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EXECUTIVE SUMMARY
This thesis project is a landscape and trail design proposal for a small section of
the Halifax Urban Greenway.

The project site is semi-natural wooded landscape

approximately 400 meters in length and 15 to 100 meters wide, located on the eastern
side of the CN railway corridor between the Marlborough Woods Bridge and Roger’s
Drive, behind St. Mary’s University campus in Halifax Nova Scotia.
This project examines the history of the landscape, the process leading up to the
development of this proposal and the guidelines related to the Greenway development. A
review of literature of landscape design theories and principles provides a look into what
characteristics create enjoyable landscapes and trails and how to design to protect
ecological health. The concepts examined in the literature review provide the framework
for the trail design. An assessment of the project site uses the overlay mapping method to
determine physical opportunities and constraints providing the foundations of the final
design.
The design proposal aims to meet the requirements established by the HRM
Active Transportation plan, the Halifax Urban Greenway Association and St. Mary’s
University while effectively conserving the natural environment and valuable landscape
features.

The final landscape design proposal includes routes for both the multi-use and

footpath Greenway trails as well as all other significant design features that shape the
landscape and trail experience.

These design features include additional vegetation

barriers and fencing, locations for signage and interpretation, rest areas and locations
from which to view the railway corridor.
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INTRODUCTION
The Halifax Urban Greenway is a plan to establish a recreational trail system
through the naturally vegetated landscape adjacent to the Canadian National Railway
corridor that runs along the south western side of the Halifax peninsula. The Greenway is
intended to preserve the natural landscape that exists along the corridor and provide the
community of Halifax with an active recreational trail and footpaths. Since 2000, the
Halifax Urban Greenway Association (HUGA) has been working with the HRM to
establish this Greenway trail.
A small section of the proposed Greenway area has been neglected in the
planning and design process of this project. This is an undeveloped site located on the
eastern side of the CN railway corridor between the Marlborough Woods Bridge and
Roger’s Drive, behind St. Mary’s University campus. This is a naturally wooded site that
has great potential for trail development. The municipal plan currently is to execute most
of the planning and design for this section of the Greenway, on the fly, at the time of
construction. A natural landscape such as this is rarely found in this type of urban
context. It would be a shame to see the character of this landscape lost through poor
planning and design. If this area does not receive proper planning and thoughtful design,
the natural environment will suffer, valuable landscape features will be lost and the
Greenway will not reach its full potential as an enjoyable recreational trail.
The lack of attention and planning provided for this section of the Greenway has
created an opportunity to produce a design proposal that will ensure that the protection of
important landscape characteristics. This thesis project examines the history of the area
and Greenway project leading up to this design proposal, and then proposes a landscape
and trail design based on the method and principles used in landscape architecture and
environmental planning.
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GOALS AND OBJECTIVES
The purpose of this project is to develop a landscape and trail design for both the
multi-use and footpath Greenway trails on the designated project site. The goal is to
design the trails to meet the standards and expectations established for the Halifax Urban
Greenway, as well as provide an aesthetically pleasing and enjoyable experience for the
trail users. Three primary objectives were adopted to guide the design process. The
objectives were selected to ensure the protection of valuable landscape features, as well
as satisfy the desires of the HUGA and landowners. The aim of the final design is to find
balance between satisfying these three objectives. The final design proposal will be given
to the Halifax Urban Greenway Association, as a possible Greenway design solution for
the project site. The objectives are as follows:

Historic Stone Wall Preservation
Two fieldstone wall remnants of the 19th century Maplewood Estate are located on the
site. These historic remnants are an important part of the natural and cultural history of
the site. These walls should be protected and integrated into the Greenway.

Natural Landscape Conservation
The project site is a rare and valuable natural landscape for an area surrounded by urban
development. The Halifax Urban Greenway is an opportunity to conserve the natural
characteristics and ecological health of this landscape.

