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Abstract
This thesis introduces tactical urbanism as a way to expand the toolkit for planners
to address street safety challenges in mid-sized cities like Nanaimo quickly using
it as engagement tool. Using the case study of Haliburton Street and Milton Street
in the South End neighbourhood in Nanaimo, BC, this research unpacks the
tactical urbanism approach through an in-depth literature review. In addition, a
survey was sent out to the South End residents to collect insights from their daily
use of the street. Thirty traffic observations were conducted at five locations on the
street, and an inventory of existing street facilities was taken to supplement this
research. Lastly, three interviews were conducted with community planners in
Nanaimo and a community leader of the South End. The findings suggest that
there is significant interest in repurposing the study area using small-scale
interventions. The research concludes with conceptual designs of five quick-build
interventions as the first step towards a more traffic-calmed Haliburton and Milton
Street in the future and suggests tactical urbanism as an effective collaborative
engagement tool that can be incorporated into the current public engagement
framework for active transportation and traffic-calming projects in Nanaimo.
Keywords: Tactical urbanism; spot interventions; placemaking; street safety;
bottom-up planning, public engagement
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Glossary
Arterial Road

A road that carries traffic between the principal areas of traffic
generation. In addition to vehicle lanes, Arterial Roads may
include cycle route facilities, sidewalks, boulevards, and
landscaping (City of Nanaimo, 2008)

Minor collector

A road that provides traffic and land service to connect local
roads to Major Collectors. Minor Collectors include two vehicles
through lanes and may include turning lanes, bicycle route
facilities, on-street parking, sidewalks, boulevards, and
landscaping (City of Nanaimo, 2008).

Neighbourhood
greenway

Neighborhood Greenways are residential streets with low
volumes of auto traffic and low speeds where bicycles and
pedestrians are given priority (Portable Bureau of
Transportation, 2015).

Sharrows

Sharrows or “shared lane markings” (SLMs) are road markings
used to indicate a shared lane environment for bicycles and
vehicles, which acts as an alternative to a bike lane in certain
circumstances. Sharrows alert vehicle drivers of the potential
presence of cyclists and also encourages cyclists to position
themselves safety as they will be sharing the same traffic lane
with other vehicles (NACTO, 2014; Ministry of Transportation
and Infrastructure, 2019)

Traffic Calming

A process of reducing the physical and social impact of traffic,
principally through mainly physical measures that reduce the
negative effects of motor vehicle use, alter driver behaviour and
improve conditions for motorized and non-motorized street users
(City of Nanaimo, 2008).

Voluntary Response
Sampling

This type of sampling is made up made up of self-chosen
participants. Here, the researcher puts out a request for
members of a population to join the sample, and people decide
whether or not to be in the sample (Khan Academy, n.d.)

xvi

Chapter 1.
Introduction
Streets are the most fundamental shared public spaces. However, they are
also one of the most debated and overlooked public spaces to date, or at least
were until the 2020 pandemic. Cities worldwide were and still are responding to
the COVID-19 crisis by mainly implementing low-cost, short-term pilot projects to
make streets better serve the urgent need for safe physical distancing by opening
them up for citizens to venture outside as pedestrians, cyclists during the
lockdown. The World Health Organization’s (WHO) guidelines on mobility during
the COVID-19 outbreak is directed towards "creating more spaces for cyclists and
pedestrians, especially in densely populated urban areas, thus avoiding the
overloading of public transport and the use of private cars" (World Health
Organization, n.d.). This pandemic has forced city governments to rethink their
relationship between mobility, health, and overall urban fabric to ensure their
citizens’ travel needs are met through more sustainable transport options while
ensuring that these approaches encourage physical distancing. As the Mayor of
New York, Bill de Blasio, said,

“We need a new deal for these times, a massive transformation
that rebuilds lives, promotes equality, and prevents the next
economic, health, or climate crisis, and definitively
changes the way we live in cities for years to come”
(Taylor, 2020)
1

City planners and policymakers are continually working to improve the public realm
in cities, but the task can seem too challenging at times. The cost involved in
making spot improvements can be restrictive, and there is often a lack of resources
designated for this task in municipal budgets (Lydon and Garcia, 2015). While
traditional planning models, methods, and processes are typically lengthy, involve
long-term solutions and often require a lot of time and resources, temporary
interventions have emerged as an important way to make these improvements to
local neighbourhoods quickly. Tactical Urbanism is one such global phenomenon
that has become a popular buzzword among urban planners and educated
laypersons alike, supporting the implementation of various formal and informal
interventions, such as pop-up bike lanes, parklets, and sidewalk repair projects in
many cities, including during the COVID-19 pandemic (Cannizzaro et al., 2020).
The quick-build methodology, a ‘sanctioned’ type of tactical urbanism approach, is
being used as a method to tackle mobility challenges (especially physical
challenges) that have occurred during the pandemic by various municipalities. This
approach has dramatically benefitted cities as various programs like “Open
Streets,” “Slow Streets,” “Play Streets” have emerged in large numbers (Lydon and
Garcia, 2015).

According to Mike Lydon and Anthony Garcia in their book Tactical Urbanism:
Short-Term Action for Long Term Change, tactical urbanism is defined as “an
approach to neighbourhood building and activation using short-term, low-cost, and
scalable interventions and policies.” (Lydon & Garcia, 2015, p.38). This approach
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falls in between the planning stage and complete achievement of a community’s
vision stage, where ideas are tested in the real world in the form of pilot projects.
However, tactical urbanism is not a new concept at all and, according to Lydon’s
book, has existed almost since the founding of cities (Lydon & Garcia, 2015). The
provisional nature of “tactical” demonstration projects allows both citizens and city
planners to test, analyze and modify interventions before carrying out costly longterm upgrades. Pilot projects that obtain community and municipal support can
then be made permanent. In this way, short-term projects may provide an
opportunity for planners and residents to collaborate on local projects. Numerous
tactical urbanism resources now exist but are fundamentally directed towards
citizens, design advocacy firms or non-profit organizations (Lydon et al., 2011;
Lydon et al., 2012).

Figure 1: Tactical Urbanism transformation of Hyack Square in New Westminster

Source: Urban Systems, 2019

3

In the last five years, major cities in Canada like Montreal, Vancouver,
Calgary, Winnipeg and various Ontario municipalities have begun to integrate
tactical urbanism into their existing planning frameworks allowing these cities to
take leadership in facilitating bottom-up planning. Nanaimo, the second-largest
urban centre on Vancouver Island, British Columbia, has seen a varying range of
informal pop-up placemaking projects over the years like the pop-up Little Libraries
across the city, the placement of a piano in Diana Krall Plaza (Eastmure, 2015),
the Open Art Wall at the Urban Art Gallery and pop-up traffic cones at crossings
on Fitzwilliam Street in Nanaimo’s Old City Quarter, temporary sidewalk and curb
extensions in local streets, to name a few. Nanaimo’s South End Neighborhood is
home to several such tactical informal projects ranging from guerilla gardening to
informal painting of laneways.
Quick wins are the City of Nanaimo's term for sanctioned tactical projects
that are short-term, inexpensive, and are typically funded by reallocating existing
operating funds. In 2019, the City of Nanaimo planned several tactical
interventions focused on enhancing the downtown core through public realm
improvements and beautification, including four interventions aimed at improving
mobility in downtown Nanaimo, as a way to heighten the economic health of
Nanaimo and in support of to the Nanaimo's 2019 - 2021 Strategic Plan (City of
Nanaimo, 2019).

This research aims to understand the role city planners play concerning
tactical urbanism in Nanaimo and the potential challenges that arise. It also looks

4

at how this approach can be utilized as an engagement tool that mid-sized cities
like Nanaimo can incorporate within their current planning process to increase
citizen participation and interest for traffic-calming projects. Through the redesign
of Haliburton Street and Milton Street in the South End neighbourhood in Nanaimo,
this research hopes to establish quick-build projects as a creative, effective and
low-cost method to quickly address safety issues at the street level where
warranted. Finally, this research will also look at how planners can drive change
in their cities and neighbourhoods using this approach by collaboratively working
with citizens in testing such pilot projects.

5

Figure 2: South End Neighbourhood Plan Area
Source: City of Nanaimo, 2008

6

1.1. Introduction to Nanaimo’s South End Neighbourhood
The South End (SE) neighbourhood is located directly south of Nanaimo’s
downtown core and covers approximately 157 hectares. Downtown Nanaimo
bounds SE on the north, the Assembly Wharf and CP Lands, Snuneymuxw
Reserve #1 and the Nanaimo Harbour on the east, Chase River on the south, and
Harewood Nob Hill on the west (see Figure 2). Based on the 2016 census
population data, the South End neighbourhood’s population is 2,789, which is 3%
of Nanaimo’s entire population and an average household size of 2.2 people
(Statistics Canada, 2016; City of Nanaimo, 2010a).

Figure 3: Aerial perspective (North facing view) of the South End Neighbourhood
Source: Water Canada, 2020

People of a wide range of income groups are housed in this community.
However, many residents fall in the lower-income category as the median

7

household income in the SE neighbourhood is 40% lower than the national median
household income of 70,336$ and 33% lower than Nanaimo’s median household
income of 61,094$ (Statistic Canada, 2016). These percentages are based on the
median household income for the five dissemination areas that form the SE
neighbourhood boundary: 59210416, 59210417, 59210419, 59210420, 59210434
(Statistics Canada, 2016).

Figure 4: Current Walk Score (left) and Bike Score (right) of streets in the SE neighbourhood
Source: Walk Score, n.d. and Google Maps, edited by researcher in ArcGIS

Haliburton Street is a main street in the SE neighbourhood. Walk Score data out
of 100 (Figure 4) show that Haliburton Street has low walk scores (25-49), where
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most errands require a car and neutral bike scores (between 50-58) where there
is some bike infrastructure present (Walk Score, n.d.). The scores indicate that
the road is currently car-dependent and not very pedestrian-friendly. Milton Street
has a relatively higher walk score (45-60) than Haliburton Street and neutral bike
scores (50-55).

The two key streets in the SE neighbourhood that this research focuses on
are: Haliburton Street and Milton Street.

1.1.1. Haliburton Street

Figure 5: Location of Haliburton Street in the South End neighbourhood
Source: Google Earth, edited by the researcher

This street was named after Thomas Chandler Haliburton, a Nova Scotian
who owned shares in the Vancouver coal company (Peterson, 2017). He was
known as Judge Haliburton, the author of “Sam Slick,” and was also chairman of
the Vancouver Coal Mining and Land Company’s first board of directors. Today,
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Haliburton Street is the neighbourhood’s main street, lined with single family
dwellings, small stores, local service centres along with the Day Inn by Wyndham
hotel towards the south of Haliburton Street. The working-class majority lived in
the iconic miner’s cottages in the 1880s, which are still seen scattered throughout
the area, showing pockets of grander housing even back then (City of Nanaimo,
2010a).
Haliburton Street (Figure 5) straddles the neighbourhood’s full length and
has pockets of local commercial nodes and civic uses, including the only formal
park space, Deverill Square park, in the area (City of Nanaimo, 2010a). It begins
from the north at Crace Street and wanders down southeast along with the
Snuneymuxw Reserve #1 and the Coastland Wood Industries Ltd. to Calico Cat
Tea House, where the street takes a sudden turn to the west to connect to the
Trans-Canada Highway #1.The street offers a vital connection to arterial roads
within the neighbourhood in the South End area, especially Snuneymuxw Reserve
#1 and future waterfront developments.

Haliburton Street is primarily a local road that runs through the South End
neighbourhood in Nanaimo, British Columbia and has a 20m right-of-way.
However, the section between Milton Street and Needham Street is presently
classified as a Minor Collector and serves as a “key vehicle collector to and from
the neighbourhood’s core commercial / industrial area” (City of Nanaimo, 2010a, p.
48).
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The selected portion of Haliburton Street within the study area (Figure 6)
starts from the Milton-Haliburton intersection in the north and ends 150 metres
southeast of the Days Inn Hotel on 700 Haliburton Street. This entire section has
only one driving lane in each direction with right-turning lanes to Nicol Street/
Trans-Canada highway at three intersections.

Figure 6: Key Streets in Study Area
Source: Google Earth, edited by the researcher

According to the 2010 neighbourhood plan, Haliburton Street is to be
redeveloped as a “neighbourhood greenway” and is intended to be re-established
as a “pedestrian-oriented street at the heart of the neighbourhood” (City of
Nanaimo, 2010a, p.58), but currently has incomplete sidewalks, a lack of
designated bike lanes and no painted on-street parking lanes. Some blocks do not
have curbs and gutters, and parallel parking occurs on the gravel or grass verge.
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Haliburton Street is designed primarily for vehicles. However, the street is
in high demand for traveling purposes for pedestrians and cyclists. It serves as the
main corridor on the east side of SE for bus route 7, and many children and youth
bike and walk on this street every day to get to and from Bayview Elementary
School. Parents also commonly use this street to take their children to childcare
centres within the neighbourhood. There is also a Yellow Cab depot currently
housed at the Haliburton-Milton Street intersection.

The speed limit on Haliburton Street is 50 km/h, but many drivers exceed
this limit as there are not enough traffic calming facilities on this street to slow
drivers down. Additionally, truck drivers coming from the South of Vancouver
Island enter Nanaimo by taking the southeast entryway to Haliburton Street to
bypass the traffic on Highway 1, leading them into the heart of the neighbourhood,
the Haliburton-Needham intersection, from where they can turn east to access
arterials roads in the SE or turn west to join Nicol Street and some even head north
onto Haliburton Street.

Between 2015 and 2019, ICBC reported a total of 87 crashes on Haliburton
Street (ICBC, 2020a). While the number of crashes on this street is recorded at an
average of 17 per year, it is still higher than the average number of crashes
observed on Victoria Rd, a key street on the west side of Nicol St in the SE
neighbourhood, where the average number of crashes is recorded at 10 crashes
per year (ICBC, 2020b). The lowest number of accidents on Haliburton Street was
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recorded in 2019 with 14 crashes, where 1 crash involved a pedestrian (ICBC,
2020c).

1.1.2. Milton Street
The South End’s industrial heritage is the city’s most significant. At the time
of its closure in 1938, the No. 1 Mine, located at the east end of Milton Street, was
the oldest operating coal mine in British Columbia. During its 55 years of operation,
the mine was the city’s biggest employer (City of Nanaimo, 2010 a). The street was
named after Viscount Milton, a large shareholder in the Vancouver Coal Company.
Finnish settlers were among the first residents on Milton Street, an area that came
to be known as Finn Town. A church they built at the corner of Milton Street and
Victoria Road anchored the small congregation.

Figure 7: Location of study area on Milton Street in Nanaimo’s South End neighbourhood
Source: Google Earth, edited by the researcher
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Milton Street is a local road that runs east-west within the South End
neighbourhood. The Milton Street section that falls in the South End
neighbourhood runs from the Milton-Nicol intersection to the east end of Milton
Street. This section acts as an arterial street acting as a pivotal connector to main
streets within the SE neighbourhood like Nicol St, Haliburton St and Irwin Street.
The various land-uses that border this street section include single-family
dwellings, a park, small businesses, and an industrial core at the east end of the
street. However, the section between Nicol Street and Haliburton Street is
presently classified as a Minor Collector, as it also acts as a leading vehicle
collector “to and from the neighborhood’s core commercial/industrial area” (City of
Nanaimo, 2010 a, p. 48).

The selected portion of Milton Street (Figure 7) within the study area starts
from the Milton-Nicol intersection and ends at the Milton-Irwin Intersection. This
section has one driving lane in each direction and widens at the Milton-Nicol
intersection to merge onto the Nicol Street/ Trans-Canada highway, which has two
through lanes in each direction.

While the speed limit of Milton Street is 50km/hr, the stretch between the
Milton-Haliburton intersection and the Milton-Irwin intersection is classified as a
playground zone because of the Deverill Square park on the southeast of Milton
Street and has a speed limit of 30 km/hr. Additionally, the east end of Milton Street
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houses Van-Kam Freightways Ltd; hence, freight trucks are a common sighting on
this street as it is their only way to access this area from the highway.

ICBC reported 100 crashes between 2015 and 2019 on Milton Street (ICBC,
2020d), of which 63 crashes were on the portion of Milton Street that falls in the SE
neighbourhood (ICBC, 2020e). Similar to Milton Street, Needham Street, another
key east-west orientated street in the SE neighbourhood reported 40 crashes
between 2015-2019 which makes the number of average crashes on Milton Street
higher than Needham Street every year.

There is a continuous stretch of sidewalk currently present on the south side
of Milton street, but the sidewalk terminates after the Milton-Haliburton intersection
on the north side. Being the biggest and only park on the eastern side of the SE
neighbourhood, the Deverill Square park attracts people of all age groups, making
it an area that receives considerable foot traffic.
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1.1.3. Policy Context specific to study area
The South End Neighbourhood Plan (SENP), adopted by the city council in
2010, was published as part of the city's Official Community Plan (OCP),
planNanaimo, and focused on the neighbourhood that covers the study area in this
research. The SENP serves as a means to addressing "specific needs and desires
of the neighbourhood within the context of the OCP" (City of Nanaimo, 2010a, p.3),
striving towards a more sustainable South End neighbourhood. A sustainable
neighbourhood is defined in the SENP as,

"A community that offers safe and convenient opportunities to walk,
cycle or take public transit. This helps to reduce the time and money
spent on driving, reduces greenhouse gas emissions, makes efficient use
of land and services, and improves residents' physical health." (City of
Nanaimo, 2010a, p.14)

The SENP lists ten guiding principles that bridge the broad goals of
Nanaimo’s OCP, planNanaimo, with SENP's policies and actions, where principle
three aims to "build neighbourhood pedestrian interconnectivity by ensuring
availability of well-connected open space" (City of Nanaimo, 2010a, p.19). There
are six neighbourhood plan policies outlined in the document where policy three
explicitly addresses the plans for transportation and infrastructure in the SE.
Specific sections of the policy related to the study area are listed below:

"(3) Haliburton Street will become a pedestrian-friendly greenway, and
the

focus

of

local

retail

and
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community

gathering

in

the

neighbourhood. Street

redevelopment.....will encourage

walking

and

cycling through an improved pedestrian experience and cycle lanes,
reinforcing the street role as a dedicated cycle route under the Official
Community Plan." (City of Nanaimo, 2010a, p. 30)

"(5) South Street, Robins Street, Needham Street and Farquhar
Street will be developed as east-west pedestrian greenways improving the
pedestrian connection between the neighbourhood's western and eastern
areas as bisected by Nicol Street; and encouraging access to the
waterfront." (City of Nanaimo, 2010a, p. 31)

Policy three also prioritizes enhancing traffic and pedestrian safety and states that:
“(9) Pedestrian safety road design techniques will be considered for
Nicol Street, Haliburton Street and Victoria Road to reduce traffic speeds
and increase pedestrian safety and convenience, particularly at key
intersection crosswalk points." (City of Nanaimo, 2010a, p. 31)

The plan goes on to lay out an urban design framework where a key design
strategy listed is "pedestrian connectivity," which visualizes "Haliburton Street to
be developed as a neighbourhood greenway with small-scale neighbourhood
oriented commercial development at street intersections". All intersections
identified as Proposed Improvements, in Figure 8, on the east side of provincial
highway, fall within this research’s study area and these improvements have yet to
be implemented.
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Figure 8: Pedestrian Connectivity and Road Classification
Source: City of Nanaimo, 2010a

SENP also lists generic street design guidelines applicable for streets in the
neighbourhood, along with specific streetscape guidelines for three primary trafficcarrying streets in SE, one of them being Haliburton Street – the main study street
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in this research. The design guidelines outlined for sidewalks, cycle lanes,
pedestrians and public art in the South End neighbourhood are:
“Sidewalks: Ensure continuous sidewalks.”
“Cycle Lanes: (1) Designated cycle lanes ensure safety and allow
for smooth flow of bicycle moving traffic; (2) Clearly define cycle lanes using
painted lines and markings. “
“Pedestrian Crossings: (1) Incorporate white markings, reflective
paint, contrasting paving, lighting and signage to increase pedestrian
visibility during night and day; (2) Introduce curb extensions or curb
bulges to shorten crossing distances on wide streets and to improve
pedestrian visibility; (3) Introduce landscape, and other pedestrian scale
features such as bollard treatments or other decorated edges into curb
bulges to improve the overall appearance of the street and to provide a
buffer between pedestrians and traffic. “
“Public art: (1) Consider neighbourhood art under the Volunteers In
Parks (VIP) program, which can be repeated through the neighbourhood to
provide a sense of place, including street furnishings, banners and
signage, pavement patterns and mosaics, garbage receptacle design,
fountains, rainwater storage devices, manhole covers, street signs,
benches, retaining walls, surface drainage channels, light standards and
bike racks; (2) Large scale Public art projects may be considered in
accordance with the City's Community Plan for Public Art.” (City of
Nanaimo, 2010a)
The implementation of the policies and guidelines mentioned above is
mainly over the short- and long-term. Although sidewalks are present for much of
Haliburton Street and Milton Street, it is incomplete in certain pockets within the
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study area offering fewer choices for people to travel apart from driving. A key longterm implementation action mentioned in the SENP is to “consider sidewalk and
curb upgrades at the locations identified in Map 3: Transportation and
Infrastructure” (City of Nanaimo, 2010a, p.105). Two locations: the stretch between
Robin St and Woodhouse St; and the stretch between Needham St from Haliburton
St to Irwin St, were places identified as proposed improvements for a future
sidewalk connection in the SENP (p.117). In March 2021, the city council approved
funding for implementing sidewalks at these two locations as part of ten pedestrian
infrastructure projects to be completed at various locations all across the city
(Rawsley,2021).

While Haliburton Street is envisioned to have a dedicated bike lane (City of
Nanaimo, 2008; City of Nanaimo, 2010a), as seen in Figure 9, currently the street
functions as a ‘shared street’ with “share the road” signs present at key
intersections on Haliburton Street. There is an overall lack of well-designed bus
stops in the study area. Most of Haliburton Street has landscaping present in the
form of a treed boulevard on either side of the street.
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Figure 9: Future Mobility Plan for Haliburton Street;
Source: City of Nanaimo, 2008. Cropped and legend added by the researcher

Furthermore, as a response to the COVID-19 pandemic, in June 2020, the
Transportation and Mobility department at the City of Nanaimo looked at potential
locations to reallocate street space to encourage physical distancing and promote
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active transportation and placemaking at city council's direction. Haliburton Street
was identified as one of three potential locations in the city that would benefit from
the initiative. The idea for this location was to support "neighbourhood-led/ City
supported tactical urbanism initiatives such as art, signage, road painting, planting
etc." (City of Nanaimo, 2020b, p.3) on streets or lanes near Haliburton Street.

There is no mention of tactical urbanism or quick-build projects in the SENP
document. However, the safe street design principles that guide the tactical
interventions in this research project support SENP's intent to re-establish
Haliburton Street as "a pedestrian-oriented street at the heart of the
neighbourhood" (City of Nanaimo, 2010a, p.58) and the city staffs' proposal for this
street as a potential location for temporary active transportation interventions (City
of Nanaimo, 2020b).
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1.2. Purpose of Thesis
This research’s primary purpose is to assess the effectiveness of tactical
urbanism as a planning tool in the context of Nanaimo and the extent to which local
streets can be quickly repurposed using this approach to prioritize people over
vehicles and promote active transportation projects. This research will seek to
understand the current role planners play concerning TU projects and the
challenges they may encounter in engaging with temporary and tactical projects.
By understanding the potential challenges and opportunities inherent in tactical
urbanism, this research will benefit planners in determining the extent to which
they can take advantage of this process and collaboratively work with citizens in
city-building. This research also intends to evaluate the relationship between shortterm interventions and community planning through literature looking at
participatory planning.

Additionally, using the South End neighbourhood in Nanaimo as a case
study locale, a total of five locations on Haliburton Street and Milton Street will be
examined, and quick-build design interventions will be provided using principles of
safe streets design. These proposed interventions will be the first step towards
bridging the gap between the neighbourhood’s vision for enhancing traffic and
pedestrian safety for residents in the SE and the City’s current traffic calming
framework for residential streets, including the City’s proposed measures for
Haliburton Street. The reason for selecting the SE neighbourhood for this project
is its long-standing history of taking up grassroots initiatives to address
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neighbourhood issues, which the researcher initially learnt about in early 2020.
The community’s interest in testing out low-cost interventions on their streets has
also been recorded through the success of the Terminal-Nicol Reimagine project
and the ‘My Street’ Initiative, which took place in 2015-2016 (City of Nanaimo,
2016). This action research undertaken for this thesis included an online survey,
interviews and traffic and street observational analyses.

