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ORIGIN

On April 26, 2016 Halifax Regional Council passed the following resolution:

That Halifax Regional Council direct staff to complete the preparation of detailed design and
construction documents for major streetscaping project on Argyle & Grafton Streets and Spring
Garden Road, as described in the staff report dated March 18, 2016, and tender these projects
with funding from account CD000002, Downtown Streetscapes — Capital Improvement
Campaign under the Q146 — Planned Strategic Project Reserve.

The approved 18/19 Multi-Year Business & Capital Plans (p. Y8, Downtown Streetscapes - Spring Garden).

The Integrated Mobility Plan - Action 121: Identify “Strategic Corridors” — existing road corridors that are
key to regional traffic flow, transit, goods movement and active transportation — and develop plans that will
guide their development over time.

LEGISLATIVE AUTHORITY
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Transportation Standing Committee Terms of Reference, section 4 (a): “The Transportation Standing
Committee shall oversee and review the Municipality's Regional Transportation Plans and initiatives, as
follows: overseeing HRM’s Regional Transportation Objectives and Transportation Outcome Areas”.

Halifax Regional Municipality Charter, subsection 318(2): “In so far as is consistent with their use by the
public, the Council has full control over the streets in the Municipality.”

Halifax Regional Municipality Charter, subsection 322(1): “The Council may design, lay out, open, expand,
construct, maintain, improve, alter, repair, light, water, clean, and clear streets in the Municipality.”

Downtown Halifax Secondary Municipal Planning Strategy (SMPS), Policy 71: HRM shall implement the
downtown Street Network Plan as shown on Map 13 through its capital investment programs. The Street
Network Plan sets out a hierarchy of streets to encourage vehicular traffic to utilize specific streets and
enable the development of other streets to be more pedestrian and transit-oriented. (Map 13 designates
Spring Garden Road as ‘Transit Oriented’ and ‘Pedestrian Oriented’).

RECOMMENDATION

It is recommended that the Transportation Standing Committee recommend that Halifax Regional Council
direct the CAO to:

1. Proceed with the design and construction of streetscaping improvements for the segment of Spring
Garden Road between South Park Street and Queen Street, based on the built form and traffic
operational approach described as Option 4 in the discussion section of this report; and

2. Gather data during construction on how loading is accommodated and how diverted traffic impacts

other streets, and return to Council with further analysis of the impacts of a daytime transit priority
corridor, including consideration of the feasibility of a temporary pilot project.

EXECUTIVE SUMMARY

This report asks Council to provide direction for proceeding with the built form and traffic operational aspects
of a major streetscape project on Spring Garden Road generally between South Park Street and Queen
Street. The project goals include improving the corridor for pedestrians and transit, and beautifying the
public realm. The goals were informed by various Council policies (Downtown Halifax Municipal Planning
Strategy, Economic Growth Plan, Integrated Mobility Plan) and confirmed with the public during an
extensive engagement program in summer 2018 which included a prominent pilot project (the ‘stoplet’) to
temporarily widen the sidewalk and narrow the roadway at one of the corridor’s busy bus stops.

Consultants engaged in fall 2018 explored three options for proceeding with the project. This was done in
the context of a ‘functional plan’ for the entire corridor between Barrington Street and Robie Street, to
ensure that changes implemented through streetscaping (generally between South Park Street and Queen
Street) would not constrain future options for the remaining corridor.

In terms of the built form, the options explored how space for pedestrians could be increased to varying
degrees by narrowing the roadway and thereby limiting curbside loading activities.

In terms of traffic operations, the options explored how reliability of transit could be improved by limiting
general vehicle traffic to various degrees.

The options were assessed according to various criteria and shared with the public for comment. Option 3
(Daytime transit-only corridor) provided the most benefit for priority modes (pedestrian experience & transit),
and appeared to be favoured by the public. Concerns raised by some businesses and residents centred on
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the impacts Option 3 would have to loading and deliveries as well as area traffic circulation. To balance
these concerns, the recommended option (Option 4) is a hybrid of all three options presented to the public:

In terms of built form, a major narrowing of the roadway is recommended to significantly increase
the area of sidewalk available for walking and for placemaking elements (i.e. trees, art, street
furniture, cafes, retail spill out), including the flexibility to accommodate some limited on-street
loading, if needed; and,

In terms of traffic operations, it is recommended to proceed with a variety of left turn restrictions for
vehicle traffic on Spring Garden Road, but to maintain through movements and some right turns.

The recommended option (Option 4) does not preclude future consideration of a daytime transit-only
corridor, and allows for the opportunity to phase in the preferred Option 3. The actual impacts of traffic
diversion during the construction period will be monitored to help verify the assumptions in the functional
planning study about the potential diversion of traffic associated with Option 3. This would allow HRM to
consider the opportunity to temporarily pilot this option at some point in the future, based on better
information than is currently available.

The project will also consider the conversion of Dresden Row and Birmingham Street to one-way operation,
especially between Clyde Street and Artillery Place, to improve conditions for side street loading within the
business district, and increase opportunities for on-street parking. To improve access to the neighbourhood,
Clyde Street and Brenton Place (between South Park Street and Dresden Row) will be considered for two-
way operation.

BACKGROUND

Spring Garden Road is a vibrant street with high pedestrian volumes and is a major corridor for Halifax
Transit. East of South Park Street, it is a diverse commercial street with destination retail as well as shops
and services for a growing residential neighbourhood. It is also a direct link between regionally significant
public destinations — the Halifax Central Library and the Public Gardens.

