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Subdivision Design & Street Network 
Background 

Experience suggests that many of the street patterns built today will last for hundreds of 
years. Since street networks are so expensive and difficult to change, it is important that 
streets are thoughtfully planned and developed. 
 
Recent development in East Hants’ Corridor and Mount Uniacke regions has produced a 
hierarchical road network with numerous loops and dead-end streets. This development 
pattern has created limited access, causing traffic concerns. In Mount Uniacke, future 
roadway connections are particularly difficult to remedy due to private road development. 
 
The Municipality’s subdivision process involves multiple Departments of the Municipality, and 
Province. Parties involved in the approval of subdivisions include: 

 The Development Officer, who ensures new lots meet the requirements of the 
Municipality’s Official Community Plan. The Municipality’s Subdivision Bylaw, the 
primary document for subdivision, must meet the minimum requirements set out by 
the Department of Municipal Affairs in the Municipal Government Act. Lot grading also 
falls under the Department’s jurisdiction. 

 The Department of Infrastructure and Operations, who control the standards for 
Municipal water, road standards, waste collection, and wastewater services. 
Subdivision stormwater design also falls under the Department’s jurisdiction. 

 Recreation and Culture Staff who advise regarding open space dedication. Cash-in-lieu 
of land may be accepted, as set out in the Municipality’s Subdivision Bylaw. In East 
Hants, cash-in-lieu is placed into district funds for future park development or 
improvement. 

 Nova Scotia Department of Transportation and Infrastructure Renewal (TIR), who 
approves intersection spacing, access and egress to Provincially-owned roads. 

 Nova Scotia Department of Environment, who approves on-site services such as septic 
tanks, wells and private district water and waste-water disposal systems. New and 
piped service extensions also need to be approved by the Department. 

 
The subdivision process involves the creation of three products:  

 street network connections; 

 developable blocks of land between roads; and 

 dedicated open space, or cash-in-lieu of open space. 
 
This report examines how street network connections, and the design of developable blocks 
of land in the Municipality’s zoned areas can be best combined to create areas which meet 
resident and developer expectations now and into the future for: 

 traffic management and safety; 

 a connected pattern of development which provides for future opportunities for 
growth; 

 a robust open space network; 

 best practices in stormwater retention; 



2 
 

 affordability of the development process to the Municipality and developer; and 

 ensuring that neighbourhoods and the region as a whole have opportunities for active 
transportation. 

 
Subdivision & Open Space 

The subdivision process is the Municipality’s primary way of acquiring new land for open space 
development. Open space dedication, or cash-in-lieu of land may be accepted as set out in 
the Municipality’s Subdivision Bylaw. Open space development is an important issue for East 
Hants which has been raised many times during public engagement. There are more options 
for open space development in the Municipality than can be fully explored in this report. 
Open space and park requirements will be explored in a future report dedicated to the topic. 
 
Trails & Active Transportation Paths 

This report refers to both trails and active 
transportation paths. A trail is a path which is 
normally unpaved, and used for recreation. It can 
involve one or multiple activities of walking, 
cycling, horse riding, snow shoeing, cross-country 
skiing, ATVing, dirt biking or similar activities. 
Trails are often designed for an interaction with 
nature while using the trail, not for a 
transportation need. Trails are often located 
within a larger park to provide access to nature. 
 
Active transportation paths differ from trails in 
that they are used for transportation needs: such 
as access to schools or commercial areas. Active 
transportation paths include sidewalks, paved, or 
unpaved shoulders of roads and are often used 
for walking, cycling, skateboarding or 
rollerblading. Active transportation paths are 
part of the larger road network, but are only 
available for use by active transportation users. 
 
East Hants currently does not have a standard for trail or active transportation path 
development. Traditionally, the two terms have been used interchangeably in East Hants. 
This has led to some active transportation paths being developed as if they were trails. The 
underdevelopment of active transportation paths have made many unusable, or unusable for 
cyclists or residents with mobility issues. 

