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EXECUTIVE SUMMARY 

Princess Street has many of the characteristics of a typical north-American main street. 

However, while many main streets and urban centers have lost their vitality in the past few 

decades as a result of suburbanization, this Kingston trademark has maintained an intense 

public life and a strong identity in its community. It is not clear how Princess Street compares to 

other popular vibrant pedestrian corridors. Various opinions stemming from specialty literature 

provide a range of definitions or particular principles attached to the concept of ‘great streets’, 

although this theoretical model remains to be defined.  

Are the vitality and environment of lower Princess Street qualifying it as a ‘great street’? 

What are the parameters and principles associated in literature with good urban 

thoroughfares? How does Princess Street compare with these theoretical benchmarks? 

Which streetscape aspects could be improved, based on such a comparative 

assessment, along Princess Street? 

Guided by these questions, this study evaluated the downtown portion of Princess St. from the 

perspective of the ‘great street’ model, outlining those characteristics of the street that contribute 

to its pedestrian appeal, and those that can be improved. It also provided a better understanding 

of the character and unseen dynamics of this street, looking into the current policy guiding its 

transformation, as well as its ‘social life’. 

RESEARCH METHODOLOGY AND EVALUATION FRAMEWORK 

The study focused on the downtown part of Princess Street, between the intersection with 

Ontario Street and Barrie Street, for an approximate length of 910 meters, encompassing 7 

blocks. The methods that were employed to assess the pedestrian environment of Princess 

Street consisted of a literature review, direct observations, map consultations, photographs, and 

a review of policy related documents.  

Drawing from the literature on ‘great streets’, an evaluative framework was established to 

assess the street life and the quality of the pedestrian environment along Princess Street. Within 

this framework, two different categories of evaluation criteria were identified to address each of 

these aspects. The second set of criteria pertaining to the street environment was also used in 

evaluating current policy and regulatory documents concerning the street. The street life 

observations consisted mainly of counts of pedestrians and counts of people engaged in 

stationary (optional) activities. 



      

The evaluation of the street environment quality involved observing street attributes relating to 

‘protection’, ‘comfort’, and ‘delight’.  

Key map and outline of the study area and street blocks along Princess Street 

 

DATA ANALYSIS 

The street life observations and pedestrian environment observations provided data about the 

pedestrian activity and the physical quality of each block in the study area. The data analysis 

permitted an overall evaluation of the vitality of the street and of the types of activities people 

engaged in within, on each block, during a weekday or a weekend day. Further information from 

the street environment assessment allowed for a qualitative evaluation of its pedestrian 

environment and provided a physical environment profile for each block.  

Cross referencing data from each category of observation (i.e. physical activity and physical 

environment) in reference to each block permitted inferential observations regarding the 

relationship between the quality of the environment and its vitality. Finally, the evaluation of 

regulatory policy concerning Princess Street outlined existing guidelines supporting qualitative 

measures in concern to its current and future pedestrian environment.  

 



      

 Table showing a summary of street life and street environment observations. 
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CONCLUSIONS AND RECOMMENDATIONS 

Observations of pedestrian activity and traffic within the study area suggest that Princess Street 

is a popular destination, even in the colder season, based on the numbers of walking 

pedestrians and of people engaged in optional activities. Approximately double counts related to 

street life during the weekend observations appeared to consolidate the role of Princess Street 

as a preferred destination for social life. Other observations during the Santa Claus Parade 

provided further evidence of the street as an established community gathering place, as well, 

capable of supporting intense social events.  

However, records showed that a small percentage of activities extended beyond 5 minutes. 

Some street blocks, in particular Block 1 and 7 appeared to be less energetic than others, most 

likely due to a lower number of destinations within or beyond them. The devitalization of these 

segments on each end of the study area suggests a slight fragmentation of the street from its 

context and outlines opportunities for improvement and integration of this thoroughfare in the 

downtown area. The existing policy framework supports integrative strategies in the area, 

promising positive future streetscape changes. 

In regard to the quality of the pedestrian environment along Princess Street, the study outlined a 

number of positive aspects: consistent mixed-use character, provision of ‘soft-edge’ visibility and 

pedestrian interest, formal diversity including niches and awnings for bad weather protection, 

good pedestrian and street-oriented lighting, consistent use of sidewalk extensions for traffic 



      

protection, occasional interim passageways for pedestrian access, universal accessibility, layout 

clarity, opportunities to stand or wait, some opportunities to sit along some blocks, including 

café/restaurant terraces in a few cases, and a relative aesthetic consistency based on heritage 

architecture throughout the study area offering significant visual interest. More particular criteria, 

related to pedestrian delight are addressed by the street’s appropriate proportion and scale and 

the visual and cultural resources represented by the built environment.  

A number of less favorable aspects were remarked on as well, as they pertain to the street’s 

pedestrian environment: gaps in the physical frontage of the streets, traffic intensity, poor wind 

protection, narrow sidewalk widths on many segments - often reduced by a variety of 

obstructions, long blocks, and few landmarks.  Formal sitting opportunities are missing along 

most blocks, while socially stimulating sitting choices (i.e. ‘talkscapes’) are poorly provided for. 

Other observations remarked on impeded views, across and along the street, aesthetic conflicts 

between historic and some modern buildings, the lack of opportunities for play or exercise, as 

well as the lack of natural elements or public art in the street.  

Recommendations were made in regard to better opportunities for stationary and social 

activities, for better legibility, improved aesthetic and cultural dimensions of the street, as well as 

an increase in the available pedestrian linkages beyond the street exclusive space: 

Recommendation One: Offer better opportunities for stationary activities and improve overall 

safety on all blocks, by restructuring curb extension space, integrating appropriate sitting areas, 

and encouraging late-hours land-uses. 

Recommendation Two: Improve street legibility by providing landmark features or 

accentuating existing circulation nodes, and improving views along and across the street.  

Recommendation Three: Improve aesthetic quality of the street by supporting consistent 

architectural expression, integrating natural elements and public art.  

Recommendation Four: Increase pedestrian route network by encouraging the rehabilitation of 

existing mid-block passageways and the revitalization of internal courtyards. 

Recommendation Five: Consider the improvement of safety due to traffic and criminality by 

potentially rerouting traffic and increasing visibility and maintenance along the street. 
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1. INTRODUCTION 

This study aims to explore relevant literature and theory defining attributes or principles 

contributing to what is often referred to as a ‘great street’, and to assess one of the iconic 

streets of Kingston, Ontario, from this perspective.  

The literature and ideas focusing on optimal street design often reference models in the 

European context, drawing examples from their ability to enable and sustain social life (Lynch, 

1981; Gehl, 1987; Jacobs, 1961; Jacobs, 1993). According to Jacobs (1993), there is ‘magic’ to 

great streets: they attract pedestrians for reasons beyond the utilitarian; they cater to the theatre 

of public life, allowing for both anonymous and direct participation and providing unexpected 

entertainment; they are democratic, being open to all; they are also repositories of the 

community’s past and present history and identity.  

Cities in the North-American context, with a built environment prominently focused on 

automobile circulation, are currently struggling to re-define their streets and restore or improve 

their walkability. The knowledge and understanding of principles contributing to the making of a 

‘great street’ are often employed in the re-design or improvement of local streets; they can offer 

a primary framework for planners and designers committed to re-introduce social life in these 

essential urban spaces. From this perspective, a better understanding of the particularities of a 

typical north-American main street in contrast to those optimal parameters used to characterize 

high quality pedestrian streets in general, may be a significant contribution.  

Downtown Princess St., in the core of the historic and commercial district of Kingston, Ontario, 

is perhaps one of the liveliest streets in the city, with high numbers of pedestrians walking along 

its length – it is, in other words, a unique main street. It appears to provide focus and identity to 

the larger community, in the same way that emblematic European streets or other American 

Main Streets usually do for their context.  

Princess Street is an integral part of downtown Kingston, forming a retail corridor throughout this 

area, with Queen Street and Brock Street functioning as service lanes behind it. It is Kingston’s 

main commercial artery, extending beyond the historic district to the western limit of the city. 

The downtown part of the street, which will be the main focus of this study, historically and 

presently functions as a prime location for major businesses and office buildings (City of 

Kingston, 2004). The downtown section of Princess Street offers a balanced and diversified 
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land-use mix, entailing commercial space, restaurants, hotels, food retails, as well as other 

services. It is also a regional tourist attraction, due to its significant architectural patrimony. 

Currently the street and the contextual historic district are subject to a Downtown Action Plan 

(City of Kingston, 2004), which aims to guide the renewal of infrastructure and public open 

space within the city core. The plan looks to mend and rebuild this area within a comprehensive 

strategy, trying to improve and better integrate various streetscapes, parks, and the waterfront 

in the context. Consequently, the public space along downtown Princess Street has been partly 

renewed, and other sections are scheduled for construction throughout 2013-2014, likely 

changing the future environment of the street.  

1.2 RESEARCH QUESTIONS 

Princess Street has many of the characteristics of a typical north-American main street. 

However, while many main streets and urban centers have lost their vitality in the past few 

decades as a result of suburbanization, this Kingston trademark has maintained an intense 

public life and a strong identity in its community. It is not clear how Princess Street compares to 

other popular vibrant pedestrian corridors. Various opinions stemming from specialty literature 

provide a range of definitions or particular principles attached to the concept of ‘great streets’, 

although this theoretical model remains to be defined. Refining this typology and questioning the 

pedestrian environment of Princess Street from its perspective could provide important insights 

regarding the performance of this street. Such an analysis would also benefit current and future 

main-street revitalization research and projects throughout the north-American context.  

Are the vitality and environment of lower Princess Street qualifying it as a ‘great street’? What 

are the parameters and principles associated in literature with good urban thoroughfares? How 

does Princess Street compare with these theoretical benchmarks? Which streetscape aspects 

could be improved, based on such a comparative assessment, along Princess Street? 

Guided by these questions, this study evaluated the downtown portion of Princess St. from the 

perspective of the ‘great street’ model, outlining those characteristics of the street that contribute 

to its pedestrian appeal, and those that can be improved. It also provided a better understanding 

of the character and unseen dynamics of this street, looking into the current policy guiding its 

transformation, as well as its ‘social life’. 
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The study focused on the length of Princess St. between Barrie St. and Ontario St., in the City 

of Kingston, ON (APPENDIX A). It evaluated its pedestrian physical environment on two levels 

(physical and social environment), assessing its presence as a ‘great street’ and considering 

opportunities for its improvement. It also studied current urban policy and regulations governing 

of the street, to contribute to the overall understanding of its actual and future profile as a ‘great 

street’. Is the current regulatory framework employed in its transformation leading it towards that 

model? 
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2. LITERATURE REVIEW 

This chapter outlines the theoretical ground supporting this study. The first part briefly analyses 

the traditional and contemporary roles and functions of streets, while the last two focus on 

salient literature regarding ideal parameters for street life and pedestrian environments. These 

parameters have subsequently served to establish the study’s assessment framework for the 

evaluation of Princess Street’s street life and pedestrian environment. They were also used as a 

reference for recommendations, later in the study.  

2.1 BACKGROUND - A BRIEF HISTORICAL ANALYSIS OF THE ROLES AND FUNCTIONS OF 

STREETS 

Streets – the fundamental components of the urban fabric - are currently the focus of a number 

of discussions regarding our cities’ physical environments and their effect on health, lifestyle 

quality, or infrastructural problems. While each discipline is focusing on different dimensions of 

the street, its place in the urban social life is recognized by all. The physical representation and 

the social significance of streets have changed through time, leading to the (often) devitalized 

thoroughfares of today, dominated by automobile traffic. However, urban planners are 

demonstrating an interest to invest in these public spaces, trying to bring them again at the 

center of community life.  

Issues related to walkability, pedestrian environments and street life have recently taken a 

prominent place in disciplines related to urban planning, public health, transportation, and urban 

geography, as the negative effects of indiscriminate urban growth in the past few decades have 

become evident. Studies and critiques preoccupied with this change have looked back at the 

history of urban settlements, trying to understand the underlying rationale guiding their 

transformation and to find the old-world formula for re-creating the lost balance between the 

social element and the built one (Muller, 2004; Marchetti, 1994). Central to this quest has been 

the topic of the urban street, an interstitial tissue holding together and connecting the built 

environment, neutral and ideally accessible to all – the primary public space of a city.  

Inherently, each discipline has somewhat different interests in the street: transportation planning 

and traffic engineering look at flow capacity for moving people within the urban street networks 

efficiently; urban planning and urban design are interested in organizing the built environment 

while providing for both functional and recreational uses within the open spaces of the city; while 
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public health professionals are interested in promoting physical activity and consequently 

making destinations within cities accessible by foot or bicycle, through functional street corridors 

(Hutabarat Lo, 2009; Cerin et al., 2006). By common agreement, however, streets are 

recognized by many as the essential receptacle and generator of public life – a city’s lifeline 

(Jacobs, 1961; Cooper Marcus, C., & Francis, C., 1998).  Mumford (1989) remarked on the 

unique capacity of the city, as form of human settlement, to foster social life through the simple 

presence of its public realm.  

The symbolism of this space – the public realm – carried on this connotation since its incipient 

form as Greek agora, a place for dialogue (‘palaver’) and goods exchange, and later one for 

political participation, educational dialogue and sports activities. In time public space 

accumulated a larger array of functions, and lost others, becoming the most important space in 

the city (Mumford, 1989). The organic fluidity of streets was replaced by order during the Roman 

times, losing at the same time the democratic connotation and becoming more of a space of 

spectacle, formal and monumental. In medieval times this representational function receded, the 

street becoming more intertwined with the life of the community and being reborn as a place for 

economic trade, sharing of information, a stage for guilds’ performing plays, and gathering 

space for religious devotion.  

Later, trends like those generated by the Renaissance and the Baroque periods (approx 14th to 

18th century) revisited the representational capabilities of the street, reinvesting it with aesthetic 

value (Mumford, 1989). At this time city space gained geometric clarity, straight orientation and 

studied perspectives. Besides gaining a new sense of formality and lively narrative, the streets 

were also readjusted to accommodate faster mobility. They became boulevards and avenues, 

places of promenade and recreation for the middle and upper classes, changing the scale and 

significance of the public realm and the location and connotation of social life (Rapoport, 1977). 

If the pre-industrial and industrial periods have reversed this reverence for the representational 

value of the street, turning it into a utilitarian, sordid space, the public oriented measures of the 

late 19th and early 20th tried to hygienically refurbish the city (Mumford, 1989). It is due to these 

measures that the concept of a street, as we understand it today, is associated with proper 

pavement, lighting and sewer systems, or even with the connotation of promenading grounds, 

or else, re-associated with the notion of the public good.  
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Relatively recent contemporary changes in the urban environment, due to increasing sprawl and 

automobile dependency, led to a devaluation of the typical pedestrian thoroughfare in favor of 

car-centric roads. Consequently, in terms of street symbolism, the current street format lost 

much of its connotation as ‘shared space’, memory space, participatory space, or educational 

space (Lofland, 1989; Cooper Marcus & Francis, 1998; Brill, 2001). However, new activity 

patterns related to a changing society and its discretionary leisure time, as remarked by Gehl 

(1989), have recently prompted renewed efforts in recapturing social life, and in reinvesting 

public space with some of its old functions and uses. Streets are being reclaimed again as 

public spaces for the public.  

A number of official plans and detailed downtown revitalization plans show visible interest from 

urban planners to invest in our cities’ streets. Finding out the basic determinants of a good 

pedestrian environment, or a ‘great street’, is an important part of this process. The overall 

intent is to make streets relevant again for walking, but also to re-embed them with former 

traditional roles: places permitting comfortable walking between destinations, places to meet, 

places to educate, inspire and provide community identity.  

2.1.1 THE RELEVANCE OF THE ‘GREAT STREET’ CONCEPT FOR A TRADITIONAL MAIN STREET 

LIKE PRINCESS STREET.  