Further to recommendations in Halifax’s 2011-16 Economic Growth Plan, in 2016, Regional Council
approved a major streetscaping project for Spring Garden Road to signal its commitment to the downtown
core with meaningful investment that would see the street’s basic infrastructure upgraded to reflect its
prominent civic role. This project represents the second major recent investment of this nature, following
the popular Argyle & Grafton Shared Streetscape project which was completed in 2017.

The 2017 Integrated Mobility Plan (IMP) recommends undertaking ‘Strategic Corridor Plans” to guide the
development over time of roads that are key to regional traffic flow, transit, goods movement and active
transportation (Action 121) and to take a Complete Streets approach when a road is under construction
(Policy 2.3.5a). A ‘complete streets’ approach considers how the street functions as a destination or ‘place’
as well as a transportation ‘link’. It aims to improve the comfort and safety for all transportation modes,
emphasizing active transportation and transit users.

Spring Garden Road is designated as a Transit Priority Corridor in the IMP, and identified as a significant,
transit-oriented street in both the Moving Forward Together Plan, and the Downtown Halifax Secondary
Municipal Planning Strategy. For this reason, the functional planning exercise set out to identify built form
as well as operational measures to prioritize transit and pedestrians over other types of traffic.

The IMP does not identify Spring Garden Road as a candidate route for the municipal bicycling network.
Cycling routes are being planned for intersecting streets (South Park Street and Brunswick Street) and a
parallel street (University/ Morris).
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Improvements to Spring Garden Road have been considered in the past. In 2008-09 streetscape plans
were developed but the project was never built. Given the elapsed time and change in Council priorities, a
fresh look at the project was deemed necessary.

In September 2018, a consultant team led by Ekistics Plan + Design was retained to complete a functional
plan for the Spring Garden Road corridor between Barrington Street and Robie Street, and a schematic
design from roughly South Park Street to Queen Street. The project goal & objectives (Attachment A) were
derived from above noted Council policies, and then confirmed through engagement with the public and
stakeholders in summer (2018), in association with a pilot project (the ‘stoplet’) which temporarily widened
the sidewalk and narrowed the roadway at one of the corridor’s busy bus stops.

Phase One of this project, the functional plan, was undertaken to ensure that any changes made through
streetscaping one section would not interfere with the planned function of the entire corridor. The functional
planning exercise also set out to confirm the amount of pedestrian realm that would be available for
streetscaping improvements (i.e. the balance of roadway vs sidewalk) as well as the operational aspects
that would best achieve the project objectives. Phase Two of the project will include the schematic design
for the portion of the corridor generally between South Park Street and Queen Street. This report represents
the conclusion of Phase One.

Because the functional plan options involve some trade-offs with existing uses of the street, Council
direction is being sought at this stage. Subject to Council’s approval of Option 4, Ekistics Plan + Design
will finalize the schematic streetscape design which will confirm the project limits, identify features and
characteristics, the amenities to be provided, and will include more accurate cost estimates. Itis anticipated
detailed engineering design is to commence in the Fall 2019. Through the engineering design phase, a
construction schedule will be determined which will be premised on overall transportation priorities,
engagement with business owners, capacity to deliver, impact on traffic disruption, integration
opportunities, and conflicts with other projects.

DISCUSSION

In collaboration with a multi-department staff team, including Halifax Transit, Planning & Development and
Transportation & Public Works, consultants have explored transit priority and pedestrian first practices;
analyzed loading, parking and traffic along the corridor and the surrounding area; and completed extensive
engagement with the public, business owners, and other stakeholders. Due to major differences in the
available roadway right-of-way, three functional options were developed for each part of Spring Garden
Road, east and west of South Park Street.

This report focuses on the portion of the corridor generally between South Park Street and Queen
Street where streetscaping construction will take place, and where a narrower right-of-way means
that trade-offs are needed to achieve the project goals. Implementation of the recommended option
here will not interfere or conflict with options for the corridor east or west of this segment. Functional options
for the remainder of the corridor are described in the consultant’s report (Attachment E) and can be
considered in the future.

THE STREET TODAY

Data on current street function was collected by HRM staff, the Spring Garden Area Business Association,
and the consulting team. Background information is available online! and is summarized below.

Transportation Mode Share:

In summer 2018 between Birmingham Street and Dresden Row, data revealed that more people travel
along Spring Garden Road on foot than by any other transportation mode (weekdays and weekends). A

1 https://www.shapeyourcityhalifax.ca/5751/documents/13428



https://www.shapeyourcityhalifax.ca/5751/documents/13428

Spring Garden Road Functional Plan
Transportation Standing Committee Report -5- March 28, 2019

significant portion of people also ride on buses along the corridor, particularly on weekdays, when only one
in five people moved along the corridor as a driver or passenger in a private automobile.

WEEKDAY PM PEAK ~ WEEKEND MID-DAY

In online and intercept surveys, more people reported they travelled to the street by active transportation
and transit (63%) than by car (37%). In the census tract bounded by South Park Street, Sackville Street,
Morris Street, and the Harbour, more residents walk to work (55%) than use any other mode (2016 Census).

ARRIVAL ON LAST VISIT 2016 CENSUS
(2018 SURVEY) (JOURNEY TO WORK)

Pedestrian Realm:

Spring Garden Road’s sidewalks are narrowest where pedestrian volumes appear to be the highest,
between South Park Street and Queen Street. This section also includes some of the busiest bus stops in
the transit network. Without room on the narrow sidewalks for seating or shelters, the busy bus stops
combined with high pedestrian volumes lead to congested sidewalks and accessibility challenges.

Increased development in the downtown core and Spring Garden area will result in significant residential
intensification. Ongoing projects such as the Margaretta, the Curve and Pavilion, the Doyle, and more will
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soon bring an influx of residents to the area. Given the commuting patterns of current residents (see 2016
census, above), this growth is expected to increase demand, primarily on the pedestrian infrastructure.