 

Active Transportation Pathways: Potential Improvements 
A crucial element of cyclist and pedestrian-friendly subdivision design is providing shortcut 
connections for active transportation. The most successful designs often separate vehicles 
from bicycles and pedestrians using dedicated active transportation paths. 
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Active transportation paths should be designed in a way to allow quick access to nearby 
destinations, such as commercial areas or schools. This provides an enticing, effective way to 
use active transportation rather than a car. East Hants has a number of existing potential 
pathway connections which have not been developed. These areas were originally dedicated 
as part of the open space requirements of the Subdivision Bylaw. 

 
In many ways these active transportation pathways should be treated as roads, with nighttime 
lighting, and consideration for winter snow removal. A recommendation of this report is that 
active transportation pathway engineering standard should be developed to reflect the 
importance of these paths. 
 
Roundabouts 
Roundabouts have been shown to be more 
efficient in some circumstances at moving 
traffic than four-way intersections1. Small, local 
roundabouts such as the example shown to the 
right can benefit cyclists in low traffic areas by 
not requiring cyclists to fully stop (and lose 
momentum) at intersections. Roundabouts also 
generally reduce fuel consumption, and vehicle 
noise. Roundabouts may be appropriate for 
intersections connecting roadway pedestrian 
and cyclist links in East Hants. 

 

 

 

 

 

 

 

 

 

 

                                                           
1 http://www.roundaboutsusa.com/design/roundabouts-vs-signals.html  

http://www.roundaboutsusa.com/design/roundabouts-vs-signals.html
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Complete Streets & Road Standards 

Throughout consultation on the Plan Review, 
emphasis has been placed on the importance of a 
connected, walkable network of streets and active 
transportation paths which lead to destinations in the 
Municipality. Residents have also expressed their 
concern regarding vehicle traffic.  
 
Using a ‘complete streets’ approach: streets should 
be designed and maintained to enable safe,  
convenient and comfortable travel and access for 
users of all ages and abilities regardless of their 
mode of transportation. Complete streets can take 
many different forms depending on the street’s 
context. Albemarle, North Carolina has developed a 
continuum of appropriate complete street typologies 
to encourage cycling in their regional bicycle plan, as 
shown below. While this diagram is complicated, it 
does show that there is no one solution to providing 
cycling infrastructure in an area. 
 
 
 
 
 

Top-right photo: by Dan Burden, Walkable and Livable Communities Institute 

Upper-right photo: Madison, NJ  by the NJ Bicycle and Resource Centre. http://njbikeped.org/services/what-are-complete-streets/  

Bottom photo: Albemarle Regional Bicycle Plan Appendix: Facility Continuum 

 

http://njbikeped.org/services/what-are-complete-streets/
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Many areas are adopting complete streets policies to help encourage these goals.2 Research 
has shown that active transportation is most prevalent in areas where routes are more direct 
to nearby retail and recreational destinations on foot or bike than by car.3 Connected 
neighbourhoods which use complete streets policies benefit by having increased: 

 accessibility for public safety services; 

 viability of active transportation (walking and cycling); 

 accessibility to regional street systems (by providing multiple route options); and 

 better resiliency to adapt to land use changes. 
 
Residential Street Design 
The Municipality currently has two main road standards: one for industrial streets, and one 
for residential streets. Both of these options can either be supplied with storm sewer or 
ditches, as shown on the residential street example below. 

 
 
The current road standards could benefit from details regarding different options for rural 
roads compared to urban roads, for new collector roads as the Municipality may see with 
larger subdivision development, as well as design variations for main street commercial areas. 

                                                           
2 http://www.smartgrowthamerica.org/complete-streets/complete-streets-fundamentals  
3 http://www.vtpi.org/tdm/tdm116.htm  

http://www.smartgrowthamerica.org/complete-streets/complete-streets-fundamentals
http://www.vtpi.org/tdm/tdm116.htm
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This is especially important considering the differences in what is reasonable to provide for 
other road users besides motorized vehicles.  
 
Different standards for rural areas are important so that wider, suburban-scale standards are 
not implemented into the countryside. For low-volume rural roads, narrow widths, natural 
roadway edges, and a scenic winding character of the traditional roads should be encouraged. 
Most rural roads in the Municipality are owned by the Province, or are private roads, and new 
roads should be sensitive to the existing context. The Municipality has enabled context-
sensitive road standards in the past for the development of Cottage Country, which used a 
Rural Comprehensive Development District. 
 