Before World War II, main streets were a community’s primary commercial hub in the North-

American context (Preservation Nation, 2013). Buildings lining this street would usually have a 

ground-floor retailer, or other non-residential function, and residential uses on the upper floors. 

This type of street was not just the center of a community’s commercial life, it was also an 

important part of its social life, as people would populate it for errands, but also to meet friends, 

to window-shop, or to see a movie. After the 1960’s however, initiating a global trend, north-

American downtowns and streets changed drastically, in a transformation process similar to that 

described above. Closures of downtown businesses and ensuing property neglect affected the 

vitality of downtown areas, and main streets everywhere, including Canada, lost their vibrancy 

and the prominent role they had in the community (Heritage Canada Foundation, 2009). In 

many communities downtown merchants and property owners tried to halt this decline by 

emulating the shopping mall and the modernist architecture of the time, with mixed results 

(Preservation Nation, 2013). More recently, recognizing the potential of the main street to 

provide a sense of identity to its community, a number of rehabilitation strategies have been 
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adopted by communities throughout north-America. These strategies, under different names, 

focused on the revitalization of these emblematic thoroughfares, by saving and restoring their 

historic buildings, reviving their commercial core and strengthening business, improving the 

quality of their public space, and generally trying to regain their sense of place (Preservation 

Nation, 2013). 

Recommendations drawing from general principles and criteria defining great pedestrian 

thoroughfares could contribute significantly to such strategies. While restoring established 

architectural heritage and supporting local business are critical to street revitalization, investing 

in attributes generally encouraging street life and social activity is important to the overall 

success of the street as a public space. For any city and for Kingston as well, a truly great street 

can anchor the history of the place, it can engage and foster public life, and it can provide an 

invaluable sense of community identity.  

2.2 STREET LIFE 

Jan Gehl’s (2010) devoted observations of changes in street life during the past few decades 

lead to significant conclusions related to what appears to be characteristic of lively, active 

pedestrian environments. By studying pedestrian behavior in such spaces, he was able to 

establish direct connections between the presence of certain activities within streets and other 

public spaces, and their quality in accommodating city life, or public life.  The observations Gehl 

collected in Cities for People (2010) is the main source of discussion of this section, providing 

theoretical support to data collection on pedestrian activity in this study.  

‘Life between buildings’  includes a number of different activities people are engaged in as part 

of their use of the public space, including purposeful walks, promenading, short stops for social 

or personal purposes, longer leisurely stays, window shopping, exercise, artistic expression, 

play, conversations, street trade, or begging. However, they all start with walking, making this 

simple, fundamental activity an essential prerequisite for city life. It has become evident that 

currently, wherever conditions for walking have been improved, the extent of walking and 

walking-derived activities has also increased significantly (Gehl, 2010; Pickora et al., 2006). . 

Walking can take place in all conditions, being subscribed to the category of necessary 

pedestrian activities – activities people have to perform, such as going to work or school, 

walking to an appointment, or carrying goods. It does not require a high quality environment, 
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although the basic pedestrian infrastructure needs to be there, making foot travel a viable 

option, according to Gehl (2010). 

At the other end of the spectrum are optional or recreational activities, those that people engage 

in if stimulation, interest, or generally better conditions exist in the physical environment. These 

activities may include strolling down at a leisurely pace, stopping to take a look around, or to 

greet an acquaintance, or sitting down to enjoy the view or the good weather. They require a 

higher quality environment to accommodate these activities, providing protection and comfort 

related features (e.g. trees for shade, benches for sitting) as well as elements of interest (e.g. 

aesthetic features, public art) to encourage and support longer stays. Extensive research by 

Whyte (1980) on street life reinforces Gehl’s (2010) observations, establishing direct 

connections between the physical environment quality of public spaces and their vitality.   

Further qualitative markers of good public space environments are social activities, the 

manifestation of which relies on the presence of both necessary and optional activities (Gehl, 

2010). Social activities include all types of exchange and communication between people in city 

space, including passive contacts: exchanging greetings and small talk, asking for directions, 

brief remarks about weather or things happening in the street, and large group events such as 

demonstrations, meetings, street parties, parades, or markets. According to Gehl (2010), 

seeing- and hearing-based activities form the largest categories of social contacts, and also the 

form of contact that can most directly be influenced by urban planning and design (e.g. by 

providing better pedestrian oriented lighting, or sitting opportunities offering good views) 

In general, evidence from cities all over the world highlights the importance of street life and 

activity as an urban attraction (Gehl, 2010; Whyte, 1980).  New socio-cultural and economic 

conditions have generated a significant change in lifestyles in the past centuries, as more 

people are becoming financially independent and interested in quality leisure time, while limited 

in their options by long automobile-dependent trips and pedestrian unfriendly urban contexts. 

These trends outline a need and opportunity to increase the use of the city’s common space 

and enhance its capabilities as living or meeting space in order to better serve public interests.  

2.3 QUALITY CRITERIA FOR THE PEDESTRIAN ENVIRONMENT 

Over the last four to five decades, various urban design and planning thinkers and theorists 

have analyzed existing street contexts, observing equally those believed to be successful and 
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those seen as poor contributors to civic life, with the aim of extracting a ‘great street’ blueprint in 

the process (Lynch, 1981; Gehl, 1987; Jacobs, 1961; Jacobs, 1993; Whyte, 1980). A number of 

criteria and principles of street design have been synthesized as a result. Authors such as 

Lynch (1984), Jacobs (1961), and Gehl (1987) have based their suggestions on the idea that 

quality of pedestrian space may be consisting of its ability to encourage greater concentrations 

and diversity of people, rather than its efficiency as a transit corridor. As seen in the previous 

section, according to Jan Gehl (1987, 2010), this space would ideally support a high degree of 

‘optional’ activities, in order to attract and sustain social life.  

The concept of the ‘great street’ has been coined by Alan Jacobs (1993), in his intricate 

evaluation of successful examples of historic streets, predominantly from the European context. 

His detailed list of street design criteria contributing to memorable, dynamic pedestrian 

environments has been successfully complemented by Gehl (2010), whose work continues to 

focus on public spaces around the world. Gehl’s framework of ’12 quality criteria concerning the 

pedestrian landscape’ is structured as a hierarchy of qualitative features grouped in three 

categories. They range from what are believed to be essential ones, related to safety, to 

desirable and optimal ones, related to comfort and enchantment.  

In this hierarchy, protection is seen as the essential, primary category of concern, 

encompassing protection from risk related to traffic or crime, as well as protection against 

negative environmental aspects, such as wind, sun, or pollution. Following this priority, the next 

concern is to ensure for comfort, inviting the public to use the public space and to contribute to 

its social energy.  Provisions for good walking, sitting, standing, seeing, talking, hearing, and 

self-expression would be part of this category. Lastly, delight is seen by Gehl as a supplemental 

layer of interventions which can make the space exceptional: ensuring for human scale, creating 

opportunities to enjoy the positive aspects of climate and site, as well as providing aesthetic and 

pleasant sensory experiences.  

Due to its clarity and comprehensive view, this framework was used by this study to guide the 

physical environment assessment within the study area. In establishing the factors defining 

each criterion, other authors’ observations and opinions, such as those of Alan Jacobs’ (1993), 

regarding the ideal physical make-up of a great street were considered, to add more clarity or 

factual standards. The following section discusses the framework in more detail, defining criteria 

attributed by these authors to great street environments.  
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2.3.1 PROTECTION 

a) Protection from traffic – feeling safe 

Post-WWII practices in street and public place design in both North-American and European 

countries have prioritized car traffic and parking. Sidewalks became narrower and were filled 

with traffic signs and parking meters, while the remaining constrained pedestrian flow is 

frequently interrupted by long waits at stoplights. In the past decade, however, traffic planning 

has started to promote better pedestrian conditions through traffic protection measures, such as 

lower speed limits (i.e. 15-30km/h), prioritization of pedestrians, and restrictive automobile 

access in pedestrian only streets (Gehl, 2010).  

In regard to parking, it is noted by Jacobs (1993) that no typical great street has an abundance 

of parking, on or off-street, as large parking lots leave gaps in street definition and activity. Still, 

in some cases, due to low speed and additional tree planting separating them from the 

pedestrians, parking lanes or alleys can become part of the public realm.  

b) Protection from crime or violence – feeling secure 

The importance of safety in the street was addressed early on by Jane Jacobs (1961) who 

discussed the crime-preventive effect of life in the street and of mixing functions in the adjacent 

buildings in order to ensure for pedestrian presence at all times. Mixed functions, with emphasis 

on the residential function, as well as density (a minimum of 15 units/acre) provide a basic 

distribution of destinations that would generate life along the street throughout the day (Jacobs, 

1993). In addition, a good treatment of street edges (‘soft edges’) is believed to be necessary to 

ensure perceived safety (Gehl, 2010). The edges, or street boundaries, need to provide some 

sense of transparency, both to project a sense of what happens beyond the street space and to 

ensure pedestrians that other people are nearby. The presence of windows, lighted storefronts 

and doors, as well as good lighting along the street, is believed to help in this regard.  

Ease of orientation in the street is also related to the sense of safety, a clear street layout 

providing unimpeded visibility, at any hour. Finally, a sense that the space is cared for and 

maintained is believed to inhibit criminal intentions and encourage pedestrian passage. For 

those living along the street clear distinctions between the public, semi-private, and private 

space (such as different pavement treatment, separating landscape features, fences, canopies, 
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or height differences) have a similar effect, signaling boundaries and potential third party 

presence (Gehl, 2010).  

c) Protection from unpleasant environmental aspects 

Climate-related factors such as air temperature, humidity, wind chill, and solar heat influence 

the feeling of comfort, so finding ways to mitigate them within the public realm is thought to 

lengthen pedestrian stays. Gehl’s (2010) observations, based on climatic conditions typical for 

central and northern Europe, suggest that positive/appealing microclimatic effects along a street 

can be realized with a number of measures: increased sun exposure can be obtained in colder 

climates by ensuring buildings are low, with slanted roofs; reduced wind exposure can be 

achieved by compact building blocks, and clumping of trees along the street, to break air 

masses; and shelter from the sun and wind can be provided through landscaped features (such 

as hedges, fences, or trees), awning covers, small niches or arcaded walks, or simply good 

positioning of elements.  

Jacobs (1993) believes that trees in particular can transform a street more than any other 

improvement, cleaning the air, offering shade, and effectively separating pedestrians from 

vehicular traffic. He recommends a selective choice of trees, in terms of soil, appropriate 

species depending on climate, and allocated space. Close spacing, at a standard of 4.5 – 7.6 m 

is suggested, as well as careful maintenance. 

2.3.2 COMFORT  

a)  Opportunities to walk 

Regardless of its purpose, a walk along the street adds to the theatre of activities that take place 

in the public realm. While often utilitarian or functional in scope, walking is also a potential 

occasion for many other social activities. Many factors impact on walking such as the quality of 

the route, the age and mobility of the walker, the design of the route, or weather conditions (e.g. 

pedestrians walk ~35% faster during the winter than during summer days) (Gehl, 2010).  An 

acceptable walking distance is a relative concept, according to Gehl, depending on these 

factors, although it is generally believed that a distance of ~450m (taking ~5 minutes to walk) is 

considered as acceptable by most people.  
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Provision for sufficient room along the street is an important prerequisite facilitating walking: it 

needs to be unimpeded, allowing passers-by to walk freely without needing to weave in and out. 

There are various limits suggested for what would be considered to be an acceptable amount of 

space, generally dependent of the flow of pedestrians and ranging between 8-23 

pedestrians/minute/meter of sidewalk (Gehl, 2010; Jacobs, 1993). According to Jacobs, the 

walks seem empty at a rate of 2 people/minute/meter, it allows for any pace of walk up to 8 

people/minute/meter, and it starts to be crowded at flows above 13 people/minute/meter.  

The walking surface should also be easily accessible by children and the elderly, and it should 

provide continuity without many interruptions (such as traffic signs, lampposts, parking meters, 

or even cars), or elevation changes (such as stairs or ramps).  Further, in terms of accessibility, 

it is remarked by Jacobs (1993) that good streets connect well, are easy to get to, and easy to 

cross between destinations. Ideally, blocks should have a maximum length of 90m to allow 

access to (and incoming pedestrian volumes from) surrounding streets. Beginnings and endings 

are also important in providing boundaries, identity, and reference: landmarks let pedestrians 

know when they arrived or left the particular street space, where they are in relation to them, or 

where they could meet (Lynch, 1960; Rapoport, 1977).  

In terms of pedestrian perception, good streets are expected to have direct lines of walking, to 

be divided in visually manageable segments (i.e., through narrower lots and architectural design 

and detail), and to provide interest along the way (e.g. squares, twists and turns, or interesting 

pavement design) (Gehl, 2010; Jacobs, 1993; Lynch, 1960; Rapoport, 1977). Furthermore, they 

should be accessible year-round, through ensured maintenance and proper lighting. Hall (1969) 

is also pointing to a culturally sensitive aspect of street layout: American pedestrians, being 

used to grid street networks rely on this type of format (i.e. clear, straight street layout) for good 

spatial orientation.  

b) Opportunities to stand/stay 

A public space which offers opportunities to stand or stay invites more stationary activities, 

accommodating short stops, longer stays, as well as social interactions (Whyte, 1980. Gehl 

remarks on this criterion as a characteristic of good quality pedestrian spaces: “(…) a good city 

can be recognized by the many people not walking” (2010, p.134). 
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Standing is typically a short-term activity, as there are limits to how long a person can stand. For 

standing, people usually seek out places outside pedestrian traffic, in an inconspicuous location, 

preferably offering protection from the elements as well (Whyte, 1980; Gehl, 2010). Elements of 

the street providing for this opportunity can include niches, recesses, or profiled details of the 

street buildings, and other self-standing elements providing support, such as bollards, posts, 

lamp-posts.  

c) Opportunities to sit 

Longer stays in public places will compel people to look for somewhere to sit. The longer the 

expected stay, the more careful this choice will be (Whyte, 1980; Gehl, 2010). In general, the 

requirements of a good place to sit suggest the need for a good placement, with good 

microclimatic qualities, preferably backed by the edge of the space, and offering a good overall 

view of the site, low noise levels, and no pollution. A space will optimally offer both primary and 

secondary seating, the latter referring to more informal sitting options, where people can 

spontaneously sit to rest or look around: pedestals, steps, ledges, stones, bollards, monuments, 

or the pavement itself. Primary seating would need to be designed for comfort, to accommodate 

longer stays. It is often feared that the provision of benches can encourage unwanted homeless 

use, however, according to Jacobs (1993), street design cannot be expected to solve by itself 

the existence of social problems.  

Good design for seating options can encourage congregating, social interaction (‘talkscapes’) 

through angled positioning, flexibility in grouping seating options (i.e., movable elements), as 

well as advantageous positioning in relation to climatic conditions such as grouping benches 

with shade-providing trees (Gehl, 2010; Whyte, 1980). Following behavioral research in the 

north-American context, Hall (1969) observes the sociopetal influence of seats fixed at a right 

angle from each other, as well as the influence of spatial distance (‘proxemics’) in signaling 

opportunities for conversation (i.e. ‘personal distance’ of 7-12 feet) or for solitary stays (i.e. 

‘social distance’, beyond 12 feet).  

In this regard, important contributors to sitting and staying activities along streets are sidewalk 

cafés. This type of public space venue has became very popular lately due to the opportunities 

it offers as a local leisure destination, where one can sit and socialize or just comfortably watch  

the spectacle of city life.  
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d) Opportunities to see 

Along with favorable conditions for talking and listening, good conditions related to visibility and 

seeing are important prerequisites for a good city space (Lynch, 1960; Gehl, 2010). Good views 

are essential in this regard. They can refer to the transparency between outside and inside, at 

the street level, or what was discussed previously as the provision for ‘soft-edges’. Views of the 

street space should also be clear, preferably unhindered, to provide a good sense of orientation.  