It is also important to note that this segment of the street is occasionally closed to all vehicle traffic to serve
as a route for major civic parades and various ‘open streets’ events and festivals.

Transit:

As noted above, Spring Garden Road includes some of the busiest bus stops in the network, with over
3,260 people getting off a bus between South Park Street and Brunswick Street on a typical weekday,
bringing employees, shoppers, visitors, and residents to this important destination. At present, buses must
typically enter and exit the general traffic stream to pick up and drop off passengers.

Public transit vehicle travel times along the Spring Garden Road corridor are consistently higher than those
of private vehicles, which is normal for busy transit routes operating in an urban context. While much of the
delay in transit travel time is related to dwell time (the time it takes for passengers to board and alight the
vehicles), the reliability of bus travel is impacted by turning vehicles, that are delayed by the high pedestrian
volumes.

Narrow sidewalks in the constrained right of way also limit the ability to provide shelters and other important
passenger amenities at transit stops, and require waiting passengers to stand in the pedestrian throughway,
or cluster near building edges and doorways. This can hinder access to businesses and interfere with
pedestrian through-traffic.

Traffic:

The information provided above reveals that cars are not the dominant mode of transportation in this area,
for people moving either within or to/from the area. While walking and transit dominate in these respects,
the motor vehicle travel characteristics are still important and have been reviewed.

Traffic characteristics on Spring Garden Road vary east and west of South Park Street. The western section
accommodates approximately 8,000 vehicles per day, and exhibits typical commuter-based peak traffic
distribution (with highest volumes observed at 7-9am, 4-6pm). By contrast, the section east of South Park
Street experiences lower volumes (approximately 6,000 vehicles per day including 850 transit buses) and
has longer, less pronounced peak periods that occur later in the morning and evening (10-11am; 7-8pm);
consistent with its more commercial character.

Approximately one-third of traffic on Spring Garden Road (South Park Street to Queen Street) is related to
movements onto or off local side streets. This traffic is related to local parkades, pick-up or drop-off
activities, or local circulation. The remaining two-thirds of vehicles on this section are ‘through traffic’, most
of which are not destined to stop in the immediate area. These through trips could also be accommodated
on alternate parallel streets in the south peninsula street network (i.e. Sackville Street, Morris Street, South
Street), or are discretionary trips such as recreational driving or people-watching and do not need to be
accommodated.

Parking & Loading:

There are four on-street parking spaces on Spring Garden Road between South Park Street and Queen
Street, including one accessible parking space. There are no driveways or parking lots on this section of
Spring Garden Road and access to parkades is from side streets. There are approximately 2,100 public
parking spaces, existing or under construction, on-street and off-street, within a five-minute walk (400m
radius) of the centre of the Spring Garden Business Area. A recent survey by the area business association
revealed that existing on-and off-street parking are both well used (70-80% occupancy, weekday peak
times), but there is always parking available in the district.



Spring Garden Road Functional Plan
Transportation Standing Committee Report -7 - March 28, 2019

This section of Spring Garden Road is approximately 11m wide (curb to curb) with two lanes of traffic and
the remaining width available for bus stops and loading of goods and passengers. The pick-up and drop-
off of smaller items and passengers occurs frequently. When trucks are parked curbside for loading /
unloading, it creates an unpleasant ‘canyon’ effect on the narrow sidewalks and deteriorates the pedestrian
experience. For this reason, stopping / loading is currently not permitted between 11am and 7pm, at the
request of the area business association. However, the wide street makes it easy for vehicles to load
anytime despite these restrictions, resulting in a constant need for enforcement.

Demand for on-street loading is highest between South Park Street and Dresden Row, where businesses
receive deliveries primarily through their front doors. Between Dresden Row and Queen Street businesses
load in and out, primarily from the rear. Loading information was collected first hand, through door-to-door
interviews with business owners, as well as an extensive loading observational study.

Within 50m north and south of Spring Garden Road, both sides of each side street are designated for
loading except for three accessible parking spaces. Observations of side street loading in the morning, at
mid-day, and in the afternoon, revealed that curb space was generally available on Dresden Row and
Birmingham Street, but less so on Brenton Place. When vehicles are stopped to load/ unload on both sides
of Dresden Row and Birmingham Street, two-way operation can be compromised, particularly if the vehicles
are large, as these streets are narrow (about 9m, curb to curb). Brenton Street is narrower (about 7.5m),
one way, and loading is only permitted on one side. By comparison, the width of a local residential street
that is built in a new subdivision is 9 m curb to curb.

FUNCTIONAL PLAN OPTIONS

A range of solutions was considered for the corridor, which culminated in the development of three
functional design options for the portion of the street between the Public Gardens and the Central Library.
A fourth hybrid option was also developed following public engagement:

Option 1: Transit Prioritized Vehicle Thoroughfare
Option 2: Turn Restricted Transit Corridor

Option 3: Daytime Transit Corridor

Option 4: Hybrid Option

Each was evaluated in terms of its ability to achieve the project goals and objectives, as well as its impacts
on the surrounding street network. Options 1 — 3 were shared with the public as described in the Community
Engagement section of this report.

In terms of the built form of the street, the options explore how the pedestrian experience could be
enhanced by providing additional sidewalk area, not just for movement, but for the possibility of outdoor
cafes, sidewalk retail, and more space for street furniture and trees. Essentially, sidewalks can be widened
by reducing or removing area currently being used for on-street loading and parking. The option with the
widest sidewalks presents the most opportunities for area enhancement through streetscaping.

In terms of street operations, the options explore the potential to prioritize transit by restricting general
vehicle traffic to varying degrees.

Illustrations and diagrams of the options are included as Attachment B. They were compared and evaluated
as described below.