Design in Accordance St. Mary’s University’s Requirements
St. Mary’s University (SMU) is a landowner of part of the project site and intends to
develop on the land in the future. SMU supports the development of the Greenway trail
on the condition that the routes abide by the standards set by the University. A recent
SMU campus master plan shows the future university development on the project site.
The trail designs should avoid the areas designated for future development and abide by
the University’s recommendations for the trail.
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METHOD
The interpretation and production of the concept design for the Saint Mary’s
University section of the Halifax Urban Greenway involved: a combination of document
(literature) and archival research; personal communication with local experts and
representatives from interested organizations; site visits; site inventory and opportunities
and constraints mapping (the overlay method) using ArcMap GIS; and graphic
representation done through hand drawing and Adobe Graphics Suite.
Literature Reviews and Discussions
Research on the history of the area, the development of the Halifax Urban
Greenway project, and inventory of the standards and regulations for the trail
development on the project site involved the use of books, journal articles, websites,
reports, design manuals, and discussions with representatives from associated groups and
organizations.
A literature review examined the aesthetic, social and ecological design theories
and principles that provided a guideline for landscape and trail design. The literature
review included articles, books and design manuals pertaining to landscape design,
ecological conservation and trail design.

Site Inventory
The landscape features included in the inventory were chosen with reference to
the project goal and primary objectives: (1) physical and ecological characteristics, (2)
ownership and zoning and (3) the historic wall remnants. Research was conducted into
these three areas through literature reviews, site visits, and discussions with local experts
and representatives of interested organizations. ArcMap GIS software was used to map
each of the inventory features. The features included in the inventory are: zoning, land
ownership, stone wall remnants, current footpath routes, potential areas for corridor
viewing, slope, orchid sites, mature trees, future SMU development site.
Data resources and collection:
 The inventory features were selected and researched through discussions with a
HUGA representative, site visits (walking the site, recording the site using digital
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photography, mapping landscape features by hand, and written notes), review of
books, articles and reports relevant to physical and ecological characteristics,
ownership and zoning and the historic wall remnants.
 GIS databases (Halifax Regional Municipality, 2005) provided data for roads,
parcels, land ownership, buildings, zoning, and topography. Paper maps
(MacDonald, M.A. and Horne, R.J, 2005; Soil Research Institute, 1964; Stea, R.R.,
Conley, H. and Brown, 1992) provided soil and geology information.
 GPS - the data collection and mapping of the eroded area, mature trees, stone wall
remnants, orchid sites, current footpath routes and corridor viewing locations were
conducted with the use of a handheld GPS device (Garmin GPSmap 60C). The
accuracy of the device was a minimum distance of 5 meters from the true location
of the features. In order to compensate for this level of accuracy, I walked around
the features of interest with the unit several times in order to develop a reading of
where the features were located. The GPS data were then transferred into ArcMap
GIS, and the location of the features was then selected based on the average of the
acquired GPS points. The ArcMap Editor Tool was used to map the location of
these landscape features.
 ORCHIDS – were the one feature I was unable to document during the months that
this study was undertaken. Fortunately, I was able to visit the site several times
during June of 2006 to see the orchids in bloom and note their location on a map at
the site. This data was transferred from the hand maps created in June of 2006 to
ArcMap using the ArcMap Editor Tool.
 MATURE TREES – were mapped by walking the site, examining and measuring
trees. All native trees that appeared healthy and had a trunk circumference of at
least 1meter were considered trees that should be maintained. The GPS unit was too
inaccurate to use in the data collection of this feature. Instead, I approximated the
location of the trees based on their location relative to landmarks on the site and site
map (current footpaths, wall remnants, contour lines, project site boundary lines).
 SLOPE – Interpreted using GIS databases as well as site visits and observation. An
initial raster based slope map was created in ArcMap using 1 meter contour interval
dataset. However, the project site was small enough that upon walking the site with
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the slope map, I noticed some inaccuracies in the slope map produced on ArcMap.
Areas that appeared to be opportunities or constraints for the trail development were
mapped out by hand and then overlaid on the slope map. By using the ArcMap
Editor Tool, I was able to create a more accurate slope map.
 SMU - future SMU development site was added to the inventory map through
overlaying the SMU Master Plan over the project site map in ArcMap.

Analysis
Analysis of mapped site attributes was conducted using the overlay method (also
referred to as opportunities and constraints mapping).

The inventory features were

classified as either opportunity, constraint or as both (opportunity and constraint). The
classified features were then overlaid in ArcMap to produce an analysis map of
composite opportunities and constraints.

