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EXECUTIVE SUMMARY 

 
In partnership with the Musquodoboit Harbour and Area Chamber 

of Commerce and Civic Affairs (MHCC) our team has worked to address 
the lack of active transportation (AT) infrastructure, safety concerns, and 
accessibility issues in Musquodoboit Harbour (MH). Highway 7 runs 
through the center of the village core and is a corridor for motorized 
vehicle traffic to access recreational areas and businesses in the community 
and surrounding areas. We conducted a survey to understand the 
opinions, concerns, and desires of MH residents. A great number of voices 
from the community were heard which demonstrates the concerns over 
pedestrian safety, the need for non-motorized AT infrastructure, a desire 
for improved connectivity, and prioritization of MH community’s 
wellbeing. The three focus areas include infrastructure, economics, and 
community engagement which are integrated throughout the report are in 
line with two UN Sustainable Development Goals (SDG), Goal 10: Reduced 
Inequalities and Goal 11: Sustainable Cities and Communities. 

Our team has taken into consideration the specific problems, various 
stakeholder perspectives, and research on rural community-appropriate 
development, to compile a list of recommendations to create an active, safe, 
and realistic approach to the integration of AT infrastructure in MH. 

The lack of sidewalks and/or paved pathways discourages MH 
residents from walking or cycling as there is no safe space on the roadside 
for these transportation methods. Accessible transportation routes are 
absent from the community, disadvantaging residents with assisted 
mobility needs, and those in The Birches Nursing Home or Twin Oaks 
Memorial Hospital. Safety is also a concern for high school students who 
traverse Highway 7 to buy lunch in the village.  
  
 
 
 
 
 

Recommendations given in this report include: 
• Implementing protected routes for cyclists and pedestrians; 
• A median; 
• New crosswalks; 
• Creation of a website forum – similar to the one used in Hubbard’s 

Streetscapes Project 
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The taxation scheme utilized by Sheet Harbour in their sidewalk 
construction is examined in this report. Our team has also included an 
analysis of AT infrastructure in Brantford, Ontario which includes 
elements that could be implemented in MH.  

The Toolbox for the Future section outlines where you can find the 
community project website, advice for engaging with politicians, 
relevant planning documents, and other helpful information.   
  

  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

• Community connectivity & stronger relationships; 
• A more active lifestyle; 
• A way to connect the core-to-core, business-to-business, and outskirts-to-

core communities and citizens; and 
• Safe and accessible AT infrastructure in the village core 

 

Potential benefits to MH community members include: 
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KEY ISSUES  
 

1. Cars and People 
There is currently no AT infrastructure in the MH 

village core. This has created an unsafe relationship 
between motorized vehicles and 
pedestrians/joggers/cyclists. This report will explore 
various solutions to address safe road-sharing among 
motorists, cyclists, pedestrians, and those using 
accessible modes of transportation.  

 
2. Safety and Accessibility 

The current infrastructure disproportionately 
benefits motorists over those who choose to walk, jog, 
cycle, or use accessible modes of transport. There needs 
to improved infrastructure so that community 
members with varying levels of ability can enjoy the 
benefits of appropriate AT routes. 

 
3. Community-Appropriate Development 

It is important to consider both the sustainability 
and suitability of infrastructure to be implemented in 
MH. Socio-economic, political, and environmental 
concerns are interconnected and will be addressed in 
this process. The goal of this report is to lay the 
groundwork and provide concrete data on which to 
base good decisions for long-term, effective AT solutions. This will 
improve MH’s ability to create and implement strong AT infrastructure 
plans to enhance community safety and connectivity. 
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SUCCESSES: Case Studies / Recommendations / 
Potential Solutions 

 
Across Nova Scotia and Canada, rural, suburban, and urban 

communities are increasingly demanding high quality AT routes (Smith et 
al., 2017). The following projects provide examples of unique ways to 
implement AT infrastructure to meet the community's needs. Aspects of 
each project that can be implemented in MH will be emphasized. 
 
 
 
AT Infrastructure Projects: 

 
      
 
 
 
 
 
 
 
 
 
 
 
 
    
 
 
 

 
 
 
 
 
 
 

 

1. Hubbards Streetscape 
Project 

2. Sheet “Harb-Our” 
3. Garden Avenue – City of 

Brantford 
4. Sherbrooke Streetscape 

Program 
5. Cotton Road Trail, 

Wellington County, Ontario 
6. Conestoga Boulevard, City 

of Cambridge, Ontario  
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Community Website 
Forum

SUMMARY 
• Created by local families who 

didn’t feel safe walking 
through the downtown core; 

• Implementation of a 
community space where 
concerns and thoughts for the 
future could be shared; 

• Creation of a forum to help 
connect all businesses and 
community members with the 
goal of safer and more 
accessible streets; and 

• Contributions from local 
business in the form of 
distribution of program 
branding stickers, pins and 
social media tags 

