural environment attractions. 

Study Approach and Consultation 
The Active Transportation Plan study was divided into three main phases as follows: 

Phase 1 – Existing Conditions and Study Vision 

Phase 2 - Regional Bicycle and Pedestrian Plan 

Phase 3 – Implementation Strategy 

This report represents the culmination of all three phases. 

Public and stakeholder consultation was central to the development of this plan and included formal 
public open houses, focus groups, stakeholder meetings, walk-abouts, working with schools and an 
on-line survey. 
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Based on these consultation activities, there appears to be strong support for improving conditions 
for walking and cycling, with health and safety/accessibility for children and youth rating as the top 
reasons for doing so.  

Study Vision 
With the assistance of the Active Transportation Committee, and based on input from stakeholder 
consultations, the following was established as a Vision for the AT Plan: 

The Active Transportation Plan will improve the health of the citizens of CBRM by creating 
opportunities to connect this “community of communities” through walking, rolling and 
cycling in a manner that will sustain social, economic and environmental benefits. 

To achieve this Vision, a walking and cycling environment should be created that:  

1. Reaches the entire community, from children to seniors, and the full range of socio-
economic circumstances 

2. Assists students in walking or cycling to school and other places within their 
communities 

3. Improves access to the community for those with physical or cognitive impairments 

4. Prioritizes connecting cycling and walking with transit 

5. Considers all modes, including auto mobility, to create “complete” streets 

6. Reduces crime and contributes to personal comfort and security 

7. Contributes to healthy and active citizens and a healthy work force, reducing the 
associated risk of chronic disease 

8. Will allow a shift in public funding from health to other initiatives once walking and 
cycling are again realized as normal and routine activities for getting around the CBRM 

9. Respects the cultural identity of the individual communities within the CBRM  

A central goal of the Plan is to get more people to walk, run, or roll as part of their daily routine, and 
for some, enable them to make Active Transportation their primary travel mode. 

Rationale for Improving Conditions for Active Transportation 
Many current issues are tied to improving conditions for walking and cycling: 

An aging population 

Retention of youth 

Growing concerns about climate change 

Shift from traditional economies to emerging economies such as tourism 

Inability to keep up with road rehabilitation needs 

There are also opportunities that re-enforce the need to consider prospects for active 
transportation: 
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Health organizations are recognizing the need to move from “treatment 
approach” to “prevention” approach  

Provincial and Federal Government commitments to the environment and 
sustainable development initiatives  

Sydney Tar Ponds rehabilitation 

DEVCO Legacy project 

Finally, based on current projections, CBRM’s population is not expected to grow significantly and 
the average age of residents will increase.  As a result, CBRM can expect a reduced need for road 
capacity to accommodate commuter travel demands.  Worries about congestion may soon 
disappear, creating a more conducive environment for concepts such as reducing traffic lanes in 
favour of bike lanes. 

Plan Elements 
The Active Transportation proposed for CBRM is not just about improving infrastructure, but rather 
a comprehensive set of recommendations aimed at changing policies, practices and programs to 
better accommodate the needs of non-motorized transportation modes.  In addition to 
recommending a network plan, the recommended plan includes recommendations on: 

Design standards for pedestrian and bicycle facilities; 

Improving the design of new development to better accommodate AT users; 

The recognition of the benefits of promoting active transportation on tourism and 
economic development; and, 

Supporting policies and programs to help change behaviour and to ensure that 
the need for AT becomes engrained in all of CBRM’s planning activities. 

ACTIVE TRANSPORTATION NETWORKS 

Exhibit ES.1 illustrates the recommended active transportation network for CBRM.  The Active 
Transportation pedestrian and bikeway network is composed of Intercommunity and Intracommunity 
routes.  These are complemented by Recreational/Scenic Routes as shown on Exhibit ES.2. 

Intercommunity Routes—these form the skeleton of the network offering 
opportunities to move throughout CBRM; between communities/urban centres, 
and on direct routes through communities/urban centres.  In the greater context 
(regional/provincial context) intercommunity routes will ultimately form the 
connections to neighbouring municipalities, and regional/provincial/national trail 
systems.  The Intercommunity system is typically located on or along higher 
order roads, and linear off road corridors such as abandoned railway lines.  

Intracommunity Routes—these provide links to the Intercommunity network 
and connect local/neighbourhood destinations and points of interest. The 
Intracommunity network includes Primary routes and Secondary routes. 
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Recreational/Scenic Routes—are complementary to the Intercommunity and 
Intracommunity route network.  It is anticipated that these Recreational/Scenic 
routes will not be used frequently for Active Transportation, however they are an 
important aspect of the “big picture” for cyclist and pedestrian travel in CBRM as 
the use of these routes support other important initiatives related to healthy 
lifestyles, tourism and economic development.  Although included in the CBRM 
AT Plan, these routes require further study through cycling and trail strategies. 

Sidewalks and the Pedestrian Network—a connected sidewalk network is 
extremely important to pedestrian travel.  Sidewalks already exist along many of 
the streets in urban centres and efforts should be made to eliminate gaps in the 
urban sidewalk network regardless of whether or not they are part of the key 
pedestrian network illustrated in Exhibit ES.1.  Urban Intracommunity and 
Intercommunity pedestrian routes that are illustrated in the pedestrian network 
should receive priority winter maintenance.  Furthermore, priority should be 
given to high quality, continuous sidewalks along these designated routes.  

When determining appropriate facility types for each segment of the AT route network, each route 
must be assessed on an individual basis; however, the following table indicates the facility types 
that were generally considered for pedestrian and bikeway routes according to network hierarchy. 

POTENTIAL TYPICAL FACILITY TYPES NETWORK 
HIERARCHY 

PEDESTRIAN NETWORK BIKEWAY NETWORK 

Intercommunity Multi-use pathway
Sidewalk

Bike Lane 
Paved Shoulder
Wide Shared-use or Wide Curb Lane 
Multi-use Pathway 

Intracommunity—
Primary Routes 

Sidewalk
Multi-use Pathway 

Bike Lane 
Paved Shoulder 
Wide Shared Use or Wide Curb Lane 
Signed Route 
Bicycle Priority Street/Bikeway 
Boulevard

Intracommunity—
Secondary Routes 

Sidewalk
Multi-use pathway
Low volume road 

Wide Shared-use Lane
Signed Route 
Bicycle Priority Street/Bikeway 
Boulevard

Recreational / Scenic Multi-use pathway 
Sidewalk
Low Volume Road 
Paved or Granular Shoulder 

Paved Shoulder 
Signed Route 
Multi-use Pathway 

The location of recommended network routes may be subject to change through more detailed 
technical studies and community consultation, where warranted, prior to the implementation of 
individual routes.  At the same time however, the extensive community effort that established the 
overall directions of this plan and the recommended network must be respected. Therefore, specific 
changes to the recommended Active Transportation network should be evaluated in the context of 
such a decision's impact upon the overall AT Network and accompanying vision for Active 
Transportation in CBRM. 
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directions of this plan and the recommended network must be respected. Therefore, specific changes to the recommended Active Transportation network 
should be evaluated in the context of such a decision's impact upon the overall AT Network and accompanying vision for Active Transportation in CBRM.
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Exhibit ES.2
CBRM Active Transportation Plan - Network
Recreational and Scenic Bicycle Routes

In Association with Catherine O’Brien
and Vibe Creative Group

The location of recommended network routes may be subject to change through more detailed technical studies and community consultation, where 
warranted, prior to the implementation of individual routes.  At the same time however, the extensive community effort that established the overall 
directions of this plan and the recommended network must be respected. Therefore, specific changes to the recommended Active Transportation network 
should be evaluated in the context of such a decision's impact upon the overall AT Network and accompanying vision for Active Transportation in CBRM.



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page E.8 

SIGNATURE PROJECTS 

During public and stakeholder meetings, several projects emerged as having the potential for strong 
community backing or significant potential for accelerating the development of the AT network and 
the goals of the AT Plan.  The study team subsequently defined these as “Signature Projects.”  The 
identification of Signature Projects is intended to help: 

Leverage funding from other levels of government 

Engage community interest 

Highlight and resolve design challenges 

Provide visible actions 

Exhibit ES.3 illustrates the location of these signature projects. 

SUPPORTING POLICIES AND PROGRAMS 

In recognition of the goal of engraining AT into all aspects of community building, several supporting 
policies and programs are recommended:  

Build AT Friendly Communities by promoting active transportation friendly land-use 
planning

Adopt child and youth-friendly land-use policies 

Adopt policies on bicycle parking and end-of-trip facilities (i.e. showers and 
change rooms) 

Update criteria on the location, design and accessibility of sidewalks 

Integrate transit with AT including bike racks on busses, feasibility of “smart 
cards”, providing express service to key employers 

Adopt AT Network Policies and Practices, centred on implementing and maintaining the 
recommended Active Transportation Network 

Continue to support a CBRM AT Committee 

Support community groups sponsoring a part of the AT network 

Develop a Sidewalk Prioritization Program to address existing deficiencies in the 
sidewalk network 

Develop a Regional Trail Strategy for CBRM 

Develop a bike route signage strategy in partnership with the ProvinceCreate 
AT-supportive Practices that address everyday responsibilities of the CBRM and 
how they are carried out to encourage more cycling and walking 

Collaborate with Safe Routes to School programs 
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Exhibit ES.3
CBRM Active Transportation Plan
Proposed Signature Projects

In Association with Catherine O’Brien
and Vibe Creative Group
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The location of recommended network routes may be subject to change through more detailed technical studies and community consultation, where 
warranted, prior to the implementation of individual routes.  At the same time however, the extensive community effort that established the overall 
directions of this plan and the recommended network must be respected. Therefore, specific changes to the recommended Active Transportation network 
should be evaluated in the context of such a decision's impact upon the overall AT Network and accompanying vision for Active Transportation in CBRM.



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page E.10 

Routinely consider the needs of pedestrians and cyclists in transportation 
projects and services, including planning, design, traffic data collection and 
construction / traffic management 

Review and update roadway maintenance practises to better accommodate 
cycling 

Consider changes to sidewalk winter maintenance 

Create a reporting system for cyclists and pedestrians to use to report poor 
roadway / bikeway / sidewalk conditions 

Develop AT-supportive Programs aimed at shifting travel behaviours and encourage more 
people to walk, cycle or take transit 

Collaborate with other stakeholders in creating an AT map 

Collaborate with community partners to develop programs that shift 
transportation behaviours of CBRM staff and other large employers 

Develop a one portal information link on the CBRM’s web site for information 
about active transportation. 

Support community events and activities that encourage more walking and 
cycling 

Collaborate on safety, education and enforcement campaigns and programs that 
focus on collision prevention 

Consider introducing a Police on Bikes community policing unit 

Consider partnering with community stakeholders to deliver Kids CAN-BIKE 
programs in schools or summer day camps 

Implementation and Monitoring 
The process for implementing the AT Plan and its recommended actions requires continuous effort 
on the part of CBRM staff, the AT Committee, key stakeholders and the public. The adoption of the 
AT Plan is the first step in the overall implementation process.  Following this, policies, programs 
and recommendations on infrastructure will be carried through to annual programming exercises 
including the annual budgeting process wherein investment priorities and timings are established. 
The planning and design phase for future infrastructure begins once priorities are set. Physical 
implementation occurs with construction, and continues into the operation and maintenance of the 
facilities. Monitoring is undertaken to gauge the effectiveness of the policies, programs and 
infrastructure improvements in achieving the AT Plan goals and objectives. Shifts in underlying 
assumptions or achievement of objectives signal the need for a review of the basic policy direction, 
and the process starts again. 

Meeting the objectives of the AT Plan will be challenging.  It requires the dedication of not only 
funds to construct and maintain the routes and programs, but also human resources to plan and 
design the routes, seek outside funding, implement policies and programs, monitor progress, and 
engage stakeholders and the public in supporting it.  CBRM staff and the AT Committee are the key 
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human resources to effectively move forward on the plan implementation.  It is recommended that 
CBRM explicitly define CBRM staff requirements and support the AT Committee during 
implementation of the AT Plan. 

A regular review of the AT Plan is proposed every five years, ideally in conjunction with updates to 
the Municipal Planning Strategy. 

Financial Implications 
The net cost of implementing the infrastructure components of the AT plan is dependent on several 
factors including whether or not the projects can be implemented in conjunction with other projects 
or as part of on-going road rehabilitation projects, as well as the level of financial support that can 
be garnered from other levels of government and community partners.  In general, it has been 
assumed that, on average, approximately one-third of the total cost of infrastructure improvements 
will need to come from CBRM.   

In addition to identifying signature projects, the AT plan network recommendations were classified 
into two phases:  

Short Term (2009-2014)  

Long Term (2014-2029) 

A summary of opinion of probable construction cost to implement the short-term and long-term 
phases is presented in the table below. The short term projects work out to an average expenditure 
of $1 million per year, of which approximately one-third is expected to be funded by CBRM. 

PHASE PROJECT TYPE PROBABLE COST 
2008 DOLLARS 

Signature Projects $3,830,000Short Term Other Routes $1,152,000
Subtotal $4,982,000

Signature Projects $2,594,000Long Term Other Routes $12,522,000
Subtotal $15,116,000

Grand Total $20,098,000

Moving Forward Together 
During the course of the Active Transportation Study, it became clear that there are numerous 
governmental departments, agencies, community groups and stakeholders interested in being part 
of the implementation of the AT Network, to plan, design, construct, operate and/or maintain the 
routes, in particular for the Signature Projects.  The CBRM department involvement, provincial and 
federal governments/agencies and potential community partners are identified in Exhibit ES.4 for 
each Signature Project. 
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Exhibit ES.4: Potential Partners for the
Planning, Design, Operation and Maintenance of the Signature Projects

POTENTIAL INVOLVEMENT 

SIGNATURE 
PROJECT CBRM DEPARTMENT 

PROVINCE/ FEDERAL 
GOVERNMENT 

POTENTIAL COMMUNITY 
PARTNERS 

George Street Bike Lanes 
Engineering and Public 
Works 
Planning

Sydney and Area Chamber of 
Commerce

King’s Road Bike Lanes or 
off-road path 

Engineering and Public 
Works 
Planning

NS Transportation and 
Infrastructure Renewal 
ECBC

Velo Cape Breton 
ACAP Cape Breton 

Whitney Pier Heritage Trail 
Recreation
Engineering and Public 
Works 

Nova Scotia Lands 
Sydney Tar Ponds Agency 
ECBC

Whitney Pier Heritage 
Society

GreenLink

Recreation NS Health Promotion and 
Protection
ECBC

Greenlink
Rotary/Kinsmen
Membertou
Cape Breton Regional 
Hospital

Cross Harbour Ferry 
Planning
Recreation

ECBC
NS Transportation and 
Infrastructure Renewal 

Sydney and Area Chamber of 
Commerce

Downtown Sydney to 
Mayflower Mall Link 

Engineering and Public 
Works 
Planning

ECBC
Sydney Tar Ponds Agency 

Sydney and Area Chamber of 
Commerce

Victoria Road – Whitney Pier 
Engineering and Public 
Works 
Planning

Whitney Pier Heritage 
Society

Sydney – Glace Bay Multi-
use Path 

Engineering and Public 
Works 
Planning
Recreation

NS Transportation and 
Infrastructure Renewal 

Cape Breton University\ 
AcTraC

Westmount Road Upgrades 
and Reduced Speed Limits 

Engineering and Public 
Works 
Planning
Police Services 

NS Transportation and 
Infrastructure Renewal 

Velo Cape Breton 

North Sydney Walking and 
Cycling Improvements 

Engineering and Public 
Works 
Planning
Police Services 

CBVRSB
NS Health Promotion and 
Protection

TRAX

Sydney Mines Walking and 
Cycling Improvements 

Engineering and Public 
Works 
Planning
Police Services 

CBVRSB
NS Health Promotion and 
Protection

TRAX
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POTENTIAL INVOLVEMENT 

SIGNATURE 
PROJECT CBRM DEPARTMENT 

PROVINCE/ FEDERAL 
GOVERNMENT 

POTENTIAL COMMUNITY 
PARTNERS 

DEVCO Rail Line 

Engineering and Public 
Works 
Planning
Recreation

Cape Breton Development 
Corporation

Youth Action Committee 
Velo Cape Breton 
Cape Breton Island Pathways 
ATV Association of Nova 
Scotia
Trails Nova Scotia 

Community Walking Loops 

Engineering and Public 
Works 
Planning
Police Services 

CBVRSB
NS Health Promotion and 
Protection

Cape Breton Island Hoppers 
Volksport

New Waterford Highway 
Paved Shoulders 

Engineering and Public 
Works 

Department of 
Transportation

Velo Cape Breton 
Destination Cape Breton 
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1. INTRODUCTION 

1.1 Study Overview and Process 

1.1 .1  WHAT IS  ACTIVE TRANSPORTATION? 

Active transportation refers to any form of human-powered transportation - walking, cycling, 
wheeling, in-line skating, skateboarding, skiing or paddling.  Active transportation is something 
everyone does in some form or another, whether it is walking to the bus stop, going for a bike ride 
with the family or cycling to school.  Residents who turn to active transportation as a viable means 
of commuting and carrying out personal business realize benefits in terms of health, happiness, 
reduced travel costs, and the satisfaction that their travel produces almost no pollution, benefiting 
the environment. 

1 .1 .2  STUDY PURPOSE AND OBJECTIVES 

In recognition of the many benefits of active transportation, Cape Breton Regional Municipality 
(CBRM) initiated a study to undertake an Active Transportation Plan.   

A key underlying objective of this plan is to improve the quality of life and health of residents, by 
encouraging more people to use active transportation.  Achieving this objective requires that the 
CBRM ensure safe and attractive conditions for walking, cycling and other non-motorized forms of 
travel for all of its residents. 