With these necessary details in mind, recommended roadway classifications are: 
 
Recommended Roadway Classifications Desirable Example Photographs 

Residential Mews 
A mews is a residential road type that 
should only be considered as part of a 
comprehensive development. It is a 
roadway where a group of 4-6 dwellings 
front on a narrow shared roadway, similarly 
to an alley. 

 

Local Urban Residential 
Local urban residential streets are located 
in existing built up areas characterized by 
buildings that address the street with small 
or no setbacks. Active transportation is 
provided for on a sidewalk which occupies 
one side of the right-of-way. 

 

Urban Residential Collector 
Urban residential collector streets are 
located in new major subdivisions to help 
alleviate traffic from major Provincial roads 
and highways. Active transportation is 
provided for on a sidewalk which occupies 
one, or both sides of the right-of-way. 
Automotive access is preferably from shared 
driveways, and parallel streets. 
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Active Transportation Pathways 
Active transportation pathways are 
roadways that provide pedestrian and non-
motorized vehicle connections to nearby 
Local Urban Residential Streets, and Main 
Streets. These roads may also be alternative 
routes to shared roadways with motorized 
transportation. Frequently used routes 
should be illuminated at night. 

 
Main Street 
Main streets are located in existing built up 
areas characterized by buildings that 
address the street with small or no 
setbacks. In urban areas, active 
transportation is provided for on a sidewalk 
on one side of the right-of-way which is 
buffered from traffic with a verge. In rural 
areas, a widened road shoulder provides for 
cycling and pedestrians. In some areas, 
pedestrians may be buffered from the road 
by on-street parking.  

Rural Connector 
Rural Connectors are country roads in the 
Municipality’s rural areas or countryside. 
They are generally continuous across the 
Municipality and are flanked by farms and 
other rural land uses including cottages and 
rural residences. Active transportation 
provision is provided on major 
thoroughfares by a widened road shoulder. 

 

Business Park Street 
Business park streets are an appropriate 
width to service the Municipality’s business 
parks, and wider truck traffic. Active 
transportation is provided for on a sidewalk, 
but it is not required. 
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Street Trees 
At the moment, street trees are not a required standard of new roadway development on any 
road type in East Hants. Street trees provide many environmental, aesthetic, and safety 
benefits including: 

 Street trees enhance the overall appearance of developments and neighborhoods, and 
soften the dominance of pavement in the public right-of-way. 

 Roads bordered with street trees have been shown to reduce vehicle speeds thereby 
improving safety for all roadway users.4 

 Street trees buffer pedestrians from vehicular traffic, and reduce glare by shading 
roadways.  

 Reducing the urban heat island effect by providing shade over the pavement. 

 Trees filter air pollutants such as particulates generated 
from vehicles. 

 Trees and sidewalk planting strips capture storm water, 
thus reducing storm water runoff, which in turn reduces 
strain on Municipal sewer infrastructure. 

 
Street tree requirements are commonly required in nearby 
jurisdictions such as Halifax Regional Municipality. Street tree 
requirements for new areas, or planting programs for existing 
areas could meet many Municipal goals, and should be explored 
for their applicability to East Hants. Street tree requirements 
should be considered as a part of the Department of 
Infrastructure & Operations’ street standards review. Assuming 
the department views street trees favourably, a Street Tree 
Master Plan would need to be created for the Municipality to deal 
with maintenance, and which tree species are appropriate. 
 
Connectivity 

Street connectivity means the density of connections of streets or active transportation paths 
or streets and the directness of links. A well-connected street network has many short links, 
numerous intersections, and minimal dead-ends (cul-de-sacs). Connectivity can apply to both 
internal development (streets within the developed area) and externally (connections with 
arterials and other neighborhoods).  
 
