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 The following report is a resource that can be used by the 

City of Mississauga, developers, and other municipalities who 

are interested in implementing light rail transit (LRT) and 

associated developments on formerly suburban streets. 

Municipalities that contain a regional mall and an existing or 

future light-rail transit system will benefit most from the lessons 

learned, best practice examples, recommendations, and design 

guidelines presented in this report. While not comprehensive 

across all aspects of urbanization, this report places a strong 

emphasis on built form, streets, and urban design. 

 

Study Area 

 The study area is an approximately 3.4 km2 square 

shaped block that encompasses all nine districts located within 

Downtown Mississauga. The exact boundaries of the study area 

and the associated districts are identified in the figure below. 

The route spanning along Hurontario, Rathburn, Duke of York, 

and Burnhamthorpe is referred to as the Downtown Mississauga 

Loop. 

 

 

Study Method and Report Structure 

 This report was undertaken using various qualitative 

methods and organized as follows: 

 The Study Area Analysis was conducted at two scales. 

The first focused on gaining better understanding of the physical 

environment in its entirety using a series of maps and photos. 

Then a more focused analysis of the four streets affected by LRT 

Loop was performed using framework modified from one 

Executive Summary 

The Downtown Mississauga Districts within study area boundary. 
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developed by Ried Ewing and Otto Clement, in their book, 

“Measuring Urban Design.” Information gathered from the two 

methods were consolidated into a Strengths, Weaknesses, 

Opportunities, and Challenges table for further analysis. 

 Two Case Studies were performed on successful Transit 

Oriented Developments in formerly suburban cities with a central 

mall: Downtown Kendall, FL, and Surrey City Centre, BC. The 

case studies were then collectively summarized and discussed in 

the context of Downtown Mississauga. 

 Design Guidelines and Recommendations were then 

formulated using contextual information gathered from the site 

analysis and lessons learned from the case studies. These 

design guidelines and recommendations focus on transforming 

suburban streets and districts into pedestrian-oriented and 

transit-supportive urban forms. 

 A n  e v a l u a t i o n  o f  t h e  d e s i g n  g u i d e l i n e s  a n d 

recommendations was then performed using a TOD assessment 

tool developed by the Institute of Transportation and 

D e v e l o p m e n t  P o l i c y  ( I T D P ) .  T h e  g u i d e l i n e s  a n d 

recommendations were awarded points based on 8 principles of 

transit-oriented development and then analyzed for their 

effectiveness at meeting the objectives of this report. 

The Study Area Analysis 

 Downtown Mississauga’s skyline contains a variety of tall 

closely clustered buildings including the iconic Absolute Towers. 

However, upon closer examination, the built form, neighborhood 

character, and street network is highly suburban. There is an 

abundance of open space between buildings, large setbacks, 

and no continuous street walls. In the center of downtown is the 

expanding Square One Shopping Center surrounded by an 

abundance of parking lots. While there is a mix of uses, the 

street and block network is auto-centric and therefore 

inefficient, unsafe, and uncomfortable for pedestrians. There are 

several successful developments but their benefits are lost due 

to the lack of cohesion with the rest of the Downtown. 

 The study area’s strengths, weaknesses, opportunities, 

and constraints are summarized in the following table. 
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Case Studies 

Downtown Kendall, Florida 

 Downtown Kendall, Florida is an American TOD with 

strong emphasis on built form and streetscapes. The Downtown 

is relatively developed with big-box retail, scattered office 

buildings, hotels, and surrounding residential neighborhoods. 

Like Mississauga, Kendall contains a thriving regional mall at the 

center of their downtown. Although the area benefits from a 

variety of densities, Downtown Kendall is largely auto-dependent 

with poor pedestrian accessibility. 

 A new Master Plan for the downtown was created by 

Victor Dover and Joseph Kohl following a successful 7 day design 

charrette. The Master Plan is successful because it was 

developed in consultation with all stakeholders. New 

developments largely adhered to the new urbanism principles 

set out in the special districts zoning ordinance; particularly with 

a network of new colonnaded sidewalks and mid-rise perimeter 

blocks. However, despite prior support and consultation, Simon 

Properties, the owner of the Dadeland Mall has gained legal 

exemption from the plan. Despite the mall’s non-participation 

and some minor design nonconformities, the form-based codes 

have been successful in urbanizing the former suburban edge 

city. 

Strengths-Weaknesses-Opportunities-Challenges Analysis Summary  

Aerial of Downtown Kendall, Florida. 
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Surrey City Centre, British Columbia 

 Downtown Surrey BC is an urbanizing suburban city 

located 35km south-east of Vancouver.  The Surrey City Centre 

case study is a Canadian example of a successful transit -

oriented development that had direct support from the affected 

mall.  In 2003, Bing Thom architects completed an infill project 

that would transform the struggling mall in to a highly successful 

mixed use transit oriented development. The public-private 

development features a five-story galleria of classrooms for 

Simon Fraser University, a 25-story office tower, and a shared 

lobby and plaza. The synergies of mixed uses, coupled with 

Simon Fraser University’s focus on emerging technologies, has 

transformed the development into an incubator for creative 

sector jobs and more development. 

 A significant component of the Surrey City Centre Plan is 

to create safe pedestrian-oriented environments and streets. 

Surface parking was consolidated in parking garages or placed 

on the roof of the mall away from the public realm. In addition to 

the strong policy framework, high land values in Downtown 

Surrey are key forces encouraging developers to create effective 

transit oriented developments. High-quality buildings, public 

amenities, and the city’s own impressive Civic Centre 

Development are examples of effective policy and coordination 

between government and private developers. 

Downtown Kendall Round A Bout. 

Surrey City Centre Shopping Center Street View (left). Aerial of the Surrey City 

Centre Shopping Centre (right). 
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Urban Design Guidelines and Recommendations  

 

 Based on the lessons from the site analysis and case 

studies, the following 5 objectives were formulated to guide the 

design guidelines and recommendations. 

 

1. Put pedestrians and cyclists first 

2. Encourage mixed use development  

3. Support transit through appropriate density and built form 

4. Appropriate building orientation, design, and massing 

5. Manage Parking 

 

 Using the SWOC analysis, three main recommendations 

were discussed and visualized in order to illustrate the potential 

impact of the design guidelines.  

1. Preserve the roundabout on Duke of York  

2. Develop underutilized parking lots along Burnhamthorpe 

3. Retrofit suburban buildings and streetscapes along Rathburn 

to create pedestrian oriented environments. 

Evaluation of Recommendations 

 In addition to the renders, the effectiveness of the design 

guidelines and recommendations were evaluated using a TOD 

Top right: Rathburn streetscape improvements. Top left: 

preserved round-a-bout on Duke of York. Bottom: strategic 

transit oriented development on former parking lots along 

Burnhamthorpe.  
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assessment tool developed by the Institute of Transportation 

and Development Policy (ITDP). Based on a 100 point scoring 

system, across 21 metrics, successful TOD projects can either 

be awarded Gold, Silver, or Bronze rankings. Plans are awarded 

points based on the following 8 principles of transit-oriented 

development: Walk, Cycle, Connect, Transit, Mix, Densify, 

C o m p a c t ,  a n d  S h i f t .  T h e  d e s i g n  g u i d e l i n e s  a n d 

recommendations outlined in this report achieved 76 out of 100 

possible points for TOD successes. The score translates into a 

Silver award which indicates the plan adheres to the majority of 

TOD objectives with a high level of quality and integration. TOD 

Standard cycling and affordable housing objectives were largely 

not achieved through the recommendations. However, the 

design guidelines excel at reducing and screening parking, 

creating a vibrant mixed use environment, and increasing 

walkability in the downtown. Despite some gaps, the evaluation 

tool suggests that the recommendations will achieve the majority 

of TOD objectives with a high level of quality and integration. 
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The City of Mississauga is a suburb in the Greater Toronto 

Area that is actively pursuing a more urbanized core. The goal is 

to become more sustainable through densification and transit 

initiatives to create a vibrant and prosperous city that attracts 

residents and economic development. From a distance, 

Mississauga appears to be urbanized but at the street level it is 

notoriously suburban in terms of streets and neighborhood 

character. 

Creating a light-rail transit (LRT) service in the suburbs 

needs to be implemented carefully in order to ensure the 

success of the actual system as well as the surrounding blocks, 

district, and city as a whole. Placing LRT on a suburban street 

does not automatically urbanize the street. Furthermore, the 

success of urbanizing the street is reliant on how the new LRT 

line interacts with the street, pedestrians, and future 

development blocks. 

A major constraint the City of Mississauga is facing, like 

many other suburbs, is the prevalence of a successful regional 

mall located in the center of the Downtown. The mall is a hub of 

activity, along with nearby civic buildings, Sheridan College, and 

high density office and residential buildings. Light-rail transit 

makes the downtown more accessible and facilitates the further 

densification that is required for creating a successful 

downtown. However, there is reluctance in the downtown to 

adopt more urban policies, particularly by landowners such 

Oxford Properties, the owner of Square One Shopping Center. 

Regional malls follow a successful auto-centric business model 

that conflicts with transit-oriented development. The mall’s 

current business model relies on quick and convenient private 

vehicle access. Traffic congestion and parking issues at another 

Oxford Properties mall (Yorkdale) has made Oxford less reluctant 

in accepting New Urbanist principles that discourage private 

vehicle use. Oxford Properties owns a large proportion of land in 

the Downtown and as a result is a powerful stakeholder. The 

success of the downtown is reliant on the cooperation between 

all stakeholders in the downtown to agree on a vision that 

results in mutual benefit. 

 Oxford Properties is fairly progressive, so if they are 

presented with a viable plan, a more urban Downtown 

Mississauga is attainable. The challenge will be to come up with 

a viable streetscape and block design that creates the 

conditions for a vibrant downtown while also considering the 

needs of the property owners in the downtown. This challenge 

will be addressed through a series of recommendations and 

design guidelines for urbanizing the streets and adjecent blocks 

affected by the Downtown Mississauga LRT loop.  
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This study will develop transit-supportive design guidelines for 

the Downtown Mississauga LRT loop. The study will focus on 

how to successfully integrate an LRT line on the affected 

suburban streets to create an urban street character. 