Through the completion of an Active Transportation Plan, CBRM will: 

Facilitate developing a common pedestrian and cycling vision, along with goals, 
policies and tools to guide on-going work;  
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Ensure that walking and cycling facilities within and between communities are 
connected and continuous; 

Establish education, enforcement, and promotion programs to enhance the real 
and perceived safety of walking and cycling and establish non-motorized travel 
as a viable transportation alternative;  

Develop planning and design standards for road facilities that are more 
conducive to active transportation. 

The Active Transportation Plan is inclusive of streets, trails, recreational activities/facilities and 
natural environment attractions; however, the primary focus is on active transportation facilities that 
support regular, every day travel. 

1 .1 .3  STUDY PROCESS 

The Active Transportation Plan is being guided by the CBRM Active Transportation Committee, a 
partnership of the Cape Breton Regional Municipality, Public Health Services (a Shared Service of 
the Cape Breton District Health Authority and the Guysborough Antigonish Strait Health Authority), 
Province of Nova Scotia, the Cape Breton Victoria District School Board, Membertou First Nation, 
ACAP Cape Breton, Velo Cape Breton, the Sydney and Area Chamber of Commerce, and Cape 
Breton University. 

Specific departments involved within the province and CBRM include: 

CBRM Province of Nova Scotia 

Engineering and Public Works Health Promotion and Protection 
Planning Transportation and Infrastructure Renewal 
Recreation 
Police Services 

The Active Transportation Plan study was divided into three main phases as follows: 

Phase 1 – Existing Conditions and Study Vision 

Phase 2 - Regional Bicycle and Pedestrian Plan 

Phase 3 – Implementation Strategy 

During the study, interim reports were prepared for the Phase 1 and Phase 2 components of the 
study.  Results of the third phase are included in this final report.  The purpose of this report is to 
summarize the results the entire study including the Active Transportation Master Plan and 
proposed implementation strategy.   

1 .1 .4  ORGANIZATION OF REPORT 

The report is divided into six chapters as follows: 

Chapter 1 provides an overview of Active Transportation, the study process and 
objectives and a proposed Vision and guiding principles; 
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Chapter 2 provides a brief summary of some of the key benefits of active 
transportation including health benefits, environmental benefits and economic 
benefits;

Chapter 3 describes the existing communities, their people, and defining 
features, along with an assessment of existing active transportation 
infrastructure; 

Chapter 4 provides a description of actions and initiatives that can serve to 
enhance conditions for active transportation; 

Chapter 5 outlines the recommended active transportation network, along with a 
description of potential signature projects; and, 

Chapter 6 proposes an implementation strategy and assessment of the financial 
implications of the recommended plan  

1.2 Community Vision 
With the assistance of the Active Transportation Committee, and based on input from stakeholder 
consultations, the following was established as a Vision for the AT Plan: 

The Active Transportation Plan will improve the health of the citizens of CBRM by creating 
opportunities to connect this “community of communities” through walking, rolling and 
cycling in a manner that will sustain social, economic and environmental benefits. 

To achieve this Vision, a walking and cycling environment should be created that:  

1. Reaches the entire community, from children to seniors, and the full range of socio-
economic circumstances 

2. Assists students in walking or cycling to school and other places within their 
communities 

3. Improves access to the community for those with physical or cognitive impairments 

4. Prioritizes connecting cycling and walking with transit 

5. Considers all modes, including auto mobility, to create “complete” streets 

6. Reduces crime and contributes to personal comfort and security 

7. Contributes to healthy and active citizens and a healthy work force, reducing the 
associated risk of chronic disease 

8. Will allow a shift in public funding from health to other initiatives once walking and 
cycling are again realized as normal and routine activities for getting around the 
CBRM

9. Respects the cultural identity of the individual communities within the CBRM  

A central goal of the Plan is to get more people to walk, run, or roll as part of their daily routine, and 
for some, enable them to make Active Transportation their primary travel mode. 
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1.3 Public and Stakeholder Consultation 
Development of the AT Plan benefited from several different public consultation activities including: 

Phase 1 Public Open Houses in November 20071

Thirteen Focus Groups2

Walk-abouts and a bike tour 

Stakeholder meetings 

Student Projects 

A Web Survey 

Council presentations 

Phase 2 Public Open House in April 2007 

Detailed summaries of each of these activities are provided 
in the Phase 1 report, with the exception of the final public 
open house summary, which was provided as a separate 
document.  All events were well received and it is estimated 
that that over 500 people were directly involved in at least 
one of the consultation activities.  The final open house 
attracted approximately 250  

All public consultation activities were significantly enhanced by the participation of AT Steering 
Committee members, through the identification of stakeholders and efforts in planning and 
attending the various events. 

Key themes from the public and stakeholder consultation activities can be summarized as follows: 

There is strong support for enhancing active transportation, and a recognition of 
the significant health and environmental benefits of doing so 

There are significant opportunities for partnerships 

Common threads relate to kids/youth and health 

Residents are willing to commit energy to implementation 

Consultation with the public and stakeholders was instrumental in helping to identify themes, or 
opportunities and deficiencies, to be address by the AT plan, as follows: 

                                                     
1 Phase 1 Open Houses were held at North Sydney Mall, New Waterford Sobeys, Mayflower Mall, Sydney Marine Terminal Farmer's Market,
Glace Bay Bayplex. 
2 Focus groups were arranged with Stream Call Centre, CB Regional Hospital, Downtown Sydney Employees (through the Chamber of 
Commerce), Cape Breton Regional Police Services, CBRM Seniors Group, Greenlink (Walk-about), Cape Breton University, Memorial High
School, MacLennan Junior High, Cape Breton-Victoria School Board, The Vista Heights seniors building, Whitney Pier Historical Society, Isle 
Royale ATV Club 



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page 5 

Infrastructure:  

Provide a combination of infrastructure that supports Active Transportation, 
including bike lanes, paved shoulders, multi-use trails, walking tracks and 
sidewalks 

Improve transit and provide bike racks on buses 

Provide end-of-trip facilities such as secure bicycle parking and showers / 
change rooms 

Practices: 

Address sidewalk maintenance in the winter 

Address the provision of sidewalks and rehabilitation of sidewalks in poor 
condition, and the condition of roadways to improve the safety and comfort of 
cyclists and pedestrians 

Programs:

Create maps and guides that promote walking and cycling 

Develop programs that encourage more people to choose active transportation 
including for school trips 

Educate drivers about the rights and responsibilities of cyclists and pedestrians
to improve everyone’s safety
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2. BENEFITS OF ACTIVE TRANSPORTATION 

2.1 Healthy Citizens 
There is growing research about the benefits of active 
transportation in promoting healthy lifestyles and reducing 
the risk of disease.  With this has come an interest in 
communities that, by design encourage more physical 
activity and reduce automobile use.   Other health benefits 
of reduced automobile dependence include reduce air 
emissions, accidents, and noise pollution as well as 
increased social opportunities. 

Regrettably, a recent report showed that 49% of those 
surveyed in the CBRM were physically inactive, but this level 
of activity varies considerably by age (see Exhibit 2.1)3.  Of 
those who are active, walking for exercise was the most 
common activity.  Among the respondents, 40% were 
considered overweight and 25% obese, which are slightly 
higher levels than the provincial averages at 36% and 23% 
respectively.  Those with high body mass indices (BMI)4 face considerably higher risk of heart 
disease, asthma, arthritis and high blood pressure.  Although there are many factors that contribute 
to our weight, regular physical activity is well established as an important influence. 

One of the most significant contributors to declining levels of physical activity is the design of 
communities and the associated dependence on automobiles.  It is only in the last decade that the 
very clear connection between urban sprawl, travel patterns, and health have come to light.  A 
strong association between the three is now well-established, but how sprawling development 

patterns actually affect our travel choices 
and subsequently contribute to health 
problems remains under-researched.  The 
built environment is inevitably part of the 
equation and a recent U.S. study suggests 
that a sprawling versus compact built 
environment could account for as much as 
a 2.9 kg (almost 6.5 pounds) difference in 
average body weight of residents5.

One of the largest areas of concern is with 
children.  On a national basis, 25% of 
children between the ages of 5 and 19are 
considered overweight and this proportion 
is increasing.  Furthermore, the activity 
levels of Canadian children dropped by 

                                                     
3 The report, “Understanding Our Health” by Nova Scotia’s Public Health Services, defines physically active as having an average daily 
expenditure of 3.0 or more kilocalories per kilogram of bodyweight. 
4 BMI = Weight (kg) / Height (m)   Based on this ratio, Public Health Services defines the following categories: 

Underweight: BMI less than 18.5 
Normal: BMI between 18.5 and 24.9 
Overweight: BMI between 25.0 and 29.9 
Obese: BMI of 30.0 or greater 

5 Ewing, R. et al. Relationship Between Urban Sprawl and Physical Activity, Obesity, and Morbidity. Journal of Public Health Promotion, 
18(1), 47-57, 2003 

Promoting more physical activity 
in the CBRM will be vital to the 
community’s well being, 
particularly as the population 
ages and the risk of 
cardiovascular and chronic 
conditions increase accordingly.  

In the on-line survey conducted 
for this project, 79% of 
respondents indicated that 
knowledge of the risks of inactive 
lifestyles has made (or will 
make) them walk or cycle more. 
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30% between 1990 and 19986.  Accordingly, CBRM’s schools are critical hubs for promoting active 
transportation and encouraging healthy habits early in life. 

There is large potential to encourage more travel by walking and cycling for this age group. For 
example, a survey found that nearly 75 per cent of Ontario children would prefer to walk or cycle to 
school on a regular basis7. Furthermore, 91 per cent of school-aged children have access to a 
bicycle, and almost 45 per cent of Canadian children live two kilometres or less from the school they 
attend; however, 64 per cent never cycle and 47 per cent never walk8.  These results are consistent 
with anecdotal information obtained through discussions with children and parents during the 
November public meetings and during the focus groups with the two CBRM schools. 

Exhibit 2.1: CBRM Physical Activity Levels 

0%

10%

20%

30%

40%

50%

60%

70%

Physically Inactive Moderately Active Regularly Active
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en
ta

ge

Youth Adults Seniors

2.2 Quality of Life and Happiness 
Many people view physical activity, particularly that 
incorporated into daily activities, as important to their 
overall level of satisfaction.  A recent Statistics 
Canada study revealed that 19 per cent of cyclists 
reported their commute as the most pleasant activity 
of the day, whereas only 2 per cent of drivers felt the 
same9.  This suggests that improvements to active 
transportation facilities could result in happier 
commuters. 

Research also suggests that firms which are not 
accessible to other activities within a close walking 
distance, deal with significant decreases in employee satisfaction as these employees struggle to 

                                                     
6 WHO (1996) Health Behaviour Survey, A Cross-National Study 
7 Ontario Walkability Study (2001) Trip to School: Children’s Experiences and Aspirations. 
8 Go for Green (1999) The Case for Active and Safe Routes to School. 
9 Statistics Canada (Nov, 2007) The Daily: How workers perceive their daily commute to work. 

It’s easy to imagine the playful sense of 
adventure that children bring to walking 
trips.  They are very much engaged in 
the journey. They are living in the 
moment, the very thing that we aim to 
achieve through the practice of 
mindfulness (now shown to be linked 
to positive emotions and physical well-
being) 

O’Brien, C., Planning for Sustainable 
Happiness: Harmonizing Our Internal 
and External Landscapes, 2005 
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re-organize non-work activities which they used to take care of during lunch or on the way home 
from work.  Banking, dry cleaning, grocery shopping, etc. are often pushed to the weekend, 
meaning there is less time to relax.   

Walking and cycling are feasible in compact, mixed-use communities, and supportive environments 
help us to manage our schedules more efficiently. This ultimately improves our quality of life. 

2.3 Accessibility for All 
Active modes are the most equitable forms of transportation because they are available to 
everyone. Conversely, planning transportation systems around the automobile degrades mobility for 
those who do not have a driver’s license or cannot afford a vehicle. Such vulnerable populations 
might also include low-income families that are pushed into poorly accessible neighbourhoods in 
order to afford housing.  As a result, an already overburdened segment of the population must 
devote significant portions of its time and income to transportation. In some cases these people 
have no choice but to own a private vehicle. Investment in cycling facilities and neighbourhood 
walkability along with transit improvements offers a tremendous opportunity to improve access to 
employment and services for everyone, particularly the region’s most vulnerable. 

With an aging population and increasing fuel prices, mini-electric motorized modes of transport, 
such as Segways, scooters, and golf carts may become more popular as affordable, convenient 
options for short-distance trips. Pathways and bicycle lanes may have the potential to 
accommodate these mini-electric modes and support connections between CBRM’s communities. 

2.4 Promotion of Sustainable and Liveable Communities 
It is widely recognized that pedestrians tend to feel more secure and comfortable walking where 
there are more people milling about (more “eyes on the street”).  Areas that create comfortable 
environments for active modes help to foster the area’s social inclusivity and sense of place.  This 
support can come in many forms, such as convenient connections between destinations; street 
lighting, cleanliness, street furniture, and trees; mixed land uses; calm motorized traffic; and 
neighbourhood social-mixing. 

CBRM is in an enviable position in that its core communities are quite compact and include a mix of 
housing, shopping and employment uses.  For the most part, the core communities are laid out on a 
grid pattern, which improves connectivity for walking and cycling trips.   Because of slow population 
growth, the type of uncontrolled outward development that has been taking place in Canada’s larger 
urban areas has not taken place in CBRM.  However, there has been some sprawl development 
recently in the form of low density communities and rural subdivisions outside of the urban area. 

2.5 Reduced Emissions and Energy Use 
In the past few years, there has been a significant increase in media attention on climate change 
issues as well as the potential for energy shortages in the near future.  All levels of government are 
now under substantial pressure to introduce programs that will help achieve greenhouse gas (GHG) 
emission targets and improve air quality.  The creation of “Conserve Nova Scotia,” the provincial 
government agency responsible for energy efficiency and conservation, is just one example of how 
serious governments believe these issues to be. 
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Transportation accounts for 37 per cent 
of energy use in Nova Scotia, so 
broadening the transportation options 
available for Nova Scotians is a key 
focus for creating a greener and more 
sustainable Nova Scotia. 

Bill Dooks, Minister responsible for 
Conserve Nova Scotia (Source: 
Conserve Nova Scotia press release, 
June 5, 2007)  

Since all modes of active transportation emit zero 
emissions, they can play a significant role in helping 
to meet the aggressive targets starting to emerge 
from various levels of government.  Active 
transportation modes are particularly beneficial in 
that they usually replace short, cold start trips for 
which internal combustion engines have high 
emission rates. Therefore, each 1% of automobile 
travel replaced by active modes reduces motor 
vehicle air pollution emissions by 2% to 4%10.

2.6 Reduced Travel Costs 
Active modes of transportation are the most cost-efficient, from both a personal and community 
perspective. While difficult to quantify, the potential community-wide cost reductions from increased 
walking and cycling are extensive and include health care costs due to air pollution, water pollution 
and collisions, traffic congestion, and parking provision.   Personal travel cost savings are also 
significant. CAA estimates that the average annual cost of owning and operating a vehicle is as 
much as $14,000 per year when both ownership and operating costs are factored in (www.caa.ca).  
Therefore. investments that allow residents to walk or cycle to their destination (including transit), go 
a long way to improve personal transportation affordability.  Go For Green has estimated that 
commuting by walking and cycling saves Canadians over $800 million per year compared to 
commuting by automobile11. This works out to approximately $180 in annual savings per walk 
commuter and $570 per bicycle commuter. If the ability to walk or cycle to work allows one to own 
fewer vehicles, the cost savings would obviously be much higher.  

2.7 Reduced Infrastructure Costs 
Infrastructure costs for active transportation are minimal compared to the roadway expenditures 
required to support travel by motorized vehicles. For example, widening roads for bicycle lanes 
costs in the order of $150,000 per kilometre, paved pathways cost approximately $225,000 per 
kilometre, while adding cycling lanes without road widening (i.e., restriping) costs approximately 
$20,000 per kilometre12. These costs are significantly lower than the approximately $1.3 million for 
widening a two lane urban arterial road to four lanes13.

The cost differential is compounded when one considers that cyclists and pedestrians make more 
efficient use of infrastructure. A roadway can carry seven to twelve times as many people per metre 
of lane per hour by bicycle compared to by automobile at similar speeds in urban areas. Paths for 
pedestrians can handle 20 times the volume per hour than roads for cars in mixed urban traffic14.
While adding bicycle lanes or a paved pathway alongside a roadway may not remove the need for 
road widening, these costs and statistics demonstrate that walking and cycling trips make more 
efficient use of the existing transportation system than auto trips and are more cost-effective to 
accommodate.  

                                                     
10 Komanoff, C and Roelofs, C. (1993) The Environmental Benefits of Bicycling and Walking, National Bicycling and Walking Case Study No. 
15, U.S. Department of Transportation, FHWA-PD-93-015. 
11 Go for Green (2004) The Business Case for Active Transportation: The Economic Benefits of Walking and Cycling. 
12 City of Toronto Bike Plan (2001). 
13 Go for Green (2004) The Business Case for Active Transportation: The Economic Benefits of Walking and Cycling. 
14 Go for Green.  Active Transportation Community Solutions for Climate Change. 
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2.8 Increased Tourism Potential 
Communities that have invested in active transportation infrastructure, and particularly cycling 
infrastructure, are starting to realize the pay-offs.  For example, The North Carolina Department of 
Transportation commissioned a study in 2003 to examine the impacts of investments in bicycle 
facilities and concluded that  $6.7 million of public funds spent to construct off-road paths and 
adding wide paved shoulders to roads in the Outer Banks Region yielded an annual economic 
benefit of $60 million, largely through increased tourists who came to the region to bicycle15.  La 
Route Verte in Quebec is another example of how cycling facilities can contribute to increased 
tourism.  This 4000 km long network of bicycle Route Verte is credited with generating more that 50 
million in direct annual expenditures from “cyclotourists” alone.16 (www.routeverte.com).