All Options

All three options have the following features in common:

e Undergrounding of overhead utilities and replacement of utility poles with decorative light poles.
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The same cross-section between Birmingham Street and Dresden Row that increases sidewalk
width and decreases roadway width. Overall, all the options have significantly more area of
sidewalk than there is today (2,200m?)

Removal of three regular parking spaces from Spring Garden Road.

Relocation of one accessible parking space to a location immediately around the corner on a side
street. The designation of additional accessible on-street parking spaces on side streets will
continue to be explored, as needed, as the project advances.

Access-a-Bus stop on Spring Garden Road in front of Park Lane Mall is preserved.

Additional sidewalk “bump-outs” to increase space for pedestrians at corners and at bus stops.
These also provide some priority for transit by eliminating the need for buses to pull in and out of
traffic to access curbside bus stops.

All options rely more heavily on side streets for loading than the current condition (Option 3 is the
most reliant on side street loading/ Option 1 the least). This is true of passenger pick up/ drop off,
as well as the delivery of goods. While this is less convenient than loading directly to the front door,
the area blocks are small and the distances to side streets are not long (40m maximum/ 30 second
walk). A wide, well maintained sidewalk will make it easier to move goods without conflicting with
pedestrians. It is normal for goods in urban centres to travel some distance between the delivery
vehicle and the shop door. For example, shopping malls and large urban complexes (i.e. Scotia
Square) have shared loading bays from which goods are delivered to individual tenants via service
corridors and elevators. While this activity tends to be weather protected, the distances in malls are
similar or greater. Loading activities are expected to be confined to side streets within the business
district, and should not impact nearby residential areas.

Because of the reliance on side street loading described above, all options may require
consideration of design treatments to address vehicle drivers who may attempt to mount the curb
and use the sidewalk for loading.

Options 1, 3, and 4 may benefit from consideration of one-way side streets as described below.

Option 1 — Transit Prioritized Vehicle Thoroughfare (refer to Attachment B):

Built Form

Total sidewalk area = 3,130m? (42% increase from existing conditions)

Sidewalk width is only maximized between Birmingham Street and Dresden Row.

Contains the most space for on-street loading directly on Spring Garden Road in a series of lay-
bys (indentations of the roadway) framed by sidewalk ‘bump-outs’.

On-street loading areas on Spring Garden Road come at the expense of larger, continuous,
enhanced sidewalk space.

If loading restrictions on Spring Garden Road remain (currently no-loading 11am-7pm), presence
of the lay-bys will encourage violations.

Roadway widens toward Queen Street and at South Park Street (additional asphalt comes at the
expense of widened sidewalks and shorter pedestrian crossings).

The physical design only prioritizes transit by eliminating the need for buses to pull in and out of
traffic and between parked/stopped vehicles through the introduction of bump outs. Transit vehicles
will continue to be delayed by right and left turning vehicles.

Traffic Operation

Most similar to current conditions.
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e Least restrictive to vehicle traffic; permits travel on and through the corridor, all day, without
significant turn restrictions.

e Transit still operates in mixed traffic and experiences delays from right and left turning vehicles.

e Vehicles would have to wait behind the buses when they stop, causing longer travel times through
the corridor.

e Some drivers will be motivated to avoid the corridor and reroute onto other major streets;
anticipated diversion is estimated at 5-15%.

Option 2 — Turn Restricted Transit Corridor (refer to Attachment B):

Built Form
e Total sidewalk area = 3,260m? (48% increase from existing conditions)
e Permits some dedicated loading space on Spring Garden Road in two lay-bys (indentations of the
roadway) framed by sidewalk ‘bump-outs’, but less than Option 1.
e If loading restrictions on Spring Garden Road remain (currently no-loading 11am-7pm), presence
of the lay-bys will encourage violation.
e The south sidewalk would be uniformly widened through the corridor.

Traffic Operation
e This option introduces a suite of potential traffic turn restrictions (except for buses) that are intended
to reduce transit delay and discourage the use of Spring Garden Road for through traffic. Proposed
turn restrictions include the following:

% No left turns from Spring Garden Road to side streets between South Park Street and
Queen Street. This would reduce the potential for buses to be delayed by left turning
vehicles.

% During daytime hours (likely 7am to 7pm), east and westbound through traffic on Spring
Garden Road is required to turn right at Dresden Row, limiting the ability for the corridor
to be used as either through route during the restricted times, in either direction.

e Private vehicles would be allowed to drive through the corridor outside of the daytime restrictions.

e Dresden Row and Birmingham Street must remain as two-way operation as this option is not
compatible with a one-way side street network.

o Effective signage will be needed to ensure the proper flow of traffic.

e Potentially confusing to the travelling public; relies most heavily on compliance and enforcement.

e Some drivers will be diverted onto other streets; anticipated diversion is estimated at 30-50%.

Option 3 — Daytime Transit Corridor (refer to Attachment B):

Built Form

Total sidewalk area = 3,485m? (58% increase from existing conditions).
This represents the largest net increase of sidewalk area of the three options and offers the most
space for placemaking elements to create the best public realm (trees, art, street furniture, cafes,
retail spill out, etc.).

e Narrows the roadway and significantly reduces loading opportunities on Spring Garden Road.

e Allloading is accommodated on side streets, or possibly along the street outside of restricted hours.

e The narrow roadway inherently reinforces the stopping/loading restrictions, reducing the potential
for violations and the need for continual enforcement;

e Consistency - sidewalks and street are almost continuous in width through entire corridor.