The Hubbards Streetscape Project was 
kickstarted by local families who didn't feel 
safe walking through the downtown core 
along Hwy 3. The families created a website 
to make it easier to get involved and how to 
support a future streetscape program. The 
initiative now has over 30 sponsors from 
mainly local businesses contributing to the 
cause or willing to distribute some of the 
programs branding stickers, pins and social 
media tags. The site also offers the 
opportunity for individuals to write a 
testimony of their personal challenges with 
the current situation in the community and 
join for a volunteer position with the 
program (One Hubbards, 2020). A 
community forum, online or otherwise, is a 
great tool that can be utilized by MH to 
collect stories and experiences from 
community members. This may also work 
to connect local businesses and community 
members to reach the goal of safer and more 
accessible streets, and create opportunities 
for local contributions and funding from 
provincial organizations. 
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Figure 1: Diagram displaying the 
catchment areas used in Sheet Harbour. 
 

Sheet Harbour created a unique way of 
using taxes paid by community members to cut 
development costs and repayment time of past 
developments. In practice, this was done 
through a uniform charge for different 
catchment areas based on their proximity to the 
urban core during the construction and 
operation phases of the newly developed 
streetscape. Due to the significant costs of 
construction and sidewalk operation, Sheet 
Harbour proposed a uniform charge per 
property within three distinguished catchment 
areas to help pay for the building and 
maintenance costs of the sidewalk. The 
catchment areas ranged from properties located 
within the 1km buffer from the urban core, the 
community of Sheet Harbour and lastly the 
approved catchment areas surrounding the 
community (Halifax, 2017). 
Sheet Harbour is classified as a part of the 
Urban General Tax area with HRM. 
Meanwhile, MH is classified to be a part of the 
Rural General Tax area, even though its 
population is more than three times that of 
Sheet Harbour. The rural tax classifications 
have much lower rates than urban tax rates, 
especially for commercial businesses within the 
community. Implementing a similar payment 
scheme in MH may be a smart financial 
decision and speed up the planning and 
construction process of new AT infrastructure. 

SUMMARY 

• Uniform charge for 
different catchment areas 

• Based on their proximity to 
the urban core 

• Lower tax rates for MH 
(Rural General Tax Area) 

• Tax levied until set 
contribution is reached 
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Figure 2: City of Branford Garden Avenue project, before and after construction photos.  

 
Similar to MH, high speed traffic, unsafe conditions, accessibility 

issues, and a lack of community engagement were all present in Brantford 
prior to this project (Smith et al., 2017). Their complex AT infrastructure 
design includes bike lanes, sidewalks, greenery, and a median (AODA) 
(Smith et al., 2017). The bike lanes are on the outer shoulders of the road, 
with signage marking a split intersection and to alert motorists of the 
cyclists (Smith et al., 2017). Past issues regarding traffic calming and 
volume have been mostly eliminated to create safe driving conditions 
(Smith et al., 2017).  The flexible, creative, and complex strategies used in 
this design plan were well appreciated by the community of 
Brantford. Although it is a suburban region, a design similar to this can be 
implemented in the busy village core of MH to address the current lack of 
safe and accessible AT infrastructure. 
 
 
 
 
 
 

SUMMARY 
• Highly applicable for rural areas with high-speed traffic 
• Implementation of a median helped with traffic calming and volume 
• Addressed the need for safe and accessible AT infrastructure with paved, non-

motorized, multi-use AT lane on shoulder of the road and safety signage 
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Sherbrooke Streetscape Program 

 
Located on the Eastern Shore of Nova Scotia, the town of Sherbrooke 

is implementing a streetscape project aimed to attract more visitors 
through plans to transform and beautify the town core (Sherbrooke, 2019). 
In the past, Sherbrooke has had faced funding challenges, but has recently 
collected a generous number of contributions to kick start the planned 
development. Through its Innovative Communities Fund (ICF), The 
Atlantic Canada Opportunity Agency, is providing a $20,000 non-
repayable contribution to the project, and the Government of Nova Scotia 
is investing $25,000 through 
the Department of Municipal 
Affairs (Murphy, 2019). MH’s 
tourism industry does not 
compare to that of 
Sherbrooke; however, 
improved AT infrastructure 
and beautification could 
encourage tourists to visit 
more often.  

