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Executive Summary 
 
The complete streets policy movement is gaining popularity across the United States, with 

increasing number of cities and regions implementing transportation policies designed to 

better consider the needs and safety of pedestrians, cyclists and transit users. While the 

term complete streets has not become commonplace in Canadian planning policy, Canadian 

cities are also making an attempt to better plan for users of all modes, ages and abilities. 

 

The City of Kingston, Ontario has developed several policy and transportation initiatives over 

the past decade that show an increasing desire to foster a transportation environment that 

encourages modal shift. The City’s Transportation Master Plan is one of these key 

documents. Without using the term complete streets, the Kingston Transportation Master 

Plan (KTMP) sets up a framework that is clearly designed to support growth of users of 

active transportation and public transit and shift the emphasis away from the private 

automobile. This report is an evaluation of the KTMP to determine how effectively it is 

creating a policy environment that supports the development of complete streets; that is, 

streets that serve all users equally in spite of modal choice, age or ability. 

 

The tool used to evaluate the KTMP comes from an American organization called the 

National Complete Streets Coalition (NCSC). The NCSC conducted an evaluation of a number 

of complete streets policies across the United States looking for ten specific elements that 

they have determined best foster an environment where complete streets can be developed. 

The ten elements are vision, planning for all users and modes, network, jurisdiction, phasing, 

exceptions, design, context sensitivity, performance standards and implementation plans. To 

validate the evaluation, two additional Transportation Master Plans were also evaluated 
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using the toolkit. The Waterloo Transportation Master Plan represents a city of similar size 

and character to Kingston, and contains Canada’s first real complete streets policy. The Fort 

Collins Transportation Master Plan also represents a similar city to Kingston, and was 

evaluated highly by the NCSC. 

 

The KTMP was the lowest scoring plan of the three plans evaluated. While it effectively 

addressed a need to improve infrastructure for cyclists, pedestrians and users of public 

transit, it contained little in the way of implementation. New development was the only type 

of development targeted for infrastructure improvements geared towards cyclists, 

pedestrians and transit users, and it failed to include any best practice design guidelines or 

context sensitive solutions. The plan also did not set up any performance standards to 

measure if real changes were being made.  

 

The primary recommendation for changes to the KTMP is to update the plan to include a 

complete streets section that can best address appropriate exemptions, performance 

standards and an implementation plan. Additional language changes throughout the 

remaining plan fill in the gaps that were identified and create a policy document that fosters 

the development of complete streets for the City of Kingston. 

 

Transportation Master Plans are an effective place for a municipality to develop complete 

streets policies, which in many cases will simply further support the growing demand to shift 

the transportation focus away from private vehicles and make the road a space where all 

users feel safe and can make transportation choices that are better for their health and the 

environment.  
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1 Introduction 
 
In many ways, one of the greatest battles in planning over the last century has been over 

the urban street. Though it has been a shared space since the advent of the horse and 

buggy, the rising popularity of the personalized automobile has slowly pushed the pedestrian 

and other users further down the street food chain. The 20th Century was the century of the 

automobile, and our streets and urban form reflect that. However, the tides of urban 

transportation are slowly turning. For a variety of reasons, the same planners who once 

advocated for separation of uses are now slowly returning to advocacy of shared urban 

space. Starting with the Federal Highway Administration’s Flexibility in Highway Design guide 

released in 1997, there are now engineering, planning and government support for streets 

that fit their context and better meet the needs of a variety of users. Many cities have 

introduced bike paths throughout the city. Sidewalks are being widened and many 

communities prioritize active transportation in their Transportation Master Plans. Over 100 

jurisdictions in the United States have introduced policies designed to better the streets for 

all, and many Canadian cities have active transportation advocacy groups that are growing in 

power and influence (Complete Streets Canada, 2011).  All of these changes are workings 

slowly to improve life for non-car users. However, even with these changes, the private 

automobile continues to dictate many transportation-planning decisions.  

 

Transportation Master Plans are the key policy document that municipalities use to plan and 

implement transportation planning decisions over the long term. The basic structure of most 

plans is conducting a level of service evaluation for the roads and providing 

recommendations for where additional infrastructure is needed to serve the growing 

automobile pressure on those roads. Based on the increasing desire to reduce the modal 
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share taken up by the private automobile, many Transportation Master Plans are also 

incorporating sections specific to active transportation and public transportation. 

 

“Complete streets” is a policy movement that seeks to improve the gap between the desired 

outcomes expressed by many municipalities towards meeting the needs of all users of the 

street and the current way streets are designed. According to the American Planning 

Association, “the complete streets movement seeks to approach every street project and 

ensure safety, convenience, and accessibility for all” (American Planning Association, 2010) 

(p. 1). Even without using the term “complete streets,” what many Transportation Master 

Plans are attempting to accomplish by improved planning for non-automobile modes, is 

some form of complete street policy. The purpose of this research is to study how effectively 

one Canadian city’s Transportation Master Plan’s language has been at supporting a policy 

environment for complete streets development and implementation.  

 

In order to assess how effectively the Kingston Transportation Master Plan (KTMP) is 

planning for streets that meet the needs of a variety of users of differing ages, abilities and 

modes, three Transportation Master Plans (including the KTMP) will be evaluated using an 

established evaluation metric that will identify strengths and weaknesses of the plans. The 

key question the report is attempting to address is: To what extent is the Kingston 

Transportation Master Plan creating a policy environment that supports the 

development of complete streets; that is, streets that serve all users equally in 

spite of modal choice, age or ability? 

 

Based on the research findings, the report will provide recommendations for updates to the 

KTMP to improve the language of the policy to better support complete streets. 
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The remainder of the report is organized into five chapters. Chapter 2 presents the 

background on the value of complete streets and introduces the three municipalities and 

Transportation Master Plans that were evaluated. Chapter 3 presents the case study 

methodology and introduces the evaluation criteria used for the analysis. Chapter 4 contains 

the analysis of the three Transportation Master Plans using the established criteria. Chapter 

5 summarizes these findings and Chapter 6 finishes with specific recommendations for the 

Kingston Transportation Master Plan.  
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2 Background 

2.1 Complete Streets 
 
The term “complete streets” first entered planning lexicon in 2003 through a planning 

initiative from America Bikes, which defined a complete street policy as a policy that 

“ensures that the entire right of way is routinely designed and operated to enable safe 

access for all users. Pedestrians, bicyclists, motorists and transit riders of all ages and 

abilities must be able to safely move along a complete street” (American Planning 

Association, 2010) (p. 3). A complete street is a safe street, but it is more than that. 

Complete streets reclaim the right-of-way for all users, creating environments where users 

have options for what kind of mode they desire to use. They are spaces where cars can still 

pass through, but where children and the elderly are able to safely cross the street, buses 

can move through unimpeded and are generally environments that are more pleasant to live 

in and commute through. A complete street is safer, more livable and more sustainable. 

 

There is no one correct way to design a complete street. The National Complete Streets 

Coalition (NCSC) lists typical elements that make up a complete street as: sidewalks, bicycle 

lanes (or wide paved shoulders), shared use paths, designated bus lanes, safe and 

accessible transit stops and frequent opportunities for pedestrians to cross safely. Pedestrian 

specific accommodations would include median islands, accessible pedestrian signals and 

curb extensions (as found in (Smith, Reed, & Baker, 2010)). Any policy that encourages 

improved infrastructure and policy development that prioritizes the movement of 

pedestrians, cyclists and transit can be considered a form of a complete street policy.  

Figure 1 illustrates some of the downfalls of an incomplete street. The entire right of way is 

prioritized for automobiles, there are no sidewalks or bike lanes and the bus stop is 
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disconnected from any pedestrian infrastructure and lacking in any amenities for users with 

mobility restrictions. 

 

 

Figure 1: Incomplete Street (Flickr Creative Commons, 2007) 

 
In contrast, Figure 2 shows one example of what a complete street may look like. The 

widened sidewalks, well marked crosswalks and narrowed driving lanes to slow traffic are 

just a few ways to convert a thoroughfare into a roadway that equally accommodates a 

variety of users.  
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Figure 2: Complete Street (Flickr Creative Commons, 2009) 

 

2.2 Safe Streets 
 
One of the key principals behind the complete streets movement is safety. Statistics about 

traffic accidents make is clear that our roadways are currently a dangerous place. From 1992 

to 2001, in Canada, 27,423 people were killed in motor vehicle collisions with 4,162 

pedestrians were among those deaths (Transport Canada, 2011). An additional 142,515 

pedestrians were injured in motor vehicle collisions over that same time frame (Transport 

Canada, 2004). In 2009, there were 821 fatal urban collisions and 90,248 collisions resulting 

in person injury (Transport Canada, 2011). It seems that the safeguards we have in place to 

protect us on the road are simply not working well enough. Studies have in fact indicated 

that some of the design choices that were originally implemented to protect us are actually 

causing harm.  
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Conventional community design, the system of feeders, collectors and wide-arterials so 

prolific in the suburbs today were actually designed with safety in mind. The original intent 

of the urban arterial was to create a roadway specifically for the automobile, straight and 

with minimal obstacles and intersections to minimize opportunities for collisions and to usher 

traffic quickly from residential land uses to commercial or industrial ones (E Dumbaugh & 

Rae, 2009)(Laplante & Mccann, 2008).  

 

The rational behind these design choices included a number of studies and public 

movements through the late 1950’s and 1960’s that criticized the number of crashes found 

in grid-iron neighbourhoods and even questioned whether it was possible to prevent crashes 

at all. The outcome of these movements were the widening of urban roadways, removal of 

roadside obstacles and widespread design of fast moving urban roadways (Dumbaugh, 

2005).  

 

Recent studies, however, have been questioning some of these design guidelines, and are 

instead beginning to prove that certain design choices like roadside trees, narrower lanes for 

automobiles and pedestrian scale retail may actually decrease the number of collisions 

(Dumbaugh, 2005). Conventional roadways are actually designed in such a way that the 

average driver feels quite comfortable travelling well above posted speed limits, and these 

high speeds are the real culprits in many collisions. If the roadway were designed in such a 

way that the actual infrastructure encourages vehicles to slow down, all the users of the 

roadway, including pedestrians and cyclists would be safer. Complete streets encourage this 

sort of design. 
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2.3 Livable Streets 
 
Safer streets are also more livable streets. A study by Dumbaugh and Rae (2009) was done 

on two sections of an urban arterial located near downtown Orlando, Florida, one containing 

elements traditionally identified as “livable” and one section lacking them. The livable section 

is slightly closer to downtown and had pedestrian scaled retail abutting a sidewalk, slightly 

narrow lanes of travel for vehicles, on street parking and roadside obstacles like trees. While 

the general cross section of the roadway further from downtown is similar, there is no 

pedestrian scaled retail or on-street parking and the roadway has wider lanes of travel. The 

results of studying collisions along this stretch of roadway found that there were roughly 35-

40% fewer crashes per mile on the livable section and 100% less fatalities. 

 

Along with being safer, a livable street is simply a more pleasant place to be. Through his 

comprehensive evaluation of some of the best streets in the world, Great Streets, Allan B. 

Jacobs identified a number of elements that are key to a great, or livable street, many of 

which complement the development of complete streets. For example, Jacobs (1993) lists 

places for people to walk with leisure, physically comfortable environments and visually 

engaging street side elements as necessary for great streets. Along with these necessities, 

he also identifies elements like trees and accessibility as contributing to the strength of the 

street as a great place.  

  

The U.S Department of Transportation identified a number of principles that are key to 

livability, for example providing more transportation choices and valuing existing 

communities and neighbourhoods, two principles which can be supported by complete 

streets (U.S Department of Transportation, 2011). According to that same Guidebook, 

livability in transportation is about using these shared community resources to help achieve 
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broader community goals, through better design, higher quality public transit and by 

connecting all modes of transportation to make a truly intermodal system.  