1.3. Research Questions
In order to bridge the gap between unsanctioned traffic-calming interventions
and the City’s Quick wins, Quick-build tactical projects offers a collaborative
platform between planners and citizens which forms the basis of my research. This
research will address the following three research questions:
(i) What are the current processes for the implementation of quick-build
projects in Nanaimo?
(ii) What can the City of Nanaimo do to facilitate community groups/
associations taking up and using this form of intervention more?
(iii) How can the City internalize processes that make it easier for planners to
do quick-build projects?
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1.4. Project Goals and Contributions
The overarching goal is to recommend the tactical urbanism methodology
as an engagement tool that the City of Nanaimo could use to collaboratively work
with residents to creatively test out traffic-calming ideas on the ground on
residential streets warranted to be unsafe and in need for infrastructure upgrade.
While the research is mainly aimed at planners and city officials in Nanaimo, the
paper is written to be accessible to other interested stakeholders who commonly
engage in TU and planning processes in smaller urban communities (e.g., citizens,
design advocacy groups, neighbourhood associations).

Secondly, the research will provide an option of repurposing specific
locations on Haliburton Street and Milton Street aimed at every user, especially
pedestrians and cyclists, even drivers, on residential streets, which will benefit the
travelling experience for the residents and visitors in the SE neighbourhood, should
the City of Nanaimo implement these design interventions. It is worth noting that
the City of Nanaimo is not required to take any action as a result of this project; the
results will be shared with the City and, respectfully the researcher would be
delighted to assist the City in the implementation of the recommended actions.

Finally, this research will also provide an innovative example of applying the
TU approach to vulnerable local neighbourhood streets as a traffic-calming
solution and as a measure to strengthen overall neighbourhood livability and
vitality.
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Chapter 2.
Literature Review
For over a decade now, there has been a growing interest in the idea of
small-scale, incremental, “tactical” urban improvements which has escalated
globally. This creative brand of placemaking activity, popularly called ‘Tactical
Urbanism’, is citizen-generated, low budget, often temporary, and has been
described as a process whereby “community activists are taking city planning into
their own hands” (Finn, 2014; Talen, 2015; Lydon, 2015; Silva, 2016) and
redesigning their urban area to be more ‘livable’ (Lydon et al. 2011).

‘DIY

Urbanism,’ ‘Guerilla Urbanism’ (Hou, 2010), ‘Temporary Urbanism,’ ‘Pop-Up
Urbanism’ (Bishop and Williams, 2012), and ‘Insurgent Urbanism’ (Hou, 2010) are
alternative labels for these kinds of temporary solutions.

While Tactical Urbanism is an “umbrella term for many sub-genres of
activity, including hacktivism, guerrilla, DIY, acupuncture, opensource, subversive,
stealth or wiki urbanism” (Courage, 2013), this research will focus specifically on
Mike Lydon’s definition of “Tactical Urbanism” as it encompasses a larger
spectrum of interventions, from informal, illegal interventions to formal programs
and sanctioned processes.

There is a growing body of TU literature that articulates and evaluates the
“increasing

interest

in

small-scale,

unsanctioned,

community-led

urban

interventionist activities” (Edensor et al., 2010; Hou, 2010). The following literature
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review seeks to evaluate studies related to the current arguments surrounding
tactical urbanism, the planner’s role in this process, the participatory planning
aspect of TU projects, and current barriers to implementing this form of project in
the context of Nanaimo.

2.1. Unpacking Tactical Urbanism
2.1.1. What is Tactical Urbanism and what is it not?
The term “tactical urbanism” is attributed to urbanist and planner Mike
Lydon, who leads a well-established firm called The Streets Plan Collaborative
(TSPC), an urban planning, research and consultancy group in New York City. In
2010, a group of new young urbanists, along with Lydon, put together the first
complete handbook titled “Tactical Urbanism: Short term Action for Long term
change, Volume:1,” which featured case studies of temporary public spaces
improvement projects primarily across North America. This compilation, along with
a “growing cohort of devotees, had fueled an interest in small-scale activities
undertaken by local citizens to redesign their urban area” (Mould, 2014, p.529) and
improve local neighbourhoods (Dube, 2009).

Lydon and Garcia’s book Tactical Urbanism: Short term Action for Long
term change, published in 2015, essentially provides background information for
the tactical urbanism movement and outlines an approach to tactical urbanism
projects for citizens, cities and organizations. The following excerpt from their book
defines the term and narrates the spectrum and general ways in which it is used:
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Tactical Urbanism is an approach to neighborhood building and activation
using short-term, low-cost, and scalable interventions and policies. Tactical
Urbanism is used by a range of actors, including governments, business
and non-profits, citizen groups, and individuals. Tactical Urbanism is a
learned response to the slow and siloed conventional city building process.
For

citizens,

it

allows

the

immediate

reclamation,

redesign,

or

reprogramming of public space. For developers or entrepreneurs, it
provides a means of collecting design intelligence from the market they
intend to serve. For advocacy organizations, it is a way to show what is
possible to garner public and political support. And for government, it’s a
way to put best practices into, well practice—and quickly! (Lydon and
Garcia, 2015, p.29)

Silva (2016) asserts that “tactical urbanism is a broad expression that can
be used to describe various interventions within a city such as; to correspond to
different qualities, the creation of temporary use models for the reuse of a city’s
vacant lands, it can act as a lighter way to test solutions that would otherwise be
very costly, or by drawing attention and reclaiming abandoned spaces” (Silva,
2016, p.1044).
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Figure 10: The Tactical Urbanism Spectrum showing a range of projects sorted by
tacticians and the 3 types of tactics
Source: Lydon et al., 2012

Tactical urbanism projects can be placed along a spectrum of unsanctioned
to sanctioned efforts (Figure 10), as highlighted in guides and toolkits released by
TSPC. Many examples explained in Lydon and Garcia’s book on tactical urbanism
began as “small and finite” grassroots interventions that had anti-authoritarian
characteristics but proved so successful that they “blossom(ed) into larger-scale,
ongoing transformations” (SPUR, 2013, p.1) that were supported and made
permanent by municipalities. Berglund (2019) notes that these catalyst projects
are a direct result of “citizen participation in the process of creation and activation
of their space, or the creative efforts of formal entities, including developers, nonprofits, and governments” (p.150). He adds that it is their actions that have led to
the manifestation of innovative initiatives in “the rise of food trucks, pop-up stores,
better block initiatives, chair bombing, parklets, shipping container markets, do-it-
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yourself (DIY) bike lanes, guerilla gardens, and other hallmarks of the Tactical
Urbanism movement” (Berglund, 2019, p.151).

Figure 11: First Park(ing) Experiment in San Francisco by Rebar in 2005
Source: Insurgent Public Space, 2010

According to Mike Lydon, tactical urbanism as a city-building approach has
five characteristics (Lydon et al., 2012, p.1):
1. A deliberate, phased approach to instigating change;
2. An offering of local ideas for local planning challenges;
3. Short-term commitment and realistic expectations;
4. Low-risks, with a possibly high reward;
5. The development of social capital between citizens, and the
building of organizational capacity between public-private
institutions, non-profit/NGOs, and their constituents.
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Urban planners, architects, developers, and public institutions are now
increasingly experimenting with informal urbanism, small-scale improvements and
temporary use, approaches they see as potential ways to stage or try out the
possibilities of longer-term investments notes Mimi Zeiger in her guidebook series
called The Interventionist’s Toolkit (Zeiger, 2011a). The guidebook supports
Lydon’s definition and voices that “the goal is not to simply accomplish an
interesting project that will be cleaned up by the city or thrown away, but to make
something – even something temporary – that will change how a place works and
is perceived.” Moreover, once that change has been made, it is even more
imperative to determine how it can be replicated or made permanent (Zeiger,
2011b; Alisdari, 2014). Mould (2014) notes that “for many local municipalities, the
creative aesthetic of these temporary interventions presents an appealing factor
for incorporation into frameworks of urban redevelopment”, making it “the latest
iteration of ‘cool,’ creative urban policy language”, as cited in Hou (2020, p.118).

Although tactical urbanism is known by many other names, there is a clear
distinction between tactical urbanism and many guerilla movements like Do-ItYourself (DIY) Urbanism – exclusively community-led insurgent interventions. As
noted by Lydon and Garcia (2015), “not all DIY urbanism efforts are tactical, and
not all Tactical Urbanism initiatives are DIY” (Lydon and Garcia, 2015, p.6). In their
eyes, if an intervention is not created with an intention to encourage long-term
change, then it is not tactical. While tactical urbanism covers a vast spectrum of
activities that encourage this long-term change, certain DIY actions in particular
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some variants of graffiti art or rouge public space interventions directed towards
advancing self-interest not considering “the intended physical or functional impact
of the intervention itself and assuming personal motivations that rarely include
wider political, economic, and geographical factors” (Douglas, 2014, p.7). Many
temporary urban hacks that pop-up in public spaces “tend to favour low-risk, lowcost and small-scale interventions, that are least likely to fall apart and create risk
for the community” (Knight, 2020). While the TU spectrum (Figure 10) lists a range
of tactics that different types of tacticians can engage in, the most successful TU
projects are those motivated towards benefitting the community as a whole (Lydon
and Garcia, 2015),

2.1.2. The Rise of Tactical Urbanism
________
“A crisis is a terrible thing to waste.”
_______
- Paul Romer (Lydon and Garcia, 2015, p.9)

Urban planning of the last century has been strongly prescriptive, inflexible
and slow to implement change. With long-term plans drawn up with community
participation, these take years before coming to fruition, if they are approved at all.
In the last 15 - 20 years, the general public has taken matters into their own hands
to solve issues they face in the urban landscape. Spontaneous informal
interventions became a frequent sighting post-recession when cities and
developers had considerably lesser resources, and the ideal long-term,
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transformational plans were becoming insignificant and much more challenging to
implement. Despite the recent surge in temporary TU projects over the last several
years, Lydon notes that “the impulse to create temporary or low-cost responses to
the challenges of urban life is not new” (Lydon and Garcia, 2015, p.84). He explains
that “from provisional Roman military encampments, to les bouquinistes illegally
selling books along the banks of the Seine in sixteenth-century Paris, to the
temporary White City of the Chicago World’s Fair of 1892, the hallmarks of Tactical
Urbanism have been inscribed in city-building patterns throughout history” (Lydon
and Garcia,2015, p.78).

Lydon (Lydon and Garcia, 2015) attributes the tactical urbanism
movement’s growth to the 2008 economic recession, which quickly led to the rapid
rise of the internet, people moving to cities because of greater economic
opportunities, and the growing disconnect between government and citizens
(Figure 12). In the wake of the 2008 great recession, “cities were forced to using
fewer resources as municipal budgets dwindled, but the demand of city services,
resources, infrastructure, transportation have only grown” (Lydon & Garcia, 2015,
p.168, 169). This global economic crisis also left cities with numerous “unfinished
construction sites and broken retail leases” (Driggins and Snowden, 2012, p.2). In
this discouraging time, tactical urbanism offered a more positive stance: a setting
for engaging and vibrant public space innovations. Tactical interventions started
popping up in undervalued or underutilized spaces across cities where residents
started becoming progressively gutsy to build the infrastructure themselves without
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the city government’s support or permission. The low-cost and flexible
characteristics addressed the immediate issues facing communities more
effectively than conventional large capital project investments.

Figure 12: Four converging trends and events that helped increase the use of Tactical
Urbanism interventions
Source: Lydon and Garcia, 2015

With the steady rise of the internet and social media over the past decade,
various bold examples, like citizens building their own cycling paths or turning
parking lots into pop-up parks, has been rapidly shared via Facebook and Twitter,
which quickly led to a chain of similar actions taking place in other communities
(Lydon et al., 2012). Andrés Duany, founder of the Congress for New urbanism,
considers that tactical urbanism stands for a “direct response to pervasive NIMBYs
and intractable bureaucracies”, a situation presenting boundless opportunities for
planning (Lydon and Garcia, 2015, p.8). He views this methodology to be
“decentralized, bottom-up, extraordinarily agile, networked, low-cost, and lowtech” like an “urban planning equivalent of the iPhone replacing the mainframe”
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(quoted in Lydon and Garcia, 2015, p.8). It also easily translates to why the 21st
century Millennial and Gen Z generation finds tactical urbanism extremely
appealing as they are the growing demographic of tech-savvy individuals who
“despair of underfunded and unimaginative city halls” (Blumgart, 2016, p.1).

Martin Zimmerman notes that along with the restlessness with the slow
pace of things for city-living millennials, social media has a huge role to play in the
success of tactical urbanism (Zimmerman, 2015). While this young generation –
born in a more environmentally conscious and socially connected society – slowly
starts moving into government and leadership positions, the tactical mindset can
be embraced on a wider scale (Lydon et al., 2012). The speed at which information
is now shared has increased substantially; hence urban interventions can begin to
capitalize on these new widespread broadcasting methods by implementing,
engaging, and responding quicker than ever before.

2.1.3. Is Tactical Urbanism and DIY Urbanism the same?
In urban place-making, the term DIY urbanism represents the idea of
informal, bottom-up self-reliance based on cultural and social associations such as
informal urbanism (Douglas,2019). Tactical Urbanism is part of the DIY movement,
where many of the impromptu interventions first arose due to citizens beginning to
question their rights and responsibilities linked to public space (Finn, 2014). DIY
(Do-it-Yourself) Urbanism was a form of unscripted guerilla interventions that
initially used art to make social statements in the 1940s. With the dawn of
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neoliberalism in the 1970s and 80s, DIY activities became qualitatively different as
they began to focus more on civic-mindedness, as discussed in Gordon Douglas’s
study on DIY urban interventions. DIY activities were “intended toward the
functional improvement of lived urban spaces through skillful, playful, and localized
actions” (Douglas, 2014, p.6). He also notes that while these actions were
gradually becoming popular, these “unattributed practices complicate common
assumptions and have received little attention from social scientists or urban policy
and planning professionals” (Douglas, 2014; Sawhney, 2015). In more recent
times, many of the unsanctioned DIY actions that Iveson (2013) calls “micro-spatial
urban practices” were “instigated, designed, created, paid for and implemented by
single users or small voluntary groups and not municipalities or corporations”
(Finn, 2014, p.383). City Repair is one such grassroot organisation, that originated
in Downtown Portland, USA, in 1996 that focused on intersection repair projects in
neighbourhoods (Palmer, 2016).

The main difference between TU and DIY urbanism is that TU can be
“carried out by institutional actors, including municipal agencies and non-profit
organizations alike” where “it does not consist solely of unsanctioned activity
carried out under the cloak of night” (Lydon and Garcia, 2015, p.47). On the other
hand, many activities under the banner of DIY urbanism are unsanctioned,
spontaneous activities where planners and policymakers see these activities "as
unorganized, marginal enterprises that should be ignored and at worst as unlawful
activities that should be stopped” (Mukhija and Loukaitou-Sideris 2014, p. 1).
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2.1.4. Participatory planning in TU
Public participation and community engagement in the planning process
have evolved in the last several years. For tactical urbanism specifically, a
community's vested interest and involvement in this approach is paramount for its
success, which illustrates participatory planning being a core ideal for TU, just as
it is for a traditional planning process (Finn, 2014). Lydon notes that a main focus
of TU is to empower average citizens to reclaim the public space around them
(Lydon and Garcia, 2015). While city planners and urban designers have
supported bottom-up processes over the years, the participatory context for such
processes are often regulatory, and according to Paulo Silva, public participation
is seen "more like the inclusion of suggestions filtered by the designer" rather than
"citizens' participation being a key part of the proposal with spatial planners in a
much more discrete place” (Silva,2016, p.1043).

City governments, including the City of Nanaimo, have started incorporating
the International Association for Public Participation’s (IAP2) Spectrum of Public
Participation (Figure 13) framework into their public engagement plans and
strategies. It is a spectrum aimed at helping practitioners clarify participation goals,
choose a level of participation and understand the public’s impact on the final
decision of a plan or project (International Association for Public Participation,
2018). Tactical projects would fall under the collaborate and empower ranges of
the spectrum.
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Figure 13: Spectrum of Public Participation, IAP2 British Columbia Chapter
Source: International Association for Public Participation, 2018

Thus, TU projects cannot be completed exclusively by a municipality;
instead, as Lak and Kheibari (2020) note, there is a need to balance community
and professional/outsider support. Since both local actors and public authorities
are concerned about cities, such projects' success can happen only through
significant interaction that would allow 'co-evolution' (Silva, 2016). Because TU is
focused more on the change and process of bottom-up interventions, rather than
the urban design object itself (i.e. streets, seating or bicycle parking), it is expected
to create long-term physical and policy changes; thus, partnerships within the
neighbourhood and across sectors will be not only be helpful but also necessary
(Finn, 2014).

TU's key target is to physically test out planning concepts instead of asking
citizens to attend meetings to discuss theoretical proposals, which falls under the
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category of inform and consult of the IAP2 spectrum (Figure 13). The goal should
be to acquaint people with real-world opportunities so that more informed decisions
could be made by a more diverse group of people (Lak and Kheibari, 2020). The
Pop-up Town Hall is a good precedent for this goal. The BMW Guggenheim Lab
was a ‘mobile laboratory’ that set up pop-up town halls between 2011 and 2014 in
underutilized city spaces in New York, Berlin and Mumbai to “inspire new ways of
thinking of urban life” (Guggenheim Lab, n.d., p.1). It provided an informal, nongovernment sponsored venue for serious civic discourse and exchanging ideas.
Such 'travelling toolboxes' bring people of many disciplines together to discuss a
city's future (Lydon et al., 2012).

2.1.5. Can Planners be tacticians?
The rise of informal and small-scale interventions has become a widespread
method that anybody can implement to power change within a city or community.
However rampant and unchecked tactical urbanism is by no means a simple fix for
city officials or planners. Finn notes that the perception of tactical urbanism, by its
very nature, “challenges traditional notions of planning and governance” (Finn,
2014, p.391). At first glance, a planner’s role and the unauthorized actions of
tactical interventions seem paradoxical as “informality challenges a planner’s
rational practices and regulatory conventions”, notes Mukhija and LoukaitouSideris (2014, p.295).
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But Lydon and Garcia (2015) argue that cities stand to benefit from “civic
participation and should realize that small legal infractions are wonderful
opportunities to engage in a dialogue with project proponents (and opponents)
about how the city can best address their concerns” (p.264). Contrasting to DIY
urbanism which seldom includes city planners on improvised projects, TU allows
“both bottom-up and top-down initiatives to proliferate” (Lydon et al., 2011, p.2).
This results in a synergic nature of collaboration between governments and
citizens on small-scale initiatives.

What tactical interventionists sometimes fail to understand is that city
planners and officials have other apprehensions about unscripted projects that are
absent or secondary to tactical actors like “ensuring public safety, equitably
distributing resources and dis-amenities, adopting transparent and participatory
processes for change, making fiscally prudent budgetary decisions and balancing
short-term needs and desires with long-term visions,” as described by Finn (2014,
p.390). Successful temporary projects that lead to long-term improvements tend to
encompass built environment professionals and coordinate better with authorities
(Knight, 2020). So, in the end, if any project, especially unsanctioned, were to
materialise into a permanent project “they ironically must return to the bureaucratic
processes” (Lydon and Garcia, 2015, p.266) making Lydon’s tactical urbanism
framework a more formalised democratic process that governments can use
compared to DIY urbanism which still “presents the unsanctioned and unscripted
[actions] as disruptions and challenges to the system” (Hou, 2020, p.124).
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Kinder notes that “since the 2000s, city planners were describing urban
informality and provisional spatial development as a way to stimulate reinvestment
by making neighbourhoods feel trendy, and public spaces feel lively” (Berglund,
2019, p.152). Over time, progressive city planners have begun to find ways to use
tactics while respecting official processes effectively. Planners and policy-makers
have started to recognize that small-scale, short-term policy-making at a local level
by interventions from citizens, municipalities, or private organizations contribute to
TU projects’ success (Lak and Kheibari, 2020).

Thus, the simple answer is yes; planners can be tacticians. While planning
as a profession is political and often systemized, it requires planners to work within
legal guidelines and policy frameworks, hence they are conventionally seen as
those who would oppose tactical projects. However, short-term tactical
approaches can be seen as a tool that can help planners achieve a more
comprehensive strategic goal by implementing temporary projects, enabling
municipalities to reach their broader planned goals. Thus, in the TU process, the
planner’s principal role would be to empower citizens to contribute to the design of
their surroundings and to “harness that enthusiasm and creativity in ways that are
safe, equitable, effective and locally appropriate” (Finn, 2014, p.392).

With

COVID-19, city planners have a unique opportunity to address significant mobility
challenges like walkability issues through an iterative rethinking process that
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tactical urbanism offers by collaborating with local actors to experiment with
temporary solutions.

2.2. Application of TU
2.2.1. The Design Thinking Approach

Figure 14: The Design Thinking Process (The Street Plans Collaborative)
Source: Lydon and Garcia, 2015

Lydon and Garcia (2015) utilize a "Design Thinking Process" (Figure 14) to
describe how tactical projects can manifest effectively in any context. While this
framework has been utilized mostly by start-up tech firms, Lydon and Garcia derive
a five-step process from the literature and demonstrate how TU advocates have
used it effectively. They reason that it is essential that tacticians do not view this
version of the process as a rigid or linear system (Lydon and Garcia, 2015). Steps
of the design thinking process may overlap or happen out of sequence, but both

42

TU and this process recognize that it is an iterative approach "absolute solutions
are rarely if ever achieved" (p.242). These five steps are:

1. Empathize
Designing with empathy and understanding who the end-users of a TU
project is a key element to implementing a temporary project in an area. The
question that city planners and officials, who plan to use this tool, should be
asking is 'who are we designing and planning spaces for?'. Citizens have the
upper hand in knowing the weaknesses in their area because of their
experiential knowledge, which is often what guides them to implement
unsanctioned TU projects. Lydon notes that planners and city officials need to
engage in conversations with stakeholders and gather ideas from others who
do not participate in traditional planning processes (Lydon and Garcia, 2015)
as this informs an equitable engagement process even prior to project planning,
design and implementation.

2. Define
After a potential TU site has been identified, the root cause of the
problems present should be recognized. Lydon and Garcia propose using 'The
Five Whys' technique which involves asking the question Why? five times. By
continuously asking this question, one or more root causes can be identified,
which will push the implementation of the precise intervention for the site to
address these issues. They note that while this technique might not be perfect,
it is effective as "the weaknesses people are so quick to point out in their
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neighbourhoods are typically the physical manifestation of something beyond
the perceived problem…using a physical intervention to highlight these items
can be an easy and cheap way to ensure that the same mistakes are not
repeated long into the future, and, ideally, it can inspire a long-overdue policy
change" (Lydon and Garcia, 2015, p.258).

3. Ideate
At this stage, the brainstorming session happens, but while it may be
easy to jump to a solution quickly, it is valuable to study all possible approaches
before deciding on the final intervention for the site. This can be done by
researching best practices; however, the intention should not be about imitating
those precedent projects as "it is difficult to ascertain the social, economic,
political, and physical context" in which those projects happened (Lydon and
Garcia, 2015, p.260). A conversation about all types of approaches with groups,
big or small, will help determine the appropriate intervention for the site and
prove valuable when it is time to source funding for the project, volunteers,
materials, or marketing assistance.

At this stage, TU proponents can decide whether they want to work with
city officials or continue down an unsanctioned path. Nevertheless, Lydon and
Garcia stress that TU proponents should work with the city through a
sanctioned process as it provides legitimacy and funding from the very
beginning, making such projects turn into long-term solutions quickly.
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4. Prototype
Once the site and root causes have been identified, the ideas developed,
may it be a traffic-calming measure or creating temporary parklets, turns into
action in the form of an intervention or a pilot project. However, even for TU
projects, which happen quickly, some planning needs to occur before building
the intervention, notes Lydon and Garcia. Locating project partners, preparing
a project schedule, identifying project funding, apply for permitting and finding
the right materials for the interventions are steps that take place at this stage
for both a sanctioned and unsanctioned initiative. However, the bigger the scale
of intervention, the more complicated this stage will be. The authors prompt
that what makes a "project tactical is the intent; the short-term intervention
should be placed within a framework for delivering long-term change" (Lydon
and Garcia, 2015, p.269). Hence, building smaller scale short-term projects,
which take a lesser time to implement than long-term plans, helps continuously
gather feedback from the community about the changing priorities and
conditions to implement a definite permanent solution.