 

1.1 Study Area 

The Study area is an approximately 3.4 km2 square 

shaped block that encompasses all nine districts located within 

Downtown Mississauga. The exact boundaries of the study area 

and the associated districts are identified in figure 3.1. The LRT 

alignment will loop around Square One Shopping Center via 

Hurontario Street, east-west on Rathburn, north-south on Duke 

of York, and east-west on Burnhamthorpe. While the study area 

stretches beyond these affected streets, the LRT route through 

the downtown will be the main focus of urbanization.  

 

1.2 Objectives 

 The objective of this report is to develop a series of 

context specific design guidelines that can facilitate the 

successful urbanization of Downtown Mississauga in tandem 

with the new LRT system. These guidelines are intended to help 

the City of Mississauga and developers appropriately develop 

land, provide streetscape improvements, and perform retrofits 

that build toward a unified goal. Most importantly, this report is 

about presenting practical strategies for urbanization and 

inspiring cooperation and collaboration through a mutually 

beneficial vision. 

 

1.3 Report Structure 

This report is organized into 8 chapters, beginning with a 

methodology chapter that outlines the methods used to arrive at 

the design guidelines and method of evaluation. Following the 

methods chapter, a thorough site analysis was performed and 

organized in a SWOC table. This initial research was used to 

select and evaluate two case studies that offer lessons learned 

and best practices. Information from the previous chapters were 

used to develop a series of recommendations and design 

guidelines for urbanizing Mississauga’s downtown suburban 

streets. Lastly, the guidelines were evaluated for their 

effectiveness at promoting transit-oriented development. The 

report is then concluded with a brief discussion and final 

remarks.  



Chapter Two: Methodology 
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 A series of qualitative methods were used to evaluate the 

study area. The current conditions of the study area were 

documented using photographs, annotated maps, and a Field 

Manual modified from Ried Ewing and Otto Clement’s book, 

“Measuring Urban Design.” The findings from the study area 

analysis were then interpreted using a SWOC analysis table. Two 

TOD case studies with a regional mall component were then 

examined for lessons learned and best practices research. 

These case studies along with the SWOC analysis heavily 

influenced the resulting Recommendations Chapter. The report 

concludes with an evaluation of the recommendations using a 

TOD assessment tool  developed by  the Inst i tute of 

Transportation and Development Policy (ITDP). 

 

2.1 Study Area Analysis 

 The existing conditions of the study area were first 

examined using a series of maps and photos to gain a better 

understanding of the physical environment in its entirety. The 

main categories of interest include examining the built form, 

land uses, walkability, parking, and landmarks in the study area. 

The maps were created using secondary data published by the 

City of Mississauga. Images and contextual information was 

gathered using Google Earth and Google Street View.  

 In addition to an analysis of the study area in its entirety, 

a more focused analysis of the four streets affected by LRT Loop 

was performed in order to capture the current street-level 

experience. The existing condition of streets affected by the LRT 

loop were examined using a framework modified from one 

developed by Ried Ewing and Otto Clement, in their book, 

“Measuring Urban Design.” The field manual is organized into 

five main qualities of urban design: Imageability, Enclosure, 

Human Scale, Transparency, and Complexity. These are qualities 

that create pedestrian-oriented urban areas and capture the 

experience of walking down a street. This framework for analysis 

is an appropriate tool for the site analysis because the focus is 

on identifying the presence and/or lack of urban design qualities 

that make streets inviting, walkable, and urban in their 

placemaking capacity.  

 An important feature of the Field Manuel is that each 

quality of urban design can be measured reliably irrespective of 

the rater. Due to their subjective nature, each of the five main 

qualities of urban design and their associated physical elements 

had to pass tests of reliability and validity in order to be included 

in the field manual and thus be effective as a site analysis tool. 

Urban design qualities are far more effective in combination 
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than individually, that is, their cumulative effect is greater than 

the sum of all parts. As a result, the Field Manual becomes an 

important tool for site analysis because it can help identify any 

gaps that can significantly improve the street if addressed. The 

observations from the site analysis were synthesized using a 

Strengths-Weaknesses-Opportunities-Challenges (SWOC) 

analysis and used to help guide the recommendations. 

 

2.2 Data Collection 

 Data was collected using several media. Two site visits 

were performed, one on February 6th followed by the other on 

February 7th. The purpose of these site visits was document the 

experience and any notable physical characteristics as per the 

Field Manual. The site visits also provided an opportunity for 

photo documentation. Extensive use of Google Street View was 

used for data collection, particularly for taking inventory of 

physical features. Google Earth was also used as a mapping aid 

and medium for creating visuals. 

 

2.3 Case Studies 

 Two case studies were performed on relevant projects 

that have already been undertaken in cities with a similar 

context to Downtown Mississauga. Kendall, Florida is an 

American TOD example with strong emphasis on built form and 

streetscapes. The Surrey City Centre project is a Canadian 

example of a TOD infill project on the site of a Shopping Center. 

The two professionally recognized examples were selected 

based on a literature review and their emphasis on transit-

oriented development. Data was collected from secondary 

sources and documents published by their respective 

municipality and consultants. Strong emphasis was placed on 

how each municipality addressed the issue of a mall at the 

center of a transit-oriented development through design and 

policy. The case studies were then collectively summarized and 

discussed in the context of Downtown Mississauga. 

 

2.4 Design Guidelines and Evaluation Criteria 

 The lessons learned from the study area analysis and 

case study examples were used to formulate a series of design 

recommendations that would guide the further urbanization of 

Downtown Mississauga.  The effect iveness of  these 

recommendations were then evaluated using a TOD 

assessment tool developed by the Institute of Transportation 
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and Development Policy (ITDP). 

 The TOD Standard is an assessment tool that is, 

“uniquely focused on integrating sustainable transport and land 

use planning and design” (Institute for Transportation and 

Development, 2014). One of its principle uses is for evaluating 

projects at the planning or design phase to benchmark the 

performance of plans against current TOD best practices and 

performance objectives.  

 Based on a 100 point scoring system, across 21 metrics, 

successful TOD projects can either be awarded Gold, Silver, or 

Bronze rankings. A Gold Standard ranking requires between 85 

– 100 points and distinguishes the project as a best practice in 

all aspects of TOD. A Silver Standard ranking requires between 

70 – 84 points and recognizes that the project adheres to the 

majority of TOD objectives with a high level of quality and 

integration. A Bronze Standard ranking requires between 55 – 

69 points and recognizes that the project adheres to the 

majority of TOD objectives. The allocation of these points is 

based on each variable’s approximate impact on TOD 

performance objectives. 

 Plans are awarded points based on 8 principles of transit

-oriented development (summarized in table 2.1).  The TOD 

Standard Score Card assigns performance objectives and 

metrics to each of the 8 principles that non-technical user can 

use to evaluate a plan. The principles were developed by the 

ITDP and guided, reviewed, and validated by a Technical 

Committee comprised of internationally-renowned experts on 

the integration of land use, urban design and transportation 

planning  (Institute for Transportation and Development, 2014).   

 The TOD Standard Score Card was modified by the 

author to evaluate the recommendations outlined in Chapter 5. 

Due to limited resources, quantitative attributes will be 

assessed qualitatively by the author. As a result, there will be a 

degree of subjectivity when assigning points, but nonetheless 

the TOD Standard will serve as valuable tool for evaluation and 

discussion.  

 

2.5 Limitations and Bias 

 The scope of this report is limited to the four streets 

affected by the LRT route due to limited time and resources. The 

City of Mississauga has already completed the Transit Project 

Assessment Process (TPAP) and associated public information 

consultations (PICs). As a result, the author chose not to 

conduct any interviews or consultation sessions. Instead, the 

LRT route, alignment, and type was carried forward without 



 

Chapter Two  Methodology 10 

change, despite possibly better alternatives since the public 

already had input on these matters. As a former employee at the 

City of Mississauga, the author does have an inherent bias in 

relation to this topic. Bias is mitigated by using a variety of 

validated and reliable methods that reduce subjectivity as much 

as possible.   

Principle Objective Definition 

Walk Develop walkable neighborhoods Walkable neighborhoods provide unobstructed mobility for all pedestrian 

users. Elements that increase walkability include, street furniture, 

landscaping, active streets, and public space. 

Cycle Prioritize non-motorized modes of 

transport 

Cycling supportive environments contain dedicated bike lanes and other road 

safety provisions such as reducing vehicle speeds. A successful network also 

includes other cycling amenities such secure parking, shower facilities, and 

repair kits. 

Connect Create an interconnected network 

of streets and paths 

Well-connected communities feature street grids and small blocks that 

increase commute route options and make transit more accessible. 

Transit Locate development around high 

quality public transport 

Effective transit requires walkable destinations and connections to regional 

transit systems such as BRT or rail. 

Mix Facilitate vertical and horizontal 

mixed uses 

Mixed use developments feature a mix of synergic horizontal and vertical 

land uses. 

Densify Coordinate density requirements 

with transit capacity 

Densification in the form of taller buildings and infill on underutilized sites to 

support transit system improvements and service. 

Compact Design cities that feature short 

commutes 

An organization principle where utilitarian and leisure destinations are 

conveniently located close together. 

Shift Increase mobility by regulating 

parking 

The reallocation of auto-centric related priorities to a transit-oriented ones is 

referred to as shift. 

Table 2.1: Summary of the 8 Principles associated with successful Transit-oriented Development as identified by the Institute of Transportation and 

Development Policy (2014). 
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 The Study area is an approximately 3.4 km2 square 

shaped block that encompasses all nine districts located within 

Downtown Mississauga. The exact boundaries of the study area 

and the associated districts are identified in figure 3.1. This 

chapter will provide an overview of the current conditions at two 

different scales. The first part is focuses on examining the site in 

its entirety, using annotated maps and pictures to gain a better 

understanding of the physical environment. The second part is 

limited to the streets affected by LRT Loop and is focused on 

capturing the current street-level experience of the site. 

3.1.1 Built Form 

 The view approaching Mississauga along Highway 403 

gives the impression that the Downtown Mississauga is 

relatively urbanized (figure 3.2). There are a variety of building 

heights, architectural styles, and signature buildings that are 

closely clustered together in three distinct patches. The land 

uses are easily identifiable and appear to be well integrated but 

separated by wide thoroughfares. However, upon closer 

examination, Downtown Mississauga appears to be more 

suburban than urban in form. Figure 3.3 shows the building 

footprints in relation to other buildings, block sizes, open space. 

The figure ground shows that there is an abundance of open 

space between buildings and no continuous street walls. 

Figure 3.1: The Downtown Mississauga Districts within study area boundary. 