2.4 Sustainable Streets 
 
Finally, a complete street is a sustainable street. Transportation can have a significant and 

detrimental effect on the environment. In 2006, the transportation sectors was directly 

responsible for 28% of total greenhouse gas emissions in the United States the United 

States, 34% of which came from passenger cars (U.S Department of Transportation, n.d.). 

Complete streets can be part of a design solution that helps encourage users to make 

changes in the type of mode they use, which could help reduce the number of vehicles on 

the road and consequently reduce greenhouse gas emissions. Complete street 

redevelopment also affords communities opportunities to include more environmentally 

friendly infrastructure in and along the roadways like environmentally friendly pavement and 

storm water runoff collection and treatment alternatives.  

 

2.5 Context 
 
Having justified the value of complete streets, this report now turns to examine three 

different communities that have all created Transportation Master Plans (TMP) that contain 

strategic direction shifts which seek to improve city-wide infrastructure for pedestrians, 

cyclists and transit users. Though not always specifically referred to as complete streets, 

each TMP places emphasis on these non-private automobile users. 

2.5.1 City of Kingston, Ontario 
 
The City of Kingston is a historical city located in Eastern Ontario, approximately halfway 

between the major metropolitan centres of Toronto and Montreal. The City covers 450 km2 

of land. Figure 3 shows the regional location of Kingston and a map of the central part of the 

city. 
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Figure 3: Kingston, Ontario (Google Maps, 2012) 

 

The 2006 population of the City was 117,207, and the census metropolitan area was 

152,358 (Statistics Canada, 2007a). The City contained 53,838 private dwellings in 2006, 

49.2% of which were single detached houses (Statistics Canada, 2007a). Kingston contains 

several large employers including a major hospital, prison and university. There are three 

major post secondary institutions in Kingston. Queen’s University is the largest, with 23,883 

students in 2010 (Queen’s University, 2010). St. Lawrence College and the Royal Military 

College also contribute the large student population that affects the demographic breakdown 

of the City. These student populations are often not included in census population data. 

 

As of 2006, the vast majority of trips to work were made in a private vehicle, either as a 

driver of a passenger. The modal split of transportation to work in 2006 is shown in Figure 4 

(Statistics Canada, 2007a). 
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Figure 4: City of Kingston Travel to Work Modal Split 

 

2.5.1.1 City of Kingston Transportation Master Plan 
 
The Kingston Transportation Master Plan (KTMP) was completed in July of 2004 by Dillon 

Consulting. The KTMP was the first TMP completed in the City following the amalgamation of 

surrounding Townships, and outlines the vision for transportation development in the City 

over the next 25 years.  Based on projected growth between 30% and 45%, the plan lays 

out a way to satisfy the growing travel demand in part by improving the services for walking, 

cycling and transit and continuing to make use of the existing infrastructure (Dillon 

Consulting Ltd., 2004). The KTMP is a guiding document, and policies and suggestions within 

it must be implemented through coordination with the Official Plan, community by-laws and 

general municipal direction. This TMP at no point directly references “complete streets” 

policies, but contains a number of policy directions that emphasize improving infrastructure 

for active transportation and transit in an attempt to decrease the private automobile modal 

share. It is therefore considered to be in line with the complete streets philosophy and can 

be evaluated as such.  
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In 2009, the transportation model used for the TMP was updated, however these updates do 

not represent an update to the policy document, and therefore will not be used as a part of 

this evaluation (AECOM, 2009). 

 

2.5.2 City of Waterloo, Ontario 
 
The City of Waterloo is located in Western Ontario, and had a metropolitan population of 

97,475 people in 2006. The City proper covers only 64 km2 of land. It is part of a large urban 

region, the Regional Municipality of Waterloo, which contained a total population of 478,121 

in 2006. The City of Waterloo contained 40,659 private dwellings in 2006 (Statistics Canada, 

2007b). The City of Waterloo is part of a strong technically driven economic region in 

Canada, and is also home to two significant post-secondary institutes, the University of 

Waterloo and Wilfred Laurier University. The student population of the City of Waterloo is 

estimated at 22,860, a number which was not included in the 2006 population count (City of 

Waterloo, 2010). 

 

Like the City of Kingston, and the Province of Ontario as a whole, the majority of trips to 

work in Waterloo are done in a private vehicle. The modal split of trips to work for both the 

City of Waterloo and the Province of Ontario are shown in Figures 5 and 6 respectively 

(Statistics Canada, 2007b). 
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Figure 5: City of Waterloo Travel to Work Modal Split 

 

 

Figure 6: Province of Ontario Travel to Work Modal Split 

2.5.2.1 City Of Waterloo Transportation Master Plan 
 
The population of the City of Waterloo is projected to increase to 150,000 people by 2031 

(City of Waterloo, 2006). The City of Waterloo Transportation Master Plan (WTMP), written 

by IBI Group, was approved by the City Council on April 18, 2011, and is designed to help 

accommodate that growing population while fostering a transportation vision that will make 

75%	  

9%	  

4%	  

11%	  
1%	  

Car, Truck or Van (Driver) 

Car, Truck or Van (Passenger) 

Public Transportation 

Walked or Biked 

Other 

71%	  

8%	  

13%	  

7%	   1%	  

Car, Truck or Van (Driver) 

Car, Truck or Van (Passenger) 

Public Transportation 

Walked or Biked 

Other 



Planning for Complete Streets: A Comparative Evaluation of Three Transportation Master Plans 

15 

the city accessible for all. Some of the goals of the TMP include helping to build a healthy 

community, reducing obesity, and improving coordination between the various city 

departments. The plan recognizes the importance of the personal automobile, but hopes to 

direct the City towards a more multi-modal system through Canada’s first complete streets 

policy (IBI Group, 2011). Like the KTMP, the WTMP is not a binding legal document and 

must be implemented through coordination with the Official Plan and By-laws. 

 

2.5.3 City of Fort Collin, Colorado 
 
Located in Northern Colorado, the City of Fort Collins covers an area of 138 km2, and was 

estimated to have a population of 129,511 people in 2006 (City of Fort Collins, 2006). There 

were 55,840 housing units in 2006, 31,394 of which were single detached (City of Fort 

Collins, 2006). The larger urban area of Fort Collins-Loveland had a population of 287,600 in 

2007 and is projected to increase to 322,600 by 2030 (Demographia, 2007). The City of Fort 

Collins, like the Cities of Kingston and Waterloo has a major university and a large student 

population. Colorado State University has a population of approximately 30,000 students 

(Colorado State University, 2009). 

 

In the City of Fort Collins, like the other two cities in this study, the majority of trips to work 

are done in private vehicles. The modal split to work can be seen in Figure 7 below. Note 

that the categories in this table differ slightly from the Canadian cities, because the source is 

different. 
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2.5.3.1 Fort Collins Transportation Master Plan 2004 
 
The Fort Collins Transportation Master Plan (FCTMP) 2004 was one of the plans evaluated by 

the NCSC as part of their Policy Analysis survey completed in 2010 (Seskin, 2010). It was 

chosen for this report because it was one of the highest evaluated plans in that survey. An 

update to the FCTMP was completed in 2010, but because the update has not been 

evaluated by the NCSC, the 2004 version of the TMP will be the one used for this research.  

 

The FCTMP looks to the year 2025 as the planning horizon. The plan focuses on a 

commitment to a multimodal transportation system, environmental stewardship and 

development of travel corridors that support pedestrians and cyclists (PBS&J, 2004). The 

TMP is coordinated with the Fort Collins City Plan to help the city mitigate the perceived 

negative impacts that have come from the past prioritization of the private vehicle. Like the 

KTMP, the FCTMP makes no specific reference to complete streets but contains a number of 

policies and suggestions that seek to improve infrastructure for cyclists, pedestrians and 

future transit users. The central vision of this TMP is effectively summarized in the first 

73% 

12% 

1% 
2% 

7% 
5% 

Car, Truck or Van (Driver) 

Car, Truck of Van (Carpool) 

Public Transit (Excluding 
Taxi) 

Walked 

Taxicab, Motorcycle, Bike or 
Other 

Worked at Home 

Figure 7: City of Fort Collins Travel to Work Modal Split 



Planning for Complete Streets: A Comparative Evaluation of Three Transportation Master Plans 

17 

transportation principle which states that, “the physical organization of the City will be 

supported by a framework of transportation alternatives that balance access, mobility, safety 

and emergency response through the city, while working towards reducing the rate of 

growth of vehicle miles traveled and dependence upon the private automobile.”(PBS&J, 

2004) (p. 2-8) 

Case Study Rationale 
 
The City of Kingston TMP was selected as the primary case study for this research because a 

number of initiatives at the City of Kingston over the past decade indicate a strong desire to 

support transportation changes that encourage the use of public transit and cycling as well 

as continuing to support pedestrian safety. Some of these initiatives include The Kingston 

Transit Redevelopment Study, Core Area Cycling Review and a courtesy crossing pilot 

program for pedestrians (City of Kingston, 2012a). All of these initiatives go along with the 

City’s goal of becoming Canada’s most sustainable city (City of Kingston, 2012b). Because 

the KTMP predates and oversees many of these initiatives, evaluating it for complete streets 

policies is a useful way of identifying gaps in the policy language towards achieving these 

goals. The comparison case studies were selected because the plans had been externally 

identified as strong and represented communities of relatively similar size and character. The 

next section of the report will explain further the case study method and evaluation criteria 

employed in this research.   
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3 Methodology and Evaluation Criteria 

3.1 Introduction 
 
The purpose of this chapter is to present the criteria used to evaluate the three 

Transportation Master Plans (TMP) for their robustness as complete street policy documents. 

The chapter will first explain the qualitative method of comparative case study chosen as the 

research method. The chapter will then present and justify the evaluation criteria tool that 

was used as the framework to compare and evaluate the Transportation Master Plans. 

Following the introduction to the evaluation criteria, the chapter will end with a discussion of 

the research limitations. 

 

3.2 Case Study Method 

This report utilizes a comparative case study method. Three separate TMPs will be evaluated 

using uniform criteria to identify the strengths and weaknesses of the policy documents as it 

relates specifically to supporting the goal of developing complete streets. The comparative 

case study method is appropriate for this form of research as it is well equipped to handle 

qualitative research that deals in “how’s” and “why’s” and research of an exploratory nature 

(Yin, 2009). A comparative case study, in particular, is appropriate to highlight and discover 

similarities and differences as well as patterns across different the different Transportation 

Master Plans (Campbell, 2009). One advantage of a evaluating more than one plan is that 

results can be considered more robust (Yin, 2009). The use of multiple case studies also 

makes the results more generalizable by showing the application of the research method 

across several cases.  
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Several criteria were employed in selection of the case studies for this research. The 

overarching goal of the research was to examine how transportation policy documents are 

helping communities develop complete streets. Many Canadian communities are developing 

or have recently developed Transportation Master Plans that claim to better consider the 

needs of a variety of street users. The City of Kingston Transportation Master Plan was 

selected as the primary case study. The City of Waterloo Transportation Master Plan was 

selected because it contains language that specifically pertains to complete streets and 

comes from a City that is of similar demographics to the City of Kingston. Furthermore, 

because both cities are located in the same Canadian Province, they operate under similar 

legislative frameworks, which makes comparing policy documents more relevant. Fort Collins 

Transportation Master Plan 2004 was chosen as the third case study because it was the 

second highest-ranking Transportation Master Plan of those evaluated by the National 

Complete Streets Coalition (Seskin, 2010) and is comparable in size and make-up to the 

already selected case studies. This will provide a standard against which the two Canadian 

plans can be compared to the plans already evaluated by the NCSC. 