5. Test
Once steps 1 to 4 are completed, this last stage of the design thinking
process is when the project gets tested. The testing phase takes on a threestage process called the "Build-Measure-Learn" method coined by Eric Ries in
his book The Lean Startup. Figure 15 below is the illustration created by Lydon
and Garcia to explain TU through this process. The method implies the
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necessity to "build the project prototype, measure its impact (over days, weeks,
months, even years), and learn from the results" (Lydon and Garcia, 2015,
p.284). This process can be repeated as many times as needed until TU
advocates taking on sanctioned or unsanctioned initiatives feel they can
advance to a long-term solution. This process seems similar to the design
charrette process, which now takes place as part of the conventional planning
process.

Figure 15: The Build-Measure-Learn Process
Source: Lydon and Garcia, 2015

The TU process's success cannot be determined just after the initial
implementation, i.e., the build stage. As seen in the illustration above, a
project's success is through testing, altering and more testing. Measuring and
learning are essential points during the testing phase.

An excellent example of this step is explained by Lydon and Garcia using
the example of the "Pop-up Rockwell Project" where students from Kent State's
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Urban Design Collaborative designed, developed and implemented a pilot
project over a week as a temporary measure "between the city's adoption of a
new Complete and Green Streets Ordinance and permanent implementation"
(Lydon and Garcia, 2015, p.312). This project's success was aided by the steps
taken by students to measure the initiative's effectiveness during the week; they
used tools like time-lapse and photography for data collection, which resulted
in them learning that certain TU suggestions needed to be altered. While one
week was a short time to get conclusive results, Lydon and Garcia note that
this Build-Measure-Learn method followed for this project “provided a smarter,
nimbler, and more effective way to deliver on the promises of the city's recent
planning initiatives so that money is not wasted with otherwise uninformed
processes" (Lydon and Garcia, 2015, p.290).

Although an iterative testing process is recommended for long-term
implementation, this step might not be applicable for all types of project
proponents. Municipalities have the resources to take on this step; however,
many neighbourhood associations and community groups may not have
adequate resources to carry forward this process, thus requiring them to finish
right after one round of the Build-Measure-Learn method. Nonetheless,
collecting this data is an indispensable step in the TU process as it helps
proponents forge a path forward towards permanent resolutions.
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2.2.2. The Project Delivery Process

Figure 16: The Iterative Project Delivery Chart
Source: Lydon et al., 2016

The process flowchart below (Figure 16), illustrated in the TSPC guidebook titled
Tactical urbanist’s guide to materials and design, was adapted from the first
timeframe designed by PeopleForBikes’s in their guidebook Quick-Builds for Better
Streets, where the focus on the pilot and interim phase of the project delivery
period (Lydon et al., 2016).
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TSPC’s table explains the iterative testing phases that a TU project
undergoes before successful implementation. As explained in the previous section,
the ’Phase 0' stage, i.e., demonstration phase, starts as either sanctioned and
unsanctioned initiatives, which sometimes cannot progress beyond the pilot project
phase due to a shortage in funding, especially for many informal initiatives. Thus,
this table applies to local actors who intend to work with municipalities after initial
demonstration to test their intervention further. The demonstration stage’s key
advantage is that if a project does not take off as expected, municipal budgets
won’t be significantly exhausted and future proposals for the site can be modified
from the lessons learnt. The pilot and interim stage’s success is the iterative
segment of such projects, where it is the “measure-learn” step of the testing phase.

The spot interventions recommended in this research, explained in Chapter
5, are designed keeping with TU's project delivery timeframe (Figure 16), as many
successful examples explained below (section 2.4) turned into permanence by
adopting the same timescale. The recommended interventions (Chapter 5) are
intended as a ‘Phase 0’ initiative where the community takes the lead in the
intervention with the City of Nanaimo’s Transportation department, Engineering
and Public Works department and community planners during the delivery
process. The project's success or failure can determine how it can be taken
forward or if more testing and modifications are needed to accommodate all SE
residents’ evolving street safety needs.
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2.3. Tactical Urbanism Interventions for Safe Streets
Tactical urbanism projects, both sanctioned and unsanctioned, are
designed to respond to various urban realm issues. This section of the paper
focuses on studying successful examples of tactical urbanism interventions that
act as traffic-calming measures that result in safe streets. While placemaking
projects are central to the TU movement, the interventions listed below are specific
to strategies done using the TU approach to address street-level safety concerns.

2.3.1. The Woonerf

Figure 17: Woonerf in John Hirsch Place, Winnipeg
Source: WSP Global, 2020

Woonerf is the oldest and most popular intervention that evolved out of
growing frustration of Dutch residents about the issues in their neighbourhood
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around safety, congestion and pollution. Since municipalities were slow to address
these urban problems, the grassroots initiative ‘woonerf’ was devised. Woonerf,
Dutch for ‘living street,’ is a residential street where “people who are not in cars
are given priority over people who are” (Lydon and Garcia, 2015, p.65). In short,
there is an equal priority for all modes of transportation. This intervention's design
involves the strategic placement of bollards, trees, and bike racks on the street,
which results in drivers being forced to slow down to a walking speed leading to
fewer road accidents. (Lydon and Garcia, 2015). Cities in the US and Canada have
increasingly started to adopt this concept. While the concept is typically tested out
in many phases, Winnipeg’s John Hirsch Place (Figure 17) is an example of a
successful woonerf as it got implemented as a permanent solution (WSP Global,
2020).
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2.3.2. Build a Better Block
Having similar living street principles as Woonerf, this is a demonstration
project that arose out of bike advocate Jason Roberts’ need to revitalize his
neighbourhood and make it adaptable for active transportation users in Oak Cliff
Dallas, US (Lydon et al., 2012). It was a 24-hour 'living charette' installation of
temporary bike lanes, planters as medians, seating, and more interactive spaces
(International Making Cities Livable, n.d.). It was a highly successful unsanctioned,
one-day event that changed citizen perceptions of how the four-block centre in
downtown Dallas could be more vibrant with simple design modifications, which
were low-cost. Robert started a non-profit advocacy group with a few fellow TU
advocates called Go Oak Cliff and, in 2010, the renowned ‘Better Blocks’ team was
established. This signature project concept has widely been implemented in cities
across the US by this group, and their first project in Canada was the “Toronto:
Vision Zero Pop-Up” (Figure 18). In partnership with the 8 80 Cities, a non-profit
organization in Toronto, a temporary bike lane and an extension to the existing
pedestrian space were the project's essence (Better Block, n.d.). Many of their
successful interventions have turned into Vision-Zero Complete Street permanent
projects as well.
.

Figure 18: Toronto Vision Zero Pop-Up on Danforth Avenue; Source: Better Block, n.d.
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2.3.3. Intersection Repair
The Intersection repair’s primary intention is modifying conventional
intersections into vibrant gathering places (Figure 19,20,21). However, the main
underlying benefits are enhancing street safety by acting as a traffic-calming
measure to slow down traffic in neighbourhoods by alerting drivers that residents
take pride in their neighbourhood, encouraging them to be cautious and respectful
while crossing or driving down the street (SDOT, n.d.).
This type of spot improvement
was

started

by

an

organization

called City Repair in Portland, Oregon,
in the US in 2000, which led to
community-initiated projects designed,
Figure 19: Intersection Repair in Kitchener, ON
Source: Metcalfe, 2015

built

and

maintained

by

the

local

community (Figure 20). This is typically done using asphalt or spray paint using
bright colours and is installed as a ‘Phase 0’ demonstration project within the TU
process. While this first began in Portland, communities worldwide have adopted
this type of TU intervention as a sanctioned or unsanctioned initiative to address
street safety. The Vancouver-based non-profit based organization, Slow Streets,
is a huge advocate for intersection repairs in Canada.

Figure 21: Intersection Repair in Portland, USA 53
Source: Cyclotram, 2014

Figure 20: Montclair Community Street
Quilt, New Jersey, USA
Source: Project for Public Space, 2015

2.3.4. Temporary Curb Extensions
Temporary Curb Extension is a traffic-calming measure, also known as
‘bulb-outs’, designed to decrease the overall width of a road by extending the
sidewalk at the corner or mid-section, visually indicating drivers that they are
driving or entering into a neighbourhood street (NATCO, n.d.), and helps mobilitychallenged individuals to get across the street with quick-changing lights or
impatient drivers. Additionally, it also acts as an extra pedestrian waiting space,
reduces illegal parking at the corner of sidewalks and enhances overall pedestrian
visibility through better sightlines (SF Better Streets, 2019). These are initially
installed using low-cost materials using temporary bollards or planters and urban
colour paints, expanding off the existing sidewalk, as a ‘Phase 0’ demonstration
project that can become a permanent installment by using more permanent
materials. The City of Nanaimo has also acknowledged this as a successful trafficcalming measure in its guidelines (City of Nanaimo,2005; NTMP, 2014) and is
being adopted as part of its various pedestrian infrastructure upgrades across the
city (Nanaimo News, 2021).

Figure 23: Curb Extensions in City of New
Haven, USA
Source: Street Plans, n.d.
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Figure 22:Pilot project involving curb
extensions in Hamilton Ontario
Source: Street Plans, 2013

2.3.5. Temporary Crosswalks
This traffic-calming intervention was introduced to implement colourful
crosswalks on the street with a pre-existing crosswalk but one which is deemed
unsafe because of low maintenance, or the street is altogether missing a crosswalk
at a critical location that gathers significant foot traffic. Colourful marked 2D or 3D
(Figure 24 and 25) crosswalks alert drivers to be cautious and stop for crossing
pedestrians. Temporary crosswalks can be installed after identifying dangerous
locations by using street art as a design treatment to enhance the crosswalk's
visibility. This has additionally been identified as a measure by many municipalities
to test a crosswalk's effectiveness in risky areas within a community. Such projects
move on to get incorporated as part of Complete Street projects. While residents
have installed many unsanctioned temporary crosswalks, there can be risks
involved if the crosswalk at that location is found to be not necessary. Local actors
working with transportation engineers and the city on ‘Phase 0’ implementation of
spot crosswalks helps in safer testing of the intervention.

Figure 25: Temporary Crosswalks in the
Town of Chapel Hill, North Carolina, USA
Source: Go Chapel Hill, 2020

Figure 24: 3D Temporary Crosswalks in
Montreal, Canada
Source: CTV News, 2018
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2.3.6. Mini - Roundabouts
Known commonly as ‘traffic-calming circles,’ these mini-roundabouts
(Figure 26, 27 and 28) can be tested as a temporary traffic-calming solution at
uncontrolled and unsafe street intersections. This type of intersection circulates
traffic in a circular motion at a slow speed without halting traffic (Lydon et al., 2016).
While this intervention is community-initiated, it would be a city-designed
intervention as it primarily requires lowering speed limits to be successful. The size
of the roundabout and materials needed to create the intervention would need to
be framed by the Engineering and Public Works department, but the
implementation will be citizen-led in collaboration with the city. The City of Nanaimo
also makes use of this temporary intervention as a traffic-calming measure during
the testing phase for active transportation projects like The Georgia Greenway
(City of Nanaimo, n.d.2)

Figure 26: Mini-Roundabout in Palo Alto, California, USA; Source: Lydon et al., 2016

\
Figure 27: Temporary Roundabout in
Provo, Utah, USA; Source: Taylor, 2019
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Figure 28: Roundabout and other spot
improvements in Snellville, Georgia, USA
Source: City of Snellville, n.d.

2.4. Existing Policies in Nanaimo that support safe streets
design principles and TU
Many of the existing goals and policies outlined in the South End
Neighbourhood Plan, noted in Chapter 1.1.3., supports planNanaimo's, the City's
Official Community Plan (OCP), vision for active transportation and safe streets in
Nanaimo. The OCP lists seven key goals: goal six is to "improve mobility and
servicing efficiency" (p.99). The OCP further defines "improve mobility" to mean:

“‘creating greater accessibility and more opportunity for safe and convenient
movement around the city by transit, cycle and on foot. “Improve mobility”
also means maintaining an effective road network for moving goods and
people by vehicle, and providing for transit and emergency services, while
working to reduce our reliance on the automobile over time.”

The City of Nanaimo published the Community Sustainability Action Plan
(CSAP) in 2012 in response to climate change and detailed out specific actions
that tie back to the goals identified in the OCP. In the CSAP, the City of Nanaimo
committed to the provincial government's targets to pursuing "province-wide GHG
reduction targets of 33% below 2007 levels by 2020, and 80% by 2050" (City of
Nanaimo, 2012, p.3). The achieve these targets, the CSAP lists the following
actions for Alternate and Active Transportation Strategy:

“(1) Work with community groups and students to develop bike clubs and
other student-led programs that promote walking and cycling; (2) Improve
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Transit Service Amenities; (3) Enhance the Pedestrian and Cycling
Environment...[where] efforts could be focussed on major streets and at
intersections along corridors, in urban nodes and commercial centres.
Actions might include wider sidewalks with improved lighting, benches,
etc.; traffic calming measures, cycle lanes and paths; bicycle racks and
secure lock-up facilities; and end of trip facilities at all civic buildings. It could
also be focused on improving street connectivity in the outer
neighbourhoods, where streets often end at cul-de-sacs, which increases
walking and cycling distances.” (City of Nanaimo, 2012, p.26-27)

To accomplish the CSAP targets and the objectives and policies set out in
the OCP, the City of Nanaimo developed the Nanaimo Transportation Master
Plan (NTMP) in 2014. The City's transportation vision is to "double…sustainable
travel mode share for trips made by walking, cycling and transit from 12 to 24%"
(p.16). Specifically, the NTMP sets the goal of increasing walking by 200%, cycling
by 500% and transit by 500% against the existing conditions, where walking is at
8.5%, cycling at 1.0% and transit at 2.5%, by 2041 (City of Nanaimo, 2012). To
achieve these goals, the NTMP works out a detailed strategic direction, goal and
policy framework for transportation in Nanaimo. The plan outlines long-term
directions that will guide transportation policies which includes:

“(1) Making walking and cycling a more comfortable way to move
throughout more parts of the City for people of all ages and abilities.
(2) Major road improvements that create streets that are comfortable for
all road users, make best use of the existing infrastructure and plan for an
effective future road network, while seeking to reduce our use of cars.
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(3) A refreshed approach toward neighbourhood transportation to reduce
the negative impacts of vehicle traffic while encouraging walking and
cycling; enhancing their livability and sustainability.” (City of Nanaimo,
2012, p.3)

A significant policy section in the NTMP, relevant to this research, is
Neighbourhood Transportation where the goal is to "(1) Improve neighbourhood
livability and quality of life; and (2) Manage the traffic impacts on neighbourhood
streets" (City of Nanaimo, 2012, p.110). An emphasis is also made on updating
the City's current Neighbourhood Traffic Calming Guidelines, created in 2005, and
says:
“Though the City has traffic calming guidelines in place, a more flexible
tool is required for the City to work together with residents to develop traffic
calming improvements where warranted. The City should develop updated
neighbourhood traffic calming guidelines and a defined process for
developing neighbourhood traffic calming.” (City of Nanaimo, 2012, p.110)

Specific policies and actions that support the Neighbourhood Transportation
goals and that support this research includes:

“(1) Incorporate a proactive approach to identify traffic calming
considerations. Neighbourhood traffic calming may either be initiated by
residents, businesses or staff through the identification of issues. The
process should include mechanisms for targeted and area-wide traffic
calming plans (i.e. with multiple streets or a whole neighbourhood);
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(2) Include traffic calming in new neighbourhood designs. The inclusion
of traffic calming elements….and the development of street networks that
support efficient movement of vehicles, pedestrians, and cyclists can be a
cost-effective way to prevent future traffic-related issues before they
develop.
(3) Provide improved standards for the design of safe, multi-modal
neighbourhood streets. The City should amend its street standards for
local and neighbourhood streets to provide enhanced streetscapes in road
cross-sections, including features such as boulevards between the sidewalk
and curb, narrowing streets at crossings and intersections…These features,
while not explicitly traffic calming treatments, can have a calming impact by
cueing drivers to slow down and by making pedestrians and cyclists more
visible.” (City of Nanaimo, 2012, p.110,111,117)
Many traffic calming measures demonstrated using TU interventions, seen in
examples in Chapter 2.4., utilizes public art and murals on the street as part of the
demonstration project. The City of Nanaimo adopted The Community Plan for
Public Act in 2010, which "identifies the benefits of public art in the urban fabric"
(City of Nanaimo, 2010b). It details out in section 3.7. of the Neighbourhood Public
Art Program, that, "Neighbourhood public art applies to artwork created through
the engagement of the people in the community (temporary or permanent works)
through the existing Volunteers in Parks Program" where the program goals are
to:
•

“Support residents taking leadership in local art projects while
respecting the creative role of artists or other design professionals, and
including the diversity of cultures and interests of neighbourhood residents.
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•

Community artworks can be quite small and can make a neighbourhood
park or street more interesting.” (City of Nanaimo, 2010b, p.13)

Both the NTMP and OCP envision safe streets for all age users in Nanaimo. The
OCP accounts for broader objectives and policies for walking, cycling, transit,
vehicle and road infrastructure, and the NTMP supports the OCP and CSAP by
providing detailed strategic directions and goals for the same. Table 1, shown
below, is a comprehensive list of strategic directions, goals, objectives and policies
from the OCP and NTMP that support safe street design principles and this
research.
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TABLE 1: COMPREHENSIVE POLICY CONTEXT SUPPORTING THIS RESEARCH
Planning Document

planNanaimo, OCP
(Goal 6.2.)

Objectives, Strategic Directions &
Goals

Policy Context

Objectives:
- To identify pedestrian routes;
- To promote pedestrian travel and a
safe walking environment.
Incorporate safe pedestrian travel
as an integral part of the
transportation, street and trail
systems, and in urban design and
development.

(2) Attention will be given to:
- provision of sidewalks and trails;
- recognition of frequently used connections
and informal pedestrian routes cul-de-sacs and
neighbourhoods;
- separation of pedestrian and vehicular traffic;
- crosswalks and street crossings;

Strategic Direction:
Make walking a safe, comfortable,
convenient, accessible, and enjoyable
experience for residents of all ages and
abilities.

W1: Focus sidewalk improvements in areas
with high pedestrian demand and potential.
W1A: The construction of new sidewalks on
existing streets should be prioritized considering
the number of pedestrians, the safety of existing
facilities, and the attractiveness of the existing
network.

(3) A reasonable walking distance to transit stops
using sidewalks, lanes, trails and open space
pathways will be established in transit planning.

Walking
Nanaimo
Transportation Master
Plan (NTMP)

Goals:
(1) Make walking safer, more
comfortable, and more accessible
(2) More and better places to walk
(3) More people walking more often
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W2: Develop quality, accessible crossings
W2A: Basic improvements such as curb let-downs
with tactile guidance, marked crosswalks, and
signage are effective strategies and should be
generally used at all crossings. For more

challenging crossings other improvements should
be considered, including; narrowing crossings/curb
extensions, raised crosswalks, flashing warning
beacons, twos stage crosswalks/median islands,
overhead signage and lighting, pedestrian activated
signals, reduced curb return radii, accessible
pedestrian pushbuttons and pedestrian countdown
timers. The City should use these crossing
enhancements where pedestrian demand is the
greatest or where safety performance is poor.
planNanaimo, OCP
(Goal 6.3.)

Cycling
Nanaimo
Transportation Master
Plan (NTMP)

Objectives:
- To create a safe cycle-friendly
environment. Make cycle routes
attractive by providing additional
lane width or other cycling-oriented
improvements, and maintaining
road edges for cyclists.

(1) Cycle routes will be designed and managed to
optimize safe bicycle travel and minimize conflict
with motorized traffic.

Strategic Direction:
Make cycling a safe, comfortable,
enjoyable, and normal transportation
choice for residents of all ages and
abilities.

C1: Develop and Expand the Bicycle Network
C1C: Consider cycling improvements as part of all
street capital projects, installing and upgrading
cycling routes through road construction and
rehabilitation.

Goals:
(1) Make cycling safer and more
comfortable
(2) Get more people cycling more often

C4: Support Cycling Education & Awareness
C4C: Develop and implement consistent, legible
wayfinding system on all bicycle routes.
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planNanaimo, OCP
(Goal 6.4)

Objectives:
- To accommodate the mobility
requirements of users with special
needs or physical disabilities.

(4) Safe and convenient pedestrian connections
from transit stop to site destinations will be located
in all commercial and multi-family residential areas
on bus routes.

Nanaimo
Transportation Master
Plan (NTMP)

Strategic Direction:
Make transit a more economical,
convenient, reliable, accessible, and
practical way to move within and
beyond the City by enhancing transit
services and facilities and the overall
customer experience.

T2: Improve and expand transit facilities
T2D: Explore strategies to replace existing transit
shelters as part of a comprehensive street furniture
program.

Transit

Goals:
(1) Develop a transit-supportive public
realm
(2) Enhance the transit customer
experience

Vehicle

Major Roads

T2E: Create a universally accessible transit
system, through the provision of accessible waiting
and boarding areas at all transit stops and sidewalk
connections to stops.

planNanaimo, OCP
(Goal 6.5.)

Objectives:
(1) The City will give high priority to expanding
transit, cycle and pedestrian infrastructure.
- To reduce per capita vehicle trips.
- To encourage use of alternate travel
modes.

Nanaimo
Transportation Master
Plan (NTMP)

Strategic Direction:
Make the street network safer and more
comfortable for all users

64

R1: Undertake spot improvements to improve
intersection safety and operations
R1B: Implement spot improvements to address
localized safety and mobility issues
within City of Nanaimo intersections.

planNanaimo, OCP
(Goal 6.7.)

Road
Infrastructure

Goals:
Make the street network safer and more
comfortable for all users

R2: Develop streets for everyone

1) To develop an integrated road,
transit and trail network. Ensure
city road, sidewalk engineering and
network designs meet the mobility
needs of the community for all
forms of transportation, including
auto, truck, bus transit, rail, ferry,
air, cycle and pedestrian travel.

Road construction
13) Road standards for such things as setbacks,
width, turning angles, sidewalks and boulevards for
construction in neighbourhood will be reviewed in
light of changing priorities regarding: (a) pedestrian
and cycle use; (b) traffic calming; (c) environmental
protection; (d) aesthetic and “people friendly”
qualities.

2) To improve the appearance,
friendliness and safety of our
streets. Encourage urban structure
and development designs that make
city streets attractive people places;
encourage development along
Major Roads that contributes to
their visual appearance and
pedestrian friendliness.

Traffic calming
19) The City will consider and use, where
appropriate, traffic calming measures to achieve a
safe and quiet atmosphere in neighbourhoods and
reduce traffic short cutting and speeding, following
the guidelines outlined by the Transportation
Association of Canada. Traffic calming measures
are preferred over road closure, and may include:
- changes to width and speed design geometry
for future roads;
- incorporation of speed control structures such
as speed tables or roundabouts in existing
neighbourhoods

3) To minimize vehicle traffic impact
on neighbourhoods. Employ a
strong major road network as well
as traffic calming measures to
maintain local traffic use of
neighbourhood street
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2.5. Criticisms and Challenges of TU
While tactical urbanism has been recognized for pushing the envelope of
traditional planning processes and empowering local actors, it does not come
without its criticisms. The principal issue, noted by authors extensively across TU
literature, is tactical urbanism's "lack of acknowledgement of historical trends in
urban inequality and encouraging gentrification" (Mould, 2014, p.532; Mukhija and
Loukaitou-Sideris 2014; Spataro, 2016, p.187). Many individual, unsanctioned
types of TU interventions don’t always represent the community as a whole, and
can be equated to how many official or government programs are run. TU is now
progressing to “being used more as a political tool to engender neoliberal urban
development than empowering the socially, politically and economically excluded"
notes Mould (2014, p.537).