Figure 3.1: The Downtown Mississauga Districts within study area boundary. 

Figure 3.2: View of Downtown Mississauga from Erin Mills Pkwy and the 403 

Source (Panoramio: Paul van den Ende) 
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Building heights are highest on the outside edges of the planned 

LRT route, leaving a large low density area in the heart of 

downtown. Figure 3.4 gives an overall impression of the general 

building heights in downtown Mississauga and how each block 

relates to each other. There does not appear to be any 

overpowering heights except for the two towers west of City Hall 

and the Absolute Towers. 

Figure 3.3: A figure ground of the study area. 
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3.1.2 Land Use 

Downtown Miss issauga contains a  sign i f icant 

concentration of the City’s institutional and cultural amenities, 

including City Hall, the Central Library, Celebration Square, the 

YMCA, Downtown Transit Terminal , and the Sheridan College 

Campus. These amenities are all generally located West of Duke 

of York in the City’s Civic District. The most spatially significant 

amenity is Square One Shopping Center, located in the center of 

the downtown. The sprawling mall has the largest footprint 

among all developments in the downtown as well as the most 

surface parking. Commercial activities spill around the 

Downtown Transit Terminal and north of Rathburn Rd. The mall 

Figure 3.4: A Google Earth 3D Aerial of Downtown Mississauga. 
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and adjacent commercial uses are well connected via 

thoroughfares and Highway 403.    

Office development is largely limited to the Hurontario 

District located east of the mall (figure 3.5). The cluster of office 

buildings are mainly serviced by Hurontario St, City Center Drive, 

and Burnhamthorpe Rd. High-rise residential development is 

generally found in two clusters, one to the West and South of the 

Civic District, and the other located South of the Office cluster.  

The majority of the buildings West of the Civic District are mixed 

use, with ground floor retail and/or office space. The southern 

high-rise residential cluster generally functions as a large 

complex with an abundance of open space and natural 

amenities. The North-East and South-West corners  of the 

downtown contain single family dwellings and schools that 

service the downtown. 

Figure 3.5: A land use map showing different various land use clusters.  
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3.1.3 Mixed Use and Walkability 

 The current assortment of closely spaced land uses 

makes Downtown Mississauga a fairly successful mixed use 

environment. The entire length of the study area, East-West or 

North-South can be walked in approximately 10 minutes. Within 

this 10 minute crow flies distance, there is an assortment of 

residential, civic, commercial, and office uses. According to 

Tachieva (2010), most people are not willing to walk more than 

10 minutes from a transit stop for non-utilitarian trips. Most 

destinations in the downtown are accessible within 10 minutes, 

whether that be from home to the mall, or from the office to a 

restaurant. Figure 3.6 shows the accessibility of potential 

destinations from the four planned LRT stops in the Downtown. 

The strategically placed stops and mixed use environment 

makes virtually all destinations in the study area spatially 

accessible from a transit stop. 

 

3.1.4 Parking and Blocks 

 While the Downtown is spatially walkable in terms of the 

crow flies distance, large blocks actually increase pedestrian 

distances and make walking uncomfortable. Smaller blocks 

offer a variety of possible routes and experiences with more 

landmarks and wayfinding opportunit ies (Dover and 

Massengale, 2013). By increasing walkability, the need for 

parking is greatly reduced. For example, if the mall is within a 

walkable distance of an office building or residence, then the 

mall would need less parking to accommodate for people 

already parked close by (Beyard, 2006). Too much parking 

makes walking less pedestrian friendly and undesirable. There 
Figure 3.6: Transit stop pedestrian sheds that are approximately a 10 minute 

walk in diameter  (crow flies distance).  
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is underground parking under most buildings in the downtown 

and two parking structures just south of the mall. However, in its 

current condition, the downtown is predominately auto-centric. 

 

3.1.5 Landmarks 

 Landmarks are defined as memorable and culturally 

important spaces or structures that are important to the identity 

of the city. Perhaps the most notable landmarks in Downtown 

Mississauga are the Absolute Towers (Marylyn Monroe 

Buildings). Their architectural complexity, height, and sculptural 

form make the Absolute Towers an internationally identifiable 

landmark. The City Hall Clock tower is also an important 

landmark, particularly for way-finding and as a symbol of 

Mississauga’s rural past. View corridors to the clock tower exist 

from each of the four streets affected by the LRT loop. The 

roundabout located on Duke of York just outside Sheridan 

College is the most recent Landmark in the Downtown. The 

Roundabout appropriately functions as a northern gateway into 

the City’s Civic District. The roundabout creates a memorable 

space for pedestrians and motorists through interesting 

movement, public art, and well-integrated building facades.  

 

3.2 Street-Level Experience 

 Ried Ewing and Otto Clement’s Field Manuel, from their 

book “Measuring Urban Design,” is organized into five main 

sensory qualities that create pedestrian-oriented urban areas: 

Imageability, Enclosure, Human Scale, Transparency, and 

Complexity. Each distinct quality is examined using observations 

from a site analysis performed on February 6 and 7, 2015. 

 

3.2.1 Imageability Figure 3.7: Roundabout at Sheridan College on Duke of York  
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Imageability is a quality that makes a place, “distinct, 

recognizable, and memorable” (Ewing and Clemente, 2013, pg 

102). These perceptions are captured through the presence of, 

historic buildings, non-rectangular buildings, outdoor dining, 

accessible courtyards, plazas and parks, and prominent 

landscape features. 

 The Northern entrance to Downtown Mississauga via 

Duke of York Blvd contains a prominent landscape feature that 

serves as an important civic landmark. The roundabout creates 

an interesting experience for pedestrians and vehicles through 

movement and through the positioning of the surrounding 

environment. The physical and emotional stimuli create a 

memorable experience when entering the downtown. During the 

winter, pine trees in the median along Hurontario St. are 

wrapped sculpturally in coloured material. This temporary 

configuration makes the streetscape distinct and recognizable. 

Burnhamthorpe and Rathburn do not contain any prominent 

landscape features. 

Figure 3.8: Decorative winterized pine trees in the median on Hurontario St. at Absolute Ave. 
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 Duke of York Blvd. is absent of any historic buildings 

except for City Hall. The aged yellow brick façade, faint colour 

accents, and window styles make it reminiscent of a historic 

building. The symbolic clock tower celebrating Mississauga’s 

rural past is directly visible along sections of Duke of York Blvd. 

and adds to the buildings historic quality. The clock tower is a 

distinct and recognizable landmark in the Downtown. 

Burnhamthorpe, Hurontario, and Rathburn contain a few 

buildings with architectural features that are associated with 

historic buildings. However, these buildings do not evoke the 

same feelings associated with experiencing an authentic historic 

building. 

 There are three accessible plazas/gardens along Duke of 

York, two on the east side of the street and one the west side. 

Celebration Square is programmed all year round with most 

activities and people visible from the street. The lack of winter 

design, maintenance, and people in the other two plaza/gardens 

make the streetscape appear empty and underused. Rathburn 

Rd. is the only other street that has an accessible plaza. 

However, the linear seating area adjacent to Whole Foods is too 

small to actually function at a level that significantly improves 

the liveliness of the street. Visible outdoor dining on all four 

streets is completely absent except for a Jack Astor’s patio on 

Rathburn Rd. 

 The architecture along Duke of York Blvd is fairly 

interesting with no buildings resembling a simple rectangular 

shape. Each building, including the façade of the shopping 

center contain visible signs or other features that help identify 

the building’s function. Along Burnamthope, the residential and 

office buildings are similarly interesting and distinct in their 

architectural form. However, the office buildings along 

Hurontario St. resemble glass boxes that lack any sense of 

character or context. The building façades along Rathburn Rd. 

contain some interesting architectural elements and are less 

rectangular. However, the warehouse style construction makes 

them less inviting or memorable to pedestrians. 

 Duke of York Blvd. features the most pedestrian activity 

of all four Downtown streets affected by the LRT route. Proximity 

to Sheridan College, Square One, and Celebration Square can 

be attributed for the relatively high volume of pedestrian activity. 

It appears that most pedestrians are comfortably travelling 

between these destinations without the use of vehicle. 

Burnamthorpe Rd. and Hurontario St. are almost completely 

absent of pedestrians on the weekend. The office buildings are 

vacant and there are no walkable destinations in the area. The 

transit facility on Rathburn Rd. is the only factor promoting 
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pedestrian activity. However, with no plazas and buildings that 

are separated from the street, pedestrian circulation is limited to 

the transit terminal platform. 

 

3.2.2 Enclosure 

 Enclosure is the, “the degree to which streets and other 

public spaces are visually defined by buildings, walls, trees, and 

other vertical elements” (Ewing and Clemente, 2013, pg 114). 

Elements that promote enclosure include, continuous street 

walls, street trees, short sightlines, and a comfortably 

obstructed view of the sky. 

 There is no significant sense of enclosure on any of the 

four streets. The lack of enclosure can be largely attributed to 

far setbacks, vacant land and parking lots, and the lack of street 

trees. While street trees in the median on Duke of York Blvd. 

and Hurontario St. increase the sense of enclosure, they are too 

far from the sidewalk to have any significant effect on 

Figure 3.9: Sheridan College street wall showing a blank facade (right). Absolute Towers podium with a similarly blank façade, high ceiling, and inaccessibly 

signage.  
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pedestrians. The few sections along Duke of York and 

Hurontario that have a continuous street wall are disorienting 

because they lack any rhythm or character in their design (figure 

3.8).  

 

3.2.3 Human Scale 

 Human scale is, “the size texture, and articulation of 

physical elements that match the size and proportion of 

humans” (Ewing and Clemente, 2013, pg 119). Elements that 

influence the human scale of an environment includes, building 

heights, street-level windows, lighting, and street furniture. 

 Building heights in downtown Mississauga are generally 

comfortable for pedestrians. However, the Sheridan College, and 

Marylyn Monroe building podiums are actually detrimental to the 

feeling of human scale. The podium heights are exceedingly high 

and there is no sense of symmetry or rhythm in the facades. The 

only areas where windows face the street are on these podiums. 

Rathburn Rd. has several buildings that have street facing 

windows, but they have far setbacks and no entrance facing the 

street. Burnamthorpe Rd. is an especially wide street, coupled 

with the abundance open space, it is the least successful street 

in terms of human scale. There is also a lack of pedestrian 

lighting along all four streets with a slight exception of Rathburn 

Rd. near the transit terminal. Small planters and outdoor dining 

tables are also completely absent along all four streets. 