In addition, many remark on the need for physical characteristics that provide interest (Lynch, 

1960; Rapoport, 1977; Jacobs, 1993). In this sense, visual complexity would have to be 

harmoniously integrated in the context and expressed through the use of different surfaces and 

details in the architecture of the buildings (e.g. cornices, window details, sills, belt courses, 

entrances), trees (the leaves of which move and trigger light changes), or simply the presence 

of people moving on the street. Jacobs is also associating visual harmony with 

‘complementarity’, defined as architecture, function and form “getting along” (1993, p.288). 

Complementarity is seen as an expression of respect for the other buildings within the street 

and the street space, where variables such as materials, color, size, or other details need to be 

synchronized.  

Other aspects related to this criterion include night visibility as provided by streetlights, good 

orientation guides or signs, and a sense of perceived visibility beyond the immediate edges of 

the street (i.e., visually accessible spaces like store windows, or other space at the street level).  

e) Opportunities to talk and listen 

The possibility to hold a conversation, to hear environmental sounds such as noises of human 

activity or the sound of wind ruffling tree leaves, or to hear even distant sounds, are important in 

supporting a level of comfort in the street. Vehicular traffic can impede these possibilities and 

stress pedestrians through overwhelming unpleasant noise. As a result, reducing traffic speed 

can significantly reduce noise levels in the street (Gehl, 2010).  Furthermore, ‘talkscapes’ - 

seating designed to facilitate small group conversations - can be conducive to communication 

among people present in the public space. Gehl (2010) also notes the need for a street to serve 

as a space to exercise democracy, offering open access for people to express their opinions, 

state of mind, demonstrate or parade. 
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f) Opportunities for play and exercise 

Creating opportunities for people to express themselves, play and exercise in public is a 

relatively new preoccupation of urban planners, based on a recognized need to create healthier 

built environments that work holistically. This direction is a significant turn from the previous 

modernist practices of zoning and restricting activities such as play or exercise to dedicated 

places in the city (i.e. parks and sports grounds) (Gehl, 2010). Conversely, opportunities for 

creative and cultural activities are reinforced when the most common city spaces – the streets – 

can integrate various challenges for children, older people and exercise enthusiasts to get 

involved. Cycling, guided walks, dancing steps or public art related child play may be 

encouraged by integrating appropriate infrastructure, mapping, sidewalk surfacing or art 

elements in the streetscape (Sucher, 2003).  

2.3.3 DELIGHT 

a) Scale 

Spatial qualities, proportions and dimensions are crucial to an open space or street. Gehl (2010) 

places them in a lower echelon of his framework, although he notes that meeting this criterion is 

perhaps more important than satisfying needs for climate protection, lighting, or furniture.  

According to him, the way public space is perceived and experienced by a passer-by depends 

on its rapport with the human scale and human senses. Scale then needs to be considered at 

all levels, from the large context to small details or elements.  

Traditional, lively cities’ public spaces are usually scaled to be perceived wholly by the 

pedestrian eye, while contemporary ones, often deserted, typically have large, amorphous 

public spaces, with large buildings and many moving or parked cars. Good scale proportions 

may be achieved by dividing large spaces or buildings in smaller, articulated spaces or façades. 

An example can be the colonnaded or arcaded walkways in older cities, offering sub-spaces in 

context that can be quite ample otherwise. Awnings, temporary boundaries of café terraces, 

street furniture or trees can also contribute to the subdivision of space. 

Jacobs (1993) classifies his discussion on scale under the topic of street definition. He notes 

traditional standards of optimal street proportions vary, but most great streets fall between a 

scale of 1:1.1 and 1:2.5 (height of street buildings to width of street) in section, where much 
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higher elevations can be perceived as oppressive (depending also on certain conditions like 

microclimate of the street, or materials used) while wide streets with low fronts can appear 

boundless and exposed. Better street definition (or the way scale is perceived) for spaces in 

general, and wide spaces in particular, is often achieved by tighter spacing between buildings, 

or the employment of rows of trees.  

b) Opportunities to enjoy positive climatic aspects 

Aspects related to this criterion are mentioned by Gehl (2010) in the overall discussion 

regarding protection from negative climatic aspects. Environment changes taking advantage of 

the positive aspects of the weather, like building low and positioning for good sun exposure in 

cool climates, or the planting of trees, to provide shade during the summer months are 

essentially the same as those employed in offering weather protection – they act to diminish 

unpleasant weather effects. For this reason, this criterion will be collapsed with the criterion 

overlooking protection against unpleasant sensory elements discussed under the ‘protection’ 

category, in this study’s framework.  

c) Positive sensory experiences 

Often, positive sensorial experiences are associated with the visual quality of a space. These 

qualitative characteristics should be preceded by basic requirements, as previously discussed, 

and enrich existing functionality (Gehl, 2010; Rapoport, 1977; Lynch, 1960). Visual quality is 

based on the design and architecture of the place, both at large and small scale, but additional 

sensorial stimulation may be employed by harnessing special qualities of the site, adjacent 

water bodies’ surfaces or edges, existing natural elements, and topography near and far.  

Suggestions from literature include a number of potential interventions in the streetscape 

(Lynch, 1960; Gehl, 2010; Sucher, 2003; Whyte, 1980). In terms of architectural design, some 

of the elements contributing to a stimulating environment may involve carefully planned façade 

details, and a good choice of materials. If natural features are not present on site, design can 

simulate them by providing trickling water courses, fountains, even fog and sound impressions. 

Special attention could to be given to lighting, for this purpose, by choosing quality elements 

and interesting light effects. Art may also be integrated in the public space, through sculptures, 

finely designed infrastructural elements, or temporary art installations. By including art, city 

space can serve an important cultural function, beyond adding visual interest – it can add 
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identity and meaning, it can foster communication, educate and contribute to temporal and 

spatial legibility (Lynch, 1971; Cooper Marcus & Francis, 1998; Gehl, 2010; Sucher, 2003). 

Public art can also add a tactile dimension, as different volumes or textures stimulate one to 

touch or climb them (Hall, 1969).  

Other sources of sensorial experience are found in the presence of landscape elements, such 

as trees, grass, or flowers. Gehl (2010) remarks on their symbolic value in embedding notions of 

recreation, beauty and introspection in the public space.   
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3. RESEARCH METHODOLOGY AND EVALUATION FRAMEWORK 

This chapter explains the research methodology employed in this study and the evaluation 

framework that has been developed to address the research questions identified in the first 

chapter. This section also outlines the methods employed in the data collection process, as well 

as the limitations associated with the proposed research strategy.  

In general, the research methodology follows the strategy of a case study, in that it explores the 

physical, social, historical, and regulatory circumstances around the object of the study in 

reference to a theoretical model of the optimal urban street. According to Stake (1978), case 

studies are often employed in social science literature, featuring: 

(…) descriptions that are complex, holistic, and involving a myriad of not highly isolated 

variable; data that are likely to be gathered at least partly by personal observation; and a 

writing style that is informal, perhaps narrative, possibly with verbatim quotation, 

illustration, and even allusion and metaphor. Comparisons are implicit rather than explicit. 

Themes and hypotheses may be important, but they remain subordinate to the 

understanding of the case (p.7). 

3.1 EVALUATION FRAMEWORK CRITERIA 

Drawing from the literature on ‘great streets’, an evaluative framework was established to 

assess the street life and the pedestrian environment of Princess Street. This framework allows 

for an evaluation of both the street life (and pedestrian activity) and the physical environment of 

this space, to assess its overall performance as a great street. Two different categories of 

evaluation criteria were identified to address each of these aspects: street life evaluation criteria 

assessing the street’s popularity and vitality, and street environment evaluation criteria 

assessing the quality of its public space. The second set of criteria pertaining to the street 

environment was also used in evaluating current policy and regulatory documents concerning 

the street (Table 3.1) 
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Table 3.1 Evaluation criteria framework 

EVALUATION CRITERIA FRAMEWORK 

STREET LIFE – Evaluation criteria STREET ENVIRONMENT – Evaluation criteria 

a) Pedestrian activity 
Optional activities  
Duration of stay 
Weather and time of day 
 

b) Pedestrian traffic - pedestrian count 
 
c) Special event - stationary pedestrian count 

a) Protection related criteria 
Protection from traffic – feeling safe 
Protection from crime or violence – feeling 
secure 
Protection from unpleasant environmental 
aspects (and opportunities to enjoy positive 
climatic aspects) 
 

b) Comfort related criteria 
Opportunities to walk 
Opportunities to stand/stay 
Opportunities to sit 
Opportunities to see 
Opportunities to talk and listen 
Opportunities for play and exercise 
 

c) Delight (in the street environment) related criteria 
Scale 
Positive sensory experiences 

 

 

3.1.1 STREET LIFE - EVALUATION CRITERIA 

Pedestrian evaluation criteria were extracted from Jan Gehl’s (2010) observations regarding 

important elements of street life, as presented in chapter two. They were further refined and re-

organized to serve structured observations, using as a model a pre-existing strategy developed 

by Lo (2012) (Table 3.2).  

Table 3.2 Street life evaluation criteria 

STREET LIFE – EVALUATION CRITERIA 

Type of evaluation Description Measurement 

a) Pedestrian activity 
 
Optional activities 
 
 
 
 
Duration of stay 
 
 

 
 
Evaluation of stationary and social 
activities: window-shopping, eating, 
standing/observing, sitting, talking, 
smoking, performing, panhandling. 
 
Estimating the duration of observed 
optional activities to assess the ability 
of the environment to retain people. 

 
 
10 minute counts of people engaged 
in each type of activity and records of 
age group and group associations.  
 
 
Record duration of stay of people 
engaged in optional activities (under 1 
minute, 1-5 minutes, or over 5 
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Weather and time of 
day 

 
 
Observing the effect of different 
weather condition, different 
conditions (weekday or weekend) 
and time of day on pedestrian 
activity. 

minutes).  
 
Spacing observations at different 
times of day, on different calendar 
days (weekday and weekend) and 
recording of weather conditions for 
each day.  

b) Pedestrian traffic Evaluating pedestrian traffic in the 
study area, to estimate the presence 
of utilitarian activity in the street 
(considered by Gehl (2010) to be a 
precondition for optional activities) 

Counts of pedestrians crossing an 
imaginary line on each block of the 
study area, at different times of the 
day.  

c) Special event Evaluation of pedestrian traffic and 
numbers of pedestrians engaged in 
stationary activities during a special 
event, to assess the street’s capacity 
to invite and accommodate 
community events and also its role in 
the community. 

Counts of pedestrians crossing an 
imaginary line on each block of the 
study area.  
Counts of pedestrians engaged in 
optional activities during the event.  

 

3.1.2 STREET ENVIRONMENT ASSESSMENT CRITERIA 

The benchmarks used to assess the pedestrian quality of the street environment were drawn 

from the framework of criteria discussed in the corresponding section of the literature review 

chapter (Chapter 2, Section 2.3: Quality criteria for the pedestrian environment). To single out 

clear parameters permitting structured observations in the study area, the concerns outlined by 

each criterion were evaluated and those allowing direct observation or measurement were 

selected (Table 3.3). In the data collection, the street was assessed in relation to these 

concerns.  

Table 3.3 Street environment assessment criteria 

STREET ENVIRONMENT – ASSESSMENT CRITERIA 

Type of evaluation Street aspects evaluated Measurement 

a) Protection related criteria 

Protection from traffic – 
feeling safe 
 
 
 
Protection from crime or 
violence – feeling 
secure 
 
 

Posted speed limit 
Initiatives prioritizing pedestrians 
or restricting automobile access 
Street parking patterns 
 
Presence and density of mixed 
functions  
Treatment of edges (presence of 
‘soft-edge’ characteristics) 
 

 Record speed limit 
Observe presence of any initiatives 
 
Record type of parking  
 
Record counts and types of non-
residential functions 
Observe ‘soft-edges’ based on presence 
and continuity of windows, doors, lighted 
store fronts. 
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Protection from 
unpleasant 
environmental aspects 
(and opportunities to 
enjoy climatic aspects) 

 
 
Sense of orientation in the street 
 
Street maintenance 
Presence of separation between 
the public and private realms 
 
 
Good sun exposure 
 
Protection from wind 
 
 
Presence of temporary shelters 
allowing weather protection 
 

Observe presence of appropriate lighting 
along the street 
Observe street layout (clear or not) and 
presence of signage 
Estimate level of maintenance 
Observe presence of private/public realm 
separation based on presence of 
buffering elements. 
 
Observe sun exposure (morning or 
afternoon sun) 
Observe compactness of building front 
and position in relation to wind 
Record presence of trees 
Observe presence of awnings, niches, 
arcaded walks, or other recesses in the 
street frontage. 

b) Comfort related criteria 

Opportunities to walk 
 
 
 
 
 
 
 
 
 
 
 
 
Opportunities to 
stand/stay 
 
 
 
 
Opportunities to sit 
 
 
 
 
 
 
Opportunities to see 
 
 
 
 
 
 
 
 

Sufficient width of sidewalk 
Lengths of blocks 
Quality of sidewalks 
Sidewalk accessibility 
 
 
 
 
 
Identity providing markers 
(landmarks) 
Linearity of the walk 
 
Availability of physical elements 
offering support for a short 
stay/stop 
 
 
 
Availability of places to sit 
 
Quality of sitting opportunities 
Presence of ‘talkscapes’ 
Presence of sidewalk terraces 
 
 
Clear views of the street 
 
Visual interest 
 
 
 
Sense of visual complementarity 
 
Visibility beyond edges 

Measurement of sidewalk width 
Map based measurement of block lengths 
Assessment of walking surface quality 
(evenness). 
Observe presence of walkway 
obstructions. 
Observe presence of curb cuts, flatness 
of walk.  
Assess ease of crossing the street 
Observe presence and location of 
landmarks. 
Assess linearity of the layout. 
 
Observe presence of façade details and 
elements allowing one to withdraw from 
traffic or lean on (niches, recesses, 
bollards, posts, lamp-posts) 
 
 
Observe and count sitting opportunities, 
primary and secondary 
Assess comfort and placement of sitting 
Assess ‘talkscape’ capacity of sitting 
Observe presence of sidewalk 
café/restaurant terraces 
 
Assess clarity of views along and across 
the street 
Observe presence of architectural 
complexity, variety of materials, 
architectural details, presence of other 
people, presence of leafy trees 
Assess harmony between architecture of 
the street fronts and street design 
Observe presence of windows ensuring 
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Opportunities to talk 
and listen 
 
 
 
 
 
Opportunities for play 
and exercise 
 
 
 
 

 
 
Background noise 
 
Elements encouraging social 
exchange 
Open access to everyone 
 
 
Spaces inviting play, exercise or 
entertainment 

transparency of buildings at ground level 
 
Assess levels of noise based on posted 
speed limits and evaluation of car traffic 
Observe presence of ‘talkscapes’ 
 
Observe presence/absence of restrictive 
signage 
 
Observe presence of locations which 
could accommodate children’s play, 
presence of cycling infrastructure, or 
presence of other street elements or 
areas stimulating interaction 

c) Delight (in the street environment) related criteria 

Scale 
 
 
 
 
 
 
 
Positive sensory 
experiences 
 
 
 

Height to width scale of street 
 
 
 
Report of big and small 
architectural details to human 
scale 
 
Presence of sensorial stimulation 
 
 
 
 
Presence of public art 

Google photography measurement of the 
proportion between street width and 
street height, at the lowest and highest 
points.  
Observation of horizontal and vertical 
plane segmentation of architectural 
volumes 
 
Observe presence of visual details in 
street architecture (texture, materials, 
form), existing natural elements or 
simulated atmospheric features (i.e. 
special lighting) 
Observe presence/absence of 
monuments, sculptures, art installations 
or other public art stimulating intellectual 
interest. 