There have similarly been criticisms of the case studies covered as
examples listed in TU publications, like the TSPC's guidebooks. Spataro (2016)
sheds light on the 'guerilla gardening' movement as one example in the TSPC
guidebooks that fails to address the history of the various social structures and the
interaction among different groups of society that led to the origin of several urban
tactics. Lydon makes a note in the TSPC's guide that guerilla gardening is "a
movement that involves gardening on public or private land without permission"
(Lydon et al. 2012, p.16). However, Spataro criticizes Lydon's definition as it depoliticizes the movement's history and projects only the "whitewashed version of
the story" (Spataro, 2016, p.187). Mould also adds that the "TU promotional
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material aligns with, and therefore fuels the valorization of, characteristics of the
gentrification process" (Mould, 2014, p.532) as it promotes “tactical urbanism as a
cheap means of placemaking” for established organisations and companies “to
further their economic interests” but criminalizes similar interventions “when taken
on by marginalized residents” (Berglund, 2019, p.174).

The second main criticism of TU has been its shift from a more grassroots
community-led approach to taking on a more political narrative by allowing
municipalities to standardize bottom-up planning. Mould (2014) voices that "TU is
being divorced from its citizenry and activist ethos and fast becoming the latest
iteration of 'cool,' creative urban policy language" (p.530). With tactical urbanism
interventions being popularized as a 'movement' by TU advocates, it has "created
a policy mobility that has been branded, marketed and promoted as being an
alternative to the mainstream urban development paradigm but at the same time
containing the creativity ideology that is still so critical to urban governance
structures that have employed the Creative City mantra… They are eradicating the
tactical, in favour of the urbanism” (Mould, 2014, p.537). New paradigm scholars
like Jamie Peck believe that "TU is in danger of suffering a similar fate as the
creative city paradigm; it is becoming the 'quick fix' that contemporary urban policy
so craves" (as cited in Mould, 2014). But it is also critical to note here that the term
tactical urbanism was never intended to apply solely to grassroots initiatives. Roles
for governments and various kinds of organizations are clearly carved out as is
seen from Mike Lydon’s TU framework, although this has generated criticisms from
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urban theorists like Oli Mould (2014) over the potential for government and
organizational appropriation of citizen empowerment.

Another criticism of this movement has been on how TU is utilized as an
umbrella term to classify different grassroots practices like "guerrilla urbanism,"
"pop-up urbanism," "DIY urbanism," or "city repair." Oli Mould argues that Lydon's
definition has collectivized these different practices into one, which has resulted in
overlooking "the nuanced specificities of the lexicon" (Mould, 2014, p.531; Iveson,
2013; Douglas, 2014). He also adds that "a plethora of other phrases that have
been used to denote similar kinds of ideals," instead of the contemporary usage of
the catchall phrase 'Tactical Urbanism’ (p.531).

Lastly, while tactical urbanism has been critiqued for favouring municipal
authorities, having moved from a spontaneous response to urban issues to a more
goal-oriented hierarchical activity, it is still a positive tool to test planning ideas in
a city or neighbourhood to show citizens and organizations the alternate potential
of spaces. Many public space TU interventions have become successful, but it
does not always materialize into a permanent change. Silva (2016) notes that while
planning ideas can be demonstrated via tactical urbanism, it does wait for the
urban object to be built or alter the policy structure to avoid malfunctions.
Consequently, while many successful pilot projects might get communities buzzing
about their city and neighbourhood spaces' future potential, it does not always lead
to the permanent implementation by city officials.
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Chapter 3.
Methodology
The following chapter will describe the research design, the process by
which the data has been collected and the sampling method used. The South End
neighbourhood in Nanaimo, BC, was selected as the target community for this
research project.

3.1. Research Design
This research was conducted with a mixed-methods approach, including
quantitative and qualitative data analyses. Data were primarily collected from an
online survey, which was distributed to residents of the South End neighbourhood,
with the assistance from an executive member of the South End Neighbourhood’s
Community Association, SECA. Traffic and street observations of Haliburton Street
and Milton Street were analyzed primarily from a quantitative perspective. To
further support the quantitative data collected, data was also collected from three
interviews with planners and an SE resident who have been involved in, supported
or were aware of tactical urbanism projects. The interviews were intended to
acquire qualitative information and were beneficial due to the researcher's lack of
complete information regarding the difficulties and progress made on tactical
urbanism projects in the SE community.

69

3.1.1 Online Survey
The first step after identifying the target community and study area was
engaging with the community to understand better the challenges it currently faces
within the target area and to assess their interest in using tactical urbanism
interventions to implement safe street principles and test out pilot designs to make
Haliburton street more inclusive for all street users. Therefore, an online survey
was conducted with residents from the SE neighbourhood. The survey’s purpose
was to gauge participants’ attitudes towards TU projects, get feedback on issues
they face regarding safety within the project area, and gather their views on current
traffic-calming measures in the area and preferred quick-build solutions.
The survey consisted of 22 questions and took approximately 12 minutes to
complete (see Appendix A.1. for the list of survey questions). A consent statement
preceded the main survey. Data collected from the participant pertained to the
following three perspectives:
1. Their current level of satisfaction with the street quality and safety on
Haliburton Street and Milton Street;
2. Their views and comments on the future of Haliburton Street and Milton
Street, traffic calming measures and the street facilities they would like to
see improved, and
3. Their preferred short-term quick-build solutions to address safety concerns
on Haliburton Street and Milton Street.
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Questions 1 to 3 were designed as demographic questions for sorting out
participants’ responses based on their age and their role in the South End
neighbourhood. Questions 4 through 7 asked participants how and why they travel
on Haliburton Street and Milton Street. The questions that followed depended on
the participants’ answer on their mode of travel, i.e., by bike or scooter, walking,
driving, or transit. Questions 4 through 20 used a quantitative data analysis
framework where participants were asked to answer questions that took on both a
multiple-choice format and a rating scale format. Likert Scale, Frequency Scale
and Paired Comparison Scale were the rating scales used to gather the survey
responses. Questions 12 & 14 were additional comments to close-ended
questions, while Questions 20 & 21 were open-ended comments at the end of the
survey. A thematic analysis was conducted for these questions. The survey
received a total of 20 responses.

3.1.2. Street and Intersection Observations
The researcher conducted thirty traffic observations within the study area at
both the street and intersection level. The observations were primarily conducted
on Haliburton street, focusing on three specific intersections: Haliburton Street and
Needham Street; Haliburton Street and Robins Street and 700 Haliburton Street.
Two key intersections on Milton Street that fall within the SE neighbourhood were
also observed – Milton Street and Irwin Street; and Milton and Nicol Street. The
observations lasted half an hour, spread over six days and covered different times
on different days of the week. More specifically, the observations done during a
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weekday covered the morning rush hour (between 7:30-9:30 a.m.), noon and the
evening rush hour (3:00-5:30 p.m.) for each location. Observations were
conducted over a weekend as well. The researcher recorded the number of
pedestrians, cyclists, private vehicles (like cars and trucks), buses and street users
using other modes of transportation on each of the 5 locations on Haliburton and
Milton Street at the given time in each observation (see Appendix E). The numbers
collected from these observations were used to roughly estimate how busy these
streets are and if the current infrastructure was sufficient to support the safe use
of these streets.

3.1.3. Semi- Structured Interviews
The interviews were chosen as a qualitative tool to understand the extent of
formal and informal tactical projects done in Nanaimo and the role planners played
in implementing short-term interventions to enhance street safety in the city.
Ensuring a diverse representation of actors for this project was vital as it would
give a wide range of perspectives. Recruitment of interviewees was done via email
through personal and professional leads and publicly available email addresses of
planners and SECA executives.

Interview participants were asked to participate in an interview which would
last up to 1 hour, with 30 minutes for questions and 15 minutes for follow-up, either
by phone or Zoom. The interviews were conducted in a semi-structured format in
which the interviewer prepared an interview guide with a set of questions but with
space to deviate from the script to probe responses by the participant to get further
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clarifications. Bruce Berg and Howard Lune highlight the advantage of this
interview technique stating, “the flexibility of the semi-structured interview allow[s]
the interviewers both to ask a series of regularly structured questions, permitting
comparisons across interviews, and to pursue areas spontaneously initiated by the
interviewee” (Berg and Lune, 2012, p.114)

The interview guide included a total of 10 questions with a set of general
questions for all participants to answer (e.g., describe a project in which you were
involved and your role in this project) and questions specific to different types of
actors. Key topics covered in the interview included:
1. The role of different types of actors in a particular project
2. Existing municipal policies or permit requirements that enabled or would
hinder tactical projects
3. Measures to ensure low-risk and safe outcomes for temporary interventions
4. The potential role of planners concerning tactical projects

While the interview guide was used to structure the interviews, the precise
wording of questions and the order in which they were asked varied depending on
the topics on which the interviewees chose to focus and their responses to their
previous questions. The recruitment script, consent form and interview guide are
reproduced in Appendices B, C and D respectively.
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3.2. Data Collection and Analysis
Using a mixed-methods approach, data from each method were collected
and analyzed separately to be converged in the discussion in Chapter 5. The
survey was created online through Google Forms, and a hyperlink of the survey
was distributed via recruitment emails with the help of an executive from SECA to
the residents of the South End neighbourhood. The recruitment emails can be
found in Appendix B.1 and B.3. The data collected through the online survey was
inputted by the participants but analyzed by the researcher. The data was exported
from Google forms and imported into Excel for further analysis, which was beyond
the online survey software’s capabilities. The analysis of the survey will be
presented in Chapter 4.1.

The traffic observations were conducted on-site by the researcher. Data
were recorded in a journal using an observation checklist, found in Appendix E,
created by the researcher and photos to document the current condition of
infrastructure and street signage present within the study area.

The interviews were audio-recorded, with the participant’s consent through
a signed consent form (Appendix C.2.), with additional notes taken alongside to
give better context during the transcription period. After each interview, the audio
recording was verbatim transcribed into a digital word document and sent to
participants for their approval. Participants were asked to review the transcript and
to make any necessary changes or redactions. Upon approval from the interview
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participants, the transcribed interviews were analyzed to identify common key
themes presented in Chapter 4.3.

After analyzing and discussing the data collected from this mixed-method
approach, the researcher has used tactical urbanism design solutions to envision
a repurposed Haliburton Street, which can be implemented as a ‘Phase 0’
demonstration project by the community in collaboration with the City.

3.3. Sampling
A voluntary response sampling approach was used for the survey, which
involved the residents in the South End neighbourhood. The recruitment emails
were distributed with the assistance from an executive member of SECA through
their membership list to the SE neighbourhood residents.

A purposeful sampling approach was adopted to select participants for the
interviews and consisted of three actors: a SECA executive member and two
community planners. The interviews were focused on SECA executive members
who had been involved in tactical urbanism initiatives within the South End
neighbourhood in Nanaimo over the years; the planners were chosen based on
their involvement in city-led public space and street initiatives in Nanaimo. Each
actor was chosen as they represent a different perspective on tactical urbanism
and related projects, and hence each holds valuable insight into the potential
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implementation of tactical urbanism as a tool to address street safety issues in
Nanaimo.

3.4. Limitations
While the biggest impediment to this research has been COVID-19, steps
were taken to reduce the number of limitations through preparation, yet several
remain. For the survey, the target population selected focused only on the SE
neighbourhood residents. The goal was 50 responses, and 20 responses were
received. The SECA executive member, who assisted with the distribution of the
recruitment, had informed the researcher at the end of the survey period that many
residents were worn-out completing online surveys connected with the city's
REIMAGINE Nanaimo project, which was happening apace with this research
study, resulting in a lower response rate than anticipated.

The designs envisioned for this study area are based on principles of safe
street design and various TU best practices analyzed by the researcher from other
municipalities across North American cities. While the design concepts proposed
are inspired by successful demonstration and pilot projects, it is important to note
that technical and engineering standards must be considered should this design
be implemented in the future. Moreover, the study area only focuses on a section
of Haliburton Street, from Milton Street to Woodhouse Street, and a 300m stretch
of 700 Haliburton Street. Comprehensive designs and considerations on more
extended portions or the entire Haliburton Street are required as active

76

transportation users will not just use a select portion of the street for walking or
cycling.

While traffic collision statistics have been studied and manual traffic counts
have been collected by the researcher for five locations within the study area, the
researcher could not additionally obtain specific traffic volume data for other
intersections in the city with traffic lights as the researcher was unable to find any
publicly available data in this regard. Hence, the conceptual design interventions
suggested in Chapter 5 are based on the traffic collision data and traffic volume
data collected alone.

Another limiting factor for this project is the lack of responses to recruitment
emails for interviews. While purposeful sampling was used to reach out to potential
interview participants, only 3 out of 15 signed interview consent forms were
returned expressing interest in participating in the research study. It would have
been beneficial to have a greater variety of planners and city officials to interview
to understand different technical and political perspectives of implementing tactical
projects in Nanaimo and the potential for TU as a participatory planning tool.

3.5. Ethical Considerations
This research received ethical approval from Vancouver Island University’s
Research Ethics Board in July of 2020. Despite the risk to participants being small,
precautions had to be taken nonetheless. As this research included interviews from

77

planners and community representatives, there were possible ethical concerns.
For the interviews, all participants were emailed consent forms before any
interview taking place, which outlined the risks involved and the opportunity to
redact statements or withdraw from the study at any time. To add a comfort level
for the participants, they were given a choice to opt for an anonymity level through
the use of a code, for example, Respondent #1. Only one interviewee took this
option, and that specific interview was coded and stripped of any direct or indirect
identifiers. Personal and professional information was only identified with informed
consent from the participant. The participants were reminded that their
participation was voluntary and were provided with the transcript of their interview
to review before being included in the study. An interview guide was also emailed
together with the consent form to provide interested participants with an
opportunity to research and prepare before the interview. The researcher kept
physical and digital copies of consent forms. The interview participants were also
provided with a digital copy of the same.

For the online survey, ethical considerations such as informed consent,
anonymity and confidentiality are important. An opt-in procedure was used for the
survey, in which an online “consent section” was provided, which participants had
the opportunity to read before beginning the survey. The consent section provided
a description of the research and the survey, and notified the participants of criteria
relating to anonymity, confidentiality, data storage, data usage, and the opt-out
policy. The consent section ended with a checkbox to authorize participant
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consent. Participants only proceeded to the main survey if they ticked the
checkbox. The information obtained from the survey was treated as confidential as
there were no identifying personal details on the data that could link back to an
individual. Participants were only asked to select an age category that applied to
them and if they were residents of the South End Neighbourhood. Any survey
comments that could link directly to an individual were deleted and not included in
the analysis. The recruitment emails were distributed by a SECA executive
member on behalf of the researcher. The researcher did not have any access to
the email lists of SECA; thus, the survey participants are not identifiable to the
researcher.

For traffic observations on the street and intersection level, only numbers
were recorded. No identifiable human participant was included in the traffic counts.
Any photograph taken of the street and infrastructure for observations that might
include identifiable indicators, such as license plates of vehicles or faces of
peoples, have not been included in this study.
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3.6. Research Timeline
A detailed Gantt chart below shows the duration of the research project.
The research proposal was completed in April 2020. An application for ethical
review of the research was submitted to Vancouver Island University’s Research
Ethics Board (REB) at the end of May 2020 and was approved in mid-July 2020.
The traffic observations were conducted from August till mid- September 2020.
The literature review research was running parallel to the data collection from May
2020 until January 2021. The survey was opened, and data was collected
throughout November 2020. Interviews took place via phone or Zoom from midDecember 2020 until January 2021. Data and analysis and compilation
commenced in September 2020, and a rough draft was completed in mid-February
2021. The draft was then refined in February and March and presented to the
committee member in March 2021. This thesis was passed and completed on April
19th, 2021.
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Chapter 4
Result Analyses and Findings
4.1. Survey Analysis
The following section is a brief summary of the responses gathered from 20
participants who are resident members of the South End Community Association
(SECA). Though the survey responses only capture the thoughts of a small portion
of the target community, together with the other data collected, they help shed light
on the current street conditions within the study area, which in turn assists in
assessing the demand for tactical traffic-calming measures which respondents
would like to see implemented. While the survey helps ascertain certain types of
temporary tactics that can be recommended in the redesign of Haliburton and
Milton Street, it also helps gauge if tactical urbanism can be an additional and the
flexible planning tool that could support the City’s current framework of developing
traffic-calming measures for neighbourhood streets. The survey results have
briefly been summarised under nine themes. A detailed account of the survey
results can be found in Appendix A.2.
As mentioned in Chapter 3.4, though efforts were made to reach the broader
community with the assistance of SECA, the results here are analyzed and
presented knowing that many voices have not been heard and that this small
sample may not be representative of the entire population of the South End
neighbourhood.
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Age and Resident Status in SE
The survey's first two questions asked participants to identify the age group
they would fall under and if they were residents in the South End Neighbourhood.
As this was an anonymous survey, this was the extent of identifying information
collected. A description of the research study's target study area was mentioned
at the beginning of the survey, so participants did not need to guess where the
location was in the South End neighbourhood.

20
16
12
8
4
0
under 19
under 19

19-24
19-24

25-34
25-34

35-54
35-54

55-74
55-74

75+

75+

Prefer not
to say

Prefer not to say

Figure 29: Age of Survey respondents

Of the seven age categories listed, the most common age group for survey
respondents was 55-74 at 55%. Age groups 25-34 and 35-54 made up 15% each
of the respondents. Only 10% of the respondents fell under the 75+ age category,
and one respondent preferred not to share their age group. While the number of
overall participants was lower than anticipated, as mentioned in Chapter 3.4, about
65% of the respondents included additional comments wherever possible to
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express their views about the safety in the study area and the need to make the
neighbourhood a more traffic-calmed area.

10%

Yes
No
90%

Figure 30: Resident of SE neighbourhood

Out of the 20 responses received for this second question, 19 respondents
identified themselves as residents in the South End neighbourhood, and one
respondent identified not being a resident within the South End neighbourhood but
participated in the survey and shared their views on this research project.

Purpose for visiting Haliburton and Milton Street
No. of Respondents (= 20)

Purpose for visit
(*select all that apply)

Haliburton Street

Milton Street

I don’t visit this street

0

1

I often visit the street

0

1

I have friends who live on this street

1

0

I walk my dog on this street

1

1

I work in the area

3

3

I visit local businesses

6

0
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I travel on this street to get somewhere else

11

11

I live in the neighbourhood

16

14

Table 2: Reasons to visit the study area

The results show that an average of 75% of respondents visit Haliburton
Street and Milton Street because they live in the neighbourhood while 55% of the
respondents use Haliburton Street or Milton Street to travel to get somewhere. One
respondent noted that they use Haliburton or Milton Street to walk their dog, while
another noted that they specially visit Haliburton Street as they have friends who
live on that street. 15% of respondents noted that they worked in the area. The
detailed survey chart can be found in Appendix A.2.

Primary mode of travel
Respondents were asked to select their most commonly used mode of transport
to get around the study area and access businesses in the area between 5 options:
driving, walking, cycling, taking public transit and others.

5%

Walking

5%

5%

Driving
37%

53%

Walking

53%

Cycling
Other

42%

Driving

Other
(mobility
scooter)

Figure 31: Primary mode of travel within the
study area

84

Figure 32: Primary mode of commute to
access businesses within the study area

The results show that 53% of the respondents selected driving as their most
common form of travel within the study area and to access local businesses in the
area. While 37% of the respondents noted walking as their most common mode of
travel to get around the study area, 42% responded saying they walk as a way to
access businesses which reveals that there are about an equal number of
pedestrians as there are drivers. Only one person noted cycling within the study
area, while one respondent noted using a mobility scooter as their primary mode
of travel to access businesses.

Satisfaction Levels
Respondents were asked to rate their level of satisfaction with the street quality for
driving, and street and pavement quality for walking, cycling, public transit or
others, based on the answers they chose as their primary mode of travel. The
results, seen in Table 3, is the average of satisfaction scores received for each
mode of travel. An average score of 3 out of 5 indicates a neutral level of
satisfaction, while a satisfaction score less than 3 indicates dissatisfaction, and a
score more than 3 indicates satisfaction for the overall street quality within the
study area.
Average Satisfaction Score for Quality

No. of

of overall travel environment

Respondents

(out of 5)

(n=19)

Walking

2.286

7

Biking

3.0

1

Mode of Travel

85

Driving

2.667

9

Other

3.0

2

Table 3: Satisfaction level for the overall travel environment within the Study area

The results show that the 53% of respondents who selected driving as their
primary mode of travel expressed slight dissatisfaction with the driving
environment in the study area, of which an average score was 2.667 out of 5 for
driving, of which 3 out of the 9 respondents noted satisfaction (score more than 3)
with driving on Haliburton and Milton Street. With a total score of 2.286, the walking
environment scored lesser on the satisfaction scale than the driving environment
(see Appendix A.2. for detailed survey results). There were specific remarks made
about the condition of sidewalks in the study area by the respondents in their
comments to Question 21, where one comment read,
“The city doesn’t seem to understand that having partial sidewalks is the
same as having no sidewalks for pedestrians”,
and another one said,
“700 block is the online [sic] block with no side walks [sic]. Why?”
A neutral score of 3 (out of 5) was received with respect to cycling, but only one
respondent opted for biking as their primary mode of travel. Despite the respondent
rating this a neutral score, there was a specific comment in Question 21 about the
biking environment in the neighbourhood which said,
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“On Haliburton, as I said a bike lane and some landscaping would be nice
something that says someone cares!! maybe some planters to separate the bike
lane from the traffic?? “

Level of Safety on Haliburton Street
(i) Crossing Intersections:
Level of Safety

Average Score

(Scores 1 to 5)

Very safe (1)

2

Safe (2)

5

Neutral (3)

5

Unsafe (4)

6

Very unsafe (5)

2

Table 4: Level of Safety crossing intersections on Haliburton Street

The results (Table 4) show that of the 20 respondents, 5 (25%) of the
respondents choose the neutral option (3). While 2 respondents (10%) selected
the ‘very unsafe’ option, 6 (30%) respondents selected the ‘unsafe’ options as a
response to this question. The remaining 7 respondents (35%) noted feeling ‘safe’.
Majority of the respondents have a neutral or safe viewpoint about crossing current
intersections on Haliburton Street.

(ii) when walking/biking/driving on Haliburton Street:
Respondents were asked to evaluate their overall level of concern (1 being least
concerned and 4 being most concerned) while travelling on Haliburton Street. The
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total safety concern score is out of 4, and an average score of less than 2 indicates
less concern, whereas a score more than 2 indicates a higher level of concern.
There were six safety concerns listed by the researcher:
•

lack of separation from vehicular traffic

•

lack of crosswalks

•

personal safety from strangers

•

lack of traffic signals at street crossings

•

poor visibility of street crossings

•

lack of street lighting

The results (Figure 33) show that for all six concerns listed above, the average
score is more than 2, suggesting that respondents are fairly concerned about their
safety with lack of separation from vehicular traffic as a primary safety concern
which received a score of 2.95, followed by their concern for a lack of crosswalks
with a score 2.84.

Average score of safety concerns in the study area
AVERAGE SAFETY CONCERN
SCORE

4
3
2

2.95

2.84

2.80

2.76

2.65

2.71

1
0
Lack of
seperation
from vehicular
traffic

Lack of
Personal safety Lack of traffic Poor visibility Lack of Street
crosswalks from strangers
signals at
of Street
Lighting
Street
crossings
crossings

Figure 33: - Safety concerns in the study area
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Respondents also noted additional comments which brought to light further
unlisted concerns: where speeding vehicles was the biggest concern, followed by
the lack of adequate delineation for bike lanes, poor signage and missing
sidewalks, which can be seen in Appendix A.2.

Respondents opinion on current Traffic-Calming Measures

10%

15%

Yes
No
I'm not
sure
75%

Figure 34: Adequacy of Current traffic-calming measures on Haliburton Street

The online survey then asked respondents’ opinion whether the current traffic
calming measures on Haliburton Street were adequate. 15 respondents (75%)
indicated that the current traffic-calming measures were not adequate on
Haliburton Street, while 15% believed that the current traffic calming measures are
acceptable. To encourage further comments from participants, an open-ended
question asked participants their opinion on the type of traffic-calming measures
they would like to see implemented, and responses included suggestions such as,
“Traffic circles with a First Nations theme at Needham and a historic theme
at Milton, flashing red lights at intersections, bright crosswalks, a designated
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bike lane (its the Trans Canada trail), parking moved towards the sidewalks
between the beautiful cherry trees, signage sharing the history of the area,
benches for resting, signage forcing traffic to slow and landscaping along
the green space between the cherry trees...lose the grass”
“Crosswalk markings on every corner of Haliburton and Miltion [sic]. Narrow
traffic lanes. Bump outs. Proper bus stops.”
“Crosswalks visibility, especially given close proximity to Hwy 19”
All these comments reveal considerable interest in seeing more traffic-calming
measures being implemented within the study area.