 

3.3 Evaluation Criteria 
 
One of the most important elements of effective comparative case study research is insuring 

that framework used to evaluate them is theoretically sound (Campbell, 2009). In this 

research, the three case studies will be evaluated using criteria established by the National 

Complete Streets Coalition for an ideal complete streets policy. These criteria will be 

explained using the National Complete Streets Coalition’s Complete Streets Policy Analysis 

2010 as well as other literature to justify their inclusion in the evaluation rubric. The 

explanations of the evaluation criteria grounds the research in the academic literature about 

complete streets and will help enforce validity of the research.   
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Effective policy is clear, specific and contains tools for implementation. The following criteria 

evaluate how effectively the case study city’s transportation policy is meeting the desire to 

develop complete streets. According to the NCSC, the criteria included in this evaluation tool 

were selected based on consultation with their members and the information found in 

Complete Streets: Best Policy and Implementation Practices (American Planning Association, 

2010) which combine to reflect the cumulative experience of national experts in 

transportation and planning policy (Seskin, 2010). The criteria are described qualitatively 

below and the scoring rubric is included for each one. An evaluation of the effectiveness of 

the Toolkit used for this analysis can be found in Appendix A.  

 

Each criterion is initially scored out of five. That score out of five is then multiplied by a 

weighting factor based on NCSC expertise on how strongly that criterion contributes to a 

complete streets policy. For example, Vision scores count 6 points out of 100 to the total 

final score, so a score of 3/5 in that category actually amounts to a score of 3.6/6 in the final 

weighted score. The table below shows the total weighted value of each of the criterion. 

After the weightings are assigned and the weighted scores totalled, all plans can be 

compared out of a final score of 100.   

 

 

Evaluation Criterion

Vision
All Users and Modes
Network/Connectivity
Jurisdiction
Phases
Exceptions
Design
Context Sensitivity
Performance Standards
Implementation Plan

Total

Weighted Total

6
20
2
8
12
16
4
8
4
20

100
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3.3.1 Vision 
 
The foundation of a strong policy document is clear vision. This is particularly true of 

documents like Transportation Master Plans, whose real purpose is to cast of the vision of 

the transportation system of a community over the next 5 to 25 years. The vision of a plan, 

whether directly stated or implied, also lays out the reasons that a community has decided 

to consider the implementation of complete streets policies. Plans that are matched up with 

the desires and values of the citizens they represent have the best chance at successful 

implementation (Klein, Benson, Anderson, & Herr, 1993). Because each community will have 

different reasons for initially valuing the adoption of a complete streets policy, this criterion 

is used to evaluate how clearly the intent to provide streets that consider the needs of all 

users is laid out.   

 

Scoring for this criterion is based on the strength of the language and the clarity of intent. 

Full scores are awarded to plans or policies that use strong statement regarding the need for 

complete streets to be implemented (for example “will” and “must” statements). Average 

plans in this category will contain language about the need to include complete streets in the 

network, but contain some weak language that may create loopholes through which 

implementation can be avoided. These plans will receive 3/5. Plans that lack clear direction 

and intent in their vision receive 1/5.  

 

 

Scoring

1

3

5

Vision
Indirect language - shall implement complete 
street principles, etc.

Average - direct statement, but some equivocating 
or weaker language

Strong - direct statement (must, shall, will)



Planning for Complete Streets: A Comparative Evaluation of Three Transportation Master Plans 

23 

3.3.2 All Users and Modes 
 
Burden & Litman (2011) claim that most transportation problems can be solved by creating a 

transportation system that allows users to select the correct mode for each trip. While it is 

likely a stretch to imagine that simply providing alternatives will eliminate the value society 

currently places on the private automobile, this ideology does provide a good jumping point 

for the value of a better-integrated multi-modal system. This means a system where users 

can comfortably walk for short trips, take a bike or transit for medium trips, and use the 

private automobile for carrying larger loads and intercity travel. For a transportation system 

to function in this way, the system and many of the streets need to be designed in such a 

way that users can safely and comfortably choose the appropriate mode. Because a 

complete street recognizes that the street is a public space (Dumbaugh, 2005), it must be 

designed in such a way that all potential users have the ability to share that space equally. 

To that end, this criterion assigns scores based on the number of different modes that are 

addressed in the policy. It evaluates the recognition in the policy document that pedestrians, 

cyclists and public transit users are of equal importance as the private vehicle. 

 

 

Plans must, at minimum, include policies for bicyclists and pedestrians to even be considered 

for this criterion. Recognizing a transit system and transit users provides a score of one. The 

Scoring

--

1

2

3

1
1

Bicyclists and pedestrians (required for 
consideration)

Plus transit

Plus transit and one more: motorists OR freight OR 
emergency

Plus transit and two more: motorists OR freight OR 
emergency

Plus all ages
Plus all abilities

All Users and Modes
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addition of one of motorists, freight or emergency vehicles provides an additional point. 

Recognition of transit plus two of motorists, freight or emergency vehicles gives a score of 

3/5. Mention of planning for all ages and all abilities adds one point each. 

 

3.3.3 Network/Connectivity 
 
A transportation system is a network, and changes to one piece of the network affect the 

rest of the network. This is accepted and recognized in most transportation engineering 

practices when it comes to vehicular traffic. Traffic engineers understand that closing one 

roadway will increase traffic on alternate routes, and building new roadways will change the 

way that traffic uses the existing roadways (Vanderbilt, 2008). The transportation system is 

a network for cyclists, pedestrians and public transit users as well. To that end, a complete 

streets policy cannot apply to a single street in isolation. This criterion exists to evaluate 

whether the plan addresses the need for the transportation network to have strong 

connections for all users of all modes. 

Because not all the plans being evaluated are specific “complete streets” policies, full points 

will be awarded in this category if the plan stresses the importance of good linkages for non-

auto modes of transportation and stresses the importance of connectivity of the network. 

 

3.3.4 Jurisdiction/Applies to All Roads 
 
This criterion evaluates how well the transportation policy addresses the inter-jurisdictional 

nature of transportation planning. Within many municipalities, the majority of the roads will 

fall under local jurisdiction, and it is understood that complete streets policies will apply to 

these roads. However, the network may be connected with Provincial Highways or even 

Scoring
0
5

Network/Connectivity
Not mentioned or discussed
Acknowledged
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federal infrastructure. Private developers complete transportation infrastructure in new 

developments. The purpose of this criterion is to evaluate how well the plan addresses the 

inter-jurisdictional challenges that may come in applying a complete streets policy. 

 

If the plan addresses that developers will be required to comply with the complete streets 

goals and objectives, the plan receives three points. If the plan also states that, in general, 

there will be a need to work with other agencies it receives an additional two points. 

 

3.3.5 Phases 
 
The criterion for phasing is linking to jurisdiction, in that it evaluates how well different 

opportunities for redevelopment and development of complete streets are captured. The 

heart of complete streets policies is working towards improving safety and accessibility 

across the network for all users. As such, a strong policy will acknowledge that there are 

multiple opportunities to create and upgrade this network, and not just focus on “one-off” 

special projects. Plans that acknowledge that a variety of projects can address the 

development of complete streets (for example repaving providing opportunity to widen a 

bike lane) receive full points in this category.  

Scoring

--

3

3
2

Agency-owned (assumed for states, counties, and 
cities

States & regions: agency-funded, but not agency-
owned

Counties & cities: privately-built roads
Plus recognizes need to work with other agencies

Jurisdiction/Applies to all Roads
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If the policy is only applicable to new projects, the plans receive no points in this category. If 

the plan makes it clear that the policies will also apply to retrofit and reconstruction projects 

they receive 3 points. If the policy also makes mention of applying complete street principles 

to maintenance and operations they receive an additional two points. 

3.3.6 Exceptions 
 
This criterion exists to recognize that successful implementation of a policy requires there to 

be a set process that acknowledges that there may be the need for exceptions without 

creating too many ways for users to ignore the goals of the policy. Specifically, the NCSC has 

recognized three acceptable exceptions. The first is that there are certain corridors that are 

specifically designed for one user, like interstates (or Provincial Highways for the Canadian 

context) or pedestrian malls where it does not make sense or is legally prohibited to 

redevelop the corridor to accommodate all users. The second exception is that if the cost of 

redevelopment is largely disproportionate the expected need it may be not be reasonable to 

accommodate all modes. Finally, in some cases there may simply be a documented absence 

of need (Seskin, 2010). Scoring in this category is based on how clearly appropriate 

exceptions are laid out and whether the required approval process is specified.  

Scoring
0
3

2

Phases
New construction only
New and retrofit/reconstruction projects
Plus clear application of policy to all projects, or 
specifically including repair/3R projects, 
maintenance, and/or operations
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Plans receive one point in this category if exceptions are listed, but there is a lack of clarity 

or room for loose interpretation in at least one of them. Two points are awarded if 

exceptions are listed and clear. The plan will receive three additional points if the process for 

receiving approval of exceptions is explicit. 

3.3.7 Design 
 
In his thorough evaluation of what makes a street work call Great Streets,  Allan B. Jacobs 

(1993) identified seven physical qualities that were always present. A great street will have: 

- Places for people to walk; 

- Physical comfort for the user; 

- Physical characteristics that define the street and let the user know when they have 

entered and exited; 

- Elements that are engaging to look at; 

- Buildings that are complementary to the space in scale and design; 

- Maintenance and upkeep; and 

- Quality in the construction and design. 

 

These physical qualities can be brought about through good design. A complete street policy 

must set out a standard by which redevelopment and new construction will be designed. 

There are a variety of design standards available for a municipality to choose from; some 

from external sources, or a municipality may develop its own design standards. A challenge 

Scoring
0

1

2
3

Lists exceptions, but at least one lacks clarity or 
allows loose interpretation

Lists exceptions, none are inappropriate
Plus approval process specified

Not mentioned or listed
Exceptions
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may come in trying to meld the urban design standards with transportation standards. The 

Institute of Transportation Engineers (IT) and the Congress for the New Urbanism in the 

United States, in their recommended practice guide Designing Walkable Urban 

Thoroughfares: A Context Sensitive Approach, for example, provide design guidelines for the 

various parts of street including the travelled way, street side, and intersections (Institute of 

Transportation Engineers, 2010). These design guidelines address everything from lane 

width, street side parking design, sidewalk width and furnishings to curb radius and 

crosswalk countdown times. The point of this criterion is that are a variety of current and 

innovated design criteria for designing streets for all users, and TMPs should take advantage 

of these. Points are awarded in this criterion for making use of the latest criteria and for 

recognition of the need for design flexibility to create roads that provide the right amount of 

accommodation for their circumstances, while still protecting the overarching network goals.  

 

Plans receive three points in this category for referencing using the latest design criteria. An 

additional two points are awarded for referencing balancing user needs or having a flexible 

design approach.  

 

3.3.8 Context Sensitivity 
 
There are two basic elements to context sensitive solutions for design. The first is mainly to 

do with how context sensitive design processes are conducted and why they matter. The 

second part has to do with identifying the context and actually completing designs that are 

appropriate to it. The ITE Guide Designing Walkable Urban Thoroughfares: A Context 

Scoring
0
3
2

Design
No mention (or policy is itself a design manual)
Plus references design criteria
Plus references balancing user needs
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Sensitive Approach (2010) states good street design can only come from the combined 

efforts of transportation planners, civil engineers, land use planners, design professional and 

adequate involvement of all relevant stakeholders, including, but not limited to elected 

officials, appointed commissioners, developers, other transportation agencies and, of course, 

citizens. When done properly, context sensitive design can be effective in making the project 

proceed smoothly and quickly, because citizens will be on board with the design (Institute of 

Transportation Engineers, 2010) Furthermore, through adequate community involvement, 

the end design will not just be based on traffic volumes and projections but on community 

desires and input. Context sensitive design also better fits into future land use planning 

because it helps the designer to build the road for the community they want to have, and 

not necessarily the community they currently have.  

 

Principles of context sensitivity match the principles of complete streets but round out the 

concept by recognizing the need for partnerships, public involvement and the interchange 

between land use planning and transportation planning.  

 

Full points are awarded for this criterion based on the presence of discussion about the need 

for context sensitive design.  