Traffic Operation
e Private vehicles and loading would not be permitted on Spring Garden Road between South Park
Street and Queen Street during weekday daytime hours (likely 7am to 7pm). Signals and signage
would communicate the vehicle restrictions.
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e Emergency vehicles, bicycles, and other authorized vehicles would be permitted during the
restricted hours.

e Provides highest level of transit priority; allows for increased efficiency and reliability of buses by
removing vehicular traffic.

e Most favourable for pedestrians:

% Widest and most consistent pedestrian thoroughfare, most comfortable waiting
environment for transit passengers;

% Removes conflicts with turning vehicles at intersecting streets;

% Pedestrians will find it easier to cross the street mid-block in the gaps between buses,
improves access to shops, and provides the most flexibility for people travelling on foot;

% Less traffic noise;

+ Reduction of localized air pollution from the decrease in vehicle traffic & idling.

¢ Eastbound motor vehicle travel from South Park Street to Dresden Row would still be permitted (to
maintain access in and out of Brenton Street).

e Vehicle access across Spring Garden Road (i.e. north/south) permitted at all side streets.

e Parkades are accessed from side streets.

o Enforcement would be easier than in Option 2 because the restrictions are relatively simple. The
narrow design reinforces the loading restrictions. While signage would still be required, this
approach to built form and operations is the most likely to have the enforcement ‘built-in’.

e Diverted volumes are not expected to adversely affect nearby residential areas.

e Approximately one third of present day traffic on the corridor is expected to remain within the local
road network as it is related to local parkades, pick-up or drop-off activities, or local circulation. The
remaining two-thirds of vehicles on this section are ‘through traffic’, most of which are not destined
to stop in the immediate area. These through trips can be accommodated on alternate parallel
streets in the south peninsula street network (i.e. Sackville Street, Morris Street, South Street).
Some trips on Spring Garden Road may also be discretionary — i.e. recreational driving or people
watching. These are not considered essential to accommodate and may disappear from the
network.

¢ All traffic formerly using the corridor during the restricted time will either:

« divert to other streets/ parallel routes in the area;

change their travel patterns further upstream in the network;

change their travel behaviour and use other modes of transportation; or

» travel at different times of the day or days of the week, outside the restrictions described

above.

e Diversion to Sackville Street may necessitate traffic signals at Queen Street (or Dresden Row).

o After the weekday/ daytime restriction, all vehicle traffic would be permitted on the street again.

e Anticipated diversion is estimated at 40-60%.
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Evaluation of Options

Staff, in conjunction with the consulting team (including BA Group - subconsultants who specialize in multi-
modal transportation analysis), developed a multi-criteria evaluation framework that was used to compare
how each option aligned with the project goals. The table below provides a summary of the option evaluation
process (a detailed evaluation matrix can be found in Attachment C). The effort to quantify a ‘score’ for the
options should be recognized as a decision-making tool intended to estimate the positive and negative
consequences of the proposed changes, and compare them to one another. It should not be regarded as
an absolute number. The options were also shared with the public and various stakeholders as described
in the Community Engagement section of this report.

While Option 3 scored the highest, it did raise questions and concerns through the engagement period.
Local area residents were concerned that diverted vehicles would increase traffic on nearby residential
streets. The Spring Garden Area Business Association was concerned about the elimination of loading from
the street between Dresden Row and South Park Street, where businesses do not have side or rear loading
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options. They were also concerned about eliminating the ability for vehicles to quickly pick up and drop off
people directly on the street and felt this function needed to remain to support an aging population.

While Ekistics Plan + Design modelled the impacts of diverted traffic, and analyzed the potential of side
streets to accommodate more loading activities, these types of analyses need to be based on assumptions
that can be difficult to verify. The Spring Garden Road project, which requires extensive construction
activities that will necessitate major traffic restrictions through the area, offers a unique opportunity to test
these assumptions and develop a detailed understanding of the level of traffic diversion that is likely to
result. Monitoring the actual impacts of traffic diversion and loading during the construction period will help
verify the assumptions in the functional planning study, and allow HRM to consider the opportunity to pilot
the operational elements of Option 3 (daytime transit-priority corridor), once construction is complete, or at
some other time in the future, based on better information than is currently available.

For this reason, a fourth option was developed which combines most of the built form characteristics of
Option 3, with some of the traffic operational aspects of Option 2, albeit greatly simplified. This option can
proceed and maintain access to through vehicle traffic along the corridor, but it includes the flexibility to
operate as a daytime transit-only corridor, should this option be desirable in the future.
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Option 1: Transit

Option 2: Turn

Criteria Existing s g : : Option 3: Daytime
Conditions Prioritized Vehicle Restrtct'ed.TraHSlt Trarsit Corridor
Throughfare Priority
1. TRANSIT OPERATIONS
) POOR O SUFFICIENT 0 GOOD . EXCELLENT
Transit Operations 20%
5 pts 10 pts 15 pts 20 pts
O SUFFICIENT G GOOD G Goah G GOOD
Transit Passenger Amenities 20%
10 pts 15 pts 15 pts 15 pts
2. PEDESTRIAN OPERATIONS
0 SUFFICIENT G GOOD G GOOD . EXCELLENT
Pedestrian Movement 20%
10 pts 15 pts 15 pts 20 pts
@) poor @) surrcient E coor @ oceuen
Retail / Pedestrian Experience & -
Interaction 20%
5 pts 10 pts 15 pts 20 pts
3. VEHICULAR LOADING
. EXCELLENT o GOOD 0 GOOD O SUFFICIENT
Infrastructure Provisions 5%
5 pts 3.75 pts 3.75 pts 25 pts
4. VEHICULAR PARKING
O SUFFICIENT O SUFFICIENT O SUFFICIENT O SUFFICIENT
Infrastructure Provisions 5%
2.5 pts 2.5pts 2.5 pts 2.5pts
5. VEHICULAR TRAFFIC
D SUFFICIENT O SUFFICIENT O POOR O POOR
Infrastructure Provisions 5%
2.5 pts 2.5pts 1.25 pts 1.25 pts
6. BICYCLE TRAFFIC
O SUFFICIENT O POOR ) POOR O SORFIRENT
Infrastructure Provisions 5%
2.5 pts 1.25 pts 1.25 pts 2.5pts
TOTAL SCORE 100% 42.5 points 60 pts 68.75 pts 83.75 pts

Figure 1 Evaluation Matrix Summary
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Option 4 — Hybrid Design (refer to Attachment B)

Built Form
e Total sidewalk area = 3,460m? (57% increase from existing conditions)
e Retains one lay-by for loading vehicles between South Park Street and Dresden Row. Built-form
wise, it is otherwise the same as Option 3.