The full potential of activities that MH offers are not being 
recognized. Just 15 minutes away from the village core is the beautiful, 
white sand, 5km-long, Martinique Beach (pictured above) – the longest 
beach in Nova Scotia. It is also a protected area for the piping plover and a 
wildlife refuge for migratory waterfowl. It is these types of attractions and 
heritage sites that may help obtain generous funding commitments, similar 
to those obtained in Sherbrooke, like ACOA’s Innovative Communities 
Fund and provincial donations to help get an AT project started.  
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Cotton Road Trail, Wellington County, Ontario 

 
This fourteen-kilometer off-road trail is a multi-use pathway that 

runs through Wellington County, Ontario. As a part of the Trans Canada 
Trail, there was high demand to use this route as a safe connector to the 
other two trail ways in the area (Smith et al., 2017). Similar to MH, 
multiple stakeholders were involved in the completion of this project. 
The municipalities, internal government departments, the province, and 
the University of Guelph provided input, helped with design processes 
and land ownership to manage this project (Smith et al., 2017). Liability 
was of primary concern in this project; cyclists were in harm's way from 
the previously laid path (Smith et al., 2017). With improved pathway 
conditions, good marketing strategies (imagery), and widespread public 
knowledge of the project helped unify the communities, stakeholders, and 
users. Promotion and marketing tactics similar to these can be utilized in 
MH to garner public support and improve community relationships. 

 

 
Figure 3: Before and after photos of the Welling County Cotton Road Trail project.  
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Conestoga Boulevard, City of Cambridge, Ontario  
 
 

High speed traffic, 
unsafe walking and 
cycling conditions, lack 
of community 
engagement, and 
accessibility issues were 
present in this area prior 
to the project (Smith et 
al., 2017). The narrow 
shoulder on a straight 
stretch of roadway made 
walking, cycling, or any 

other non-motorized activity nearly impossible without safety concerns. 
The complex route design included bike lanes, sidewalks, greenery, a 
median, and is compliant with the Accessibility for Ontarians with 
Disabilities Act (AODA) (Smith et al., 2017). Other infrastructure integrated 
into this plan included a raised median, clear painted lines, and safety 
signage alerting motorists of pedestrians and cyclists (Smith et al., 2017). 
Challenges faced throughout this project included ensuring the pathways 
for accessible for those with varying levels of ability, working with 
unleveled driveways and slopes, and a railroad crossing (Smith et al., 
2017). The creative strategies used in this design plan made for a project 
that was well-appreciated by community members. Evident in the ‘after’ 
diagram, the new AT infrastructure ensure accessibility for all its users. 
Although Cambridge is a suburban community, design strategies used 
here are highly applicable in the village core of MH. 
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RESEARCH AND FINDINGS 
 
Paved Shoulders  

A paved shoulder on both sides of a roadway not only improves 
driver safety but serves as a functional space for cyclists and pedestrians to 
travel. They are appropriate on roads with moderate to high volumes and 
speeds, and on roadways with heavy traffic, similar to Highway 7 (Rural 
Design Guide, 2021). Proven benefits of paved shoulders include improved 
cyclist safety, reduction of pedestrian ‘walking along roadway’ close calls 
and crashes, increased driver safety, and an overall reduction in roadway 
accidents (Rural Design Guide, 2021). To provide these safety benefits 
shoulders should be at least 1.2 meters in width with a 0.3 – 0.5m buffer 
between shoulder and roadway (Rural Design Guide, 2021).      (Brashear, 
2011) 

Although wide shoulders may be beneficial to drivers, cyclists, and 
pedestrians, wider roads don’t necessarily mean safer roads. What is most 
important to consider is creating livable communities - that is, integrating 
infrastructure that makes sense for the demographics. In MH’s case, it is 
important to consider the safety of high school students, mobility needs of 
the community, the older population, and those with accessible 
transportation needs.  

The province of Nova Scotia considers roads eligible for a paved 
shoulder when all the following are present:  

 
 

 
 
 
 
 
 
 

If a road is deemed eligible, the AT Coordinator will determine the 
suitability of the location, and consider whether the roadway is associated 

• Average annual daily traffic (AADT) is greater than 1000 
vehicles; 

• Speed limit is 80km/hr. or less; 
• The road is part of a new road construction; and 
• The road is included in capital paving and repaving projects 

(Nova Scotia Transportation & Infrastructure Renewal, 2018). 
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with a municipal council approved AT plan, a cycling route (Blue Route or 
other), or proximity to common destinations (school, shops, libraries, 
health facilities, etc.) (Nova Scotia Transportation & Infrastructure 
Renewal, 2018). Highway 7 has been designated as a future expansion 
place for the Blue Route, which will eventually become a province wide 
network of bike lanes. Considering this information, and given safety and 
financial considerations, a paved shoulder would be a good option for the 
portion of Trunk highway 7 that runs through the village core of MH to 
increase walkability and cyclability of this area.  
 
On-Street Parking 

In one of our interviews, someone familiar with MH expressed 
interest in the possibility of on-street parking in the village core. On-street 
parking has both its benefits and drawbacks. It will take up space desired 
for other uses like sidewalks, bicycle lanes, and/or non-motorized multi-
use pathways. It may encourage slower driving speeds and would provide 
a buffer between vehicle traffic and pedestrians (Pedsafe, 2020). A study 
conducted in various urban locations in the US concluded that changes in 
driving behavior due to the presence of on-street parking is likely to 
translate to higher crash rates in areas where vehicles are parked, and that 
are used by both cyclists and pedestrians (Pedsafe, 2020). If bike lanes are 
present, the number of cyclist accidents is expected to be higher if there is 
not adequate width to accommodate both cars and bicycles (Torrance et al., 
2007).  Given the spatial limitations on Highway 7 and financial constraints 
present in MH, implementing on-street parking as a part of roadway 
improvements may not be in the community’s best interest. A paved 
shoulder and/or sidewalks and/or a non-motorized paved multi-use 
pathway would be a safer and more financially feasible use of space in the 
village core of MH. 
 