This was done through changing all of the

‘opportunity’ features to green, all of the ‘both’ features to blue, and all of the
‘constraint’ features to red. This analysis map displays the areas that are suitable for trail
development, and areas that are that should be avoided in trail design. The classification
of each the relevant inventory features are as follows:
 Opportunities: current footpath routes, corridor viewing locations, slopes < 5%
 Both (opportunity/constraint): stone wall remnants, orchid sites
 Constraints: mature trees, slopes > 5%, future SMU development site

Design Synthesis
The final trail design was determined by walking the project site with the analysis
map. The first priority was to avoid the areas of constraint and traverse the slopes in such
a way to ensure the flattest route. The site opportunities and the design principles
discussed in the literature review were also considered in determining the best route for
the trail development.
The site plan was mapped by hand on site then transferred to the computer to
develop a final site plan (ArcMap and Adobe Photoshop and Illustrator were used). The
final master site plan and all accompanying graphics were produced through hand
rendering and use of Adobe Creative Suite.
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SECTION ONE
The Halifax Urban Greenway History and Context
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Nineteenth Century South End Halifax and
The Construction of the Railway
In the nineteenth century Halifax was a fortified harbour city under British rule. It
had developed in a condensed grid like pattern on the eastern side of the Halifax
peninsula between the harbour and the citadel. The south end of the peninsula near the
Northwest Arm and Point Pleasant Park was still a rural landscape made up primarily of
large estates, woodland areas, grassy fields, and summer cottages. These country estates
were

inhabited

Halifax’s
influential

by

wealthiest
families,

some
and

of
most

including

wealthy merchants, professionals
and high ranking military men.
Families would spend the winter
months in the city, and travel out to
summer

homes

along

the

Northwest Arm during the warmer
months of the year (Griffin, 2002,
p. 113).

The majority of these

Figure 2

estates were set on the waterfront of the Northwest Arm with beautiful lawns, exotic
gardens and extravagant mansions (see Figure 2). Residents of the estates enjoyed walks
along the water front of the Northwest Arm, social galas, ice skating on the Arm in the
winter and boating and sailing activities during the summer (Watts & Raymond, 2003,
Chapters 2 & 3). (See Appendix A, Figures 1-3).
These estates changed hands several times over the course of the century, but the
general landscape of the area remained the same until shortly after the turn of the
twentieth century when it was announced that a new railway line would be constructed
through this section of the peninsula. The construction of this railway was to drastically
change the landscape of south end Halifax.
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In October of 1912, plans were announced for a new railway and shipping
terminal in the city of Halifax. The route for the new railway line leading to this terminal
was chosen by F.W. Cowie, a federal government engineer. He determined that this
railway would be a double track branch line off the Intercontinental Railway (ICR). The
track would branch off from Fairview, on the Bedford Basin and continue around the
southwest side of the peninsula through to the new shipping terminal at Greenbank, near
Point Pleasant Park. This new track would border the Northwest Arm and plough
directly through one of the most attractive residential districts on the peninsula
(Taschereau, 1982, p. 4). (See map of railway route in Appendix A, Figure 4)
The plans for this new rail line became quite controversial in the Halifax press.
Some believed this development would fragment the continuity of the peninsula, while
others believed that it was a great opportunity to improve Halifax’s economy. The
strongest opposition did not come from the large estate owners. Many large landowners
in the south end neighbourhoods had economic interests in the project, and were more
concerned with the good price for which they would be able to sell their land than with
the loss of their spacious lawns and gardens. Rather, it was the smaller property owners
in the area who most strongly opposed the project. They feared the smoke and noise
from the passing steam engines would turn the neighbourhood from a desirable
residential area to a noisy, dirty, working class neighbourhood (Taschereau, 1982, p. 4).
The federal government’s engineers assured the concerned citizens of the affected
south end district that the rail line would be hidden 35-60 feet below ground. This would
allow the track to meet up with shipping terminal at sea level as well as reduce the
amount of noise and smoke caused by the railway. They also promised that aesthetically
pleasing concrete bridges would be built over the rail cut to ensure that residents located
on the Northwest Arm maintained their connection with the city.

The aesthetic

characteristics of these bridges would also help maintain the district’s character as a
privileged neighbourhood. These promises to the concerned residents put a stop to the
majority of the opposition (Taschereau, 1982, p. 5).
Construction began at both ends of the cut in July, 1913. For the next four years,
two crews of workers blasted bedrock and laid tracks, working towards each other from
the terminal on Bedford Basin and the new terminal on Halifax Harbour. During this
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time, residents in the south end neighbourhoods felt the invasion of noise, dirt, and at one
time were cut off from their water supply. When the track was finally completed in 1918
the sunken rail corridor defined by steep rock cliffs ran through what had been fields,
woodland, and estate gardens. Very few houses had to be removed from the right of way.
There were also, as promised, 16 beautiful concrete bridges spanning the cut, the same
bridges that cross over the
railway

today.