Traffic Operations

e Permits travel on and through the corridor all day, but recommends consideration of time-limited
left turn restrictions (e.g. ‘no left turn 7am-7pm’) from Spring Garden Road to side streets (e.g.
Birmingham Street, Dresden Row, and Brenton Place).

e Recommends consideration of left turn restrictions onto Spring Garden Road (to reduce overall
volume of traffic using the corridor).

e Transit operates in mixed traffic but does not experience delay from left turning vehicles; delay from
right turning vehicles possibly mitigated by drastically reduced side street crossing distances.

e Vehicles must wait behind buses, causing longer travel times through the corridor.

e Some drivers will likely reroute to other streets; anticipated diversion is estimated at 20-40%.

Evaluation: While the scoring of this option is not detailed in Attachment C or summarized above, the ‘score’
was determined to be 75. It was deemed to have 8.75 fewer points than Option 3 because it:

e Lost 5 points each for ‘Transit Operations’ & ‘Pedestrian Experience’ (buses mix with traffic;
pedestrians don’t benefit from reduced noise and pollution, or from mobility advantages of a
daytime car-free street);

e Lost1.25 points for ‘Pedestrian Movement’ (due to inclusion of a loading bay in lieu of a consistently
wider sidewalk); and

e Lost 1.25 points for bicycle traffic (because people on bicycles will ride on a narrowed roadway in
mixed traffic).

e Gained 2.5 points each for vehicular loading and traffic.

It is being recommended because:

e While it does not get the best score of the three options, it scores well in terms of achieving the
project goals;

e It mitigates stakeholder concerns related to traffic diversion through residential neighbourhoods
and mitigates impacts on business loading, deliveries, and visibility;

e It achieves many of the pedestrian benefits of Option 3, through the provision of an almost
continuous and generously wide sidewalk;

e Itrepresents a cautious approach and does not preclude future consideration of Option 3.

e To protect future opportunities to pilot a transit-only corridor, consideration should be given to
ensuring lane markings at either end of the corridor function with both Options 3 and 4.

ONE-WAY STREETS

Further to a request from the Spring Garden Area Business Association, an assessment of converting some
two-way side streets to one-way operation was undertaken with the objectives of increasing curbside
availability for loading / parking, and improving traffic circulation in the area. Multiple one-way configurations
were analyzed and it was determined that converting Dresden Row and Birmingham Street to one-way
operation would achieve some benefits in association with Options 1, 3 and 4. Making Dresden Row
northbound and Birmingham Street southbound was recommended by the consultants to create additional
formal space for loading and parking, and to improve circulation (see Figure 2). Access for area parkades
will need to be considered before proceeding with this recommendation.
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Additionally, it was suggested that Clyde Street and Brenton Place be considered for conversion to two-
way operation between South Park Street and Dresden Row to improve access to the neighbourhood.
Continuing to restrict left-turn movements at South Park Street would minimize vehicle conflicts with people
using that street’s sidewalk and bicycle lane.

These circulation improvements are not expected to encourage undesirable vehicle speeds for an urban
commercial area because of the short blocks, and expectation of roadside ‘friction’ due to the presence of
vehicles engaged in parking/ loading activities.

These network changes can be refined in subsequent stages of design, and implemented in conjunction
with the construction of the streetscape project.
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Figure 2 Proposed Street Direction Changes for Consideration

NEXT STEPS / IMPLEMENTATION:

Ekistics Plan + Design has completed the built form/ operational aspects of the functional plan and, subject
to Council approval of Option 4, will proceed to the next phase which is being referred to as the “schematic
design”. This stage will include two design options for public feedback, as well as internal and external
stakeholder consultation to ensure the final project is fully scoped with regards to the interests of various
municipal departments to integrate potential project features such as, but not limited to: public art,
streetlighting, benches, bicycle racks, parking kiosks, trees, wi-fi, waste management, wayfinding signage,
smoking receptacles, and more. The project elements and boundaries will be confirmed based on a more
in-depth assessment of the project costs, with the aim of working within the approved budget. More accurate
estimates will be developed based on more detailed consideration of the costs of undergrounding overhead
utilities, drainage of new surfaces, and the installation of trees in urban hardscapes. Additionally, there will



Spring Garden Road Functional Plan
Transportation Standing Committee Report -15 - March 28, 2019

be consideration of the maintenance requirements and responsibilities of any unique elements that may be
desired for this signature project.

Once the schematic design is finalized, staff will issue a request for proposals (RFP) for a consultant to
develop detailed design and construction drawings so the project can be tendered and built. The full impact
of the construction needs to be better understood before a schedule can be finalized. The approach to
construction phasing and traffic management will be developed in conjunction with the preparation of
construction documents. An extensive construction mitigation plan will be developed (to minimize area
impacts of construction to the extent possible) as well as a monitoring program (to assess traffic diversion
and loading adaptations during construction).