 

3.2 STUDY AREA 

Princess Street extends over a considerable distance, crossing the city from the lower 

downtown area to its northwestern limits. This study however focuses on the downtown part of 

the street, between the intersection with Ontario Street and Barrie Street, for an approximate 

length of 910 meters. It is within this segment that the street appears to have the pedestrian 

effervescence and ambience that brought it to the researcher’s attention. Within this segment 

these characteristics appear to be consistent, lending a sense of unity to the street.  

The study breaks this segment into seven blocks, or study areas, as detailed in Figure 1: 

Block 1: Princess St. between Ontario St and King St. (~109 m) 
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Block 2: Princess St. between King St. and Wellington St. (~114 m) 

Block 3: Princess St. between Wellington St. and Bagot St. (~134 m) 

Block 4: Princess St. between Bagot St. and Montreal St. (~102 m) 

Block 5: Princess St. between Montreal St. and Sydenham St. (~137 m) 

Block 6: Princess St. between Sydenham St. and Clergy St. (~137 m) 

Block 7: Princess St. between Clergy St. and Barrie St. (~134 m) 

 

 

Figure 3.1. Key map and study areas along Princess Street 
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3.3 DATA COLLECTION METHODS 

The methods that were employed to assess the pedestrian environment of Princess Street 

consisted of a literature review, direct observations, map consultations, photographs, and a 

review of policy related documents.  

The main purpose of the literature review was to inform the establishment of an assessment 

criteria framework appropriate for the investigation of the research questions, as well as to 

support recommendations in the last part of the report.  

Direct observations, supplemented by map consultations and photographs, constituted the bulk 

of the methods used to record observations in the field. They were used to assess on-street 

activity as well as the physical qualities of the pedestrian environment. The method used to 

observe street life was adapted from research conducted by Lo (2010). It consisted of two 

specific tasks: pedestrian counts and structured observations of pedestrian activities.  

Street life observations in each of the study areas (street blocks) were performed four times a 

day during a weekday and during a weekend day. In order to capture most of the activities 

taking place during a weekend, which typically starts on a Friday afternoon, the 24 hour period 

of time was selected to start on Friday evening and finish at the same time on the following 

Saturday. Counts of stationary pedestrians were also performed once during a two-hour special 

event (the Santa Claus Parade). Table 3.4 details the dates of the street life observations.  On 

each of the weekday and weekend day, direct observations followed the observation task 

schedule provided in Table 3.5. 

 

Table 3.4 Street life observation dates 

STREET LIFE OBSERVATION DATES 

Weekday Wednesday, November 21, 2012 

Weekend 6.30pm Friday, November 23, 2012 to 6.30pm Saturday, November 

24, 2012 

Special event Santa Claus Parade – November 17, 2012 (5pm – 6.30pm) 
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Table 3.5 Street life observation times 

STREET LIFE OBSERVATION TIMES 

Time period  Pedestrian counts 

5 Mins / Block 

Pedestrian activity 

observations 

10 Mins / Block 

Period 1 – Mid-morning 9am – 9:35am 9:35am -10:35am 

Period 2 – Noon/Lunch-time 11:45am – 12:20 pm 12:20pm – 1:30pm 

Period 3 – Afternoon 4pm – 4:35pm 4.:35pm – 5:45pm 

Period 4 – Evening  6:30pm – 7:05pm 7:05pm – 8:15pm 

 

Pedestrian counts were performed on each block 4 times a day for a 5 minute period, and 

extrapolated to determine hourly pedestrian volume. These were carried out by recording the 

number of people crossing a randomly selected imaginary line within each block, going in both 

directions (ex. APPENDIX B). The street was deemed narrow enough and the pedestrian 

volume low enough to allow for counting pedestrians on both sidewalks at the same time. The 

average hourly pedestrian volumes for each block and each study areas, as well as the volume 

of pedestrians per minute per width of sidewalk were then calculated from the counts performed 

throughout the day.  

10 minute pedestrian activity observations were performed 4 times a day on each block to 

record the number of people engaged in each type of optional activity, as well as their gender, 

age group, duration of stay while engaged in these activities, and group affiliation (i.e., whether 

they were in a group with others). In order to conduct observations at each block, the researcher 

situated herself at a vantage point that allowed for maximum visibility of that block (on both 

sides of the street). Observations were coded on a behavioral map as well, to note the types of 

activities that were seen, as well as the approximate locations of people engaged in them. In 

addition, the gender and age category of the subjects were recorded according to a 

classification system. The group affiliation was identified on the observation sheet by circling 

people appearing to be associated with others. The duration of people’s stays were recorded 

under three categories – less than 1 minutes, one to five minutes, and more than five minutes. A 

model observation sheet for a typical block is displayed in Figure 3.2, and a sample of the filled-

in sheet is provided in APPENDIX C. 
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Figure 3.2. Pedestrian activity observation sheet sample 

 

Direct observations assessing the quality of the physical pedestrian environment were recorded 

in March, 2013. The observations followed evaluation criteria framework pertaining to the 



     27 

 

pedestrian environment assessment. Attributes of concern within each criterion were examined 

through walk-bys, as well as through photographs taken on site and map reviews. Observations 

were then recorded for each block in an observation diary, and further reviewed for analysis 

later in the study.  (An example of street environment assessment sheet is provided by 

APPENDIX D.)  

The last part of the data collection consisted in the review of policy related documents related to 

the street’s physical environment. Documents were perused and analyzed based on their 

relevance to the categories of criteria laid out in the street environment assessment framework 

(Table 3.3, in this section).  

3.4 DATA ANALYSIS METHODS 

The street life observations and pedestrian environment observations provided data about the 

pedestrian activity and the physical quality of each block in the study area. Numerical data on 

street life was compiled and comparative analyses were performed in regard to block activity 

differences or differences between weekday and weekend activity. The analysis permitted an 

overall evaluation of the vitality of the street and of the types of activities people engaged in 

within. Further information from the street environment assessment allowed for a qualitative 

evaluation of its pedestrian environment and provided a physical environment profile for each 

block. Cross referencing data from each category of observation (i.e. physical activity and 

physical environment) in reference to each block permitted inferential observations regarding 

the relationship between the quality of the environment and its vitality. Finally, the evaluation of 

regulatory policy concerning Princess Street outlined existing guidelines supporting qualitative 

measures in concern to its current and future pedestrian environment.  

Based on these observations and research the study concluded by drawing overall remarks on 

Princess’ great street capabilities and by providing a number of recommendations for potential 

improvements to its environment. These recommendations are intended to supplement current 

guidelines and regulatory policy measures concerning the street.  

3.5 LIMITATIONS OF RESEARCH METHODS 

The methodology of this research study is relying significantly on direct observations, which 

were effective for studying both the dynamic and passive aspect of the street. However, the 
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data collection gathered through direct observations was limited by a number of factors. While 

efforts have been made for early data collection, due to time constraints this took place during 

the beginning of the cold season, in November 2012, when street activity might have been 

constrained by less enjoyable weather. Observations recorded during different times of the year 

such as late spring or summer would have, most likely, shown a more intense use of the street. 

In this sense, the findings of the street life observations may not be easily generalized to an 

understanding of the pedestrian activity during non-winter conditions. Still, attention was paid to 

selecting days with similar weather conditions, in order to compare weekday and weekend use 

of the street, within those circumstances.  

While the most objective factors contributing to street quality were considered, evaluating the 

streetscape from these angles was in part subjective. For example, looking for the presence of 

semi-public space between private and public functions in the street requires the observer to 

interpret the architectural set-up in the street and subjectively assess different space layouts 

and whether or not they respond to that concern. This difficulty in framing street quality in very 

strict, defined parameters, as well as in interpreting its physical environment for efficiency was 

outlined by Jacobs (1993) in his comprehensive work on streets. 

Another limitation was presented by the availability of only one researcher to perform 

observations. Incorporating a second researcher into the study may have improved the reliability 

of the findings by allowing the researchers’ data to be compared for major discrepancies.  
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4. DATA ANALYSIS 

4.1 INTRODUCTION 

The evaluation framework discussed in Chapter Three was used to examine 7 blocks along the 

downtown segment of Princess Street. It consisted of three criteria assessing street life (or 

pedestrian activity) and three categories of criteria evaluating the street environment.  This 

chapter analyzes the data collected using these evaluation criteria, discussing each criterion 

independently and also in consideration of its relationship to other criteria. Comparative 

inferences are also made in regard to the street segments under study.  

4.2 STREET LIFE 

The types of activities occurring along urban streets are illustrative of their capacity to 

accommodate public life and the overall quality of their public realm. While necessary, utilitarian 

activities occur in almost any circumstances, the presence of optional activities is the true 

marker of a good street environment (Gehl, 2010). Pedestrian traffic still functions as a good 

indicator of interest in the street, as optional, stationary activities usually branch out of this 

background activity: walking. In addition, the study also looked at the ability of the street to 

accommodate public life in unusual circumstances, such as the Santa Claus Parade, as a 

measure of its capacity to perform different roles.  

4.2.1OPTIONAL ACTIVITIES 

Over the two days of observation in the study area, 762 people were found to be engaged in a 

form of optional activity. These activities included standing, eating/drinking, sitting, conversing, 

and window-shopping. The subjects were either stationary or moving leisurely within the area. 

Table 4.1 displays the number of people engaged in a form of optional activity during each day 

of the observation period, by each street block.  
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Table 4.1. Number of people engaged in optional activities in the study area 

Day of 
observation 

B1 B2 B3 B4 B5 B6 B7 Total 
Study 
Area 

% Study 
Time 

Weekday 22 48 44 39 57 36 30 276 36.2% 

Weekend 54 67 68 86 91 68 52 486 63.8% 

TOTAL 76 115 112 125 148 104 82 762 100.0% 

% Study Area 10.0% 15.1% 14.7% 16.4% 19.4% 13.6% 10.8% 100.0%  

 

The data shows variation in the number of optional activities observed within different blocks. 

Blocks 1 and 2 show the lowest level of involvement, while Block 5 (Sydenham – Montreal) 

concentrated the highest level, at 19,4%. The disparity in amount of activity observed on 

different blocks, despite their proximity to each other, pointed to differences in the physical 

environment of the streets, whether they may have been related to a difference in the number of 

services offered, to the presence or absence of accommodating micro-scale street elements, or 

number of destinations within and beyond the end of the segments. The data also shows a 

significant difference in number of people engaged in optional activities during the weekend 

period as opposed to a regular weekday: there are almost twice as many persons involved in 

non-utilitarian activities during the weekend interval.  

Table 4.2 presents the number of people engaged in each type of optional activity within the 

study area, with numbers from both days summed up into a single value. The most commonly 

observed type of optional activity was standing and conversing (49%), followed by window-

shopping (28.3%) and standing (10.1%). Some activities were more common on some blocks 

and not on others. Standing and smoking, by example, was observed with preponderance on 

Block 2 (King-Wellington), where the presence of a popular bar may justify the higher presence 

of smokers. Standing and conversing is higher on Blocks 4,5, and 6, potentially on behalf of the 

presence of many popular destinations, while sitting and conversing is exclusive to Blocks 1 and 

2, where benches were present.  
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Table 4.2. Number of people engaged in different types of optional activities within the study area. 

Type of optional 
activity 

B1 B2 B3 B4 B5 B6 B7 Total 
Study 
Area 

% Study 
Area 

Standing 6 10 13 9 17 9 13 77 10.1% 
Sitting 6 3 4 0 2 2 1 18 2.4% 
Performing 0 0 1 0 0 0 0 1 0.1% 
Sitting and conversing 2 1 0 0 0 0 0 3 0.4% 

Standing and 
conversing 

37 48 37 62 87 63 39 373 49.0% 

Eating/Drinking 1 0 0 1 0 1 0 3 0.4% 

Smoking 1 22 9 5 4 4 5 50 6.6% 

Shopping 0 0 0 0 0 0 0 0 0.0% 

Window shopping 22 27 46 42 35 24 20 216 28.3% 
Reading 0 0 0 0 0 0 0 0 0.0% 

Walking pet 0 0 0 0 0 0 2 2 0.3% 

Lyingdown 0 0 0 0 0 0 0 0 0.0% 

Panhandling 0 0 2 5 3 1 0 11 1.4% 
Vending 0 0 0 0 0 0 0 0 0.0% 
Other / arraging 
merchandise 

0 0 0 0 0 0 1 1 0.1% 

Other / strolling & 
singing 

0 0 0 0 0 0 1 1 0.1% 

Other / collecting boxes 0 0 0 1 0 0 0 1 0.1% 

Other /lingering to load 
groceries 

0 1 0 0 0 0 0 1 0.1% 

Other / waiting in 
wheelchair 

1 0 0 0 0 0 0 1 0.1% 

Other / fund raising 0 3 0 0 0 0 0 3 0.4% 
TOTAL 76 115 112 125 148 104 82 762 100.0% 

 

4.2.2 SOCIAL ACTIVITIES 

A number of the people engaged in the optional activities outlined above did so either by 

themselves or in the company of others. For the purpose of this study, overt social behavior like 

conversing (standing or sitting) was taken into evidence as social activity, since it indicated the 

street environment’s ability to foster social interaction. Based on the pedestrian activity 

observations during the two days of study, almost half (49.3%) of the total observed activities 
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referred to social interaction, respectively conversing, mostly standing (Table 4.3). 

Conversations occurred in groups of two, two-to-four, or larger.  

Table 4.3. Number of people engaged in social activities as proportion of the total observed number of 

people engaged in optional activities 

Type of observation Nr of  Activities per Study Area 

Social Activities (conversing) 376 

Total Optional  Activities 762 

% of Social Activities 49.3% 

 

A breakdown of the numbers of people engaged in social activities per block and day of 

observations echoes overall findings of the optional activities observations (Table 4.4). Blocks 1 

and 7 have the lowest level of social involvement (10.4% for both), and Block 5 (Sydenham – 

Montreal) the highest (23.1%).  (Weekend based numbers are similarly approximately double 

the numbers displayed for the regular weekday.) This data supports Gehl’s (2010) notion that 

social activities are fostered by environments supporting optional, stationary activities, where 

people are not just passing by, but also engage in leisurely stops.  

Table 4.4. Number of people engaged in social activities in the study area 

Day of 
observation 

B1 B2 B3 B4 B5 B6 B7 Total 
Study Area 

% 
Study 
Time 

Weekday 12 20 15 14 30 22 10 123 32.7% 

Weekend 27 29 22 48 57 41 29 253 67.3% 

TOTAL 39 49 37 62 87 63 39 376 100.0% 

% Study Area 10.4% 13.0% 9.8% 16.5% 23.1% 16.8% 10.4% 100.0%  

 

4.2.3 DURATION OF STAY 

The two days of observation in the study area revealed that a relatively low percentage of 

people were engaged in optional, stationary, activities for more than 5 minutes (4.9%) (Table 

4.5). In contrast, 66.4% of the optional activities lasted less than a minute.  
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Table 4.5 Duration of stay of people engaged in stationary activities in the study area 

Duration of 
Stay 

B1 B2 B3 B4 B5 B6 B7 Total 
Study Area 

% 
Study 
Time 

<1 Minute 53 59 71 95 95 71 62 506 66.4% 

1-5 Minutes 20 50 35 25 51 22 16 219 28.7% 

>5 Minutes 3 6 6 5 2 11 4 37 4.9% 

Total Nr. Of 
People 

Observed 

76 115 112 125 148 104 82 762 100.0% 

 

An evident factor influencing duration of stay may be related to the colder weather at the end of 

November, making it difficult for pedestrians to pause for long, However, some variation in data 

between different street segments suggests different factors influence duration of stay as well. 