Important design principles to consider in reconfiguring Haliburton
Street
This question asked participants to rank four street design principles designing flexible spaces for pedestrian activity like transforming a residential
intersection into an interactive social gathering place; adding opportunity for
gathering spaces; incorporating landscaping and green spaces, and pursuing
traffic-calming measures like coloured crosswalks, lane markings, street signage
– based on their perceived level of importance for repurposing streets in the study
area.
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Average score for the level of importance for each design principle
Pursuing traffic calming measures like coloured
crosswalks, lane markings etc.

3.45

Incorporating landscaping and green spaces

3.40

Adding opportunity for gathering spaces

3.00

Designing flexible spaces for pedestrian activity

2.70
0

1

2

3

4

LEVEL OF IMPORTANCE

(1=least important; 4=most important)
Figure 35: Ranking for design principles based on respondent’s level of importance

Of the 20 respondents who answered this question, 14 respondents (29%)
regarded pursuing traffic-calming measures as the most important design principle
to be considered, while incorporating landscaping and green elements was the
second most important design principle, where 11 respondents (28%) ranked it an
average score of 3.40 out of 4. While adding opportunities for gathering spaces
and designing flexible spaces for pedestrian activity like transforming vacant
spaces into an interactive social gathering place were ranked slightly lower than
the other two design principles revealing that these principles were not of highest
importance for the respondents at the moment and should be revisited when
further consultation is done with the broader community.
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Most prefered mode of travel

Walking/ Other Mobility Users

Walking

Bike/ Scooters

Cars

5%

Cars
35%

16%
26%

Bike/ Scooter

60%
58%

Figure 37: Top priority if space for repurposing
the street is limited

Figure 36: Respondent’s ideal mode of
travel in the study area

These questions were designed to measure which form of mobility
participants would choose to see prioritized if there was a space constraint for the
street redesign and, in an ideal situation if the street was designed for safer travel,
which forms of mobility would they use on the street Surprisingly, the results for
both questions showed that respondents would prefer walking to be prioritized
(58%), and it would be the ideal mode of travel (60%). This result helps shed light
on respondents’ aspirations to be active transport users when a redesign of streets
within the study area is proposed.
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Priority level for street facilities that could be improved or added
using TU interventions
Priority level
(out of 6)

No. of Respondents

Sidewalks

4.53

19

Crosswalks

4.07

15

Bike Lanes

3.89

18

Curb Extensions

3.71

14

Roundabouts

3.07

15

Intersections

2.67

15

Street Facilities

Table 5: Priority level for street facilities to be improved

This online survey question asked people to rank their priority level for
adding or improving specific street facilities if tactical urbanism measures were to
be used to approach the redesign of Haliburton Street and Milton Street. From the
results seen in Table 5, sidewalks and crosswalks were the top two street facilities
that respondents nominated to be improved on Haliburton Street using short-term
interventions, which got average scores of 4.53 and 4.07 out of 6, respectively.
Individual respondents also voiced these opinions about other street facilities they
would like to see implemented in the open-ended comments, shown in Appendix
A.2. Bike lanes and curb extensions received an average of 3.89 and 3.71,
respectively, which falls between the third and fourth priority for many respondents.
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Respondent’s TOP 3 choices of quick-build traffic calming ideas

Roundabouts

6

Speed Humps

8

Intersection Repairs

9

Curb Extensions

9

Pop-up Bike Lanes

10

Sidewalk Extensions

12

Temporary Crosswalks

6
0%

20%

40%

60%

80%

100%

% of Respondents
Figure 38: Results of the Top 3 choices of quick-build project ideas

The results (Figure 38) showed that 60% of the respondents favoured
Sidewalk Extension as 1 of their top 3 choices, followed by pop-up bike lanes that
received 50% of respondents’ votes, showing that people would like to use this
street to walk and cycle if safer measures were implemented. Intersection repairs
and curb extensions received 45%. Temporary crosswalks, roundabouts and
speed humps were not the top choices as seen from the results gathered in
Question 18.

Comments on additional safety measures
To further explore more types of interventions for street safety, an openended question asked respondents to suggest any additional safety measures they
felt short-term interventions could help address in the study area, and some
comments specific to this were,
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“All the suggestions above would calm traffic and make the place more
secure. Brigther [sic] lighting during the fall/ winter months would also be a
big improvement”
“More blinking pedestrian activated crossings”
“One key concern is that Haliburton NB is a bus route which effectively
eliminates roundabouts as an option.”
The complete list of comments is included in Appendix A.2. under Question 20.

Additional Comments
The final question was open-ended, where residents were asked if they had
additional comments about the survey. The results were analyzed using thematic
analysis where three prominent themes emerged:
•

Criticism of the existing conditions within the study area

•

Consideration of other potential user groups and neighbouring streets for
this study

•

Appreciation for this study
Of the 15 respondents who answered this question, 7 of the comments were

additional views on the study area's existing conditions and related safety concerns
(Appendix A.2.). Respondents reflected on the lack of continuous sidewalks in
many places within the neighbourhood and how it was dangerous for residents and
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visitors to back their vehicles onto the street because of speeding traffic. One
respondent even commented on the growing population in the South End:
“This area of Nanaimo is seeing an increasing number of young families
and retirees. Both groups locate to the area because all amentities [sic] are
available on foot or by bike. I bought on Haliburton because it is flat, has
sidewalks and lighting and is walking distance to groceries, medical, library,
cafes etc. Initially I biked everywhere but had too many close calls. I
switched to walking but felt I was unseen even with high vis gear on. I am
now reduced to driving to a park to get in a hike.”
30% of respondents expressed their gratitude for the survey and some
articulated their interest to volunteer if a pilot project were to be implemented. The
remaining respondents enquired on how other user groups and neighbouring
streets will get affected if temporary interventions were to occur within the study
area. Their comments and concerns were:
“That consideration is given to potential unintended consequences on other
nearby streets from any interventions on Haliburton - e.g., more traffic on
parallel streets from drivers avoiding traffic calming or other changes.”
“…please limit structures or shelters that may promote more squatting and
drug addicts to come for. The south end already has the highest
concentration of support for drug addicts and homeless in Nanaimo and this
affects the children in the area in a huge way! Focus on green, facelifts,
clean up, and traffic/parking.”
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“some people cannot ride bikes, drive or afford a car. Have you done any
research on the demographics of this area/the extended area. Who lives
just outside this area and would be affected by changes or not”
One respondent expressed that while promises were made for
improvements to the South End neighbourhood with the community participating
in various engagement activities with the City, no permanent solution came to
fruition with regard to the Terminal-Nicol Reimagined plan:
“we have been exposed to alot of plans for improvement in the southend
we did our southend neighborhood plan, we have done the TN reimagined
plan and there is a transportation master plan as well as the official
community plan. However not much has changed….”
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4.2. Observations Analysis of Traffic and Street Facilities
The researcher conducted 30 traffic observations at 5 locations within the
study area, highlighted in Figure 39, in the months of August and September 2020,
as explained in Chapter 3. The traffic volume data for these locations was collected
via a manual method consisting of manually counting street users and traffic as it
passed by.

The 5 locations identified were four prime intersections within the target
area and 700 Haliburton street. The four intersections were: the Milton and Nicol
Street intersection, Milton and Irwin Street Intersection, Haliburton and Needham
Street intersection and Haliburton and Robins Street intersection. Additionally, a
section of 700 Haliburton Street was also included in the study area as a SECA
executive member expressed to the researcher that the location would warrant an
analysis as the larger community has expressed concerns during neighbourhood
meetings. The community later articulated safety concerns for this location through
their online survey responses. The traffic observations were for a duration of 30
mins each at three-time intervals, morning, afternoon and evening, and were
conducted on a weekday and a weekend to gauge the volume of traffic on different
days and times.
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Figure 39: The study area in the SE neighbourhood

99

The City’s 2005 Neighbourhood Traffic Calming Guidelines (NTCG) permits the
consideration of a traffic calming measure based on the following criteria:
•

“Traffic volumes exceed 1,000 vehicles per day (on local roads) or 3,000
vehicles per day (on neighbourhood or minor collector roads);

•

85th percentile vehicle speeds exceed 7 km/h above the posted speed limit,
or, through-traffic exceeds 100 vehicles per hour or 30% of all traffic.”
(City of Nanaimo, 2005, p.8)

The NTCG recommends that traffic volumes be monitored continuously for a
48-hour period excluding “holidays, summer vacation, and other significant events
where possible that may influence traffic patterns” (p.8). The traffic volume data for
this research was collected during the COVID-19 pandemic making it possible that
a lower number of street users may have been observed due to lockdown
restrictions to public space uses and limiting travel only for essential services.
However, the City also recognized Haliburton Street as a potential location for
enhancing temporary active transportation measures during the pandemic as a
way to improve mobility within the neighbourhood (City of Nanaimo, 2020b).

Since the data collected was for 30-minute intervals at three times during a
weekday and weekend, the first criteria do not apply to this study. However, the
second criteria warrants traffic-calming measures if “through-traffic exceeds 100
vehicles per hour or 30% of all traffic”. NTCG also defines through-traffic data to
mean, “through-traffic patterns can [that] be determined through various sources
such as intersection counts and license plate surveys.” (City of Nanaimo, 2005,
p.86). Since the locations in the study area identified for traffic observations are
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intersections, the NTCG’s second criteria is used to analyse the data collected to
determine if more traffic-calming measures are required within the study area.

The researcher counted the numbers of the following categories of street
users where their behaviour on the street was observed as well:

•

Pedestrians: which also included people waiting for transit and walking
towards a bus stop;

•

Cyclists: including all types of bikes (road bikes, e-bikes, kids’ bikes);

•

Cars

•

Trucks

•

Motorcycles

•

Buses: including school buses, and

•

Other traffic users not included in the above categories such as parents
and infants in strollers, elders on mobility scooters, scooter riders and
wheelchair users.

The researcher also took inventory of the existing street facilities at the 5
locations within the study area to comprehend the most appropriate tactical
urbanism interventions that would most effectively make Haliburton Street and
Milton street safer for non-vehicular street users.
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Figures 40 & 41, presented below, depict a comprehensive map created by the
researcher on the average vehicular and pedestrian traffic within the study area
within a 30-minute frame where the size of the bubble, seen in the maps below,
depicts the traffic volume relative to the other study locations within the
neighbourhood.

Figure 40: Pedestrian and Cyclist Traffic Volume at each location in the study area
Source: Designed by the Researcher in Power BI
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Figure 41: Vehicular Traffic Volume at each location in the study area
Source: Designed by the Researcher in Power B

Table 6, shown below, is a comprehensive summary of the average per
hour weekend and weekday traffic calculated based on the traffic data collected.
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Weekday
per hour traffic

Weekend
per hour traffic

700 Haliburton Street

136

75

Haliburton St. and Robins St. Intersection

121

97

Haliburton St. and Needham St. Intersection

329

271

Milton St. and Irwin St. Intersection

158

58

Milton St. and Nicol St. Intersection

1497

644

Location

Table 6: Average per hour traffic volume within the study area

The most concentrated vehicular traffic volume was observed at the Milton
and Nicol Intersection, where an average of 528 cars, 5 motorcyclists and 2 buses
were noted passing through within a 30-minute interval. In contrast, on Haliburton
Street, the highest vehicular traffic volume was recorded at the Haliburton and
Needham intersection, where an average of 149 cars and one bus was logged
passing through within a 30-minute frame. Three locations inside the study area
observed the highest volume of bicycle and pedestrian traffic counts. While the
Milton and Nicol intersection collected an average of 27 pedestrians and 4 cyclists
within a 30-minute window, the Milton and Irwin junction received an average of 9
pedestrians and 3 cyclists, and the Haliburton and Needham intersection received
11 pedestrians and two cyclists within the same time frame. A detailed account of
the traffic observation and street inventory for each location is explained in the
following subsections:
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4.2.1 Location #1: 700 Haliburton Street

Figure 42: The 300m selected stretch of 700 Haliburton Street
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The portion of the street included in the study area is a 300m stretch of 700
Haliburton Street (Figure 42), from the Haliburton and Woodhouse Street
intersection past the rear entrance of the Days Inn by Wyndham Nanaimo hotel in
the inner-city neighbourhood of the South End community. The street has only one
driving lane in each direction and is 7.78m wide with a 1.5m wide sidewalk on the
west side. The surrounding land use around this section of the street is a mix of
industrial (I4) and residential (R8) (City of Nanaimo, n.d.)

The following tables 7 and 8 show the traffic count for this location during a
weekday and a weekend for a 30-minute study period.

Table 7: Weekday Traffic - 700 Haliburton Street

The peak traffic hours were logged to be seen as being in the evening with
72 cars passing through, whereas the afternoon accounted for relatively less
vehicular traffic. While no pedestrians were accounted for in the morning, the
researcher observed 2 pedestrians in the afternoon and 1 in the evening on a
Tuesday. While the speed limit at this location is 50 km/hr, the researcher noted
that the three motorcycles on Tuesday evening all drove at a speed moderately
higher than the permitted speed in that area.
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The data collected during the weekend showed that the peak hours of
vehicular movement was in the afternoon with 51 cars, while a lesser movement
was documented in the evening. No pedestrians were counted during the hours
the researcher conducted the traffic observations, while a total of 5 cyclists were
tallied during the morning and afternoon hours of Saturday.

Table 8: Weekend Traffic - 700 Haliburton St.

Based on the data collected, 700 Haliburton Street’s per hour vehicle traffic
volume is averaged at 136 on a weekday and 75 on a weekend. This falls within
NTCG’s criteria for adopting traffic calming measures.

Inventory of existing street facilities: Location #1
The researcher also documented the existing street facilities in this area,
and it was observed that there was a 1.5m wide sidewalk on the west side of the
street which started breaking up into segments past the Days Inn Hotel, while the
east side of the street had a narrow, unpaved path covered with gravel (Figure 43).
The street is in relatively good condition, with stop signs present at the Haliburton
and Woodhouse intersection, but no crosswalks or pedestrian-activated signals
present at the intersection were present. Although there is a yellow ‘share the road’
warning sign (Figure 45) at the beginning of 700 Haliburton Street for outgoing
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traffic (west side), the researcher noted during the observation times that some
cyclists rode on the sidewalk. The Haliburton at Woodhouse bus stop is on the
south-east side of this section of Haliburton Street and serves as a bus route for
north-bound buses, but there is no designated bus shelter present. Although the
existing sidewalk (Figure 44) is slightly raised, it was noted that there is a lack of
defined separation, like a curb strip or boulevard, to separate vehicular traffic and
the sidewalk unlike the rest of Haliburton Street.

Figure 43: Gravel
stretch on east side of
Location #1
Source: The researcher

Figure 44: The narrow sidewalk
at Location #1 (southwest side)
Source: The researcher

Figure 45: Share the Road sign at beginning
of Location #1
Source: The researcher
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4.2.2. Location #2: Haliburton and Robins Street Intersection

Figure 46: The Haliburton-Robins Intersection in the SE neighbourhood
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This 4-way intersection runs north-south along Haliburton Street and eastwest on Robins street (Figure 46). The west end of Robins street is a dead end
with no direct vehicular access onto Nicol Street. The primary land uses
surrounding this area are mainly single-family residential (R1) and a commercial
centre lot (COR3) at the south-west of the intersection (City of Nanaimo, 2010a).
The following tables 9 and 10 show the traffic count for this intersection
during a weekday and a weekend for a 30-minute study period.

Table 9: Weekday traffic - Haliburton and Robins Intersection

The data collected showed that the peak volume of vehicular traffic at this
intersection on a weekday was in the evening and accounted for 88 cars and 5
cyclists, but by contrast, on the weekend, there were only 33 cars and 4
pedestrians at a similar time of day. The peak hours during the weekend were in
the afternoon with 66 cars and 7 cyclists. The researcher observed that many
bicycle users were young children living in the neighbourhood and who often
gathered at the northwest corner of the intersection before heading north on
Haliburton Street. Pedestrians crossing the street via this intersection found it
challenging as there is no marked crosswalk or blinking pedestrian light currently
present, forcing them to run or quickly walk to get across the street.
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Table 10: Weekend Traffic - Haliburton and Robins Intersection

Based on the data collected, the per hour vehicle traffic volume for
Haliburton-Robin intersection is averaged at 121 on a weekday and 96 on a
weekend. This falls within NTCG’s criteria for adopting traffic calming measures.

Inventory of existing street facilities: Location #2

Figure 47: North View from Location #2; Source: The researcher

Figure 48: South View from Location #2; Source: The researcher
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While the through lane for Robins Street is 12m, for Haliburton Street, it is
only 9.5m, but at the intersection, both the streets widen to approximately 12.75m
to make it easier for vehicles to turn into streets. The overall street condition was
slightly damaged with multiple cracks and surface deteriorations, as seen in
Figures 47 and 48. Street signs like ‘STOP’ and ‘Share the Road’ are present.
There were no defined crosswalks present except two faded stop lines, each on
Robins street, signalling drivers to stop before this line. One streetlamp is present
close to the intersection. With regard to sidewalks, there is currently none on
Robins street as it currently accommodates on-street parking on both sides of the
road, while on Haliburton Street, a 1.5m sidewalk runs on both sides of the street
heading north from this intersection, although from this intersection facing south,
sidewalks are absent. Curb cuts are present at this intersection. The Haliburton at
Robins bus stop is present on the north-east side of this portion of Haliburton
street, with a bench present.
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4.2.3. Location #3: Haliburton and Needham Street Intersection

Figure 49: The Haliburton-Needham Intersection in the SE neighbourhood
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Needham Street is considered a key street within the South End community,
as it connects the neighbourhood to the Haliburton-Needham intersection, which
is intended to be developed as the main commercial centre of the neighbourhood
(City of Nanaimo, 2010a). The section of this street within the study area (Figure
49), the Haliburton and Needham Street intersection, falls to the east side of Nicol
Street. Currently, the surrounding land uses are single-family residential (R1) and
a few businesses zoned under commercial centre (CC2), which are mostly shut
down. This intersection has been identified as a “strategic point” for a “mixed-use
neighbourhood node including community gathering space” (City of Nanaimo,
2010a). Needham Street is also the only accessway to Snuneymuxw First Nation’s
Reserve No.1, other than Woodhouse Street that falls in the south end of the study
area.
The location is bordered by buildings holding immense heritage value to the
neighbourhood, many single-family dwellings, a Liquor Depot and local service
centres. The community garden, ‘Irwin Street Garden’, is located at the northeast
corner of Needham and Irwin Street, opposite the Nanaimo Native Victory Chapel.
Tables 11 and 12 below show the traffic count at this intersection during a
weekday and a weekend within a 30-minute period, respectively.

Table 11: Weekday Traffic - Haliburton and Needham Intersection
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Table 12: Weekend Traffic - Haliburton and Needham Intersection

Being a prime location within the neighbourhood because of its positionality
and connectivity to Nicol Street, this area receives a high volume of vehicular and
pedestrian traffic. The peak hours for vehicular traffic were identified in the evening
on a weekday were 191 cars, and the afternoon weekend with 150 cars passing
through. The morning rush-hour on a weekday and weekend saw many
pedestrians, 17 and 12 respectively, within the 30-minute time frame. The
researcher also noted a high volume of incoming traffic via Nicol-Needham
Intersection, where vehicles turn at the Haliburton-Needham intersection to get
onto Haliburton Street to head towards north or south Nanaimo. It was also
observed that this site received a lot of other traffic users like kids on bikes and a
few elderly strollers, along with pedestrians walking with dogs. Unlike in location
#2, this area records cyclists using the intersection to either get across or travel
east or west on Needham Street, although there was no ‘share the road’ signage
present, as is captured in Figure 50. Another observation the researcher noted was
that while there is a sign that said no trucks are allowed south on Haliburton Street,
the one truck counted on the weekday was seen headed in that direction.

114

Figure 50: South facing view of Location #3
Source: The researcher

Because of the gently sloping nature from the Nicol-Needham Intersection
towards Haliburton Street (Figure 50 and 52) and on-street parking present on both
sides of the street, this was often a blind spot for many drivers heading to this
location as they would sometimes not notice a pedestrian or a cyclist crossing the
street using the current crosswalk, or at times jaywalking, from a distance.

Based on the data collected, the per hour vehicle traffic volume for
Haliburton-Needham intersection is averaged at 329 on a weekday and 271 on a
weekend. This falls within NTCG’s criteria for adopting traffic calming measures.
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Inventory of existing street facilities: Location #3
In this location, the north section of Haliburton Street, between Milton and
Needham Street, is currently classified as a minor collector and serves as a critical
vehicle collector to and from the neighbourhood’s commercial centre area. The
width of Needham street is approximately 13 m, while the total width of the through
lane (both directions included) on Haliburton Street is 9.5m. On-street parking was
observed on both sides of Needham Street, while the section of Haliburton Street
in this area only accommodates on-street parking on the west side of the street.

Figure 52: Narrow path for
walking on northeast side of
Location #3; Source: The
researcher

Figure 51: Bustop adjacent to sidewalk at Location
#3
Source: The researcher

Both sides of the through lane on Haliburton Street are separated by a 2.9m
wide landscape buffer and 1.5m wide sidewalk. Cyclists continue to share the
through lane with vehicles at this location as well. The overall street condition is
good, with very few surface deformations. There is a defined 82m long narrow
sidewalk that runs on both sides of Needham Street, from the Nicol-Needham
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Intersection down to location #3, and then continues further down Needham Street
with the sidewalk demarcated only on the south-east side. The existing path along
the north-east side, past location #3, runs as a narrow path along the edge of a
building and is bounded by vehicles parked on gravel (Figure 52).

There are slotted pedestrian crosswalks at this intersection (Figure 54), with
vanishing curbs at the south-east and south-west corner of Needham Street. The
Haliburton at Needham bus stop (Figure 51) in this location features a bench and
no defined bus shelter, making it difficult for commuters during winter or rainy days.
There is a row of trees that currently border the north section of Haliburton Street,
between location #3 and Finlayson Street (Figure 53) donated by B.C. Hydro and
the Tree Canada Foundation and planted by the South End community.

Figure 53: Signage showing trees planted by
the SE community donated by BC Hydro
Source: The researcher

117

Figure 54: West facing view of
Location #3
Source: The researcher

4.2.4. Location #4: Milton and Irwin Street Junction

Figure 55: The Milton-Irwin Intersection in the SE neighbourhood
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The researcher selected this location as a potential spot where tactical
safety actions could be introduced, which would in turn also benefit Haliburton
Street. This T-intersection has Milton Street running east-west, and Irwin Street
starting from this location running north and merging into the Front Street in
downtown Nanaimo, as shown in Figure 55. This area also borders the Deverill
Square Park, one of two parks within the South End neighbourhood. The
surrounding area is zoned as single-family (R1), Duplex(R4) and medium-density
(R8) residential on Irwin Street, while on this stretch of Milton street within the study
area, the surrounding land uses are primarily single-family residential (R1) and the
Deverill Square Park (PCR2). The south end of Milton street culminates at the VanKam Freightways service centre, currently zoned as a gateway (DT12). Other than
Nicol Street, Irwin street is the only arterial street within this section of the South
End neighbourhood with a direct street link into the downtown, making it a path
frequently used by pedestrians and vehicles. There is a designated bus stop at this
location as it serves the south-bound bus route.

The following tables 13 and 14 represent the researcher's traffic data on a
weekday and weekend in location #4.

