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Executive Summary 
 

Overview 
There is a growing need to develop age-friendly communities to meet the challenges seniors face 

as they age (Cerda and Bernier, 2013). By the year 2050, the population will be comprised of a 

greater proportion of older people (aged 60 and over) than children (aged 0 to 14) for the first time 

in human history (Plouffe and Kalache, 2010). The World Health Organization (WHO) is trying 

to encourage cities to become more age-friendly and has identified eight key themes, relating to a 

city’s structures, environment, services and policies, which are conducive to a community that 

promotes active aging (WHO, 2007a). Although active aging is a complex concept and extends 

beyond solely ensuring that seniors remain physically active, designing neighbourhoods that 

promote mobility is critical since many seniors want to “age in place” (Smith, 2009). Seniors that 

experience fewer limitations on their mobility maintain a stronger sense of independence and 

control over their lives (Hodge, 2008). 

 

Since 2012, the City of Kingston has been engaged in the process of becoming classified 

as an age-friendly city (City of Kingston, 2012). The City’s commitment to this initiative provided 

the rationale for conducting age-friendly research in Kingston. Specifically, this research sought 

to examine the age-friendly cities concept, with an explicit focus on those age-friendly features 

that influence mobility. According to Hodge (2008) the primary factor influencing mobility for 

seniors is the availability and accessibility of transportation, whether by foot, public transit, a 

personal vehicle or another mode of transportation. From the eight themes identified by the WHO, 

the topics of “Outdoor spaces and buildings” and “Transportation” are two topics closely linked 

to this idea that the physical environment influences an individual’s ease of mobility (WHO, 

2007a).  

 

Report Objective 
The objective of this report was to investigate how two suburban developments in Kingston, 

Ontario promote mobility for seniors by assessing and comparing the age-friendliness of the 

pedestrian environment and existing public transportation infrastructure and services. The two 

suburban developments selected were the recently developed Walnut Grove, an ‘adult-lifestyle 

community’, and Bayridge West, an older suburban development. These developments share the 

commonality of possessing a high proportion of older adults (aged 55+) compared to other areas 

in the City, and differ in terms of their built form. In addition to comparing the age-friendliness of 

these two suburban developments, this report also examined whether the weaknesses uncovered 

through the analyses of these sites were city-wide problems, or site-specific.  

 

Methods 
This report used the comparative case study approach (Yin, 2014) to compare the age-friendliness 

of these two sites. The primary method of data collection involved conducting field observations 

using a comprehensive evaluation tool to assess different age-friendly attributes of the pedestrian 

environment and public transportation infrastructure and services. Field observations were 

conducted over four data collection periods in order to consider time-of-day and seasonal 

variations.  Two rounds of document reviews were also conducted. Round One examined whether 

the shortfalls observed within the two suburban developments were city-wide challenges or site-
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specific problems, while Round Two examined the current commitments of the City to plan for 

age-friendly communities with respect to the built environment and public transportation.  

 

Key Findings and Recommendations  
Bayridge West scored considerably better than Walnut Grove in terms of the public transportation 

theme, whereas the difference was much smaller in terms of the pedestrian environment. The first 

document review revealed considerable correspondence between the results of the field analyses 

and the problems identified by focus group participants for the City of Kingston in general. The 

second document review found that the City has various action-based and policy-based 

commitments, along with strategies and visions, for creating a more age-friendly city. However, 

these current commitments do not address all of the shortfalls identified through this research. As 

such, four recommendations are proposed for helping the City of Kingston achieve its goal of 

creating age-friendly communities: 

 

1. Conduct an accessibility survey to address the observation of insufficient sidewalk widths. 

 

2. Install bus shelters with benches, route information and lighting. 

 

3. Investigate the feasibility of installing audible traffic signals at existing intersections.  

 

4. Conduct age-friendly evaluation surveys throughout the city. 
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  Chapter One: Introduction 

1.1 Overview   

This research evaluated the age-friendliness of two suburban developments in Kingston, Ontario 

with respect to their capacities to promote mobility among seniors. For urban planners, there is a 

growing need to develop age-friendly communities to meet the challenges seniors face as they age, 

especially given the demographic shifts occurring across Canada characterized by an increase in 

the older adult population (aged 60 and over) (Cerda and Bernier, 2013; Plouffe and Kalache, 

2010). By the year 2050, the proportion of individuals aged 60 and over, as a proportion of the 

total population, is projected to reach 22%, which is double the value of 11% from 2006 (Plouffe 

and Kalache, 2010). Current literature indicates that many seniors want to “age in place”, meaning 

that individuals have a desire to remain in their neighbourhoods and communities even as they 

face increased frailty (Smith, 2009). Therefore, it is important that both current and future 

Canadian communities are designed in a manner that promotes active and healthy aging for the 

older adult population.     

 

1.2 The Age-Friendly City Movement 

According to the World Health Organization (WHO) an age-friendly city is one which 

“encourages active aging by optimizing opportunities for health, participation and security in 

order to enhance quality of life as people age” (WHO, 2007a).   

 

The WHO has been the lead organization behind the global age-friendly cities movement, assisting 

communities around the world in developing environments that are accessible and inclusive for 

people of all age groups. The “Age-Friendly Cities Programme”, developed by the WHO, aims to 

assist cities in preparing for the rapid aging of the population and meeting the demands of increased 

urbanization (City of Kingston, 2012). Specifically, the WHO created a universal guide that 
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outlines the core features of city life that influence health and quality of life, and this tool is 

intended to guide municipalities to become more age-friendly (WHO, 2007a). The WHO’s guide 

identified eight themes that are integral to an age-friendly city: transportation, housing, social 

participation, respect and social inclusion, civic participation and employment, communication 

and information, community support and health services, and outdoor spaces and buildings (WHO, 

2007a). These themes cover the features of a city’s physical environment, social environment, 

culture, and health and social service determinants (WHO, 2007a). 

A report by Cerda and Bernier (2013) indicated that, in Ontario, 12 communities have 

become recognized as age-friendly by the WHO and another 27 communities are in the process of 

joining this movement. The City of Kingston is one of these municipalities. In 2012, Kingston 

joined the WHO Global Network of Age-Friendly Cities and launched into the first planning stage 

required in becoming classified as an age-friendly city (City of Kingston, 2012). Given that 

Kingston has committed to this initiative, now is an excellent opportunity to examine some of the 

city’s existing neighbourhoods with respect to their current level of age-friendliness. The 

neighbourhoods being assessed were established prior to Kingston’s involvement in this initiative 

and thus, this research provided a chance to determine neighbourhood features that are effective, 

and others that require improvement.  

1.3 Report Objective and Methods  

This research sought to examine the age-friendly cities concept, with an explicit focus on those 

age-friendly features that influence mobility. Specifically, the objective of this report was to 

investigate how two suburban developments in Kingston, Ontario promote mobility for seniors by 

comparing the age-friendliness of the pedestrian environment and existing public transportation 

infrastructure and services. Community-level mobility greatly affects a senior’s quality of life and 
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capacity to carry-out daily activities. Seniors that experience fewer limitations on their mobility 

maintain a stronger sense of independence and control over their lives (Hodge, 2008). 

1.3.1 Methods  

Using a comparative case study approach (Yin, 2014), this study evaluated and compared the age-

friendliness, vis-à-vis community mobility, of two neighbourhoods in the City of Kingston. Of the 

WHO’s eight key themes of an age-friendly city, two are linked to the concept of community 

mobility and were explicitly assessed: outdoor spaces and buildings, and transportation. The 

primary method of data collection involved four sets of field observations of each neighbourhood, 

which were guided by a comprehensive, evidence-based evaluation tool of age-friendly 

communities. Document review constituted a secondary data collection method, which focussed 

on various planning documents from the City of Kingston as well as reports generated from the 

City’s Age-Friendly Advisory Committee. 

1.4 Scope of the Work 

The two study neighbourhoods were the recently developed Walnut Grove, classified as an adult 

lifestyle community, and Bayridge West, an established suburban neighbourhood (Figure 1.1). 

These two neighbourhoods were chosen because of their contrasting built form, allowing for an 

evaluation of whether adult lifestyle communities are more age-friendly. According to the City of 

Kingston (2011), the percentage of the population aged 55 years and older in these neighbourhoods 

is between 30-40%, which is high in comparison to other neighbourhoods in the city. Kingston 

was deemed an appropriate study location for this report given the City’s commitment to becoming 

age-friendly (City of Kingston, 2012).  
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1.5 Report Outline  

Following this introductory chapter is the literature review for this report, which highlights integral 

concepts related to planning for seniors, such as aging in place, and the link between mobility and 

the physical environment. Next, chapter three provides a detailed description of the report’s 

methodology. Chapter four reports on the observations from the field analyses and document 

reviews. The field observations and first document review present information on the current state 

of the City of Kingston, and the second document review examines the City’s commitments to 

age-friendly planning. Chapter five, the final chapter of this report, discusses the key findings from 

this research and presents the recommendations that came out of this study. This chapter also 

reflects on the methodology utilized for this research.  

 

 

  

Figure 1.1 The map on the left is of the Walnut Grove neighbourhood and the right map presents the Bayridge 

West neighbourhood (Google Maps, 2015).  
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Chapter Two: Literature Review 
 

2.1 An Aging Population: Why Seniors Matter  

There is a growing need to develop age-friendly communities to meet the challenges seniors face 

as they age (Cerda and Bernier, 2013). Although age-friendly community planning is not strictly 

focused on the senior population, seniors represent an already large and growing proportion of the 

global population (Plouffe and Kalache, 2010). In 2011, the first baby boomers reached 65 years 

old, which was identified “as the turning point for this demographic change” (OPPI, 2009). In 

Canada alone, the number of individuals aged 65 and older reached almost 5 million in 2011, 

increasing 14.1% from 2006 (Statistics Canada, 2014). It is the population aged 60 to 64 which is 

growing most rapidly (Statistics Canada, 2014), suggesting that population aging will continue to 

accelerate in the coming years due to the size of the baby boom generation. 

In addition to the fact that the sheer volume of senior citizens is greater now than ever 

before, their ability to participate in society, along with their quality of life, has simultaneously 

changed. In comparison to their parents, tomorrow’s senior citizens will be more affluent, mobile, 

and able to maintain an active lifestyle for longer periods of time (Hunter-Zaworski, 2007). As a 

group, the baby boomer population tends to generally have higher education levels, better health 

and in some cases, a better financial status than their parents (OPPI, 2009). These socio-

demographic trends are placing immense demands on cities across the country, which were not 

well planned to accommodate seniors. According to the Ontario Professional Planners Institute 

(2009), the province’s existing built environments are not well suited to address the range of 

emerging issues arising from a growing and aging population, which illustrates that our planning 

priorities need realignment. 
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2.2 Aging in Place  

Much of the literature written on planning for seniors discusses the concept of “aging in place”, 

which is defined as “the ability to live in one’s own home and community safely and independently 

as one ages” (Morley, 2012). The concept of aging in place originated in the 1980’s from studies 

that observed declining mobility rates of seniors as they aged (Hodge, 2008). Whilst mobility 

impairments make it challenging for seniors to remain in their homes, according to Chippendale 

and Bear-Lehman (2010), most people prefer to “age in place” rather than relocate. This desire to 

age in one’s own home is preferred because of the security it represents, its proximity to friends, 

families and services, and the memories associated with one’s home (Hodge, 2008). However, 

several important elements of aging in place need consideration to ensure seniors are able to do so 

in a safe and secure manner.   