Of those activities lasting more than 5 minutes, 11 out of 37 took place along Block 6 (Clergy – 

Sydenham) and of those lasting between 1-5 minutes, most occurred along Block 2 (King-

Wellington) and Block 5 (Sydenham-Montreal). The higher medium-stay durations on Block 2 

may be related to the high number of smokers observed, near The Toucan, a local bar, while 

those on Block 5 may be a natural result of higher numbers of people engaged in optional 

activities, as well as social activities. It is not clear why there appear to be more longer stays 

along Block 7, since this area did not register the highest counts of optional activities or 

pedestrians. This phenomenon may be due to the types and mix of destinations available on the 

block, or to the high count of food-based functions (i.e. 9 restaurants, the highest count of any 

block) in front of which patrons may wait for their dinner companions. 

4.2.4 PEDESTRIAN VOLUME 

Pedestrian counts took place over 5 minutes periods, four times a day, along each of the seven 

street blocks under study. The counts were extrapolated, in order to arrive at hourly pedestrian 

volumes for each of these four periods. Then, the average of these five hourly pedestrian 

volumes was calculated in order to establish the average hourly volumes per day (Table 4.6). 

Based on the two daily hourly averages, a total average was also calculated.  
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Table 4.6. Average hourly pedestrian volume in the study area. 

Observation 
Type 

B1 B2 B3 B4 B5 B6 B7 TOTAL 

Weekday 
Hourly Avg. 

252 390 798 708 741 654 459 4002 

Weekend 
Hourly Avg. 

615 738 972 1224 1146 1227 858 6780 

Total Hourly 
Avg. 

434 564 885 966 944 941 659 5391 

% Study Area 8.0% 10.5% 16.4% 17.9% 17.5% 17.4% 12.2% 100.0% 

 

From the two days of observation in the study area, the count averaged 5391 pedestrians per 

hour. In terms of difference in pedestrian traffic between the two days, the weekday hourly 

average is approximately 59% of the weekend-based one, suggesting that walking along this 

part of Princess Street is not just a utilitarian activity, but one reserved for more leisurely time as 

well. This observation correlates with the data regarding optional activities, showing a similar 

proportion between weekday and weekend optional activities (57%).  

The daily difference in counts appears to be consistent among all seven blocks. The lowest 

pedestrian counts are seen on Block 1 and Block 7, with lower level and variety of retail and 

food-related uses, and the highest on Blocks 4, 5, and 6, with higher numbers of both retail and 

food-based uses.  

4.2.5 WEATHER AND TIME OF DAY 

Regular street life observations: 

 Tuesday, Nov 21: 6-10 °C, Mostly sunny 

 Friday (evening), Nov 23: 4-5 °C, Partly cloudy 

 Saturday (mid-morning to late-afternoon), Nov 24, 2012: 0-4 °C, Cloudy with flurries 

Santa Claus Parade observations: 

 Saturday, Nov 17, 2012: 0-4 °C, Partly Cloudy 
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The weather conditions during the regular days of observations varied slightly, as the weekend 

cooled down towards 0°C. Cooler weather however did not appear to be a deterrent to 

pedestrian activity in the study area, as weekend counts of both pedestrian traffic and optional 

activities were significantly higher during this period.  

The typical duration of stay may have been affected by the cold weather, however, as the 

majority of observed optional activities (95.1%) lasted under 5 minutes. The street segment 

does little to protect from cold winds. While the street frontage on both sides is mostly compact, 

it opens up a long corridor for cold currents. However, many retail uses’ entrances offer niches 

and bays where pedestrians can stop for temporary protection.   

The weather was also cold during the Santa Claus Parade observation period, with 

temperatures theoretically discouraging lengthier stays in the open. However, pedestrian counts 

and counts of stationary people were very high, brought in by the visual entertainment and 

encouraged by hot drinks, provided by cafés and retails shops along the street.  

4.2.6 SPECIAL EVENT – SANTA CLAUS PARADE 

Street life observations during the Santa Claus Parade consisted of a pedestrian count and a 

count of people engaged in stationary activities such as standing or sitting, while waiting or 

watching the parade events taking place within the street.  

The pedestrian counts were performed in a manner similar to that applying to the regular 

day/weekday observations: 5 minutes counts of people walking by a fixed point along each 

block. The counts were then extrapolated to provide an estimated hourly average (Table 4.7). 

Similarly, counts of people engaged in stationary activities respected the regular observation 

interval of 10 minutes; however, due to the large numbers of pedestrians present during the 

event the observations resumed to stationary pedestrian counts, rather than specific behavior 

details. 
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Table 4.7. Comparative table displaying estimated hourly pedestrian count average during the Santa 

Claus Parade event and during regular day observations 

Type of Pedestrian Count B1 B2 B3 B4 B5 B6 B7 Total 
Study Area 

ESTIMATED  HOURLY 
COUNT  DURING EVENT 

1776 1296 1728 2280 2892 2460 2040 14472 

% Study Area 12.3% 9.0% 11.9% 15.8% 20.0% 17.0% 14.1% 100.0% 

Estimated Weekday Avg. 252 390 798 708 741 654 459 4002 

Estimated Weekend Avg. 615 738 972 1224 1146 1227 858 6780 

 

The estimated hourly pedestrian count during the event was significantly higher than the counts 

during regular observations: approximately twice as many people have passed by along the 

street segment compared to weekend counts. Block 5 has the highest percentage of 

pedestrians (20%), followed by Block 6 (17%), while Block 1 and 2 have the lowest numbers 

(12.3%, 9.0% respectively). The data does not parallel the counts of pedestrians engaged in 

stationary activities, which seem to concentrate towards the lower end of the street, along Block 

1 and 2 (19% and 18.7% respectively), where the parade was expected to end (Table 4.8).  

Table 4.8. Stationary pedestrians count during the Santa Clause Parade event 

Stationary 
activities count 

B1 B2 B3 B4 B5 B6 B7 Total Study 
Area 

Block Count 1089 1074 854 741 857 692 423 5730 

% of Total 19.0% 18.7% 14.9% 12.9% 15.0% 12.1% 7.4% 100.0% 

 

The data shows the capacity of the street to accommodate high numbers of people, and to act 

like a community focal point during a special event. Overall, the stationary activities count for the 

entire study area, during a period of 10 minutes, are visibly much higher (752%) than the similar 

total count for two days of regular observations. People were mostly gathered on the edge of 

the sidewalk, standing and sitting on the curb or on personal chairs, in large groups. While the 

street corridor is not large, and sidewalks are relatively narrow for this volume of people, the 

historic architectural environment may be providing the necessary identity for this type of 
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community event, and the retail services present along the street may further support the 

designation by providing further interest and food based services to pedestrians. 

4.3 STREET ENVIRONMENT 

Direct observations assessing the quality of the physical pedestrian environment were recorded 

during the period of March 25- April 7, 2013. The observations followed the evaluation criteria 

framework pertaining to this dimension of the data collection, examining attributes of concern 

within each criterion through walk-bys, photographs and map reviews along each street block.  

Due to street construction work occurring at the time a direct evaluation of the sidewalks’ 

surfacing quality, or presence of street elements along Block 2 and 3 (King-Wellington and 

Wellington-Bagot) was not possible, however photographs taken before the construction work 

and Google Earth imagery provided the missing information.   

Overall, prior to construction work, the street landscape along the study area was quite similar in 

terms of design treatment, with the exception of B1 (Ontario-King), where it has been 

redesigned and renewed in the past 4 years.  

4.3.1 PROTECTION RELATED CRITERIA 

Protection from traffic – feeling safe. Traffic-wise, the downtown segment of Princess Street 

serves a dual purpose as a main street (i.e. commercial street) and a provincial highway (i.e. 

Provincial Highway #2), bringing significant numbers of motorists into the area on their way to 

the LaSalle Causeway.  While there was no posted speed limit along the street, traffic lights at 

intersections generally regulated vehicle speed at 35-50km/h. Curb extensions consistently 

implemented throughout the length of the street, generally at intersections and mid-blocks, 

provided additional safe space for pedestrians intent on crossing the street or just standing, 

while restricting automobile access. The side-street bays created as a result provide room for 

metered parallel parking, a configuration positively supported by literature for buffering 

pedestrians from street traffic (Figure 4.1). 
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Figure 4.1. Curbside extensions and parking bays on Block 1. 

Protection from crime. Lower Princess Street has been, traditionally, a space for shopping, 

bringing a variety of people downtown for this reason. It is important to mention, in this regard, 

the presence of higher than usual numbers of day release criminals and persons with mental 

illness, due to the local presence of a large penitentiary and a mental health hospital (C. Bray, 

personal communication, February 13, 2013).  

To a large extent the street maintains a mixed-use character throughout the study area, with a 

large number of retail functions, food-based services, physical health services or institutional 

uses on the ground floor, and mostly residential uses on the upper floors. Table 4.9 displays the 

count of non-residential land-uses along each block in the study area, as well as the types of 

uses found within.  
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Table 4.9. Number and type of land uses per block, in the study area. 

Area Nr of 
Uses 

(N 
street 
side) 

Nr of 
Uses (S 
street 
side) 

Total 
Nr of 
Uses 
per 

Block 

% 
Study 
Area 

Type of uses 

B1 4 8 12 7.6% Restaurants (2), Clothing retail (2), Jewerly, Luggage 
articles retail, Décor, Pet store, Bakery, Café, Real 
estate agency 

B2 9 10 19 12.1% Restaurants (4), Clothing retail (3), Café, Banks (2), 
Organic food retail, Jewelry, Bar,  General store, Tax 
accounting office, Artisanal article retail, Phone 
service store 

B3 15 9 24 15.3% Restaurants (4), Clothing retail (3), Gift store, Décor, 
Pharmacy(2), Dancing Studio, Variety store, Music 
Store, Phone service store (2), Bank, Photo equipment 
store, Optical clinic. 

B4 10 10 20 12.7% Restaurants (5), Clothing retail (2), Bookstore, Tailor, 
Jewelry, Décor, Dollar Store, Travel agency, Toy store, 
Hairdresser/cosmetics, Walk-in clinic, Game store. 

B5 14 18 32 20.4% Restaurants (2), Clothing retail (11), Shoe retail, 
Theatre, Café/tea, Icecream store, Variety store, 
Cosmetics store, Jewelry. 

B6 10 16 26 16.6% Restaurants (9), Clothing retail, Café, Furniture store, 
Bookstore, Sports/outdoors equipment store (2), 
Tobacco store, Antiques, Crafts store. 

B7 7 17 24 15.3% Coffee/restaurant (Tim Horton's), Hairdresser/barber 
(3), Thrift stores (3), Art gallery, Computer retail, Fast 
food restaurants (3), Asian market, Tavern, Yoga 
practice, Liquor vendor, Church/community use. 

Total 
Study 
Area 

69 88 157 100.0%  

% Study 
Area 

43.9% 56.1% 100.0%   

 

The lowest (Block1) and highest (Block5) land-use counts correspond to similar finds in the 

optional activity observations, reinforcing theoretical concepts linking land-uses and public life 

within urban environments. However, the land-use data for the other blocks is not consistent 

with the level of street activity observed. For example, Block7 has double the amount of land-
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uses, compared to Block1, including a busy coffee shop, however, it registered a similarly low 

level of pedestrian optional activity. It may be that the type of land uses and their combination is 

important in the type of interest they generate in pedestrians. Office uses or small retail stores 

close at earlier hours, so it is up to the presence of late-hours functions such as restaurants, 

cafés, or more prominent retail stores to provide an active presence when issues of safety 

become more stringent. 

Overall, the presence of active, non-residential uses on the ground floor throughout the street, 

most with glassed entrances and window displays, provided the necessary ‘soft edge’ treatment 

during the day. Late hour cafés and restaurants were present along every block, ensuring for a 

minimum presence during the evening hours. In terms of safety-related infrastructure, both 

pedestrian and street oriented lighting were provided for each block, complemented by many 

lighted store fronts.  

The layout of the street is clear, allowing for clear lines of sight and orientation during the 

evening while sidewalk cleanliness does not appear to be an issue, with the exception of Block 

5, which was visibly littered throughout. Along the study area, excepting Block 1, where street 

landscaping was renewed recently, planters and trees appeared to be lacking proper 

maintenance.  

In terms of private/public buffering, the architecture of the buildings offers narrow exposure to 

the public realm (accommodated in the upper levels of the buildings), mostly by means of 

inconspicuous private entrances, alternated with store entrances.  

Protection from unpleasant environmental aspects. Relatively low building elevation throughout 

the street ensures good sun exposure for the northern side of the street, while the southern side 

is consistently in the shade. This type of layout provides alternatives to pedestrians, as they 

may be looking for sunny spots during the cold season and for shadier areas during the 

summer. The street, however, does not offer good wind protection, although the buildings offer 

a compact front on both sides of the street, mostly. Due to its linearity, it functions as a wind 

corridor, without many mature trees to break the air currents. Three mature trees are found only 

on Block 5, while the rest of the street, with the exception of Block 6, is planted sparsely with 

medium and small-size trees. The architecture of the buildings provides many niches and bays 

at storefront entrances, to offer temporary protection from the elements. Awnings, both small 

and large, are present along each block in the study area.  
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4.3.2 COMFORT RELATED CRITERIA 

Opportunities to walk. Sidewalk width varies among blocks, Block 1 having the largest walkway 

(3.75m), due to the recent streetscape renewal work (Table 4.10).  

 

Table 4.10. Rate of weekend pedestrian counts per meter of sidewalk 

 B1 B2 B3 B4 B5 B6 B7 

Sidewalk width (m) 3.75 3.2 3.2 3.2 3 2.7 2.7 

Sidewalk with curb extension 
width(m) 

6.25 6 6 6 6 5.5 5.5 

Weekend hourly average  
pedestrian volume 

615 738 972 1224 1146 1227 858 

Weekend pedestrian 
volume/minute/meter 

2.7 3.8 5.1 6.4 6.4 7.6 5.3 

 

Based on pedestrian counts during the weekend, when the heaviest traffic was recorded, the 

rate of pedestrian volume/minute/meter of sidewalk (walkway area) for any street block is lower 

than the upper range of 13 pedestrians/minute/meter considered by Jacobs (1993) to denote 

insufficient walking space. However, it was observed that many types of obstructions tend to 

intrude into the existing walkways. With the exception of Block 1, lampposts, parking indicators, 

garbage cans, parking meters, bike racks, and occasionally store poster signs randomly occupy 

a good part of the outer edge of the sidewalk. Pedestrians were often observed stopping and 

ceding passage to other pedestrians in the opposite direction, as obstructions were met 

(Figures 4.2, 4.3).  
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Figures 4.2 and 4.3. Sidewalk obstructions on Blocks 3 and 5. 

Block lengths extend beyond the 90m standard (i.e. as recommended by Jacobs (1993)), 

however many of the southern blocks (i.e. Block 2, Block 5, and Block 6) along the street offer 

informal interim connections with Brock Street, through passageways and interior courtyards. 

Most of these passageways are utilitarian, passing along blank walls and parking lots, with the 

exception of the one crossing Block 2 (King-Wellington), which is formally open for pedestrian 

traffic, providing a number of non-residential destinations along the way. The through-block 

passageway on B5 (Montreal-Sydenham) establishes a connection with Hotel Dieu Hospital and 

the parking lot on Brock Street, via the Grand Theatre (on Princess Street), a link which may 

also account for the higher pedestrian volumes on this block.  

Regarding other walking conditions, the sidewalk surface is very good along Block 1, relatively 

good along Block 6 and 7, but uneven and broken within the other blocks, particularly at bulb-

outs. Universal accessibility is provided throughout the study area, by means of curb cuts and 

texturized ramps at the beginning and end of blocks, as well as mid-block at curb extensions. 

Sidewalk maintenance did not appear to interfere with accessibility.  