The

first

passenger train, the Maritime
Express steamed through the new
track on December 22, 1918.
Despite the great depth of the
track, thundering noise and the
smell of smoke ran through the
south end neighbourhood until
the invention of diesel engines in
the late 1920s (Taschereau, 1982,

Figure 3

pp. 6-7).
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The Railway Cut Today
This railway has been owned and operated by the Canadian National Railway
Company (CN) since its development. In 1995, CN became a private company after
being owned by the federal government
for 77 years (Privatization and Prosperity
1992-1997, 2007).

The tracks are still

actively used today for both freight trains
transporting materials to and from the
shipping harbour and VIA Rail passengers
(Gallagher,

personal

communication,

March 8, 2007).

Figure 4

Over time, the grand country estates and open fields that once defined this area
were subdivided and redeveloped. The city of Halifax grew up around the railway
corridor and the South End has developed into a neighbourhood of lovely residential
homes and two universities. In the midst of this development, the narrow piece of CN
property that borders the steep cliffs of the railway corridor has remained undeveloped
(see Figure 5). Several areas along this corridor are made up of lush vegetation and
mature trees, with impressive views overlooking the railway tracks. Native vegetation as
well as some exotic species grow in this strip
of land. Today, residents from the adjacent
neighbourhoods enjoy this unique natural
space, using areas which are easily accessible
for nature walks, bird watching and berry
picking. It is a rarity to have an undeveloped,
wooded landscape run through an urban area
such as this.
Figure 5
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Development of the Halifax Urban Greenway
In 1999, portions of this natural area were threatened with the possibility of
zoning changes, privatization and development.

Residents of the affected

neighbourhoods banned together and managed to save this wooded area from
development. In the process of protecting this area, the residents formed a society known
as the Halifax Urban Greenway Association (HUGA) (Poirier, 2002).
In order to protect this scarce natural landscape and ensure that it was not lost
from the public domain, HUGA began planning for a recreational trail along both sides of
the railway cut.

The concept of developing a trail through this corridor had been

proposed in 1988, when Dr. John Andrew, a professor at Dalhousie University and a
resident of Pine Hill Drive submitted his “Proposal for a Halifax Peninsula Recreational
Trail” (Halifax Urban Greenway Association and Gordon Ratcliffe Landscape Architects,
2002, p. 4). However, only after formation of the HUGA was this idea revisited and
brought to life through the Halifax Urban Greenway project.
In early 2001, the HUGA began discussions with the HRM. The HRM responded
positively to the idea of a recreational trail through this area, but had different intentions
for the trail than the HUGA initially envisioned. The HUGA intended the Greenway to be
a low impact walking trail between South Street and Point Pleasant Park that would
protect the natural environment along the corridor. The HRM however, saw this as an
opportunity to create an alternative transportation route for both cyclists and pedestrians
that would link the peninsula, as well as connect the Greenway to a larger network of
trails throughout the HRM. The HUGA and the HRM Parks and Planning department
worked together to develop a consensus. In that same year, the HUGA commissioned
Gordon Ratcliffe Landscape Architects to perform a Feasibility Study and develop a
Preliminary Design Proposal for the Greenway (Halifax Urban Greenway Association
and Gordon Ratcliffe Landscape Architects, 2002, p. 5).
The HUGA and the HRM declared that the two primary goals of the Urban
Greenway would be “(1) preserving the scarce natural heritage resource surrounded by
urban development and (2) providing viable alternatives to the automobile as a means of
urban transportation” (Halifax Urban Greenway Association and Gordon Ratcliffe
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Landscape Architects, 2002, p. 6). It was also agreed that the Greenway would consist of
both a multi-use recreational trail and a seasonal footpath, satisfying the HRM’s
intentions of creating a commuter trail network and the HUGA’s desires to create a
natural walking experience.
The multi-use trail would be designed to support intensive use by pedestrians,
cyclists and those in wheelchairs. The footpaths would be narrow walking trails designed
to follow the natural terrain. This compromise was made public in the Halifax Urban
Greenway Proposal Draft Report in summer 2002, prepared by the HUGA with
assistance from Gordon Ratcliffe Landscape Architects. The proposal included general
trail standards, a proposed route for both trail types, a physical analysis of the railway
corridor, and plans for implementation phases.