One of the factors that facilitates aging in place is attachment to one’s environment over 

time. This attachment allows individuals to develop an intimate knowledge of their surroundings, 

and this acute physical awareness is thought to be optimal as functional health declines (Smith, 

2009). Such familiarity with one’s surroundings can be particularly important as the physical 

environment changes and seniors need to make accommodations in order to carry out everyday 

activities. According to Hodge (2008), there are three primary types of activities that are relevant 

to aging in place: basic activities of daily living (e.g., bathing, eating), instrumental activities of 

daily living (e.g., receiving healthcare services), and leisure activities. In familiar settings, it may 

be easier for seniors to cope with the new needs and problems they face with increasing age when 

carrying out these primary types of activities. Beyond participating in primary daily activities, it 

is critical to allow seniors to remain both civically and socially engaged through community and 

recreational activities (Cerda and Bernier, 2013), and aging-in-place can facilitate such 

engagement.  
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The feasibility of aging in place is largely affected by a senior’s quality of housing (Bartlett 

and Peel, 2005). A common problem, particularly among low-income seniors, is that the housing 

itself is aging and subject to renovation, as it has been held out of the market for long periods of 

time and has not been fully maintained (Hodge, 2008). Seniors often require housing that meets 

their comfort and safety needs while maximizing their independence (Chippendale and Bear-

Lehman, 2010). Indoor housing features can present a number of physical barriers to mobility, 

such as stairs, a lack of rails, and the design of door handles, and these are especially problematic 

for seniors with physical impairments (Phillips et al., 2005). Meanwhile, hazards outside of the 

home may also act as a deterrent for aging in place, such as sloping landscapes, uneven pathways, 

slippery pathways, road traffic and obstructions in the walking environment (Phillips et al., 2005).  

Dimensions of the external environment, namely public spaces and transportation, are also 

critical when planning for seniors to age in place (Bartlett and Peel, 2005). Transportation systems 

in particular, play a large role in influencing an older individual’s ability to remain active and 

independent, ultimately allowing them to age successfully (Phillips et al., 2005). According to 

Hodge (2008), senior’s independence is controlled by both individual-level factors, such as health 

status, and community-level factors. Transportation systems and services are inextricably linked 

to senior’s independence, since they can either facilitate or limit senior mobility. For seniors who 

have grown up in automobile-centric communities, a pivotal moment in their lives is often when 

they are no longer able to drive, highlighting the importance of having walkable, transit-friendly 

environments (OPPI, 2009).   

2.3 Mobility for Seniors   

The primary factor influencing mobility for seniors is availability and accessibility of 

transportation, whether by foot, personal vehicle, public transit or another mode of travel (Hodge, 

2008). As senior’s age, they experience physical changes such as vision loss and weaker muscles, 
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which can make travelling more difficult. Natural features of the landscape and existing built 

environment infrastructure place demands of varying degrees on individuals, and influence the 

ease with which they can travel; an effect commonly referred to as “environmental press” (Hodge, 

2008). For instance, in a more demanding environment, the slower walking speed of seniors may 

not be accommodated for at intersections, and this can act as a deterrent for traveling by foot or 

for walking to public transit stops (Hodge, 2008). Environments with strong ‘press’ are especially 

problematic for seniors who are unable to drive a personal vehicle as this greatly restricts their 

mobility and forces them to be dependent on others to travel. This is of particular concern in 

suburban areas where seniors are more likely to be isolated if they are unable to drive or cannot 

rely on family and friends for transportation (Cerda and Bernier, 2013). Therefore, analyzing how 

neighbourhoods satisfy the mobility needs of seniors requires that both the built environment, in 

terms of the walking environment it provides, and the surrounding public transportation 

infrastructure, are examined. 

2.4 Planning for Age-Friendly Communities  

The building and maintenance of an age-friendly environment is widely regarded as a core 

component of a positive approach to addressing the challenge of population aging (Lui et al., 

2009).  According to Kerr et al. (2012) neighbourhoods designed with older adults in mind must 

pay attention to the needs that arise from declining functioning, such as declining auditory, visual 

and kinesthetic abilities affecting autonomy and mobility. Older urban neighbourhoods are 

experiencing infrastructure deterioration (i.e. poorly maintained sidewalks, uneven road conditions 

at street crossings), while newer suburban neighbourhoods have been designed with younger 

families in mind (Scharlach, 2009). For seniors, inadequate sidewalks and the inability to safely 

cross main roads close to their homes, act as major barriers preventing them from easily getting 
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around in their neighbourhoods (OPPI, 2009). Evidently, addressing these needs requires planners 

to view age-friendly planning as a priority for today’s cities.  

In an effort to encourage cities to become more age-friendly, the World Health 

Organization (WHO) developed a framework for an age-friendly city that is centered on the 

concept of active aging as a life-long process (WHO, 2007b). Age-friendly cities accommodate an 

individual’s changing functional capacity over their life course, which typically peaks in early 

adulthood and declines overtime, although there are a variety of internal and external factors which 

can affect this process (WHO, 2007b). In order to put this theoretical framework into practice, the 

WHO initiated a global, collaborative project in 2005 to identify the key features of an age-friendly 

city, appropriate for both developing and developed nations (Plouffe and Kalache, 2010). Through 

this process, eight key themes (see Table 2.1) relating to a city’s structures, environment, services, 

and policies were identified, and a checklist of core features related to each theme was developed 

(WHO, 2007b). This checklist was developed in consultation with 33 cities in 22 countries (WHO, 

2007b), and therefore encompasses community features relevant to a wide range of cities.  

Table 2.1 highlights the eight themes for age-friendly cities  

as identified by the WHO (WHO, 2007b).    

Age-Friendly City Themes 

1. Transportation  

2. Housing  

3. Social Participation  

4. Respect and Social Inclusion  

5. Civic Participation and Employment  

6. Communication and Information  

7. Community Support and Health Services  

8. Outdoor Spaces and Buildings  

 

Of the WHO’s eight themes related to age-friendly community development, “Outdoor 

spaces and buildings” and “Transportation” are most relevant to physical environments and ease 
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of mobility within them (WHO, 2007b). As individual’s age and mobility patterns change, their 

once familiar environments begin to present new challenges. Considering that driving tends to 

decline with age, either by choice and/or necessity, seniors must rely on other modes of transport 

to get around (Hodge, 2008). The core features related to the WHO’s theme of “Outdoor spaces 

and buildings” promote the design of a walkable, pedestrian-oriented environment, whereas the 

core features of the “Transportation” theme, provide direction for how communities can become 

transit-friendly. Therefore, in combination, these two themes indicate how walkable, transit-

friendly communities can be created to satisfy the mobility needs of senior’s as they age. 

2.5 The Built Environment and Healthy Aging  

There is general consensus within academia that links exist between built environments, physical 

activity patterns, and health outcomes (Handy et al., 2002), and understanding these links can 

assist in designing age-friendly communities. The relevance of these links to seniors was brought 

to the fore in May 2014 in a report written by various medical officers of health in the Greater 

Toronto-Hamilton Area (GTHA), which projected that over 1 million seniors aged 65 and older 

will reside in the GTHA by the year 2031 (Mowat et al., 2014). Drawing on the concept of active 

aging, keeping seniors mobile through the creation of walkable, transit-friendly communities will 

provide opportunities for them to stay healthy and age well. Thus, now more than ever, creating 

communities with design characteristics that allow for a healthy, built-environment is crucial.  

The design of neighbourhoods and the outdoor environment can either promote or hinder 

walkability. Accessibility issues, sufficient illumination, outdoor seating areas and clear signage, 

are some examples of features that need to be considered when planning for accessible designs 

(Mowat et al., 2014). Research by Lotfi and Koohsari (2011) found that street connectivity, access 

to parks, sidewalk conditions and land use mix were directly correlated to the ease of mobility 

among seniors. Meanwhile, Kerr et al. (2012) contend that neighbourhoods planned for seniors 
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should consider including short street blocks, intermixed land uses (such as the intermixing of 

commercial and retail services with residential), and more frequent crosswalks and street curbs 

that taper to the street. 

In addition, while a community’s design and environment can greatly impact an 

individual’s life, the factors that influence age-friendly planning are not uniform. Novek and 

Menec (2014) argue that few studies have considered age-friendly characteristics within different 

community contexts. As such, they utilized photovoice to gather insights from seniors residing in 

four different communities in Manitoba: one urban community and three rural areas. They found 

that the age-friendly features of highest priority to seniors were housing, the physical environment, 

community supports and health services. In terms of the physical environment, many photographs 

of buildings were related to accessibility issues, whereas images of the outdoor environment 

concentrated on how physical activity was either hindered, for instance by an icy sidewalk, or 

enhanced. Although there were similarities between what seniors valued as important community 

features, Novek and Menec (2014) emphasized that the experiences of individuals differ across 

the province and therefore, age-friendly communities need to consider these regional differences 

and characteristics when it comes to planning for our aging society.  

2.6 Measuring Age-Friendliness  

When it comes to assessing how age-friendly an existing community is, there are different 

approaches that can be taken to measure the characteristics of a community. Maghelal and Capp 

(2011) suggest that there are three types of measurement of the built environment that can be 

employed (objective, subjective and distinctive) and that they differ in terms of how well they can 

be replicated. A standard method of measurement that can be easily replicated in other studies is 

termed objective (e.g., an audit), whereas subjective measurements may or may not be replicated 

in other studies (e.g., survey), and distinctive measurements are entirely context specific and thus 
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cannot be replicated in other studies (e.g., observations made of a setting at a given point in time) 

(Maghelal and Capp, 2011).  Although there are different benefits and drawbacks to all three types 

of measurement, objective measurements of the physical environment are generally considered the 

most reliable and thus, preferable (Maghelal and Capp, 2011). The WHO has developed a checklist 

tool that cities can utilize to assess themselves in terms of the eight themes of an age-friendly city 

(WHO, 2007a). This type of resource is useful when creating objective analysis tools, such as a 

walking audit, as it indicates to the researcher particular features that should be measured and thus, 

incorporated in the audit.  

Some studies utilize a mixed-methods design as a way of bringing in multiple approaches 

to measurement. For instance, in a study by Ewing and Handy (2009), panellists attempted to 

objectively rate urban design features and supplement those ratings with their own qualitative 

insights. Additionally, some studies on age-friendly planning have utilized techniques involving 

older adults and senior citizens directly as their primary methodology (Novek and Menec, 2014). 

This latter approach is particularly rigorous, since planning age-friendly communities should 

involve the voices and perspectives of those who will reside in them and the outcomes of such 

work are more likely to benefit participants directly (Novek and Menec, 2014).  

2.7 Precedents for Designing an Evaluation Criteria  

A study by Bendle (2012), conducted for his master’s degree at the Queen’s School of Urban and 

Regional Planning, compared the age-friendliness of two communities in Victoria, British 

Columbia, by using an evaluation tool to record the strengths and weaknesses of each 

neighbourhood with respect to senior-friendliness. Bendle’s (2012) work strongly influenced the 

methodological approach utilized for this research, both in terms of employing the comparative 

case study method and creating an evaluation tool. However, this study differs from Bendle’s 

(2012) in its focus on seniors’ mobility, and on only measuring the built environment and 
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transportation themes of an age-friendly city. One challenge noted by Bendle (2012) regarding his 

evaluation criteria was that it did not include a measurement for evaluating the accessibility of the 

built environment for seniors who have age-related disabilities. This was noted for this report and 

the evaluation criteria attempted to address this limitation by considering sidewalk width as an 

important feature to measure during the site analyses. Accessibility Design Guidelines from the 

City of Toronto were used to determine appropriate sidewalk width measurements (City of 

Toronto, 2004).  

2.8 Knowledge Gaps and Study Objectives  
 

Although the concept of age-friendly cities has been promoted by the WHO, and embraced by 

some municipalities (City of Kingston, 2012) researchers Cerda and Bernier (2013) have indicated 

that among the general public, age-friendly community planning is not well known and not thought 

of as a priority (OPPI, 2009). Seeing that our aging population is reshaping our cities and towns in 

a way that influences citizens of all ages (FCM, 2013), this needs to change. Within the planning 

profession, age-friendly city planning has been an area of growing interest and research (Cerda 

and Bernier, 2013), but empirical evidence is lacking on the relationship between community 

design, walking, and the health of seniors/older adults (Kerr et al. 2012). Considering this, the 

primary objective of this report was to assess the age-friendliness of characteristics of the built 

form and public transportation infrastructure in two auto-oriented suburban neighbourhoods in 

Kingston. Since mobility is considered one of the key elements influencing aging in place, the 

findings from this study highlighted those community design and transportation features that could 

promote mobility and help seniors to age in place successfully.  
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Chapter Three: Research Methodology 

 

3.1 Overview  

During the summer of 2014 a preliminary literature review was conducted and represented the first 

step in the methodology for this report. This initial literature review provided background research 

on two important elements: 1) the age-friendly cities concept and 2) the link between mobility and 

the built environment. This analysis of background research influenced the direction of this report, 

which was to analyze the age-friendliness of two suburban developments in the City of Kingston. 