The street is easy to cross, both mid-block and at intersections, due to lower amounts of traffic, 

to narrower vehicular surface (where curb extensions are in place), and to frequent pedestrian 

lights with short wait intervals.  
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There are few landmarks or physical identifiers providing orientation to pedestrians along the 

street. Building elevations are relatively consistent throughout and clear markers denoting the 

beginning and end of different sections of the street are rarely evident. Saint Andrew’s 

Presbiterian Church, in the lower corner of Block 7, is one of the most visible landmarks in the 

study area, although the building’s set-back removes it from more distant lines of view. The 

former S&R Department Store building, now a multi-purpose structure, plays a similar role at the 

lower end of Block 7, and the James Reid furniture store, due to its prominent height, provides 

focus between Blocks 5 and 6. In general, block corners are chamfered, orienting a store 

entrance to the passer-by and announcing the ‘identity’ of the intersection based on the store 

brands featured there.  

In terms of layout clarity, the street’s linearity provides easy to read, direct lines of walking. 

Additional observations related to walking comfort pointed at the slope of the street along 

different blocks, as there is an overall incline (~1.7%) going up from the waterfront (i.e. east-

west), with a steeper slope (~2.9%) through segments B4 to B6 (Bagot-Montreal). According to 

the city’s Facility Accessibility Design Standards (2009), the slope is under the recommended 

limit of 4%, permitting wheelchair or stroller access. The slope may still be an issue for longer 

walks since resting/sitting spots are not available on the steeper fragment of the street.  

Opportunities to stand/stay. Façade details such as entrance bays, or display windows, as well 

as numerous vertical street elements (e.g lamp posts, parking signage posts) offer informal 

locations for temporary stops, allowing people to stand away from the pedestrian flow, whether 

they are having a coffee or just waiting. Block 1, 2, and 6 also provide narrow setbacks 

generated by mid-block passageways where some stationary pedestrians may choose to stand.  

Opportunities to sit. Public formal seating furniture (benches) was available on Blocks 1, 2, and 

3. On Block1, 3 of the 5 benches available are located within the sidewalk extensions, in calmer 

areas away from the pedestrian traffic. While they offer views of the street life or of the distant 

lake and are accompanied by attractive landscaping, they are not facing each other however 

(Figure 4.4), failing to provide a ‘talkscape’ type of environment and consequently to better 

contribute to the social life of the street. The fourth and fifth benches, similar to one of the 

benches on Block 2 (in front of the “Sleepless Goat” café/restaurant) are placed next to the 

entrance of a bakery, and coffee shop, respectively, allowing patrons to temporarily stop and eat 

their snacks or drink their coffee, facing the passers-by and potentially initiating conversations 
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(Figure 4.5, 4.6). Conversely, most of the benches on Blocks 2 and 3 (5 benches, and 4 

benches, respectively, before the construction work began) were located on the outer edge of 

the sidewalk, parallel to the street, facing vehicular traffic, with few landscaping elements 

softening the view (Figure 4.7). While the architectural detailing with the built environment and 

the pedestrian activity on the other side of the street provided some visual focus to potential 

users of these benches, facing away from the adjacent pedestrian traffic removed them from the 

social space of the street.  

 

Figure 4.4. Back to back benches on curb extension, Block 1. 

 

Figure 4.5. Bench backing onto a bakery store and facing both sides of the street (Source: GoogleMaps) 
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Figure 4.6. Bench facing pedestrian traffic, in front of Coffee & Company, Block 1. 

 

Figure 4.7. Benches on Block 3 (Wellington-Bagot) facing vehicular traffic (Source: GoogleMaps) 

Informal sitting is minimally offered throughout the street, by means of window display sills or 

low entrance steps. These are close to pedestrian traffic however, and mostly inconvenient for a 

short stay.  

Private seating opportunities were not noted at the time of the street assessment, due to the 

cold weather; however, based on the author’s experience, café and restaurant terraces open 

along the street during the summer/early fall days. A few of the café terraces (Starbucks’ on the 

northern upper end of Block 2, and the icecream’s parlor’s on the northern upper end of Block 5) 
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are not directly located on Princess; due to space limitations these patios spill into the side 

streets. Other patios are accommodated within the Princess sidewalk, though: Milestones’ and 

Coffee & Company’s along the northern side of Block1, and Windmills’ on the southern side of 

Block 4). While many food-based uses are present along the street, sidewalk width is modest, 

difficult to share between pedestrians and terrace space.  

Opportunities to see. Generally, views of the street are unimpeded, although the lines of parallel 

parked cars are often obstructing pedestrian sightlines across the street Distant views to the 

water at the lower end of the street are also partly blocked in the distance by the overhanging 

entrance of Holiday Inn, on Ontario Street, removing an important visual cue from the context. 

The predominance of heritage architecture throughout the study area offers visual interest, as 

many facades are either intricately ornamented or clad in finely textured materials (i.e. brick and 

limestone). This visual presence is interrupted, occasionally, by more utilitarian or modernist 

facades, where older buildings have been replace more recently. In these cases styles may 

contrast acutely with the detail of the contextual historic architecture as building surfaces are 

simplified and window openings are often smaller and out of alignment, creating the appearance 

of blank, unpopulated surroundings.  

More visual opportunities arise from the almost continuous lines of store display windows and 

entrances, at floor levels, expanding pedestrian visibility beyond the street edges. The 

continuous presence of people on the street is also contributing to the overall visual interest, 

while few landscape elements such as trees are present or prominent enough (i.e. only 2 

mature trees on Block 7, and 3 on Block 5) to add to it.  

There is a visible sense of complementarity between the architecture of the street fronts and 

that of the street design itself on Block 1 and the lower part of Block 2, due to new streetscape 

elements, details, and street furniture (i.e. granite curbs, textured concrete bulb-outs, and 

benches/street lamps of more classic design). This aesthetic synchronization is not carried out 

throughout the rest of the study area, where street elements such as lamps, sign posts, 

benches or detailing have somewhat utilitarian appearance, in contrast with the ornamented 

architectural style. Similarly, in many cases, store sign design clashes by graphics or color, with 

the contextual aesthetics.  

Opportunities to talk/listen. For most of the duration of the assessment background noise was 

relatively low, as car traffic is not intense in the study area. While socially energizing ‘talkscapes’ 
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were rare (as discussed previously in this section), no visible signs are restricting open access, 

groups, or social expression.  

Opportunities for play and exercise. The street does not have formal spaces inviting play or 

exercise, within its right of way or immediately adjacent. Their absence is most likely due to lack 

of space and to the tightly woven, linear built street frontage. The green area around St. 

Andrew’s Church (lower north end of Block 7) could play this role, however it is not appropriated 

as public space, probably due to the lack of typical public space furniture formally inviting people 

to use it. Opportunities for temporary play or entertainment related functions could be provided 

by the occasional bulb-outs, especially in Block 1, where more space is available around 

benches. Occasionally, as with the Santa Claus event, or other events scheduled by the City 

(e.g  “Kingston Buskers Rendezvous”, or the “Princess Street Promenade”), the street is closed 

to vehicular access and the whole space does become a informal space for leisure or 

entertainment related activities. 

4.3.3 PEDESTRIAN DELIGHT RELATED CRITERIA 

Scale. The street section proportions vary within each block and within the entire study area 

Table 4.11 displays approximate street scale dimensions, measured as proportions between 

block front elevations and street widths, based on Google Earth walk-through photographs for 

Princess Street. Street sections at Blocks 3, 5, and 6 range between a scale of 1:1.2 - 1:2.5, 

proportions close to Jacob’s (1993) relative standard of 1:1.1 – 1:2.5 for streets believed to be 

providing a sense of definition, being perceived wholly by the pedestrian eye. Street sections 

along Blocks 1, 2, 4, and 7 have lower elevations in some areas, due to recently rebuilt lots 

where contextual block elevation was not taken into consideration. However, these gaps in the 

built context are exceptions to the overall ambient of the street, which maintains the impression 

of a defined, enclosed space, where the built environment is easily contained in the sightlines.  
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Table 4.11. Physical dimensions related data for blocks in the study area. 

 B1 B2 B3 B4 B5 B6 B7 

Street scale 1:1.4 to 
1:3.4 

1:1.3 to 
1:3.7 

1:1.2 to 
1:2.5 

1:1.3 to 
1:3.1  

1:1.4 to 
1:2.5 

1:1.4 to 
1:2.4 

1:1.6 to 
1:3.2 

Nr. of Storeys 
(including ground 
floor) 

1, 3, 4  2, 3, 4 2, 3 2, 3, 4 2, 3 2, 3, 4 1, 3 

Average façade width 
(m) (N side) 

20.1 20.6 15.3 9.4 12.3 17.4 20.3 

Average façade width 
(m) (S side) 

25.1 17.2 17.4 10.4 8.9 10.9 13.6 

Overall, building heights range between 2 and 4 storeys (mostly 3 storeys), with high ceiling 

(~4.5m) ground floors. This height average (~10.5m for the 3 storey facades), combined with 

mostly narrow facades and a high level of detail in terms of architectural design brings the 

street’s built environment to a human scale (i.e. their dimensions, volumes and elements are 

easy to read and interpret by the pedestrian). The horizontal scale – the pace established by the 

organization of architectural elements in the horizontal plan, as the pedestrian is walking by - is 

also altered in places by the more contemporary built interventions, at either ground or upper 

floor levels. One example is the RBC Bank building, on the northern lower end of Block 2 

(Wellington – King), which conformed to the contextual architectural pattern of glass-dominated 

ground floor design, but opted for opaque window glazing without clear entranceways for 

pedestrians, blocking visibility and direct contact with Princess Street passers-by, and 

consequently creating a large blank gap in the background (Figure 4.6). Other examples are 

provided by the Scotia Bank building on Block3, where dissonant heavy massing steps out of 

the finely grained visual scale of the context; the corner building at the lower southern end of 

Block 1, where blank upper facades and low elevation contrasts deeply with the surrounding 

buildings; and the big gaps generated by current parking lots on the same block, which change 

the pace of the street completely.  
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Figure 4.6. RBC Bank building façade with opaque ground floor windows, at the lower end of Block 2 

(Wellington-King).  

Positive sensory experiences. Sensorial stimulation, as it relates to the pedestrian experience is 

mostly generated by visual cues in the street’s built environment (i.e. architectural detail and fine 

textured façade materials) and the continuous pedestrian activity. A brief encounter with two 

mature trees in front of St. Andrew’s church on Block7, and three along Block 5 offers the only 

significant exposure to natural elements, as these trees’ leaves generate some light-and-

shadow, as well as sound, effects.   

While no formal art elements are present along the street, the historic quality of the architecture, 

as well as various inscriptions found on some facades provide an alternative source of cultural 

interest.  

 



     50 

 

4.4 POLICY CONTEXT 

A number of documents outlining City of Kingston’s policies and design guidelines take into 

account the particular context along Princess Street, providing a general image of potential 

changes reserved for this site. The main document consulted for this study was the City of 

Kingston’s Official Plan (City of Kingston, 2011a), which outlines land-use designation policies, 

as well as general strategies adopted by the city in relation to growth or sustainability. Specific 

to Princess Street, the Official Plan also contains a Downtown and Harbour Area Special Policy, 

providing more detailed regulations regarding this area. Other official documents offering further 

direction for future development in the downtown area include The Downtown Action Plan, The 

Downtown and Harbour Area Architectural Guidelines Study and the Downtown and Harbour 

Zoning By-Law No. 96-259 (City of Kingston, 2004; City of Kingston, 2007; City of Kingston, 

2011b). The Downtown Action Plan and the guidelines study have actually supported, through 

research, analysis and recommendations, the overall policies recently outlined in the Official 

Plan.  

One other reference for this chapter was the Williamsville Main Street Study, focused on future 

growth along the northern part of Princess Street – while this reference does not include the 

study area, it was considered however for the vision it proposes for the corridor immediately 

north of it (City of Kingston, 2012). The study’s main points will be considered as a sideline in 

the concluding remarks for this chapter, and in the final recommendations provided in the next 

one.  

4.4.1 GENERAL POLICY OUTLINE FOR THE FUTURE OF THE STREET 

The Downtown Action Plan is an infrastructure and urban design study for the whole downtown 

area, forming part of the Kingston’s ten year Capital Plan for this zone’s infrastructure renewal. 

The plan aims to improve traffic movement, increase green space and provide better 

opportunities for tourism, recreation and entertainment. It involves replacement and 

improvement of urban streets and sidewalks along the entire right of way of circulation corridors 

identified in the plan, of which Princess Street is a part of. To support this change, general 

design recommendations are set out to address the network of public spaces in the downtown 

area: streets, but also courtyards, parks and the waterfront.  
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Identifying the Princess Street commercial landscape as one of the character areas downtown, 

the study remarks on the need to enhance this streetscape by providing more adequate 

pedestrian amenities and street elements supportive of pedestrian activity, introducing landmark 

or definition features at certain location along the corridor, and improving the design treatment 

of crossing streets. It also notes the potential of various courtyards and passageways within the 

area to offer an increase in commercial and residential floor space, and to enrich the pedestrian 

networks and overall pedestrian experience downtown.  

The Downtown and Harbour Area Architectural Guidelines Study is a City initiated study 

intended to provide detailed guidance for further development within the downtown and harbor 

area. It informs the current Official Plan for the City, as well as its Zoning By-law for the area, by 

providing architectural background information about the area, as well as recommendations and 

standards considered to be compatible with the historic character of the site. Lower Princess 

Street is one of the sub-areas analyzed in this study – the study includes general guidelines, as 

well as particular ones referring to this corridor. 

The City of Kingston Official Plan  provides the fundamental guidance for any new development 

expected to occur within the area of study. According to the plan’s Schedule 3-A (Land Use), 

the area of study along PrincesStreet is designated as “Central Business District”(CBD).  Within 

the Princess Street corridor, the designation is intended “to foster residential intensification, a 

pedestrian-focused mix of land uses, and support for transit (…) (City of Kingston Official Plan, 

article 3.4.1., p.65). In addition, the plan aims to encourage a broad range of commercial 

activity, in order to support the traditionally diverse and pedestrian oriented activity focus of the 

downtown core.  Measures such as encouragement of mixed-use developments and 

intensification, in general, are focused on the Princess Street corridor, which is scheduled to 

evolve as a priority transit route and a transit supportive development area. These measures 

are supported by both the Sustainable Development Policy and the Growth Principles Policy 

within the strategic directions established by the City’s Official Plan.  

By-law policy for the area of study is represented by the Downtown and Harbour Zoning By-Law 

No. 96-259. This document provides a zoning map for the overall downtown area, showing most 

of the buildings along Princess St., within the studied segment, are zoned as C1-3, with some 

exceptions: the NW corner of Princess & King St. E (currently the office building accommodating 
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RBC Bank) which is zoned C-13, and two lots along the southern side of Princess St. between 

King St. and Ontario St. (currently a surface parking lot), zoned C1-16. 

The by-law for this zone (7.3.3) conforms mostly to recommendations of the Downtown and 

Harbour Area Architectural Guidelines Study, limiting maximum and minimum heights of 

buildings along the street, as well as permitted lot coverage (i.e. it allows 50-100% lot 

coverage).  

Providing some contextual background as to how the upper part of Princess Street may develop 

in the future, the Williamsville Main Street Study compiles recommendations and design 

guidelines for the private and public realm of the corridor, between Division and Bath, a 

segment currently scheduled for intensification in the City’s Official Plan. The study identifies the 

area between Alfred and Division (one block up from the area of study) for the potential it has to 

function as a “gateway” to the east, the heritage centre of Kingston. Based on this vision, 

recommendations are made for future development enhancing the existing main street 

character of the corridor and providing further pedestrian-supportive contextual elements: wider 

sidewalks and boulevards (e.i. minimum 4m), clear of infrastructural obstructions, bulb-out 

extensions book-ending parallel parking lanes and ensuring for safe street crossing, landscaped 

or designed markers between the public and private realm, sustainably landscaped boulevards, 

with shade-providing trees and street or signage furniture, pedestrian oriented lighting, land-use 

transition zones away from clearly marked pedestrian sidewalks, appropriate signage, as well 

as locally significant public art. The study is also recommending green streets along those 

streets crossing Princess, as tree-lined corridors establishing visual links and enhancing 

pedestrian and cyclist connections between the areas north and south of Princess Street. 