This proposal was presented to

approximately 300 community members at a public meeting and received positive overall
approval (Halifax Urban Greenway Association Initiatives, n.d., Public meeting of
November 27, 2002 and activities since)
The 2002 Urban Greenway Proposal determined that the Greenway will be
designed and constructed in two phases. The first phase of development will occur on the
southern section of the greenway from South Street to Young Street and Point Pleasant
Park. The second phase of development will take place at a later date north of South
Street to Chebucto Road. The landscape north of South Street (the second phase of
development) contains several physical obstacles and constraints, such as rough terrain
and steep slopes, hazardous traffic crossings and areas where private residential land
extends into the rail corridor. These impediments will require extensive analysis and
design work in order to make the northern section of the Urban Greenway a reality. In
the first phase of development, south of South Street, the environmental and social
conditions of the railway corridor are more conducive to trail development with fewer
obstacles and more natural undeveloped space (Halifax Urban Greenway Association and
Gordon Ratcliffe Landscape Architects, 2002, p. 10).

(See map of Greenway

development phases in Appendix A, Figure 5).
In 2005, The HUGA commissioned O’Halloran-Campbell Engineering and
Gordon Ratcliffe Landscape Architects to develop a detailed design plan for the first
phase of Greenway development. Since that time, the commissioned designers along
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with the HRM and the HUGA have been working to establish design standards and routes
for both the multi-purpose trail and footpaths.
The physical standards for the Greenway’s multi-use trail have recently been
specified as part of the HRM’s new Active Transportation Plan. In November of 2006,
the Halifax Regional Council approved the Active Transportation Plan to promote the use
of non-motorized transportation within the HRM. The plan is designed to create a
network of routes within the HRM, including bicycle lanes on city streets, sidewalks, and
off road recreational trails that allow for safe and enjoyable non-motorized transportation.
The approved Active Transportation document defines existing and proposed routes
within the HRM and provides technical guidelines for the planning and design of these
routes and trails (Halifax Regional Municipality: Active Transportation, n.d.).

The

Greenway multi-use trail is recognized as a proposed route within the Active
Transportation Plan, meaning that the multi-use trail of the Halifax Urban Greenway will
now be included in a larger network of trails across the HRM and must therefore abide by
the Active Transportation design guidelines.

(See map of Active Transportation

proposed routes in Appendix A, Figure 6).
The HUGA is currently awaiting approval of funding from the federal-provincial
MRIF (Municipal Rural Infrastructure Fund). If the funding is approved, construction of
phase one of the Greenway may begin in the spring of 2007, shortly after the completion
of this project (Poirier, M.E., personal communication, January 30, 2007).
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Halifax Urban Greenway Phase One:
Design Guidelines, Physical Characteristics and Route Proposals
Trail Design Guidelines
The technical design guidelines for the multi-use trail and footpaths were
developed using the Nova Scotia Trail Federation’s Trail manual for Developing
Recreation Trails in Nova Scotia, the HRM’s Active Transportation Plan, and discussions
between the HRM and the HUGA. For the definitions of the technical guidelines and
information supporting the following guidelines see Appendix B.

Multi-Use Trail Design Standards
The multi-use trail will be the main throughway for users of the Halifax Urban
Greenway. This trail will connect the Halifax peninsula for recreation and commuting. It
must be able to support two-way traffic of pedestrians, cyclists and those with physical
impairments or disabilities. The Greenway multi-use physical standards must agree with
the guidelines set forth in the Active Transportation Plan (see Appendix B ‘Active
Transportation Multi-Use Trail Standards’).
Clearance Height and Trail Width: The Halifax Urban Greenway multi-use trail will
have a maximum clearance height of 3 meters and a tread width of 4 meters (Ambler,
personal communication, March 7, 2007). In addition to the tread, each shoulder must
have a width of zero to 0.6 meters (SGE Acres Limited et al., 2006, p. 3-19). This is
much wider than the Halifax Urban Greenway Association had originally envisioned for
multi-use trail.