Once the two study sites were selected, an evaluation tool was developed to carry out the field 

analysis portion of this report, representing the primary method for data collection. Document 

reviews were also undertaken as a secondary means for data collection and assisted in the creation 

of future recommendations. This chapter presents a detailed account of this report’s methodology, 

neighbourhood site and walking route selection process for the field analyses, and a discussion of 

data collection methods.  

3.2 Objective and Methodological Approach  

The objective of this report was to investigate how two suburban developments in Kingston, 

Ontario promote mobility for seniors by comparing the age-friendliness of the pedestrian 

environment and existing public transportation infrastructure and services. To conduct this 

research, a case study methodology was employed. According to Yin (2009) the use of the case 

study methodology is relevant for research questions which seek to explain and understand some 

present circumstance by asking “how” or “why” type questions. Further, case study research can 

include multiple cases, an approach termed the “comparative case method”, which allows cross-

case conclusions to be formulated (Yin, 2009). Given the highly contextual nature of this research, 

and the adoption of this type of methodology in related studies (Lofti and Kooshari 2011; Bendle 

2012), the comparative case study approach was deemed appropriate for this study.  
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Another important feature of the case study approach is that it relies on multiple sources of 

evidence for the purposes of triangulation (Yin, 2009). In addition to conducting field analyses, 

this report involved a literature review and document analyses of secondary data and municipal 

level reports and policies. One of the limitations of this research was that none of the methods of 

measurement directly involved seniors. To address this issue, the first document that was reviewed 

was a report developed by City of Kingston staff that summarized feedback received by Kingston 

seniors on the age-friendliness of the city. 

3.3 Neighbourhood Site Selection for Field Analysis   

Two suburban developments were selected from two different neighbourhood sectors in the City 

of Kingston. According to Cerda and Bernier (2013), the lack of accessible transportation options 

among older adults living in suburban areas is concerning, as this can leave them isolated if they 

are unable to drive and/or do not have family and friends to depend on for transportation. While 

urban neighbourhoods are also important to examine in terms of their age-friendliness, studies 

have shown that an increasing number of empty-nesting older adults (especially baby boomers) 

are continuing to live in their suburban homes (Yen and Anderson, 2012). Of the City of 

Kingston’s 43 neighbourhoods, 22 are suburban based on their urban form and land-use patterns, 

representing a large number of sites where seniors may be residing (Dr. Patricia Collins, personal 

communication, April 14, 2015).  

 The process for selecting the two suburban development sites began with a map from a 

City of Kingston report from 2011 called “Profile of Older Adults” (see Figure 3.1). This map 

organizes the City of Kingston into 43 different neighbourhoods and displays the percentage of 

the population aged 55 years and older in each sector. Any neighbourhood that contained a 

population of 30.01% or greater of individuals aged 55 years and older was considered to have a 

suitable demographic profile for this study. In combination with this map, a City of Kingston 



17 
 

website providing demographic profiles for each of Kingston’s 43 neighbourhoods was utilized as 

a complementary method for selecting appropriate sites (City of Kingston, 2014). As can be seen 

from Figure 3.1, there are three neighbourhoods (26, 27, 42) where 40-50% of residents are 55 

years and older. However, none of these three neighbourhood sectors were appropriate for this 

study, as none of them are suburban developments. Thus, neighbourhoods where 30-40% of 

residents are 55 years and older were examined as potential sites. From this pool, Bayridge West 

and Cataraqui North were selected, primarily because of contrasting forms of development, as 

discussed below. 

 
Figure 3.1 Profile of older adults in the City of Kingston (City of Kingston, 2011).  
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The Cataraqui North Neighbourhood  

The age profile of the Cataraqui North neighbourhood is displayed in Figure 3.2. A large 

proportion of residents in the neighbourhood are aged 55 years and older, and over the next 10 

years, the number of older adults in this area is likely to increase, assuming minimal out-migration. 

The primary reason this neighbourhood sector was chosen was because it contains a development 

known as “Walnut Grove”. Walnut Grove is a newer development, designed as an adult lifestyle 

community and as such, should have features that would be considered age-friendly (Walnut 

Grove Kingston, 2014). This development contains 135 bungalow style homes, including single 

family, semi-detached and townhomes (Walnut Grove Kingston, 2014). Additionally, the Walnut 

Grove development is within walking distance to various amenities and services such as Tim 

Horton’s, Shoppers Drug Mart and FreshCo, a community centre, and Kingston Transit Express 

stops (Walnut Grove Kingston, 2014).  

 
Figure 3.2 This bar chart displays the population by age group for the Cataraqui North neighbourhood 

sector in Kingston (The City of Kingston, 2014).  

 

The Bayridge West Neighbourhood  

As can be noted from Figure 3.3, the largest population in the Bayridge West area is the 55-59 

year age group, followed by 45-49 year olds. The large number of residents in the 40-44 age group 

was also a consideration, since they will also be part of the 55+ cohort in 10-15 years. Bayridge 
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West is an older suburban neighbourhood in Kingston and includes a range of housing types such 

as single-family dwellings, apartments and townhouses. The neighbourhood contains a relatively 

busy commercial district, known as the Bayridge Shopping Centre, which includes many important 

amenities such as a grocery store, drug store and a bank. In contrast to Walnut Grove, none of the 

developments within Bayridge West were intentionally designed as adult lifestyle communities. 

Evaluating developments with comparable demographic profiles but varying urban forms allowed 

for the exploration of whether adult lifestyle communities are in fact more age-friendly and better 

suited to promote mobility for seniors.   

 Selecting a residential development within this neighbourhood was a more difficult process 

than with the Cataraqui North neighbourhood, as there was no predetermined older adult 

community similar to Walnut Grove to choose from. Proximity to the Bayridge Shopping Centre 

was considered an important destination for seniors with limited mobility in this neighbourhood, 

and thus informed the development that was selected from this neighbourhood, referred to 

henceforth as “Bayridge West”.  

 
Figure 3.3 This bar chart displays the population by age group for the Bayridge West neighbourhood sector 

in Kingston (The City of Kingston, 2014). 
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3.4 Data Collection 

Two methods for data collection were used in this report. The primary method involved field 

observations made along walking routes and scored using an evaluation tool. In addition, two 

document analyses were conducted once all the site visits had been completed to supplement the 

findings generated from the site visits, and to support the final recommendations in this report.   

3.4.1 Walking Routes and Field Observation Methods  

To facilitate the field analysis for this report, predetermined walking routes were mapped out. The 

manner in which these routes were selected closely mirrored the methodology utilized by Bendle 

(2012), which he based on the location of bus routes, a neighbourhood center and seniors’ housing. 

In this report, the routes were required to incorporate four features: 1) neighbourhood housing, 2) 

sidewalks, 3) at least two bus stops and 4) shopping amenities. Furthermore, it was mandatory for 

each route to end at some sort of shopping amenity or service to which seniors would likely travel. 

Google Maps and the City’s Kingston Transit website assisted in this selection process. Once these 

two routes were finalized, a windshield survey along these routes was conducted to ensure that 

they were appropriate and safe for fieldwork.  

 In Walnut Grove, the route selected was 1.6 km and terminated at FreshCo, a local grocery 

store (Figure 3.4). The predetermined route included two transit stops, Walnut Grove’s 

Community Center along the way and one major traffic intersection at Anderson Drive and 

Princess Street, which is where FreshCo is located (Figure 3.4). The route chosen for Bayridge 

West was 1.5 km and terminated at the Bayridge Shopping Centre (Figure 3.4). The Bayridge 

West route passed a local public school, included two traffic intersections and five transit stops. 

Data collection took place four times throughout the research process: in late November during 

the late morning; in late November during the early evening; in early February during the late 

morning; and in late January during the early evening.  
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Figure 3.4 The map on the left shows the selected walking route for Walnut Grove and the map on the right 

presents the walking route for Bayridge West. The red star indicates the starting point for each walking 

route. For the Walnut Grove map, FreshCo is located in the area where the final arrow is pointing.  

 

The purpose of performing site analyses was to study whether the two suburban 

developments, Walnut Grove and Bayridge West, provided pedestrian environments and public 

transportation infrastructure and services that promote mobility among seniors. It has been noted 

by Hodge (2008) that conditions such as the time-of-day and prevailing weather are factors seniors 

take into account when considering whether to walk. This provided the rationale for conducting 

field analyses over four data collection time points that varied in terms of time-of-day and seasonal 

conditions.  Although mobility considers all forms of transportation, not just walking, it has been 

highlighted that for seniors, the walking option is a major means for pursuing activities (Hodge, 

2008). Further, as senior’s age, they may begin to drive less frequently, whether this is by choice 

or an inability to do so. Therefore, this research focused on investigating mobility among seniors 

with an emphasis on walking and public transit. 

 



22 
 

3.4.2 Field Observation Evaluation Tool 

The formulation of the evaluation tool was influenced by various sources. Initially, Gerald Hodge’s 

book “Geography of Aging: Preparing Communities for the Surge in Seniors” (Hodge, 2008) was 

used as a primary resource for fully understanding the concept of aging in place. This work by 

Hodge (2008) identified mobility as a key element affecting a senior’s ability to age in place 

successfully, further reinforcing the early decision to focus this study on mobility. Following this, 

the WHO’s Checklist of Essential Features of Age-Friendly Cities (WHO, 2007b) was used to 

provide insight on features related to the age-friendly themes of the “Built Environment and 

Outdoor Spaces” and “Transportation”. Although the WHO’s conceptualization of an age-friendly 

city is related to eight themes, only two of these themes were thought to be relevant for addressing 

mobility.  The final step involved the actual establishment of an evaluation tool to score these two 

themes and ultimately, this was completed by drawing heavily on the work completed by Bendle 

(2012).  

 The tool used by Bendle (2012) included six categories of relevance to age-friendly 

communities: Housing, Shopping, Pedestrian Environment, Public Transportation, Health and 

Community Services, and Recreation and Culture. Only two of these categories were relevant to 

this study, the “Pedestrian Environment” and “Public Transportation”, as these are directly linked 

with this study’s objective of measuring mobility. All the features that Bendle (2012) measured 

under these two categories were included in the evaluation tool, along with additional criteria that 

were developed to facilitate a more thorough assessment of these two age-friendly themes. This 

additional criteria was drawn mostly from the WHO’s Checklist of Essential Features of Age-

Friendly Cities (WHO, 2007b). Furthermore, the evaluation tool was modified to capture time-of-

day and winter specific features, both of which were not explicit areas of interest in Bendle’s tool. 

During the late fall, the criteria of “slippery sidewalks” and “cleared sidewalks” were not 
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measured. During the late morning audits, the criterion “public spaces are well lit” for the 

pedestrian environment evaluation was omitted, as well as the criterion “bus stop well-lit” for the 

public transportation audit.  

The evaluation tool, seen in Table 3.1, captured how mobility was both promoted and 

hindered in each development, by scoring different features of the pedestrian environment and 

existing public transportation infrastructure and services using a numerical system. For most items, 

the highest possible value was 2, and for all items, the lowest possible value was 0. In addition to 

scoring each feature numerically, written observations were recorded and supplemented with 

photographs in the study sites.   
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Table 3.1 The evaluation criteria. Cells highlighted in blue represent criteria which were taken from Bendle 

(2012), cells in gray represent criteria taken from the WHO (2007b) and cells which are not highlighted 

represent criteria which were incorporated by the researcher.  