Environment (Protected Areas and Regulations) 

MH is a considerably large region that contains many different 
interconnecting ecosystems. On the mainland, salt marshes, mudflats, bogs, 
and forests cover the landscape offering many different species the 
resources necessary to survive (NCC, 2021). MH is home to one of Nova 
Scotia’s most popular and longest sandy strip beach, Martinique Beach, 
which is also an important habitat for the piping plover (endangered 
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species) (NCC, 2021).  In 1987, the Ramsar Convention on Wetlands 
deemed the Musquodoboit Outer Estuary as a Ramsar Site (protected area). 
The Nature Conservatory of Canada (NCC) listed human development 
activities as a threat to the local environment. Our project team has taken 
this into consideration as we seek to help the community's lack of AT 
infrastructure. Residential and recreational development, urban sprawl, 
unsustainable tourism activities, and timber harvesting are all areas of 
concern for the region. Our team has been mindful of the delicate balances 
that may be influenced by the outcome of this project to ensure a small 
ecological footprint is made to maintain the integrity of local ecosystems. 
 
AT & Community Connectivity and Resiliency  

There is strong evidence collected in the HRM that suggests if 
conditions are favourable for walking or cycling, residents will choose 
these modes more often (IMP, 2017). Integrating AT infrastructure into MH 
will provide great benefits to the community. AT infrastructure improves 
the efficiency of transportation, reduces air pollution, promotes healthy 
lifestyles through physical activity, and improves the vibrancy and 
livability of a community (BC Healthy Communities, 2010). It is important 
to make AT routes both aesthetically pleasing and usable. Potential impacts 
on community character are often a reason for resistance against 
transportation projects; civic pride is associated with the how a community 
looks, and AT facilities that appeal to the eye are likely to be used more 
often (Giles-Corti et al., 2010). Safe walking routes will increase the number 
of children walking and cycling to school, and studies have shown that AT 
skills, habits, and values, last a lifetime. Further, AT is a key ingredient in 
independent living for an aging population; walkable communities help 
older people to be connected socially and improves mental health and 
resiliency (BC Healthy Communities, 2010). Studies have also shown that 
those with varying levels of mental and physical ability are more likely to 
engage in leisure activity and AT in neighborhoods with safe infrastructure 
and streetscape adaptations (Public Health Agency of Canada). Other 
social benefits of AT include facilitating contact between neighbors, 
increasing social capital, networks, and trust between community members 
(Giles-Corti et al., 2010). Numerous studies have shown that improved 
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social capital promotes both mental and physical health, resulting in 
greater overall community health and wellbeing (Giles-Corti et al., 2010).   

Retail businesses and local cafes and restaurants also benefit from 
good AT infrastructure. Studies from various cities around Canada have 
proven that increased business is one of the most direct and quantifiable 
benefits of greater pedestrian activity in a given area (Toronto Centre for 
Active Transportation, 2012). Increased tourism is also associated with 
high-quality AT infrastructure (cites). AT infrastructure that supports 
hiking, walking, and biking will attract tourists and boost the economy.  

 
 

 
 
 
 
 
 
 
 
 

Visions for the Future 
         The MH community has never had safe and community-
appropriate AT infrastructure. Our interviews with prominent figures 
working in MH revealed they are aware of the history, current issues, 
and community demands. One’s vision includes a sidewalk or greenway 
on the South side of Highway 7 from the industrial park to the river and 
improvements to the Rails to Trails greenway on the North side of the 
highway. They emphasized their desire for sidewalks in the area as they 
thought this is the most aesthetically pleasing and safest option for 
pedestrians. The other interviewee would be pleased with seeing either a 
sidewalk or wide, paved, non-motorized multi-use pathway adjacent to 
the highway on the South side, or upgrades to the Rails to Trails 
greenway. In their opinion, a separation, whether physical, spatial, or 
visual, between the highway and AT facility is of utmost importance. 
This would ensure it is All Ages and Abilities (AAA) friendly, and could 
accommodate cyclists, pedestrians, scooters, joggers, wheelchairs, and 
other modes of accessible transportation. In either case, safety, 
accessibility, and usability are crucial factors in any new developments 
to AT infrastructure in MH.  
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COMMUNITY ENGAGEMENT AND EXPERT 
INTERVIEWS  

 
On top of the data we received from the survey, we also wanted to 

hear from local officials and AT experts. Those that are active members in 
the decision-making process, may offer a familiarity with the issue that 
community members are not exposed to. Development projects can be 
difficult to manage, especially trying to balance the interests of various 
groups. The interviews that we conducted allowed us to understand the 
politics and bureaucracy at play with regards to rural transportation 
infrastructure.  