 

4.4.2 POLICY ASSESSMENT: EXPECTED FUTURE PEDESTRIAN ENVIRONMENT FOR PRINCESS 

STREET 

Protection related criteria. All the policies and studies consulted have a decided focus on 

pedestrian priority in the downtown area, as a measure of encouraging pedestrian activity and 

supporting its active, mixed-use, historically significant environment. The Downtown Action Plan 

(DAP) is initiating additional measures of pedestrian protection by recommending the 

improvement of cross street sections with bulb-out extensions, measures further supported by 
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the Official Plan, which is directly looking to ensure pedestrian and cycling safety and 

convenience of movement in terms of street design. Protection from traffic is also mandated by 

the designation of Princess Street as a Priority Pedestrian Walkway, in the Downtown and 

Harbour Area Architectural Guidelines (DHAAG), translated in restrictions to new developments 

in providing vehicle accesses or servicing entrances, as well as adjacent surface parking lots. 

These guidelines are carried out in the Official Plan, where new surface parking lots or 

driveways adjacent to Princess Street are not permitted, and any new internal or above ground 

parking lot structures need to be accessed from parallel streets, such as Queen or Brock.  

In relation to criteria ensuring protection from crime, such as the provision of multiple pedestrian 

destinations ensuring for around the clock pedestrian traffic, studies recommend exclusive 

mixed-use zoning along Princess Street. The Official Plan is formally requiring the presence of 

mixed functions with ground commercial uses and medium-to-high density through the 

designation of the street frontage along lower Princess (and most of its crossing streets) as 

“Mandatory Commercial Frontage” (Fig. 4.7). In order to increase visibility and transparency 

along the street corridor, the DHAAG is calling for large areas of visually permeable glazing 

along the ground floors of any new developments, from grade to 4+ meters along street 

frontages. The Official Plan, as well as the supporting studies, are also recommending the 

development of the current empty surface parking lots between King and Ontario, seeing the 

opportunity to reinforce urban presence within that particular area and mitigate safety and 

aesthetic concerns associated with vacant lots.  
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Figure 4.7. City of Kingston Official Plan  - Downtown and Harbour Special Policy Area, Schedule DH-3, 

Area of Pedestrian Focus (2011) 

Comfort related criteria. Based on recommendations for the Downtown Action Plan and the 

Downtown and Harbour Area Architectural Guidelines Study, the official plan’s policy for the 

Downtown and Harbour Area emphasizes the need for compatible design for new developments 

or renovations within the area, protecting, enhancing, supporting or adaptively re-using existing 

cultural heritage resources. Appropriate design, respectful of the historic architecture within the 
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corridor is essential to maintain visual interest and a sense of contextual continuity within the 

street. Harmonization and increased care to quality of design are also required in both 

architectural and streetscape interventions, according to the plan, as well as the protection of 

views to the water, City Hall and other significant buildings, outlining the importance of 

supporting a good pedestrian experience. The use of strategic landscaping or other aesthetic 

measures is also recommended, to minimize visual impact of existing inharmonious elements. 

Other pedestrian comfort-related measures include the intention to increase public transit 

service frequency along Princess, anchored by an improved downtown transit terminal, to 

support better accessibility to the downtown area. Opportunities for better walking conditions are 

also formalized by the plan, in recommendations to develop or enhance courtyards and mid-

block pedestrian passages.  

The Downtown Action Plan includes further strategic suggestion, related to walking and sitting 

opportunities. Overall, it outlines the need for coordinated streetscape improvements within the 

area, integrating a variety of street elements and pedestrian amenities, with more specific sub-

area design palettes. This strategy takes into consideration the value of an integrated network of 

pedestrian friendly streets, placing Princess within a larger, better connected (both physically 

and visually) context. More specifically, the study recommends ample sidewalks and boulevards 

- of 5.4-5.6 meters - providing additional space for trees, lamps and benches, to support public 

life and conversional ‘eddies’, away from the main pedestrian flow. It notes the opportunity for 

landmark locations at the intersection with Ontario and Division, to function as ‘gateways’ to the 

lower Princess Street area, and for a signal landmark location at the intersection with Bagot, to 

offer a visual point of reference and to outline the connection with the Historic District. The study 

is also extending its recommendations for contextualization beyond the main Princess Street 

corridor, remarking on the opportunities for corner extensions of street improvements into cross-

streets, to create spill-over space from the limited ROW along Princess and to offer room for 

additional site furniture and sidewalk cafés.  

Further aesthetic based recommendations are found in the Downtown and Harbour Area 

Architectural Guidelines Study, specifically requiring new buildings to respect the street-wall 

design of the corridor, suggesting the mitigation of views of existing surface parking lots through 

landscaping and stormwater management features, and discouraging any future big-box type 

development or blank wall type of architecture along the street. In relation to accessibility 

features, the study recommends for the inclusion of universal design standards in any new 
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developments or renovations within the corridor, referring to both interior and exterior design, to 

signage and informational systems.   

Pedestrian delight in the street environment. One of the main criteria associated with a pleasant 

pedestrian experience is that of scale, both in terms of the street section proportions and in 

terms of correspondence of street architecture to human scale. The Official Plan and zoning by-

laws recognize the importance of the historic architectural context and respect the existing 

street section proportions and pedestrian scale by controlling building heights, requiring building 

step-backs for higher proposals, alignment with the existing street frontage and the positioning 

of entrances at street level. Architectural design, with concern to massing, widths and heights 

are expected to conform to Section 8 of the plan, as well as to the separate Downtown and 

Harbour Area Architectural Guidelines (DGAAGS) document.  They include specifications such 

as a maximum height at Build-to-Plane of17m (three storeys), and a minimum height of 8.5m, 

corresponding to a two-storey height, with a high ground floor of 4.25 m. Exceptions occur 

within the two areas slated for development (currently parking lots) between King and Ontario, 

zoned C1-16, where a higher elevation of 5 storeys is permitted as a step-back profile. Aspects 

related to finer grained human scale are also specified in the DHAAG Study, which discourages 

big-box or blank wall architecture on the basis of its incompatibility with a visually stimulating 

environment.  

Recommendations to introduce or maintain visual stimulation along the street is supported by all 

documents, through the commitment to permit only architecturally compatible, quality 

architecture, and through the proposal for punctuation-like street elements such as nodal 

markers, trees, and landscaping, as well as finer grained materials for different street surfaces. 

An important factor in supporting pedestrian experience may be the focus on maintaining and 

enhancing views to the waterfront. Better coordinated efforts in this sense, in the future, could 

add to the quality of the public realm along Princess Street, by providing a more inviting visual 

link to the water. Historic views, historic buildings and associated inscriptions, as identified by 

the heritage character statement in the DHAAG Study may also provide the basis for future 

interest and delight in the street.  

Finally, concerns related to the presence of art are somewhat addressed by the official interest 

in developing interior block courtyards and passageways. In this sense, the DHAAG Study is 
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specifically recommending artistic or landscape based methods in enhancing existing interior 

spaces and transforming their utilitarian aspect.  

4.2.3 CONCLUSION – A FUTURE STREET PROFILE 

The overall direction of consulted documents points to the prioritization of the downtown area for 

improved pedestrian accessibility, pedestrian linkage to the waterfront, streetscape amenities, 

and for concerted efforts to sustain and enhance its vitality. Princess Street features as an 

important part of this area and current official regulation and guidelines suggest that future 

interventions will aim to support and enhance its character. Zoning limitations related to 

permitted uses and architectural massing should reinforce its current vitality, based on a mixed-

use, pedestrian-scaled environment. Renewing the street’s design, according to the specified 

recommendations should enhance its status as pedestrian destination, contributing to its public 

life. Extending these improvements along the additional network of streets and pedestrian 

passageways would further provide better integration for the street into its context, outlining its 

position as a main street and expanding its space. Contextual integration, in this case, is 

important, considering the potential future improvement and development of the upper Princess 

Street in the Williamsville area – the lower segment’s proximity will be anticipated by the 

architectural syntax of the upper area, and it will need to play the part and provide seamless 

connection to the surrounding historic district.  
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5. CONCLUSIONS AND RECOMMENDATIONS 

5.1 INTRODUCTION 

This chapter builds upon the analysis of the street life, pedestrian environment assessment, and 

policy regarding Princess Street, addressing the initial research questions and drawing 

conclusions about the street’s quality as a pedestrian environment. Recommendations are 

made as well, regarding potential areas of improvement along Princess Street.  

5.2 CONCLUSIONS 

Major aspects related to the overall assessment of Princess Street, as a pedestrian environment 

(present and future, where future aspects were derived from policy analysis) were laid-out in 

Table 5.1. The table outlines overall findings in terms of street life and pedestrian environment, 

breaking down aspects related to the pedestrian environment in relation to how they may be 

encouraging or discouraging street life, or pedestrian interest. Pedestrian interest was 

evidenced by literature to be the main objective of streetscape and public space design, 

motivated by current urban planning studies concerning urban vitality and health. The findings 

were derived from an assessment based on parameters and principles associated in salient 

literature with good urban thoroughfares, or great streets. So, is Princess Street a great street? 

Observations of pedestrian activity and traffic within the study area suggest that Princess Street 

is a popular destination, even in the colder season. Significant numbers of walking pedestrians 

were recorded along each block within the study area, while a number of optional activities, 

including social activities, were observed as well, during relatively narrow slots of time. 

According to Gehl (2010), the presence of both these markers (i.e. utilitarian and non-utilitarian 

street activity) generates opportunities for further social activity and public life, supporting the 

transformation of city spaces into true meeting spaces and contributing to the vitality of the 

overall urban community. Weekend observations of street life appeared to consolidate the role 

of Princess Street as a preferred destination for social life, as numbers were approximately 

double the ones recorded during regular weekdays. Other observations during the Santa Claus 

Parade provided further evidence of the street as a meeting space, and as an established 

community gathering place, as well, capable of supporting intense social events.  
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Table 5.1 Major aspects of street life and street environment 

Area Street life Positive aspects of the pedestrian 
environment (encouraging street life) 

Negative aspects of the pedestrian 
environment (discouraging public life) 
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B1 8.0
% 

10.0
% 

10.4
% 

12 - Good quality surfacing and street 
elements. 
- Mid-block passageway (parking lots).  
- Presence of benches. 

- Public bench positioning discouraging 
social interaction. 
- Inconsistent architectural design (height, 
design) in lower southern area.  
- Large gaps in street frontage (parking 
lots).  

B2 10.5
% 

15.1
% 

13.0
% 

19 - Presence of benches.  
- Mid-block passageway.  

- Positioning of benches.  
- Some 'blank' walls (RBC building). 
- Steeper street slope 

B3 16.4
% 

14.7
% 

9.8
% 

24 - Presence of benches.  - Positioning of benches.  
- Some 'blank' walls (Scotia Bank building). 

B4 17.9
% 

16.4
% 

16.5
% 

20  - Steeper street slope 

B5 17.5
% 

19.4
% 

23.1
% 

32  - Excessive litter.  

B6 17.4
% 

13.6
% 

16.8
% 

26 - Mid-block passageway. - Narrow sidewalk. 

B7 12.2
% 

10.8
% 

10.4
% 

24  - Narrow sidewalk. 
- Few land-uses open late 

All  
Study 
Area 

100.
0% 

100.
0% 

100.
0% 

15
7 

- Sidewalk extensions for traffic 
protection and additional space.  
- Presence of food-based land-uses on 
each block. 
- Good weather protection.  
- 'Soft edges' throughout.  
- Accessible sidewalks (curb-cuts).  
- Good opportunities to stand/wait.  
- Appropriate scale in regard to the 
street section, built frontages and 
architectural detail.  
- (Policy aspects:) Support for 
improvement in the Downtown Action 
Plan (DAP), the Downtown and Harbour 
Area Architectural Guidelines (DHAAG). 
Further strategic and aesthetic 
suggestions in DAP and DHAAG, and 
architectural design consistency 
supported in the Official Plan (OP).  

- Parked cars blocking views across street.  
- Low wind-protection. 
- Numerous walkway obstructions on 
Blocks 2 to 7.  
- Somewhat long block lengths.  
- Uneven sidewalk pavement surface on 
Blocks 2 to 7.  
- Few sitting opportunities on most blocks, 
poorly positioned. 
- Lack of informal sitting opportunities. 
- Lack of appropriate landscaping. 
- Blocked view of the water.  
- Lack of strong landmarks.  
- Gaps in architectural consistency.  
- Few elements supporting sensorial or 
cultural stimulation.  
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While overall social aspects of street life were made evident by street observations, records 

showed that a small percentage of activities extended beyond 5 minutes. Supporting longer 

stays along the street would contribute to the intensity of its public life, by increasing pedestrian 

presence, which translates in more spectators and actors in the street life ‘show’. Longer stays 

may be accommodated by increasing comfort through better sitting and standing opportunities, 

or through better weather protection.  

Some street blocks, in particular Block 1 (Ontario-King) and Block 7 (Clergy-Barrie) appeared to 

be less energetic than others, most likely due to a lower number of destinations within or 

beyond them. The devitalization of these segments on each end of the study area suggests a 

slight fragmentation of the street from its context and outlines opportunities for improvement and 

integration of this thoroughfare in the downtown area. The existing policy framework supports 

integrative strategies in the area, promising positive future streetscape changes: the Downtown 

Action Plan (2004) and the Downtown and Harbour Area Architectural Guidelines (2007) 

establish the framework for future development in the area, in a contextually sensitive and 

unifying manner, while the Williamsville Main Street Study (2012) provided a detailed direction 

for the future rehabilitation of the upper Princess Street.  

In regard to the quality of the pedestrian environment along Princess Street, the study outlined a 

number of positive aspects, assigned by principles and standards from specialty literature to 

‘great streets’. The street meets most protection-related criteria, based on its consistent mixed-

use character, providing ‘soft-edge’ visibility and pedestrian interest, its formal diversity including 

niches and awnings for bad weather protection, its good pedestrian and street-oriented lighting, 

its consistent use of sidewalk extensions for traffic protection, as well as general good sidewalk 

maintenance. Comfort related aspects include occasional interim passageways for pedestrian 

access, good walking surface along most blocks, sufficient provision of curb-cuts for universal 

accessibility, layout clarity providing direct lines of walking, opportunities to stand or wait 

facilitated by niches, entrance bays or vertical elements along the sidewalk, some opportunities 

to sit along some blocks, including café/restaurant terraces in a few cases, and a relative 

aesthetic consistency based on heritage architecture throughout the study area offering 

significant visual interest. More particular criteria, related to pedestrian delight are addressed by 

the street’s appropriate proportion and scale, as well as the visual and cultural resources 

represented by the built environment, encased in fine grained materials and, often, engaging 

ornamentation and engravings.  
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A number of less favorable aspects were remarked on as well, as they pertain to the street’s 

pedestrian environment. Protection related aspects are affected by gaps in the physical frontage 

of the streets, particularly on Block 1 (Ontario – King), which reduce available destinations, and 

consequently, pedestrian presence and safety. Intensity of traffic is a concern as well, due to the 

dual performance of the street as main street and provincial highway. Another observation in 

this category is related to wind protection, currently a problem along the entire length of the 

street. In regard to comfort related criteria, walking or casual social encounters appear to be 

affected by the narrow sidewalk widths, often reduced by a variety of obstructions. Blocks are 

relatively long, and often difficult to differentiate, as few landmarks provide orientation. Formal 

sitting opportunities are missing along most blocks, while socially stimulating sitting choices (i.e. 