 

3.3.9 Performance Standards 
 
Traditional transportation system performance measures are based on a vehicle level of 

service (LOS) where grades are attached the function of a roadway and intersection based 

on congestion, delays and time spent waiting at intersections. While this is an effective way 

Scoring
0
5Acknowledged

Context Sensitivity
Not mentioned or discussed
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of measuring how well a motor vehicle will experience use of the roadway, it fails to account 

for almost everything a complete street is attempting to accomplish. Because of that, 

complete street policies require some sort of alternative means of quantifying how well the 

system is performing. A example from Roanoke, Virginia includes measuring the total 

number of on-street bicycle routes, linear feet of new pedestrian accommodation, and the 

number of new street trees planted (American Planning Association, 2010).  

 

Inclusion of some sort of performance measures nets the plan full scoring under this 

criterion. 

 

3.3.10 Implementation plans 
 
Finally, a plan or policy is only as strong as the system that has been set up to implement it. 

The NCSC identified four steps that are key to implementation.  

- Revision of any related plans, regulations and procedures. 

- Development of new guides and design policies. 

- Workshops and training opportunities for planners and engineers. 

- Continual development of improved performance measures (Seskin, 2010). 

 

Scoring for this criterion is based on identifying some of the above steps and assignment of 

responsibility for implementation. Points are also awarded for plans that establish a system 

that prioritizes projects that improve accessibility for all users and does not only rank 

projects based on decreasing level of vehicular service.    

Scoring
0

5

Performance Standards
Not established

Establishes new measures (does not count in next 
steps)



Planning for Complete Streets: A Comparative Evaluation of Three Transportation Master Plans 

31 

 

If plans have no implementation plan specified they receive no points in this category. One 

point is awarded for a general discussion of implementation. Three out of five points are 

awarded if two of the four above listed implementation strategies are included. An additional 

point is awarded for specifying a specific person or board to oversee implementation. A final 

point in this category comes specifying that project selection criteria should shift from simple 

LOS indicators.  

3.4 Data Analysis Method 
 
Based on the criteria explained above, each of the three Transportation Master Plans will be 

thoroughly reviewed and scored. Document review is, therefore, the primary research 

method in this report. Document review is an effective research method because of the 

stability and the breadth of information the researcher can evaluate (Yin, 2009). Because not 

all of the Transportation Master Plans being evaluated are specific complete streets policies, 

the evaluation will not strictly be based on the exact language present, but rather the intent 

observed behind the plan. A quantitative evaluation of policy cannot fully capture some of 

the nuances of language and intent, and so a discussion about each criterion will be included 

for all three plans. Each plan will be reviewed and scored separately, and then the analysis 

will conclude with a discussion about the relative strengths and weaknesses of each plan, 

and what they can learn from one another. 

Scoring
0
1

3

1

1

Implementation Plan
No implementation plan specified
Addresses implementation in general

Addresses two to four of listed implementation 
plans

Plus assigns oversight of implementation (person 
or advisory board) OR establishes reporting 
requirement
Plus directs changes to project selection criteria
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3.5 Limitations of Research Methodology 
 
Comparatively evaluating policy documents is challenging because they are written in 

different jurisdictions and even when they share the same title, may have different intents, 

In particular, because this study compares an American policy to two Canadian policies, 

there will be differences in form, intent, language and goals. Furthermore, the scoring 

criteria are based on evaluating a complete streets policy and the City of Kingston TMP, 

though sharing many of the same goals, does not contain specific language regarding 

complete streets. These challenges will be met by looking to the intent of the policy and by 

using the qualitative discussion to address some of the strengths and weaknesses that may 

not be addressed in the scoring criteria used. The scoring is simply used as an overall way to 

rank the plans and as a way to compare them to policies that have already been evaluated 

by the National Complete Streets Coalition. The purpose of this study, however, is to assess 

the strengths and weaknesses of each plan and therefore the scoring cannot be viewed 

independently of discussion. 

 

Another caveat in this research is that a single researcher will do all assessments. This will 

likely introduce some researcher bias into the results. This is counteracted somewhat by 

using a Transportation Master Plan that has already been evaluated by an external 

organization, which will help put the researcher’s findings into context with external findings. 

The researcher is also more familiar with the City of Kingston as she has lived and studied 

there for the past year. This will be counteracted by evaluating only policy language, and not 

considering current implementation and infrastructure development visible in the City. This is 

the purpose of using externally establish evaluation criteria. 
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Finally, all the plans are being evaluated based on criteria established by an organization 

that has complete streets as their mandate, and therefore assumes that these types of 

streets are, in fact, the correct transportation solution. This is validated to some extent 

through the background research conducted on complete streets. However, all evaluations 

must be viewed through that context and results considered in light of other transportation 

goals and objectives a transportation organization may have as their own mandate. 
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4 Analysis 

4.1 Introduction 
 
Using the ten criteria identified by the NCSC and the American Planning Association (APA) as 

key elements of a complete streets policy, three different Transportation Master Plans were 

evaluated: The Kingston Transportation Master Plan, The City of Waterloo Transportation 

Master Plan, and The Fort Collins Transportation Master Plan 2004. The reports were 

reviewed, and language or policies that pertained to any of the given criteria were classified 

accordingly. Some of the evaluation criteria are simply looking for the absence or presence 

of particular language or themes, and others are evaluating the strength of certain aspects 

of the policy. The ensuing chapter provides a discussion of each of the plans according to 

the ten categories of evaluation as well as scoring as dictated by the evaluation criteria 

provided in the previous chapter. 

4.2 Vision 

4.2.1 Kingston Transportation Master Plan (KTMP) 
 
The KTMP claims to outline the City of Kingston’s vision for the transportation network of the 

City, including infrastructure and programs. There is no clear “vision statement” in this plan, 

but it is instead based on three key deliverables: maximizing existing infrastructure, a transit 

strategy and a citywide network of paths and trails for active transportation. The plan is 

based on 13 “Action Plan Transportation Principles,” several of which do address creating a 

more balanced system for all users. For example, the fifth principle is to “create an 

environment in which automobiles can play a more balanced role (p. 3).” The transportation 

principles also promote walking as a transportation mode, call for increasing opportunities 

for cycling and an improved public transportation system. While the principles espoused in 

the plan cast a generic vision for improved active and public transportation, the language is 
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not strong. In fact, the authors of the plan specifically indicate that, though the 

recommendations of the plan are based on the communities desires to shift emphasis away 

from the private automobile, “[s]hould this shift fail to take place, the identified road needs 

will be more than those identified… [and]… monitoring the progress of change is therefore 

important to assist in achieving the plan” (Dillon Consulting Ltd., 2004) (p. 11). The 

language of the plan makes it feel as though the authors do not expect the shift in modal 

split to take place.  

 

Though the plan does recognize the need for a change to the system to better consider all 

users, it lacks a clear vision and does not contain strong language that would ensure 

implementation. The plan receives a score of 1/5 for this element. 

 

 

4.2.2 Waterloo Transportation Master Plan (WTMP) 
 
The WTMP has a vision statement that is taken from another city planning document, the 

City of Waterloo’s Strategic Plan 2007 – 2010. The purpose of the TMP is “to develop a 

coordinated and integrated transportation system that provides realistic alternative travel 

options to the auto thereby creating a City that is truly accessible to all” (p. 5). Going 

further, the plan further states that the TMP “must provide a multi-modal strategy” (p. 5) for 

the City and Region.  

 

Points Weighted Total

1 ✔

3

5
1 1.2Total

Vision
Indirect language - shall implement complete 
street principles, etc.

Average - direct statement, but some equivocating 
or weaker language

Strong - direct statement (must, shall, will)



Planning for Complete Streets: A Comparative Evaluation of Three Transportation Master Plans 

37 

As mentioned in the background chapter, the WTMP contains a subsection pertaining to 

complete streets. This section states, “It is recommended that the City of Waterloo adopt a 

complete streets policy…” (Emphasis added) (p. 58). 

 

While the WTMP has strong language about providing a multi-modal strategy for the City, 

the weaker language in the complete streets section makes complete streets feel like a 

suggestion rather than a policy. This plan receives a score of 3/5 on this category. 

 

 

4.2.3 Fort Collins Transportation Master Plan (FCTMP) 
 
The FCTMP opens with seven transportation characteristics that set up the framework for 

the TMP. Of these seven, two can be seen to relate to complete streets development. The 

first pertains to the development of a multi-modal transportation system that encourages 

safe and efficient choices. The second is about developing a transit system. Like the WTMP, 

the FCTMP has an overall vision that is taken from another city planning document. As it 

pertains to transportation, the vision states “Fort Collins will confront and mitigate the 

negative impacts of the car on our lives. The vision recognizes the importance of the 

automobile as a means of transportation, but begins to shift the balance towards a future in 

which different modes of transportation are used…” (p. 2-2). 

 

While the plan does cast a rather clear vision of improving alternative modes of 

transportation, the focus, as seen in this vision statement, continues to be on the private 

Points Weighted Total

1

3 ✔

5
3 3.6

Vision
Indirect language - shall implement complete 
street principles, etc.

Average - direct statement, but some equivocating 
or weaker language

Strong - direct statement (must, shall, will)
Total
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automobile. For this reason, the plan will be awarded an average score of 3/5 for lacking 

forceful language in the vision.  

 

4.2.4 Comparison of Vision Language 

 
 

Points Weighed Points

1 6

3 ✔

5
3 3.6

Vision
Indirect language - shall implement complete 
street principles, etc.

Average - direct statement, but some equivocating 
or weaker language

Strong - direct statement (must, shall, will)
Total

Kingston Waterloo Fort Collins
"...critical policy document that will 
influence every trip taken by 
residents and visitors" (page 1)

"to develop a coordinated and 
integrated transportation system 
that provides realistic alternative 
travel options to the auto thereby 
creating a City that is truly 
accessible to all." (page 5)

"Promote the development of a 
multi-modal transportation system 
(automobile, transit, bicycle, and 
pedestrian) that encourages 
mobility and a variety of safe, 
efficient travel choices." (page 2-
1)

"create an environment in which 
vehicles play a more balanced 
role" (page 3)

"To meet this Vision, the 
transportation master plan must 
provide a multi-modal strategy for 
the City of Waterloo, supported by 
the Region of Waterloo, with 
transportation capacity, 
infrastructure and services needed 
for the movement of people and 
goods within and through the City 
to the year 2031" (page 5)

"Promote a local transit system." 
(page 2-2)

"The community has expressed a 
strong desire to shift the emphasis 
on travel away from the private 
auto to more environmentally 
friendly and sustainable 
transportation modes….. Should 
this shift fail to take place, the 
identified road needs will be more 
than those identified in this plan 
and/or congestion levels on the 
road network may grow to 
unacceptable levels" (page 11)

"It is recommended that the City 
adopt a complete streets policy." 
(page 58)

"Fort Collins will confront and 
mitigate the negative impacts of 
the car on our lives. The vision 
recognizes the importance of the 
automobile as a means of 
transportation, but begins to shift 
the balance towards a future in 
which different modes of 
transportation are also used. Our 
community will have an overall 
transportation system and urban 
form that supports a wide choice 
of efficient ways to travel, thereby 
reducing the rate of growth in 
total daily VMT." (page 2-2)
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4.3 All Users and Modes 

4.3.1 KTMP 
 
The KTMP has sections devoted to roads, pedestrians, cyclists and the public transit system. 

Under the roads section, the plan identifies that a road will contain all elements of the 

transportation network, including pedestrians, bicyclists, public transportation, private 

transit, taxis, private vehicles, trucks and other intercity travel modes. The plan also 

addresses the need to identify routes for goods movement throughout the city.  

 

The plan therefore receives 3/5 points, as it addresses five different modes of transportation 

(walking, cycling, motorists, transit and goods), but does not contain any acknowledgement 

of addressing the needs of users of all ages and with differing abilities. 