There is significant potential for active transportation to play a role in CBRM’s growing tourism 
industry.  For example, when cruise ships moor in Sydney harbour, people on these cruise ships 
immediately become pedestrians.  Their experience in Cape Breton is influenced by the first few 
steps they take off the ship, which is in turn influenced by the quality of the pedestrian environment.  
Cape Breton is also renowned for its scenic vistas and tourist routes.  Ensuring that these routes 
can be enjoyed using any mode of transportation will increase tourist opportunities.  

                                                     
15 Pathways to Prosperity, The Economic Impact of Investments in Bicycle Facilities, N.C. Department Of Transportation, Division Of Bicycle 
And Pedestrian Transportation, 2003 
16 www.routeverte.com 
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3. EXISTING CONDITIONS AND FUTURE OPPORTUNITIES 

3.1 Socio-Economic Context 
The Cape Breton Regional Municipality (CBRM) is the result of a 1995 provincial amalgamation of 8 
small municipalities.  In 2006, the municipality’s total population was only 105,968, and although the 
region comprises 2,471 km2, the majority of the population resides in the core communities 
illustrated on Exhibit 3.1. 

Like New Brunswick’s North Shore and many coastal Newfoundland communities with resource-
based economies whose stocks are depleting or whose economic relevance is shrinking, the CBRM 
has seen a steady population decline since peaking at 131,507 in 1961 (see Exhibit 3.2).  Over the 
same time period Nova Scotia’s population has been stable (at times growing slowly) and the 
Halifax Regional Municipality has grown by approximately 4-8% per census year.  The adjacent 
municipalities of Richmond and Victoria have suffered rates of population decline similar to the 
CBRM, while the Municipality of Inverness fared slightly better, although still declining. 

As with every North American city, the CBRM will have to deal with a population saturated by aging 
baby boomers.  Furthermore, as would be expected, many young adults leave to pursue 
employment and post-secondary education opportunities in other cities, particularly in Halifax.  This 
is, in fact, the primary cause of population decline for the region, especially for young men.  With 
few of these students returning home, the echo generation following on the coat tails of the aging 
baby boomers will be but a murmur, both in absolute and relative terms.  By 2021, the overall 
CBRM population is projected to have declined to 92,81517. With a sustained small childbearing 
population, it is also predicted that relatively few school-aged children and young adults will live in 
the region by 2021 (see Exhibit 3.3).  Thus, the CBRM is expected to comprise a relatively large 
proportion of seniors in the long term, not simply due to natural processes. 

It is appropriate that the Active Transportation plan set in place policies to ensure that transportation 
facilities such as sidewalks, pathways, transit, etc. are designed for persons who may have mobility 
limitations, such as seniors. 

                                                     
17 Based on a cohort survival analysis by Environmental Design and Management Ltd., using 1991-2006 trends. 
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Exhibit 3.2: CBRM Population, 1956-200618
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Exhibit 3.3: CBRM Age-Sex Population Forecast, 2006 & 202119
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3 .1 .1  ECONOMY 

In 1996 the Economic Dependency Ratios for every community within the CBRM were significantly 
higher than those of Nova Scotia, Halifax, and the national average.  Indeed, the CBRM falls short 
of the Province and Canada in nearly all socioeconomic indicators.   Furthermore, looking beyond 
current conditions, economic trends are also bleak and recent population forecasts by Terrain 

                                                     
18 Source: Statistics Canada & Cape Breton Regional Municipality 
19Population Projections for Cape Breton Municipal Units – 2006-2021 – DRAFT REPORT, Environmental Design and Management Limited 
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Group Inc are equally gloomy.  However, these projections are based on the assumption that 
migration trends between 1996 and 2001 will continue unabated, with the implicit assumption that 
the socio-economic forces behind them will also persist.  The region has historically been based on 
coal mining and steel, both of which suffered acute setbacks during the 1996-2001 period:  The 
Cape Breton Development Corporation (DEVCO) announced significant job cuts in 1999 then 
closed its coal mines in 2001 and Sydney Steel Corporation's steel mill was closed in 2000.  The 
eastern communities of Glace Bay, New Waterford, Scotchtown, New Victoria, Reserve Mines and 
Dominion were particularly hard hit.  Although economic decline is expected to continue in the 
short-term, we cannot predict whether and how the area will reinvent itself.  Although the 2006 
population has fallen 3.1% since the 2001 census, it did not reach the predicted 7.7% drop based 
on 1996-2001 trends. As well, despite the period’s economic woes, unemployment rates dropped, 
particularly for women and 15-24 year olds (4.9% and 7.1% drops respectively).   

Education levels in the region are also showing slight improvements with a lower apparent drop-out 
rate and more degrees in higher education, particularly trade certificates and diplomas.  According 
to a CBRM Planning Department report, although the CBRM still lags behind the provincial average, 
these small improvements in education attainment level have been continuing since 1986. 

There are many promising possibilities for revitalizing the area’s economy and stimulating growth, 
such as the wind and hydro power project, the tar ponds rehabilitation project, or expanding cruise 
ship tourism via Sydney’s port.  It is essential that the municipality embrace a post-industrial 
economic shift to a diverse economic base if it is to attract and keep a young and mobile generation 
looking for communities offering a high quality of life.  Active transportation could play a key role in 
accelerating this shift. 

3.2 Core Communities 
One of the defining characteristics of CBRM is its very distinct and well defined communities.  It is 
only 13 years since these communities were amalgamated under a single municipality, and as a 
result each community has developed in its own unique way.  This includes the development of 
infrastructure such as roads and sidewalks as well as the development of land uses. 

The remainder of this section provides a brief perspective on each of the core communities and 
some of the defining features related to active transportation in each community.  Further details on 
specific infrastructure issues and opportunities are provided in the next Chapter. 

3 .2 .1  GREATER SYDNEY 

At approximately 24,000 people, Sydney represents the largest concentration of population within 
CBRM.  Greater Sydney is also the main financial and commercial centre in the Region.  Sydney is 
defined by its Central Business District and waterfront.  Sydney is also closely tied to the 
Membertou Reserve, which is an integral part of the urban environment.  Westmount, across the 
Sydney River from the Downtown, is home to many residents who work in Sydney proper. 

Most of the older neighbourhoods surrounding downtown Sydney, and specifically the North End, 
are very pleasant to walk in. As shown on Exhibit 3.4, sidewalks are provided on most streets in the 
older areas.  

Recent investments in the waterfront, cruise ship facilities, and boardwalk have been a tremendous 
benefit to the attractiveness of the downtown for pedestrians. 
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Unfortunately, as with many Canadian cities, the newer parts of Sydney have been designed with 
an emphasis on motor vehicles.  Mayflower Mall, the Walmart on SPAR Road and the commercial 
areas along Kings Road at Keltic Drive are all fairly inaccessible for pedestrians or cyclists.  Much of 
this is a result of the fact that parking is generally over-supplied and provided at the front of the 
buildings.  Everyone arriving by walk, cycle or transit must navigate through this parking to reach 
their final destination. 

In general, there are significant opportunities to build on the great existing features of Sydney and 
to address many of the barriers for active transportation through a series of strategic improvements 
as discussed later in this report. 

Sydney Boardwalk: A Success Story

Some thought that the construction of a boardwalk 
along Sydney’s waterfront was a waste of money. 
However, once constructed, residents started to see 
the advantages of the boardwalk.  On a typical 
summer evening some of the activities on the 
boardwalk may include a group of seniors holding an 
impromptu concert, families enjoying a stroll or 
recreational joggers getting some exercise.  The 
boardwalk is an example of how a signature project 
can be a catalyst for the community, while at the 
same time contributing to wider economic 
development and tourism goals. 
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Exhibit 3.4: Existing Conditions—Sydney 
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3 .2 .2  GREATER GLACE BAY 

Glace Bay is the second largest urban community in CBRM and is a major employment hub.  The 
evolution of Glace Bay and the surrounding communities of Gardiner Mines and Dominion is closely 
tied to the coal mining and fishing industries.  However, these industries have all but disappeared 
and are now being replaced by “new economy” jobs such as call centres.  For example, Stream 
now employs more than 1000 people in Glace Bay. 

Several strategic projects have helped Glace Bay to maintain the attractiveness of its downtown 
core, including the establishment of the parkette on Commercial Street.  Investments have also 
been made to improve the coverage and condition of sidewalks such that the majority of the streets 
in the urbanized area have sidewalks on at least one side of the street. 

Glace Bay also has a number of unique features that are “hubs” for active transportation including 
the new skateboard park, the Bayplex, Renwick Brook, the walking track at Bernard Croak Park and 
the former DEVCO rail line, which runs through the commercial area and is used by walkers and 
cyclists. 

There are still several barriers for active transportation to overcome in Glace Bay including filling in 
gaps in the sidewalk network, changing the mindset for some schools which currently discourage 
students from bicycling to school and ensuring that transit service levels are sufficient enough to 
allow people to rely less on cars. 

From Abandoned Rail Line to Active Transportation Linkage

The Glace Bay Youth Action Committee has 
recognized the potential in the abandoned DEVCO 
rail line with runs through the centre of the 
community.  This rail corridor, which is mostly gravel 
at the present time, presents a significant 
opportunity to link up activities such as the 
skakeboard park, downtown employers, three 
schools and several parks and green spaces. 
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Exhibit 3.5: Existing Conditions—Greater Glace Bay 
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3 .2 .3  GREATER NEW WATERFORD 

As with Glace Bay, New Waterford’s history is closely tied to the coal industry, however the last coal 
mine closed in 2001.  Many people living in New Waterford and the surrounding community of New 
Victoria are retired coal mine workers, now seniors.  With a population of under 7,000, New 
Waterford is a very close knit community.   

One of the defining physical features of New Waterford is that it is laid out on a closely spaced grid 
pattern, which makes walking and cycling quite easy.  New Waterford is also known for its informal 
walking route (known to residents as “the loop”) which is a rectangular route consisting of Heelan 
Street, Emerald Street, King Street, and Ellsworth Avenue.  As shown on Exhibit 3.6, these streets 
are the only streets in New Waterford that have nearly continuous sidewalks and it is no surprise 
that they are the most attractive streets for walking.  As discussed later in this report, there are 
significant opportunities to replicate the concept of the New Waterford walking loop in all other core 
communities, if not other communities in Canada! 

Recently, New Waterford has been fortunate to have a call centre locate within the community 
providing jobs for local residents.  However, it is unfortunate that there are no sidewalks leading to 
this major employer. 

The New Waterford Walking Loop: A simple concept worth replicating 

The “Loop” is the place to be in New Waterford if 
you want to get some exercise and meet your 
neighbours.  The approximately 5 km loop of 
sidewalks is used by people of all ages. 
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Exhibit 3.6: Existing Conditions—New Waterford 
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3 .2 .4  NORTHSIDE 

The communities of North Sydney and Sydney Mines are collectively known as the Northside and 
are home to approximately 15,000 people.  North Sydney is the terminus for the ferries to/from 
Newfoundland.  North Sydney and Sydney Mines are also the location of most of the newer 
manufacturing industries. 

As with Sydney, the older parts of North Sydney are very walkable, including Commercial Street 
and the area surrounding the ferry terminal.  However, most of the newer commercial developments 
including and surrounding North Sydney Mall lack facilities for pedestrians and cyclists.  Similarly, 
the industrial areas are not conducive for walking or cycling, which is not a concern for most of the 
businesses, but is a barrier for employees who wish to use active transportation modes to get to 
work. 

Most of the residential streets in North Sydney have sidewalks on at least one side.  Sidewalks in 
Sydney Mines are less common, however many of the streets have fairly low traffic volumes. 

Park Street: Nearly a Bike Lane 

The community of Florence on the North Side is 
fortunate to have one of the only streets in CBRM that 
has provisions for cyclists.  Park Street, which connects 
to Sullivan Junior High, has been designed with wide 
paved shoulders that provide space for cyclists.  These 
shoulders are approximately 1.4 m wide, which is just 
shy of the desirable width of 1.5 m for a bike lane 
(minimum width recommended is 1.2 m).  Park Street 
also has a separate sidewalk for pedestrians.  It is 
unclear how this road came to have these features, 
while others do not; however it is certainly a concept 
worth repeating.
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Exhibit 3.7: Existing Conditions—North Sydney 
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Exhibit 3.8: Existing Conditions—Sydney Mines 
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3.3 Current Transportation Behaviour 
The journey to work survey conducted as part of the Census provides information on current use of 
active transportation modes.  As expected, the majority of commuters in CBRM currently travel by 
car as a driver or passenger, as shown on Exhibit 3.9.  However, 6.2% of the respondents indicated 
that they regularly travelled to work by foot in good weather.  Only 0.2% indicated they traveled by 
bicycle, which compares to 1.3% for the national average.   

Despite these current statistics, there are significant opportunities to increase the use of active 
transportation modes.  Based on the on-line survey conducted for this project, 94% of respondents 
indicated that they would like to walk or cycle more.  Almost 40% of respondents also reported that 
their commute distance was 5 km or less.  This is consistent with the results of the Census which 
indicate that 45% of CBRM commuters travel less than 5 km to work, and the average commuting 
distance is 5.9 km.  In comparison, the Canadian average commute trip distance is 7.6 km and only 
36% of commuters are less than 5 km from work. 

Exhibit 3.9: Daily Commute Mode Split 

Cape Breton Regional Municipality Canada
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Exhibit 3.10: Commuting Distance 
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3.4 Pedestrians 

3.4 .1  CONTEXT 

There is surprisingly little research on pedestrian behaviour.  Erving Goffman, in 1971, went as far 
as to consider pedestrians as “vehicular units”, distinguishable for the thickness of their shell, their 
extreme vulnerability to injury, and their ability to “twist, duck, bend and turn sharply” (p. 8).  
Pedestrians can “reverse themselves, walk through buildings, climb over barriers, and negotiate 
tight passages with a facility impossible for automobiles” (Hill, 1984, p. 9).  As absurd as such a 
comparison may seem, it points to the remarkably different needs of pedestrians compared to other 
modes of transportation, yet planning their facilities is so often treated as simply a footnote to the 
traffic engineer’s day to day practice.  Pedestrian behaviour is deceptively simple, but even a quick 
reflection on the complexities underlying walking suggests it is much more than just putting one foot 
in front of the other. 

There are many unique features of pedestrian travel worth keeping in mind when thinking about 
pedestrian needs, particularly when compared to other modes of travel, which present both 
challenges and opportunities.  For example: 

Pedestrian trips are short.  In the Greater Toronto and Hamilton Area, for 
example, two thirds of all commuting trips made by walking are less than 1km, 
and 96% are less than 2.5km, which represents approximately a half hour walk.

Pedestrians are slow, but as such, keenly observant and sensitive to their 
environment.  They demand a certain sensory complexity typically avoided in 
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planning for other transportation modes.  “An environment comfortably 
stimulating from a car becomes monotonously boring on foot while what is 
interesting on foot becomes chaotic in a car [. . . .] The two environments need 
to be quite different in terms of noticeable differences and perceptual 
organization; at high speeds one needs distant views, simplicity and large-scale 
while at slow speeds one needs small-scale, intricacy, and complexity” [Amos 
Rapoport, Human Aspects of Urban Form: Towards a Man-Environment 
Approach to Urban Form and Design. Oxford: Pergamon Press, 1977].  
Pedestrians use all their senses, not only visual.  They are uniquely aware of 
surrounding smells, temperatures, sounds, wind, and textures. 

Walking is inherently more social than other modes.  Pedestrians, for 
example, make eye contact, say excuse me, ask for spare change, collect into 
streams on busy sidewalks, and cluster when they chat.  Cooperation is a key 
aspect to understanding the social dimension to walking – most pedestrians 
expect the others to be cooperative. 

Pedestrian needs are diverse.  Significant gender differences have been 
observed in terms of route choice, walking speed, and differences in gazing 
patterns.  These points and many others aspects are all heavily moderated by 
local culture – the side of the sidewalk we choose, how we make eye contact, 
where we cross the street.   

Pedestrians often seek the most direct routes. As pedestrian travel is so 
much slower than other modes of travel, barriers and indirect routes can be 
major deterrents to walking. If the purpose of a pedestrian trip is non-
recreational (i.e. to shop, visit a friend, travel to school or community centre), it is 
reasonable to assume that children and seniors are willing to walk 15-20 
minutes, youth and adults are willing to walk up to 30 minutes. 

Pedestrians often take “informal” routes.  In comparison to automobiles, and 
bicycles to a certain extent, which require roads and trails, pedestrians can, and 
often do, use short cuts such as alleyways, public plazas, parking lots, and 
parks.  They may also hop fences or pass through buildings open to the public, 
such as office towers or malls.  

Pedestrian travel is influenced by land use. Pedestrian travel is more likely to 
occur in some zones (i.e. downtown areas, community centres, school zones), 
and less likely in others. Therefore the range, density and type of pedestrian 
infrastructure can vary geographically, depending on the location and type/form 
of land use. 

Pedestrian travel is very “portable.”  Pedestrians can often transition to other 
modes of travel such as transit with relative ease, provided connections are 
accessible and conducive to walking. 

Although there are some broad generalizations to be made about pedestrians, there are always 
exceptions and painting them with such a broad brush does a disservice to their remarkable 
diversity.  From children to the elderly, men to women, residents to tourists, pedestrians are a 
diverse lot with varying needs. 

“Pedestrians” include both residents and tourists and generally into one of the following four 
categories. 



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page 22 

Walkers (i.e. casual or occasional walkers, recreational walkers, walkers out for 
exercise, hikers, utilitarian walkers who choose walking as their mode of travel 
or are forced to use walking as their mode of travel) 

Jogger and runners 

Users depending on Mobility Aids (i.e. Visually Impaired Persons using 
canes, Mobility Impaired Persons using devices such as canes and walkers, 
wheelchairs and electric scooters). 

Other Small-Wheeled Users (i.e. skateboards, inline skaters, scooters, parents 
pushing strollers or pulling wagons etc.) 

3 .4 .2  TYPES OF FACIL IT IES 

The pedestrian network is composed of a number of facilities, both formal and informal as described 
in Exhibit 3.11. 