‘talkscapes’) are poorly provided for. Views, which generally provide orientation, are impeded 

along and across the street due to the lines of parked cars, while an important visual cue – the 

waterfront – at the end of the street is blocked as well. At a different level of detail, observations 

remarked on a slight contrast between the design of street elements (i.e. lamps, store signage) 

on most blocks and the existing architectural background, as well as between the latter and 

more recent architectural interventions. Opportunities for play or exercise were also absent 

along the street, although its character may not be compatible with these options. Finally, in 

regard to aspects of delight, the study pointed out the lack of natural elements or art in the street 

to support sensorial or cultural stimulation.  

5.3 RECOMMENDATIONS 

Recommendation One: Offer better opportunities for stationary activities and improve 

overall safety on all blocks, by restructuring curb extension space, integrating 

appropriate sitting areas, and encouraging late-hours land-uses. 

Giving people the opportunity to linger may be the most important strategy in creating a public 

space, as people are thought to be most attracted by the presence of other people (Sucher, 

2003; Lynch, 1971; Whyte, 1980). The sidewalks along Princess Street are relatively narrow for 

containing both moving and stationary pedestrians, however bulb-outs have been consistently 

implemented along the street, expanding pedestrian space and offering opportunities for 

stepping aside, sitting, standing, or chatting. These extensions are often occupied by 

infrastructural elements such as lamp posts, bike racks, garbage bins or planters, providing 

limited space for much needed breathing space. Restructuring and organizing the space within 
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the bulb-outs could accommodate both utilitarian and leisure activities, offering additional 

pockets for café terraces, and formal or informal sitting opportunities.  

Sitting availability is attributed by both Whyte (1980) and Gehl (2010) to the success of a public 

space, particularly if offered in an abundance of choices and in lay-outs that encourage 

socializing or good viewing opportunities. While the street does not have the plentiful space of a 

public square, it could accommodate better sitting opportunities, especially on Blocks 4 to 6, 

where the street slope is steeper and where no formal sitting elements are available at the 

moment. Informal sitting such as ledges or wide supports associated with other pieces of street 

infrastructure could also be integrated in the street design. Furthermore, positioning these 

pieces for maximum exposure to the street’s ‘spectacle’, or grouping them subtly (to stimulate 

social interaction), preferably at an angle and distances between 7 and 12 feet, would make 

them particularly attractive (Whyte, 1980; Hall, 1969). Ideally, movable chairs would be 

provided, to offer choice in sitting options, and allow people to find their optimum spot in the 

public space (Gehl, 2010; Whyte, 1980; Hall, 1969).  

Other opportunities encouraging lingering along the street space could be created by integrating 

small public green space where space is available. Future development along Block 1, on the 

site of current parking lots, could accommodate a small green area, contributing to the lack of 

natural elements in the densely built environment of the street, and offering a formal civic space 

and consequently a new destination along this less populated block.  

One last suggestion is for an increase in late-hour land-uses on Block 7 (Barrie-Clergy) and 

Block 1 (King-Ontario), possibly by changing zoning regulations for future development in the 

area to encourage such types of functions. Offering destinations along the street at all hours of 

the day supports pedestrian presence, improves visibility and contributes to overall safety from 

potential criminality. It would also ensure that the study area’s end segments are not 

disconnected from the contextual public life.  

Recommendation Two: Improve street legibility by providing landmark features or 

accentuating existing circulation nodes, and improving views along and across the 

street.  

Legibility is emphasized by a number of authors as an essential attribute of urban public spaces, 

helping pedestrians with orientation, with a clear reading of urban space sequencing, and 
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affecting the experiential quality of their movement (Rapoport, 1977; Lynch, 1960; Sucher, 

2003). Landmarks can contribute to legibility by offering punctuating strategic locations along 

the itinerary of a street, either marking the entrance and exit along the path, or visibly 

accentuating an important circulation node. Analysis of the architectural frontage along the 

street outlined the relative uniformity in volumetry and appearance, from block to block, with few 

contrasting elements, or ‘gateway’ type of landmarks. Looking at opportunities to enhance this 

itinerary, the DAP and DHAAG documents point to the intersection at Bagot and Princess Street 

(between Blocks 3 and 4) as an important nodal area, establishing connection with the historic 

district and recommend reinforcing this junction visually. Another potential gateway could be the 

intersection of Princess with King Street (between Blocks 1 and 2, leading to the Market Square. 

While new architectural interventions at these locations are not expected soon, visual emphasis 

could be added in the street surfacing or by integrating punctual landscape features (e.g. trees, 

to shade pedestrians waiting to cross the street) or public art type elements at or near street 

corners. The extension of bulb-outs along crossing streets and installation of landscaping and 

sitting elements, as well as café terraces could also create a visual impact, as concentrations of 

people potentially gathered there may provide the visual contrast of a landmark as well.  

Legibility should also be addressed in clearing views along and across the street, currently 

blocked by existing building elements, and parking, respectively. While on-street parking is 

credited by some to provide traffic buffering to pedestrians, in this case the street is narrow and 

busy enough to reasonably slow vehicular traffic. However, removing on-street parking 

completely may be difficult to achieve as downtown area parking is already very limited. An 

option could be to reduce it, by increasing the lengths of sidewalk extensions, or distributing 

parking in an alternate manner, on only one side for each block, and improve visibility while also 

increasing available pedestrian space. Another important objective could be reached by opening 

the street’s views to the water, when redevelopment opportunities on the current Holiday Inn 

site will occur in the future. The lake, a Kingston landmark, could provide a significant distant 

visual cue, anchoring the street in its context.  

Recommendation Three: Improve aesthetic quality of the street by supporting consistent 

architectural expression, integrating natural elements and public art.  

The area of study along lower Princess Street has a remarkable architectural heritage, 

consistently present on all seven blocks. It offers visual interest, both in terms of formal 
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representation, and in terms of different textures and fine grained details. It is recommended 

that future architectural interventions in this context respect the design pattern and the current 

scale of the street frontage; policy documents guiding future development in the area appear to 

support this recommendation, offering a detailed regulatory framework to guide new 

construction. It is important that zoning by-law regulations specifically require visual 

transparency on the ground floor levels, to support the characteristic ‘soft-edge’ layout of the 

street.  

The street environment could benefit from further aesthetic and sensorial stimulation, adding to 

its complexity. Complexity is thought by Rapoport (1977) to be following in importance the need 

for clarity and legibility, influencing pedestrian perception. More visual and sensorial interest 

could include natural elements, as suggested by Lynch (1971), and involve landscape features 

such as water or planted material. Due to the narrow width of the street, small deciduous trees, 

with low grates integrated in the sidewalk surface, may be the best choice for this space. Larger 

trees, planters, or water features would infringe on the available pedestrian space. It is further 

ideal to associate trees with sitting areas, as Whyte (1980) recommends, to provide shade 

during the warm season. Store awnings, of appropriate design, could further contribute to this 

aspect, offering both visual interest and functional benefits (i.e. providing shade or temporary 

respite from rain).   

Public art is another valuable component of a complex public space. Many remark on the 

educational dimension of public space, important in creating a common identity in the 

community, in providing cultural references and stimulation and engaging the passers-by, as 

well as in integrating valuable messages regarding civility and tolerance (Gehl, 2001; Lofland, 

1989; Brill, 2001, and Cooper Marcus & Francis, 1998). Art could be grounded in the local and 

regional context, providing identity and functioning as a landmark, as well. Sucher (2003) 

suggests some non-intrusive options, as the modest space availability is an important factor in 

regard to Princess Street: high-quality, designed infrastructure such as manhole covers, 

signage, street surfacing, or surface embedded metallic art (such as dance steps, within the 

bulb-out surface, which could further engage people to linger and play). Other options, spatially 

non-intrusive, could be thought of, such as art elements located above-ground, such as hanging 

metallic sculptures, art-based sitting volumes, wall art, or artistic, sculptured landscaping.  
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Figures 5.1, 5.2, and 5.3. Examples of public art (clock-wise, from upper-left corner): virtual landscape 

sculpture, dancing steps, wall art for public spaces. (Resources: Alaska Public Media, 2013; 

HeritagePreservation Website, 2013; Barve, D., 2011)  

Recommendation Four: Increase pedestrian route network by encouraging the 

rehabilitation of existing mid-block passageways and the revitalization of internal 

courtyards. 

Recommendations and strategies for the improvement of mid-block passageways and 

courtyards along Princess Street, in the downtown area, have already been established by 

existing regulatory documents such as the DAP (2004), the DHAAG (2007), and Kingston’s 

Official Plan (2011). This study provides further evidence and rationale for potential 

improvements in this area. Relatively long block lengths and limited pedestrian space along 

Princess Street can significantly benefit for intermediary pedestrian passageways and additional 

recreational public space, improving as well the street’s integration in the downtown context.  
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Recommendation Five: Consider the improvement of safety due to traffic and criminality 

by potentially rerouting traffic and increasing visibility and maintenance along the street.  

Traffic along Princess Street could be relieved significantly if heavy traffic reaching for/from the 

LaSalle Causeway would be detoured on nearby Queen Street, where space allows two-way 

traffic throughout its length. The detour could be supported by narrowing Princess Street along 

the Bath Rd – Division Segment (i.e. where it currently supports two-way traffic), and further 

traffic discouragement measures such as speed limits and sidewalk extensions.  

Measures regarding safety from criminality were touched on in Recommendation One, which 

suggested the encouragement of land-uses with longer opening hours, to increase overall 

presence and visibility in the street. Other measures could include stricter by-laws for non-

residential land-uses requiring some interior lighting and façade lighting after hours, as well as 

improved and sustained maintenance of façade niches and frontage sidewalks. Regular police 

foot patrols, of which there currently are some on Princess Street, could help in this regard.  

5.4 GENERAL CONCLUSIONS 

Evidence collected by this study showed that lower Princess Street has a busy street life, even 

in the colder days of the year. Its public life alone, based on the vitality of the street and the 

place it occupies in the community as an iconic event gathering place, recommends it as a great 

street, such characteristics being considered in specialty literature as the markers of good public 

spaces (Gehl, 2010; Jacobs, 1993). Considering that many North-American main streets have 

been superseded in importance by more contemporary urban developments, Princess Street 

managed to maintain its relevance and improve on its role as pedestrian destination. The street 

builds on its functionality as a commercial main street, but transcends this connotation, due to 

its ability to sustain social life, to the intense pedestrian traffic, to its rich architectural heritage 

and the significant role it maintains in the city’s street network.  

A pedestrian environment assessment of the street found that it responds to many of the criteria 

and principles related by literature to great urban thoroughfares: it meets most protection, 

comfort, and delight related criteria. However, the study has also found less favorable aspects 

which could be improved, in the future, given an interest in increasing the street’s public space 

quality. Recommendations were made in regard to better opportunities for stationary and social 
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activities, for better legibility, improved aesthetic and cultural dimensions of the street, as well as 

an increase in the available pedestrian linkages beyond the street exclusive space.  

Policy and regulations framing future development of the street support most of these 

recommendations. This regulatory framework, potentially reinforced with considerations iterated 

by this study, could guide the transformation of this already iconic Kingstonian civic space into a 

truly, universally great street and public space. 

5.5 STUDY LIMITATIONS AND OPPORTUNITIES FOR FUTURE RESEARCH 

This report assessed the pedestrian life and pedestrian environment of lower Princess Street, in 

the downtown area, exploring these findings to establish how Princess Street compares to 

principles and criteria attributed by literature to great streets, and developing recommendations 

for improvement based on the same evaluation criteria. Overall, the assessment criteria for both 

types of observations proved to be effective, painting a complex image of the street’s public life 

and physical environment. The established study area proved to be manageable for a single 

researcher, based on the existing pedestrian traffic and on narrow observation time slots. 

Quantitative data collection was used for the street life observations and for part of the street 

environment assessment. The latter was complemented with subjective assessments, as they 

were better adapted to the analysis framework. The street environment assessment, as well as 

final recommendations, are grounded in subjective analysis and evaluation of the data findings, 

which may be a limitation in regard to possible data interpretations and suggestions. This type 

of research is, however, inherently subjective, as Whyte (1980) observed, considering that 

human perception of the physical environment is complex and often difficult to define, as is the 

assessment of all the aspects involved in perception.   

Evaluations of the street life occurred in the late days of November, during the onset of the cold 

weather. While observed differences in early and late day use, or in weekday versus weekend 

use provided relevant information for the study, it is expected that observations during warm 

weather, or extensive observations during all seasons, would paint a more complete picture of 

the pedestrian activity in the study area, offering further insight into the street’s environment 

capacity to support or encourage it. An administered pedestrian survey in relation to perception 

of the street environment and motive for visiting the study area could also contribute to a more 

extensive understanding of the area.  
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In conclusions, opportunities for further research exist in prolonging the period of study and 

extend observations to pedestrian surveys. The collection of regular street life data over two 

days may have been skewed by atypical behavior or events that may have occurred during the 

observation period. A potential next step for research would be to perform a similar study during 

the warmer season, when public spaces are generally more intensely used, and potential new 

social activities and patterns could take place within the street.  
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6. EPILOGUE 

At the time when final remarks were written for this study, construction work on Blocks 2 and 3 

(King – Wellington – Bagot) of Princess Street was partly completed. The new streetscape 

design followed the model of the initial rehabilitation work on Block 1: it widened and resurfaced 

sidewalks and sidewalk extensions, it introduced landscape elements and it replaced or 

integrated new street furniture (Figure 6.1). The renewal work took into consideration 

intersection corners, including those on the lower part of Block 4, carrying the sidewalk 

extensions for approximately 15 meters into the streets crossing Princess, as recommended by 

the city’s design guidelines for the area.  

The changes touch on some of the recommendations established by this study. The sidewalks 

were widened and extended into bulb-outs, providing additional space for pedestrians and 

narrowing vehicular space, Street lamps and other self-standing elements (e.g. trash cans, 

bicycle racks, park meters) were limited in number and better aligned to free the pedestrian 

space. They are similar in design to those on the recently rehabilitated streetscape on Block 1.  

Figure 6.1. Renewed streetscape along Block 1 (King-Wellington) 
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Landscape features – rectangular flat planters with ground-cover plants and deciduous trees - 

were introduced in a random pattern along the street, occupying a large part of the newly 

created sidewalk extensions and sometimes associated with benches (Figure 6.2). Single 

benches were spread out somewhat randomly as well along the street. Some are placed 

perpendicular to the street, offering relatively good narrow and long-distance views (albeit 

obstructed by park-meters, bike racks or garbage cans), and some are parallel to it, facing 

intersection traffic or the immediately opposite façade (Figure 6.3). Future sitting locations may 

benefit from more careful considerations, with better views and ‘talkscape’ potential.  

Figures 6.2 and 6.3. New benches on Block 3 (above) and Block 2 (below) 
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Parking bays are maintained throughout the street, although generous sidewalk extensions are 

provided as well, spacing out the lines of parked cards. Sidewalks appeared well-maintained 

and cared for, well provided for pedestrian oriented lighting by newly installed street lamps. In 

general, it seems that more pedestrian space has been created, but perhaps it has not been 

fully taken advantage of. 

In terms of pedestrian activity, it appeared, during the short direct observation on a Thursday 

morning, that quite a few pedestrians were engaged in stationary activities, sitting on the newly 

installed benches or perusing the merchandise displayed outside some of the stores in the area 

(Figure 6.4). Pedestrians seemed to be walking more relaxed along the wider, smooth walkways 

and many stopped to take note of sales signs or other objects of interest along the street. Good 

weather definitely slowed the pace of those walking or standing-by and encouraged quite a few 

(i.e. three at that moment) to just take a moment, sit and rest, looking at the on-going spectacle 

of the street.  

Figure 6.4. Outdoor merchandise display (Block 2) 
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APPENDIX A – MAP OF DOWNTOWN KINGSTON AND STUDY AREA ALONG PRINCESS 

STREET 
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APPENDIX B – SAMPLE PEDESTRIAN COUNT SHEET 
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APPENDIX C – SAMPLE PEDESTRIAN ACTIVITY OBSERVATION SHEET 
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APPENDIX D – SAMPLE ENVIRONMENT ASSESSMENT SHEET 