 

3.2.4 Transparency 

 Transparency is “the degree to which people can 

perceive human activity beyond the edge of a street” (Ewing and 

Clemente, 2013, pg 127). Transparency is closely linked to the 

proportion of windows and active uses facing the street. Duke of 

York is the most active street, with Sheridan College, Square 

One Shopping Center, and City Hall. Burnhamthorpe, Hurontario, 

and to a lesser extent Rathburn Rd. almost completely lack 

active uses. The lack of development and views to the mall 

along these streets contribute to the lack of active uses. 

 

3.25 Complexity 

 Complexity is “the visual richness of a place that 

depends on the variety of the physical environment, specifically 

the numbers and kinds of buildings, architectural diversity and 

ornamentation, landscape elements, street furniture, signage, 

and human activity” (Ewing and Clemente, 2013, pg 130). 
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 With exception to Rathburn Rd., the buildings along the 

remaining three roads contain a fair amount of complexity. For 

instance Duke of York Blvd. contains seven different buildings, 

each with a unique color, and in some cases additional accent 

colors. The mall is successful in using a variety of exterior 

materials, colours, and signage which creates visual interest. 

Public art is most prevalent along the two North-South Streets, 

Duke of York Blvd. and Hurontario St. 

 

3.3 SWOC Summary and Discussion 

 The SWOC analysis reveals that  the strengths 

contributing to the success of the planned LRT route are 

predominately shared on two of the four affected streets (table 

3.1). Duke of York Blvd. and Hurontario St. contain most of the 

attributes associated with pedestrian-oriented urban areas. 

Amenities such landmarks, retail, and public space enhance 

urban life and attract residents and businesses which increases 

the viability of the LRT (Tachieva, 2010).  

 Rathburn Rd. is the only street that lacks a mixed use 

environment. Restaurants can attract residential use and these 

synergies are most effective when it is easy to walk between the 

two destinations (Tachieva, 2010). The overall variety of land 

uses increase the number of walkable destinations and thus 

decrease vehicle miles travelled in the downtown. By creating 

walkable internal trips as substitutes for external trips, it keeps 

more people in the downtown thus thinning out rush hour traffic 

(Jones and Williamson, 2009). It is not expected that this would 

decrease congestion, but instead its effect is intended to 

manage higher densities and population growth. Less 

dependence on a vehicle increases active transportation and 

transit use (Dover and Massengale, 2013). 

 Perhaps the greatest strength shared by all four streets 

is that there is an ample supply of greenfield and greyfield 

parcels. While retrofitting and repairing strategies are still 

applicable, it is much easier to plan transit and pedestrian-

oriented environments from a blank slate. Weaknesses related 

to a transit and pedestrian supportive environment are fairly 

widespread across all four streets affected by the planned LRT 

route. Unfortunately many of the weaknesses such as large 

setbacks and poorly designed or fragmented street walls are 

difficult to repair. However, in the long term, infill, street 

furnishings, and trees can be used to address this issue (Jones 

and Williamson, 2009). The remaining weaknesses can be 

addressed fairly simply through retrofits. Trees and narrower 

travel lanes can slow vehicle traffic while new streets can 
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breakdown suburban mega blocks and increase connectivity.  

  The right amount of parking is crucial for transit and 

pedestrian-oriented environments as well as the economic 

viability of businesses (Beyard, 2006). Parking garages reduce 

the need for surface parking and thus make the walk from a 

transit stop to a destination more enjoyable and safe. Existing 

parking lots can be screened with vegetation or used for local 

food production or civic events (Tachieva, 2010). Similarly, 

pedestrian detractive architecture on Hurontario can be 

screened or repaired with street trees. Street trees limit the 

visual length of the street and introduce the beauty of nature 

through color, form, and fragrance (Dover and Massengale, 

2013). 

 The SWOC analysis reveals that the greatest challenge to 

the success of the planned LRT route is the study area’s 

suburban form. Suburban form is characterized by how buildings 

spatially interact with sidewalk, in addition to an auto-centric 

street network and the prevalence of surface parking (Jones and 

Williamson, 2009). The Square One Shopping Center benefits 

most from large arterials, visibility, and plentiful parking. 

According to Dover and Massangale (2013, pg 217), “competing 

with shopping centers on their terms (convenient driving and 

parking), rather than playing up the strengths of town centers 

(walkability and a public realm where people want to be) is a 

losing strategy.” The mall occupies the largest remaining land 

parcels under single ownership and they have a successful 

business model. As a Real Estate Investment Trust, getting 

Oxford to invest in the long-term will be very challenging. Square 

One Shopping Center is arguably the main gathering spot in the 

downtown as well as a highly valued urban amenity (Beyard, 

2006). However, a large proportion of the mall’s land is in the 

form of parking lots. With the LRT expected to improve market 

conditions in the area, there becomes an opportunity to develop 

the underutilized land (Tachieva, 2010).  

 Rapid and large scale greenfield/greyfield development 

is often associated with inauthentic architecture and faux 

downtowns. However, the existing built form in Downtown 

Mississauga, particularly on Hurontario St. and Rathburn Rd. 

provides opportunities for authentic design through adaptive 

reuse and retrofits (Jones and Williamson, 2009). As the 

Downtown’s largest and prominent landowner, Oxford 

Properties plays an important role in setting standards. The LRT 

provides opportunities to improve streetscapes, but the success 

of those streets also depend on the adjacent developments. As 

the Urban Land Institute explains, “The mall is the local 1,000-

pound gorilla: if it raises standards and expectations, they will 
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be raised in the community as well” (Beyard, 2006, pg 5). The 

mall is one of the greatest challenges to successful transit and 

pedestrian-oriented streets. However, its vacant land and 

influence as a primary stakeholder also makes it the greatest 

opportunities for urbanizing the four streets affected by LRT 

route.  
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Table 3.1: Strengths-Weaknesses-Opportunities-Challenges Analysis Summary.  
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Chapter Four: Case Studies 
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 The following case studies are best practice examples of 

TODs centered around a shopping center. Kendall, Florida is an 

American TOD with strong emphasis on built form and 

streetscapes. The Surrey City Centre project is a Canadian 

example of a TOD infill project on the site of a Shopping Center. 

These case studies are directly relevant to Mississauga because 

they are both urbanizing suburbs that contain a shopping center 

and light-rail transit. Each case study will be individually 

examined in terms of its context and development, physical 

design, planning process, and achievements. The case studies 

will then be collectively summarized and discussed in the 

context of Downtown Mississauga. 

 

4.1 Downtown Kendall; Florida 

 

4.1.1 Context and Development 

 Downtown Kendall (formally Dadeland-Datran) is an edge 

city located along the U.S. Route 1 corridor approximately 14km 

south of Downtown Miami (figure 4.1) (Jones and Williamson, 

2009). The existence of multiple transportation corridors, 

including an elevated Metrorail station, makes Kendall a 

significant emerging activity node in the evolving Miami 

Metropolitan polycentric region. The Downtown is relatively 

developed with big-box retail, scattered office buildings, hotels, 

and surrounding residential neighborhoods. At the center of 

Downtown Kendall is Dadeland Mall, a thriving 1.4 million 

square foot regional mall (Jones and Williamson, 2009). To the 

south of the mall, there is an affluent community with single 

family dwellings on 1 acre lots. To the north, there are higher 

density row houses and low-rise apartments. Although the area 

benefits from a variety of densities, Downtown Kendall’s pre 

1999 condition was largely auto-dependent with poor 

Figure 4.1: Location of Downtown Kendall in relation to Downtown Miami via 

the Metro Rail Line (in black). 
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pedestrian accessibility (Congress for the New Urbanism, 2007). 

 The construction of two closely spaced Metrorail stations 

along on the existing rail corridor, and a parking garage, became 

a trigger for redeveloping 150 acres of sprawl into a transit 

oriented mixed use community (figure 4.2) (Urban Land 

Institute, 2004). Following a successful design charrette led by 

Victor Dover and Joseph Kohl, a special districts zoning 

ordinance was passed in 1999 for Miami-Dade County (Urban 

Figure 4.2: Aerial showing the built form and various land uses in Downtown Kendall. 
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Land Institute, 2004; Jones and Williamson, 2009). The 

ordinance regulates street frontage conditions, the placement of 

through-streets and paseos, and the configuration of open 

space through form based codes. By 2004, over 3000 

residential units, 32,500 square meters of retail/commercial, 

10,200 square meters of office and hotel uses have been 

approved or are already under construction (Jones and 

Williamson, 2009). The new development has largely adhered to 

the new urbanism principles set out in the special districts 

zoning ordinance; particularly with a network of new colonnaded 

sidewalks and mid-rise perimeter blocks. Private developers 

have welcomed the new code because it is predictable and 

maintains their profits. Furthermore, developers cite the new 

restrictions help speed up the design process and consolidates 

risk since neighboring properties have to adhere to the same 

codes. However, the plan has failed to gain the acceptance of 

Simon Properties, the owner of the largest parcel of land in the 

Downtown and Dadeland Mall (Jones and Williamson, 2009). 

 

 4.1.2 Built Form Design 

 Characteristics found in edges city development such as 

separated land uses and sprawl are a direct response to zoning. 

Conventional zoning tools such as floor area ratio, setbacks, 

and height limits create fragmented developments that lack 

physical or ideological cohesion. In response, Kohl and Zyberk 

developed a series of form-based codes that would regulate the 

form of new construction in adherence to the Master Plan vision 

(Duany Plater-Zyberk, 1999). One strategy to ease transitions 

from adjacent 1-2 story residential zones is to introduce tapered 

story regulations (Jones and Williamson, 2009). Buildings must 

also be built along the street edge with vertical mixed uses such 

as active ground floor retail and visible doors and windows 

facing the street (figure 4.3). Building heights are regulated by 

their ability to create a sense of enclosure and human scale as 

opposed conventional numerical zoning regulation. Finally, 

Figure 4.3: Typical street in Downtown Kendall: ground floor café with 

residential above, continuous awnings, outdoor dining, windows and doors 

facing the street, pedestrian lights, and planters. 
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under the new form-based codes, buildings in the downtown are 

required to have a rich variety of architectural styles and 

detailing (Miami-Dade County, 1998). 