The successful contractor will be required to engage the local community to better understand the
operational needs of abutting businesses when planning disruptions to services, assessing impacts of traffic
diversions, and adapting deliveries during construction.

As the Municipality looks to grow its intelligent connected infrastructure, this is an excellent opportunity to
further this work through this redevelopment activity. A key component of the next phase of the design
process will be to identify opportunities to integrate smart technologies that will both enhance user
experience along this corridor as well as facilitate support and maintenance activities.

RELATIONSHIP TO OTHER PROJECTS/ INITIATIVES

Other projects / initiatives that will need to be considered as the Spring Garden Road project advances
include:

e The Cogswell Redevelopment Program is expected to be underway when Spring Garden
Streetscaping is ready for construction. While this represents a significant amount of concurrent
road construction downtown that is potentially disruptive to traffic, the synergy will also be an
opportunity to co-benefit from Transportation Demand Management (TDM) initiatives being
developed for the Cogswell Project. This will not only help people get around during construction,
it will aim to make lasting changes to people’s travel patterns that support Regional Council’s
targets for increased use of transit and active transportation.

e In 2020, the Halifax Regional Municipality will host one of the largest multi-sport events ever held
in Atlantic Canada - the North American Indigenous Games.

e A protected bicycle lane is expected to be installed on South Park Street between Spring Garden
Road and Inglis Street in 2019, and between Spring Garden Road and Sackville Street in 2020.

e ICT has inflight work to understand the current digital and communications infrastructure and how

to best leverage the existing technology and prepare for already available and developing smart
technologies.

EINANCIAL IMPLICATIONS

Once the functional/ schematic phase is complete, detailed design fees are expected to be approximately
$450,000, with the remaining funds to be used for contract administration and construction. Finance has
confirmed budget availability in Capital Account CD000001, Downtown Streetscapes -

Spring Garden Road, as shown below.

Budget Summary: CDO000001 Downtown Streetscapes - Spring Garden Road
Cumulative Unspent Budget $9,875,122
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Depending on the extent of transit priority in the recommended option, this project could also be a candidate
for the federal Public Transit Infrastructure Fund.

RISK CONSIDERATION

The community engagement and evaluation processes described above were an effort to reduce the risks
related to possible outcomes of the options. This was done by gaining sufficient knowledge of their impacts
to allow a reasonable selection from among them. However, uncertainty can only be reduced - never
eliminated, due to the impracticality of gaining complete knowledge of all future outcomes in a complex
urban environment. The negative and positive consequences of the options have been estimated, and a
recommendation made which allows for future adaptation. The recommended option represents a cautious
approach (to traffic operations only; the proposed built form is bold), which minimizes risk at the outset, but
does not preclude future changes. Monitoring opportunities have also been identified, to supply additional
information and support future decision-making.

The impact and likelihood of the risk that businesses experience loading difficulties and residents
experience shortcutting traffic, are considered ‘moderate to unlikely’ for the reasons described in this
report (high current pedestrian/ transit volumes; relatively low current traffic volumes that are not
characteristic of commuting traffic; increasing residential intensification; central location within walking
distance to major employers, availability of loading alternatives, and parallel major streets available for
traffic). The project is also expected to make an immense positive contribution to the commercial and
residential environments through beautification.

Another remaining risk includes the project timeline. This can be mitigated with strong project management
and good communication to a certain extent. Delay may compromise the ability to coordinate a multi-
stakeholder project (i.e. with various utilities). People may also forget the extensive amount of public
engagement that was undertaken for this project if the gap between the planning and construction stages
gets too large, risking loss of public confidence.

COMMUNITY ENGAGEMENT

Through all the engagement described below and in more detail in Attachment D, there has been broad
agreement from residents, business owners, customers, stakeholder groups, employees, and commuters,
that the street is regionally significant and worthy of investment. While some opinions diverged on the best
way to do this, certain themes arose quite strongly. This summary aims to provide Council with a
‘temperature’ check for how various stakeholders perceive the opportunities and challenges on the street.

Notification

The public was notified of engagement opportunities via:
e Paid newspaper and social media ads
e Collaboration with the Spring Garden Area Business Association to notify all their members
e Emails directly to stakeholder groups (i.e. resident and advocacy organizations) encouraging them
to be forwarded to members.
Digital screens in 47 HRM facilities, including the Central Library
Social media campaigns on Twitter and Facebook
Internally via “HRM Employee Hub”
Placement of a ‘homepage icon’ on Halifax.ca
Attraction of significant media coverage (unpaid)
Posters put up in the area before both public open houses.
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Imagine Spring Garden Road Stakeholder and Public Consultation - Summer 2018

Before hiring a project consultant, public engagement last summer aimed to confirm the project goals. In
partnership with the Spring Garden Area Business Association (SGABA) HRM installed a colourful
temporary deck (the ‘stoplet’) in the roadway to simulate a widened sidewalk at a busy bus stop between
Birmingham Street and Dresden Row. This was meant to be a ‘conversation starter’ and included sandwich
boards raising awareness of the upcoming streetscape project and directing people to information and
surveys online.

Over 1200 surveys were collected (866 on-line and 380 on-street) and meetings were held with business
owners (as a group and one-on-one) stakeholders, and the public.

To get an understanding of the public’s priorities for the street, the open-ended question: “If you could
change one thing on Spring Garden Road, what would it be?” was asked. The most prevalent responses
centered around the theme of removing or decreasing the priority of personal vehicles on the street, with a
range of suggestions including making the street ‘pedestrian-only’, ‘pedestrian and transit-only’, or simply
decreasing car traffic on the street.