Connectivity Index 
A connectivity index is one way to measure connectivity. The index is a proportion of the 
number of road segments to intersections. Values typically fall between 1 and 2 with higher 
values indicating more connectivity. A connectivity index score of 1.4 is the minimum needed 
for a walkable community. An index score of 1.7 or higher is seen as a desirable best practice, 
and is a requirement for Middletown, DE and Orlando, FL which have both instituted 

                                                           
4 https://depts.washington.edu/hhwb/Thm_SafeStreets.html  

https://depts.washington.edu/hhwb/Thm_SafeStreets.html
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connectivity 
requirements.5 
Connectivity can be 
measured separately for 
motorized travel and 
active transportation. As 
discussed in the 
Community Inventory 
Report, and shown 
below, East Hants’ 
existing subdivisions 
often do not meet the 
minimum required 
connectivity for a 
walkable community. 
 
Existing Street Connectivity Policies & Proposed Modifications 
The Municipality has some existing policies which encourage street connectivity. The 
Municipality has adopted the provincial department of Transportation and Infrastructure 
Renewal’s (TIR) Specifications for subdivision roads in urban areas and rural areas with some 
modifications and additions. These standards prohibit cul-de-sacs where another development 
style is feasible. There are a number of policy requirements, or different policy approaches 
that the Municipality could use to increase connectivity. 
 
The primary policies the Municipality has adopted which favours street connectivity are shown 
in the following table. Some of these policies could be updated to ensure greater 
connectivity, especially for active transportation users. The proposed changes, and the 
rationale for those changes is shown for each corresponding policy. 
 

Primary existing road connectivity policies Proposed Changes 
Requiring that private roads be built to municipal 
standards in certain areas. (Various policies of 
the Subdivision Bylaw) 

No change proposed. 

Prohibiting the development of private roads in 
including serviced areas (and Growth Reserve 
Areas) and the Mount Uniacke growth reserve 
area. (Various policies of the Subdivision Bylaw) 

No change proposed. 

Where a street unbroken by an intersection 
exceeds 365.8 metres (1200 feet) in length, a 
walkway shall be provided, and in no instance 
shall a street unbroken by an intersection exceed 
518 metres (1700 feet) in length in an area 
serviced with approved sanitary sewer or 853 
metres (2800 feet) in length in an area without 

The distances specified are too long. More 
appropriate regulations compared to other 
regions6 would be: 

 Where a street unbroken by an 
intersection exceeds 200m (656ft) in 
length in a serviced area, an active 
transportation pathway shall be 
provided. 

                                                           
5 Retrieved from: http://www.vtpi.org/tdm/tdm116.htm  
6 http://www.vtpi.org/tdm/tdm116.htm  

http://www.vtpi.org/tdm/tdm116.htm
http://www.vtpi.org/tdm/tdm116.htm
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approved sanitary sewer. (s10.6 of the 
Subdivision Bylaw) 

 A street unbroken by an intersection 
shall not exceed 400m (1,312ft) in length 
in an area serviced with approved 
sanitary sewer or 800m (2,625ft) in 
length in an area without approved 
sanitary sewer. 

Where a public street, highway or private road in 
an adjoining Subdivision abuts the boundaries of 
a plan of Subdivision submitted for approval, the 
public street, highway, or private road in the 
latter shall, if reasonably feasible, be laid out in 
prolongation of such public streets, highways, or 
private roads, unless it would be in violation of 
this By-law. (s10.12 of the Subdivision Bylaw) 

Walkways and active transportation connections 
should also require prolongation if reasonably 
feasible. Specifications need to be added that 
active transportation pathways are not part of an 
area’s open space dedication. 
 

No more than 100 lots and a remainder shall be 
serviced by a single road access to a collector or 
arterial street within Growth Management and 
Growth Reserve Areas. (s10.13a of the 
Subdivision Bylaw)7 
 

Develop road access requirements which are 
based on distance rather than lot sizes which 
vary between zones. The character and uses on 
streets change over time, and future subdivision 
can allow additional density on roadways. The 
road network must be designed with sufficient 
flexibility to accommodate these changes. 
 
In Growth Management and Growth Reserve 
Areas, a second road access to a collector or 
arterial street within a residential subdivision is 
required to service: 

 More than 100 lots; or 

 More than 50 dwelling units (if built out 
completely); or 

 More than 750m of new road length. 