Pedestrian Environment  Scale 

Sidewalks  None = 0; partial = 1; total = 2 

Sidewalk condition None = 0; poor = 1; good = 2 

*Sidewalk width  < 1.675m = 0; > 1.675m = 2 

Sidewalk curbs dropped to road level None =0; partial = 1; all = 2 

Slippery sidewalks (winter specific) Yes = 0; partial = 1; no = 2 

Cleared sidewalks (winter specific) No = 0; partial = 1; yes = 2 

Walking terrain  Steep = 0; moderate grade = 1; flat =2 

Pedestrian crossings  None = 0; poor = 1; good = 2 

Traffic signals at pedestrian crossings with visual and 

audio cues 

No = 0; partial = 1; all = 2 

Traffic signals allow sufficient time for crossing street No = 0; some = 1; yes = 2 

Resting places No = 0; yes = 2 

Public spaces are well-lit (time-of-day specific) No = 0; yes = 2 

Walking routes have good sight lines  No = 0; yes = 2 

Road traffic in residential area High = 0; medium =1; low = 2 

Services situated together and accessible No = 0; somewhat = 1; yes = 2 

Public Transportation  Scale 

Bus service  None = 0; hourly = 1; half hourly = 2 

Bus service level  Single bus route =0; More than one bus 

route = 2 

Bus service available at night, weekends and during 

holidays  

None of the 3 options = 0; 1 of the 3 

options = 1; 2 of the 3 options = 2; all 

options = 3 

Bus stop shelter  None sheltered = 0; some sheltered = 1; 

all sheltered = 2  

Bus stop well marked  None are well marked = 0; some are well 

marked = 1; all are well marked = 2 

Bus stop well-lit (time-of-day specific) None are well-lit = 0; some are well-lit = 

1; all are well-lit = 2 

Bus stop bench  No bench = 0; some stops have a bench = 

1; all stops have a bench = 2 

Reduced senior fares No = 0; yes = 2 

Bus stop provides information about routes and schedules  None = 0; some bus stops = 1; all bus 

stops = 2 

Nearby services accessible by bus No = 0; Yes = 2 

Roads are well maintained and have good lighting  Poor = 0; fair = 1; good = 2 
 

3.4.3 Document Review Methods 

Once all site visits were finished, a qualitative content analysis was conducted to assist in the 

formation of final recommendations for this research. This content analysis comprised two rounds 

of document reviews: Round One examined two documents that captured the current conditions 
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of the age-friendliness in Kingston; and Round Two examined three documents that captured the 

commitments of the city with respect to age-friendly planning. The documents examined for each 

round are described in detail in the following section. 

All documents were analyzed based on four themes that were determined to be central to 

this research: mobility, the pedestrian environment, transportation services and active aging (Table 

3.2). Mobility, the pedestrian environment and transportation services were the focus of this 

report’s research objective and were the factors being evaluated during the field analyses. Active 

aging was also selected as a key theme because it is an important component of the WHO’s 

ideology behind the age-friendly concept. Key word identifiers acted as descriptive codes for 

locating statements in the texts related to each of the four themes. According to Cope (2010), 

descriptive codes can be thought of as category labels because they reflect themes that are obvious 

on the surface or are stated by research subjects. Through this process, messages related to each 

theme were extracted and evaluated, and in some cases, multiple statements were recorded for the 

same theme if all messages were thought to be relevant. This qualitative content analysis bore 

similarities to a latent content analysis (Cope, 2010), because evaluating each message required 

the researcher to consider what was actually meant by each statement.  

Table 3.2 The key word identifiers which were used for each theme.  

Themes  Key Word Identifiers  

1. Mobility  Walkability/walking, accessibility, pedestrian movement 

2. Pedestrian Environment  Sidewalk, road, crosswalk, outdoor space, street  

3. Transportation Services  Transit, bus, bus shelter, bus stop  

4. Active Aging  Health, quality of life, active transportation  

 

Document Review Round One 

The first documents that were reviewed included a summary report of opinions from Kingston 

residents on how to make the city more age-friendly, as well as the City’s Age-Friendly Kingston 

Stage One Report (2012). The summary report reported on data generated from six focus groups 
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held in January and February of 2012 as part of the first phase of the WHO Age-Friendly Cities 

Project in Kingston. In total, 62 community members between the ages of 45 and 83, attended 

these focus group sessions to provide information on how age-friendly they perceived their 

neighbourhoods to be (City of Kingston, 2012). The Age-Friendly Kingston Stage One Report 

(2012) was completed in December of 2012, and synthesized much of the feedback from the focus 

groups. It was prepared by a Seniors Advisory Committee representing the City of Kingston, which 

was tasked with a mandate of developing an age-friendly plan for the city (City of Kingston Senior 

Planner, personal communication, March 30, 2015). The committee was composed of 

representatives from city council, the Senior’s Centre Executive Staff and membership, the 

Council of an Aging Volunteer Organization, two representatives from local/regional 

organizations serving seniors, and the general public (City of Kingston Senior Planner, personal 

communication, March 30, 2015). Once this report was completed, the committee was disbanded. 

For both of these documents, only those sections pertaining to the WHO themes of “Outdoor 

spaces and buildings” and “Transportation” were reviewed. 

Using the key word identifiers, statements related to the four themes determined as central 

to this report were retrieved (Table 3.2). From here, these phrases were reviewed to identify the 

problem(s) being expressed by the words comprising the statement (e.g., a complaint of the streets 

being too dark at night indicates a problem of inadequate lighting).  This provided insight on the 

challenges and gaps that exist with respect to the built environment and public transportation in 

Kingston as a whole. The exact same process was used to evaluate the statements retrieved from 

both the Age-Friendly focus group summary report and the Age-Friendly Kingston Stage One 

Report.  
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Document Review Round Two 

The second document review assessed the Age-Friendly Kingston Stage Two Report (2014), the 

City of Kingston’s Official Plan (2013), and the City of Kingston Residential Intensification/New 

Community Design Guidelines (2010). The Stage Two Report was completed in August of 2014 

by an Age-Friendly Advisory Committee representing the City of Kingston and discusses all eight 

of the WHO’s age-friendly themes. This report acts as an action plan, providing a list of 

recommendations to be achieved in 2015 and 2016 for each of the eight domains of an age-friendly 

city. Both of the City of Kingston policy documents are important land use planning documents, 

and were reviewed because of their potential influence for creating an age-friendly city. The City 

of Kingston Official Plan (2013) sets out the city’s general land-use policies and the City of 

Kingston Residential Intensification/New Community Design Guidelines (2010) presents 

“principles, guidelines, and implementation strategies to future development in the City of 

Kingston” (Brook Mcilroy Planning + Urban Design/Pace Architects, 2010). 

The intent of this document review was to examine City of Kingston texts to gain an 

understanding of the current commitments being made by the city to address age-friendly planning 

with respect to the four themes that have been determined as being central to this research. Using 

the key word identifiers selected for each of the four themes (Table 3.2), statements were located 

in these documents and labeled. The statements that were retrieved were considered to be 

commitments, and then categorized by one of four types of commitment: 

1. Action-based: These are proactive statements that set out short- or long-term plans of 

implementing actual alterations in a community, whether they are infrastructure changes or 

programming-based changes.  
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2. Policy-based: These are official statements and represent guidelines that must be adhered to. 

These are not discretionary statements.  

3. Strategies: Strategies are discretionary statements which, if followed, allow for a desired 

standard to be met. 

4. Visions: These statements provide direction and guidance towards achieving a larger objective 

or a set of goals. Vision statements sometimes tend to be “lofty” in nature.  

Labelling these commitments provided a method for determining whether the City of 

Kingston is being proactive with respect to age-friendly planning, rather than just ensuring that 

current policies have considered age-friendly concepts. Furthermore, gaining an understanding of 

the commitments established by the city allowed for an assessment of whether these commitments 

are adequate for addressing the challenges identified for the two development sites from the field 

analyses and the concerns expressed by focus group participants for the entire city.  
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Chapter Four: Results  

4.1 Overview  

This chapter presents findings on the City of Kingston’s current conditions and commitments to 

become more age-friendly with respect to the built environment and transportation. Findings from 

the field analyses are presented first, indicating the current conditions of the pedestrian 

environment and public transportation infrastructure and services for the two development sites. 

Following this, the results from the Round One document review are presented, which describes 

the perceived age-friendliness of Kingston at the city scale. Lastly, this chapter presents the results 

of the Round Two document review that aimed to understand the current commitments set-out by 

the City of Kingston for age-friendly planning with respect to the built environment and public 

transportation.  

 

4.2 Site Analyses  

The site analyses indicate that Bayridge West possesses more attributes related to age-friendliness 

than Walnut Grove. Bayridge West earned a greater score during each of the four data collection 

periods for both themes. In terms of the pedestrian environment, the score difference between the 

two sites was small, with Bayridge West only being ahead of Walnut Grove by 1 or 2 points, 

depending on the season and time-of-day. However, Bayridge West was 3 points ahead of Walnut 

Grove with respect to the public transportation infrastructure and services theme for each of the 

late morning site visits, and 4 points ahead for each of the early evening site visits. Table 4.1 

presents the results for each of the four data collection periods measuring the pedestrian 

environment and Table 4.2 presents the results for the public transportation theme. All scores are 

expressed as percentages, and each percentage represents the score achieved during that particular 

data collection period for the age-friendly theme being measured. Further detail about each data 

collection period is provided below in the following sections.  
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Table 4.1 Results for the site visits evaluating the pedestrian environment theme. Each score is 

represented as a percentage. 

Data Collection Periods 

Development Sites 

Season: Fall  

Time-of-day: 
Late morning 

Season: Fall  

Time-of-day: 
Early Evening 

Season: Winter 

Time-of-day: 
Early Evening 

Season: Winter 

Time-of-day: 
Late morning  

Walnut Grove 
Scored 13/24  

= 54% 

Scored 15/26 

= 58% 

Scored 18/30 

= 60% 

Scored 15/28 

= 54% 

Bayridge West 
Scored 14/24 

= 58% 

Scored 17/26 

= 65% 

Scored 20/30 

= 67% 

Scored 16/28 

= 57% 

 

Table 4.2 Results for the site visits evaluating the public transportation theme. Each score is represented 

as a percentage.  

Data Collection Periods 

Development Sites 

Season: Fall  

Time-of-day: 
Late morning 

Season: Fall  

Time-of-day: 
Early Evening 

Season: Winter 

Time-of-day: 
Early Evening 

Season: Winter 

Time-of-day: 
Late Morning 

Walnut Grove 
Scored 12/21  

= 57% 

Scored 12/23 

= 52% 

Scored 12/23 

= 52% 

Scored 12/21 

= 57% 

Bayridge West 
Scored 17/21 

= 81% 

Scored 18/23 

= 78% 

Scored 18/23 

= 78% 

Scored 17/21 

= 81% 

 

4.2.1 Fall Site Visits  

Four site audits were conducted in late November of 2014, representing the first two data collection 

periods. During the first data collection period, site visits were undertaken in the late morning, and 

for the second data collection period, site visits occurred in the early evening as it started to get 

dark outside. Each audit was approximately 40 minutes in duration. The late morning audits were 

completed on November 23, 2014 and the early evening audits were conducted on November 26, 

2014. The weather conditions on November 23rd were cold (below 0 degrees Celsius), with a mix 

of clear and cloudy skies. On November 26th, the weather was still cool and the ground was free 

of snow.  

 During the late morning audits, the maximum score that could be received for the 

pedestrian environment was 24, as the “Slippery sidewalks”, “Cleared sidewalks” and “Public 

spaces are well-lit” criteria were not applicable. During the early evening audits, the maximum 

achievable score was 26 because of the relevance of the “Public spaces are well-lit” criterion. With 
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respect to the public transportation theme, during the late morning audits the highest possible 

survey score was 21 points, and this increased to 23 for the late night analyses due to the “Bus stop 

well-lit” criterion.  