 

4.1.3 Streets 

 Rather than using setbacks to govern the construction of 

new streets and developments, the consultants developed a 

series of street types that better define how developments need 

to interact with the street. The street types are context specific 

and largely govern the “breaking up” of large parcels (Jones and 

Williamson, 2009). The location and type of new street that is 

required is detai led in the Master Plan. However,  in 

consideration to property ownership laws, landowners can 

adjust the placement of new streets on their property; the roads 

also remain private with a guaranteed public right-of-way. 

Certain street types also specify the requirement for colonnaded 

or shaded sidewalks, either through the building design or free-

standing colonnades (Miami-Dade County, 1998). As an added 

incentive to create wider colonnaded sidewalks, the regulating 

plan allows the area located under the colonnade to count 

towards the 15% of open space required on every parcel (Jones 

and Williamson, 2009). 

 

4.1.4 Open Space 

 

 The third significant regulation plan deals with how and 

where developers can place the required 15% of open space on 

their parcel of land. The consultants recognize that larger and 

strategically placed open space plots have more benefits than 

smaller scattered plots. When plotting their open space require-

ments, developers are required to attach their 15% requirement 

to an existing anchor point; this forms larger shared spaces and 

promotes a unified design (figure 4.5) (Jones and Williamson, 

2009). 

Figure 4.4: Typical street in Downtown Kendall: Narrow ROW, on-street 

parking, gateway roundabout,  and brick paved sidewalks 
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4.1.5 Planning Process 

 The planning process began in 1998 with a 7 day 

community visioning charrette attended by community member, 

technical experts, business owners, and elected officials. The 

event was sponsored by an array of stakeholders and agencies 

including, the Florida Department of Community Affairs, Miami-

Dade Transit, and local businesses including Dadeland Mall 

owner, Simon Properties (Dover Kohl, 2004). The purpose of the 

charrette was to examine strategies to enhance the use of the 

two new transit stations and improve pedestrian experiences. A 

resulting Master Plan and form-based codes were approved by 

the Miami-Dade Board of County Commissioners and adopted in 

1999 (Congress for the New Urbanism, 2007). The new form-

based codes, which have become a model for transit-oriented 

development, would replace the existing FAR-based zoning 

regulations in an effort to help realize the vision set out in the 

new Master Plan (Dover Kohl, 2004). The community visioning 

charrette was instrumental in gaining public support and giving 

the Master Plan a legislative framework to create a special 

district. To support the new plan for a pedestrian-oriented 

downtown, the former Dadeland-Datran edge city was 

rebranded as Downtown Kendall. To ensure a smooth transition, 

the consultants worked with developers to help make their 

projects conform to the new ordinance. However, despite being 

involved in the planning process, Simon Properties refused to 

adhere to the new ordinance and sued in response to property 

right violations. Simon Properties was concerned that the new 

ordinance would financially lead to its demise. Rather than 

doom the entire ordinance, Simon Properties was granted 

exemption, particularly with the requirement to create through-

streets (Jones and Williamson, 2009). 

 

4.1.6 Results 

 The community visioning charrette and subsequent form-

based codes proved so successful that Miami-Dade County 

Figure 4.5: large open space amenity created by strategically allocating open 

space requirements from two different parcels adjacent to one another.  
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established an Urban Design Center to implement similar area 

plans and special district zoning ordinances in other areas. 

Since 2008, Miami-Dade County has held 8 charrettes in areas 

deemed suitable for high-density development. In Downtown 

Kendall, 15% of the units sold have occupants that work in the 

Downtown. The ability to walk to work and thus reduce auto-

dependency is a widely celebrated benefit of urbanism 

previously absent in edge cities (Jones and Williamson, 2009). 

The extensive network of arcades and colonnades have been 

instrumental in creating a comfortable walking experience.  In 

particular, Simon Properties has installed an almost continuous 

arcade from the Metrorail Station, through the parking lot, and 

into the mall (figure 4.6). While new and existing developments 

in Downtown Kendall have adhered to the new form-based 

codes, not all are successful. For instance, many colonnaded 

streets are interrupted by large ventilation shafts servicing the 

underground parking garages. Furthermore, some colonnades 

are not integrated well with the streetscape. Lastly, many of the 

mid-rise perimeter blocks that the Master Plan envisioned have 

actually been built as tall towers. Despite the mall’s non -

participation and some minor design nonconformities, the form-

based codes have been successful in urbanizing a former 

suburban  

edge city (Jones and Williamson, 2009). 

Figure 4.6: continuous free-standing colonnades connect the north-eastern 

LRT Station to Dadeland Mall through the parking lot. 
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4.2 Surrey City Centre; BC 

 

4.2.1 Context and Development 

 Downtown Surrey is an urbanizing suburban city located 

35km south-east of Vancouver (figure 4.7). The traditionally auto

-centric bedroom community is serviced by the Skytrain, an 

elevated LRT line that features a station just outside the Central 

City Shopping Center. In 1991, the Municipality adopted the 

Surrey City Centre Plan as part of a strategy to encourage transit 

oriented development 500m around the Surrey Central Station 

(Surrey, n.d.). The plan contains policies that create “safe and 

active pedestrian, cyclist, and transit user-friendly streets, 

develop attractive buildings, encourage high density and mixed 

use development, and incorporate good design that provides a 

unified identity for the center” (Surrey, n.d., pg 1). In 2003, Bing 

Thom architects completed an infill project that would transform 

the struggling mall in to a highly successful mixed use transit 

oriented development. The public-private development features 

a five-story galleria of classrooms for Simon Fraser University, a 

25-story office tower, and a shared lobby and plaza (Jones and 

Williamson, 2009). The development was constructed on top of 

the 2-story 58,000m2 mall which remained open during 

construction. The infilled Central City Shopping Center has 

become a hub of activity throughout the day, with students, 

professors, shoppers, and business professionals al l 

congregating on the site’s various common areas (Gold, 2013). 

The synergies of mixed uses, coupled with Simon Fraser 

University’s focus on emerging technologies, has transformed 

the development into an incubator for creative sector jobs. In 

fact, the new Civic Centre Development will include a 30,000 

square foot expansion of Simon Fraser University, and 50,000 

square feet of office space (Gold, 2013; Boycem, 2011). The 

pedestrian-oriented and mixed use policies associated with the 

Central City Complex have successfully transformed Surrey City 

Figure 4.7: Location of Downtown Surrey in relation to Downtown Vancouver 

via the Skytrain (in black). 
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Centre into a more urban place (Gold, 2013).  

 

4.2.2 Built Form Design 

 A key Goal coming out of Surrey’s 1991 City Centre Plan 

is to “concentrate new high density mixed use development 

around City Centre's three SkyTrain stations, using the highest 

standards of Transit-Oriented Development” (City of Surrey, 

2008, pg 3). The maximum FAR for the SkyTrain Corridor is 

currently set at 3.5. The development community has expressed 

interest in increasing the maximum FAR to 6.0, citing market 

conditions, increased land values and construction costs. In 

2007, Council approved the Surrey Central Transit Village Plan 

which supports densities up to 7.0 FAR, citing “current densities 

are too low to create a vibrant downtown” (City of Surrey, 2008, 

pg 4).  While the highest densities would be concentrated in the 

core area and around SkyTrain Stations, the city introduced 

building height regulations as a way to create a more aesthetic 

skyline and maximize street and building level views (figure 4.8). 

These goals are also achieved through strategic building and 

massing policies to the “greatest extent possible within 

permitted densities” (City of Surrey, 2008, pg 7). 

Figure 4.8: Building height regulations and resulting skyline where buildings 

are highest at the center and taper out to lower forms outside the cluster. 

(Source: Surrey Development Permit Guidelines: Form and Character). 
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4.2.3 Architecture 

 The Central City Complex development celebrates 

synergies between integrated uses and enhances pedestrian 

environments through architecture. In contrast to the previously 

windowless mall, the redevelopment makes extensive used of 

glazed glass to promote interactions and create active streets 

(Jones and Williamson, 2009). 

 

4.2.4 Streets 

 A significant component of the Surrey City Centre Plan is 

to create safe pedestrian-oriented environments and streets. 

Smaller blocks, pedestrian crossings, and minimal parking in 

addition to screening them from the public realm are main 

priorities. The Central City Complex development has achieved 

these goals by utilizing parking garages and placing additional 

parking on the roof of the mall. The infill project also features 

flush streets, a center median, bollards, and a higher degree of 

pedestrian amenities such as street benches and pedestrian 

lighting (figure 4.9). These design features improve pedestrian 

safety, circulation, and a sense of human scale (City of Surrey, 

2008). While open space on the Central City Complex site is 

privately owned and operated, these spaces are aggressively 

programmed in partnership with local community groups (Jones 

and Williamson, 2009).  

 

4.2.5 Planning Process 

 The Central City Complex development is the product of 

the 1991 Surrey City Centre Plan. The plan was supplemented 

by a 1993 Surrey City Centre Urban Design Concept document 

that influenced the positioning of the Central City Complex. The 

1993 plan provides guidelines for siting and massing buildings 

as well as strategies for accommodating density while also 

created a pedestrian-friendly environment (Surrey, n.d). Perhaps 

the most influential plan is the Surrey Official Community Plan 

adopted in 1996. The plan designated the downtown 

Figure 4.9: A Street outside the Central City Complex featuring flush streets, 

bollards, street trees, high quality paving material, and pedestrian lights. 

(Source: Google Street View). 
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as the next metropolitan core for the region (Surrey City 

Development Corporation, 2011). Policies under this plan 

emphasized pedestrian-oriented development and provisions for 

reduced parking requirements. In addition to the strong policy 

framework, high land values and demand in Downtown Surrey 

are key forces encouraging developers to create effective transit 

oriented developments. High-quality buildings, public amenities, 

and the city’s own impressive Civic Centre Development are 

examples of effective policy and coordination between 

government and private developers (figure 4.10) (Surrey, n.d). 

  

4.2.6 Results 

 The abundance of recommendations outlined in the 

various Surrey Plans have largely been implemented, including 

intensification around Surrey Central Station and the 

implementation of urban design features and streetscape 

elements (City of Surrey, 2008). The Central City Shopping 

Center has been successfully transformed from an auto-

oriented mall in to a thriving transit-oriented development 

(figure 4.11). The Central City Complex was sold in 2007 at a 

substantial profit by the Insurance Company of BC who 

undertook the development. Simon Fraser University also 

exceeded enrollment projections and is in the process of 

expanding (Jones and Williamson, 2009). Simon Fraser 

University has already created 200 full-time jobs in the 

Downtown, not including the various other jobs created by the 

office and retail development (Boyce, 2011). Approximately 6% 

of Downtown Surrey employees commute to work using active 

modes of transportation, compared to 12% in Downtown 

Vancouver. An additional 20% of people in the area commute 

downtown to work via public transit (City of Surrey, 2013). The 

relative affordability in Surrey coupled with the prevalence of 

dense mixed use developments create the conditions for higher 

internal trip capture rates and lower vehicle miles traveled. 