Exhibit 3.11: Types of Pedestrian Facilities 

Type of Facility CBRM Examples 

Sidewalks: paralleling 
roads, concrete or asphalt 
sidewalks vary in width and 
separation/buffer distance 
from vehicular traffic 
depending on type of road 

Low volume streets,
where no sidewalks exist as 
is common for residential 
neighbourhoods developed 
in the 1950’s to late 1980’s, 
or where there is a partial 
asphalt sidewalk 
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Type of Facility CBRM Examples 

Granular or asphalt road
shoulders in urban and 
rural areas. 

Facilities designed for 
special uses such as 
Walking Tracks or 
Boardwalks

Multi use trails such as 
municipally owned and 
operated trails in parks and 
open public space; 
associated with natural 
heritage features; 
easements and walkways 
connecting one street block 
to the next; in or along 
linear corridors such as 
abandoned railway lines 
and hydro transmission 
lines; walkway blocks, 
alleys and through-ways 
(both interior and exterior 
spaces) on both public and 
private (e.g. commercial 
developments)

In addition to the above basic pedestrian facilities, pedestrian safety, comfort and convenience is 
also influenced by a wide range of features including: 

Cross-walks and related devices such as pedestrian “push-buttons” 

Access through parking lots 

Plazas 
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Street furniture (Benches, tables, ledges, etc) 

Signage

Landscaping 

3 .4 .3  EXISTING CONDIT IONS,  BARRIERS AND OPPORTUNIT IES 

As mentioned in the previous chapter, there are many excellent features within CBRM’s core 
communities for pedestrians including: 

Generally continuous sidewalks in older urban areas 

Presence of walking tracks in North Sydney, Glace Bay, Westmount and 
Whitney Pier 

The boardwalks in downtown Sydney, North Sydney, Louisbourg and Dominion. 

Presence of urban parks such as Wentworth Park (Sydney), Renwick Brook 
(Glace Bay), and Colliery Lands Park (New Waterford) 

However, there are many barriers that either prevent, or restrict greater 
pedestrian activity including: 

Lack of sidewalks on many streets, or gaps in the sidewalk network 

Deficient sidewalks (e.g. crumbling sidewalks or sidewalks that are not 
accessible for wheelchairs) 

Lack of pedestrian crossings, particularly in areas outside of the downtowns 
and/or lack of crossing protection (e.g uncontrolled cross-walks on Grand Lake 
Road) 

As shown in Exhibit 3.12, when asked what it would take to get you walking to work, the second 
highest response for the on-line survey was “more or better sidewalks”. 

Fortunately, many of the existing issues related to the pedestrian environment can be addressed 
through continued upgrades to sidewalks, annual sidewalk expansion programs and targeted 
pedestrian safety improvement initiatives.  More specific details on these improvements are 
provided in Chapter 4 of the Active Transportation Plan. 
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Exhibit 3.12: Factors Influencing Walk Mode 

For those who don't walk to work, what would encourage them 
to do it?

0 10 20 30 40 50 60 70 80 90 100

More opportunities to run errands along the way

More direct routes

Slower or less traffic on the streets

More considerate drivers

Showers and a changeroom at work/school

More or better sidewalks

Living closer to work/school

I wouldn't make this trip by walking

# of Responses

Source: CBRM AT Plan on-line survey (based on 238 responses) 

3.5 Cyclists 

3.5 .1  CONTEXT 

“Cyclists” include both residents and tourists using a self-propelled bicycle and fitting into one of 
the following four categories. 

Inexperienced—includes children who are learning to ride a bicycle, youth, 
adults and seniors who never learned to ride a bicycle or learned when they 
were younger and have forgotten.   

Casual—includes users of all ages who ride occasionally for fun or 
transportation, often with limited cycling skills and/or cyclist confidence. 

Recreational—includes users of all ages and skill levels who ride almost 
exclusively for recreation. This group also includes touring cyclists from different 
parts of the province, country or world 

Utilitarian—typically experienced to very experienced cyclists who ride 
regularly, sometimes as their primary or only mode of transportation.  Utilitarian 
cyclists are typically quite confident in their cycling abilities.  Note: Some 
utilitarian cyclists do not like dedicated cycling facilities as they feel it impairs 
their right to ride directly in vehicle travel lanes with traffic and “take the lane” 
where they feel it is warranted. It has been our experience that we often have to 
reinforce this concept with the experienced cyclist who does not believe that 
network facilities are a good investment.  We often tell them that we are not 
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building the network for them, we are building it to encourage more bicycle use, 
and this ultimately benefits them as cycling receives a higher profile. 

A balanced network approach needs to be developed to address the needs of all of the above 
users.  A balanced network provides a hierarchy of facilities that allows cyclists to make choices 
about where they will ride and what routes they can use to their destination.  A hierarchy of facilities 
may also contribute to increasing bicycle use for recreation and commuting. Young and 
inexperienced users can start out on local neighbourhood streets, then graduate to cycling on 
neighbourhood collectors, followed by wide shared-use lanes and bike lanes on collector and 
arterial roads. Ultimately, they become experienced users and feel comfortable cycling with traffic 
on busy streets. 

Exhibit 3.13: Reasons for Walking or Bicycling 

I ride my bike or walk most often... The main reason I choose to ride a bike or walk is... 

to work
11%

for 
recreation

61%

to school*
0%

to transit
5%

to the car
9%

to visit 
friends/neigh

bours
7%

to 
shopping/err

ands
7%

for physical 
exercise

61%

for sport 
(racing)

1%

it's fun
10%

to help the 
environment

8%

I don't have 
access to a car

6%

to save money
2%

to save time
1%

I don't do either
5%

Other
6%

Source: CBRM AT Plan on-line survey (based on 238 responses) 

3 .5 .2  TYPES OF FACIL IT IES 

Cycling facilities can generally be grouped into on-road and off-road facilities.  On-road facilities 
include: 

Bike Lane—in an urban cross section, a dedicated space for cyclists located 
adjacent to the curb (or adjacent to on street parking lanes where on street 
parking is permitted). The bike lane is delineated with a painted line, and 
includes signage and bicycle symbols/stencils at regular intervals along the 
route. Typically located on higher order streets with higher traffic volumes, 
vehicle speeds or vehicle mix (trucks, buses and cars).  

Paved Shoulder—in a rural cross section, asphalt of a specified minimum width 
(1.5m min) beyond a painted edge line.  Typically located on higher order rural 
roads with higher traffic volumes, vehicle speeds or vehicle mix (trucks, buses 
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and cars).  Paved shoulders should also be considered for scenic routes where 
high volumes of cyclists and motorists are expected. 

Wide Shared-use Lane, or Wide Curb Lane—in an urban cross section, a 
shared space for motor vehicles and cyclists consisting of a widened lane 
adjacent to the curb lane. Typically located on collector roads, this facility can 
also be used on arterial roads provided that traffic volume, speed and mix do not 
exceed reasonable thresholds.  In some cases this route type can be 
supplemented with “Sharrows” and “Share the Road” signage. 

Signed-only Route—in an urban or rural cross section, a shared space for 
motor vehicles and cyclists. Typically located on quieter low volume roads. Signs 
marking the route are typically the only feature, and these are useful for 
wayfinding. 

There are a wide variety of on-road facilities, as shown in Exhibit 3.14.  Many of these types of 
facilities do not exist in CBRM and some do not yet exist in Canada (e.g. cycle tracks).  However, 
these examples illustrate the possibilities for the future. 

Exhibit 3.14: Examples of On-road Bicycle Facilities 

Shared Lanes (Sharrows) Slow Mixed Traffic On-street Bike Lane 

Shared lane pavement markings are placed 
alongside the curb or on-street parking without 
a dividing line, thus suggesting that cyclists 
and vehicles share the lane. 

Benefits 
- help to improve the distance between bikes 

and the “door zone” of parked vehicles  
- low cost to implement 
- help legitimize the presence of cyclists on 

the roadway 
- politically palatable since they do little to 

challenge the status quo 

Challenges
- improvements in safety and comfort are 

questionable, particularly for the more 
physically challenged 

- offer no new space for cyclists and thus 
may encourage a false sense of security 

Bike priority corridors with traffic calming and 
diverters that only affect motorized traffic force 
motorists to drive slowly.  In some cases, streets 
adjacent and parallel to main streets are 
designated as such.

Benefits 
- Cyclists comfort vastly improves 
- Excellent for encouraging the more timid and 

reluctant cyclists to use the facilities 
- Traffic calming features provide space to also 

enhance the pedestrian realm through street 
beautification and furniture.  

Challenges
- Inconvenient for cyclists as the major 

destinations are on the main streets. 
- Requires a well connected street network 
- Installation of special signalling where these 

lower capacity streets intersect with main 
streets will likely be necessary 

Roadway markings designate a typically 1.5m 
– 2.5m laneway for cyclists which runs 
alongside the curb or parked vehicles. 

Benefits 
- relatively low-cost 
- improve cyclist comfort over sharrows 

Challenges
- on-street parking can dramatically reduce 

their effective width 
- require significant enforcement efforts to 

ensure motorists do not use the space for 
temporary stops 

- right turning traffic merging into the lanes at 
intersections is confusing 

- Evidence suggests that under some 
circumstances, particularly where lanes are 
too narrow, they provide less safety than 
riding in mixed traffic 



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page 28 

Inside Lane Cycle Track Cycle Track with Median 

The on-street bicycle lane is moved inside 
parked vehicles, directly beside pedestrians. 

Benefits 
- Buffers cyclists from moving vehicles and 

vehicles pulling in and out of parking 
- Prevents motorists from using the bike lane 

for temporary parking 

Challenges
- Intersections require special attention as 

cyclists are harder for motorists’ to see, 
especially where the track is behind on-
street parking 

- Conflicts between pedestrians and cyclists 
are more common 

A path that runs between the sidewalk and the 
roadway, which is either grade-separated or has 
a barrier from moving vehicles. 

Benefits 
- Physically separates cyclists from moving 

vehicles
- Prevents vehicles from parking on the cycle 

track 

Challenges
- Bus and streetcar stops can cause conflict 
- Intersections require special attention as 

cyclists are harder for motorists’ to see, 
especially where the track is behind on-street 
parking

A cycle track with an approximately 1.5m – 
2.5m median separating cyclists from moving 
vehicles. 

Benefits 
- A median provides space for pedestrians 

waiting to cross the street or transit riders 
as they (un)load 

- A median also provides space for street 
trees, furniture, and bike parking among 
other things 

Challenges
- Intersections require special attention as 

they are even further separated from 
motorists’ view and medians will likely be 
full of obstructions 

Off-Street Trail Bi-directional Facilities 

Benefits 
- Total segregation from traffic greatly 

improves cyclist comfort and safety 

Challenges
- Intersections, again, will require special 

treatment to balance cyclist safety and 
convenience 

- Difficult to find continuous linear space in a 
built up environment 

- Such routes, such as those that follow old 
railway beds, ravines, or hydro corridors, 
are often inconvenient for commuting 
cyclists 

- Safety of pedestrians using the trails 
requires consideration 

Benefits 
- Reduced space requirements as there is 

conflict with parking only on one side of the 
street 

Challenges
- Intersections are particularly challenging as 

cyclists will be travelling in unexpected 
directions and special vigilance is needed on 
the part of both cyclists and motorists along 
with special traffic control. 

In addition to on-road facilities, Multi-use Trails are also used for either commuter or recreational 
cycling.  Mutli-use trails may include an off-road trail through a park, public open space, along a 
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utility corridor or in appropriate cases above the curb/beyond the shoulder within the road right of 
way.  Surface type and width can vary depending on the volume and types of bicycles expected 
(i.e. road bikes vs. hybrids). A minimum width of 3.0m should be considered where bidirectional 
travel is expected, volumes are high, and/or there is a mix of pedestrians and cyclists.   

Exhibit 3.15 provides some examples of multi-use trails from other communities. 

Exhibit 3.15: Examples of Off-road (Mutli-use) Bicycle Facilities 

Minimal Path Shared Pathway Shared Pathway 

(example from Bracebridge, ON; very low cost 
and sub-standard engineering, but well used) 

(York Region, ON) (Hamilton, ON) 

Multi-use Path Separate Sidewalk & Bikeway 

(Levis, Quebec) (Toronto, ON) 

3 .5 .3  EXISTING CONDIT IONS,  BARRIERS AND OPPORTUNIT IES 

Although cycling for recreational activities has been growing, 
aided by efforts by Velo Cape Breton and others, dedicated 
cycling infrastructure remains sparse.  There are no marked 
bicycle lanes in CBRM and the number of routes with paved 
shoulders are few.  As a result, cyclists generally ride with 
vehicular traffic (which is perfectly acceptable in some cases) 
or they ride on the sidewalks.  Riding on-sidewalks (which is 
not acceptable) is an indication that facilities for cycling are 
lacking.

As shown in Exhibit 3.16 when asked what it would take to get 
you walking to bike to work, the number one  response for the on-line survey was “more bikeways.”  
This response is typical of most similar surveys across Canada.  When asked if installing bikeways 
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was a good idea, 54% of the respondents said this was necessary while 40% said it would be a 
good idea. 

Starting with a few signature projects (as discussed in Chapter 5), the provision of cycling 
infrastructure will most certainly have the impact of increasing bicycle use.  Improvements could be 
as simple as providing paved shoulders on roadways when they are re-constructed or creating new 
dedicated cycling facilities. 

As with pedestrians, cycling use is also influenced by the attractiveness of the surrounding 
environment and provision bike racks, showers, lockers, signage and other supporting amenities.   

More specific details on these both physical infrastructure measures and supporting amenities to 
encourage cycling are provided in Chapter 4 of the Active Transportation Plan. 

Exhibit 3.16: Factors Influencing Cycling Use 

3.6 Trails and Recreational Facilities 
Many of the types of facilities discussed in the previous two sections can be used for either 
utilitarian (e.g. commuting, shopping, business) trips or recreational uses.  However, there are also 
several other types of facilities that support active transportation, primarily for recreational purposes 
including:

For those who don't ride to work, what would encourage them
to do it?

0 20 40 60 80 100 120 140

More opportunities to run errands along the way

A more direct route

Showers and a change room at work/school

Secure bike parking

Living closer to work/school

I wouldn't make this trip by bike

More bikeways (lanes, paths, signed routes,
multi-use trails)

# of Responses
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Rural trails 

Walking paths through parks (e.g. Baille 
Ard, Wentworth Park) 

Skateboard parks (e.g. Glace Bay, 
Coxheath) 

All terrain vehicle trails and snowmobile 
trails

Trans-Canada Trail 

Many of these types of facilities are informal and have developed over the years throughout the 
entire rural area of CBRM.   

Where recreational trails are shared by both motorized vehicles (e.g. ATVs) and active 
transportation modes, issues often arise as to who has the right to use the trail.  Moving forward, 
the active transportation strategy will need to look for ways to resolve existing conflicts as well as 
identify where different trail users can be mutually supportive of each other.  For example, many 
rural trails would not exist if ATV’s did not keep the trails clear of brush and undergrowth. 
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4. ENHANCING CONDITIONS FOR ACTIVE TRANSPORTATION 

4.1 Pedestrian Planning, Design and Maintenance 

4.1 .1  REFERENCES 

The various types of walkways are presented in Chapter 3 of the Phase 1 report.  Several 
guidelines have been published in the US for pedestrian planning and design.  Recommended 
references include: 

Accessible Sidewalks and Street Crossings—An Informational Guide, US 
Department of Transportation, Federal Highway Administration, FHWA-SA-03-
019—provides summary information on making sidewalk corridors and street 
crossings accessible based on the US Access Board’s draft guidelines, and 
includes a checklist (http://www.bikewalk.org/pdfs/sopada_fhwa.pdf).

Context Sensitive Solutions in Designing Major Urban Thoroughfares for 
Walkable Communities: An ITE Proposed Recommended Practise, Institute of 
Transportation Engineers, 2006—includes guidance on pedestrian-related 
design of the roadside and travelway, and intersections of major arterial 
roadways (http://www.ite.org/bookstore/RP036.pdf)

Design and Safety of Pedestrian Facilities: A Recommended Practise of the 
Institute of Transportation Engineers, Institute of Transportation Engineers, 
Traffic Engineering Council, March 1998—discusses guidelines for the design 
and safety of pedestrian facilities to provide safe and efficient opportunities for 
people to walk near streets and highways.  Includes recommendations for 
roadway, sidewalk and path design, signing, signalization, crosswalks, refuge 
islands, grade-separated crossings, transit stops, work zones, and pedestrian 
environments near schools, in neighbourhoods and business districts 
(http://safety.fhwa.dot.gov/PED_BIKE/docs/designsafety.pdf).

Guide for the Planning, Design and Operation of Pedestrian Facilities, American 
Association of Sate Highway and Transportation Officials (AASHTO), July 
2004—covers characteristics of pedestrians, planning strategies, and facility 
design, operation and maintenance. 

These guidelines cover pedestrian-friendly features of public road rights-of-way as described below. 