Table 13: Weekday traffic - Milton and Irwin Street Junction
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Table 14: Weekend Traffic - Milton and Irwin Street Junction

Location #4 witnessed its peak vehicular and pedestrian traffic during the
morning rush-hour with 82 cars and 20 pedestrians, while the busiest hour in the
weekend was observed to be in the evening with 43 cars and 3 cyclists. On
weekdays and weekends, there was a continuous flow of pedestrians and cyclists
except during Sunday afternoon where no cyclists were counted. No buses were
observed during the study times.
It was also noted that 5 trucks, all from Van-Kam Freightways accessed
Milton Street on a single weekday afternoon, seen in table 13, as this is the most
direct route from the Trans-Canada highway to the Van-Kam service centre.
Although this section of Milton street has a speed limit of 30km/hr, due to lack of
visible crosswalks, speeding trucks were documented to be a hazard for nonvehicular users accessing this intersection to get to the park. Another common
sighting on a weekday at this location were motorcycles who were observed to
primarily merge onto Milton Street from Irwin Street at relatively high speed.
Based on the data collected, the per hour vehicle traffic volume for MiltonIrwin intersection is averaged at 158 on a weekday and 58 on a weekend. The
weekday numbers fall within NTCG’s criteria for adopting traffic calming measures.
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Inventory of existing street facilities: Location #4

Figure 56: Panoramic East facing view of Location #4
Source: The researcher

Figure 57: Panoramic West facing view of Location #4
Source: The researcher
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Irwin Street’s width is approximately 14m, including on-street parking on
both sides of this street, where vehicles park on the gravel shoulder. Additionally,
there is a 1.5m wide sidewalk present on the west side of this street shared by
pedestrians, cyclists and other road users. There is no transit shelter or bench
present for the Irwin at Milton bus stop.

The Milton Street section in location #4 is also 14m wide, with on-street
parking on both sides of the street (Figure 57). While the south side of this street
section houses a 90m long 1.5m wide sidewalk separated by a row of trees, there
is a narrow, unpaved path for pedestrians for the same 90m stretch on the opposite
side. The street’s overall quality is good with noticeable street path repairs at
location #4.

Figure 58: Signage at Location #4
Source: The researcher

Figure 59: Playground and speed signage
while heading east towards Location #4
Source: The researcher

A playground zone caution sign is present along with a 30 km/hr sign on
Milton Street (Figure 59) cautioning incoming traffic to slow down, but the speed

122

sign is not easily visible from the Milton-Haliburton intersection because of
drooping tree branches during the observation periods. This location is a threeway intersection with a stop sign on Irwin Street. For vehicular traffic heading south
on Irwin street, there is a double-arrow symbol checkerboard warning sign (Figure
58) at the intersection, cautioning road users that there is no option to proceed
straight ahead beyond that point.
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4.2.5. Location #5: Milton and Nicol Street Intersection

Figure 60: The Milton-Nicol Intersection in the study area

124

The researcher identified this location as one of the key entrance ways into
the study area. Nicol Street currently bisects the South End neighbourhood,
separating it into eastern and western areas. The Milton-Nicol intersection is a fourway intersection (Figure 60) with traffic lights and pedestrian activated signals that
accommodates a high volume of vehicular traffic, both inbound and outbound, to
and from Nanaimo. This street section has two driving lanes in each direction with
a left-turning road onto Milton Street, which merges at Haliburton Street. The
surrounding land uses around this location are zoned as a gateway (DT12). This
stretch, viewed as the gateway to Nanaimo, connects inbound commuters directly
into the Downtown core. Location #5 connects directly to location #4 via Milton
Street and is also connected to locations #3, #2 and #1 while turning south from
the Milton – Haliburton intersection.
The following tables 15 and 16 demonstrate a summary of the traffic data
collected for this location during a weekend and weekend.

Table 15: Weekday Traffic - Milton and Nicol Intersection

Table 16: Weekend Traffic - Milton and Nicol Intersection
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Compared to the other locations within the study area, this location is a
Major Collector road within the South End Neighbourhood. It received an average
traffic volume of 528 cars on a weekday and 317 cars on the weekend. The highest
volume of vehicular traffic recorded for a weekday was the evening rush hour with
820 cars and 8 cyclists (table 15). In contrast, the highest traffic volume on the
weekend was on a Sunday afternoon, with a total of 438 road users (table 16)
within a 30-minute interval. During a weekday, the maximum pedestrian traffic
observed was in the morning, with the researcher tallying 26 pedestrians. For the
weekend, the highest number of pedestrians observed was 40. There was also a
regular flow of motorcycles and scooters accessing this intersection, with the
highest being 10 on a Friday afternoon (weekday) and 8 on a Saturday evening
(weekend). Nicol Street being an urban edge in the SE neighbourhood, a
significant amount of foot traffic by other road users like elderly strollers was
observed. The highest number of cyclists were noted to be in the morning and
evening on a weekday, where they accessed this intersection to enter Milton
Street.
One main observation was cyclists sharing the road with vehicular traffic,
with no designated bike line on the Milton Street side of the intersection. The
researcher noted that some cyclists had close calls with vehicular traffic due to a
lack of separation between them and other road users.
The researcher also noted that many pedestrians and seniors using
strollers, heading towards the Milton-Nicol intersection from the west, preferred
using the crosswalks at the Milton-Victoria Intersection rather than Milton-Nicol
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intersection to head north or south on Nicol Street. Similar behaviour was also
seen in non-vehicular road users in other locations within the study area. The
researcher anticipates that, in this case, most users preferred a shorter waiting
time for the pedestrian countdown signal at the Milton-Victoria intersection
compared to the pedestrian signals at location #5.
Though no trucks were counted within the 30-minute periods during the
observation, the researcher made an additional note on sighting trucks access the
Milton-Nicol intersection from the west, i.e., from the Albert-Milton intersection,
heading towards the Van-Kam Freightways Service Centre located at the east end
of Milton Street.
Based on the data collected, the per hour vehicle traffic volume for the
Milton-Nicol intersection is averaged at 1497 on a weekday and 644 on a weekend.
The numbers fall within NTCG’s criteria for adopting further traffic calming
measures if required.
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Inventory of existing street facilities: Location #5

Figure 61: Panoramic South facing view of Location #5

Nicol Street is approximately 14m and widens at the intersection to about
20m. Sidewalks run north-south on either side of the street and are 2m wide and
accommodate pedestrians and other road users. There are traffic signals present
at this busy location, with pedestrian countdown signals present at all 4 corners of
this intersection. The section of Milton Street at this location runs east to west and
is primarily 14m wide but widens to 20m at the intersection. There is no on-street
parking on this section of Nicol street. Cyclists share the road with other vehicular
users on Milton Street as there is a street sign denoting it as a signed bike route,
but no demarcated bike lane is present. There are slotted pedestrian crosswalks
at this intersection with white stop lines indicating vehicle drivers to yield when the
traffic light is red (Figure 61).
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4.3. Interview Analysis
To better understand the potential of adopting tactical urbanism as a
planning tool in the City of Nanaimo, planners were identified based on their
involvement and awareness of tactical projects in Nanaimo. Additionally, since the
streets selected for this redesign proposal was within the South End
neighbourhood, a SECA executive member was also interviewed to discover
SECA and the South End community’s involvement in past tactical projects, formal
and informal and, additionally, to shed light on any further challenges within the
study area of which the researcher was unaware. The interviews took on a semistructured format.
The two city planners interviewed for this project were Chris Sholberg, the
Heritage Planner for the City of Nanaimo, while the second planner (Respondent
2) opted not to disclose their identity. Kathryn-Jane Hazel, an SECA Executive
member, was also interviewed to learn more about the community’s experience
with such an approach.
From the eight interview questions asked in total, two were general
questions that asked participants to describe a tactical project/s they had been
involved with and their role concerning those project/s. Since several projects
described by participants were context-specific to Nanaimo - where the process by
which each project came to fruition was informed by city policies, political will and
relationships - several common themes did arise. The five key themes that
emerged from the interviews are discussed below.
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4.3.1. Tactical Urbanism projects in Nanaimo
Experience engaging in tactical urbanism projects was the first question that
received many similar responses as all participants reside in Nanaimo. Chris
Sholberg recounted up to 10 short-term projects done by or supported by the City
over the years, which included his direct involvement in a few. While various
projects involved encouraging street art in public spaces, the City has also
administered a few projects that fall within the window of tactical urbanism
like Park(ing)

Day,

the

Parklet

Initiative and temporary

traffic

calming

circles. Within the South End community, there were temporary projects that
ranged from putting a cob bench in Deverill Square park and painting road
mandalas on a local lane off Nicol Street, to the ‘My Street’ initiative taken on by
SECA to make Nicol Street, considered to be part of the provincial highway
network, more attractive for a day.
This research focuses on repurposing streets to improve active
transportation using tactical urbanism as a tool to test out ideas, and the ‘My Street’
initiative proves to be one such example. Kathryn-Jane Hazel, an SECA Executive
member, spoke more specifically to the ‘My Street’ project where the initiative was
to make Nicol Street, which falls with the South End neighbourhood, more
attractive, and “less of a street that people rush through because it is was so
unappealing and unattractive and a horrible introduction to Nanaimo.” (Hazel,
2020). SECA, which took the lead on this project, worked with various levels of
government like the Ministry of Transportation and Infrastructure (MOTI) and the
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City to get permission to implement this tactical intervention. SECA temporarily
shut down a few blocks of Nicol Street from four lanes to two lanes, put parking on
the street and had pop-up businesses temporarily operating, giving it a feel of a
commercial street rather than a highway. Hazel elaborated on the success of this
one-day-intervention, “it was an incredible day, which attracted hundreds of
people, where we had pop-up businesses in various derelict buildings, and people
were excited.”
According to Sholberg, this street transformation led to a much calmer
pedestrian-oriented street, and it was striking. Although this initiative generated
many ideas, no permanent solutions came to fruition. While the ‘My Street’
initiative, completed in 2015, was a community-led project, Respondent 2 spoke to
more recent low-cost, short-term projects led by the City. One pilot project came
as a response to emerging street safety issues on Georgia Avenue in the
Harewood Neighbourhood, where the City put in temporary traffic-calming circles
using tractor tires. Another tactical project was creating patios outside of
restaurants to respond to COVID-19, which the Chamber of Commerce initiated.
The South End neighbourhood has also had its share of guerilla urbanism
projects. According to Hazel, residents in the South End took up several low-cost
laneway projects to address safety issues in their neighbourhood. One such
initiative was to clean up a derelict laneway between Needham and Watkins Street
in Nanaimo’s South End, where a group of residents organized a neighbourhood
cleanup of the laneway, planted lavender and other plants, painted fences and
renamed it ‘Lavender Lane.’
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Most sanctioned and unsanctioned street projects in Nanaimo emanated
from the community, and the City later took them up. Throughout the interviews,
all participants recognized tactical urbanism as a planning tool to improve the
quality of life in local neighbourhoods.

4.3.2. Community Interest and Buy-in
It was a mixed bag of responses to the questions on community interest and
participation in sanctioned quick-build projects. Sholberg described that many
neighbourhood associations like SECA, Newcastle Neighbourhood Association,
Departure Bay Neighbourhood Association and the Nanaimo Old City Association
would undoubtedly be interested in city-led temporary projects, noting that some
of these associations already have "a track record of interest for these ideas."
Additionally, if a neighbourhood or community group voiced interest in organizing
a space reclamation project, the city would show "definite interest, therein
supporting initiatives by neighbourhoods to make improvements to their
areas," expressed Sholberg.
Additionally, the planner also highlighted that for the success of pilot projects,
The community buy-in part is significant because if the people do not care
about it enough, then they are not going to see it through, and even if they
do, they are not going to use it or care about it.
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While Sholberg received positive support for temporary projects in the
communities he worked in, the other planner noted that it is hard to gauge
community interest on city-led tactical projects as it could go both ways. It is
common and understandable for residents to be wary of change and new projects
in their neighbourhoods. Using the example of the Georgia Avenue project, the
planner explained how some citizens were unhappy about the high costs involved
in implementing temporary traffic-calming circles, while others were unhappy with
the quality of the temporary traffic circles as they felt it looked cheap (Respondent
2).
There was also an overall acknowledgment that temporary and tactical
projects were most successful when there was strong community support - for
projects both spearheaded by the city or initiated by neighbourhood groups - but
Hazel notes that this has not always been the case. Although the one-day 'My
Street' initiative was hugely successful, nothing permanent has materialized on
Nicol Street since then and this, in her viewpoint, has led to a gradual loss of
interest from the SE community to participate in more recent city-led community
engagement processes. However, the community still believes that by pursuing
temporary projects with city assistance, major street facelifts will create resilient
and vibrant streets in the SE, as envisioned in the SE neighbourhood plan. The
SECA Executive also noted that tactical projects are generally "the kind of thing
that fits with our community" (Hazel, 2020). Hazel described that since a
considerable portion of the South End community is of lower-income, one can find
"more artists, writers and creative people living in this community.” Hence,
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colourful intersection repairs and painting crosswalks are tactical safe street
strategies this community would be interested in testing out with the city as "it
would be a fun, creative way of solving the speed problem" within their
neighbourhood.
Both planners agreed that while tactical urbanism can be an essential
planning tool, not only in creating solutions for issues in the public realm, but also
in building relationships with the community, "ensuring that the ideas come from
the community, are supported by the community and finally carried out by them
will [help] make it this tool successful" (Respondent 2).
There is an understanding that tactical interventions are most successful
and serve their intended purpose when community support exists.

4.3.3. Safety Issues surrounding Informal tactical
interventions
Since many quick-build street projects take place on a public right-of-way,
city officials and built environment professionals need to be involved. Both
planners hinted that it is essential to gauge a city or municipality’s interest
concerning community-led unsanctioned projects. Speaking specifically to such
projects, Sholberg added that:
If it’s done with the approval of the municipality with discussion and
communication, that goes a long way towards actually getting those
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[projects] done versus the guerrilla aspect such as people painting
crosswalks, which can give the engineering team the heebie-jeebies
because it’s a safety issue of where you put crosswalks, who is liable for it
etc. (Sholberg, 2020).
While this planning approach began as a form of activism with citizens
turning into guerilla urbanists overnight to make alterations to public spaces, both
planners hinted that such informal tactics would lead to a question of who is liable
if someone gets injured i.e. the risk factor. One of the planners explained that if the
City is made aware of an informal street intervention and if this temporary project
seems to be running successfully (without any safety-related issues), the city will
not discard it but instead support and work with the community to find long-term
solutions. However, if the intervention is proving to be unsafe, then it will be
removed. More often than not, such unsanctioned projects instigate planners and
officials “to work with the community to understand what the issue is that they are
trying to address” (Respondent 2). Echoing this, Sholberg suggested:
Let’s discuss and let’s see if the [tactical urbanism] idea can be supported
by all. I think there’s a lot to be said about that communication process. If it
happens and it’s effective, these kinds of things [temporary projects] will get
done, they’ll be supported.

4.3.4. Policies, Grant Programs and Permitting Processes
Planners acknowledged that the City of Nanaimo currently does not have a
formal policy adopting tactical urbanism as a planning tool, but the current city
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council fully supports tactical urbanism measures. However, Respondent 2
confirmed that the closest to an actual policy the city has regarding temporary
street projects pertains to repurposing on-street parking spaces, which is listed as
a strategic goal in the Nanaimo Transportation Master Plan and suggests to
‘explore parking initiatives that transform street parking into activity spaces’ (City
of Nanaimo, 2014).
A majority of short-term projects done in the city are creative street art
projects taken up by the city’s Culture and Heritage (C+H) department, of which
Chris Sholberg happened to be a member. He noted that the C+H department was
very “supportive of outside groups interested in doing these kinds of positive, artoriented interventions.” Both planners explained how there are currently 2-3 active
grant programs in place, which could undoubtedly be adapted and made available
to neighbourhood groups interested in tactical street interventions. Sholberg
remarks that the Volunteer in Parks program was a successful programme that
has been in place for many decades where local neighbourhoods are encouraged
to make improvements to their local park areas where the grant money available
is between $5,000-$20,000 for each project. The other planner clarified that the
Partners in Parks program, currently run through the park’s department, could
potentially be used towards more tactical urbanism projects in the future
(Respondent 2). Hazel voiced that SECA received funding support for the ‘My
Street’ initiative from the Downtown Nanaimo Business Improvement Association
(DNBIA) back in 2015, which no longer exists.
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Both planners talked about the possible implementation of a Neighbourhood
Grant Program, where the city would support creative placemaking projects that
the neighbourhood would like to implement. Respondent 2 explains that one
example of a creative placemaking idea would be if a community wanted to revamp
an “alleyway in their neighbourhood to do some placemaking to encourage people
to use it as a walking route.”
Regarding neighbourhood associations or citizen groups requiring a permit
to implement a short-term project, all interview participants agreed that there is no
established permitting process currently in place. Sholberg explains that,
If it is doable from the city perspective, we will give the green light and then
work with the group to make it happen. It is not a very formalized process,
procedurally speaking. It is more of a case by case [situation], we work
together on it and see what the dynamic is in each case, and the
neighbourhood groups usually provide money toward the project.
Respondent 2 echoes Sholberg and further expands on his point by citing
the current process for installing a temporary crosswalk:
If they [a community group] wanted to do it by the books, they would have
to contact the transportation department who would do their reviewing. A
flowchart and a spreadsheet that the transportation department uses have
various factors that determine whether or not a marked crosswalk is
warranted. The department looks at vehicle speed, the number of vehicles
in the area and many other points as part of the engineering review.
Following the review, a decision on whether or not it makes sense to put a
crosswalk. If it passed the review, the city would be the ones to install the
crosswalk.
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There is considerable support for expanding current grant programs and
creating more funding opportunities which can take the form of the creation of a
neighbourhood grant program so citizens and neighbourhood groups can take up
small improvement projects to enhance their neighbourhood public spaces. The
City of Victoria’s ‘My Great Neighbourhood Grant Program’ is a successful
example on Vancouver Island for such a funding initiative. Additionally, all interview
participants also expressed the view that having an actual policy would help city
planners support quick-build projects.

4.3.5. A Planner’s role in the Tactical Urbanism process
At the heart of these interviews was understanding a planner’s role in the
tactical urbanism project process in the context of Nanaimo. A powerful takeaway
from the interviews was this conversation surrounding the collaborative process
between planners and community groups concerning the implementation of
community-initiated projects. Hazel commented that,
SECA always worked with the city, like that’s our raison d’etre. Our
approach has always been that we take responsibility for our
neighbourhood. I think collaboration is always the best way to go where the
neighbourhood works with planners on tactical projects.
Both planners strongly agreed that the planner’s role would primarily be to
act as a facilitator between neighbourhood groups and the city on such projects.
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They note that the role is not only to create programs, but also, as Sholberg notes,
to be a,
liaison between the neighbourhood group and the rest of the city
administration to ensure that what they’re proposing will actually be
supportable at the city level, and that there won’t be any red flags that come
out when they’re trying to do the sort of initiatives they want to do.
A clear distinction needs to be made between creating a tactical urbanism
framework or policy versus a tactile implementation of a one-time, short-term street
intervention. Respondent 2 noted that planners typically would not be involved with
the enforcement end of such projects but would instead help facilitate a
community-led process.
Planners at the city are more the people who set policies and write the
Harewood neighbourhood plan, for e.g., to say this should be a traffic
calm[ed] street. We would support temporary measures for traffic calming,
but then when it actually comes to doing it, that falls on the Engineering and
Public Works department and sometimes the Parks Department
too. (Respondent 2)

4.4. Key Findings and Suggestions Summary
This research showed considerable interest in using tactical urbanism to
test out traffic-calming measures on Haliburton Street from both residents and nonresidents in the South End neighbourhood. Both the community planners and the

139

SECA executive responded positively to tactical urbanism as a potential planning
tool.
Letting the community take the lead on placemaking initiatives and working
with the city on testing out traffic-calming measures in areas warranted is viewed
as one of the most effective approaches from the interviews. While this may be the
case, SE residents and the SECA executive expressed their frustration, in the
survey and interview respectively, on how successful community-initiated cityfacilitated temporary projects in the past did not materialize into any long-term
solutions. It is still unclear how this mindset will be alleviated to advance cityled/supported tactical interventions, but planners believe the most effective way
forward for pilot projects is creating concrete, viable design solutions that will result
in community buy-in. Additionally, prioritizing local context and involving citizens in
the decision-making processes to guide the design and implementation of
interventions is also noted to be extremely important. Planners also expressed that
establishing a Neighbourhood Grant Program would empower residents to carry
out small-scale projects on street space that will enhance overall use and vitality
within the neighbourhood-level public realm.
Tactical urbanism projects are considered spontaneous and unregulated,
but the interview analysis shows that these creative opportunities may tactically
solve problems, but such quick implementations often tend to be high-risk and can
lead to liabilities. The most successful placemaking projects in Nanaimo were
when neighbourhood associations, community groups or local businesses in
Nanaimo took a systemized approach to utilize city grants and initiatives to carry
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out temporary spot improvements like tree planting on street boulevards (City of
Nanaimo, 2016a), heritage interpretive signage in Departure Bay, creating outdoor
parklets for restaurants (City of Nanaimo, 2015), the South End Community Food
Forest (Bush, 2016), to name a few. SECA has been a huge advocate for low-cost,
short-term projects in the past and has pushed for implementing various public
space and street improvements in SE, some of them involving traffic-calming
interventions on Haliburton Street and Nicol Street.
The traffic observations and survey indicated that driving is the primary
means of transportation within the neighbourhood. The inventory of street facilities
taken at each of the 5 locations within the study area reveals that while there are
traffic-calming measures currently in place, these locations stand to benefit from
spot interventions that will help in enhancing active transportation with the study
area. The traffic analysis revealed that the study area collects a considerable
volume of both vehicular and pedestrian traffic, but 75% of survey respondents
said the traffic-calming measures presently are not adequate, especially on
Haliburton Street. If tactical quick-build measures like sidewalks extensions,
temporary crosswalks, pop-up bike ups were to be implemented on Haliburton
Street to make it safer, the survey showed that walking and cycling would rise up
to 60% and 35% respectively (Figure 36).
The ‘quick-build’ spot improvements in repurposing Haliburton Street for
active transportation are suggested below as observed from the survey and traffic
analysis, which is expected to be addressed in the design.
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•

Sidewalk extensions: sidewalks should be made continuous to create a
safe environment for walking and cycling within the neighbourhood.

•

Temporary Crosswalks: the installation of creative temporary crosswalks
at intersections to alleviate road crossing safety issues, especially for
cyclists and pedestrians.

•

Curb Extensions

•

Intersection Repairs: existing intersections in the study area, receiving
high vehicular and foot traffic and are deduced to be unsafe, should be
transformed using colour surface treatments by painting murals which will
impact the visual perception of drivers, forcing vehicles to slow down while
approaching the neighbourhood intersections.

•

Integrating portable landscaping like planters on Haliburton Street as
barrier elements for walking, cycling or driving.
There was also a significant demand to reduce and slow down traffic by

lowering the speed limit for motorized vehicles within the study area and integrating
innovative street art along with traffic-calming measures to create a safer yet
vibrant space within the neighbourhood.
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Chapter 5.
Design Interventions for Haliburton Street
The above research and literature review support tactical urbanism as a
method to test out traffic-calming measures on Haliburton Street. This chapter will
show a few tactical interventions that the community can implement with the city’s
support as the first step in making the SE a traffic-calmed neighbourhood. The lowcost temporary measures suggested in the design fall under TU’s initial phases,
the demonstration and pilot project phase.

The section of Haliburton Street that falls within the study area runs for a
length of 1.5km; hence the entire repurposed stretch has been broken down into
three maps (Figure 63,64, and 65). The maps are an overview of the short-term
traffic-calming measures proposed at the locations explained in Chapter 4. A
detailed explanation of each map with a graphical representation of each
recommendation is provided for a more precise visualization of the study area’s
recommendations.

Among the 5 locations highlighted in Chapter 4.2, the Milton and Nicol
intersection (Location #5) was analyzed only to evaluate the traffic volume
received on the east end of the SE neighbourhood. Since various levels of
government would need to approve a demonstration project at this location, as it
is part of the provincial highway network, quick implementation of a pilot project
would surpass the typical time-frame laid out for the initial phase of any tactical
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street project. To address the high incoming volume of traffic from location #5
towards location #4 (Milton and Irwin intersection), an intervention at the MiltonHaliburton street intersection, which falls between location #4 and #5, has been
suggested as a calming measure for traffic heading east on Milton Street.

While the proposed temporary solutions are culled from the findings and
results from the survey and observation analyses, the two main primary trafficcalming measures that the survey indicated were sidewalk extensions and pop-up
bike lanes. Although the width of this 20m right-of-way has allocated 5.5m on either
side of the street for sidewalk and landscaping, the current infrastructure is set in
a way that does not permit much flexibility for a sidewalk extension. Additionally, a
more detailed community engagement needs to take place in order to implement
a pop-up bike lane since it was identified that many residents use the current street
space as on-parking as they may not have driveways.