However, since the Greenway is officially included in the Active

Transportation Plan, it must conform to standard requirements for multi-use trails.
Surface Material: The current plan calls for the surface of the multi-use trail to be
paved with either asphalt or concrete to allow for all non-motorized modes of
transportation, those with physical disabilities and winter maintenance. It is expected that
asphalt will be the chosen surface material, because it is generally the cheapest option
(Ambler, personal communication, March 7, 2007).
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Gradient: The trail should be gently rolling or flat and should not exceed grades of 5% if
it can be avoided (SGE Acres Limited et al., 2006, p. 2-7).
Distance of sight: The distance of sight of the multi-use trail is based on the sight
stopping distance for cyclists. The Active Transportation Plan states that off-road multiuse recreational trails should be designed to support a maximum speed of 40km/h, and on
grades steeper than 4% the trail should be designed to support speeds of 60km/hr (SGE
Acres Limited et al., 2006, p. 2-9). Based on these speeds and the table provided in
Appendix B ‘Definitions’, the distance of sight for the multi-use trail should be between
49-61 meters, depending on the grade of the tread. If the distance of sight is reduced, the
traveling speed of the trail users needs to be reduced relative to the distance of sight.

Footpath Design Standards
The footpaths will be designed to give Greenway users a separate, more natural
experience away from the multi-use trail. The narrow footpaths will support a less
intense level of activity, primarily walkers with good mobility. The footpaths are not
officially recognized in the Active Transportation Plan, so design guidelines have been
left up to the HUGA and the HRM.

The following are design standards for the

Greenway footpaths:
• They will be accessible from the multi-use trail and be continuous except for areas
where there is only room for the multi-use trail.
• They will align with the landscape to avoid trees and natural features (Halifax Urban
Greenway Association Initiatives, n.d., September 16, 2005 Progress Report)
• They will be the minimum width necessary for single file walking, approximately 1
meter (Ambler, Personal Communication, March 7, 2007)
• The footpaths will be surfaced with either crusher dust or woodchips. The final
decision for the surface material used will likely be decided on site (Poirier, personal
communication, February 26, 2007).

22

Physical Descriptions and Development of the Trail Routes
(See Appendix A, Figure 5 for location map of Phase 1)

South Street to Marlborough Woods Bridge
Physical Description:
On the eastern side of the railway corridor from South St. to the end of Beaufort
Avenue, there is a vegetated strip of land, 15 to 25 meters wide. This land lies between
Beaufort Avenue and the CN railway cut, and ownership is divided between CN and the
HRM. The area is mature hardwood forest that forms a natural buffer between Beaufort
Avenue and the edge of the cut. The terrain is fairly even and there few obstructions that
might inhibit the potential Greenway route.

There are three original concrete road

bridges that cut through this strip and cross over to the western side of the railway tracks
(Oakland Road, Belmont on the Arm and Marlborough Woods Bridge).

Trail Development:
A 4 meter wide multi-use trail will run parallel with Beaufort Avenue in a fairly
straight path. Where necessary, it will veer away from the road in some spots to preserve
the mature trees. The footpaths will meander through the wooded area between the
multi-purpose trail and the cliff. At each of the three bridge crossings, the foot path will
link up with the multi-use trail so that all Greenway users can cross the road at the same
point. This section of the trail was fairly easy to design because of the strict spatial
limitations and lack of obstructions. (See 2005 Preliminary Design route and an image of
this area in Appendix A, Figures 7-8).

Marlborough Woods Bridge to Rogers Drive (project site)
Physical Description:
At the end of Beaufort Avenue the undeveloped land widens into a larger seminatural area with mature hardwood forest. The area is owned by the CN, the HRM and
St. Mary’s University (SMU). The ends of Greenwood Avenue, Marlborough Avenue,
Robie Street and the Oaks Heritage Property define the boundaries of this section. There
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are currently several natural footpaths in the landscape, and this land is well used by
residents from the adjacent neighbourhoods. The increased width and subtle shifts in
elevation create a feeling of separation from the surrounding urban developments
adjacent to the site. This undeveloped woodland area continues until the homes off
Rogers Drive meet the edge of the railway cut.

There is great potential for trail

development in this area from Marlborough Woods Bridge through to the end of Rogers
Drive behind the Oaks Heritage Property.

However, opportunity for further trail

development along the eastern side of the corridor is blocked where the residential lots
off Rogers Drive abut the edge of the cut. Determining the best route for the Greenway
from this point towards Point Pleasant Park has been a difficult process. (See an image
of the wooded character of this site in Appendix A, Figure 9).