 

4.3.2 WTMP 
 
The WTMP effectively addresses the needs of a variety of different modal users within the 

system. The plan contains a separate section addressing the importance of active 

transportation and the needs of those users. The plan also indicates the need to include auto 

drivers, passengers, transit, bicycles and pedestrians into traffic modeling. Within the 

complete streets section, the plan also addresses the need to plan for truck routes for the 

accommodation of goods movement. The complete streets policy, as interpreted by the City 

Points Weighted Total

-- ✔

1

2

3 ✔

1
1
3 12Total

Plus transit

Plus transit and one more: motorists OR freight OR 
emergency

Plus transit and two more: motorists OR freight OR 
emergency

Plus all ages
Plus all abilities

Bicyclists and pedestrians (required for 
consideration)

All Users and Modes
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of Waterloo was stated in the vision section of this chapter, but bears repeating here: “It is 

recommended that the City of Waterloo adopt a complete streets policy to plan, design, 

operate and maintain streets to enable all users of all ages and abilities – pedestrian, 

cyclists, transit riders and motorists – to safely move across City streets” (p. 58). 

 

For acknowledging at least five different modes as well as the needs of all ages and abilities, 

the plan receives five points for this criterion. 

 

4.3.3 FCTMP 
 
The FCTMP also addresses a variety of modes of transportation. Like the other two plans, 

the FCTMP continues to recognize the importance of motorists in the transportation system. 

The plan also contains specific sections addressing the needs of pedestrians and cyclists in 

the transportation system. There is also discussion about implementing a fixed route transit 

service in the city.  

 

The FCTMP contains a large section about the development of transportation corridors within 

the City. The discussion about these corridors identifies them as being crucial for the 

movement of both people and goods through the city. Finally, within both the cycling and 
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pedestrian sections of the plan, there is language acknowledging the need to plan for all 

ages and abilities of users. 

 

Like the WTMP, the FCTMP recognizes the needs of five different modes of transportation, 

and mentions the needs of all ages and abilities, and thus receives a full score of 5/5 for this 

criterion.      
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4.3.4 Comparison of Users and Modes Language 

 

4.4 Network/Connectivity 

4.4.1 KTMP 
 
Part of the strategic direction of the KTMP relates to the importance of pedestrian linkages to 

transit and the value of a system of recreational trails and pathways throughout the city. The 

policies found within the “Walking” chapter of the plan call for pedestrian connections 

between neighbourhoods, sidewalks on all urban arterials roads and collectors roads 

adjacent to developed land, improved pedestrian connects to the transit system and well 

delineated pedestrian access from main building entrances to public walkways. The plan also 

addresses the need for a complete network and appropriate facilities to encourage cycling. 

Kingston Waterloo Fort Collins
"Roads contain elements of the 
network for all modes of travel, 
such as: pedestrians…, cycling…, 
public transit…., taxis…., auto…, 
trucks…, other intercity." (page 
52)

“It is recommended that the City 
of Waterloo adopt a complete 
streets policy to plan, design, 
operate and maintain streets to 
enable all users of all ages and 
abilities – pedestrian, cyclists, 
transit riders and motorists – to 
safely move across City streets.” 
(page 58)

"Multi-Modal Streets. Street 
corridors will provide for safe, 
convenient, and efficient use of all 
modes of travel, including motor 
vehicles, transit, bicycles, and 
pedestrians."  (page B-11)

"The City will:… Consider the 
identification of a Goods 
Movement Network…." (page 67)

"Efficient truck routes are also 
required to ensure goods 
movement to and within the City." 
(page 58)

"Recognizing the limits of the 
City’s financial resources, the City 
will ensure the provision of 
adequate facilities for the 
movement of goods and people 
while maintaining the integrity of 
existing streets and minimizing 
travel-related impacts within 
residential neighborhoods. As 
growth occurs, appropriate 
transportation investments should 
be made to support increased 
demands for travel." (page 2-8)
"Further work must be done to 
continue to enhance the Fort 
Collins pedestrian network and 
enhance overall multimodal 
mobility in Fort Collins for people 
of all ages and abilities." (page 5-
36)
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As far as transit goes, the plan calls for allowing for a road network that permits good transit 

links and providing physical infrastructure such as priority lanes where appropriate 

throughout the network.  

 

Though the KTMP does not address the development of a network of “complete streets,” it 

adequately calls for improved linkages for cyclists, pedestrians and transit users in such a 

way that stresses an understanding of an importance of a network for all users of all modes, 

not just the private automobile. The plan receives a full score of 5/5 for this criterion. 

 

4.4.2 WTMP 
 
The WTMP does an excellent job of addressing the needs of the network as a whole for all 

users. For example, the plan institutes a new roadway classification system “based on people 

movement rather than traffic movement focus” (p. 16). The plan also looks at the active 

transportation network and aims to improve the connections, integration with other modes 

and make better use of utility corridors throughout the City. Overall, the plan contains a high 

awareness of the value of connections throughout the network for all users, particularly 

those making use of public transit. 

 

The re-evaluation of the road classification system and desire to better integrate the active 

transit users into the network indicate a clear awareness of the importance of network within 

this plan, thus awarding it a full score of 5/5. 
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4.4.3 FCTMP 
 
Like the two other TMPs evaluated, the FCTMP addresses the need for a citywide system of 

biking transportation facilities as well as a citywide network of sidewalks, crossings and trails 

for pedestrians. In addition to those networks, the plan also specifically states “the city’s 

walkway, bikeway, transit and street system will allow for safe, efficient travel throughout 

the City for pedestrians, bicyclists, public transit users, and motor vehicles and will be 

considered as a system of transportation corridors providing connectivity within the 

community” (p. B-5). 

 

The FCTMP adequate indicates an understanding of the importance of a network of 

connected transportation routes for all modes. The plan receives a full score of 5/5. 

 

 

Points Weighted Total
0
5 ✔
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4.4.4 Comparison of Network/Connectivity Language 

 

Kingston Waterloo Fort Collins
"ensure widespread pedestrian 
linkages to transit to encourage 
modal shift" (page 8)

"A new roadway classification 
system has been developed for 
the City of Waterloo based on a 
people movement rather than 
traffic movement focus" (page 16)

"Transportation Corridors will be 
developed to provide efficient 
mobility and cost-effective 
transport of people and goods 
between the various districts of 
the City." (page B-22)

"The City will: 1. One new roads, 
and on reconstructed roads where 
feasible, require the provision of 
…d) pedestrian connections 
between neighbhourhoods…e) 
pedestrian linkages to major 
attractors/generators of walking 
trips" (page 31)

"Establish a cycling and trails 
network that connects people and 
places throughout Waterloo for 
people of varying experience via a 
network of convenient, safe, well-
designed, efficient and 
comfortable on-road bikeways and 
multi-use trails." (page 27)

"The City’s walkway, bikeway, 
transit and street system will allow 
for safe, efficient travel 
throughout the city for 
pedestrians, bicyclists, public 
transit users, and motor vehicles, 
and will be considered as a 
system of transportation corridors 
providing connectivity within the 
community." (page B-5)

"The City will:..2. Require the 
development of a pedestrian 
network that maintains a 
maximum walking distance of 400 
metres to all transit stops…" 
(page 31)

"The proposed cycling and active 
transit network will be Connected 
and comprehensive—within and 
between neighbourhoods; 
throughout all areas of the City; to 
adjacent municipalities and 
external destinations; within, to 
and around Uptown; and to transit 
in neighbourhoods." (page 27)

"The City will provide a safe, 
continuous and understandable 
pedestrian network incorporating 
a system of sidewalks, crossings 
and trails throughout the 
community. Bridges and crossings 
should be provided over railroads, 
rivers, drainageways, and other 
features that may be major 
barriers to a continuous 
pedestrian network." (page B-18)

"Ensure a complete [cycling] 
network and facilities to 
encourage modal shift and 
recreational use" (page 8)

"Neighbourhoods will be designed 
to facilitate transit and enable it to 
be well connected with other 
modes of travel, making it a 
desirable travel option."  (page 
28)

"The City will: ... 5. Provide a 
regular network of arterial and 
collector roadways to ensure 
adequate access and mobility for 
all areas in the City. For an 
effective and efficient transit 
service, provide for a layout for a 
collector road system that permits 
the linking of several adjacent 
developments with direct transit 
routing. In addition, make 
provision for transit signal 
priorities and transit priority lanes, 
where appropriate and feasible." 
(page 53-54)
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4.5 Jurisdiction/Applies to All Roads 

4.5.1 KTMP 
 
The KTMP addresses ensuring that cycling and walking facilities are provided in new 

developments. For example, the plans states that new developments must include design 

elements that promote cycling linkages. As a part of site plan approval, the plan also calls for 

owners of land to provide “direct, safe, secure and well-delineated access routes for 

pedestrians… and [owners] may also be required to provide pedestrian walkways across 

their property to the satisfaction of… the City” (p. 31). As for working inter-jurisdictionally, 

the plan says there will be a need to coordinate with neighbouring 

municipalities/counties/agencies and interest groups to extend the pathway system beyond 

the City. The same is also stated for the cycling network. 

 

Again, though the KTMP does not specifically discuss implementation of complete streets 

policies across jurisdictions, the language of the plan discusses the need to work with other 

agencies. There is also discussion of the need to incorporate cycling and pedestrian facilities 

within new developments. The plan therefore receives a full score of 5/5 on this criterion. 

 

 

4.5.2 WTMP 
 
This plan begins by explaining the complicated policy framework under which it exists. 

Because Waterloo is within a greater region called the Greater Toronto Area, and within the 
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Regional District of Waterloo, the plan must coordinate with a variety of policy documents 

that direct growth and transportation development in this region. The plan then goes on to 

say that the principles of complete streets should be incorporated into all aspects of the 

City’s responsibilities for streets, including communicating on reviews of roadways that fall 

under the jurisdiction of the Ministry of Transportation, the Province of Ontario or the 

Regional Municipality of Waterloo. The plan also states that complete streets principles must 

be incorporated into the planning of streets and street networks in secondary plans and 

plans of subdivisions, which shows the intent of the plan to apply to private developers as 

well. 

 

By addressing the other government jurisdictions that may be at play and discussing the 

need for complete street policies in new developments, this plan also receives a full score of 

5/5. 

 

4.5.3 FCTMP 
 
The FCTMP is less specific about how the inter-jurisdictional nature of transportation 

planning will be addressed than the other two plans. While there are policies that specify 

that new development must incorporate bicycle facility design and new design standards for 

sidewalks, there is no language that specifies that this will include private developers and it 

less clear than the other plans that this will indeed be the requirement. The plan therefore 

does not receive the three points for specifying that policies apply to private developers. 
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However, the FCTMP states that transportation corridors within the city must be integrated 

with county, regional, state and national transportation corridors and therefore seems to 

recognize the importance in working with others to fulfill this complete street vision. 

 

Because the plan does not clarify that policies will apply to private developers but does 

discuss the need to work with other agencies and governments, the plan receives a final 

score of 2/5 for this criterion.  
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4.5.4 Comparison of Jurisdiction/Applies to All Roads Language 

 

4.6 Phases 

4.6.1 KTMP 
 
In general, the KTMP contains mixed language regarding phases. Implementation of 

improved cycling, walking and transit infrastructure is addressed, generally, only when it 

comes to new projects and retrofit projects, but even then, often with weak language. Under 

the strategic direction section for cycling infrastructure, the plan indicates that funding 

should be increased to improve or add cycling infrastructure to new or reconstructed 

facilities to facilitate the development of a complete cycling network. For walking 

infrastructure the plan states that “where feasible,” sidewalks should be included on at least 

one side of all roads and both sides of urban arterials and developed collector roads. In the 

Kingston Waterloo Fort Collins
"As part of new developments, 
include design elements that 
promote walking… and cycling 
linkages" (page 8)

"Implement a “complete streets” 
approach for roadway planning 
and design associated with 
community plans and 
development sites." (page 29)

"Street standards and site 
planning requirements for 
development and redevelopment 
will ensure direct accessibility by 
pedestrians, bicycles, public transit 
vehicles and cars." (page B-6)

"...coordinate with neighbouring 
municipalities and/or counties, 
other agencies and interest groups 
to establish alignments and 
priorities for extensions to the 
pathway network beyond the city" 
(page 31)

"Incorporates the principle of 
Complete Streets into all aspects 
of the City’s responsibilities for 
streets including Planning of 
streets and street networks City-
wide, in secondary plans and 
plans of subdivision…" (page 58)

"Our community’s transportation 
system will be integrated with 
nearby county, state, and national 
systems."  (page B-7)

"Work with public and private 
sector partners to enhance 
personal security along routes 
which pedestrians and cyclists 
use…" (page 31)

"Incorporates the principle of 
Complete Streets into all aspects 
of the City’s responsibilities for 
streets including Review of 
roadways within the City under 
the jurisdiction of the Ministry of 
Transportation, Ontario (MTO), or 
the Regional Municipality of 
Waterloo (RMOW)..." (page 59)

"require as a condition of site plan 
approval, owners of land, to 
provide direct, safe, secure and 
well-delineated access routes for 
pedestrians.." (page 31)
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description of the strategic direction is does state that walking facilities should be considered 

as part of any road construction project, but because this applies only to walking facilities 

this does not improve the score for this category.  