Figure 4.10:  The Civic Center Development currently in phase one of 

construction. It features pedestrian pathways, landscaped public space, 

continuous streets walls, and high-quality architecture (source: City of Surrey) 
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While Downtown Surrey is still plagued by sprawling parking lots, 

a resurgence and demand for development is steadily filling the 

gaps (Jones and Williamson, 2009). 

4.3 Discussion and Lessons Learned 

 Downtown Kendall is an example of a suburban city 

centered around a regional mall that experienced transit 

oriented development following the construction of two light rail 

stations. The Downtown Kendall case study is relevant to 

Mississauga because both cities are challenged with developers 

who are reluctant to adopt transit-oriented development. In the 

case of Downtown Kendall, public consultation in the form of 

community visioning charrettes facilitated consensus and thus 

broad support for New Urbanist Master Plan. The form based 

codes proved successful in creating a cohesive and vibrant 

urbanized downtown. The wide spread support for the form-

based codes assured developers that there is a demand for the 

vision and that the risk would be consolidated. However, while 

the Downtown Kendall  Master Plan has largely  been 

implemented, the issue of gaining the mall’s support has yet to 

be addressed.  

 

Figure 4.11:  The Central City Shopping Center Complex. (Source: Google 

Earth) 

Figure 4.12:  Downtown Mississauga Celebrations Square. (Source: 

MySauga). 
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 The Downtown Surrey case study is a Canadian example 

of a successful transit-oriented development with the direct 

support of the mall. Rather than build out around the mall, 

leaving a large sprawling gap of parking lots in the downtown, 

the Central City Shopping Center developer became a leader in 

TOD through example. As the ULI describes, “The mall is the 

local 1,000-pound gori l la:  if  i t  raises standards and 

expectations, they will be raised in the community as 

well” (Beyard, 2006, pg 5). Much like the Central City Shopping 

Center redevelopment, Oxford Properties has the opportunity to 

kick-start the vision for the Dowtown21 

plan with their south-west mall expansion and construction of a 

Main Street. While Oxford properties embraced many of the 

qualities highlighted in figure 4.14, commitment remains a 

challenge. The Central City Shopping Center redevelopment has 

created a resurgence of development in the downtown with very 

high architectural and urban design standards. In 2016, Surrey 

will add its most recent iconic building, its first luxury hotel and 

tallest building. Much like the Marylyn Monroe Towers in 

Mississauga, it exemplifies the emergence of an urban city 

(Boyce, 2011). Both case studies offer Mississauga guidance in 

policy and urban design guidelines to achieve pedestrian and 

transit-oriented development. These lessons are summarized 

below into five key objectives, which will be used to guide the 

policy and design guideline recommendations in Chapter 5. 

 

1. Put pedestrians and cyclists first 

2. Encourage mixed use development  

3. Support transit through appropriate density and built form 

4. Appropriate building orientation, design, and massing 

5. Manage Parking 

Figure 4.13:  The Downtown Kendall Round A Bout. (Source: My Miami 

Realtors). 
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Figure 4.14:  The potential design of the Square One south-west mall expansion, featuring a new main street, pedestrian lights, planters, on-street parking, high-

quality paving material, human scale buildings, and a spatially enclosed public space. 





Chapter Five: Guidelines and Recommendations 
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5.1 Urban Design Guidelines 

 The following recommendations are intended for the four 

streets affected by the LRT route (Duke of York, Burnhamthorpe, 

Rathburn, and Hurontario) and the adjacent parcels. 

Recommendations that are geared to specific locations are 

specified in the respective description/detail section. These 

guidelines are intended to create synergies between land use, 

built form, and pedestrian-oriented streets. The resulting blocks 

along the LRT route will be dense enough to support mass 

transit while making walking trips to the transit stops safe and 

comfortable. 

 

5.1.2 Put pedestrians and cyclists first 

 Since all public transit trips begin as walking trips, the 

walk to and from transit stations should feel safe, comfortable, 

and direct. These qualities not only encourage transit use, they 

also help create vibrant downtowns by encouraging people to 

interact with each other and linger on street benches and 

patios. There is also a potential for making utilitarian trips more 

leisurely through the enhanced streetscape and opportunity to 

window shop and people-watch. 

Guideline 1: Provide a minimum of 2.5m unobstructed sidewalk 

width on both sides of the street in addition to a minimum of 

2.5m of width for a spill out/finishing zone. Sidewalks should be 

treated as both destinations and paths for moving people. 

Sidewalk width should be wide enough to accommodate street 

furniture, landscaping, and patios which creates a sense of 

place. An unobstructed travel lane of 2.5m is needed for barrier-

free movement amongst all users such as people with strollers 

or in wheelchairs (see figure 5.1 & 5.2). 

Figure 5.1: Elevation and plan showing the various zones associated with 

creating transit-supportive streets. 
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 Guideline 2: Encourage outdoor dining that is directly abutting 

the sidewalk. Outdoor dining increases “eyes on the street,” 

fostering a sense of safety. It also facilitates informal interaction 

brings and adds activity to the street. 

 

Guideline 3: Provide Colonnaded or shaded sidewalks. 

Colonnades can be integrated into the architecture or free 

standing like the examples found in Downtown Kendall. 

Colonnades increase physical and psychological comfort by 

shielding pedestrians from the weather and fostering a sense of 

rhythm and depth perception to the streetscape. Where 

colonnades are not feasible, awnings can achieve a similar 

function (see figure 5.1 & 5.3). 

 

 

 

 

 

 

 

Guideline 4: Provide sheltered, direct, and safe pathways from 

transit stations through Square One Shopping Center parking 

lots. Sheltered designated pathways through parking lots, like 

the ones found in Downtown Kendall offer both motorists and 

pedestrians safe and comfortable walks to a prime destination 

in the downtown. Along with actually improving the experience 

of walking through a parking lot, designated paths encourage 

more transit trips to the mall and thus increases its viability 

(figure 5.4).  

Figure 5.2: A Los Angeles street featuring the various zones similar to those 

illustrated in figure 5.1. The streetscape improvements position the sidewalk 

as both a destination and a place for commute and leisure based trips. 

(Source: Luma & Elleven) 

Figure 5.3: Kierland Commons Shopping Center sidewalks in Phoenix Arizona 

features continuous awnings, high-quality paving, street furniture, and human 

scale potted plants (source: Kierlandresort.com). 
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Guideline 5: Provide cycling amenities and sheltered and secure 

cycling facilities at transit stations. Transit trips could be 

combined with cycling modes if supporting cycling infrastructure 

is provided. Bike repair kits, bike racks, water fountains, and 

shower facilities make cycling comfortable for those who wish to 

combine multiple modes of transportation (see figure 5.1).  

 

Guideline 6: Preserve the roundabout on Duke of York. The 

roundabout on Duke of York is a defining landmark and 

gateway into the city’s Civic District. The roundabout also 

contributes to pedestrian safety by slowing vehicles down and 

making crossing distances for pedestrians shorter that typical 

signalized intersection. The LRT line should be integrated 

without disturbing the function of the roundabout; this can be 

achieved by installing signalized crossings. 

 

5.1.3 Encourage mixed use development 

 Mixed use environments create complete neighborhoods 

where people can live, work, and play without dependence on a 

car. Both the Downtown Kendall and Surrey City Centre case 

study base their success on the ability to create mixed use 

environments, particularly in proximity to a regional mall. Mixed 

land uses help reinforce retail demand and decrease the need 

for parking. 

 

Figure 5.4: Free-standing colonnaded path linking the LRT stations in Down-

town Kendall to Dadeland Mall. (Source: Google Street View). 

Figure 5.5: An example of a LRT going through a roundabout at the University 

of Utah Campus. (Source: University of Utah). 
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Guideline 7: Buildings along Burnhamthorpe, Rathburn, and 

Hurontario should have vertical and horizontal mixed uses. 

Mixed use environments create multiple destinations that can 

easily be accessed from a transit station. Restaurants and retail 

should be located at-grade, with office and residential units 

above. Mixed uses also reduce auto-dependency and thus make 

public transportation a practical alternative (see figure 5.6). 

 

Guideline 8: All commercial uses should have their primary 

entrance directly abutting the sidewalk. Rathburn Rd. currently 

contains many businesses that have their primary entrance 

oriented towards their rear parking lots, detracting activity from 

the public realm. Street facing entrances create more urban and 

pedestrian-oriented streets (see figure 5.7). 

 

Guideline 9: Encourage commercial units with shorter street 

frontages. Smaller commercial units are generally more 

specialized and thus add character and variety to the street.  

Street frontage for commercial units should not exceed 10m. 

Commercial units with larger frontages are permissible above 

ground level commercial uses.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 5.7: Example of a business on a street that has multiple entrances 

and windows directly adjacent to the street. (source: Guelf Master Plan)  

Figure 5.6: A street featuring active street-level uses with pedestrian ameni-

ties such as seating, street trees, and bike racks. Active streets create the 

conditions for human interaction and longer stays.  (source: SAB Magazine)  
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Guideline 10: Encourage ‘24 hour’ usage. By encouraging a 

variety of businesses, such as gyms, bars, and restaurants, the 

downtown can remain lively at all times of the day and on 

weekends. 

 

5.1.4. Support transit through appropriate 

density and built form 

 High densities around transit stations are crucial to the 

viability of light-rail transit. Shorter walking distances to transit 

stations increase ridership and support transit-oriented 

developments. High densities also increase the viability of 

development, especially with increasing land values in 

Downtown Mississauga. 

 

Guideline 11: Promote higher density through taller buildings. 

Light rail transit can accommodate significantly more 

commuters than private automobiles can without causing 

congestion. In order to create a more urban downtown, density 

should be achieved through taller buildings. Following 

Downtown Surrey’s example, buildings at the periphery of 

downtown should begin and 2.5 storeys and transition to a 

maximum of 38 stories at the center of the downtown where the 

Figure 5.8: Big box stores integrated into a mixed use development with mini-

mal impact on the street. The development features active human scale 

frontages, masking the warehouse character of typical big box stores. 