Where an application for Subdivision includes or 
abuts lands that contain all of or a portion of a 
required transportation connection identified on 
the Regional Serviceable Boundary Required 
Future Transportation Connections Map, the 
street network of the subdivision shall be laid 
out to provide a road connection from one end of 
the Required Transportation Connection to the 
other or to the boundary of the lands subject to 
the subdivision application. (s10.16 of the 
Subdivision Bylaw, maps shown below) 

The map requires updates to reflect 
development since the last plan. Additions to the 
map include specifying where higher order 
streets such as collectors are desired, or active 
transportation path linkages. The map should 
also be expanded considerably to account for 
roadway development in serviced areas. 

 
 
 
 
 
 

                                                           
7 More than 100 lots with a single road access to a collector or arterial street may be permitted subject to an 
agreement for future second road access such as through a phased subdivision agreement, or development 
agreement. 
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Proposed Street Connectivity Policies 
A Connectivity Ratio could be used to determine the 
adequacy of street layout design for all proposed 
subdivision or district developments creating public 
roads. This measure would be appropriate for Growth 
Management Areas. The Connectivity Ratio is 
calculated as the ratio of the number of street links 
(road sections between intersections) in the 
development’s street layout divided by the number of 
street nodes (intersections and cul-de-sac heads). For 
comparison purposes, a perfect street grid has a 
Connectivity Ratio over 2.0, while a conventional cul-
de-sac subdivision has a Connectivity Ratio of 1.0.  
 
A minimum Connectivity Ratio of 1.5 requirement is 
proposed for new developments. In the event, that 
the connectivity ratio is impractical to meet due to 
topographic conditions, environmental constraints, 
and property shape or accessibility, the Development 
Officer may reduce the Connectivity Ratio index 
requirement at his/her discretion. The table below 
illustrates the elements used to determine a site’s 
Connectivity Ratio. A node (intersection) providing 
access to a proposed subdivision shall not be 
considered in computing the connectivity ratio. 
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Transportation Network Element8 Connectivity Value (Link or Node) 
Internal Two-Way Street 1.0 Link 

Internal One-Way Street or Laneway A 0.5 Link 

Intersection – Stub Terminus (to future adjacent 
development) with Temporary Turn Around Easements 

1.0 Link 

Active Transportation Path 0.75 Link 

Intersection – Internal 1.0 Node 

Any curve or bend of a street that exceeds 75 degrees. 1.0 Node 

Cul-de-sac TerminusB 1.5 Node 
A – One-way streets and laneways may only be considered as part of a comprehensive district 
development. 
B – Cul-de-sacs are only permitted where topographic conditions, environmental constraints, and 
property shape or accessibility leave no reasonable alternative. The maximum length of any cul-de-sac 
is 200m (measured to the center line from the end of the cul-de-sac) or 100 dwelling units 

 
Stub Road Construction 
Stub roads are lands dedicated in East Hants for future roadway 
development to connect to future subdivisions. In many instances, 
these roadway connections have not been built out to the boundary 
line of the property in East Hants, which makes the development of 
these stub roads a burden to the Municipality and/or future 
developer. The full construction of stub roads should be required as 
to not download development costs on the Municipality, or future 
developers.  
 

 

Conclusion 

Subdivision development in East Hants has traditionally resulted in poor street connectivity. 
Similarly, East Hants’ hierarchical street network has placed significant demand on the area’s 
collector and arterial streets. The recommendations proposed in this document are to provide 
additional transportation options for multiple street users, both motorists, and active 
transportation users. 
 

Policy Approach 

 That the Municipality’s connectivity requirements in the Subdivision Bylaw be 
updated, and that a Connectivity Index requirement be added to the Municipality’s 
Growth Management Areas. 

 That the Municipality pursue a Complete Streets approach to future roadway standards 
development. 

 That the Department of Infrastructure and Operations road standards review consider 
street trees, roundabouts, and active transportation paths. 

 That the full construction of stub roads be required. 

                                                           
8 Adapted from: http://www.lasvegasnevada.gov/files/UDC_19_04.pdf  

http://www.lasvegasnevada.gov/files/UDC_19_04.pdf