Trail Development:
The initial route for the multi-use trail, proposed by the HUGA in 2005 was a
detour around the residential developments that border the railway cut on Rogers Drive,
Gorsebrook Avenue and Tower Road (See Appendix A, Figure 10). The plan was to
route the multi-use trail away from the edge of the cut along the ends of the residential
streets: Greenwood Avenue, Marlborough Avenue, and Robie Street. The trail would
then travel along Robie and turn right onto Gorsebrook Avenue through the SMU
campus, where a sidewalk currently exits. At the end of Gorsebrook Avenue, the trail
would turn right onto Tower Road, and cross the Tower Road bridge over the railway cut.
It would then continue to Harbour View Drive, Franklyn Street and Point Pleasant Park
(Poirier, 2005, para. 7). The initial plans for the footpath was to run behind the SMU
campus and the Oaks Heritage Property, then connect to the multi-use trail via Rogers
Drive. The footpath would also exist on the western side of the trail, from Pine Hill
Drive back through Marlborough Woods (Halifax Urban Greenway, n.d.).
This plan drawn up by the HUGA in 2005 was quickly rejected by the HRM,
SMU and concerned residents from affected residential streets. The HRM rejected this
plan because it was too reliant on existing streets and sidewalks, and was too indirectly
connected to Point Pleasant Park.

It was rejected by residents of Greenwood and

Marlborough Avenue, because of the increase in public activity it would cause at the end
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of their streets. St. Mary’s University rejected the plan because it cut directly through the
campus and would conflict with future campus development (Poirier, personal
communication, January 30, 2007).
The HRM proposed an alternative route that would cross the railway tracks at the
Marlborough Woods Bridge and continue along the western side of the tracks through
Marlborough Woods Park to Pine Hill Avenue. This route proposal was rejected by the
HUGA because a multi-use trail through Marlborough Woods would destroy the natural
beauty of the park and the trail would go along a private road or run too close to an
existing home (Poirier, 2005, para. 8). (See Appendix A, Figure 11).
In spring 2005 an official Greenway route was finally agreed upon. The multi-use
trail will continue past the end of Beaufort Avenue along the boundary of the SMU
campus. A multi-use bridge will be constructed over the railway cut behind the Oaks
Heritage Property (where the trail cannot continue further along the eastern side of the
tracks). The bridge will connect to Pine Hill Drive on the western side of the tracks and
continue onto Franklin Street through to Point Pleasant Park. The bridge will allow users
of the Greenway to continue along the multi-use trail from the pedestrian bridge to Point
Pleasant Park. This route will also allow users to loop back along the western side of the
railway cut via informal footpaths through Marlborough Woods Park all the way to
Belmont on the North West Arm. This is ideal for Greenway users who are interested in
a circular route heading back north towards Beaufort Avenue (Poirier, 2005, para. 11).
(See Appendix A, Figure 12).
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Project Site Selection
Since 2005, when an official route for the first phase of the Greenway was
developed, the HUGA, HRM and consultants have been working to develop plans and
design guidelines for the multi-use trail and footpaths.

The major focuses of this

planning have been around the design of the new bridge over the cut, the trail design on
the western side of the railway through the Franklin Street neighbourhood, and dealing
with traffic concerns along Beaufort Avenue, Franklin Street and Point Pleasant Drive.
The amount of energy spent on the planning of these major issues has left other areas
along the Greenway forgotten in the planning and design process.
The area on the eastern side of the railway cut between the Marlborough Woods
Bridge and the proposed Greenway pedestrian bridge is one of these neglected areas.
The most recent designs for this section of the Greenway were completed in 2005. These
plans (Figure 6) show a direct route that curves along the St. Mary’s University property
line, with little or no attention given to the natural or cultural landscape of the site.

As it

stands, most of the design
process will likely occur on
site

at

the

construction
personal

time

of

(Poirier,
communication,

May 26, 2006).

For the

Halifax Urban Greenway to
reach its full potential, this
section of the Greenway

Figure 6

must receive planning and
design considerations.

The purpose of this project is to develop the design for the multi-use and footpath
trails through this section of the Greenway. A thoughtful design for this section will
allow the Greenway to meet its full recreational and restorative potential. A well planned
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Greenway will provide an enjoyable experience for its users, as well as help protect the
important environmental and cultural characteristics of this unique space.
The remainder of this report is a close examination of the site between
Marlborough Woods Bridge and the future Greenway bridge.

I examine the

characteristics of the landscape. Then, based on my analysis of the project site and my
understanding of landscape design principles, I develop a detailed landscape and trail
design for the multi-use and footpath trails in the context of the Halifax Urban Greenway.
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