Pedestrian street crossings at intersection and mid-block - Pedestrians want and need safe 
access to all destinations that are accessible to motorists.  Pedestrians must be able to cross 
streets at regular intervals and should not be expected to go more than 100 m out of their way to 
take advantage of crossings locations.  Alternative Treatments for At-grade Pedestrian Crossings
(20) documented the state of the practice in innovative treatments for pedestrian accommodation for 
intersection and mid-block crossings. The report represents an inventory of over 70 pedestrian 
measures. The pedestrian measures included both “controlled” crossings (where pedestrians have 
the right of way) and “uncontrolled” (where approaching vehicles have the right of way).  The report 
concludes: 

                                                     
20 Lalani, Nazir and the ITE Pedestrian and Bicycle Task Force, Alternative Treatments for At-Grade Pedestrian Crossings, Institute of 
Transportation Engineers, 2001 
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Installing marked crosswalks, especially at uncontrolled locations, by striping two 
lines across the roadway and posting a single sign in advance of and at the 
crossing does not afford pedestrians effective protection from being struck by a 
vehicle while crossing in the marked crosswalk. This is especially the case on 
high-volume, multilane facilities 

There are a number of higher-cost geometric design features, such as curb 
extensions and pedestrian refuge islands, that can be used to improve the 
safety of marked crosswalks, especially those on high-volume, multilane major 
streets 

Crosswalk markings should only be provided where motor vehicle traffic is regulated by 
traffic controls that give the right-of-way to pedestrians at that location.  A traffic control signal 
does not necessarily provide safety for a pedestrian obeying the signal, especially when the 
pedestrian is crossing a lane with a permitted vehicular crossing movement, such as a 
permissive left turn on a green light or a right turn on a red light. Studies completed by the 
Region of Waterloo ON (21) determined that:  

A crosswalk that is poorly defined can result in 4 to 10 times more 
vehicle/pedestrian conflicts 

When drivers can see the crosswalk better, they seem more likely to respect the 
crosswalk as pedestrian space 

Exhibit 4.1: In-laid durable pavement marking, ladder pattern  

What the pedestrian sees What the motorist sees

Source: Region of Waterloo 

Curb Return Radii—The design of the curb return at intersections revolves around the 
choice of design vehicle (frequent or infrequent larger vehicles), the dimensions that make up 
the approaching and receiving lanes, and the curb radius itself (22).  Inadequate curb return 
radii should be avoided where large vehicles frequently turn that could potentially travel 
across the curb into the pedestrian waiting area at the intersection corner. 

                                                     
21 Button, N., Crosswalk Visibility and Pedestrian Safety, Region of Waterloo Report E-05-069, June 14, 2005. 
22 Context Sensitive Solutions in Designing Major Urban Thoroughfares for Walkable Communities: An ITE Proposed Recommended 
Practice, Institute of Transportation Engineers, 2006 
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A Curb Extension is horizontal intrusion of 
the curb into the roadway resulting in a 
narrower section of roadway.  The curb can 
be extended on one or both sides of a 
roadway to reduce its width to as little as 6.0 
m for two-way traffic.  They have been found 
to reduce vehicle speeds by 2 to 5 km/h (23).
Curb extensions provide benefits to 
pedestrians by reducing the crossing 
distance, improving the sight distance and 
sight lines for both pedestrian and motorists, 
preventing parked cars from encroaching on 
the crosswalk, and create additional space for 
curb ramps and landings where the existing sidewalk space is narrow. 

Pedestrian-friendly Channelized Right-turn Lanes—Design criteria for the radii of 
channelized right-turn roadways are a function of turning speeds, vehicle considerations, 
pedestrian crossing distances, and resulting island sizes.  Objective of the pedestrian-friendly 
channelized right-turn lane are: 

Reduce driver workload by reducing the angle of shoulder check and entry 

Improve visibility of pedestrians by reducing viewing angle 

Reduce turning speed to be more consistent with yield conditions that may 
require a full stop 

Exhibit 4.2: Channelized right-turn lane designed for pedestrians  

Preferred (right) compared to the conventional design (left). 

High speed, low visibility of High speed, low visibility of 
pedestrians, headpedestrians, head--turnerturner

Wide Angle
Wide Angle

Old WayOld Way

20202020 OOOO

55 to  60 degree 55 to  60 degree 
angle between  angle between  
vehicle flows.vehicle flows.

New New 
proposalproposal

Slower vehicle speeds, good Slower vehicle speeds, good 
visibility of pedestriansvisibility of pedestrians

TighterTighter
angleangle

2020
OO

2020
OO

                                                     
23 Canadian Guide to Neighbourhood Traffic Calming, Transportation Association of Canada and Institute of Transportation Engineers, 1998. 
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Pedestrian Countdown Signals provide a numeric countdown display that 
indicates the number of seconds remaining for a pedestrian to complete the 
crossing of a street.  Two cases studies in the US (24) note that most people 
misinterpret the meaning of the flashing “DON’T WALK” hand of the signal. In 
Monterey, CA, of those pedestrians interviewed, 87% said that having the pedestrian 
countdown device helped in understanding the pedestrian signals. In San Francisco, CA, 
78% found then helpful compared to 34% who found the conventional pedestrian signals 
helpful.  The number of pedestrians who finished crossing on red dropped from 14 to 9% at 8 
intersections, the number of pedestrians running or aborting their crossing decreased from 
13% to 8%, and observed vehicle/pedestrian conflicts dropped from 6% to 4%.     

Intersection Pedestrian Signal provides a device to assist pedestrians crossing major 
streets. The IPS includes standard traffic signal indications to control traffic on the major 
street; standard pedestrian "Walk" and "Don't Walk" 
indications, activated by push buttons, for pedestrians wishing 
to cross the major street; and stop signs for vehicles 
approaching the intersection from the minor street.  The IPS is 
a more positive and effective pedestrian crossing device than 
a pedestrian crossover (PXO). It is also significantly less 
expensive to install and maintain compared to a full traffic 
signal.  

Pedestrian Refuge Islands are medians that are placed in 
the centre of the roadway separating opposing lanes of traffic. 
They allow pedestrians to cross one direction of traffic at a time, with a location in the centre 
of the roadway to wait for a gap in traffic for the other direction. They are particularly suited 
for roadways with four to five lanes since the cognitive requirements to select a gap in traffic 
traveling in two direction in four lanes is considerably higher than that required for cross two 
lanes of traffic.  

It is recommended that the CBRM follow current design guidelines for the planning and 
design of pedestrian facilities that result in consistent pedestrian designs that address 
safety and comfort.  The needs of pedestrians should be routinely considered in 
transportation projects, such as the planning and design of new collector and arterial 
roadways, and crossings of existing and future barriers, including waterways, railways, 
freeways and interchanges, including the ability of pedestrians to move along and cross the 
travelway. Consider a range of design features and elements to improve pedestrian safety 
and comfort including: 

Crosswalk markings 

Curb return radii 

Curb extensions or bulb-outs 

Pedestrian-friendly channelized right turn lanes 
                                                     
24 http://www.walkinginfo.org/pedsafe/casestudy.cfm?CS_NUM=62 and http://www.walkinginfo.org/pedsafe/casestudy.cfm?CS_NUM=63
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Traffic signal phasing 

Pedestrian countdown signals 

Pedestrian refuge islands 
4 .1 .2  PEDESTRIAN SAFETY AND S IDEWALK LOCATIONS 

Pedestrian safety can be both a real and a perceived factor that influences where and how often 
people choose to walk.  Sometimes walking conditions or situations are unsafe without the 
pedestrian understanding the risk and other times a condition is perceived risky when in fact it may 
be uncomfortable or inconvenient rather than unsafe.   

Sidewalks are walkways that are parallel to a street or highway.  They have a hard surface, 
generally concrete.  Properly planned sidewalks are essential in providing for the mobility, safety 
and accessibility of pedestrians from children to the older adult.  Sidewalks can be retrofit into 
existing streets, but a more expedient and cost-effective procedure is to plan for the pedestrian as 
land is planned for development or re-development and roadways are designed for construction or 
reconstruction.   

4 .1 .3  SAFE PLACES TO WALK 

Streets without safe places to walk put people at risk. Studies in the US have shown that residential 
areas with no sidewalks had 23% of the pedestrian crashes but only 3% of the pedestrian traffic (25).
In addition, local streets without sidewalks are more hazardous. Streets with no sidewalks had 2.6 
times more pedestrian crashes, and sidewalk one side only had 1.2 times more pedestrian crashes 
than streets with sidewalks on both sides (26).

Pedestrian safety is affected by the traffic.  As indicated in Exhibit 4.3, when vehicle travel speed 
increases the risk of injury of death if a collision occurs with a pedestrian also increases.  In 
addition, the awareness, visibility and behaviour of both drivers of motor vehicles and pedestrians 
affect pedestrian safety, and this is further complicated by higher vehicle travel speeds regardless 
of whether or not the travel speed exceeds the posted speed.  

Exhibit 4.3: Pedestrian’s chances of death if hit by a motor vehicle based on the speed of the 
vehicle 

                                                     
25 Knoblauch, R.L., Tustin, B.H., Smith, S.A., and Pietrucha, M.T., “investigations of Exposure Based on Pedestrian Areas: Crosswalks,
Sidewalks, Local Streets AND Major Arterials”, Report No. FHWA/RD-88/038, Federal Highway Administration, September 1988. 
26 Ibid. 
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Statistics show that there is safety in numbers.  A motorist is less likely to collide with a person 
walking if more people walk (27).

From comprehensive pedestrian collision analysis elsewhere (Region of Waterloo and City of 
Ottawa ON) the most prevalent collisions involving pedestrians occur when pedestrians are 
crossing the roadway regardless of location (mid-block or intersection) or traffic control (signal, stop, 
yield or no control).  Pedestrians are almost 5 times less likely to be involved in a collision when 
walking on a sidewalk or roadway shoulder than when crossing the roadway. Signalized 
intersections where a right- or left-turning driver is failing to yield the right-of-way to a pedestrian in 
the crosswalk who has the “walk” or “flashing don’t walk” signal is the most common collision.   

4 .1 .4  S IDEWALK WIDTH 

The sidewalk needs to be at least 1.2 m wide for people using a guide dog, crutches or walkers, 
1.5 m for wheelchair users to turn around and 1.8 m for them to pass other wheelchair users.   

In new urban or rural developments with more than 2.5 units/ha, sidewalks are generally 
recommended to be at least 1.5 m in width, with 1.8 m the desirable minimum along arterial 
roadways.  Minimum sidewalk width for retrofitting sidewalks in existing neighbourhoods where the 
roadway will not be reconstructed or the right-of-way is constrained is an absolute minimum of 
1.2 m wide, with 1.5 m preferred, and 1.8 m recommended along arterial roadways  

Wider sidewalks are required to accommodate pedestrian flows in areas where higher volumes of 
pedestrians are expected, such as central business districts and village cores.  A sidewalk width of 
2.4 m is recommended, or wider to meet desired pedestrian service levels based on volume. 

For streets in rural areas with less than 2.5 units/ha, 1.2 m wide shoulders on both sides of local 
streets are recommended but a sidewalk on one side is preferred.  

                                                     
27 Jacobsen, P.L. (2003). Safety in Numbers: More walkers and bicyclists, safer walking and biking. Injury Prevention 9, 205-209 
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4 .1 .5  BUFFERS AND S IDEWALKS ADJACENT CURBS 

The North American guidelines recommend providing a buffer between pedestrians and moving 
traffic: landscaped boulevard, on-street parking, and bicycle lanes.  The buffer can serve to provide 
for snow storage, splash protection for pedestrians, space for curb ramps, streetlight poles and 
other utilities, litter receptacle pick-up and traffic signs.  The buffer can also provide space for 
plantings, benches and other pedestrian amenities. The recommended landscaped width is: 

Local and collector streets: 0.6 to 1.2 m 

Arterial streets:  1.5 to 1.8 m   

Buffer widths greater than 3 m in residential areas where there are driveways for low-density 
residential dwellings are not desirable.  A car can park on the driveway within this space, 
sometimes overhanging the sidewalk affecting the function and aesthetics of the sidewalk and 
buffer system.   

Sidewalks that are flush against barrier curbs are recommended to be 1.8 m wide in residential 
areas and 2.4 m wide in commercial areas or along arterial roadways to allow for utility poles, and 
provide some separation from splashing from traffic, doors opening of curb-side parked cars, and 
snow storage. 

4 .1 .6  LOCATION OF S IDEWALKS—NONE,  ONE OR BOTH S IDES OF A  ROADWAY? 

Generally, for new urban development, the North American guidelines recommend sidewalks on 
both sides of all industrial, commercial and residential streets including arterials, collectors and 
locals.  For local streets, the residential density would be 10 units/ha or more (typical of urban 
areas).  For rural residential densities from 2.5 to 10 units/ha, both sides of local streets is also 
preferred but one side is acceptable if constraints are documented.  For less than 2.5 units/ha (rural 
areas), 1.2 m wide shoulders on both sides of local streets are recommended but a sidewalk on one 
side is preferred. 

It is recommended that the CBRM consider updating design criteria and policies with regard 
to the location of sidewalks and their width for new urban and rural development and infill 
development.  Sidewalks should be provided on both sides of the street in urbanized areas.  
Though desirable, it is not feasible to require sidewalks on low volume streets that serve 
less than 20 houses. 

4 .1 .7  AN ACCESSIBLE PEDESTRIAN SYSTEM 

On December 12, 2007, the Nova Scotia Liberals introduced Bill No. 121—Accessibility for Persons' 
with Disabilities Act.  The Bill would require the Disabled Persons' Commission to study an Ontario 
statute (Ontarians with Disabilities Act) relating to accessibility for persons with disabilities and to 
prepare a report to be completed by December 31, 2008 recommending a timetable for 
development of legislation and implementation of programs in Nova Scotia.  

Pedestrians can be affected by mobility, hearing, visual, and cognitive impairments.  These 
pedestrians can become disabled in their environment unless it is designed to be accessible.  
Details make a difference—sidewalk and street crossing designs are evolving to create barrier-free, 
walkable communities 
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Elements to incorporate into sidewalks and street crossings to make them accessible are presented 
below (28).  Note that there are currently no comprehensive national guidelines in Canada.  
Additional justification and design details are provided in the reference.  

Sidewalks in the pedestrian travel zone (Exhibits 4.4 and 4.5): 

Width—1.5 m is required for a wheelchair to turnaround, and 1.8 m to pass other 
wheelchairs 

Grade—a maximum of 5% is recommended, however, this can be difficult to 
control since sidewalks follow streets that sometimes have grades in excess of 
5%. A level landing can be provided every 9 m for excessive grades (maximum 
of 8.3%).  The landing is recommended to be 1.5 m square with a slope not 
greater than 2% in any direction 

Cross slope—The maximum cross slope recommended is 2%.  A sidewalk with 
a steep cross slope can be modified to provide a level area 0.9 m wide within 
the width of the sidewalk, or the height of the curb can be increased but with 
potential impacts to on-street parking and curb ramp design 

Surface—concrete and asphalt provide firm, stable and fairly slip-resistant 
surfaces when dry.  Concrete is recommended to be broom finished to increase 
slip resistance. Consistent colour and texture aid the visually impaired who may 
not be able to distinguish a change in colour or texture from a drop-off or change 
in level.  Texture should not include more than a 6 mm rise every 75 mm for 
those with mobility aids.  Textured surfaces can make it difficult for pedestrians 
with visual impairments to identify detectable warnings at the transition from the 
sidewalk to the street. Smooth walkways with brick trim are recommended to 
identify the pedestrian travel area within the overall pedestrian zone of a street 
or plaza 

Elevation—As with texture, changes in level or vertical rises in sidewalks should 
not exceed 6 mm; from 6 to 13 mm the surface can be beveled with a maximum 
grade of 50% (1:2); and greater than 13 mm a ramp with a maximum grade of 
8.3% is needed to address the vertical rise 

                                                     
28 U.S. Department of Transportation, Federal Highway Administration, “Accessible Sidewalk and Street Crossings—an information guide,
HWA-SA-03-019. 
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Exhibit 4.4: Sidewalk Corridor Zones 

The sidewalk corridor zone system consists of 
the curb zone, furniture or buffer zone, 
pedestrian travel zone and frontage zone.
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Exhibit 4.5: Sidewalks and Street Furniture 

The concrete sidewalk is uniform in colour and 
texture with a defined edge, and contrasts with the 
adjacent furniture and frontage zones.  Textured 

surfaces are used in the furniture zone. 

Exhibit 4.6: Sidewalk Encroachments 

Objects located between 0.7 m and 2.0 m from the 
ground should not protrude more than 7100 mm

Protruding objects into the sidewalk corridor (Exhibit 4.6)—Objects above 2 m in height over 
the pedestrian travel zone are not a problem for pedestrians with visual impairments.  They can 
usually detect objects with a long cane under 0.7 m in height.  However, objects that protrude 
between 0.7 and 2.0 m over the pedestrian travel zone but do not extend to the ground are more 
difficult to detect and avoid. Objects mounted on a wall, post or side of a building should not 
protrude more than 0.1 m into the sidewalk corridor or pedestrian travel zone.   
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Sidewalks at driveway crossings—The characteristics of an accessible sidewalk should continue 
through a driveway, including a cross slope not greater than 2%, level maneuvering space, changes 
in level not to exceed 6 mm and a maximum flare slope of 10%.  Ideally the change in grade of the 
driveway to match the street grade occurs outside the sidewalk or pedestrian travel zone, between 
the sidewalk and the street.  If this is not possible, the level sidewalk can be jogged away from the 
street providing a greater width over which to provide the driveway ramp. 

Curb ramps at street crossings—These are necessary to provide access from the sidewalk to the 
street for pedestrians who use wheelchairs and other mobility devices.  However, they can create 
barriers for people with vision impairments who use the curb to identify the transition between the 
sidewalk and the street. Detectable warnings are installed to mark the boundary between the 
sidewalk and the street where the vertical edge of the curb is eliminated by the curb ramp. 