Walnut Grove Site Visits 

In terms of the pedestrian environment, this development received unimpressive scores of 13/24 

for the late morning audit at 11:00 AM and 15/26 for the early evening audit at 5:00 PM (results 

presented in Table 4.3). The sidewalks were found to be in good condition, but were only present 

on one side of the street. In terms of width, the sidewalks were a bit narrow, measured at about 1.5 

metres, below the accessibility standard measurement of 1.7 metres (City of Toronto, 2004). Two 

major problems observed for the pedestrian environment was the absences of benches for resting 

and insufficient time allowances at traffic signals. At the main traffic lights located at Anderson 

Drive and Princess Street, there was not nearly enough time provided at the stop lights for 

pedestrians trying to cross the street to reach the FreshCo grocery store. The amount of time given 

to cross would likely pose challenges for older individuals or for individuals with mobility 

concerns. Further, this pedestrian crossing was the only one present in the area and it had no visual 

cues. During the evening audit it was noted that the public spaces were well-lit.  

 Another important observation in the pedestrian environment was in regards to the 

criterion about the accessibility and location of services in the area. In the immediate vicinity of 

the development there is a grocery store, FreshCo and a home hardware store, RONA. Further 

along Princess Street (beyond the walking route for this audit) there are other amenities such as 

Tim Horton’s and a Shoppers Drug Mart. Thus, while there are various nearby services, the fact 

that they are not all clustered/situated together explains why a lower score was assigned to the 

criterion of “Services situated together and accessible”.  
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In terms of transportation, this development received a score of 12/21 during the late 

morning audit at 11:00 AM and 12/23 for the early evening audit at 5:00 PM (results presented in 

Table 4.4). Although the bus stops were considered to be well marked (with a pole and a sign; see 

Figure 4.1), there were no benches, shelters or route information associated with the bus stops. 

During the evening audit, it was also observed that the bus stops were not well-lit. Bus stops are 

only located on the main street (Anderson Drive) within the development. The scores from these 

audits indicate that significant improvements are required in this area.  

 
Figure 4.1 One of the two bus stops along the  

walking route in Walnut Grove (Thibault, 2014). 

 

Bayridge West Site Visits 

In terms of the pedestrian environment, this development achieved marginally better, though still 

low, scores of 14/24 for the late morning audit at 11:50 AM and 17/26 for the early evening audit 

at 6:10 PM (refer to Table 4.5). The sidewalks were slightly cracked in some places, but not 

severely enough to lower the rating from 2 to 1. As with the other development, sidewalks were 
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only present on one street side and were considered to be narrow with a width of about 1.4 metres. 

It was noted that at some traffic signals, sufficient time was provided for pedestrians crossing the 

street, but only visual cues were provided at these crossings. There was a pedestrian crossing 

within the residential area, across from the local elementary school. In terms of traffic within the 

residential area, it was observed to be lower in the evening compared to the late morning. Outside 

of the residential area on Bayridge Drive and Taylor Kidd Boulevard (near the Bayridge Centre) 

there was a rather steady flow of vehicles. During the evening it was observed that the public 

spaces were well-lit.  

 This development scored well with respect to public transportation, with a score of 17/21 

during the late morning audit at 11:50 AM and 18/23 during the early evening audit at 6:10 PM 

(refer to Table 4.6). Most bus stops included a shelter, sufficient lighting, a bench and information 

about the bus routes and schedules. Although the bus facilities seemed to be in pretty good 

condition, a key observation noted for Bayridge West is that not all bus stops looked to be designed 

to the same standards. The bus shelters outside of the residential area were larger and newer 

looking in comparison to those within the residential area, indicating that improvements are still 

required in this development.  

 



34 
 

         

Figure 4.2 Bus stop (Thibault, 2014).         Figure 4.3 Crosswalk near local school (Thibault, 2014). 

 

    
Figure 4.4 Upgraded bus stop                    Figure 4.5 A traffic intersection with visual signals. 

(Thibault, 2014).                                         (Thibault, 2014).        
 

4.2.2 Winter Site Visits   

The second round of observations took place in the winter of 2015 and from this, four more site 

visits were conducted. Early evening analyses were done at the end of January on Saturday, 

January 31, 2015 and late morning audits were conducted on Friday, February 6, 2015. During the 

early evening audits, it was icy and snowy outside, and very cold. The late morning audits were 

conducted following a rather heavy snowfall and consequently, there was a considerable amount 

of snow accumulation. All site visits were around forty minutes in duration. 
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 In comparison to the fall site visits, the maximum amount of points that could be scored 

for the pedestrian environment theme was higher for both the late morning and early evening 

audits, owing to the two winter specific criteria of “Slippery sidewalks” and “Cleared sidewalks”. 

With respect to the public transportation theme, the scoring of the evaluation tool remained 

unchanged from the fall site visits. Early evening visits were still scored out of 23 and late morning 

analyses out of 21.  

Walnut Grove Site Visits 

In terms of the pedestrian environment, this development received a score of 15/28 for the late 

morning audit at 11:40 AM and a score of 18/30 for the early evening audit at 4:40 PM (refer to 

Table 4.3). The sidewalk was found to be a bit icy during both site visits, as some of the ice had 

not been chipped away completely. Snow clearance varied over the two visits. The sidewalks were 

only partially cleared during the late morning audit, which was conducted following a heavy 

snowfall. There was also a large amount of snow piled up along the curb, which seemed like a 

potential accessibility issue. During the early evening audit, the sidewalks were well cleared. The 

scores for all criteria that were not winter-specific remained unchanged from the fall site visits.  

 With respect to the public transportation theme, this development received a score of 12/21 

for the late morning audit at 11:40 AM and 12/23 for the early evening audit at 4:40 PM (refer to 

Table 4.4), and were identical to those recorded during the fall site visits. It was observed during 

the early evening audits that the bus stops were hard to notice from a distance since they were not 

well-lit and only marked by a sign attached to a pole in the ground. The bus stops were relatively 

well cleared of snow, but had a few icy patches.  
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Figure 4.6 Sidewalks cleared fairly well and roads completely cleared (Thibault, 2015).  

 

 
Figure 4.7 Bus stop conditions in the winter 

(Thibault, 2015). 
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Bayridge West Site Visits 

For the pedestrian environment, a score of 16/28 was received for the late morning audit at 12:50 

PM and 20/30 for the early evening audit at 5:45 PM (refer to Table 4.5). As was the case with 

Walnut Grove, the audit scores achieved remained virtually unchanged from the fall site visits for 

the criteria that were not winter-specific. The sidewalks were not observed to be icy and slippery 

during either of the audits. In terms of snow clearance, the sidewalks were not well cleared during 

the morning audit, which followed a heavy snowfall. Despite this, the sidewalks appeared to have 

been heavily utilized by pedestrians, and a large amount of snow was found piled up against the 

curbs.  

 The scores for the transportation theme were identical to those received during the fall 

audits, with a score of 17/21 for the late morning audit at 12:50 PM and 18/23 for the early evening 

audit at 5:45 PM (refer to Table 4.6). The one bus stop along the walking route, which did not 

have a bus shelter, had a considerable amount of snow piled up around the waiting area.  

     
  Figure 4.7 Uncleared sidewalks (Thibault, 2015).   Figure 4.8 Bus stop conditions (Thibault, 2015).  

 

 



38 
 

Table 4.3 Walnut Grove pedestrian environment audit scores.  

  Fall Winter 

Variable Scale AM PM AM PM 

Sidewalks None = 0; partial = 1; total = 2 1 1 1 1 

Sidewalk condition None = 0; poor = 1; good = 2 2 2 2 2 

Sidewalk width < 1.675m = 0; > 1.675m = 2 ~1.473m 

= 0 

~1.473 m 

= 0 

~1.473m 

= 0 

~1.473m 

= 0 

Sidewalk curbs dropped to road 

level 

None =0; partial = 1; all = 2 1 1 1 1 

Slippery sidewalks (winter 

specific) 

Yes = 0; partial = 1; no = 2 N/A N/A 1 1 

Cleared sidewalks (winter specific) No = 0; partial = 1; yes = 2 N/A N/A 1 2 

Walking terrain  Steep = 0; moderate grade = 1; flat =2 2 2 2 2 

Pedestrian crossings  None = 0; poor = 1; good = 2 1 1 1 1 

Traffic signals at pedestrian 

crossings with visual and audio cues 

No = 0; partial = 1; all = 2 1 1 1 1 

Traffic signals allow sufficient time 

for crossing street 

No = 0; some = 1; yes = 2 0 0 0 0 

Resting places No = 0; yes = 2 0 0 0 0 

Public spaces are well-lit (time-of-

day specific) 

No = 0; yes = 2 N/A 2 N/A 2 

Walking routes have good sight 

lines  

No = 0; yes = 2 2 2 2 2 

Road traffic in residential area High = 0; medium =1; low = 2 2 2 2 2 

Services situated together and 

accessible 

No = 0; somewhat = 1; yes = 2 1 1 1 1 

 Total Score = 13 
(13/24=0.54) 

15 

(15/26=0.58) 
15 

(15/28=0.54) 
18 

(18/30=0.60) 
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Table 4.4 Walnut Grove transportation infrastructure and services audit scores.  

  Fall Winter 

Variable Scale AM PM AM PM 

Bus service None = 0; hourly = 1; half hourly = 2 2 2 2 2 

Bus service level  Single bus route =0; More than one bus 

route = 2 

0 0 0 0 

Bus service available at night, 

weekends and during holidays  

None of the 3 options = 0; 1 of the 3 

options = 1; 2 of the 3 options = 2; all 

options = 3 

2 2 2 2 

Bus stop shelter  None sheltered = 0; some sheltered = 1; all 

sheltered = 2  

0 0 0 0 

Bus stop well marked  None are well marked = 0; some are well 

marked = 1; all are well marked = 2 

2 2 2 2 

Bus stop well-lit (time-of-day 

specific) 

None are well-lit = 0; some are well-lit = 1; 

all are well-lit = 2 

N/A 0 N/A 0 

Bus stop bench  No bench = 0; some stops have a bench = 

1; all stops have a bench = 2 

0 0 0 0 

Reduced senior fares No = 0; yes = 2 2 2 2 2 

Bus stop provides information about 

routes and schedules  

None = 0; some bus stops = 1; all bus stops 

= 2 

0 0 0 0 

Nearby services accessible by bus No = 0; yes = 2 2 2 2 2 

Roads are well maintained and have 

good lighting 

Poor = 0; fair = 1; good = 2 2 2 2 2 

 Total Score = 12 

(12/21=0.57) 
12 

(12/23=0.52) 
12 

(12/21=0.57) 
12 

(12/23=0.52) 
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Table 4.5 Bayridge West pedestrian environment audit scores.  

  Fall Winter 

Variable Scale AM PM AM PM 

Sidewalks None = 0; partial = 1; total = 2 1 1 1 1 

Sidewalk condition None = 0; poor = 1; good = 2 2 2 2 2 

Sidewalk width < 1.675m = 0; > 1.675m = 2 ~1.384m 

= 0 

~1.384m 

= 0 

~1.384m 

= 0 

~1.384m 

= 0 

Sidewalk curbs dropped to road 

level 

None =0; partial = 1; all = 2 1 1 1 1 

Slippery sidewalks (winter 

specific) 

Yes = 0; partial = 1; no = 2 N/A N/A 2 2 

Cleared sidewalks (winter specific) No = 0; partial = 1; yes = 2 N/A N/A 0 2 

Walking terrain  Steep = 0; moderate grade = 1; flat =2 1 1 1 1 

Pedestrian crossings  None = 0; poor = 1; good = 2 2 2 2 2 

Traffic signals at pedestrian 

crossings with visual and audio cues 

No = 0; partial = 1; all = 2 1 1 1 1 

Traffic signals allow sufficient time 

for crossing street 

No = 0; some = 1; yes = 2 1 1 1 1 

Resting places No = 0; yes = 2 0 0 0 0 

Public spaces are well-lit (time-of-

day specific) 

No = 0; yes = 2 N/A 2 N/A 2 

Walking routes have good sight 

lines  

No = 0; yes = 2 2 2 2 2 

Road traffic in residential area High = 0; medium =1; low = 2 1 2 1 1 

Services situated together and 

accessible 

No = 0; somewhat = 1; yes = 2 2 2 2 2 

 Total Score = 14 

(14/24=0.58) 
17 

(17/26=0.65) 
16 

(16/28=0.57) 
20 

(20/30=0.67) 
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Table 4.6 Bayridge West transportation infrastructure and services audit scores.  