Our team interviewed Counsellor David Hendsbee, HRM District 2 
(Preston, Chezzetcook, Eastern Shore). David is aware of the communities 
concerns and understands that these issues have been present for a long 
time. Even stemming back to the ekistics plan+design initiative, community 
development and transportation infrastructure has been on the priority list 
for local initiatives. There are several issues impeding on the community’s 
ability to address AT. With the roadways under the jurisdiction of the 
province, MH has little control over the operations and maintenance of 
transportation infrastructure. The roads and highways are controlled by a 
Street Deterioration Index (SDI). The SDI evaluates the state of roadway 
and if it deteriorates past a certain level, the province will step-in to repair 
it. Obtaining a funding mechanism to follow through with large-scale 
development changes will likely pose to be the most difficult challenge. AT 
infrastructure solutions such as reducing the speed limit or improving 
traffic signage may not require substantial investments. More complex 
approaches such as refurbishing the crosswalk or implementing sidewalks 
along Highway 7 are more expensive and laborious solutions. 
 
Survey Discussion 

Members of the community have voiced their concerns about the 
infrastructure and layout of high-traffic areas in the region. Local officials 
and HRM Active Transportation Advisory Committee have acknowledged 
the issue and are taking steps to address it. There are a few different 
approaches that could be used, such as focus groups, interviews, or 
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demonstrations. With the limitations of COVID-19, a survey was a feasible 
approach with the time and resources available. Much like the Community 
Development Plan presented by ekistics design+plan (read more - 
https://www.mhacc.ca/community-development-plan/), the data collected from 
our survey can be used to help guide decision-makers in government. The 
survey was proposed to the community [via The Cooperator (159 
submissions) and written submission (35 submissions)] in January 2021 
and received 194 responses by late February. This represents around 20% 
of MH’s total population according to 2011 census data. This is an excellent 
response rate that clearly demonstrates the engagement of MH residents 
and the pressing need for improved AT infrastructure. The survey and 
results can be found in the Appendix. 

 
Survey Question #1 

Survey participants were categorized into age categories “Younger 
than 20”, “20 to 59”, and “60+”. It is important to consider the varying 
degree of ability and capability of individuals. What might be accessible to 
a teenager might not be for an individual has limited mobility. Splitting the 
age demographics in this manner does not adequately account for this, but 
it can help create a baseline for an accessibility perspective.  

 
Q1: What age group are you a part of? 

Age 
Demographic 

Number of Participants Percentage of Participants 

Younger than 20 1 1% 
20 to 59 125 64% 
60+ 68 35% 

 
 
Survey Question #2 

In MH, cars rule the road. It is not surprising that motorized vehicles 
dominate as the primary transportation method. Question two asked 
participants which mode of transportation they used most often and to 
scale them from 1 - 5 (least used - most used). Of the five responses, 
“Motorized Vehicles” accumulated a weighted score of 3.9/5. 126 
respondents noted that cars were their most used transportation method, 
making it one of the most common responses given in the entire survey at 
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67%. The current system was originally designed for trucks and cars; it 
makes sense that community members are concerned with the lack of AT 
infrastructure and while people rely heavily on motorized vehicles. It is 
interesting to note, that the second most common response was 
“Walking/Jogging” with a weighted score of 3.2/5. There is still a reliance 
on pedestrian activity, especially with such a tightly knit village core. 
Maneuvering around the community should be enjoyed by all, not 
something the community needs to fight for. “Other”, “Bicycle”, and 
“Accessible Modes” produced a weighted average of 2.7, 2.6, and 2.3, 
respectively. There are many ways people move around a community, so it 
is important for decision-makers to take into consideration the various 
wants and needs of the community.  

 

 
 

Age as an Indicator: 
Q2: Age Demographic Split 

Age 
Demographic 

Motorized 
Vehicles 

Bicycle Walking/  
Jogging 

Accessible 
Modes 

Other 

20 to 59 3.7/5 2.7/5 3.1/5 2.5/5 2.9/5 
60+ 4.4/5 2.6/5 3.1/5 2.6/5 2.8/5 

When you categorize the data into its designated age demographics 
you can see a slight change in the results. The 60+ demographic shows a 
much higher tendency to opt for motorized vehicles than the 20- to 59-year-
old participants. Accessibility and mobility cannot be determined off the 
survey alone, however, there are some noticeable differences in the 
responses given between the two groups. Motorized vehicles are more 



       

PAGE   21 

likely to be the primary mode of transportation in MH because it makes 
traveling accessible in an inaccessible town. Older individuals may be 
compelled to drive because the current system cannot accommodate them 
as mobility tends to decline. 
 