 

The plan only just adequately describes complete street-like improvements to new and 

reconstructed roads, and never addresses the potential for small improvements to be 

included as part of routine operation and maintenance. The plan receives 3/5 points on this 

category. 

 

 

4.6.2 WTMP 
 
The WTMP does an effective job of addressing the multiple opportunities that are available 

for including complete street policies into transportation infrastructure projects. Like the 

KTMP, the plan addresses that cycling and walking infrastructure can be included during 

retrofit and reconstruction projects, as well as including these facilities in new development 

areas. The WTMP also calls for officials to “routinely consider the needs of cyclists and 

pedestrians in all transportation projects… including lane width allocation in resurfacing 

projects, as reconstruction projections” (p. 31). 

 

Though it does not explicitly address including complete streets projects in all operations and 

maintenance projects, by recognizing that active transportation can be included in smaller 
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projects like resurfacing (which falls under regular operations and maintenance), this plan is 

awarded a full five points for this category. 

 

4.6.3 FCTMP 
 
Like the two other plans, the FCTMP addresses multiple opportunities to implement upgrades 

to the cycling and pedestrian facilities in the city. The plan stresses that bike facility design 

must be included in new development and street construction projects, but also in 

retrofitting older streets during capital improvement and maintenance projects. The plan 

does place a caveat that this must only be done “where feasible.” As for pedestrian 

infrastructure, the plan contains a policy that sidewalks should be designed to provide 

safety, comfort and walkability in new developments. Like the cycling policy, the plan calls 

for older streets to have sidewalk retrofits done in connection with capital improvement and 

maintenance projects. 

 

Like the WTMP, this plan receives a full five points for including pedestrian and cycling 

retrofits in new and retrofit projects, and also addressing capital improvement and 

maintenance projects as opportunities for incorporation of complete street design principles. 
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4.6.4 Comparison of Phasing Language 
 

 
 

4.7 Exceptions 

4.7.1 KTMP 
 
As has already been established through the preceding analysis, the KTMP has weak 

language when it comes to applying the complete streets principles of improved pedestrian 

and cycling facilities. Throughout the plan many recommendations contain the caveats of 

“where possible” or “if feasible.” There is no set explanation for what these caveats entail or 

what sorts of exceptions are acceptable. The plan sets out no approval process for deciding 

when improved complete street-like infrastructure should or should not be included. The 

plan receives no points in this category. 

Kingston Waterloo Fort Collins
"increase spending to 
add/improve facilities including 
adding them to new/reconstructed 
facilities to develop a complete 
network" (page 8)

"Routinely consider the needs of 
cyclists and pedestrians in all 
transportation projects, a 
“complete streets” approach, 
including lane width allocation in 
resurfacing projects, and 
reconstruction and new 
construction projects." (page 31)

"Bicycle facility design will be 
incorporated into new 
development and street 
construction projects." (page B-
16)

"Implement, where feasible, 
affordable and appropriate, cycling 
requirements in the design of all 
new, reconstructed or 
rehabilitated City of Kingston 
roads not included in the cycling 
network" (page 34)

"Opportunities to retrofit on-road 
bike lanes on existing roadways 
and in road reconstruction 
projects, and bikeways and trails 
in new development areas." (page 
26)

"Bicycle facility design will also 
include retrofitting older, existing 
streets with bike lanes in 
conjunction with capital 
improvement and maintenance 
projects, where feasible." (page B-
17)
"Sidewalks will be designed, 
constructed, and maintained to 
provide safety, comfort, and a 
“walkable” community. New 
development will follow adopted 
design standards for sidewalk 
design. Older, existing streets will 
be retrofitted to provide improved, 
widened, or detached sidewalks in 
conjunction with capital 
improvement or maintenance 
projects, where feasible." (page B-
18)
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4.7.2 WTMP 
 
The WTMP lists two exceptions under which complete street principles need not be applied. 

The acceptable exceptions are where the transportation project is occurring in a location 

where cyclists and pedestrians are prohibited by law, or the project is occurring somewhere 

where there is a demonstrated lack of need for cycling or pedestrian facilities. The plan also 

states that any exceptions must be justified and approved by a senior city staff member, for 

example the City Engineer or Director of Transportation. 

 

The plan receives the full five points for this category because the two listed exceptions are 

clear and reasonable, and the process for approval is stated. Though the approval process is 

not explained in detail, the plan at least addresses that exceptions must be justified and by 

linking those decisions to senior staff, it is reasonable to assume that the plan is taking the 

application of exceptions seriously. 
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4.7.3 FCTMP 
 
The FCTMP does very little to address exceptions for complete street principles. The only 

place where the idea of exceptions to standards is even discussed is in application of 

minimum curb radii at intersections. The plan receives no points in this category. 

 

 

4.7.4 Comparison of Exceptions Language  
 

 

4.8 Design 

4.8.1 KTMP 
 
The KTMP addresses design criteria throughout the report without focusing on set design 

guidelines. In the walking section the plan states that the City should look into alternative 

road crossing and treatments, investigate ways to remove potential conflicts between 

pedestrians and motorists and states that they should establish design guidelines for the 
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Kingston Waterloo Fort Collins

Absent from policy

"Incorporates the principle of 
Complete Streets into all 
transportation projects except 
where cyclists and pedestrians are 
prohibited by law, or there is a 
demonstrated absence of need. 
Safe crossings of facilities that 
prohibit use by pedestrians and 
cyclists are still required. All 
exceptions must be justified and 
approved at a senior staff level, 
i.e. City Engineer, Director of 
Transportation or their delegate." 
(page 58)

Absent from policy
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pedestrian network. In the cycling section the plan states that there may be opportunities to 

better consider cyclists in intersection design. The plan states that the needs of all users and 

impacts on all travelers by all modes needs to be considered when modifying or designing 

the roadway system. 

 

Though there is indication that design criteria should consider all users, no specific design 

criteria is referenced or used. However, because the plan mentions that design decisions 

should consider all users and implies a balance for users of all modes, the plan receives two 

out of the possible five points. 

 

 

4.8.2 WTMP 
 
The WTMP includes the implementation of an updated and improved roadway classification 

system. Under the explanation of this system, the plan includes design criteria for more 

sustainable design. This includes ROW widths, pavement widths, vehicle types, streetscape 

features, adjacent land use, pedestrian and vehicle user volumes, design speed and a variety 

of accessibility and connectivity criteria. Several different design standards are referenced, 

including the City of Waterloo’s own Urban Design Manual and The Road Diet Handbook 

Setting Trends for Livable Streets (Rosales, 2007). The plan, however, does not contain any 

language specific to balance needs or flexibility when it comes to design criteria. It is 

possible that this is because that language can be found in the design manuals referenced. 
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However, based on the criteria for this evaluation point, the plan receives only 3/5 points for 

this category. 

 

4.8.3 FCTMP 
 
The FCTMP, like the KTMP, addresses design, but does so without ever discussing external 

best practices. One policy states that the City will continue to develop “street design criteria 

to support vehicular movement, transit, ride-sharing and non-motorized modes of 

transportation… which meet the needs of all users” (p. B-11). Another policy discusses 

designing sidewalks that are safe and walkable. There is design criterion when it comes to 

street crossings, in terms of sidewalks, lighting, median refuges and signal timing, but these 

are engineering design criteria and do not fall under the category of complete street-like 

design criteria. The plan also discusses the need to be flexible when designing improvements 

on constrained corridors. The only specific design manual that is references is the Larimer 

County Urban Area Street Standards, which do include the need to include minimum bicycle 

and pedestrian facilities on roads, however they do not seem like real complete street best 

practice design guidelines. 

 

Like the KTMP, because the plan does discuss the need to design the road to meet the 

needs of all users and discusses the need for design flexibility, the plan receives 2/5 points, 

as it does not contain best practice complete streets design guidelines.  
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4.8.4 Comparison of Design Language 
 

 

4.9 Context Sensitivity 

4.9.1 KTMP 
 
The KTMP does not contain any language or policies that encourage context sensitive 

design. This plan receives no points in this category. 

Points Weighed Points
0
3
2 ✔

2 1.6

Design
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Kingston Waterloo Fort Collins
"Revise [Design Standards and 
Guidelines] to support and 
promote pedestrian activity 
throughout City." (page 8)

"A consistent process should be 
followed to determine the 
appropriateness of road diet 
conversions in the city. Using 
established industry sources such 
as the Road Diet Handbook: 
Setting Trends for Livable Streets." 
(page 55)

"The City will continue developing 
street design criteria to support 
vehicular movement, transit, ride-
sharing and non-motorized modes 
of transportation, which minimize 
conflicts between transportation 
modes, are compatible with 
surrounding land uses, and meet 
the needs of the users." (page 2-
8)

"Revise [Design Standards and 
Guidelines] to support and pro-
actively promote increased city-
wide cycling activity." (page 8)

"The site plan standards included 
in the Urban Design manual and 
implemented through the Zoning 
Bylaw deal with parking 
standards, barrier free parking, 
parking lot design and associated 
sidewalk standards."  (page 98)

"City staff should refine the 
process developed for prioritizing 
capital improvement projects with 
a goal of making it more multi-
modal and to make sure it is 
consistent with current industry 
approaches. (page 2-22)

"16. Consider the needs of and 
impacts on travelers by all modes 
when modifying the design or 
operation of the roadway system. 
Consider pedestrian and cyclist 
safety in all intersection design 
and operational decisions. 
Consider transit priority measures 
and passenger amenities in design 
and operational decisions." (page 
55)

"Develop design guidelines to 
support the development of 
bicycle-friendly and walkable 
communities and development 
sites such as multi-use trails, 
accessible sidewalks and street 
crossings, and end-of-trip 
facilities." (page 29)

"In January 2001, Larimer County 
adopted the Larimer County Urban 
Area Street Standards (LCUASS), 
which include the minimum 
standards necessary for design 
and construction of all 
transportation and public 
improvements in cooperating 
municipalities, including the City of 
Fort Collins...." (page 5-26)
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4.9.2 WTMP 
 
Though the WTMP does not contain any language that discusses context sensitive design, 

there are several ways in which the principles of context sensitive design are incorporated. 

As already mentioned, the plan contains an updated roadway classification system, part of 

which includes complementary roadway design and land-use surroundings on each roadway. 

The plan also contains links to the Regional Plan’s guidelines for context sensitive regional 

transportation corridors. Finally, in the Complete Street’s section, the plan states that the 

complete streets policy is “intended to be applied comprehensively, but with flexibility to 

reflect local context” (p. 58). 

 

The WTMP effectively addresses the need for context sensitive design solutions and receives 

a full 5/5 points for this category.  

 

4.9.3 FCTMP 
 
The FCTMP makes the importance of context-sensitive design clear. There is a policy within 

the plan that states “the City will continue to design transportation projects with 

consideration for the context or setting through careful planning, consideration or different 

perspectives, and tailoring designs to particular project circumstances. The intent of the 

policy is to ensure that transportation projects not only move vehicles, bikes and pedestrians 
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0 0Total

Context Sensitivity
Not mentioned or discussed
Acknowledged

Points Weighted Total
0
5 ✔
5 8Total

Acknowledged

Context Sensitivity
Not mentioned or discussed
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safely and efficiently, but are sensitive to the environment, scenic, aesthetic and historic 

values of the area” (p. B-12). Furthermore, an entire section of the plan addresses the 

importance of context sensitive design and references the Federal Highways Administration 

guidelines for context sensitive design. 