Haliburton Street is a shared street with a signed bike route (City of
Nanaimo, n.d.) but does not have a designated bike lane. While street signs are
present indicating to vehicle users that this is a “shared street”, it is clear that due
to the lack of barrier separation between cyclists and vehicles, as revealed from
responses in the survey (Chapter 4.1.), there is a higher risk factor recognized.
Beyond the tactical urbanism solutions proposed at the five spots, the three
general interventions suggested throughout the study area are bike sharrows
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(Figure 62), SLOW street markings and marked on-street parking areas: A, C, D
and E, as shown in Figure 63 and 64.

Figure 62: Bike Sharrows
Source: McLaughlin, 2019

Additionally, to further support these proposed interventions, the study
area’s overall speed should be lowered from 50km/hr to 40 km/hr during ‘Phase 0’
of this pilot project.

Map 1 (Figure 63) displays two key quick-build interventions (I, II)
recommended for location #4 (Milton-Irwin Street intersection) and the MiltonHaliburton intersection and respectively, along with two marked on-street parking
locations (A).
Map 2 (Figure 64) below describes interventions III and IV for locations #3
and #2, respectively, along with 3 sets of marked on-street parking locations (C, D
and E).
Map 3 (Figure 65) below describes interventions V for location #1.
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Figure 63: Map 1 – Overview of Design Interventions (north half)
Source: Google Earth and the researcher
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Figure 64: Map 2 - Overview of Design Interventions (mid-section)
Source: Google Earth and the researcher
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Figure 65: Map 3 - Overview of Design Interventions (south half)
Source: Google Earth and the researcher
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5.1. Interventions for locations in Map 1
Map 1, as shown in Figure 66 below, consists of 2 locations, which fall on a
municipal truck route (City of Nanaimo, n.d.). It includes location #4 (Milton-Irwin
Street Section intersection) and Milton-Haliburton Street intersection. The
locations on this map were identified as key entry points into the neighbourhood
as a considerable number of vehicles were recorded heading east from the MiltonNicol street intersection (location #5) both on weekdays and weekends, as detailed
in Chapter 4.2.5.
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Figure 66: Map 1(a)- Detailed view of interventions I and II
Source: Google Earth and the Researcher
Artwork for Intervention II: Vecteezy, 2021
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5.1.1. #4 Milton and Irwin Intersection (Intervention I)
The Milton and Irwin Intersection is a T-intersection that receives a
significant amount of foot traffic because of Deverill Square Park. The allowed
vehicular speed on this section of Milton Street is 30 km/hr. Due to the lack of
continuous sidewalks here (Figure 67), a temporary crosswalk has been
recommended as a tactical intervention to link the only two paved sidewalks at this
location: the sidewalk on the south side of Milton street and the sidewalk on the
east side of Irwin street, as also seen in Figure 66. This is done to create a safe
connection for pedestrians using this route to get to other places within the SE
neighbourhood. This test intervention will have plastic bollards during the demo
and pilot phase of the project.

The second intervention at this location is SLOW stencil markings on the
east and west side of Milton Street, as illustrated in Figure 68. There is a STOP
sign present on the west side of this location. This sign has been placed as a
warning to vehicles to slow down and alert them of the crosswalk to make this
location safer.
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Figure 67: Current View of Location #4
Source: The researcher

Figure 68: Proposed Interventions at Location #4
Source: The researcher
Artwork for Intervention I: Vecteezy, 2021
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5.1.2. Milton - Haliburton Street Intersection (Intervention II)
The ‘signed bike’ route assigned to Milton Street diverges at this location,
where the bike route splits to travel north and south along Haliburton Street. As
explained in Chapter 4.2.5, the volume of traffic entering this part of the
neighbourhood from the Milton-Nicol street intersection is sizable. A contributing
factor for vehicular traffic is also because this passage has been classified as a
municipal truck route by the City of Nanaimo to access the industries present at
the east end of Milton Street. There are currently faded slotted lines present to
delineate the crosswalks at this 4-way intersection, with no pedestrian signal, as
seen in Figure 69.

Informed by street, sidewalk and traffic observations with survey responses,
the traffic calming intervention proposed at this location is an Intersection Repair.
As explained in the literature review in Chapter 2.4.3., intersection repair projects
not only serve as public space activation projects but function to reduce the
opportunity for conflict between pedestrians and vehicles. Using colour
interventions, this test project can break unimpeded sightlines that encourage fastmoving traffic. A ‘SLOW’ pavement stencil marking has also been proposed on the
section of Milton street as a warning for incoming traffic from Nicol Street (Figure
70).

154

Figure 70: Current View of the Milton-Haliburton Intersection
Source: Google Earth

Figure 69: Proposed Interventions in the Milton-Haliburton Intersection area
Source: Google Earth by the researcher
Artwork for Intervention II: Vecteezy, 2021
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5.2. Interventions for location in Map 2
The Needham and Haliburton Street intersection (location 3#) is the area enlarged in Map 2(a) (Figure 71).
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Figure 71: Map 2(a) – Detailed view of intervention III at Location #3
Source: Google Earth and the Researcher
Artwork for Intervention III: Vecteezy, 2021

The other intervention spot is the Robins and Haliburton Street intersection (location #2) seen in Map 2(b)
(Figure 72).

Figure 72: Map 2(b)- Detailed view of intervention IV at Location #2
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Source: Google Earth and the Researcher
Artwork for Intervention IV: Designed by the Researcher

5.2.1. #3 Haliburton & Needham St. Intersection (Intervention
III)
Acknowledged to be the future commercial core of this neighbourhood
according to SE’s neighbourhood plan, the Haliburton and Needham Street
interventions may be temporary, but if proven successful after testing and
evaluating the solution, permanent solutions can be thought about. This
intersection is reasonably wide for a neighbourhood intersection with slotted
crosswalks and STOP signs on all four sides at the location (Figure 73). The
Needham-Nicol intersection runs parallel on the western side of this location and
contributes to the significant bulk vehicular traffic. Haliburton Street is not a truck
route, but the traffic observations recorded large commercial trucks passing
through. Survey respondents also echoed safety concerns with regard to location,
highlighting that young kids frequently cross this street to go to and from Bayview
Elementary School.

An intersection repair and curb extensions are the tactical interventions
recommended at the location. While a colour intervention using a large mural is
suggested for the intersection, an extension of the existing curbs on the north-west
and south-west corner of this intersection has also been proposed to quickly
reduce vehicle turn speeds by visually narrowing the roadway (Figure 74). The
curb extension will be delineated with paint and defined by plastic bollards, as
depicted in Figure 74. SLOW pavement markings, bike sharrows and marked on-
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street parking spots (C & D) on the south-west side of Haliburton Street are also
recommended (Figure 71 and Figure 74).

Figure 73: Current View of the Haliburton-Needham Intersection
Source: The researcher

Figure 74: Proposed Intervention at Location #3
Source: The researcher
Artwork for Intervention III: Vecteezy, 2021
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5.2.2 #2 Haliburton & Robins St. Intersection (Intervention
IV)
Except for a local business on the south-west corner at this location, the
intersection is enclosed by single-family residences on all four sides. In contrast to
the other locations within this study area, there is no inbound traffic from Nicol
Street/ Trans-Canada Highway 1 as the west end of Robins street ends at a culde-sac. As observed by the researcher, it is at this location that the paved sidewalk
ends on Haliburton Street. There are no crosswalks present, and the current STOP
lines have almost faded out, which can be seen in Figure 75.

The temporary solutions recommended are a defined crosswalk and curb
extensions on all four corners of this intersection (Figure 76). Like at location #3,
this will increase pedestrian visibility by narrowing road width, which in turn tightens
the turning radii for vehicles requiring them to slow down. Plastic bollards will fence
the painted curb-extensions for the pilot project phase. By testing out this solution,
it can be evaluated whether a more permanent implementation of this measure
can benefit active transportation users.

As in previous locations within the study area, pavement markings like
SLOW and bike sharrows are present along with a designated on-street parking
spot (E), away from the intersection (Figure 72: Map 2(b)).
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Figure 75: Current View of the Haliburton-Needham Intersection
Source: The researcher

Figure 76: Proposed Intervention at Location #4
Source: The researcher; Artwork for Intervention IV: The researcher
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5.3. Interventions for Location #1 in Map 3

Figure 77: Map 3 - Detailed view of intervention V at Location #1
Source: Google Earth and the Researcher
Artwork for Intervention V: Designed by the Researcher

700 Haliburton Street is the location for interventions V proposed in Map 3
(Figure 77). This stretch of road serves both inbound and outbound traffic in the
South End neighbourhood. Woodhouse Street intersects Haliburton Street at this
location and is the only other accessway to the Snuneymuxw First Nation's
Reserve No.1. While this area serves as a municipal truck route, according to city
documents, it terminates at Woodhouse Street, but it was observed that trucks
travelled further north on the street. As explored in Chapter 4.2.1, this location is
exceptionally unsafe for active transportation users.
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Two primary quick-build interventions are recommended at this location:
one is defining the existing sidewalk by creating a separation between sidewalk
and road using planters or bollards. Additionally, although the sidewalk is raised,
the sidewalk's material is asphalt, so painting the curb at intervals is another
intervention suggested.

5.4. Material Palette Used
The materials palette for the temporary interventions proposed consists of
primarily surface treatments using water-based paint (wherever possible as it is
reliable and versatile in external environments) and cornstarch paint spray paint.
The barrier elements recommended are bollards as free-standing delineators at
various interventions. The bike sharrows and 'SLOW' are pavement markings
where spray chalk or paint can be used with the aid of a home-made stencil using
cardboard, or the City's already existing plastic sheeting or stencils, if available,
with their permission. The street art illustrated within the study area locations is
only a projection of how an intersection repair or temporary crosswalk would look
if a surface treatment were done. It is recommended that the City work with local
stakeholders like schools, community organizations, and business organizations
and collaborate with them to design and install decorative art surface treatments
as part of TU interventions. If SECA is to get funding support for this pilot project,
an alternate materials palette using planters as barrier elements and asphalt acrylic
paint for surface treatments can be considered to achieve a longer-term vibrancy
for the interventions.
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Chapter 6.
Conclusion
6.1. Next Steps
The design interventions suggested in Chapter 5 only account for ‘Phase 0’
of the tactical quick-build process. The creative strategies proposed are informed
from the data analyzed from the online survey and street and traffic observation
with the study. As noted in the research limitations in Chapter 3.4, the survey only
captured a few voices of residents in the SE neighbourhood. A more detailed
community engagement needs to happen with the community-at-large to gauge
community interest, and by reviewing from more engaged public input and
analysis, the effectiveness of implementing temporary projects at the selected
locations can be determined.

If this project is to be implemented, the type of materials used to test the
designs should be decided in advance to ensure easy removal of the project if it
begins to wear, and for which a maintenance plan should be considered. Along
with further community consultation, the City’s Engineering and Public Works
department should be consulted while planning for the implementation of the test
project to study the feasibility of traffic calming measures in the proposed locations.

Additionally, since only TU interventions specific to street safety have been
explored in this research, a more in-depth secondary document analysis of other
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relevant TU interventions can be researched and analysed. This can then be
compiled into a TU guidebook that can act as a resource for planners and TU
proponents in mid-sized cities like Nanaimo interested in engaging, prioritizing and
executing tactical urbanism projects within street space.

6.2. Summary
The conversation on tactical urbanism is essential for all areas of planning.
While it is known to challenge conventional planning standards, this methodology,
while unconventional, has proven to be an essential bridge between planners and
communities interested in designing and testing street projects first hand in the last
five years, as seen in the examples in Chapter 2. By creating a Neighbourhood
Grant Program or reallocating funding from existing grant programs, citizens have
an opportunity to take the lead on placemaking and spot improvements within
street space in their neighbourhoods on an ongoing basis. The widespread
adoption of TU across North American municipalities has shown planners that
more than the tactical, sometimes unsanctioned, aspect of this approach, it is the
lessons learned that would benefit cities to modify and achieve permanent
solutions in the future, which also helps them essentially save on large municipal
budgets. From the literature review and the interviews, a city planner's primary role
in the TU process would be to support and facilitate interested community groups
to take up such small-scale projects, ensuring they are low-risk and warranted,
while also acting as mediators between city officials and affected communities.
While Nanaimo is not new to tactical urbanism, the city stands to benefit from
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incorporating TU as an interactive engagement tool with their current planning
processes. The TU approach would fall under the collaborate and empower stages
of City’s current IAP2 public engagement framework. It is proven to increase citizen
interest and participation in creative placemaking and active transportation
projects, positively impacting the city-resident relationship.

Haliburton Street currently does not fully support safe walking and cycling
in the SE neighbourhood, as seen from the Walk Score maps (Figure 4) and
observation analysis for the road. People rely mainly on driving, where many
residents use driving as their transportation mode to travel short distances, as seen
from the survey. The survey respondents, interview participants, and traffic
observations and document analysis conducted all reveal that tactical urbanism
can be an effective engagement tool for designing creative, safe street solutions
in the neighbourhood. Residents showed great interest in the survey for various
tactical interventions like intersection repair, curb extensions, pop-bike lanes,
temporary crosswalks and more. The design intervention proposed is only 'Phase
0' in the TU process. TU interventions will be the first step towards creating a
repurposed Haliburton and Milton Street, resulting in active transportation for all
road users, including pedestrians, cyclists, kids on bicycles, transit users – in
essence, the 8-80 users, i.e., streets redesigned to accommodate the needs of an
8-year-old and an 80-year-old. The suggested TU project on Haliburton Street can
reach permanent implementation should further steps be taken to refine the design
interventions proposed and test the solutions on the street.
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Appendix A.
A.1. Survey Questions
I. General Questions
Your role in the South End Neighbourhood in Nanaimo, BC
1. Which age category best describes you?
o Under 19
o

19 - 24

o

25 - 34

o

35 - 54

o

55 - 74

o

75+

o

Prefer not to say

2. Are you a resident of South-End Neighbourhood?
o Yes
(If yes, proceed to Q.3)
o

No.

(If no, skip to Q.4)

o

Other: __________________

3. Does anyone in your household use a wheelchair or any other mobility device to
getaround the neighbourhood?
o Yes
o No
o Maybe/ Unsure
4.

Why do you visit Haliburton Street? * Please select all that apply
o

I visit local businesses

o

I live in the neighbourhood

o

I work in the area

o

I travel on Haliburton Street to get somewhere else

o

I don't visit Haliburton Street

o

Other: __________________

5. Why do you visit Milton Street? * Please select all that apply
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o I live in the neighbourhood
o I work in the area
o I travel on Milton Street to get somewhere else
o I rarely visit Milton Street
o I don't visit Milton Street
o Other: ________________

II. Current Modes of Travel
The following questions are about your current modes of travel within the study area.
6. How do you currently get around the study area? * Please select your most
commonly used mode of transport.
o Driving

[ Skip to Q. 9.2.]

o Walking

[ Skip to Q. 8.1.]

o Biking

[ Skip to Q. 9.1.]

o Public Transit (Bus)

[ Skip to Q. 8.2.]

o Other: ____________ [ Skip to Q. 8.2.]
7. How do you access businesses in the study area? * Please select your most
commonly used mode of transport
o Driving
o Walking
o Biking
o Public Transit (Bus)
o Other: _____________

III. Satisfaction Levels with Walking / Biking / Driving / Other
The following questions are about your current level of satisfaction with the street quality
for walking within the study area.

8. How satisfied are you with:
8.1. The overall walking environment in the study area,including sidewalks, road
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shoulder, curbs?
1

2

3

4

5
Very
Unsatisfied

Very
Satisfied

8.1.1. the pavement quality within the study area?
1

2

3

4

5
Very poor
pavement
quality

Very good
pavement
quality

8.2. The pavement quality of Haliburton Street in your neighbourhood?
1

2

3

4

5
Very
Unsatisfied

Very
Satisfied

8.2.1. How satisfied are you with the pavement quality of Milton St (between
Nicol St andIrwin St) in your neighbourhood?
1

2

3

4

5
Very
Unsatisfied

Very
Satisfied

9. How pleased or displeased are you with:
9.1. the overall biking environment in your neighbourhood, including bike lanes,
shared streets?
1

2

3

4

5
Extremely
displeased

Extremely
pleased

9.2. the overall driving environment in your neighbourhood?
1

2

3
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4

5

Extremely
displeased

Extremely
pleased

IV. Safety Concerns
The following questions are about your safety concerns within the study area.

10. How safe do you feel crossing intersections on Haliburton Street while walking,
biking or driving?
1

2

3

4

5

Very
unsafe

Very safe

11. What are your safety concerns when walking, biking/driving on Haliburton Street?
(*Please rank your level of concern for each option: 1- most concerned; 4= least
concerned)
1 (Most

3

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

Concerned)
Separation from
vehicular traffic
Poor Visibility of
Street Crossings
Lack of Street
Lighting
Personal Safety
from strangers

4 (Least

2

concerned)

Lack of traffic
signals at Street
crossings
Lack of
crosswalks
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12. What are some unlisted traffic safety concerns Haliburton Street faces? If there are
others, please specify.

V. Traffic Calming Measures
The following questions are about the current traffic calming measures within the study
area.

13. In your opinion, are there adequate traffic calming measures like crosswalks, traffic
signage, lane markings etc. already in place on Haliburton Street?
o Yes
o No
o I’m not sure

14. What are some traffic calming measures you would like to see implemented within
the study area? Please specify.
______________________________________

VI. Future of Haliburton Street
15. What principles do you recognise to be the most important for consideration in
reconfiguring Haliburton St? (*1 = most important; 4= least important)

1 (Least

2

3

important)
Designing flexible spaces for
pedestrian activity like transforming
a residential intersection into
interactive social gathering place

〇
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4 (Most
important)

〇

〇

〇

Adding opportunity for gathering
spaces

Incorporating landscaping and green
spaces
Pursuing traffic calming measures
like coloured crosswalks, lane
markings, street signage

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

16. In your opinion, which one form of mobility would you prefer to see prioritized if only
limited space is available for street reconfiguration?
o Walking/ Other Mobility users
o Bike/ Scooters
o Cars
17. If it was safer and more convenient, which form of mobility would you use more
often on this street?
o Walking/ Other Mobility users
o Bike/ Scooters
o Cars
VII. Street Facilities to be improved
18. If a temporary short-term intervention were to be implemented, which of the following
street facilities do you think should be improved or added on Haliburton St?

6
1(first
priority)

2

3

4

5

(last
priority)

Sidewalks

〇

〇

〇

〇

〇

〇

Crosswalks

〇

〇

〇

〇

〇

〇

Intersections

〇

〇

〇

〇

〇

〇

Bike Lanes

〇

〇

〇

〇

〇

〇
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Curb
Extensions
Roundabout

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

〇

VIII. Quick-Build Concepts
19. From the quick-build traffic calming ideas listed below, choose your TOP 3 choices
that you think are important and would like to see implemented in the study area.
*Select your Top 3 picks

Sidewalk Extension

Temporary Crosswalks

Pop-up Bike Lanes

Curb Extensions

183

Intersection Repair

Speed Humps

Roundabout

20. What additional comments do you have on such short-term interventions being
implemented to address traffic safety concerns within the study area?
________________________________________________________
IX. Additional Comments
21. Do you have any other comments?
______________________________________________________
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Appendix A.2. Survey Results

Q1 & 2 : Are you a resident of the South End neighbourhood?

No. of Respondents

Yes

No

10
9
8
7
6
5
4
3
2
1
0
Under 19

19-24

25-34

35-54

55-74

75+

Prefer not to
say

Age Category

Q4 & 5: Why do you visit Haliburton Street / Milton Street?
Please select all that apply
I don't visit this street
I often visit this street
I have friends who live on this Street
I walk my dog on this street
I work in the area
I visit local businesses
I travel on this street to get somewhere else
I live in the neighbourhood
0%

10%

20%

30%

40%

50%

60%

% of Respondents
Milton Street

Haliburton Street
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70%

80%

90%

Q6: How do you currently get
around the study area?

Q7: How do you access
businesses in the study
area?

5% 5%
5%

Driving
53%

37%

Walking
53%

Cycling

42%

Other

Walking
Driving
Other

Questions 8 and 9

Q: How pleased or displeased are you with the overall
driving/biking/walking environment in your neighbourhood?
No. of respondents

5

10
9
8
7
6
5
4
3
2
1
0

4
3
2
1
0

Walking

Biking

Driving

NO. OF RESPONDENTS

AVERAGE SATISFACTION SOCRE

Average score of satisfaction level

Other

Based on their selection for Question 6, respondents were directed to a subquestion/s (Questions 8 and 9) asking them to rate their level of satisfaction with
the street quality for driving, and street and pavement quality for walking, cycling,
public transit or others. These sub-questions used a 5-point satisfaction Likert
Scale to estimate the satisfaction level for pavement and street quality within the
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study area. The table below shows the average score of respondent’s satisfaction
levels.
The sub-questions were structured in the survey to accept responses as (1)
most satisfied to (5) greatly dissatisfied from the participant. However, for analysis
purposes, each satisfaction level response, inputted by a respondent, has been
assigned a numeric value, as explained in table below.

Level of Satisfaction
(Participant’s input)

Satisfaction Score
assigned

Most Satisfied (1)

5

Satisfaction Score
range

Satisfied (2)

4

Satisfaction
(> 3)

Neither Satisfied nor
dissatisfied (3)

3

Neutral Point of View

Dissatisfied (4)

2

Greatly dissatisfied (5)

1

Dissatisfaction
(< 3)

Table: Value assigned to each satisfaction level for question 8 & 9

The results, represented in figure below, is the average of satisfaction
scores received for each mode of travel. An average score of 3 out of 5 indicates
a neutral level of satisfaction, while a satisfaction score less than 3 indicates great
dissatisfaction, and a score more than 3 indicates great satisfaction for the overall
environment within the study area. Thus, the analysed data also maintains the form
of a Likert scale and, for this question, is averaged across 20 respondents to arrive
at a conclusion on the overall satisfaction level for each mode of travel.
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Q10: How safe do you feel crossing intersections on
Haliburton Street?
(1= very safe; 5= very unsafe)
Level of Safety

5
LEVEL OF
SAFETY 4
3
2
1
0

5

10

15

20

Question 11

AVERAGE SAFETY CONCERN SCORE

Q11: What are your safety concerns when walking,
biking/driving on Haliburton Street?
(1=least concerned; 4=most concerned)
Average score of safety concerns in the study area
4
3
2.95

2.84

Lack of
seperation from
vehicular traffic

Lack of
crosswalks

2.80

2.76

2

2.65

2.71

1
0
Personal safety Lack of traffic Poor visibility of Lack of Street
from strangers
signals at
Street
Lighting
Street
crossings
crossings

Question 11 was created to evaluate the overall level of concern that people in the
SE community feel while using Haliburton Street. The researcher used the same
scoring approach as in Question 8 & 9, but to gauge more specific non-neutral
response from participants, a 4-point Likert scale. The 4-point scale was used for
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these questions as it requires respondents to make a choice and minimizes the
“social desirability bias…by eliminating the mid-point” (Garland, 1991, p.69). The
total safety concern score is out of 4, and an average score of less than 2 indicates
less concern, whereas a score more than 2 indicates a high level of concern.
Question 12
What are some unlisted traffic safety concerns Haliburton Street faces? If
there are others, please specify.
• Parked cars that could "door" cyclists, being forced to share road with speeding
vehicles
• none
• No bike line, no side walk on 700 block, cars are speeding on haliburton street
• speed of traffic trucks and cars
• It is straight so vehicles speed. People exiting cars parked in the south bound
lane are unaware of the amount or speed of traffic travelling south. I've
witnessed a person get hit exiting their vehicle and squirrels, cats and dogs
killed in front of my home in the 600 block. Children and adults use the
sidewalks on their bikes, electric scooters etc and people at 4 way intersections
don't stop long enough or aniticipate the pedestrians creating many close call
situations. The Needham/Haliburton intersection is bound to see a school age
child killed by a speeding vehicle. There is an increasing number of young
families in the area and the daytime speeders are a real threat to their safety.
At night I fear for people's pets as the road becomes a speedway.
• Speed of vehicles on Haliburton St.
• Speeding cars; poor signage; no sidewalks for pedestrians.
• I am very unconcerned about my safety on Haliburton for the most part its Nicol
street that feels unsafe with very fast traffic
• Drivers who don't live on Haliburton AND drivers that live here are often
speeders.
• There is a lot of debris along the sidewalks, which affects walking
• Cars use both Haliburton and Irwin as a thoroughfare and go way too fast. Irwin
from Crace to Milton, then west up Milton and left of Haliburton.
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Q13: In your opinion, are there adequate traffic calming
measures like crosswalks, traffic signage, lane markings
etc. already in place on Haliburton Street?