Curb ramp types include: 

Perpendicular—two ramps per corner aligned with the crosswalk.  On small 
radius corners, the path of travel from the ramps through the crosswalk is 
straight.  On larger radius corners, this path may not be straight 

Diagonal—not recommended. Wheelchair users are directed into the 
intersection and must turn at both the top and the bottom of the ramp. 
Pedestrians with vision impairments can mistake a diagonal ramp for a parallel 
ramp and unintentionally travel into the intersection since it is not aligned with 
the crosswalk. If the corner radius is tight, the level landing area at the bottom of 
the ramp where the wheelchair user must maneuver towards the direction of the 
crosswalk may be within the travel path of motorists proceeding parallel to the 
crosswalk 

Parallel—on narrow sidewalks the sidewalk itself is ramped down to a level 
landing. Pedestrians on the sidewalk (not crossing) must negotiate two ramps 

Combination parallel and perpendicular—the sidewalk is partially ramped to 
reduce the length of the perpendicular ramp to provide a level maneuvering area 
at the top of the ramp. Pedestrians on the sidewalk (not crossing) must 
negotiate two ramps 

Depressed corners—eliminate the need for curb ramps. Design details are 
required to prevent larger vehicles from travel onto the sidewalk when turning 
and to define the boundary between the sidewalk and street 

Design elements of curb ramps include the following:  

Ramp grade—maximum of 8.3%, however, 7.1% is recommended to allow for 
construction tolerances 

Cross slope—not to exceed 2% 

Ramp width—minimum of 1.2 m, but 0.9 m is acceptable in restricted spaces 
where a ramp is being retrofitted 

Grade changes—the change in grade between the ramp and the gutter/street 
must be 13% or less to prevent wheelchair users from being pitched forward or 
thrown backwards 
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Curb ramp alignment (Exhibit 4.7)—align perpendicular to the curb face and 
parallel to the direction of travel within the crosswalk.  This results in a straight 
path of travel from the top of the ramp to the roadway, through the crosswalk, to 
the curb ramp on the other side and to the top of that ramp 

Exhibit 4.7: Curb Ramps 

The curb ramp alignment is such that the 
wheelchair user is directed outside the 

crossing area in order to access it. Curb 
ramps must be perpendicular to the curb and 

should align with the crosswalk.
www.pedbikeimages.org / Dan Burden 

Detectable warnings for vision-impaired pedestrians—A 600 mm wide strip 
of detectable warnings is installed across the full width of the ramp at the bottom 
of the ramp setback 150 to 200 mm from the bottom edge of the ramp.  It 
indicates to the visually impaired pedestrian the transition from the sidewalk to 
the street (see subsequent sections) 

Transition points—Less than a 13 mm change in level between adjacent curb 
ramp surfaces 

Sidewalk approach width—minimum of 1.2 m 
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Level landing—required at the top and bottom of the curb ramp, 1.2 m by 1.2 m 
in size and a cross slope of not more than 2% in any direction. The absolute 
minimum landing width is 0.9 m however, the slope of the curb ramp flare must 
not exceed 8.3% in order to allow wheelchair users to travel over a portion of the 
flare to move between the ramp and the sidewalk 

Drainage—adequate drainage is required to prevent water and debris from 
accumulating at the bottom of the ramp 

Detectable warnings (Exhibit 4.8)—standardized surface feature built in or applied to walking 
surfaces to warn visually impaired pedestrians of potential hazards.  In particular, detectable 
warnings are placed at the bottom of curb ramps, at depressed intersection corners, raised 
crosswalks and intersections, the edge of transit platforms, and railroad tracks that cross sidewalks.  
In the US, the only approved detectable warnings consist of a surface of truncated domes aligned in 
a grid pattern—dome base diameter 23 to 26 mm, top diameter 50 to 60% of base diameter, height 
5 mm, centre-to-centre spacing of 40 to 60 mm, and visual contrast of light on dark or dark on light 
with adjacent walking surfaces.  

Grooves in curb ramps are specified in some standards publications but are not allowed in the US 
for they have been deem undetectable and confusing. Pedestrians cannot always detect them 
underfoot and can confuse them with sidewalk expansion joints and cracks.  

Testing of the installation and maintenance of truncated dome surfaces is on-going by various 
jurisdictions. In particular, testing by the Vermont Agency of Transportation considers the durability 
of truncated domes under winter maintenance conditions. 

Exhibit 4.8: Detectable Warnings 

Example of cast-in-place truncated dome panels in a curb 
ramp (Vermont Agency of Transportation) 

Accessible Pedestrian Signals—Audible pedestrian signals (APS) provide a service to the 
visually impaired pedestrian who find it difficult to cross roads at signalized intersections. They 
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provide users with information on when they have the right-of-way to cross a street, and in which 
direction they may cross an intersection. The visually impaired pedestrian has to determine (29):

1. Am I at an intersection?   

2. What controls traffic flow at this intersection? 

3. Has the pedestrian (WALK) interval started? 

They rely on the sound or sense of traffic to identify a time when traffic has stopped and crossing 
the street is possible. This is difficult when traffic volumes are low or there is an advance green 
signal phase is provided for left-turning traffic.  They may also delay the start of their crossing, 
relying on the surge of traffic as a cue, and not complete the crossing within WALK/Flashing DON’T 
WALK interval. 

Canadian National Institute for the Blind (CNIB) recommends that the installation of APS be a 
priority at signalized intersections with the following characteristics: 

Pedestrian-activated WALK signal 

Lead pedestrian phase 

Advance left-turn phase 

Mid-block crossings 

T-intersections 

The CNIB also supports an implementation strategy that includes APS in all new and rebuilt traffic 
control signal installations.  Accessible Pedestrian Signals—National Guidelines for the 
Understanding, Use and Implementation is available from the Transportation Association of Canada 
(TAC).  

4 .1 .8  ACCESSIBLE PEDESTRIAN ZONE 

Sidewalks, particularly in commercial areas, can be obstructed by street furniture such as benches, 
as well as encroachments such as sandwich board signs, newspaper stands, litter receptacles, mail 
boxes, private patios, bicycle racks, planters, etc.  In addition, the surface of the sidewalk is 
sometimes constructed of materials and patterns other than broom-finished concrete.  These 
materials can result in rough textures or varying colours that are difficult for pedestrians with 
disabilities to move along.  For example, interlocking brick can be very uncomfortable for or even 
overturn someone in a wheelchair, and changes in surface colour can appear as a change in level 
(step) for someone with visual impairments. 

The City of Saskatoon SK has developed an accessible pedestrian zone, a clear and 
unencumbered walking area, in the downtown consisting of a minimum 1.8 m wide sidewalk with 
defined edges generally offset 0.5 m from the front of stores and at least 0.5 m or more from the 
roadway. A by-law prohibits obstructing this area and local shop owners know that sandwich board 
signs, patio furniture, etc. are to remain outside the sidewalk.  It creates a highly functioning, 
accessible sidewalk. 

                                                     
29 The Canadian National Institute for the Blind, CNIB Position for Accessible Pedestrian Signals in Canada, October 15, 2003 



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page 46 

To maintain an accessible sidewalk, the recommended sidewalk widths provided above should 
consist of broom-finished concrete with a defined edge.  The defined edge may be a barrier curb or 
a material of differing texture such as a grass boulevard.  The boulevard or planter/furniture zone 
adjacent this pedestrian zone can vary from this material/finish, such as a grass, vegetation, 
stamped concrete, interlocking pavers, painted surfaces, stone, etc. The concrete sidewalk 
becomes a defined area that adjacent property owners realize must be kept clear of all obstructions 
including signs, street furniture, newspaper boxes, etc. Even through public or publicly-accessible 
plazas, mailbox station areas and transit stops, and adjacent benches and drinking fountains, a 
pedestrian travel zone should be defined by a concrete sidewalk. The remaining walking surfaces 
can be of alternative, hard surface materials. 

A concrete building frontage zone is recommended in commercial areas adjacent the sidewalk as a 
buffer between the pedestrian travel zone and any buildings, fences or landscaping. It should be a 
minimum of 0.6 m wide. In commercial areas, the building frontage zone should be wider to allow 
for doors opening, sidewalk cafes, etc. Level, concrete landings are required in the frontage zone at 
building entrances.  This may be difficult to achieve in retrofitting sidewalks along existing 
development but an attempt should be made to do so. 

It is recommended that the CBRM consider adopting accessible sidewalk design guidelines 
to further enhance pedestrian accessibility along and crossing roadways, and accessible 
pedestrian zones through business districts.  

4 .1 .9  PRIORIT IZATION OF S IDEWALK RETROFITS  

The resources available for transportation projects, particularly pedestrian projects, are typically 
limited.  As a result, it is important for funding decisions to be made based on which projects 
provide the greatest possible public benefit in the most efficient way. In addressing sidewalk 
deficiencies—gaps in existing sidewalks, sidewalks in poor condition that warrant replacement, and 
areas that were developed without sidewalks—a prioritization program can help to identify those 
area in greatest need to serve existing or inherent pedestrian demand.  Such programs can be 
applied region-wide or by district / electoral areas. 

The sidewalk prioritization programs for London and Ottawa ON, Edmonton AB, Charlotte NC and 
Portland OR were reviewed.  A summary of the criteria used in these communities is provided in 
Appendix A in the Phase 2 Report. While some programs use a relatively simple matrix and 
descriptive criteria to rank potential projects, others require more detailed information such as 
Annual Average Weekday Traffic volume and distance to a pedestrian generator / destination.  One 
program, proposed in the City of Edmonton Sidewalk Strategy, is directly integrated into the City’s 
infrastructure and data management GIS, allowing for coordinated planning and efficiencies in 
completing sidewalk rehabilitation, construction and planning. 

It is recommended that the Cape Breton Regional Municipality develop a New Sidewalk 
Prioritization Program that includes some of the following key criteria: 

If the project connects two significant pedestrian generators / destinations 
(e.g. schools, parks, shopping districts). 

Traffic volume and speed limit 

If the project is part of a continuous network or an isolated segment. 

Evidence of a missing link (e.g. worn path). 
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Presence of walking hazards (e.g. hills, poor sightlines, retaining walls). 

If the project could be rerouted to another funding program (e.g. 
neighbourhood redevelopment).   

Additional criteria suited to the more rural areas of CBRM should also be included, such as: 

Presence / absence of a paved shoulder—a sidewalk may be less urgent 
where a paved shoulder is present 

Road right-of-way width—is there room to accommodate a sidewalk? 

Roadway lane width – could the lane widths be reduced to accommodate a 
sidewalk? 

Distance to a single pedestrian generator / destination – where pedestrian 
destinations are separated by long distances (e.g. rural schools), linking 
two destinations is impractical.  Instead, the criteria could consider 
distance to a single pedestrian generator / destination (e.g. within 1000 m 
of a school). 

4 .1 .10  WINTER S IDEWALK MAINTENANCE 

The condition of sidewalks in CBRM during the winter, i.e. snow and ice accumulation, has been 
identified by members of the public as an important issue.  At the first series of Public Information 
Events for the AT Plan in November 2007 at which approximately 180 people were engaged, 15 
people commented that sidewalks need to be maintained in the winter.  This issue ranked third 
behind providing more bikeways (30 comments) and trails (22 comments). 

CBRM’s Current Policy and Practices 

CBRM currently plows designated sidewalks, giving priority to areas of high volumes of traffic or 
those close to schools, hospitals and commercial districts.  Council approved a Winter Operations 
Strategy on November 25, 2003.  The strategy reports that the general objective for sidewalk 
plowing/de-icing is to make an effort to provide access for pedestrians, but due to physical and 
financial constraints, it is not feasible to plow snow from all sidewalks.  Therefore, sidewalks are 
designated by the Public Works Manger of Operations as primary or secondary, continuous routes.   

In urban areas, the CBRM plows the sidewalks.  In the rural areas, the sidewalks are generally 
maintained by contract.  Routine inspections are used to determine the need for salting or sanding.  
Priority I sidewalks are plowed as soon as street plowing procedures permit.  Initial efforts are 
focused on sidewalks in designated commercial areas, followed by schools and hospitals.  Work 
may be performed outside regular hours.  Priority II sidewalks are attempted during regular hours 
after Priority I routes are completed. 

Property owners are encouraged to clear sidewalks around their property but there are no by-laws 
requiring them to do so.  Property owners may not pile snow and ice from their property onto the 
street or sidewalk as prohibited by CBRM’s Streets By-laws T1:

No person shall obstruct any street or sidewalk in the Regional Municipality in 
any fashion whatsoever.  This shall include, but not be limited to, placing snow 
in or upon any street or sidewalk in the Regional Municipality so as to cause any 
impediment to foot or vehicular passage, parking or traffic.  
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CBRM publishes a brochure, Snow and Ice Control—Who plows my road?, on their web site to 
inform the public about the CBRM’s winter operations strategy. 

Practices in other Communities 

The population, population density and average annual snowfall were used to identify similar 
municipalities in Canada and determine their sidewalk snow clearing policies and practices.  The 
population and snowfall statistics for various communities are provided in Exhibit 4.9.  The table 
also indicates which of these communities have transportation demand management (TDM), active 
transportation (ATP), or pedestrian plans.   

Exhibit 4.9: Population, Population Density and Snowfall for Municipalities Similar to CBRM 

Municipality 
Population
(2006)* 

Population Density per 
km2 (2006)* 

Yearly Snowfall 
(cm)**

TDM, AT or Pedestrian 
Plans Exists 

CBRM NS 102,250 42.0 298.3 AT
Moncton NB 64,128 454.3 349.9 AT
St. John NB 68,043 215.7 256.9
Prince George BC 70,981 224.6 216.1 Pedestrian Plan 
Waterloo ON 97,475 1,520.7 159.5 TDM (Regional) 
St. John’s NL 100,646 225.6 322.3
Cambridge ON 120,371 1,066.5 127.7 TDM (Regional) 
Greater Sudbury 
ON 157,857 49.3 274.4

Halifax NS 372,679 67.9 230.5 TDM, AT 
Edmonton AB 780,372 1,067.2 121.4 Sidewalk Strategy (on-going) 
Calgary AB 988,193 1,360.2 126.7 TDM
Toronto ON 2,503,281 3972.4 133.1 Pedestrian Charter 
*  Statistics Canada 2006 Census 
**  Canadian Climate Normals 1971-2000 

The sidewalk snow clearing policies and practices for each municipality are described in 
Appendix B in the Phase 2 Report.  In general, many of these communities have by-laws that 
require abutting land owners to clear sidewalks of snow and ice, and offer information on 
community programs that assist people with impairments or seniors that are unable to do the work. 
Clearing is to occur within 24 to 48 hours, with enforcement consisting of warnings, then fines or 
charges for the municipality to clear the walk. Cambridge ON adopted their by-law as recently as 
2005.  Some of those that do not have such a by-law, clear sidewalks in priority areas and publish 
maps on where these are located. 

Sidewalk winter maintenance is key to enabling citizens of CBRM to be active all year and 
provides basic accessibility for pedestrians who depend on walking with or without mobility 
devices for transportation.   It is recommended that the CBRM consider the following: 

A review of their current sidewalk and curb ramp snow and ice clearing 
practices, in particular, focusing on the viability of mandating the 
responsibility to abutting property owners in urban and suburban areas.
This review should consider issues such as: 

Financial implications 
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Enforcement requirements 
Affect on less able-bodied citizens in CBRM that would be unable to clear the 
sidewalks, including the capacity of CBRM and community social 
organizations to provide support to them 
Snow storage requirements 
Service and response levels 

Publishing maps of the sidewalks that are currently their responsibility to 
clear of snow and ice so that pedestrians can plan their routes to avoid 
sidewalks that are not cleared 

4.2 Bikeway Planning, Design and Maintenance

4.2 .1  REFERENCES 

The various types of bikeways are presented in Chapter 3.5 of this report.  Various guidelines have 
been published in North America for the planning and design of bikeways.  Recommended 
references include: 

Bikeway Traffic Control Guidelines for Canada, Transportation Association of 
Canada, December 1998—includes recommendations on regulatory, warning, 
guide, information, and temporary conditions signs, and pavement markings for 
bikeways within public road rights-of-way. 

Guidelines for the Design and Application of Bikeway Pavement Markings,
Transportation Association of Canada (to be published in 2008/09)—provides 
guidance in the application of bikeway pavement markings, such as the bicycle 
with chevrons shared-use lane marking (“sharrow”), bike lane markings through 
intersections and interchanges, contra-flow bike lanes on one-way streets, multi-
use trail crossings of roadways at intersections and mid-block, bike lanes at 
roundabouts, bikeway markings at traffic calming devices, and bicycle detection 
markings at signals.  

Guide for the Development of Bicycle Facilities, American Association of State 
Highway and Transportation Officials (AASTHO), 1999—provides guidance in 
the planning, design, operation and maintenance of bikeways, including shared 
roadways, signed routes, bike lanes, and shared-use paths.   

Technical Handbook of Bikeway Design, 2nd edition, Vélo Québec, 2003—
provides guidance on bicycle traffic and land-use planning, types of bikeways, 
bikeway planning and geometric design, construction, multi-use trails, bicycle 
parking, bicycles and public transportation, and operation of bikeways. 

It is recommended that the CBRM follow current design guidelines for the planning, design, 
signing and marking of bikeways that result in consistent bikeway designs that address 
cycling safety and comfort.  The needs of cyclists should be routinely considered in 
transportation projects, such as the planning and design of new collector and arterial 
roadways, and crossings of existing and future barriers, including waterways, railways, 
freeways and interchanges. 
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4 .2 .2  BENEFITS OF PAVED SHOULDERS 

Adding or improving paved shoulders can extend the service life of the roadway surface, provide a 
breakdown area for motor vehicles, reduce crashes, and accommodate cyclists in rural areas.  The 
recommended width of a paved shoulder is 1.2 m to accommodate cyclists; however, any additional 
paved shoulder width is better than none at all.  Additional shoulder width is desirable if speeds are 
high (> 80 km/h) or there are a high volume of truck, bus or recreational vehicle traffic.   

Data from the 1970s and 1980s on the benefit / cost analysis of rural roadways considering  
maintenance savings and crash reductions, recommended 0.9 m wide paved shoulders on 
highways with Average Annual Daily Traffic (AADT) of 1,000 to 2,000 vehicles.  Although these 
data are out of date, many bike plans still consider the threshold for provision of paved shoulders on 
rural roadways to be around 2,000 to 3,000 vehicles per day. 

4 .2 .3  NEW TOOLS 

Bicycle Priority Streets 

Bicycle priority streets, also known as “bikeway boulevards” are 
local streets that function as through streets for cyclists while 
maintaining access for local residents. Traffic calming features are 
implemented to control traffic speeds and discourage through 
motorists. Traffic controls (signals, stop signs, traffic circles and 
yield signs) are placed to control conflicts with motorists and give 
priority to cyclists. Bicycle route and destination signage provides 
useful information and help cyclists find the route while alerting 
motorists.   