Survey Question #3 

To gain a better understanding of the popular destinations in the 
village core, we asked respondents to rank the most frequently visited 
space from a list of destinations. The list was meant to include the 
businesses in the area and the places most likely to have pedestrian and 
motorized traffic. There are plenty of reasons people visit the village core, 
as most essential businesses and services are in a centralized area. It is 
difficult to decipher peoples reasoning behind why they visit some places 
over others. Without a follow up question, there is little significance to be 
pulled from Q3, however, we will revisit these findings later in Q9. It can 
be noted that most of the destinations proposed are located along Highway 
7. If one area of the community has significantly higher pedestrian and 
motorized vehicle traffic, than decision-makers could focus on that specific 
area along the highway. A more detailed analysis is required to determine 
which area of the community requires the most attention. 
 
Survey Question #4 & #5 

Walking or biking within the village core has proven to be quite 
difficult. Many parts of the community are disjointed, only connected by a 
winding and deteriorating road structure. Many people have noted the use 
of the shoulder on Highway 7, due to the lack of any other infrastructure 
for pedestrians. Even crossing the road can be dangerous with high-speed 
traffic and the communities only crosswalks is located at the crest of a blind 
hill, between East Petpeswick Road & Highway 357. Regardless of how 
participants get to the village core, their behaviour once they are in the core 
is important. Question 4 asks participants if they walk or cycle from one 
location to another within the core, with a virtually even split between the 
two groups.  
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Age as an Indicator: 
Q4: Age Demographic Split 

Age Demographic Yes No 
20 – 59 50% 50% 
60+ 46% 54% 

 
The older demographic shows a slight preference to drive in the 

village core, however, the results are fairly even. There is a general 
acknowledgment that the existing infrastructure is inadequate for 
pedestrian use. For such a small community, compared to other developed 
cities in Nova Scotia, it is surprising to see such a high response rate for not 
walking or cycling within the core. One would think that getting from the 
Twin Birches Nursing Home to the Eastern Shore Community Centre 
would be an easy task, considering they are less than a kilometer away 
from each other. Many of the village core amenities are within a reasonable 
walking distance from one another, however, there is little to encourage 
other modes of transportation when the system is designed for cars. If there 
was push for AT in the village core, it could incentivize pedestrian traffic. 
There would likely be an increase in both demographics to walk within the 
village core. 

As indicated in Q4, half of the survey participants, once they are 
within the village core, do not opt to walk. The following question asks the 
frequency in which survey participants walk or cycle within the core. 41% 
of respondents fell under the “Rarely (once a month)” demographic. The 
second highest demographic in this question was “A few times a week”, 
which made up 22% of participant votes. There is a considerable gap 
between those that walk and those that do not. Walking within the core, no 
matter how frequent, should be safely available to all. These questions 
posed a good opportunity to issue a follow-up question for respondents to 
justify which AT infrastructure would provide the most incentive. 
 
Survey Question #6 

This question posed a few AT infrastructure solutions that could be 
implemented in the community; respondents could choose multiple of the 
proposed solutions. Of the five options, “Paved Pathways” generated the 
most responses at 73%. Other than participants mentioning sidewalks, 
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“Paved Pathways” was the most common responses out of all the survey 
questions. Many options could have a potential benefit on the community. 
“Alternate Crosswalks”, “Crosswalk Signage”, and “Other” shared a 
smaller percentage of the of the votes. Reducing the speed limit was of 
some concern to participants but many voiced their opinions to maintain 
the current limit. Participants seem to be looking for more permanent 
change with major investments required. Improving the current system 
will require considerable capital and time to address the issues. 

 

 
 
Survey Question #7 & #8 

To address the key issues that we have observed, we briefly wanted a 
space in the survey for community members to rank how satisfied they 
were with the existing transportation infrastructure as well as how safe 
they felt using it.  Question 7 & 8 help paint a picture of the general detest 
for the current system. Participants were asked to rank on a scale of 1-5 (1, 
low – 5, high) these two categories. The weighted average for the Q7 was 
around 2.2/5, meaning that of the 192 respondents, the level of satisfaction 
for the system as it currently stands is unsatisfactory.  
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A similar narrative is followed with regards to safety in the village 

core. The weighted average for Q8 was around 2.4/5, meaning the average 
response was between unsatisfied and neutral. 

 

 
 

Age as an Indicator: 
Q7 & 8: Age Demographic Split 

Age Demographic Satisfaction Level Safety Level 
20 - 59 2.3/5 2.6/5 
60+ 2.0/5 2.2/5 

The older population in MH is struggling the most with the 
transportation system in its current state. Although satisfaction and safety 
levels are below a neutral level in both demographics, the implications of 
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the deficient system disproportionately affect those who require more 
accessible options. 