  Fall Winter 

Variable Scale AM PM AM PM 

Bus service None = 0; hourly = 1; half hourly = 2 2 2 2 2 

Bus service level Single bus route =0; More than one bus 

route = 2 

2 2 2 2 

Bus service available at night, 

weekends and during holidays  

None of the 3 options = 0; 1 of the 3 

options = 1; 2 of the 3 options = 2; all 

options = 3 

2 2 2 2 

Bus stop shelter  None sheltered = 0; some sheltered = 1; all 

sheltered = 2  

1 1 1 1 

Bus stop well marked  None are well marked = 0; some are well 

marked = 1; all are well marked = 2 

2 2 2 2 

Bus stop well-lit (time-of-day 

specific) 

None are well-lit = 0; some are well-lit = 1; 

all are well-lit = 2 

N/A 1 N/A 1 

Bus stop bench  No bench = 0; some stops have a bench = 

1; all stops have a bench = 2 

1 1 1 1 

Reduced senior fares No = 0; yes = 2 2 2 2 2 

Bus stop provides information about 

routes and schedules  

None = 0; some bus stops = 1; all bus stops 

= 2 

1 1 1 1 

Nearby services accessible by bus No = 0; yes = 2 2 2 2 2 

Roads are well maintained and have 

good lighting 

Poor = 0; fair = 1; good = 2 2 2 2 2 

 Total Score = 17 

(17/21=0.81) 
18 

(18/23=0.78) 
17 

(17/21=0.81) 
18 

(18/23=0.78) 
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4.2.3 Summary of the Fall and Winter Site Visits 

For the fall site visits, Bayridge West achieved a higher score for both themes during the late 

morning and early evening analyses. Specifically, for the pedestrian environment theme, Bayridge 

West scored higher than Walnut Grove on the criteria of “Pedestrian crossings”, “Services situated 

together and accessible”, and “Traffic signals allow sufficient time for crossing street”. Bayridge 

West scored five points higher than Walnut Grove for its late morning audit and six points higher 

for its early evening audit of the public transportation infrastructure and services theme. Of note 

in this theme was that Bayridge West has more age-friendly infrastructure in place at bus stops, 

such as shelters and benches, whereas Walnut Grove does not possess any of these features at 

either of the two bus stops along the site’s walking route. Additionally, the bus service levels 

provided differ between the two sites. The Walnut Grove walking route is served by a single route 

which runs in one direction, while the Bayridge West walking route is served by multiple routes 

which are bi-directional.  

Similar to the fall site visits, the winter analyses revealed that Bayridge West maintains 

more age-friendly attributes in relation to both themes. In terms of the pedestrian environment 

theme, Bayridge West scored two points higher than Walnut Grove for the early evening audit and 

one point higher for the late morning audit. This indicates no change from the fall site visits. 

However, it should be noted that with the addition of the two winter specific criteria, each of the 

sites attained a slightly higher score in most cases. With this being said, it is important to highlight 

that the primary factor influencing how well the sites scored under these two winter specific criteria 

was related to whether a heavy snowfall had just occurred, and had less to do with actual features 

of the built environment. For the public transportation infrastructure and services theme, the two 

development sites scored exactly as they did during the fall analyses for the late morning and early 

evening site visits, since there were no winter specific criteria associated with this theme. However, 
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photos were taken at both sites to depict the conditions at some of the bus stops that were observed 

along the walking routes during the winter.  

4.3 Limitations of the Site Analyses  

The site observations provided a thorough assessment of the age-friendliness of Walnut Grove and 

Bayridge West in terms of their pedestrian environments and public transportation infrastructure 

and services. However, there are limits to the generalizability of these findings as they are 

neighbourhood specific. Therefore, these findings cannot be extrapolated to make assumptions 

about the rest of Kingston. Additionally, the evaluation tool used to measure the age-friendliness 

of the two themes being studied was only representative of a set of key attributes related to these 

themes according to several literary sources, and thus, was not indicative of all potentially relevant 

age-friendly attributes of the built environment and public transportation. Although the survey 

scores provide an indication of which site is more age-friendly under various seasonal and time-

of-day conditions, the inclusion of other related criteria could alter the tabulated scores. For this 

reason, it is important to be cautious when interpreting these scores to distinguish how much more 

age-friendly Bayridge West’s pedestrian environment and public transportation infrastructure and 

services is, in comparison to Walnut Grove.  

4.4 Document Review: Current Conditions in the City of Kingston   

To address this limitation of generalizability to the rest of Kingston, a document review of 

secondary data and the City’s Age-Friendly Kingston Stage One Report (2012) was conducted 

(Table 4.7 and Table 4.8). These two sources of data were reviewed because they provided 

insights on comments made by City of Kingston residents about the pedestrian realm and public 

transportation infrastructure and services in the city as a whole. Reviewing these documents 

offered first-hand insights on the current state of Kingston’s built environment and public 

transportation infrastructure in terms of its age-friendliness and capacity to promote mobility 
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among seniors. This analysis also served to confirm whether the deficiencies discovered through 

the field analyses resonated with the problems identified by local residents for the City of Kingston 

in general. 

Table 4.7 Document review findings for the focus group summary information.  

Descriptive 

Categories/Themes 
Key Statements Problem(s) Identified 

Mobility 

“Suggestion – need for more rest 

stations/benches along major streets 

to encourage walking (King 

Street).” 

There are not enough benches along 

major city streets and this prevents 

people from being able to rest while 

walking.  

Snow/ice is not removed well 

enough from the sidewalks which 

act as barriers for individuals trying 

to walk places. 

Sidewalk snow clearance needs to be 

improved.  

Pedestrian 

Environment 

“Need more audible/tactile traffic 

signals.” 

Lack of audible and tactile traffic 

signals at pedestrian crossings.  

“For 3 seasons sidewalks are pretty 

good but not in winter but has 

improved over last decade.” 

Sidewalk conditions during the 

winter are not up to par with the rest 

of the year. 

Sometimes sidewalks can be found 

on both sides of the streets, while in 

some places no sidewalks are 

present at all.  

The sidewalk system across the city 

varies, meaning that in some places 

the pedestrian environment is less 

than adequate.  

Transportation 

Services 

“Not enough shelters around the 

City.”  

Lack of bus shelters.  

“Bus stops are not accessible – no 

sidewalks to them, snow removal, 

curb cuts too high in certain 

locations.” 

Bus stop accessibility is an issue for 

a variety of reasons.  

There should be more bus shelters 

and associated amenities such as 

seats, lighting and heated shelters.  

Lack of comfortable and safe bus 

shelters.  

Active Aging 

“The challenges of the aging 

process are not understood by the 

general population.”  

 

The general public does not 

understand the importance of 

planning for an aging population.  

* Anything in quotation marks was taken verbatim from the document. Anything not in quotation marks is 

representative of a brief summary of several statements.   
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Table 4.8 Document review findings from the Age-Friendly Kingston Stage One Report.  

Descriptive 

Categories/Themes 
Key Statement Problem(s) Identified 

Mobility 

“Lack of accessibility in downtown 

buildings.” Page 17  

Need to improve accessibility 

for downtown buildings.  

“Lack of accessibility at some bus stops 

and shelters.” Page 21  

Need easily accessible and safe 

bus stops and shelters.   

Pedestrian 

Environment 

“The time for pedestrians at traffic 

signals is too quick for many seniors to 

safely be able to cross the street.” Page 

17  

Need to increase crossing times 

at traffic intersections.  

“The courtesy crosswalks make no 

sense, the drivers do not stop and it is 

very dangerous.” Page 17 

Courtesy crosswalks are 

dangerous for pedestrians and 

ineffective.  

Street signage is hard to read in some 

places and not fully age-friendly.  

Street signage is illegible.  

Transportation 

Services 

“Kingston Transit service is reduced at 

7:00pm which limits what you can do in 

the evening.” Page 21 

Transit use becomes restricted 

at 7 pm. Need to provide more 

transit service options for the 

night time hours.  

“Some bus stops are not located at a 

reasonable distance nor in strategic 

locations.” Page 21 

Shorten the distance required to 

access some bus stops or place 

bus stops in high traffic areas.  

Active Aging 

“In terms of physical activity, 49.1% of 

those over the age of 65 are considered 

inactive (2009/10).” Page 12 

Almost half of the individuals 

aged 65 and over are not 

meeting the minimum physical 

activity requirements.  
* Anything in quotation marks was taken verbatim from the document. Anything not in quotation marks is 

representative of a brief summary of several statements.   

4.5 Relationship between the Site Observations and Round One Document Review 

Findings  

Findings from the Round One document review suggest that the problems identified by focus 

group participants with respect to the entire City of Kingston, closely parallel the observations that 

were gathered from the field analyses of Walnut Grove and Bayridge West. This indicates that the 

challenges found to be linked to the areas of the pedestrian environment and public transportation 

infrastructure and services for the two sites are not exclusively site specific, but rather, 

representative of barriers that are common throughout the city.  

Although the site analyses revealed that Bayridge West possessed more attributes related 

to age-friendliness than Walnut Grove, the major deficiencies found in Bayridge West, also tended 
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to be weaknesses common within the Walnut Grove development. With respect to the pedestrian 

environment category, it is important to note that Bayridge West only scored higher than Walnut 

Grove by 1 or 2 points, depending on the data collection period, but that both sites performed quite 

poorly in this domain. Common shortfalls found though the field analyses included sidewalks that 

were not cleared well during the winter, a lack of audible traffic signals, traffic signals that did not 

allow sufficient time for crossing, no resting places, and narrow sidewalks. These site-specific 

barriers align closely with the problems identified through the document review. Another 

important problem identified from the document review is that across the city, the quality of the 

pedestrian environment varies, with some areas seeming less than adequate. Together, all of these 

findings suggest that in general, the current conditions of the pedestrian environment are not 

entirely age-friendly throughout the city and subsequently, future improvements are required.  

 In terms of the public transportation infrastructure and services category, both sites tended 

to score relatively better overall, with Bayridge West scoring considerably higher than Walnut 

Grove. A main difference observed between these two sites was that most bus stops in Bayridge 

West were of a higher standard and included key amenities such as bus shelters, benches, route 

information and sufficient lighting. A primary problem identified from the document review for 

transportation services was that throughout the city, there is a lack of accessible, comfortable and 

safe bus stops. Focus group participants expressed that there is a need for more bus related 

amenities, such as shelters, as currently there is a shortage of these types of features. These findings 

corroborate those generated from the field analysis observations. These amenities play a large role 

in affecting the accessibility, comfort and safety associated with transit stops, and acknowledging 

that this is a city-wide problem is imperative to increasing transit ridership, especially among 

seniors who might have mobility limitations.  
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4.6 Round Two Document Review: City Commitments  

The documents reviewed in Round Two were the Age-Friendly Kingston Stage Two Report (2014), 

as well as the City of Kingston’s Residential Intensification/New Community Design Guidelines 

(2010) and Official Plan (2013). The findings from this second document review are presented in 

Table 4.9.  

A variety of commitments are presented across the three different documents. The Age-

Friendly Kingston Stage Two Report (2014) was found to be an exclusively action-based report, 

and was the only document that established any action-based commitments for the city. This 

finding highlights the proactive nature of this report in representing age-friendly planning. 