Shared-use Lane Marking 

The shared-use lane marking or “sharrow” is a 
symbol placed on the pavement in the intended 
area of bicycle travel.  It raises the awareness to 
both cyclists and motorists of the correct cyclist 
positioning in the lane.  It can be used in the 
following applications: 

On roads that are not wide enough for 
a dedicated bicycle lane but wide 
enough for cyclists and motorists to 
operate side-by-side, such as wide curb lanes (> 4 m) 

On roadways with on-street parking to position the cyclist outside the door zone 
of the parked vehicles 

For short sections of roadways (< 500 m) that are two narrow for cyclists and 
motorists to share (< 4 m) when speeds are 50 km/h or less to indicate that the 
cyclists can ride in the middle of the lane 

To correctly position cyclists at intersections where there is a mandatory right-
turn only lane and insufficient width for a bike lane  



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page 51 

Before and after studies in San Francisco CA (30) indicated a 4% drop in sidewalk riding, an 
increase in the distance between cyclists and parked cars from 1.02 m to 1.22 m, and an increase 
in the distance between cyclists and cars in the travel lane from 0.79 m to 1.47 m. 

The Transportation Association of Canada will be including the shared-use lane marking in their 
bikeway pavement markings guideline update.  The “sharrow” will make wide curb lanes and cycling 
adjacent parked cars more visible to the travelling public and increase cycling safety and comfort on 
roadways that are not quite wide enough for bike lanes. 

Road Diets 

“Road diets” are conversions of generally four-lane roadways into three lanes (two through lanes 
and a centre, two-way left-turn lane).  The four lanes is converted to bicycle lanes (one in each 
direction), or sidewalks or on-street parking.  That is, the existing roadway space is reallocated.   

Research in North America has shown that for roadways with Average Annual Daily Traffic (AADT) 
of 20,000 vehicles or less, road diets have minimal effects on vehicle capacity because the left-
turning vehicles are moved into the centre turn lane.  Road diets have been implemented on 
roadways with higher volumes, up to 30,000 AADT, some seeing an increase, some remaining the 
same and some seeing a decrease in volume after implementation.  Studies in Iowa (31) of 15 sites 
indicate a drop in crash frequency and severity of injuries after the conversions.  A report on nine 
conversions in Seattle WA (32) indicates a 34% decrease in the number of collisions and a 7% 
decrease in the number of fatal and injury collisions.  The Federal Highway Administration reported 
that road diets were no better or worse than comparison sites with regard to crash severity and one 
may expect a 6% decrease in total crashes.33

The advantages to cyclists and pedestrians are significant, including providing more room on the 
road to increase cycling safety and comfort, creating a buffer between motorists and pedestrians, 
and reducing the number of lanes that a pedestrian must cross. 

4 .2 .4  S IGNAGE STRATEGIES 

The Bikeway Traffic Control Guidelines for Canada indicates that bikeway guide and informational 
signs convey information to cyclists for route selection, for locating off-road facilities, or for 
identifying geographical features or points of interests.  These Guidelines indicate that on shared 
rights-of-way, separate signing for cyclists is not necessary, however, guide and informational signs 
are intended to help cyclists find their way in unfamiliar areas and provide insight into the coherence 
of a network of bikeway routes.   

Street name signposting, and guide and informational signs for motorized traffic are not ideal from 
the cyclist’s viewpoint, in terms of positioning and information: 

Some bikeways are designed to take advantage of low traffic speeds or 
volumes, or scenic routes and as such may not remain on any given street.  The 
bike route will take turns and short-cuts not intended for motorist but of great 

                                                     
30 Alta Planning + Design, “San Francisco’ Shared Lane Pavement Markings: Improving Bicycle Safety”, Final report, San Francisco 
Department of Parking & Traffic, February 2004.  
31 Stout, Thomas B, Michael Pawlovich, Reginald R. Souleyrette, and Alicia Carriquiry, “Safety Impacts of “Road Diets” in Iowa”, 2005. 
32 Burden, Dan, and Peter Lagerwey, “Road Diets: Fixing the Big Roads”, Walkable Communities Inc., March 1999 
33 Huang, Herman F., J. Richard Stewart, and Charles V. Zegeer, “Evaluation of Lane Reduction “Road Diet” Measures and Their Effects on 
Crashes and Injuries”, Highway Safety Information System, US Department of Transportation, Federal Highway Administration, 
Transportation Research Record 1784. 
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advantage to cyclists.  Separate signing of these routes are required for way-
finding.

Cyclists generally travel shorter distances than motorists and are more 
concerned with direct connections to destinations within those smaller areas.  
They may require information on the exact route to the frontage of the property 
or building that is bicycle-accessible.  For example, circulating by bike around a 
shopping or transit centre to find bike parking or bicycle lockers could be very 
frustrating.

Time and distance along bike routes to destinations can indicate to the traveling 
public that the trip is quite manageable by bicycle.   

Advance signing for a cyclist on a roadway or trail approaching a roadway with a 
bike lane, wide lane, or other type of bikeway on it is needed.  The cyclist will not 
be aware that the bikeway exists until they pass through the intersection.  In 
fact, they may not detect the bikeway at all unless they are looking sideways as 
they travel through the intersection.  If they do detect it at the intersection, they 
may not be in a position that allows them to turn directly onto the bikeway, and 
then will have to expend additional personal energy to go out of their way to turn 
around. 

A coherent and consistent system of way-finding signs for cyclists is lacking in Canada.  Some of 
the shortcomings of bicycle route signage programs include:  

Signs are inconsistently implemented across a network such that some routes 
are well marked and others are not 

Useful information from a cyclist’s perspective, such as destinations, directions, 
distances, amenities, is lacking or inconsistent across a network   

Signs are not maintained on an annual or as-needed basis with signs 
disappearing over time 

Initial implementation of bicycle route network signage is not continued as the 
network expands over time such that older sections are signed and newer 
sections are not.  The reverse can also happen if older signs are not maintained 
but newer signs are installed as the network expands. 

Sign placement is poor so that it is not easily visible to cyclists. 

Signage types are lacking, i.e., route confirmation signs at regular intervals, 
change in route direction signs, intersection signs of two or more bicycle routes, 
advance or access signs from major roadways or trails to bicycle routes 

Examples of bicycle route signage are provided in Exhibit 4.10. 
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Exhibit 4.10: Examples of Bikeway Signage 

Basic bicycle route sign 

Not very useful without additional 
information about the bicycle route 
network.  Note that TAC’s recommended 
Bicycle Route Marker Sign includes the 
word “ROUTE” below the bicycle 
symbol.
Photo by Richard Drdul 

Bicycle route marker sign with destinations 

Plus direction at decision points in the 
bicycle route network. 
Photo by Richard Drdul 

Additional information provided includes 
direction, distance and average time by 
bicycle at decision points in the bicycle 
route network. 
Photo by Richard Drdul 
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Exhibit 4.10: Examples of Bikeway Signage (Cont’d) 

Bicycle route marker sign with route number 

Additional information provided includes 
cardinal direction. 

Street name blade with bicycle logo 

Identifies a street as a bikeway to 
cyclists and motorists. 
Photo by Richard Drdul 

Bicycle boulevard signage 

Identifies the street as a priority street 
for cyclists with a route name and 
includes destinations, distances and 
directions.
Photo from City of Berkley, CA 
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Exhibit 4.10: Examples of Bikeway Signage (Cont’d) 

European bicycle route signage 

Includes region name, node number, 
destinations, directions, distances, 
amenities, and map. 

Includes destinations, directions, 
distances, and amenities. 

Bicycle route signage in CBRM will be important for integrating the system of intracommunity
bicycle routes with the intercommunicty routes to form an overall network.  CBRM will need to 
examine which signage strategy will work within the resources available to implement and maintain 
the signs.  It should be easy to integrate into bicycle route maps, and address the features 
described above such as route confirmation, route intersections, advance route signing, 
destinations, directions, distances (or time), and amenities.  Consistency with Provincial sign design 
principles is also recommended. 

Recognizing the different needs of cyclists for way-finding compared to motorists, it is 
recommended that CBRM develop a strategy in partnership with the Province and adjacent 
municipalities to sign the bikeways in such a way that the network is more visible to cyclists 
and the traveling public, and the signs communicate the network’s connectedness, 
destinations and distances or travel time. 
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4 .2 .5  B IKEWAY MAINTENANCE 

Proper maintenance is paramount to providing cyclists with a quality experience that will ensure 
continued use.  The characteristics of bicycles, such as lightweight with relatively narrow tires, make 
them more susceptible to irregularities in roadway conditions than motor vehicles.  Deterioration of 
the roadway surface, such as potholes or cracking and debris near the curb increases the potential 
for cyclist injury.   

In an informal survey on cycling facility maintenance conducted three years ago, preventative or 
proactive maintenance, especially with regard to surface condition, signing, trash and vandalism 
was cited as a key to the success of delivering an effective, well-used cycling network.  Although it 
may represent additional time and operating costs, it has been demonstrated that reorganizing 
existing maintenance priorities can contribute significantly to an effective maintenance program. 
During the winter months, snow and ice should be regularly removed from cycling facilities; likewise 
with leaves in the fall, and dirt and debris in the summer.  The cycling season, in particular for more 
for fair-weather cyclists can be extended if bikeways are either included on major roadways that are 
high priorities for sweeping and snow clearing, or spring sweeping programs are re-organized (a no-
cost activity) such that roadways with bikeways are a priority. 

Cycling-specific, road-repair reporting programs such as telephone “hotlines”, web site e-mail links, 
and postcards are used by various municipalities to allow cyclists to report road conditions that are 
hazardous.  These require resources to not only collect the information but also to confirm and act 
upon the maintenance request.  Such a program, dealing exclusively with cycling-related roadway 
issues becomes increasingly important as a cycling network is expanded.   

Recognizing the importance of the maintenance of bikeways to the comfort and safety of 
cyclists, it is recommended that CBRM review current maintenance practices and priorities 
of on-road bikeways and multi-use pathways critical to the AT network.  Consider 
adjustments to practices so that the highest reasonable standard of bikeway maintenance 
can be achieved.  Include a review of strategies to maintain infrastructure condition (pot 
holes, cracks, utility cover elevations, and road cut repairs), surface condition (debris, water 
ponding, snow and ice), bicycle detection when traffic detection is present at traffic control 
signals, and bikeway network signs and pavement markings. Collaborate with the Province 
of Nova Scotia with the goal of developing consistent maintenance standards, regardless of 
jurisdiction. Consider the need for a road-repair reporting system so that cyclists can 
request maintenance and track follow-up. 

4 .2 .6  CONSIDERATIONS FOR MULTI -USE TRAILS 

Since cyclists will be encouraged to use multi-use trails in the Active Transportation Network, it is 
important that they be designed with the operation of a bicycle in mind.  Most importantly, mutli-use 
trails should conform to minimum guidelines acceptable for two-way bicycle traffic. These guidelines 
are generally based on a design speed (i.e. 30 km/hr for asphalt pathways with a gradient of less 
than 4%, 25 km/hr for granular pathways with a gradient of less than 4%, 50 km/hr for asphalt 
pathways with a gradient greater than 4% and 40 km/hr for granular pathways with a gradient 
greater than 4%).  With design speed  in mind, some key pathway design characteristics to be 
examined are: 

Pathway width 

Horizontal and vertical pathway alignment 

Clear zone adjacent to pathways 
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Pathway signage and its location/placement 

Pathway surface 

Guidelines such as the Guide for the Development of Bicycle Facilities, American Association of 
State Highway and Transportation Officials (AASTHO), 1999 should be consulted.  

Pathway surfaces can include granular (i.e. limestone 
screenings/stonedust) or asphalt.  Factors such as the known 
or anticipated volume of use, longitudinal gradient and 
character of the surroundings should be considered when 
determining the surface type. 

Pathway maintenance during spring, summer and autumn 
seasons should include a regular schedule of inspection, 
sweeping (asphalt) and grading (granular).  Maintenance 
during winter months may be considered for some pathways 
critical to the Active Transportation Network, and this could be 
based on criteria such as volume of winter cyclists, location (i.e. pathway serving major 
destination(s), and proximity of alternative on-road route.  Where pathways are not maintained 
during winter months, they should be appropriately signed. 

4.3 AT-supportive Site Design Guidance 
Recent decades of urban development in North America have led to a general reliance on personal 
vehicles for commuting, recreational and other personal travel, which has had arguably improved 
mobility and accessibility– but not without negative impacts to natural, economic and social 
environments.  Many jurisdictions and municipalities are actively responding to this undesirable 
situation through land-use planning, transit system improvements, pedestrian safety initiatives, 
bicycle system plans, transportation demand management (TDM) programs and smart growth 
initiatives.  However, these strategies are generally aimed at transportation infrastructure, high-level 
land-use or funding issues.  They tend to offer little guidance to development planning and review 
processes such as site design. 

Recognizing this gap in consolidated information and guidelines relating to site design practices that 
promote sustainable transportation, the Canadian Institute of Transportation Engineers (CITE) 
created Promoting Sustainable Transportation Through Site Design. This document was 
developed to provide planning authorities and the land development industry with site design 
practices and planning processes that help promote sustainable transportation. 

Drawing on the CITE Guideline, for which IBI Group was the lead author, this section provides 
suggested practices that would be applicable in CBRM for improving site design for active 
transportation. 

4 .3 .1  S ITE  ORGANIZATION 

Site organization is one of the first stages of site design and has a significant impact on elements 
that affect sustainable transportation.  Typical decisions that are made at this stage include building 
location and placement, parking lot size and configuration (e.g. at grade, above, grade or below 
grade) and entrance locations. 
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Some of the design considerations made at this initial stage of site design that would help to create 
better environments for active transportation include: 

Ensuring Building parallel to the street and at a consistent set back provides a 
well defined public edge 

Animating the pubic sidewalk with street front uses 

Locating ancillary uses (e.g. daycares, convenience stores, etc.) closest to 
potential users 

Locating the highest density uses close to intersections.  

Providing building entrances close to street and transit stops in order to animate 
the street and minimize walking distances 

Constructing mixed-use development to allow people to live near work. 

Minimizing parking supply to provide opportunities for other uses such as parks 
while discouraging auto use 

Locating surface parking to the rear of site, away from pedestrian activities 

It is recommended that CBRM develop and adopt guidelines for site design incorporating the 
above considerations. 

Exhibit 4.11: Typical vs. Model Site Layout 

Source: TRI MET, Planning and Designing for Transit Handbook 
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4 .3 .2  S ITE  LAYOUT 

Site layout determines how pedestrians, cyclists, transit users and motor vehicle drivers and 
passengers will arrive at the site and travel through the site.  As a result, site layout has a significant 
impact on whether users of different modes can safely and comfortably co-exist.  Major decisions at 
this stage of the design process include determining the internal road configuration (where internal 
roads or driveways are required), parking layout and configuration, and the location of transit 
facilities, bicycle facilities and passenger pick-up and drop-off areas in relation to buildings and the 
internal and/or adjacent street network. 

Pedestrian crossings, including mid-block crossings are well defined 

Pedestrian connections are possible through the site 

Number of driveways and mid-block access/egress is minimized 

Transit stops are provided close to main generators and key pedestrian routes 

Loading areas are underground in order to minimize visual impact and maximize 
safety 

Where loading is above ground, access does not interfere with pedestrians and 
cyclists 

Short-term bike parking is located in visible areas and protected from elements 

On-street parking is factored into supply, provides a buffer for pedestrians 

Parking lots are developed in modules and pedestrian routes are protected 

Preferred carpool/vanpool parking is provided closest to destinations 

Avoid drive-throughs, which tend to sever pedestrian movements though a site 
and add to vehicle emissions due to idling 

Contrasting Examples showing the impacts of site layout are provided below. 

It is recommended that CBRM develop and adopt guidelines for site design incorporating the 
above considerations. 
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Exhibit 4.12: Contrasting Examples of Site Layout

Poor Considerations for Active 
Transportation 

Good Considerations for Active 
Transportation 

Pedestrian-vehicle
interaction

Pedestrian routes 

Cycling Routes 
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Poor Considerations for Active 
Transportation 

Good Considerations for Active 
Transportation 

Transit Connections 

4 .3 .3  S ITE  INFRASTRUCTURE 

Site Infrastructure is typically designed in greater detail once 
the general layout of buildings, parking, access and internal 
roads has been established.  The design of site infrastructure, 
which includes decisions on road and sidewalk widths, 
materials and treatments, has can influence the “pedestrian-
friendliness” of a site. 

Practices for designing site infrastructure to accommodate 
pedestrians and cyclists were discussed in the previous 
chapter. 

4 .3 .4  S ITE AMENIT IES 

Site amenities are generally considered later in the site 
design process, but are no less important for sustainable 
modes than other site design aspects.  The most important 
thing is that amenities for pedestrians, cyclists and 
transit riders be considered as part of the initial site 
design, rather than after a project is completed.  Factors 
such as landscaping, bicycle parking and bicycle changing 
facilities can make the difference between a person choosing 
to walk, cycle or ride transit and taking their vehicle.  While 
some of these features may involve extra upfront costs, the 
long term financial benefits can be covered by improved 
employee satisfaction, increases site value and reduced need 
for auto facilities. 

4.4 Education and Awareness Strategy 
CBRM through the implementation of the AT network and policies can create more pedestrian-
friendly and bicycle-friendly communities.  Although facilities can encourage people to try walking 



I B I  G R O U P  F I N A L  R E P O R T  

Cape Breton Regional Municipality
ACTIVE TRANSPORTATION PLAN 

August 2008 Page 62 

and cycling more, programs that educate residents on the benefits of AT and promote more walking 
and cycling will have a positive impact on overall participation rates. 

A number of successful education and awareness programs were highlighted in the Phase 1 report 
including:

Active & Safe Routes to School (ASRTS) in Nova Scotia encourages children, 
youth, and their families to use active transportation with programs such as 
walking school buses, Walking Tour of Canada and Walk & Wheel Weekdays 

Bicycle Friendly Business designations and awards 

Bike Sundays banning automobiles on streets and 
opening them to pedestrians, cyclists, in-line 
skaters, skateboarders, etc. 