 
Survey Question #9 

Q9 was our open-ended response section of the survey. We asked 
participants to detail a part of the community that made them feel the most 
unsafe. There were a wide range of responses that people had to offer. 
Many participants reiterated their discontent with the areas of town that 
were previously acknowledged to be problematic. Some offered unique 
perspectives that we did not consider over the course of the project. Others 
did not feel their safety was being compromised as a result of the 
infrastructure available. Even those that indicated that they themselves felt 
safe, often expressed concern for others. 

There are many different factors that can influence the perspectives of 
community members. People have varying levels of mobility and 
accessibility needs. People visit the core for different reasons and at 
different frequencies. There are a plethora of ways community members 
can experience the same area differently.  

Many responses were directed towards Highway 7 and the various 
businesses connected to- and around it. Although we did not specifically 
ask to direct participant answers to the core of the community, many 
acknowledged the need for AT infrastructure to be implemented in high 
traffic areas. Many of the businesses and locations listed in Q3 were brough 
up in this question. Tasks such as getting to school or grabbing a bite to eat 
are just a few examples of the various activity’s community members 
undertake on a daily basis. However, even this can be a challenge for most 
in the systems current state.  
 
*If you are interested in seeing what other community members had to say, 
the survey responses are in the Appendix. 
  
Survey Question #10 

To finish off the survey, our concluding question posed community 
members with a list of options similar to Q6; respondents could choose 
multiple of the proposed solutions. This question was directed more 
towards overall transportation infrastructure, whereas Q6 was specifically 
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looking to improve pedestrian traffic in the core. The responses from this 
question helps to prioritize the “wish-list” of local residents. The desire for 
sidewalks is unsurprisingly high with 72% of respondents indicating the 
appeal for community connectivity. Protected, non-motorized, pathways 
was the second highest response at 34%. This would provide a shared 
space for pedestrian traffic as well as cyclist instead of using the road itself 
or the unpaved shoulder. The remaining options “A new crosswalk”, 
“Improved signage safety”, and “Reduced speed limit” garnished less than 
25% of participant votes. With the limited space available for additional 
infrastructure, a new crosswalk may not be feasible. With regards to 
improved signage safety and reducing the speed limit, many participants 
voiced their concern for these options. Some viewed these options as a 
“quick-fix” rather than a permanent solution that addresses more pressing 
matters.  

 
 
Survey Discussion Summary 

The data collected from the survey will prove to be useful for future 
AT development projects in the area. Further community engagement is 
recommended so more community members can get involved and voice 
their opinions. In community engagement projects, it is important to 
establish consensus between the various parties being influenced. Decision-
makers can use the findings from eskistics plan+design and our survey to 
establish a direction for project undertakings. 
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Question 10: If you could see one change in 
the roadway through the village, what would 

it be?
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TOOLBOX FOR THE FUTURE 
Maintain a website(s) similar to the one in Hubbards to encourage 
community engagement and involvement and gather feedback; available 
resources for MH include: 

• The MHCC website: https://www.mhacc.ca/news/ 
• The independent project website: www.mhpath.ca 
• The Facebook page: 

https://www.facebook.com/groups/musquodoboitharbour 
 
Financial planning: 

• The Department of Transportation and Infrastructure Renewal (2020) 
has stated that $30 million is allotted for improved safety measures 
on un-twinned 100-series highways – like the one in the village core 
of MH – around the province 

• $400-million active transportation fund in Halifax announced by the 
Federal Government on March 12, 2021 – program to be developed to 
determine distribution – “the money will be given to municipalities 
over five years for active transportation projects including bike 
lanes, trails, pedestrian bridges, and “anything at all that removes 
barriers to accessible movement of people by their own power.” 

• Federal Gas Tax Fund (GTF) - federal dollars; have been used in 
Nova Scotia for active transportation projects and improvements to 
trail ways  

 
Policy advocacy strategies can be used to lobby MPs and District 
counsellors; such strategies include:  

• Give politicians a concrete reason to spend time on the issue; build 
and sustain public support outside of government to pressure 
officials. 

• Treating interactions with politicians as a negotiation; understand 
their bargaining position, party stance, and work environment, and 
make a clear and actionable request in writing.  

• Accommodate government timelines to avoid unnecessary battles; 
work within the local political context. 
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• Present solutions to politicians, not problems, and be willing to make 
compromises and adjustments; this is the goal of this report to 
provide for passionate advocates in MH and surrounding areas.  

 
Relevant municipal planning documents include:  

• Vision HRM Action Plan; discusses multiple elements of community 
design and analyses each one through the lenses of goals, current 
situation, steppingstones, resources, implementation partners, risk 
assessment challenges/opportunities, and project dependencies 
(Halifax Regional Municipality, 2007). 

• Land use by-laws for Eastern Shore (West); the plan lays out how the 
different areas of MH are zoned, what developments can or cannot 
be made on this land, and what channels development proposals and 
procedures must go through. 