Secondly, the City of Kingston Residential Intensification/New Community Design Guidelines 

(2010) was found to present mostly strategic statements, which provide less strength than action-

based commitments. Although strategic commitments are important and represent a step in the 

right direction, strategic commitments are still just discretionary guidelines and not enforceable, 

and thus hold less weight. Additionally, it was found that the City of Kingston Official Plan (2013) 

included a range of policy-based commitments, along with strategies and visions, and the review 

demonstrated that the City does currently have some measures in place related to age-friendly 

planning that must be adhered to.   

 The mobility, pedestrian environment and transportation services themes are relatively 

well-covered, to varying degrees, across all three documents. In terms of mobility, the Age-

Friendly Kingston Stage Two Report (2014) provides an action-based commitment that addresses 

the issue of resting places being absent across the City. The other two documents speak to sidewalk 

infrastructure with respect to accessibility. A variety of issues related to the pedestrian 

environment are discussed across all three documents including snow clearance, the need for 

audible traffic signals and constructing sidewalks on both sides of the street. In terms of 
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transportation services, the Age-Friendly Kingston Stage Two Report (2014) provides an action-

based commitment to increase bus servicing at night, while the other two documents provide 

commitments that encourage the construction of resources such as shelters and benches, at bus 

stops.  

None of the documents were overly proactive regarding “active aging”. Most of the 

statements generated by searches for active aging tended to be most closely concerned with active 

transportation. The WHO defines active aging as “the process of optimizing opportunities for 

health, participation and security in order to enhance quality of life as people age” (WHO, 2007a). 

Although active transportation does relate to active aging, the WHO’s definition of this term is 

more comprehensive and multifaceted than strictly active transportation. This finding suggests that 

the City has taken a less progressive approach to active aging, as compared to its aging-related 

commitments in the areas of mobility, the pedestrian environment and transportation.  
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Table 4.9 Document review findings.  

Descriptive 

Categories/Themes 

Documents 

Age-Friendly Kingston Stage Two 

Report 

Kingston New Community Design 

Guidelines 
The City of Kingston’s Official Plan 

Key Statements Type of 

Commitment 

Key Statements Type of 

Commitment 

Key Statements Type of 

Commitment 

Mobility 

“Benches continue to 

be placed across the 

community to improve 

walkability. Forty 

benches to be installed 

over 5 year period.” 

Page 7 

Action-based “The sidewalk should 

be constructed of 

brushed concrete to 

facilitate pedestrian 

movement and barrier-

free accessibility.” 

Page 56 

 

Strategy “The enhancement of 

roadways, sidewalks, 

sidewalk safety 

barriers, and transit 

facilities to maximize 

mobility and access for 

the physically 

challenged will be 

required in all 

construction and 

reconstruction 

projects.” Page 176  

Policy-based 

Pedestrian 

Environment 

“Investigate the 

feasibility of 

implementing a 

sidewalk snow clearing 

program similar to the 

City of Oshawa giving 

able-bodied residents 

more responsibility.” 

Page 6 

Action-based  “A primary 

consideration of the 

design and 

construction of new 

streets should be the 

City’s requirements 

for maintenance and 

snow clearing.” Page 

46 

Strategy “On new roads and on 

reconstructed roads, 

sidewalks are to be 

provided where 

feasible on both sides 

of urban arterial and 

collector roads running 

adjacent to developed 

lands.” Page 176  

Strategy 

“Accessible audible 

traffic signals are 

installed at every new 

signalled intersection 

with consistent timing 

based on the walking 

speeds to get across the 

width of the road.” 

Page 7 

Action-based “It is encouraged that 

sidewalks be placed on 

both sides of the 

street.” Page 51 

 

Strategy “On new or 

reconstructed local 

roads, sidewalks must 

be installed on at least 

one side of the road.” 

Page 176 

Policy-based 
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Transportation 

Services 

“New express routes 

allow for the 

realignment of the local 

services to increase 

timing on all routes and 

longer hours of 

service.” Page 9  

 

Action-based “Where provided, 

transit shelters should 

include basic 

amenities, including 

seating waste 

receptacles, lighting, 

and route information. 

At a minimum, transit 

stops should include 

route information.” 

Page 61 

Strategy “Specific means of 

encouraging transit use 

include, but are not 

limited to: c. adequate 

and appropriate bus 

stops, which may 

include shelters, 

benches, and terminal 

transfer points.” Page 

183 

Strategy 

Active Aging 

“The City staff continue 

to work with the 

Kingston Coalition for 

Active Transportation 

(KCAT) on promotion 

and expansion of active 

transportation policies, 

infrastructure and 

programming 

throughout the City.” 

Page 9 

Action-based “Accommodate active 

transportation (i.e. 

walking, cycling, and 

transit) on safe, well 

designed streets.” Page 

46 

Vision  “Increasing 

opportunities for 

active transportation 

and improving the 

maintenance of 

pedestrian and cycling 

routes will increase 

usage, safety and 

access for all.” Page 

169 

Vision  
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Chapter Five: Key Findings and Recommendations 
 

5.1 Overview  

This study assessed the age-friendliness of two suburban development sites, along with municipal 

level policies and plans, in Kingston, Ontario. Field analyses investigated the age-friendliness of 

the pedestrian environment and existing transportation infrastructure and services of the 

neighbourhoods of Walnut Grove and Bayridge West, revealing both strengths and weaknesses of 

each development, and offering insights regarding the capacities of these developments to promote 

mobility among seniors. The document reviews provided insights on the perceived problems with 

Kingston’s built environment and public transportation infrastructure and services; offered a 

method for determining whether the gaps found through the field analyses were neighbourhood 

specific or city-wide challenges; and highlighted current commitments being made by the City 

with respect to age-friendly planning. These commitments were then assessed for their adequacy 

for addressing the age-friendly deficiencies discovered through this research. This chapter 

provides an overview of key findings from the research, followed by recommendations for 

promoting the age-friendliness of the pedestrian environment and public transportation 

infrastructure and services in the City. This chapter concludes with reflections of the methodology 

employed and ideas for refinement. 

5.2 Key Findings from Field Observations   

 

The Pedestrian Environment  

The field analyses revealed that Bayridge West has a slightly more age-friendly pedestrian 

environment than Walnut Grove. This is an interesting finding given that Walnut Grove was 

designed to be an adult lifestyle community. The minor differences between the two sites were not 

dependent on the time-of-day or weather specific criteria, but rather small discrepancies in terms 

of pedestrian crossings, timing at traffic signals, terrain, road traffic and amenity (commercial and 
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retail services) accessibility. Although Walnut Grove’s pedestrian environment maintained less 

road traffic and a flatter terrain, Bayridge West had better pedestrian crossings, a greater number 

of traffic signals that provide sufficient time for crossing, and a wider range of services within 

close proximity to the site.  

While both sites performed well in terms of lighting, the analyses revealed that snow 

clearance may be insufficient in both sites, and may act as barriers to walking. These findings 

suggest that better snow removal practices should be prioritized by the City. With the exception 

of Bayridge West having benches at bus shelters, resting places were noticeably absent from the 

streets of both development sites. Absence of places to sit is also a known barrier to walking among 

seniors, along with bad weather, poor sidewalk conditions and no sidewalks (Joseph and Zimring, 

2007).  

While the sidewalks in both neighbourhoods were in good physical condition, the sidewalk 

networks were incomplete (i.e., present on only one side of the street) at both sites. Additionally, 

according to the Toronto Accessibility Design Guidelines (2004), an appropriate minimum 

sidewalk width is 1.7 meters, as this allows two wheelchairs or scooters to pass each other, and 

ensures that everyone can use the infrastructure (City of Toronto, 2015). The sidewalks in both 

sites fell below this standard, measuring no more than 1.4 - 1.5 meters in width, suggesting that 

this is an aspect of the built environment that requires improvement.    

Public Transportation Infrastructure and Services   

Access to comfortable, reliable and safe public transportation has a profound influence on the age-

friendliness of a community. For many older individuals, their lives are guided by their 

community’s available transport system, as this controls their ability to civically and socially 

participate and access community and health services (WHO, 2007a).  
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In terms of public transportation infrastructure and services, both sites do provide a 

minimum half-hourly bus service to nearby amenities throughout the week, which is offered to 

seniors (aged 65+) at a reduced rate (The Corporation of the City of Kingston, 2014). Where the 

two sites differ is in terms of the bus service levels provided and the resources available at the bus 

stops. With respect to the level of bus service being provided, Bayridge West provides a higher 

service level as it offers multiple bus routes which are bi-directional. In terms of the resources 

available at bus stops, out of the five bus stops passed along the walking route in Bayridge West, 

only one did not contain a shelter, bench, transit information, and good lighting. In Walnut Grove, 

all of these resources were absent. Further, the presence of a bus shelter largely impacts the 

visibility of a transit stop at night. In Walnut Grove, both bus stops were marked using simply a 

pole with a sign bolted to it, which is not easily visible in the evening and could be difficult for an 

older individual with poor vision to locate. Evidently, the presence of bus shelters and benches not 

only add comfort to a bus stop, but they further contribute to its visibility at night. These 

observations suggest that including shelters and benches at bus stops will make a large difference 

and help to foster comfortable, safe and easy access to transit service. Additionally, the level of 

bus service being provided is an important factor as it impacts the availability and convenience of 

transit in a neighbourhood. These findings explain why the public transportation infrastructure and 

services in Bayridge West are more age-friendly than in Walnut Grove.  

5.3 Key Findings from Document Reviews  

There was a high degree of correspondence between the site analyses and the problems identified 

by focus group participants with respect to the City of Kingston. The only concern found to be 

unique to the site observations was that of inadequate sidewalk widths. These findings suggest that 

the current gaps in age-friendliness with respect to the pedestrian environment and public 
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transportation infrastructure and services are city-wide challenges, and not restricted to Walnut 

Grove and Bayridge West.  

The municipal level reports and policies that were reviewed revealed a variety of 

commitments by the City to promote age-friendliness, with each document taking a different 

approach. The Age-Friendly Kingston Stage Two Report (2014) has made exclusively action-based 

commitments, the Kingston Residential Intensification/New Community Design Guidelines (2010) 

has set mostly strategic commitments and the City of Kingston Official Plan (2013) was the only 

document providing policy-based commitments.  

 The Age-Friendly Kingston Stage Two Report (2014) presented a list of action-based 

commitments that directly address some of the challenges observed in the two suburban sites and 

within the City of Kingston. In brief, relevant commitments include installing more benches, 

implementing a better snow clearance program, installing accessible audible traffic signals that 

will allow for sufficient crossing times at new intersections and providing longer hours of service 

for transit. The commitment to install accessible, audible traffic signals with consistent timing for 

street crossing, although laudable, only pertains to new traffic intersections, rather than existing 

pedestrian crossings. The findings generated from this study suggest that a similar commitment 

should be developed that addresses existing pedestrian crossings in Kingston.  

 Relevant commitments from the Kingston Residential Intensification/New Community 

Design Guidelines include snow clearing requirements with respect to newly constructed streets, 

placing sidewalks on both street sides and including amenities such as lighting and seating at 

existing bus stop shelters. Where these commitments fall short is in considering the need for 

improving snow clearing on existing streets or creating new bus shelters where they are currently 
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absent, both of which warrant consideration in Walnut Grove and Bayridge West, and in other 

neighbourhoods throughout the city.  

 The specific commitments provided in the City of Kingston Official Plan (2013) are the 

least diverse in terms of addressing the range of problems identified through this research. The 

first policy-based commitment deals with sidewalks, in terms of eliminating barriers associated 

with either new or reconstructed sidewalks to improve mobility for all users. This policy does, to 

some degree, cater to the challenge of inadequate sidewalk widths observed in both sites. However, 

this commitment does not directly speak about sidewalk widths or indicate what are considered 

appropriate enhancements for maximizing mobility and accessibility. The second policy-based 

commitment indicates that sidewalks must be provided on at least one street side when local roads 

are being newly built or reconstructed. While this policy ensures the presence of some sidewalks 

on local roads, this may be insufficient infrastructure to support walking in suburban 

neighbourhoods. The Official Plan also includes commitments to encourage transit use by 

increasing bus shelter presence.  