10%

15%

Yes
No
I'm not sure

75%

Question 14
What are some traffic calming measures you would like to see implemented
within the study area? Please specify.
• It would be interesting to look into removing car parking to create bike lanes
• no
• Side walks, speed bumps (especially on 700 block, cars are coming very fast
when they come from the mill. They did a new road from the highway to the
mill, and cars are actually driving like on the highway when they enter the 700
block on haliburton.
• perhaps roundabouts
• Dedicated bike lanes...defined parking so people aren't parking on shoulders,
blocking viewpoints from intersections
• More speeding enforcement.
• Traffic circles with a First Nations theme at Needham and a historic theme at
Milton, flashing red lights at intersections, bright crosswalks, a designated bike
lane (its the Trans Canada trail), parking moved towards the sidewalks between
the beautiful cherry trees, signage sharing the history of the area, benches for
resting, signage forcing traffic to slow and landscaping along the green space
between the cherry trees...lose the grass
• Kids area, traffic from mill and since new light more speeders
• Crosswalks visibility, especially given close proximity to Hwy 19
• Speed limits; crosswalks; better signage.
• bike lane would be great!! Haliburton is used alot by cyclists
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• Bike lanes
• Crosswalk markings on every corner of Haliburton and Miltion. Narrow traffic
lanes. Bump outs. Proper bus stops.
• The part street on Prideaux St. between Victoria Rd and Hecate St. being to
narrow.
• Roundabouts at some intersections.
• I want painted crosswalks all 4 ways on Robins and Milton. It is a long way
between the two and there is only crosswalks at Needham.
• Roundabouts, speed bumps, more sidewalks where missing
Question 15

Pursuing traffic calming measures like
coloured crosswalks, lane markings etc.

3.45

Incorporating landscaping and green
spaces

3.40

Adding opportunity for gathering spaces

3.00

Designing flexible spaces for pedestrian
activity

2.70
0

1

2

3

4

LEVEL OF IMPORTANCE

Average score for the level of importance for each design principle

Question 15 was chosen to help the researcher identify some design
principles on which the repurposed Haliburton street’s design could be based. This
question asked participants to rank four design principles based on their perceived
level of importance. If a design principle receives an average score of less than 2,
then it is considered not so important, while if a design principle receives a score
of more than 2 out of 4, then that principle will be accounted as most important and
will be considered while redesigning the street.
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Question 16 & 17
Q16: In your opinion, which one form
of mobility would you prefer to see
prioritized if only limited space is
available for street reconfiguration?

Q17: If it was safer and more
convenient, which form of
mobility would you use more
often on this street?

Walking/
Other Mobility
Users

16%
26%

58%

5%

Walking

35%

Bike/
Scooter

60%

Bike/
Scooters

Cars
Cars

Question 18

Average score of priority level

No. of respondents

6
5
4

4.53

4.07

3.89

3

3.07

2.67

2

3.71

1
0
Sidewalks

Crosswalks Intersections

Bike Lanes

20
18
16
14
12
10
8
6
4
2
0

NO. OF RESPONDENTS

AVERAGE SOCRE OF PRIOIRTY LEVEL

Q18: If a temporary short-term intervention were to be implemented,
which of the following street facilities do you think should be
improved or added on Haliburton St?
(1= last prioirty; 5= first priority)

Curb
Roundabouts
extensions

Question 18 was composed to gauge people’s priority level about adding or
improving specific street facilities if tactical urbanism measures were to be used to
approach the redesign of Haliburton Street. A Ranking Scale was used in this case
as respondents were asked to rank street facilities from 1 to 6. The street facilities
listed were: sidewalks, crosswalks, intersections, bike lanes, curb extensions, and
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roundabouts. Similar to the analysis for previous Likert scale questions in this
survey, this Ranking Scale question also takes the average score of each street
facility, where if the priority level is more than 3, that facility would be considered
as a top priority for a short-term intervention. If a street facility has an average
score of less than 3, then that street facility would take on lesser precedence. Since
some respondents choose to answer this question selectively, not all options
received 20 votes requiring an average score to be calculated.
Question 19
Q19: From the quick-build traffic calming ideas listed below, choose
your TOP 3 choices that you think are important and would like to see
implemented in the study area.
Roundabouts

6

Speed Humps

8

Intersection Repairs

9

Curb Extensions

9

Pop-up Bike Lanes

10

Sidewalk Extensions

12

Temporary Crosswalks

6
0%

10%

20%

30%

40%

50%

60%

70%

80%

90%

100%

% of Respondents

While all questions in this survey took on a text-based form, Question 19 was
crafted as an Image Choice question to gauge respondents’ interest in seven types
of short-term interventions as a traffic-calming measure for redesigning Haliburton
Street by providing an image of the temporary intervention along with each option.
The images for the options acted as a visual aid for respondents where they had
to pick their top 3 essential choices.
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Question 20
What additional comments do you have on such short-term interventions
being implemented to address traffic safety concerns within the study
area?
• There may be opportunities to improve the lanes for cycling and walking as well
• more consideration for frail elderly, people with low vision, hard of hearing not
just those in wheelchairs
• More blinking pedestrian activated crossings
• All the suggestions above would calm traffic and make the place more secure
.Brigther lighting during the fall/ winter months would also be a big improvement
• Perhaps a picture painted on the street showing a child chasing a ball, or
shadow-painting of a barricade on the road, or photo-radar installed.
• As the area is experiencing a built of apartments/ condos, pedestrian safety
should come first.
• I would like to see the crosswalks become permanent.
• this is frustrating because on the whole Haliburton is doesn't really fell unsafe
with only two lanes of traffic and quite a few stops it doesn't feel too bad a bike
lane would be nice. However the traffic on Nicol is too fast and there are
definitely not enough crosswalks!!! On Haliburton as I said a bike lane and
some landscaping would be nice something that says someone cares!! maybe
some planters to separate the bike lane from the traffic?? like the have on
streets in Vancouver even just for a short section.
• Can I help?
• This can’t happen soon enough
• Street between Victoria Rd. and Hecate St. Being to narrow.
• One key concern is that Haliburton NB is a bus route which effectively
eliminates roundabouts as an option.
• Permanent crosswalks and single bike lanes
• Integrating landscaping would be great!
Question 21
Do you have any other comments?
• no
• Like I mentioned, 700 block is the online block with no side walks. Why?
• your survey seems to be tilted to a certain section of the population e.g. some
people cannot ride bikes, drive or afford a car, . Have you done any research
on the demographics of this area/the extended area. Who lives just outside this
area and would be affected by changes or not.
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• That consideration is given to potential unintended consequences on other
nearby streets from any interventions on Haliburton - e.g., more traffic on
parallel streets from drivers avoiding traffic calming or other changes.
• Thank you for doing this survey. Harewood area (5th and Bruce areas) sure
needs attention as well
• This area of Nanaimo is seeing an increasing number of young families and
retirees. Both groups locate to the area because all amentities are available on
foot or by bike. I bought on Haliburton because it is flat, has sidewalks and
lighting and is walking distance to groceries, medical, library, cafes etc. Initially I
biked everywhere but had too many close calls. I switched to walking but felt I
was unseen even with high vis gear on. I am now reduced to driving to a park
to get in a hike. I used to love walking to Port Place mall and the seawall but it
became too dangerous and its only getting worse.
• Please avoid more congestion with bike lanes, they inhibit too much. They can
and should use sidewalks as has been done for YEARS. Also please limit
structures or shelters that may promote more squatting and drug addicts to
come for. The south end already has the highest concentration of support for
drug addicts and homeless in Nanaimo and this affects the children in the area
in a huge way! Focus on green, facelifts, clean up, and traffic/parking. Thank
you for your energy and ideas and I hope you genuinely consider the proposed
affects on those who live in your proposed areas.
• Good luck. We're always concerned about fast traffic when backing out onto the
street. We always walk out onto Haliburton St. to 'escort' visitors when they
drive out of our driveway to ensure their safety from being hit by speeding
vehicles.
• Yes, will your study be sent to municipal Planning & Development? Good
survey!
• The city doesn't seem to understand that having partial sidewalks is the same
as having no sidewalks for pedestrians. The same goes for bicycle lanes. They
have to be continuous to be of any use. we have been exposed to alot of plans
for improvement in the southend we did our southend neighborhood plan, we
have done the TN reimagined plan and there is a transportation master plan as
well as the official community plan. However not much has changed. If you
have a limited budget what I could see for Haliburton street is something that
shows that people live here and care maybe some more fruit trees in the food
forest or sure a bike lane would be great.
• Street between Victoria Rd. and Hecate St. on Prideaux St. being to narrow.
• Looking forward to seeing more on the results of your work in the press.
• I am not a fan of temporary anything but prefer permanent long term solutions.
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Appendix B
Recruitment Emails
B.1. Recruitment Email to SE neighbourhood residents
for the survey
Dear Residents of SECA,
I am a student in the Master of Community Planning at Vancouver Island University (VIU).
My research is titled ‘Reconfiguring Streets for People: Quick-Builds using tactical
urbanism’. Quick-Build street projects are semi-permanent improvements, that can be
designed and constructed quickly using techniques that reassign spaces on streets using
paints and simple physical objects that can be cheaply purchased and quickly installed.
This research aims to apply ‘Living Street’ principles to the section of Haliburton St and
Milton St (east of Nicol St) in the South-End neighbourhood, in Nanaimo BC. The aim of
this study is to analyse the safety issues these streets face which could be quickly solved
by a low-cost quick-build approach. Living Streets advocates that streets should be
designed to be safe for everyone: people who walk, bicycle, take transit or drive, and
people of all ages and abilities. My hope is that my research and design will contribute to
a livelier yet safer street in the identified study area for every street user, from cyclists and
skateboarders to pedestrians and car drivers.
I would like to invite you to participate in this online survey. The data to be collected in the
survey include: (1) General questions about the participant; (2) Your current level of
satisfaction with the street quality and safety in the identified study area; (3) Your views
on the future of the identified streets if quick temporary measures were to be implemented,
and (4) Your views on certain short-term quick-build solutions for the study area
You can fill out the survey online at https://forms.gle/6F9k9cXK3Jx1LHHv7
The survey will take approximately 10 minutes to complete and is totally anonymous and
confidential. The survey will be kept open until 11:59 PM, November 30th, 2020.
Please kindly share this email with your friends and neighbours in the South-End
neighbourhood. I appreciate your participation in improving Haliburton St and Milton St to
make it safer and enjoyable for everyone.
Yours Sincerely,
Neethu Syam
Master of Community Planning Student | Vancouver Island University
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B.2. Interview Recruitment Email
Good Morning __________,
My name is Neethu Syam and I’m a Master of Community Planning student at
Vancouver Island University (VIU) in Nanaimo, Canada.
I am currently working on my final graduate project ‘Reconfiguring Streets for People:
Quick-Builds using tactical urbanism’ where I will be examining the role planners play
with respect to ‘quick-build’ tactical projects in Nanaimo. My goal is to produce a QuickBuilds Toolkit, specifically for small to mid-sized communities, listing out various
successful examples and steps on how planners can collaboratively participate in and
support tactical projects (e.g. policies that support more citizens to lead community
initiatives, streamlining permitting processes, and spearheading temporary planning and
design projects).
For this project, I will be interviewing planning professionals, neighbourhood association
executives, as well as city officials who have been involved in quick-build projects to get
a better understanding of how planners can collaborate and work with citizens and local
organizations on tactical projects and the potential challenges that arise.
I am interested in interviewing you for this project to better understand your insight on
this topic and your view on the role planners currently play or could potentially play in
such short-term tactical projects in Nanaimo. The interview will not take more than 45
minutes and can be scheduled to happen via Zoom or telephone, whichever is more
convenient for you.
Your participation is completely voluntary. You may withdraw from the study at any time,
for any reason, and without explanation. If you choose to withdraw from the study, all
information you provide during the interview will be withdrawn from the study and
destroyed.
Attached with this email is an Interview Consent Form for the research, which I kindly
request you to fill out, sign and email back to me.
There is also an interview guide with a list of interview questions for you to look over
ahead of time.
If you have any questions or comments about this project, you can contact me at the
information listed below or my project supervisor, Don Alexander,
at Don.Alexander@viu.ca
I look forward to hearing from you.
Sincerely,
Neethu Syam
Master of Community Planning Candidate (2021)
Vancouver Island University
neethumays@gmail.com
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B.3. Request Email to SECA Executive for distribution of
survey recruitment email on behalf of the Principal
Investigator
Dear Mr./Ms.____________,
Following our last conversation, I have completed the observational analysis for Haliburton
Street and Milton Street in your neighbourhood. As next steps in my study, I kindly request
you send out the Survey Recruitment Email (see ‘Recruitment Email to Residents’ below)
on my behalf to residents in your neighbourhood association’s membership list. The
recruitment email includes information regarding the research study and the hyperlink to
the online survey and consent form which will be filled out by the residents. This will be an
anonymous survey where no personally identifiable data of any resident will be collected.
In your email to the residents, I would also request you to mention that the survey is open
until 11:59 PM, November 30th, 2020.
Additionally, as I have already conducted an interview with you, I would ask that you not
additionally fill out the online survey.
Please do let me now if you need any further clarifications with regard to these requests,
and I will be happy to provide you with answers.
Thank you once again for your interest and continued support for this research study.
Thanks,
Neethu Syam
__________________
Dear Residents of SECA,
I am a student in the Master of Community Planning at Vancouver Island University (VIU).
My research is titled ‘Reconfiguring Streets for People: Quick-Builds using tactical
urbanism’. Quick-Build street projects are semi-permanent improvements, that can be
designed and constructed quickly using techniques that reassign spaces on streets using
paints and simple physical objects that can be cheaply purchased and quickly installed.
This research aims to apply ‘Living Street’ principles to the section of Haliburton St and
Milton St (east of Nicol St) in the South-End neighbourhood, in Nanaimo BC. The aim of
this study is to analyse the safety issues these streets face which could be quickly solved
by a low-cost quick-build approach. Living Streets advocates that streets should be
designed to be safe for everyone: people who walk, bicycle, take transit or drive, and
people of all ages and abilities. My hope is that my research and design will contribute to
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a livelier yet safer street in the identified study area for every street user, from cyclists and
skateboarders to pedestrians and car drivers.
I would like to invite you to participate in this online survey. The data to be collected in the
survey include: (1) General questions about the participant; (2) Your current level of
satisfaction with the street quality and safety in the identified study area; (3) Your views
on the future of the identified streets if quick temporary measures were to be implemented,
and (4) Your views on certain short-term quick-build solutions for the study area
You can fill out the survey online at https://forms.gle/6F9k9cXK3Jx1LHHv7
The survey will take approximately 10 minutes to complete and is totally anonymous and
confidential. The survey will be kept open until 11:59 PM, November 30th, 2020.
Please kindly share this email with your friends and neighbours in the South-End
neighbourhood. I appreciate your participation in improving Haliburton St and Milton St to
make it safer and enjoyable for everyone.

Yours Sincerely,
Neethu Syam
Master of Community Planning Student
Vancouver Island University
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Appendix C
Consent Forms
C.1. Survey Consent Form
Welcome to my Survey!
Thank you for your interest in participating.
This is an anonymous survey being done as part of my research for my Masters of
Community Planning program. The purpose of this survey is to analyse safety issues
that Haliburton Street and a section of Milton Street (East of Nicol Street) faces which
could be solved by a low-cost, quick-build approach. This survey takes between 10 to
15 minutes to complete. No personal information is collected.
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C.2. Interview Consent Form

Reconfiguring Streets for People: Quick-Builds using tactical urbanism

Principal Investigator
Neethu Merin Syam, Student
Master of Community Planning
Vancouver Island University
neethumays@gmail.com

Student Supervisor
Don Alexander, PhD, MCIP, RPP
Department of Geography/ Master of
Community Planning Program
Vancouver Island University
Don.Alexander@viu.ca

I am a student in the Master of Community Planning Program at Vancouver Island
University (VIU). My research, entitled “Reconfiguring Streets for People: Quick-Builds
using tactical urbanism,” aims to understand the role community planners play with respect
to ‘quick-build’ tactical urbanism projects in Nanaimo (both those that are publicly
sanctioned and those that are not). Thank you for your interest in this study.
I am interviewing three different types of actors (community planners, neighbourhood
association executives and city officials) to understand where tactical projects are
currently being performed and the role of planners in that process. I hope to understand
the role planners play with respect to ‘quick-build’ tactical urbanism projects in Nanaimo,
both those that are sanctioned and those that are not.
From this information, my goal is to produce a ‘Quick-Builds Toolkit, specifically focused
on smaller communities, that offers various successful examples and tools that allow
planners to take advantage of temporary and tactical projects like intersection repair,
pavement to plazas, temporary crosswalks etc. to improve physical spaces in the cities
and to collaboratively work with communities in the process of city building. Your
participation will help create a better understanding of how planners work with citizens and
organisations on these tactical projects and potential challenges that arise.
As part of our interview, I will ask you a few questions about tactical projects you have
been involved in / supported and how it went. I will also ask you questions on the role of
community planners played in this process and how such projects can involve the
collaboration between the City and citizens, through a participatory planning approach.
The interview will take less than 1 hour. You are under no obligation to participate, and
you are free to not answer any question, or to end the interview completely, at any time
and without giving any reason. In addition, you may withdraw your consent from this study
and withdraw all or part of your response data if you so wish. Withdrawal of information
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would not be possible after 30 days from when the interview transcript has been sent to
you.
Risks:
The information collected during the interview is not likely to be controversial, and thus the
research poses only a small risk of harm to participants. Depending on the information you
provide, and whether you choose to participate anonymously, there is a possibility that the
information you provide can cause you to be at risk of being indirectly identifiable
(particularly if you are being associated with the city or a neighbourhood association). To
mitigate this risk, you will be provided a copy of the transcript and invited to make changes
to the transcript that you see fit (e.g. if you would like to withdraw a particular statement
that you made during an interview that could put you at risk). The focus of the interview
will be to emphasize positive lessons i.e. the desirability of good communication and
collaboration between planners and community members.
The interview will be scheduled to take place via Zoom, Skype or phone. If you choose to
have the interview via Zoom, the data will be stored on Zoom servers respectively, located
outside of Canada, and thus is subject to the data privacy policies of Zoom and foreign
legislation. For information on Zoom’s privacy policy, see https://zoom.us/privacy. If you
choose to have the interview via Skype, the data will be stored on Microsoft servers,
located outside of Canada, and thus is subject to the data privacy policies of Microsoft and
foreign
legislation.
For
information
on
Skype’s
privacy
policy,
see http://www.skype.com/go/privacy.
After the interview, the interview transcripts will be sent, at your request, and received via
the Principal Investigators Gmail account. Gmail stores data on Google’s servers located
outside of Canada, so data you provide will not be protected by Canadian privacy
legislation, and may be accessed by foreign government/s in accordance with its/their
laws. For information on Google’s Privacy Policy, see https://policies.google.com/privacy
Management and Use of Research Information:
If you choose to participate anonymously, all records of your participation will be
confidential. Only my supervisor and I will have access to information in which you are
identified. With your permission, the interview would be audio recorded and later
transcribed into writing. At your request, you will be provided a copy of the transcript and
invited to make whatever changes to the transcript as you wish (e.g. if you would like to
withdraw a particular statement you made during an interview). Electronic data will be
stored on a password-protected computer. Signed consent forms and paper copies of
interview transcripts will be stored in a locked file cabinet in my home. Data will be deleted
at the end of the project, approximately May 31st, 2022.
The information obtained from this interview will be used for my student research project
through the Master of Community Planning Program at Vancouver Island University. The
project will be presented as a Toolkit, and will also be published in my Master’s Thesis
with the potential for the research to be published in peer-reviewed journals and may be
used for policy briefs, public presentations, and conference publications.
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Participation and withdrawal
Your participation is completely voluntary. You may withdraw from the study at any time,
for any reason, and without explanation. If you would like to review and potentially make
changes to the transcript of the interview, you may withdraw your participation up to 30
days from the time of being provided a copy of the transcript. If you decline to review the
transcript, you may withdraw up to 30 days from the date of our interview. If you choose
to withdraw from the study, all information provided during the interview would be
withdrawn from the study and destroyed.
I HAVE READ AND UNDERSTAND THE INFORMATION PROVIDED ABOVE, AND
HEREBY CONSENT TO PARTICIPATE IN AN INTERVIEW UNDER THE FOLLOWING
CONDITIONS:

I consent to the interview being recorded.

Yes

No

I consent to having my personal identity disclosed in the
products of the research. (if you do not wish to be identified, a
coding key will be used, e.g. Participant #4);

Yes

No

I consent to being quoted in the products of the research

Yes

No

I consent to being associated with an organization, such as a
city or neighbourhood association or an organization, in the
products of the research.

Yes

No

Participant Name _____________________ Participant Signature ________________
I, NEETHU MERIN SYAM, PROMISE TO ADHERE TO THE PROCEDURES
DESCRIBED IN THIS CONSENT FORM.
Principal Investigator Signature ________________

Date _______________

If you have any concerns about your treatment as a research participant in this study,
please contact the VIU Research Ethics Board by telephone at 250-740-6631 or by
email at reb@viu.ca.
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Appendix D: Interview Guide
Research Title: Reconfiguring Streets for People: Quick Builds using Tactical Urbanism
Interview Schedule
Participant Name: ________________________
Informed Consent done: Yes _____
No ______
Date and Time: _______________
Research Questions:
(i)

How can more cities in Canada adopt ‘Tactical Urbanism’ approaches within their
planning processes?

(ii)

What are the current processes for the implementation of quick-build projects?

(iii)

What can the City of Nanaimo do to facilitate community groups/associations taking
up and using this form of intervention more?

(iv)

How can the city internalise processes that make it easier for planners to do QuickBuild projects?

Key Topics:
•
•
•

Role of planners in Quick Builds Tactical Projects
Existing municipal policies that enable or prohibit tactical projects
Changes to current policies or procedures that would support quick-build tactical
projects led by citizens and organisations.

Intro: I am researching Quick- Build tactical projects (low-cost temporary interventions
which are currently mainly led by citizens and organsations) and the current role planners
play with respect to these tactical projects and the potential challenges they may
encounter while engaging in such projects (both sanctioned and those that are not). With
this information, I hope to eventually create a Toolkit that offers a summary of tools to
planners to take advantage of temporary and tactical projects and collaborate with citizens
and associations in the process of City Building.

General Questions for all Participants:
•

Have you participated in any tactical (guerilla) urbanism projects?
o If so, what was your role in the project?
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o
o
•

How many people were involved?
What inspired the project?

If not, what are your views on tactical urbanism or low-cost short-term intervention
projects?

Questions for Community groups/ Neighbourhood Associations:
•

Did you research any official means by which you could proceed with a tactical
project (e.g. Municipal bylaws or permit requirements, any specific community
programs, approaching municipal officials/planners)?
o If yes, did you receive any useful information or support for the project?
o If not, was there a particular reason for not researching more additional
official avenues for the project?

•

Did you experience any barriers with respect to completing this tactical project
(institutional/policy, financial, personal)?
o How did you address these barriers?

•

Did you complete your project with support from official channels (financial,
administrative)?
o If yes, did you find this collaboration helpful?

•

What was the role of planners (if any) in your project?

•

Do you feel there are any policies or actions from official/planners that would have
improved your ability to complete the project or impacted the success of your
project?

Questions for Community Planners/ Officials:
•

Are there any existing municipal policies that could enable the implementation of
a tactical project?

•

What existing municipal policies are a barrier to completing such projects?
o What changes to current policies do you think should be prioritized to
support tactical projects?

•

What could be some in place measures to ensure low-risk, safe outcomes with
such tactical projects?
o In what way will you achieve this?

•

Did you consider how the project could achieve broader public acceptance?
o In what way did you consider this?
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•

How could you involve citizen/community associations/ other organizational actors
in such projects (why or why not)?

•

What do you feel the role of planners should be with respect to tactical projects?
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Appendix E
Traffic Observation Data Charts
E.1. 700 Haliburton Street

208

209

210

E.2. Haliburton and Robins Street Intersection
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E.3. Haliburton and Needham Street Intersection
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E.4. Milton and Irwin Street Intersection
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E.5. Milton and Nicol Street Intersection
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