• The ‘Red Book’ of Design Guidelines; applied to any development 
project undertaken in the HRM. Part A (pp. 6-27) details the 
construction guidelines for a new sidewalk or walkway, as well as 
specifications for digging a new trench or gutter for drainage. Part B 
(pp. 40-58) provides various diagrams and technical drawings 
outlining the dimensions and structure any new sidewalk or 
pathway should follow. 

• Integrated Mobility Plan (IMP); composed of four principles, this 
plan addresses community form, movement, prioritization, and 
planning – AT is a priority and the plan’s objective is to “encourage 
walking and cycling by building complete and connected networks 
that respond to the needs of urban, suburban, and rural communities 
for all ages and abilities (AAA).” Expanding AT infrastructure in 
rural areas is a stated priority.  
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CONCULDING THOUGHTS 
 

 
 

 
 
 
 
 
 
 
 
 
 
 
 

 
 
 

With our recommendations, results from our literature reviews 
and survey, and our Toolbox for the Future we share our hope for future 
action on the active transportation development in Musquodoboit 
Harbour. We wish for community connectivity and participation in 
recreation throughout the area to increase. With new funding becoming 
available from the Federal government for active transportation 
development, the community can continue in strength and in numbers to 
engage local politicians, officials, and activist groups to reach out for this 
funding and support from Halifax Regional Municipality.   

We know with the completion of this project the community has a 
base and research for reference in community voice. There is more 
possibility for the community to be incorporated in businesses, 
individuals, and activist groups. Recreation, tourism, and other 
sustainable featured projects will be more easily undertaken when active 
transportation routes become available.   

To conclude, our team thanks Catherine Berry for her dedication 
and passion in this project! She has been an attentive and strong leader 
in the community and will continue to be for years to come.  
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APPENDICES  
 
A1 – Survey Questionnaire 
Question 1: What age group are you a part of? 

• Younger than 20 
• 20 to 59 
• 60+ 

 
Question 2: What modes of transportation do you use most often? Rank 
from 1 - 5. 1 = least used, 5 = most used. 

• Motorized Vehicles 
• Bicycle 
• Walking/Jogging 
• Accessible Modes (Wheel Chairs, Walkers, Scooters, etc.) 
• Other 

 
Question 3: What location in the village do you visit most frequently? Rank 
them from 1 - 9. 1 being most frequently visited and 9 being least 
frequently visited. 

• Library 
• Resturants 
• Museum 
• Bank 
• Drugstore 
• Recreation Centre 
• Outdoor recreation areas (trails, baseball diamond, beach, park, etc.) 
• School 
• Health Facilities 

 
Question 4: Currently, do you walk/cycle from one location to another in 
the village? (e.i. Walk from the Library to the Recreation Centre) 

• Yes 
• No 

 
Question 5: How often do you walk/cycle around the village? Please select 
the answer that fits closely with your lifestyle. 

• Everyday 
• A few times a week 
• Once a week 
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• A few times per month 
• Rarely (once a month or less) 
• Other 

 
Question 6: What transportation infrastructure would encourage you to 
walk or cycle more in the village? Check all that apply. 

• Paved Pathways 
• Alternate Crosswalks 
• A Reduced Speed Limit 
• Crosswalk Signage 
• Other (please specify) 

 
Question 7: How satisfied are you with the current transportation 
infrastructure in village? Rank your satisfaction of a scale of 1 - 5, 1 being 
very unsatisfied, 5 being very satisfied. 

• Very Unsatisfied 
• Unsatisfied 
• Neutral 
• Satisfied 
• Very Satisfied 

 
Question 8: How safe do you feel using the current transportation 
infrastructure? Rank your feeling of safety from 1-5. 1 being very unsafe, 5 
being very safe. 

• Very Unsafe 
• Unsafe 
• Neutral 
• Safe 
• Very Safe 

 
Question 9: Is there an area in the village you feel most unsafe? If the 
answer is yes, please describe to the best of your abilities where this area is 
and why it stands out to you. 
 
 
 
Question 10: If you could see one change in the roadway through the 
village, what would it be? Please select your top answers. If you have 
another comment, please write in the "Other" box. 

• Sidewalks 
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• Protected non-motorized paved pathway adjacent the highway 
• A new crosswalk 
• Improved signage safety 
• Reduced speed limit 
• Other (please specify) 

 
A2 – Survey Results 
 
Google Sheets: 
https://docs.google.com/spreadsheets/d/1roVREHRWVmcVEv-Cyew1-
CWxvtggCjcGK9e_vaioFrg/edit?usp=sharing 
 
The Survey results are split into 4 tabs: 

• Summary 
o This tab summarizes the main findings from each question. 

This data was used in the discussion section and to create the 
graphs.  

• Survey Responses 
o This tab includes all of the survey participants responses.  

• Age Demographic Summary 
o This tab summarizes the some of the questions based on age 

demographics.  This data was used in the Age as an Indicator 
section in the discussion section 

• Age Demographic  
o This tab includes all of the survey participants responses, split 

by age demographic. 
 
 
 