 

This plan receives a full 5 points for a thorough discussion of the importance of context 

sensitive design solutions. 

 

4.9.4 Comparison of Context Sensitivity Language 
 

 

Points Weighed Points
0
5 ✔
5 8Total

Acknowledged

Context Sensitivity
Not mentioned or discussed

Kingston Waterloo Fort Collins

Absent from policy

"The principle of Complete Streets 
supports compact, sustainable 
development. It is intended to be 
applied comprehensively but with 
flexibility to reflect local context." 
(page 58)

“the City will continue to design 
transportation projects with 
consideration for the context or 
setting ...through tailoring designs 
to particular project 
circumstances. The intent of the 
policy is to ensure that 
transportation projects not only 
move vehicles, bikes and 
pedestrians safely and efficiently, 
but are sensitive to the 
environment, scenic, aesthetic and 
historic values of the area.” (page 
B-12)

"The Region’s guidelines for 
context-sensitive regional 
transportation corridors are 
compatible with the City’s road 
classification system." (page 21)

"Agencies like FHWA have 
developed specific guidelines that 
provide parameters for including 
CSS in the design process... 
Concepts from this report are 
summarized to provide some 
guidance for how Fort Collins can 
incorporate CSS into the design of 
transportation systems." (page 6-
12)
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4.10 Performance Standards 

4.10.1 KTMP 
 
The KTMP addresses, in several sections, that some of the traditional performance standards 

used to monitor quality of service in transportation are insufficient to address the needs of 

the variety of users of the roadway. The plan calls for an investigation of Measures of 

Effectiveness for pedestrian demands on the transportation system. The plan also calls for 

better monitoring of cycling usage. While the plan does seem to desire to improve 

performance standards for the non-motorist users in the system, because it fails to 

specifically establish any of these performance standards, the plan receives no points in this 

category. 

 

4.10.2 WTMP 
 
Like the KTMP, the WTMP recognizes the need for improved performance standards for the 

system that “reflect the safety, convenience and needs of all user,” without ever establishing 

what these performance measures should be. There are some vague guidelines like 

performing annual reviews of the implementation of the network, street audits for 

pedestrians and cyclists and improved data collection procedures for tracking how the 

streets are treating all users. However, like the KTMP these performance standards are not 

adequate and explicitly fleshed out to warrant any points in this category. The WTMP 

receives 0/5 points on performance standards. 

Points Weighted Total
0 ✔

5

0 0

Not established

Establishes new measures (does not count in next 
steps)

Total

Performance Standards
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4.10.3 FCTMP 
 
Like the two other plans, the FCTMP seems to have good intentions about performance 

standards without ever really establishing what these performance standards will be. They 

have policies stating that the City should develop some sort of level of service standard for 

all travel modes and should continue to improve data collection on the performance of the 

system. They address that the current method of monitoring the number of vehicle miles 

traveled as a measure of the environmental quality of the system is flawed, but do not 

recommend an alternative. They indicate that the City is in the process of researching a new 

program for performance measures. 

 

While the plan stresses that performance standards for the system should step outside of 

current motorist-centered systems, because the it fails to adequately establish an 

alternative, the plan receives 0/5 on this category.  

 

 

 

Points Weighted Total
0 ✔

5

0 0

Performance Standards
Not established

Establishes new measures (does not count in next 
steps)

Total

Points Weighed Points
0 ✔

5

0 0

Performance Standards
Not established

Establishes new measures (does not count in next 
steps)

Total
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4.10.4 Comparison of Performance Standards Language  
 

 

4.11 Implementation Plan 

4.11.1 KTMP 
 
The KTMP does not have strong implementation procedures. As was mentioned in the 

previous section, the plan does state that there is a need to review performance measures 

Kingston Waterloo Fort Collins
"Investigate possible Level of 
Service indicators/Measures of 
Effectiveness for all modes of 
travel operating on roadways. If 
Level of Service indicators can be 
established that have data needs 
that can reasonably be collected 
and that provide indications of 
performance that are relevant to 
Kingston, the City will consider 
adopting the Levels of Service 
indicators and developing 
performance targets." (page 53)

"Incorporates the principle of 
Complete Streets into all aspects 
of the City’s responsibilities for 
streets including: Establishment of 
performance standards that 
reflect the safety, convenience 
and needs of all users." (page 59)

"The city will develop level of 
service standards for all travel 
modes." (page 2-8)

"Monitoring of cycling usage on 
the network." (page 34)

"Incorporates the principle of 
Complete Streets into all aspects 
of the City’s responsibilities for 
streets including Annual reviews 
of the development and 
implementation of the sidewalk, 
trails and bikeway network." 
(page 59)

Transportation System 
Performance. The City will 
continue to improve the quality, 
type, and frequency of collecting 
data to evaluate the performance 
of the transportation system. 
(page B-11)

"Implement a comprehensive Data 
Collection and Management 
Program for roadway-related data 
including transit passengers per 
bus. Improved data collection and 
management is necessary to 
permit the measurement and 
monitoring of roadway 
performance and the progress of 
the City towards the goals of this 
Plan." (page 67)

"Incorporates the principle of 
Complete Streets into all aspects 
of the City’s responsibilities for 
streets including Audits of streets 
and alternatives for pedestrians 
and cyclists, i.e. trails." (page 59)

"Incorporates the principle of 
Complete Streets into all aspects 
of the City’s responsibilities for 
streets including Data collection 
procedures and analysis that 
benchmark and track how well 
streets are serving all users." 
(page 58)
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and establish improved indicators that better consider all users. The walking section of the 

plan also indicates that there may be a need for trade offs in vehicular level of service to 

better recognize the needs of all users. However, within the implementation section of the 

plan, all key identified projects are road-widening projects and there is no discussion of 

implementing complete street principles into those projects.  

 

Because the KTMP does address implementation in general it receives one point in this 

category. No additional points are awarded because only one of the four acceptable 

implementation key steps is mentioned and no real change is made to project selection 

criteria. The plan also does not assign oversight to implementation. 

 

4.11.2 WTMP 
 
The WTMP addresses implementation quite thoroughly, both throughout the plan in relation 

to various policy statements, but also specifically in regard to complete street policies. The 

WTMP plan states four methods to implement the complete streets principles. They include 

restructuring City procedures to better reflect the complete streets principles, rewriting 

standards and guidelines using best practice design standards and guidelines, retraining key 

staff and creating a working group led by senior staff to oversee the implementation of the 

program. As was mentioned in the previous section, the plan also contains language about 

Points Weighted Total
0
1 ✔

3

1

1
1 4Total

Plus assigns oversight of implementation (person 
or advisory board) OR establishes reporting 
requirement
Plus directs changes to project selection criteria

Implementation Plan
No implementation plan specified
Addresses implementation in general

Addresses two to four of listed implementation 
plans
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the need to improve performance indicators for the complete streets principles. Though the 

plan contains a section about the value of road diets, it does seem that the majority of the 

road master plan improvements continue to contain required widening as priority.  

 

The plan receives 4/5 points on this category. It addresses all four of the four key 

implementation steps outlined by the NCSC, and recommends the implementation of an 

advisory board. The plan loses one point because, while it contains a variety of 

implementation procedure for the various pieces of the active transportation network, it 

never sets out any sort of alternative mode of prioritizing projects in the future. 

 

4.11.3 FCTMP 
 
The FCTMP addresses several of the recommended key steps of implementation in the final 

section of the plan, which contains the next steps. These action items include reviewing the 

current use of Vehicle Miles Traveled as a key performance measure, developing improved 

design guidelines for constrained areas and creating a design manual for better integrating 

land use and urban design. The plan also calls for refining the way that capital improvement 

projects are prioritized; to better prioritize multi-modal improvements.  

 

Points Weighted Total
0
1

3 ✔

1 ✔

1
4 16Total

Implementation Plan
No implementation plan specified
Addresses implementation in general

Addresses two to four of listed implementation 
plans

Plus assigns oversight of implementation (person 
or advisory board) OR establishes reporting 
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Plus directs changes to project selection criteria
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Because the plan addresses two of the four key implementation steps (improve design 

guidelines and performance criteria) and calls for improvements to the way that projects are 

prioritized, this plan receives a score of 4/5 of the final criteria.   

 

 

 

 

 
 
 

Points Weighed Points
0
1

3 ✔

1

1 ✔
4 16Total

Implementation Plan
No implementation plan specified
Addresses implementation in general

Addresses two to four of listed implementation 
plans

Plus assigns oversight of implementation (person 
or advisory board) OR establishes reporting 
requirement
Plus directs changes to project selection criteria
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4.11.4 Comparison of Implementation Language 
 

 
 

4.12 Analytical Summary 
 
A comparison of the scoring for the plans is included below. The table contains the score for 

each criterion out of five, and then a total score that has been calculated using the already 

explained category weighting. 

 

Kingston Waterloo Fort Collins
"Investigate possible Level of 
Service indicators/Measures of 
Effectiveness for all modes of 
travel operating on roadways...  
the City will consider adopting the 
Levels of Service indicators and 
developing performance targets." 
(page 58)

"Restructure City procedures 
associated with the above 
responsibilities, where required, 
including budgetary and funding 
models." (page 59)

"Review use of Vehicle Miles 
Traveled (VMT) as a City Plan 
trigger." (page S-6)

"When necessary, trade offs 
between targeted service levels 
will be made recognizing safety 
and mobility needs of all users 
and the priority placed on walking 
as a mode of travel" (page 53)

"Rewrite any City standards and 
guidelines, and refer to design 
standards, guidelines and 
practices that encompass all 
users, drawing on the latest 
demonstrated, beneficial 
initiatives." (page 59) 

"City transportation staff should 
consider developing design 
guidelines that could be used to 
decrease the width of the street 
cross-section adjacent to areas 
that have environmental of 
physical constraints." (page 8-2)

"Retrain staff including planners, 
architects, landscape architects 
and engineers to understand and 
incorporate the needs of all users 
in their daily work." (page 59)

"As part of the next phase of the 
City Plan update, the City should 
develop an urban design criteria 
manual for transit corridors and 
identify how transit will be 
integrated with the surrounding 
land uses." (page 8-2)

"Create a working group of staff 
lead by a senior staff member to 
oversee the implementation, 
restructuring and retraining." 
(page 59)

"City staff should refine the 
process developed for prioritizing 
capital improvement projects with 
a goal of making it more multi-
modal and to make sure it is 
consistent with current industry 
approaches." (page 8-3)

Incorporates the principle of 
Complete Streets into all aspects 
of the City’s responsibilities for 
streets including: Establishment of 
performance standards that reflect 
the safety, convenience and needs 
of all users (page 59)
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Based on the scoring criteria, the plan that sets out the most supportive policy environment 

for complete streets development is the Waterloo Transportation Master Plan. The Fort 

Collins Transportation Master Plan, though receiving a slightly better score in this evaluation 

than that completed by the NCSC, ranks second by approximately 20 points. The Kingston 

Transportation Master Plan is ranked the lowest, with a score of only 36/100 points.  

 

To place these scores in context with the rest of the NCSC evaluation, the NCSC evaluated a 

total of 18 Transportation or Comprehensive plan as part of the Policy Analysis 2010. Of 

these 18 plans, the Fort Collins Transportation Master Plan was the second highest ranked, 

just behind New York City’s Sustainable Streets Strategic Plan, which received a score of 

59.2. The lowest ranked plan in the tool was awarded a score of 27.2. If the Kingston 

Transportation Master Plan were placed into the rankings it would be beat only three plans. 

The Waterloo Transportation Master Plan would be ranked first. In fact, when compared to 

any municipal policy, planning ordinance, or resolution evaluated by the NCSC, the Waterloo 

Transportation Master Plan is the highest scoring policy. 