(Source: Guelph Master Plan)  

Figure 5.9: Shows how buildings at the periphery of downtown should 

smoothly transitions to taller buildings at the center of downtown where 

transit is most extensive. (Source: Surrey City Centre Master Plan).  
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light rail transit stops are located. (see figure 5.9).  

 

Guideline 12: Promote infill development along Rathburn Rd. to 

create more compact urban forms. Buildings along Rathburn 

Rd. are widely spaced with large setbacks and an abundance of 

underutilized land. Infill development along Rathburn Rd. should 

achieve a minimum of 75% street frontage. Future infill can also 

occur in the form of adaptive reuse or as a revitalization strategy 

similar to the Surrey City Centre shopping center infill project. 

 

5.1.5 Building orientation, design, and massing 

 Pedestrian-oriented streets can only be achieved in 

cooperation with adjacent developments. Building mass must 

be appropriate to the exist ing context  and consider 

environmental factors such as sunlight, shade, wind, and daily 

weather. The way buildings are oriented and designed can have 

significant impact on pedestrian comfort, circulation, and 

experiences.  

 

Guideline 13: Active uses within a building should be visible and 

oriented toward the street. Active building facades with 

windows, balconies, patios, and terraces add complexity to the 

streetscape and increase safety by adding “eyes on the street.” 

Where unavoidable, blank facades should be ornamented, 

covered in public art, or screened with vegetation. 

 

Guideline 14: Maximize sunlight infiltration by using stepbacks 

and manipulating building mass. Lightly shaded and sunlit 

sidewalks create a comfortable walking environment for 

pedestrians. As building height increases, buildings should 

stepback from the street accordingly in order to maximize 

sunlight gains and to not overwhelm the street with its scale. 

East-west tower dimensions should be limited to 28m to reduce 

shadowing (see figure 5.10). 

Figure 5.10: City of Guelph Downtown Streetscape built form standards ex-

ample showing angular planes and step backs to maximize sunlight and 

maintain human scale development. (Source: City of Guelph).  
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Guideline 15: Design podiums that contribute to a continuous 

street wall and adhere to human scale principles. Podiums 

enable higher density development without negatively affecting 

the perception of human scale. Podiums must be constructed 

right to the property line and built to a maximum of 6 storeys. 

Each storey, particularly the first, should have vertical and 

horizontal elements that break up the façade to create a sense 

of rhythm, depth perception and human scale (see figure 5.10 & 

5.11). 

 

Guideline 16: Design buildings with a rich variety of 

architectural style, detailing, and colour. Attractive and complex 

architecture adds visual interest to the streetscape and aids 

with wayfinding and establishing landmarks.  

 

Guideline 17: Integrate outdoor potted plants into the 

streetscape. According to Ried Ewing and Otto Clement, potted 

plants significantly increases the perception of human scale 

among pedestrians. Potted plants can supplement street trees 

and planters by adding different textures and colours to 

enhance the complexity of the street. 

 

Guideline 18: Create transparent ground floors. Retail facades 

should be at least 60% transparent, allowing pedestrians to 

observe active uses beyond the street.   

 

Guideline 19: Orient buildings to the shape of the street, 

including curved and angled streets. Architecture that responds 

to the street increases the complexity and visual interest of the 

streetscape. Particularly around the Duke of York roundabout, 

buildings should create a sense of enclosure that celebrates the 

space as a gateway into the Civic District.  

 

Figure 5.11: A Successful podium in Downtown Mississauga with evenly placed 

horizontal pillars and lights, and a low hanging continuous awning. (Source: 

Google Street View). 
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5.1.6 Manage Parking 

 Surface parking is detrimental to pedestrian safety, 

comfort, and overall walking experience.  Limiting parking 

increases walkability and discourages automobile use. However, 

parking reductions that inconvenience customers too much can 

negatively impact retail. As with the Surrey City Centre case 

study, parking is placed out of sight on the roof of the mall, or in 

multi-level parking garages. Strategic parking policy is 

instrumental in promoting transit use and creating pedestrian-

oriented environments.  

 

Guideline 20: Reduce surface parking supply. Mixed use 

environments typically demand less parking than is actually 

required. Surface parking should be consolidated into parking 

garages and underground parking as new development occurs. 

Existing parking spaces in the interim can be converted in to 

spots for car share, carpooling, or car rentals as a way to reduce 

private vehicle ownership. Shared spaces among different users 

at different times of the day can significantly reduce parking 

demand, particularly at night when the Square One Shopping 

Center parking lot is underutilized.  

 

Guideline 21: Create parking garages with strong architectural 

expression. Parking garages should appropriately contribute to 

the character of the street. Street facing parking garages should 

utilize awnings, glazing, public art, or vegetation to screen 

parking (see figure 5.12).  

 

Guideline 22: Locate parking lots to the rear or center of the lot.  

Surface parking lots should be located a minimum of 25 feet 

from the front property line. Parking can also be located in an 

enclosed courtyard, similar to the parking lot at Dadeland Mall. 

Figure 5.12: A Square One Shopping Center parking garage that features public 

art through architectural expression, creating an attractive façade and masking 

undesirable but necessary uses.  



 

Chapter Five Recommendations 55 

Guideline 23: Provide on-street parking where feasible. On-

street parking is instrumental to the viability of retail along the 

street, particularly for future development on Rathburn and 

Burnhamthorpe. It also creates a buffer between pedestrians 

and automobile traffic, creating a safer environment for both 

users. On-street parking should be time-restricted and priced 

appropriately to avoid long term use. It should not be closer 

than 25 feet to an intersection or interfere with traffic 

circulation. 

 

Guideline 24: Screen existing surface parking lots with 

vegetation or public art. Surface parking lots that face the street 

create voids in the street wall and reduce the sense of 

enclosure. Temporary public art or vegetation at a minimum 

depth of 3m creates visual interest and advertises the future 

potential of the site. 

 

 

 

 

 

 

5.2 Results 

 The implementation of LRT in Downtown Mississauga 

provides many opportunities (as outlined in the SWOC analysis) 

to urbanize the downtown core. The case studies inspire proven 

strategies and carry important lessons that City of Mississauga 

can use to urbanize their own downtown. The design guidelines 

in Section 5.1 create a framework for achieving vibrant and 

Figure 5.13: A parking lot in Portland, Oregon being screened with vegetation. 

Empty lots can be similarly masked until development occurs. (Source: One-

FootinBerlin.com)  
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pedestrian-orientated streets that can successfully support light 

rail transit. The following section provides an illustrative 

example of how the recommendations and design guidelines 

can transform the existing conditions.  

 

5.2.1 Duke of York Roundabout 

 As specifically identified in the SWOC analysis and in 

Guideline 6, preserving the roundabout on Duke of York as 

landmark in the downtown is a priority. According to the 

Downtown21 Master Plan, Living Arts Drive was initially the 

preferred north-south route for the LRT. Instead, Duke of York 

Blvd will now carry the LRT north-south, potentially threatening 

the existing roundabout. Since the LRT line is in the advanced 

planning stage, rerouting it to preserve the roundabout is no 

longer a feasible option. As a result, the City of Mississauga 

should adopt an innovative approach for preserving the 

roundabout. One option is to have the LRT alignment go through 

the roundabout. This alignment was inspired by the roundabout 

located on the University of Utah Campus. Figure 5.14 

illustrates how this option can create an authentic space that 

enhances the existing landmark qualities of the roundabout. 

Preserving the roundabout in this way also validates the City’s 

commitment to putting pedestrians and transit first as per the 

City of Mississauga’s Strategic goals and recommendation 5.1.2 

(City of Mississauga, 2009).  
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5.2.2 Main Street 

 As identified in the SWOC analysis, Burnamthorpe is 

currently a wide boulevard that is plagued with unsightly parking 

lots located to the north of the street. The under construction 

south-west mall expansion provides opportunities for grey field 

development and streetscape improvements as outlined in 

recommendations 5.1.6 and 5.1.7. Figure 5.15 illustrates how 

an underutilized parking lot can be transformed into Main 

Street, linking the new mall entrance (the focal point of the 

street) to LRT on Burnhamthrope. The result is a vibrant street 

that provides a visually stimulating and a comfortable 

pedestrian passage to the mall and other developments through 

a former parking lot. The mixed use developments also enclose 

the uncomfortably wide street and makes transit available to as 

many people as possible, as per the City of Mississauga’s 

Strategic goal of, “reducing private automobile use and 

developing compact mixed-use development” (City of 

Mississauga, 2009, pg 6) and recommendation 5.1.3.  

Figure 5.14: Existing conditions (image on the left).  Render showing the LRT alignment going through the existing roundabout on Duke of York (image on the  right).  

Buildings around the street emphasize the curves of the roundabout and create a sense of enclosure. 
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5.2.3 Rathburn Retrofit 

 As identified in the SWOC Analysis, Rathburn Rd. 

contains various architecturally suburban buildings that have 

large setbacks and entrances that face rear parking lots. Since 

the Downtown Transit Terminal will be located on Rathburn Rd., 

it is particularly important to improve the pedestrian realm as 

outlined in recommendations 5.1.7 and design guideline 8. 

Figure 5.16 illustrates how the existing Chapters store can be 

retrofitted to create a more pedestrian-oriented street. The 

building is visually brought closer to the street by expanding the 

sidewalk and leveling the previously sloped terrain. The removal 

of vegetation increases the building transparency as per design 

guideline 19, and the addition of a street facing entrance and 

street furniture invites pedestrians to the space. These retrofits 

are generally low cost and have a significant impact on 

pedestrian comfort. When prioritized in strategic areas like on 

Rathburn where the transit terminal is located, it makes LRT an 

Figure 5.15:  The image on the left shows the Square One South West Expansion on  a section of their parking lot. The render on the right  shows  how the remaining 

parking lot can be transformed into a Main Street that features mixed use buildings and a pedestrian friendly route to the mall via the Burnhamthorpe LRT Station 

(render created in collaboration with Hassan Abdi). 
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appealing option as a mode of transportation.  