CAN-BIKE safe cycling skills program administered 
by the Canada Cycling Association 

Cycling Ambassadors teams of skilled cyclists who 
offer programs, campaigns, or deliver information 
at community events during the summer to 
encourage safe riding 

Police on Bikes community policing, including 
active demonstration of safe riding skills  

Pedestrian and cycling safety and enforcement programs often focus on behaviour such as jay-
walking or helmet use.  To the contrary, the majority of reported pedestrian collisions occur when 
pedestrians are crossing intersections with the right-of-way, and bicycle helmets, although an asset, 
do not prevent collisions.  Any safety and enforcement programs intended to support more walking 
and cycling should address changing pedestrian, cycling and motorist behaviours that result in 
injury and fatal collisions.  This requires collecting and analyzing collision data in a meaningful way, 
supporting pedestrian and cycling skills training, motorists education and enforcement of those 
rules of the road that truly affect collision potential.    

Taking advantage of partnerships with stakeholders who have an inherent interest in seeing more 
people walking and cycling for a wide variety of reasons, coupled with local expertise and delivery 
mechanisms can be cost-effective.  Those safety, education, enforcement and awareness programs 
that the AT Committee felt could be supported by a partnership between CBRM and various 
community stakeholders are outlined in Section 6.3—AT-Supportive Programs.  Continued support 
of the AT Committee by the CBRM along with some contribution to annual funding can facilitate 
implementing these programs.  

4.5 Economic Development and Tourism Strategy 
Supporting active transportation can enhance several sectors of the economy: 

Create a healthier work force 

Improve the quality of life leading to a vibrant community that attracts business 

Attract tourists to explore and enjoy a more vibrant community 

Create an active tourism sector 
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4 .5 .1  CYCLING TOURISM 

Regional and even national cycling tourism networks 
elsewhere in Canada and the world have succeeded in 
attracting local and international tourists.  Inspiring is La
Route verte in the Province of Québec.  It is a 4,000 km long 
network of bicycle routes that link 16 regions and more than 
320 municipalities.  It was officially inaugurated on August 
10, 2007 with 86% of the network complete.  Based on a 
concept developed by Vélo Québec, La Route verte has 
been under development since 1995, with the collaboration 
of Transport Québec as well as numerous regional partners.  
The network was expanded by: 

Using public rights-of-way such as abandoned rail corridors, tow paths and 
hydroelectric rights-of-way 

Paving shoulders to make roads safer for cyclists 

Identifying certain rural roads with little traffic as “designated cycling routes” 

Vélo Québec reported that between 1978 and 2005, the government of Québec invested over 
$104 million in the development of bikeways, including $60 million on La Route verte. Paved 
shoulders, non-existent in 1995, are now more than 1,400 km in length.   

In 2000, La Route verte cyclists spent a total of $95.4 million. This corresponds to approximately 
2,000 jobs (person years) and revenues of $15.1 million for the Government of Québec and $11.9 
million for the Government of Canada.  Québec cycling tourists spent a total of $54.6 million and 
people who live near La Route verte spent over $24.5 million.   

Extensive cycling routes are being implemented in other countries: 

The European cycle route network, Euro Velo, is comprised of 12 long-distance 
cycling routes crossing the continent of Europe for a total length of 65,000 km, of 
which 30,000 km is in place 

The United Kingdom national cycling network consists of more than 16,000 km 
of cycling routes on multi-use trails, quiet roads and traffic-calmed roads with 
approximately 75% of the population of the UK living within 3 km of a national 
route

The German national cycling network is made up of 12 national routes with a 
length of 11,700 km, part of the country’s national cycling plan to promote more 
cycling in Germany 

The Cycling in Switzerland Foundation has been developing a national cycling 
network under the supervision of the Federal Government currently consisting of 
nine routes 3,300 km long 

Bicycle-friendly and walkable communities are good for business, revitalizing urban centres, 
creating business opportunities around urban and rural scenic routes, and creating active tourism-
related businesses.  Cycle-tourism alone is expected to see substantial growth based on 
experience elsewhere in North America: 
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European trends indicate that cyclo-tourism could reach 5 to 10% of the total 
tourism market.  In 1999 it was reported that three million people cycled In 
Switzerland.  Some 350,000 stayed overnight spending on average C $120/day.  
Day-trippers spent on average C $20/day. In 1999 in the UK, cyclo-tourists 
spent on average $200/person per holiday. 

The Government of Maine reported in 2001 that self-guided bicycle tourists 
spend $55/day, guided tourists spend $115/day, day trippers $25/day and local 
residents $4/day.  Multiple-day bicycle tours constitute 2% of the total number of 
cyclists but 17% of the total expenditures. 

A study of bicycle facilities in North Carolina reported in 2004 indicated that the 
Government had invested $6.7 million of public funds to construct off-road paths 
and add wide paved shoulders to roads in the Outer Banks region.  Bicycling in 
the Outer Banks benefits the area annually at an estimated US $60 million and 
bicycle facilities are an important factor for many tourists in deciding to visit the 
area.

As a first step, it is recommended that the CBRM collaborate with the Province of Nova 
Scotia and Destination Cape Breton in creating an AT map, including cycling, pedestrian, 
transit and trail routes, and update as needed.  Paving shoulders on rural highways is also a 
key requirement to increasing cycling tourism (see Exhibit 5.6 for proposed routes). 
Expanding promotional efforts and services in proven tourism areas that support walking or 
cycling like the pedestrian link from the Marine Terminal to downtown Sydney and the 
boardwalk will result in success as the interest and investment in active and cycling tourism 
trends are realized.  This will aid businesses that benefit from downtown revitalization, rural 
trails development and cycling tourism. 
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5. RECOMMENDED ACTIVE TRANSPORTATION NETWORK 

5.1 The Network Planning Process 
We are generally designing the AT network for: 

Pedestrians including:  

Recreational Walkers 
Utilitarian Walkers 
Joggers and Runners 
People with mobility and vision challenges, including those dependent on 
mobility devices 

Cyclists including:

Inexperienced riders 
Casual riders. 
Recreational riders 
Utilitarian riders 

Small wheeled (non motorized) users such as in-line skaters and 
skateboarders 

A balanced network with a hierarchy of facilities that allows pedestrians and cyclists to make 
choices about where they will ride and what routes they can use to their destination is key to the 
network development. 

5 .1 .1  NETWORK PLANNING STEPS 

The Active Transportation Pedestrian and Bikeway network is developed through an iterative 
process that involves mapping and overlaying opportunities and constraints, examination of digital 
aerial photography and field assessment. The analysis process includes the steps and information 
inputs.  Although it is presented here as a linear process, it is an iterative process whereby 
candidate routes are added or deleted and reassessed based on information that is received as the 
process unfolds: 

Step 1—Overlay Key Features:  

Existing sidewalks 

Other existing formalized pedestrian facilities including multi-use pathways and 
walking tracks 

Familiar/favourite bike routes (Velo Cape Breton routes) 

Current and known future opportunities such as future development areas (i.e. 
greenfield and brownfield), planned utility corridor implementation, planned  
roadway improvement, trail development initiatives such as the Green Link and 
Whitney Pier Heritage Trail  
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Signature/key projects 

Important destinations such as elementary, secondary and post-secondary 
schools major commercial and employment areas, municipal and provincial 
parks, community centres, libraries, municipal/civic centres, hospitals, and 
transit nodes   

Physical barriers to walking and cycling such as freeways, waterways and 
railways that have a limited number of crossings 

Staff, stakeholder and public input (including youth) 

Step 2—Develop Candidate Route Network: 

Using information generated in Step 1 and Network Guiding Principles (as documented in the 
Phase 1 report) and Step 6 regarding strategies for the pedestrian cycling network, prepare a draft 
network  

Step 3—Evaluate Candidate Route Network: 

Through consultation with staff, stakeholders and the public, field checks, referral/reference again to 
the network guiding principles 

Step 4—Recommend a Preferred Route Network: 

Based on the results of Step 3, recommend a preferred Route Network 

Step 5—Determine Facility Type:  

A facility type will be recommended for each segment of the pedestrian and cycling network.   It is 
important to recognize that the various communities through CBRM have their own unique aspects.  
As part of the determination of network routes and facility types, these unique characteristics should 
be considered.  Applying a “one size fits all” approach to network routes and facility type should be 
avoided.

Typical pedestrian facilities include: 

Sidewalks  

Walking Tracks 

Multi use pathways 

Low volume streets in urban areas where no sidewalks exist. 

Road shoulders in urban (rural cross section) and rural areas 

Typical cycling facilities include:  

On-Road 

Bike Lanes  
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Paved Shoulders 

Wide Shared-use or Wide Curb Lanes 

Signed-only Routes  

Off Road multi-use pathways  

Step 6—Determine Priorities for Implementation:  

The approach used to establish priorities for the implementation of the various routes in the 
proposed network (See Section 6.1). 

Step 7—Determine Implementation Costs:  

An opinion of probable construction cost based on current or known unit price costs (See 
Section 6.2). 

5.2 The Network Concept 
The Active Transportation pedestrian and bikeway network is composed of Intercommunity and 
Intracommunity routes.  These are complemented by Recreational/Scenic Routes. 

Intercommunity Routes—these form the skeleton of the network offering 
opportunities to move throughout CBRM; between communities/urban centres, 
and on direct routes through communities/urban centres.  In the greater context 
(regional/provincial context) intercommunity routes will ultimately form the 
connections to neighbouring municipalities, and regional/provincial/national trail 
systems (see also Recreational/Scenic Routes below).  

The Intercommunity system is typically located on or along higher order roads, 
and linear off road corridors such as abandoned railway lines.  

Intracommunity Routes—these provide links to the Intercommunity network 
and connect local/neighbourhood destinations and points of interest. The 
Intracommunity network includes Primary routes and Secondary routes. 

Recreational/Scenic Routes—are complementary to the Intercommunity and 
Intracommunity route network.  It is anticipated that these Recreational/Scenic 
routes will not be used frequently for Active Transportation, however they are an 
important aspect of the “big picture” for cyclist and pedestrian travel in CBRM as 
the use of these routes support other important initiatives related to healthy 
lifestyles, tourism and economic development.  Although included in the CBRM 
AT Plan, these routes require further study through cycling and trail strategies. 

Sidewalks and the Pedestrian Network—a connected sidewalk network is 
extremely important to pedestrian travel.  Sidewalks already exist along many of 
the streets in urban centres and efforts should be made to eliminate gaps in the 
urban sidewalk network regardless of whether or not they are part of the key 
pedestrian network.  An assessment tool (as described in Chapter 4.1.9) will 
help staff to prioritize the installation of new links across the entire sidewalk 
network in the urban areas.  Urban Intracommunity and Intercommunity 
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pedestrian routes that are illustrated in the pedestrian network should receive 
priority winter maintenance.  Furthermore, priority should be given to high 
quality, continuous sidewalks along these designated routes.  

When determining appropriate facility types for each segment of the AT route network, each route 
must be assessed on an individual basis.  Exhibit 5.1 lists potential facility types that should be 
considered for pedestrian and bikeway routes according to network hierarchy. 

Exhibit 5.1: Network Hierarchy and Facility Types 

Potential Typical Facility Types Network
Hierarchy Pedestrian Network Bikeway Network 

Comments 

Intercommunity Multi-use pathway
Sidewalk

Bike Lane 
Paved Shoulder
Wide Shared-use or 
Wide Curb Lane 
Multi-use Pathway 

1. In many cases the Intercommunity pedestrian network within 
urban centres tends to be associated with major commercial 
areas, arterial and  “main streets”  Where feasible wider sidewalks 
and streetscape amenities including landscaping will help to 
create a more attractive/comfortable pedestrian environment    
2. Where included Intercommunity pedestrian routes between 
urban centres would generally consist of multi-use pathways. Not 
all rural Intercommunity routes would include pedestrian facilities; 
some will have only cycling facilities. 
3. Appropriate surfaces for Intercommunity multi-use pathways in 
rural areas include granular (i.e. stone dust) or asphalt.  
Consideration should be given to asphalt only for Intercommunity 
multi-use paths in urban centres as this will enable the widest 
range of pedestrian and small wheeled uses (skateboards, in-line 
skates, wheelchairs etc).   
4. Using sidewalks for the Intercommunity pedestrian network is 
generally not recommended due to high cost and limitations that 
sidewalks create for other user groups.  
5. Where possible bike lanes would be added to intercommunity 
routes in urban centres by retro-fitting (repainting).   
6. Where it is not possible to add bike lanes on urban 
intercommunity routes by retro-fitting in the short term, 
consideration should be given to add them over the longer term as 
part of future road reconstruction.  Wide curb or wide shared lanes 
should be considered as an interim solution provided that traffic 
volume, truck and or transit percentages do not exceed 
acceptable thresholds. 

Intracommunity
—Primary
Routes

Sidewalk
Multi-use Pathway 

Bike Lane 
Paved Shoulder 
Wide Shared Use or 
Wide Curb Lane 
Signed Route 
Bicycle Priority 
Street/Bikeway
Boulevard

1. The Primary Intracommunity pedestrian network are the main 
pedestrian spines through neighbourhoods and are intended to 
connect the main destinations such as schools and community 
centres.  Priority should be given to sidewalk upgrades and winter 
maintenance along these routes.  Where a multi-use pathway is 
part of the Primary Intracommunity network, consideration should 
be given for winter maintenance. 
2.  Bike Lanes may be appropriate on busier Intracommunity 
streets, and on streets where application of a bike lane will help to 
emphasize/create visibility for the cycling network, however wide 
shared use lanes and signed routes are often appropriate.
Consider the application of techniques for bicycle priority (i.e.
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Potential Typical Facility Types Network
Hierarchy Pedestrian Network Bikeway Network 

Comments 

traffic circles, restriction of motor vehicle through traffic) on 
Intracommunity routes. 

Intracommunity
—Secondary
Routes

Sidewalk
Multi-use pathway
Low volume road 

Wide Shared-use 
Lane
Signed Route 
Bicycle Priority 
Street/Bikeway
Boulevard

1. Streets can be used by pedestrians where sidewalks or multi-
use pathways can not be implemented and traffic volumes are 
below thresholds. 
2.  Bike lanes are not generally recommended for Secondary 
Intracommunity routes as vehicular traffic volume and speed tend 
to be low. 

Recreational / 
Scenic

Multi-use pathway 
Sidewalk
Low Volume Road 
Paved or Granular 
Shoulder

Paved Shoulder 
Signed Route 
Multi-use Pathway 

1.  Multi-use pathways, single or restricted use pathways, low 
volume roads (urban) and paved or granular shoulders (rural) are 
the primary facility types for recreational /scenic pedestrian routes.  
Sidewalks may be considered in exceptional circumstances. 
2. Paved shoulders should be considered for high volume/high 
speed rural scenic routes; otherwise signed routes are generally 
acceptable.  Multi-use pathways should be granular surfaced. 
Asphalt may be considered in exceptional circumstances (i.e. 
scenic lookouts/points of interest where a high volume of 
pedestrian traffic is expected and accessibility for small wheeled 
uses is important. 

5.3 Recommended Core Communities Network 
Exhbit 5.2 illustrates the recommended AT Plan and the Intercommunity routes between each of 
the four core communities.  The recommended AT Plan for each of the four core communities of 
Glace Bay, New Waterford, North Sydney / Sydney Mines and Sydney are illustrated on Exhibit 5.3 
to 5.6. 

5 .3 .1  THE REGIONAL RECREATIONAL NETWORK 

The recommended overall regional network of cycling tourism and long-distance recreational trails 
is illustrated on Exhibit 5.7. 
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Exhibit 5.2
CBRM Active Transportation Plan - Network 
Region

In Association with Catherine O’Brien
and Vibe Creative Group
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The location of recommended network routes may be subject to change through more detailed technical studies and community consultation, where 
warranted, prior to the implementation of individual routes.  At the same time however, the extensive community effort that established the overall 
directions of this plan and the recommended network must be respected. Therefore, specific changes to the recommended Active Transportation network 
should be evaluated in the context of such a decision's impact upon the overall AT Network and accompanying vision for Active Transportation in CBRM.
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Exhibit 5.3
CBRM Active Transportation Plan - Network
Glace Bay

In Association with Catherine O’Brien
and Vibe Creative Group

D
o

m
in

io
n

G
la

ce B
a

y H
a

rb
o

u
r

R
eserve

M
in

es

In
d

ia
n

 B
a

y

The location of recommended network routes may be subject to change through more detailed technical studies and community consultation, where 
warranted, prior to the implementation of individual routes.  At the same time however, the extensive community effort that established the overall 
directions of this plan and the recommended network must be respected. Therefore, specific changes to the recommended Active Transportation network 
should be evaluated in the context of such a decision's impact upon the overall AT Network and accompanying vision for Active Transportation in CBRM.
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CBRM Active Transportation Plan - Network
New Waterford

In Association with Catherine O’Brien
and Vibe Creative Group
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The location of recommended network routes may be subject to change through more detailed technical studies and community consultation, where 
warranted, prior to the implementation of individual routes.  At the same time however, the extensive community effort that established the overall 
directions of this plan and the recommended network must be respected. Therefore, specific changes to the recommended Active Transportation network 
should be evaluated in the context of such a decision's impact upon the overall AT Network and accompanying vision for Active Transportation in CBRM.
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CBRM Active Transportation Plan - Network
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In Association with Catherine O’Brien
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The location of recommended network routes may be subject to change through more detailed technical studies and community consultation, where 
warranted, prior to the implementation of individual routes.  At the same time however, the extensive community effort that established the overall 
directions of this plan and the recommended network must be respected. Therefore, specific changes to the recommended Active Transportation network 
should be evaluated in the context of such a decision's impact upon the overall AT Network and accompanying vision for Active Transportation in CBRM.