Participants were asked how important various elements were in improving their experience on the street,
the top elements included:

e Greening the street (more trees and flowers);

e More space on the sidewalk for transit passengers and pedestrians.

e Restricting loading to certain times of the day or relocating loading to side streets;

e Ensuring there was nearby off-street parking (as opposed to on-street parking);

Functional Design Kick-off Engagement Activities

At the outset of the consultant’s functional planning work, a second round of engagement was completed:
e A public open house (September 17, 2018, 6pm, atrium of City Centre Atlantic)
e Business owners meeting held (October 4th, 2018, 6pm, Lord Nelson Hotel)
e Door-to-door meetings with all the business owners fronting Spring Garden Road from South
Park Street to Queen Street (October 16, 2018) to gain an understanding of business operations
such as loading, garbage removal, fuel delivery, and future building renovation plans.

Pop-up engagement at the SWITCH street party on Spring Garden Road (September 23, 2018) informed
hundreds of people of the project and invited them to participate in a ‘dotmocracy’ exercise to prioritize the
top five elements to improve their experience of the street. Over 538 participated, and the top five were:

e Places to sit

e Trees and flowers

e Public art

e Space for patios and sidewalk sales

e Additional feature lighting.

Functional Plan Feedback Engagement

Once the draft functional plan options had been developed, another round of consultation began, including:
e A presentation to the Spring Garden Area Business Association Board (December 11t 2018)

A public open house (January 7t, 2019, 6:30pm, Central Library)

An online survey (January 7th to 25t, 2019)

An online “quick poll” (January 16™ to 25™, 2019)

“Pop-up” engagements (January 10, 2019, 10am-noon, Central Library; January 15% 1:30pm-

3:30pm, Park Lane Mall).

e A presentation and discussion with the Spring Garden Area Business Association (including
businesses, residents, and board members) on January 18t, 2019.
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e A presentation to HRM’s Accessibility Advisory Committee on February 19, 2019
e Collaboration with HRM’s new in-house accessibility consultant on an audit of the current street to
inform the schematic design (next phase).

A total of 232 people completed the online survey and generated 796 comments which were categorized
as either ‘supporting’ or ‘against’ the three options. Option 3 received more positive comments than
negative ones (75% vs 25%), and Options 1 and 2 received more negative than positive comments (57%
Vs 43%).

The most supported aspects of each of the options were:
e Option 1: The least amount of change relative to present conditions, with more sidewalk space on
bump outs
e Option 2: Added left turn restrictions, more sidewalk space, and a more balanced approach
e Option 3: Added transit priority, more sidewalk space, boldness and the most appropriate ‘focus’
for the street.

The main concerns cited about each of the options were:
e Option 1: retains too much prioritization of vehicles and ‘not bold enough’
e Option 2: Too confusing and ‘not bold enough’
e Option 3: Implications of traffic diversion on other streets.

In all three options, it is notable that there was significant support for increased sidewalk space and an
enhanced pedestrian realm. Most of the comments were related to the traffic operational aspects.

Regarding loading, some business/ property owners expressed concerns about moving the loading zones
to side streets, however others supported the removal of on-street loading from Spring Garden Road.

While some residents were concerned about potential re-routing of traffic to area streets, others recognized
alternate routes were available, and that transit/ pedestrian priority was important on Spring Garden Road.

Residents expressed some concerns about the proposed one-way network and impacts on access to area
parking garages, especially for Dresden Row between Sackville Street and Artillery Place.

There were some comments about the lack of dedicated cycling facilities in any of the options.

In addition to the online survey, 142 people completed an online “quick poll” asking which option they
preferred:

e (24%) preferred Option 1: Transit Prioritized Vehicle Thoroughfare

o (23%) preferred Option 2: Turn Restricted Transit Corridor

e (53%) preferred Option 3: Daytime Transit Corridor

The Spring Garden Area Business Association submitted a letter expressing their support for the project
and their preference for a hybrid option with the ‘built form’ of Option 1 (i.e. with the most on-street loading)
and the addition of left turn restrictions (but not exactly as proposed in Option 2). They cited concerns about
loading and deliveries, and the risk of diverting traffic to residential streets.
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ENVIRONMENTAL IMPLICATIONS

This project supports the Council Priority Outcome of building healthy, livable communities: it aims to make
it more convenient for residents to choose sustainable transportation options for everyday transportation
purposes. This is reflected in the enhancements for transit and the improvements for pedestrians.

The development of a high quality public realm complements efforts to add residential and employment
density to the core.

ALTERNATIVES

1. The Transportation Standing Committee may recommend that Halifax Regional Council direct the
CAO to proceed with Options 1, 2, or 3, or some variation thereof, as described in the Discussion
section of this report. This may require a supplementary staff report. These options are not
recommended for the reasons outlined in the report.

2. The Transportation Standing Committee may recommend that Halifax Regional Council direct the

CAO to abandon the project and return the project funds to the reserve account. This is not
recommended for the reasons outlined in the report.

ATTACHMENTS

Attachment A: Project Goals and Objectives
Attachment B: Options

Attachment C: Evaluation Criteria Matrix
Attachment D: Public and Stakeholder Feedback

Attachment E: Consultant Functional Plan Report

A copy of this report can be obtained online at halifax.ca or by contacting the Office of the Municipal Clerk
at 902.490.4210.

Report Prepared by: Elora Wilkinson, Planner 11 902.490.6542;

Hanita Koblents, Principal Planner, 902.292.2680
Report Approved by: Patricia Hughes, Manager, Planning & Scheduling, Halifax Transit 902.490.6287
Report Approved by: Peter Duncan, P.Eng. Manager, Infrastructure Planning, Planning & Development,

902.490.5449

Report Approved by: Taso Koutroulakis, P.Eng. Manager, Traffic Management, Transportation & Public Works
902.490.4816
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