Figure 5.15:  The image on the left shows the existing conditions along Rathburn. Buildings  have large setbacks with entrances to the rear of the building. The  image 

on the right shows how large setbacks can be  programed for pedestrian use. Front doors facing the street and transparent windows will create an inviting 

environment for pedestrians waiting at the adjacent Downtown Transit Terminal. 
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 The following table is a summary evaluation of the 

recommendations from Chapter 5 using the TOD Standard 

assessment tool. Further detail on the methodology and points 

system can be found in Chapter 2 section 2.5. The 

recommendations are being evaluated based on 8 principles 

that were developed ITDP: Walk; Cycle; Connect; Transit; Mix; 

Densify; Compact; Shift. These principles were guided, reviewed, 

and validated by internationally-renowned experts on the 

integration of land use, urban design and transportation 

planning. The results of the evaluation will be summarized and 

briefly discussed in the context of achievements and/or gaps in 

the recommendations. 

Principle Indicator Desired Characteristics Points Awarded Points 

          

Walk Walkways The pedestrian network is safe and 

complete. Complete walkways are 

dedicated and protected sidewalks that are 

barrier free and accessible to all pedestrian 

users. 

0-3 3 

Crosswalks The existing network of crosswalks are safe, 

complete, and accessible to all pedestrian 

users such as the visually or hearing 

impaired. 

0-3 3 

Table 6.1: Summary evaluation of the recommendations from Chapter 5 using the TOD Standard assessment tool (Institute for Transportation and 

Development, 2014). 
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   Visually Active 

Frontage 

The Pedestrian realm is active and vibrant. 

Active streets are populated, animated, and 

lined with ground-floor activities such as 

storefronts and outdoor dining. Visually 

active fronts are measured by the 

proportion of windows, accessible open 

space, and the proportion of visible ground-

level uses. 

0-6 6 

Physically 

Permeable 

Frontage 

Physical connections through block frontage 

via entrances and exits to and from ground-

floor uses. Measured by the proportion of 

total length of block frontage that is directly 

adjacent to the sidewalk. 

0-2 2 

Shade and 

Shelter 

The pedestrian realm is temperate and 

comfortable. The willingness to walk is 

significantly dependent on physical comfort. 

Sheltering elements such as street trees, 

colonnades, and awnings improve 

walkability. 75% or more of all sidewalks 

need to be shaded in order to be awarded 1 

point. 

0-1 1 

  

Cycle Cycle Network A safe and complete cycling network 

connects all destinations via efficient 

routes. Elements such as bike paths, lanes, 

and cycling amenities contribute to a 

complete cycling network. For full points, all 

streets with speeds above 30 km/h have 

exclusive bike lanes. 

0-2 1 

Cycle Parking at 

Transit Stations 

Bike racks are secure and available within 

100m of transit stations. 

0-1 1 

Cycle Access in 

Buildings 

At least 95% of buildings provide bicycle 

parking on private property at night or for 

longer periods. 

0-1 0 
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Connect Small Blocks Walking routes are short, direct and varied. 

Connectivity is improved with pedestrian 

interactions which are dependent on small 

blocks. The result is a wide variety of route 

options. Full points are awarded the majority 

of blocks are less than 110m in length. 

0-10 6 

Prioritized 

Connectivity 

Walking and transit is prioritized as a mode 

of transportation Walking and cycling routes 

are shorter than private vehicle routes.  

Measured by the ratio pedestrian-oriented 

intersections to vehicle oriented 

intersections. 

0-5 3 

  

Transit Walking 

Distance to 

Transit 

The maximum distance to the nearest 

transit stop is no greater than 1km or a 15-

20 minute walk. Higher densities ensure the 

maximum amount of people have walkable 

access to transit. 

TOD Standard 

Requirement 

(no points) 

N/A 

  

Mix Complementary 

Mixed Uses 

A balanced mix of residential and 

complimentary non-residential uses that 

increase the quantity of walkable 

destinations. Full points awarded for 

developments that have half of their floor 

area consists of residential units. 

0-10 10 

Accessibility to 

Food 

The area is well served by locally oriented 

and regularly supplied goods and services. 

The ability to buy produce and meals via 

walking contributes to a higher quality of 

life. For full points, 80% or more of buildings 

must have access to food within 500m. 

0-1 1 
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  Affordable 

Housing 

Lower-income groups, who are dependent 

on public transportation, have short 

commutes and the mix of resident income 

levels are balanced. Full points are awarded 

if 20% or more of all residential units are 

affordable 

0-4 0 

  

Densify Land Use 

Density 

Residential and job densities support high-

quality transit and local services while 

remaining sensitive to the local context. 

Urban growth is compact, vertical, and 

attractive. 

0-15 10 

  

Compact Urban Site Development is within the existing urban 

area (infill, greenfields, brownfields) or at 

the immediate edge of an urbanized area. 

Compact development reduces costly 

infrastructure and makes destinations 

closer together. 

0-10 10 

Transit Options The diverse needs of passengers are met by 

providing multimodal transportation and 

connections to a regional network. 

1-5 5 

  

Shift Off-Street 

Parking 

The land occupied by vehicle parking is 

minimized through underground parking 

and multi-level parking structure 

alternatives. Full points awarded when non-

essential parking area is equivalent to 10% 

or less of the site area. 

0-10 8 

Driveway 

Density 

The frequency of driveways infiltrating the 

protected status of sidewalks is minimized. 

For full points, the average driveways per 

100m of block frontage should be 2 or less. 

0-2 1 
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6.1 Discussion 

 Using the TOD Standard assessment tool,  the 

recommendations outlined in Chapter 5 achieved 76 out of 100 

possible points for TOD Successes. The score translates into a 

Silver award which indicates the plan adheres to the majority of 

TOD objectives with a high level of quality and integration. The 

design guidelines from Chapter 5 achieve all of the walkability 

objectives outlined in the TOD Standard. Successful elements 

such as shaded walkways found in the Downtown Kendall case 

study, and active frontages from the Downtown Surrey case 

study translated well using the TOD Standard assessment tool. 

Walkability objectives in the design guidelines were emphasized 

because walking is a necessary component of all transit trips. 

The evaluation indicates that the design guidelines will create 

pedestrian-oriented environments that provide safety, comfort, 

and activity for all pedestrian users. 

 TOD Standard cycling objectives were largely not 

ach ieved through the  recommendat ions.  Whi le  the 

recommendations recognize the importance of cyclists, they are 

not extensive enough to satisfy the full requirements outlined 

the TOD Standard assessment tool. Cyclists are vulnerable road 

users and their bicycles are susceptible to theft and vandalism. 

The biggest challenge revealed by the assessment tool is 

convincing developers to invest in cycling facilities and 

amenities such as bike storage on private property. Block size is 

not directly addressed in the recommendations because 

provisions for new streets are beyond the scope of this report. 

However, connectivity is addressed in section 5.1.2 Guideline 3 

of the recommendations. As a result, points for connectivity 

were not completely lost since the plan does emphasize the 

importance of creating networks through the Square One 

Shopping Center parking lot. 

 Guidelines 6 through 9 are dedicated to creating a 

successful mixed use environment. TOD Standard assessment 

  Roadway Area Roadway width dedicated to cars is reduced 

by providing on-street parking, reducing lane 

widths, or removing lanes. 

0-8 5 

    Total 76 
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tool gives recognition to all these mix use supportive guidelines 

except for the one related to encouraging 24 hour usage. Points 

were lost for not addressing the issue of affordable housing. 

Affordable housing in the downtown makes transit accessible to 

those who are most dependent on it and reduces vehicle traffic 

into the city. Affordable housing requirements are difficult to 

stipulate because every city has different economic conditions. 

The appropriate analysis required for effective affordable 

housing guidelines are beyond the scope of this report. 

 Density and development targets set out by the TOD 

Standard are largely achieved. Inspired by the Downtown Surrey 

case study, the design guidelines prioritizes infill development 

on the site of the Square One Shopping Center parking lots as 

well as on greenfield parcels in the downtown. However, the 

TOD Standard fails to recognize efforts in dealing with 

underutilizes sites in the present. Design guidelines related to 

screening undesirable uses are an integral component that 

seek to improve the aesthetics and vibrancy of the streets. The 

parking related design guidelines are largely successful 

although implementation will be difficult because the feasibility 

of underground parking is reliant on the market. The TOD 

Standard fails to recognize more innovative guidelines for 

addressing parking such as reduced requirements and car 

sharing spaces. Despite some gaps, the evaluation tool 

suggests that the recommendations will achieve the majority of 

TOD objectives with a high level of quality and integration. 
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 Downtown Mississauga is a significant activity node in 

the Toronto Metropolitan polycentric region. To remain 

competitive, local and regional transit is required to attain 

density targets, reduce congestion by providing alternatives, and 

to create the conditions that attract businesses. While 

Mississauga is relatively developed with tall buildings, 

institutions, amenities, and transit, the Downtown remains 

suburban in form and character. Ineffective local and regional 

transit connections means people must still rely on private 

vehicles for utilitarian and/or leisure based trips. The Downtown 

Mississauga LRT loop is an opportunity to urbanize the 

downtown and retrofit existing buildings. While current 

conditions can support the LRT, the overall success of the 

system in terms of actually reducing private vehicle ownership 

relies on creating transit-oriented development that puts the 

pedestrian first.   

 Light rail transit in Downtown Mississauga is not a 

question of when and where, but how. As Core Cities like 

Toronto reach capacity within their urban fringe, suburbs like 

Mississauga will be faced with greater pressure to urbanize and 

connect. To explore how other suburban municipalities have 

urbanized, two case studies were examined in this report, an 

American example and a Canadian example. Each approached 

the “how” question in a different way. Both recognized the 

importance of cooperation, collaboration, and gaining broad 

support among all stakeholders for an attainable plan. 

Continuing to allow development within the current suburban 

atmosphere and policy framework is a losing battle. 

Stakeholders need to be inspired and guided toward a unified 

vision. The recommendations and design guidelines outlined in 

this report were developed to achieve this objective. The various 

before and after images, located on various sites in the 

Downtown and owned by different developers, shows how 

urbanization can only be achieved collectively. 

 This report took a planning and urban design approach 

to urbanizing Downtown. As such, the recommendations and 

design guidelines are not overly extensive, nor do they address 

other components such as politics, financing, and market 

conditions. However, the aim is to start a conversation and 

illustrate the real world potential and subsequent benefits of 

urbanization. An ideal Downtown Mississauga would function 

without reliance on a private vehicle. In a short decade, 

Downtown Mississauga can be a more vibrant sustainable 

community where people can truly live, work, and play.  
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