This second document review has indicated that the City of Kingston has created various 

commitments that directly correlate with the problems identified from the field analyses and first 

document review. However, many of these commitments are not action-based in their approach, 

but more discretionary in nature, signifying that they are not powerful enough for improving some 

of the current issues identified. Only the Age- Friendly Kingston Stage Two Report (2014) has 

developed a set of action-based commitments which directly address some of the challenges 

observed, and will allow for guaranteed changes to occur within the city in the near future.  

5.4 Recommendations  

Drawing from the field analyses and document reviews, a list of feasible and realistic 

recommendations for promoting age-friendliness in Kingston have been proposed that go beyond 
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existing commitments made by the City. Almost all of the recommendations are directed to the 

City of Kingston in general, as this research determined that the challenges associated with the 

pedestrian environment and public transportation infrastructure and services in terms of age-

friendliness are city-wide problems. Only one of the proposed recommendations is specific to the 

two suburban development sites, as it deals with a challenge explicit to the field observations. 

Further, approximate time frames have been suggested for each recommendation and represent a 

method for prioritizing the implementation of these suggestions. A short-term recommendation 

can be thought of as a “quick win”, whereas a more long-term recommendation requires a larger 

commitment, a fair amount of preliminary planning and, may be more costly to implement.  

 

Walnut Grove and Bayridge West 

 Conduct an accessibility survey: Over the short-term (approximately 2-3 years), the Age-

friendly Advisory Committee, in partnership with the City of Kingston, should arrange for 

an accessibility survey to be conducted. This recommendation addresses the observation 

of insufficient sidewalk widths, which may act as a barrier for older adults with age-related 

or mobility-based disabilities. The objective with this survey would be to exclusively 

evaluate the accessibility levels of both developments, as this subject was only briefly 

touched on in this research.   

City of Kingston   

 Install bus shelters with benches, route information and lighting: Over the long-term 

(10 or more years), Kingston Transit should upgrade current bus stops throughout the city 

by installing bus shelters with benches, route information and lighting. The replacement 

and upgrading of all bus stops represents a long-term and costly initiative. In the short-term 

(within next 5 years), Kingston Transit should conduct a bus stop assessment throughout 
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the city (especially within local neighbourhoods) to create an action plan that ranks bus 

stop improvements required throughout the city, in terms of need.  

 Investigate feasibility of installing audible traffic signals at existing intersections: The 

Age-Friendly Kingston Stage Two Report has made an action-based commitment to install 

audible traffic signals at new intersections with consistent timing based on the walking 

speeds to traverse the street. However, this should be implemented at existing intersections 

as well. Therefore, the City of Kingston, along with the Age-friendly Advisory Committee 

should study the feasibility of expanding this recommendation so that it covers existing 

intersections. Over the short-term (2 to 3 years), a survey could be conducted throughout 

Kingston to evaluate where these infrastructure changes are most needed.  

 Conduct age-friendly evaluation surveys throughout the city: Over the medium-term 

(about 5 years) to long-term, the Age-friendly Advisory Committee should arrange for age-

friendly evaluation surveys to be conducted in other suburban developments in Kingston. 

These surveys would be very similar to the evaluations conducted in this report to assess 

the age-friendliness of the built environment and public transportation infrastructure and 

services. Although this research indicated that most age-friendliness challenges related to 

the pedestrian environment and public transportation are city-wide concerns, this research 

only studied two developments. There are 43 neighbourhood sectors throughout the city, 

with each neighbourhood sector being comprised of multiple developments (City of 

Kingston, 2011). As this research studied a very small sample, neighbourhood-specific 

challenges associated with other areas of the city have yet to be realized.   

5.5 Reflection on the Research Approach  

The evaluation tool used in this study built on an existing tool developed by Bendle (2012), as well 

as incorporated information from other sources. Although this report attempted to address a 
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limitation noted by Bendle (2012), which was to incorporate accessibility-related criteria, this 

remained to be largely under-represented in the evaluation tool. Future research of a similar nature 

to this report should try to examine the needs of seniors with mobility or age-related disabilities 

more thoroughly. A preliminary literature review on accessibility in relation to the built 

environment and public transportation would help in establishing a greater variety of accessibility-

specific criteria to be incorporated into the evaluation tool. Additionally, this evaluation tool added 

criteria to evaluate seasonal and time-of-day differences. However, after completing the site 

observations, it was noticed that no weather-specific criteria were created for the public 

transportation section of the tool. Initially, it was thought that incorporating winter-specific criteria 

into the pedestrian environment section would be enough to address both themes. However, 

reflecting back on the site observations, it would have been useful to incorporate measures which 

considered features such as how well bus stops were cleared during the winter or whether shelters 

should be upgraded (i.e. create heated shelters) to allow for more comfortable waiting experiences.  

This is another area of the evaluation tool that could be expanded in the future.  

 The literature indicates that seniors have a desire to age in place and the way this desire 

manifests itself in the built environment is through the development of age-friendly communities. 

One of the goals of this report was to assess the age-friendliness of two suburban development 

sites and determine whether these observations aligned with the perceptions that City of Kingston 

residents had about the City’s built environment and public transportation. To satisfy this goal, 

document reviews were completed. Although this technique satisfied this objective and revealed 

the viewpoints of Kingston residents in a general sense, it was unable to uncover concerns specific 

to Bayridge West and Walnut Grove. The literature has indicated that involving the perspectives 

of residents living within the areas of interest is an effective technique for studies on age-friendly 
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planning (Novek and Menec, 2014). Therefore, future studies evaluating the age-friendliness of 

specific neighbourhoods could be made more powerful by modifying this reports methodology 

and replacing the document reviews with interviews. Interviews could be conducted with older 

adults living within the sites being studied, to allow for the generation of first-hand information 

on how age-friendly residents perceive their neighbourhoods to be. Further, interviews could have 

been useful in this report for supplementing the document review process and site observations. 

Interviews with City staff would have complemented the findings from the documents and 

subsequently, strengthened the information gathered for Kingston at the city scale. Along with 

this, interviews with the City’s Engineering, Transit, Traffic and Accessibility staff, may have been 

useful for generating more context for some of the observations noted during the site visits. 
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Appendix I 
 

Document: Age-friendly Kingston Stage Two Report – Action Plan (August, 2014)  

Applicable Pages: 1 – 19  

Table 1 Raw data from initial analysis of the Age-Friendly Kingston Stage Two Report – Action Plan 

(2014). 

Descriptive 

Categories/Themes 

Key Statement  

1. Mobility  “Benches continue to be placed across the community to improve 

walkability. Forty benches to be installed over 5 year period.” 

Page 7 

2. Pedestrian Environment  “Investigate the feasibility of implementing a sidewalk snow 

clearing program similar to the City of Oshawa giving able-bodied 

residents more responsibility.” Page 6  

“Consider the replacement of all courtesy crosswalks with the 

installation of signalled pedestrian crosswalks especially at or near 

the hospitals. In the meantime, initiate a communication program 

to the public regarding courtesy crosswalks.” Page 6  

“Accessible audible traffic signals are installed at every new 

signalled intersection with consistent timing based on the walking 

speeds to get across the width of the road.” Page 7 

“Develop a strategy to address the safety component for the 

alternative forms of transportation using the roads such as e-bikes, 

scooters, and electric wheelchairs.” Page 8  

“That City staff examine the feasibility of installing benches in 

City Park with pathways attached to the sidewalk along King 

Street.” Page 17 

 

3. Transportation Services  “Bus stop and shelters snow clearing contract includes wording to 

ensure timely clearance with the proper equipment.” Page 6 

“Hold special transit educational/marketing events where older 

adults can ride for free or for a reduced fare to become more 

accustomed to using Kingston Transit.” Page 8 

“Improved and larger maps are being installed in bus shelters.” 

Page 9 

“New express routes allow for the realignment of the local 

services to increase timing on all routes and longer hours of 

service.” Page 9  

“Implement new zoning regulations based on a “form-based 

model” to encourage an age-friendly city which seeks to create 

active neighbourhoods and districts, where people can walk to 

shops, transit and services.” Page 10  

4. Active Aging  “The City staff continue to work with the Kingston Coalition for 

Active Transportation (KCAT) on promotion and expansion of 

active transportation policies, infrastructure and programming 

throughout the City.” Page 9  
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Document: Kingston New Community Design Guidelines (2010) 

Applicable Pages: 25 – 104  

Table 2 Raw data from initial analysis of the Kingston Residential Intensification/New Community Design 

Guidelines (2010). 

Descriptive 

Categories/Themes 

Key Statement or Recommendation  

1. Mobility  “Blocks and streets should be flexible and well-connected to 

promote legibility, accessibility, and to accommodate a variety of 

lot sizes.” Page 38 

“The sidewalk should be constructed of brushed concrete to 

facilitate pedestrian movement and barrier-free accessibility.” 

Page 56 

“The public transit system within the City of Kingston promotes a 

number of initiatives aimed to increase ridership, promote 

accessibility for users of all ages, and abilities and encourage the 

combination of active modes of transportation (i.e. walking, 

cycling, and transit).” Page 61 

2. Pedestrian Environment  “A primary consideration of the design and construction of new 

streets should be the City’s requirements for maintenance and 

snow clearing.” Page 46 

“It is encouraged that sidewalks be placed on both sides of the 

street. In cases where this is not feasible, the on-street parking 

lane should be provided on the side of the street that contains a 

sidewalk.” Page 51 

3. Transportation Services  “Transit stops should have barrier-free access and be located in a 

way that does not interfere with pedestrian movement.” Page 61 

“Where provided, transit shelters should include basic amenities, 

including seating waste receptacles, lighting, and route 

information. At a minimum, transit stops should include route 

information.” Page 61  

4. Active Aging  “Accommodate active transportation (i.e. walking, cycling, and 

transit) on safe, well designed streets.” Page 46 
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Document: The City of Kingston’s Official Plan (2013) 

Applicable Pages: 21 – 10D-9  

Table 3 Raw data from initial analysis of the City of Kingston Official Plan (2013). 

Descriptive 

Categories/Themes 

Key Statement or Recommendation  

1. Mobility  “Through the prevention and removal of barriers for persons with 

disabilities, and the application of universal design principles, the 

City supports opportunities for all people to access the City and 

make contributions as citizens. The application of universal 

design principles in development and renovation is promoted. The 

City also encourages owners of publicly accessible private 

properties to do the same.” Page 31   

“The enhancement of roadways, sidewalks, sidewalk safety 

barriers, and transit facilities to maximize mobility and access for 

the physically challenged will be required in all construction and 

reconstruction projects.” Page 176 

2. Pedestrian Environment   “The enhancement of roadways, sidewalks, sidewalk safety 

barriers, and transit facilities to maximize mobility and access for 

the physically challenged will be required in all construction and 

reconstruction projects.” Page 176 

“On new roads and on reconstructed roads, sidewalks are to be 

provided where feasible on both sides of urban arterial and 

collector roads running adjacent to developed lands. On new or 

reconstructed local roads, sidewalks must be installed on at least 

one side of the road.” Page 176 

3. Transportation Services  “Planned transportation networks are intended to: encourage 

residents to walk, cycle or use public transit to gain access to 

parks and open spaces, commercial uses, public service facilities 

and employment areas.”  

Page 10D-8 

“Specific means of encouraging transit use include, but are not 

limited to: c. adequate and appropriate bus stops, which may 

include shelters, benches, and terminal transfer points.” Page 183  

4. Active Aging  “Increasing opportunities for active transportation and improving 

the maintenance of pedestrian and cycling routes will increase 

usage, safety and access for all.” Page 169 

“Active transportation is encouraged for all residents, young and 

old.” Page 175  

 

 

 

 

 

 