 

The purpose of this chapter was to analyze the policy language in each of the selected 

Transportation Master Plans using established external criteria. As can be seen from the 

Scoring Summary KTMP WTMP FCTMP                 
(Report Evaluation)

FCTMP                
(NCSC Evaluation)

Vision 1 3 3 3
All Users and Modes 3 5 5 4
Network/Connectivity 5 5 5 5
Jursidiction/Applies to All Roads 5 5 2 2
Phases 3 5 5 3
Exceptions 0 5 0 0
Design 2 3 2 2
Context Sensitivity 0 5 5 5
Performance Standards 0 0 0 0
Implementation Plan 1 4 4 3

Total (Weighted) Score 36 88 66.4 57.6



Chapter 4: Analysis 

68 

discussion, there is a great deal of difference in the quality of the three plans when it comes 

to complete streets policies. The chapter that follows will summarize the strengths and 

weaknesses of each of the evaluated plans.  
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5 Discussion of Findings 

5.1 Introduction 
 
Based on the analysis completed in Chapter 4, the purpose of this chapter is to summarize 

the findings regarding the application of complete streets policies within the three 

transportation master plans analyzed.  

5.2 Summary of Findings 

5.2.1 Kingston Transportation Master Plan 
 
As the lowest scoring plan, the Kingston Transportation Master Plan only received full points 

in two categories: Network/Connectivity and Jurisdiction/Applies to all Roads. Neither of 

these categories are particularly heavily weighted categories. The plan received average 

scores on All Users and Modes, Phases, and Design. Finally, the plan received either one 

point or no points on Vision, Exceptions, and Implementation Plan. 

 

The KTMP does an effective job of addressing the need to improve infrastructure for cyclists, 

pedestrians and users of public transit. Furthermore, it acknowledges the need for this 

infrastructure to be connected across the transportation network and recognizes the need to 

apply this to new developments. However, when it comes to implementation of these 

policies, the plan falls somewhat short. New development is the only type of construction 

that is targeted for these improvements, which overlooks opportunities that may come 

through retrofits and operations and maintenance. While the plan addresses the needs of a 

variety of different modes across the system, it fails to account for users of differing ages 

and abilities, at least explicitly. The plan addresses that design should incorporate all users, 

but fails to address any design best practices. The plan lacks a strong vision and never 

addresses the need for context sensitive design. Instead of setting up an implementation 



Chapter 5: Discussion of Findings 

70 

and performance measures for a system that better considers the needs of all users, the 

plan continues to prioritize projects that favour the private vehicles. 

 

The Kingston Transportation Master Plan, though identifying a desire to improve the 

transportation system for users other than private vehicles, does not effectively set up a 

framework under which this can be accomplished. Recommendations for improvements to 

this plan can be found in Chapter 6: Recommendations for Kingston Transportation Master 

Plan. 

 

5.2.2 Waterloo Transportation Master Plan 
 
The highest scoring of the three plans evaluated, the WTMP received full points for All Users 

and Modes, Network/Connectivity, Jurisdiction/Applies to All Roads, Phases, Exceptions and 

Context Sensitivity. The plan received average scores on Vision, Design and Implementation. 

The only category under what the plan received no points was Performance Standards. 

 

The area in which this plan stood most apart from the competition was the listing of 

appropriate exceptions for when to not apply complete street policies and stating a specific 

method by which these exceptions must be approved. The plan also implemented an 

improved roadway classification focused on people movement instead of traffic, which is a 

tangible way of addressing that a transportation system should be designed for all users, 

and not just vehicles. The WTMP also addressed users of all modes, ages and abilities and 

addressed the need for context sensitive design. The WTMP thoroughly discusses the need 

to work across different jurisdictions to meet the goals of complete streets policies, 

particularly in addressing the complicated policy framework under which the plan exists. 

Another area in which the plan excels is by recognizing that opportunities exist to implement 
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infrastructure upgrades that address complete streets policies during new construction, but 

also during routine maintenance and roadway upgrades. The framework set out through this 

plan seems more likely to see small change begin to manifest quickly, which is a more 

effective way of changing the transportation network than just implementing policies on new 

construction.  

 

While the WTMP is stronger than the KTMP in that it has a specific vision statement, it still 

lacks strong decisive language that emphasizes the importance of implementing complete 

street policies. When it comes to implementation, the plan lists two of the four 

implementation procedures identified by the NCSC, though it does fail to assign oversight for 

the follow through of these procedures. While, unlike the KTMP, the WTMP lists specific 

design criteria to achieve these goals, it does not discuss the need to use design to balance 

out the needs of a variety of users. Finally, like the KTMP, the WTMP does not provide 

performance standards to evaluate this policy, which is the only glaring oversight in an 

otherwise well executed complete street policy.  

 

The WTMP is the most recent of all evaluated transportation master plans, and the only one 

of the three that had a specific complete streets policy imbedded within the plan. Though it 

is likely not necessary for a Transportation Master Plan to have a specific complete streets 

policy in order to meet the goals of designing roads for all users, it definitely benefited it for 

this evaluation procedure.  

 

5.2.3 Fort Collins Transportation Master Plan  
 
The Fort Collins Transportation Master Plan received full points for: All Users and Modes, 

Network/Connectivity, Phases and Context Sensitivity. The plan received average scoring for 
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Vision, Jurisdiction/Applies to All Roads, Design and Implementation. The plan received no 

points for Exceptions and Performance Standards. 

 

Overall, the FCTMP is a fairly strong document for the support of complete streets policies; 

especially considering it does not contain a specific complete streets section like the WTMP. 

Like the other plans evaluated, it effectively addresses the need to have a complete network 

of infrastructure for cyclists and pedestrians in addition to the private vehicle. The plan also 

contains policies that support infrastructure development for a variety of users of different 

modes, ages and abilities. The plan also does a good job recognizing different phasing 

opportunities for complete streets and does not restrict their development to new design 

projects. The FCTMP is the strongest of the three when it comes to addressing context 

sensitive design, in that it does not just mention its value but also points to recognized best 

practice guides to implement it. Like the WTMP, the FCTMP lists several accepted 

implementation processes and addresses that there is a need to change the way that 

projects are prioritized, but does not assign oversight to this process.  

 

Like the WTMP, the FCTMP contains a clear vision but one that lacks the strength of 

language that the evaluation tool was looking for. When it comes to design guidelines, the 

FCTMP states that design should balance the needs of all users, but does not address any 

specific design criteria. The FCTMP is the only plan of the three evaluated that does not 

specify the need to work with other agencies to complete the goals of achieving complete 

streets policies. Finally, like the other two plans evaluated, the FCTMP does not come up 

with any performance standards to evaluate how the complete streets policies are working.
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6 Recommendations for the Kingston Transportation 
Master Plan 

 
The purpose of this report is to evaluate how effectively the Kingston Transportation Master 

Plan is creating a policy environment that supports the development of complete street 

policies using an evaluation toolkit established by the NCSC and two comparable 

transportation master plans. Based on this analysis, the following chapter contains specific 

recommendations for improving the Kingston Transportation Master Plan for planning for 

complete streets. 

 

Complete streets principles match up with the general principles of the KTMP, which 

continually acknowledges a need and desire to improve the transportation system for 

pedestrians, cyclists and users of public transit. However, in implementation, the plan 

continues to prioritize projects based on vehicle level of service and fails to recognize 

multiple opportunities for changing the transportation paradigm in the City. The general 

strategy of the following recommendations is based on changes in the existing sections of 

the report and the addition of a complete streets policy that will create a well-rounded 

Transportation Master Plan that more effectively supports the goals expressed by the 

strategic direction. The following recommendations follow the existing structure of the 2004 

Transportation Master Plan and focus on specific changes based on the ten elements of an 

ideal complete streets policy. Summary tables have been used to demonstrate the 

recommended language changes within each section, with sections to be changed 

underlined in the “existing language” column, or crossed out if deleted in the “revised 

language” column. New language is marked in bold.  
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6.1 Kingston Transportation Master Plan 

6.1.1 Introduction 

The introduction of the KTMP can be used to introduce complete streets policies as a way of 

meeting the key deliverables of the TMP. Because many of the 13 listed “City of Kingston 

Action Plan Transportation Principles” in Table 1 on page 3 of the plan already match up 

with key deliverables of a complete street policy, the report should add a brief discussion 

about using a complete street policy to meet these principles. In particular, the plan should 

note that complete street policies can help meet the following principles: 

2. Promote walking as the preferred mode of person trips. 

3. Increase opportunities for cycling as an optional mode of travel 

4. Provide higher quality transit service to increase its attractiveness relative to the private 

auto. 

5. Create an environment in which automobiles can play a more balanced role. 

10. Optimize the use of existing transportation systems to move people and goods. 

12. Ensure that urban transportation decisions protect and enhance the environment. 

 

Sample Language: The City of Kingston will introduce a complete streets policy to 

meet the goals and principles of this transportation master plan. Complete 

streets policies combine policy and infrastructure changes to improve 

opportunities for users of all ages and abilities within the transportation system 

to choose non-automobile modes of transportation. These changes can support 

and promote a modal shift that makes the transportation network safer for users, 

more environmentally friendly and better for the health of users by promoting 

active transportation.  
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The changes to this section improve the plan’s vision but also address the all users and 

modes criterion.  

6.1.2 Strategic Direction 

The selected Strategic Direction provided by the KTMP already matches with complete street 

goals. Within this section it is recommended that language changes be made to strengthen 

the existing language and also integrate complete streets policies into the plan. The 

recommended changes are included in the following table.  

 

The changes to this section improve the consistency of the vision and introduce specific 

design guidelines.  

6.1.3 Existing and Future Conditions 

Few changes will be made to this section, as the bulk of it is introducing existing conditions 

and discussing a desired future that already falls in line with a complete street policy.  

Page Existing Language Revised Language
7 Scenario 3 - A New Direction: This scenario 

emphasizes non-automobile modes (walking, 
cycling, and public transit) as the preferred 
methods of transportation. It identifies the 
facilities, programs and policies necessary to 
encourage the shift away from the automobile. 
It will coordinate all forms or modes of 
transportation, and increase funding to add 
new and expanded facilities. Municipal policies 
will place emphasis on development that 
encourages non-automobile transportation.

Scenario 3 - A New Direction: ... that 
encourages non-automobile transportation. 
This scenario is consistent with the 
development of complete street policies.

10 Establish a policy basis for non-auto modes 
within the right-of-way

Use a complete streets policy as a policy 
basis for non-auto modes within the right of 
way.

10 R.O.W. Standards - Revise standards to 
accommodate and support active (non-auto 
modes.)

Revise standards to accommodate and support 
active (non-auto) modes using best practice 
urban design guidelines for complete 
R.O.W development (eg. New York City 
Street Design Manual, City of Waterloo 
Urban Design Guidelines, Designing 
Walkable Urban Thoroughfares: A 
Context-Sensitive Approach.
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This change strengthens the vision and also discusses performance standards to 

measure the outcomes. The performance standards can be expanded upon in a separate 

complete street section. 

6.1.4 Managing Transportation 

Like the preceding sections, changes can be made to this section to better integrate 

complete street language. A complete street policy should be included among other 

Transportation Demand Management strategies as a method for improving the modal split 

by encouraging active transportation and transit usage. Complete streets policies also 

support the City’s Transportation System Management goals to “…improve the safety of the 

system, defer needs for major infrastructure improvement, providing the best level of service 

for all users and minimizing the impacts of transportation activities on community livability” 

(p. 26). The recommended changes for this section are included below.  

Page Existing Language Revised Language
11 The community has expressed a strong desire 

to shift the emphasis on travel away from the 
private auto to more environmentally friendly 
and sustainable transportation modes. The 
demand forecasts that were developed 
accounted for the desired shift - that is, they 
assumed that this shift could be encouraged to 
take place, and the system deficiencies were 
identified based on the preferred travel 
demand patterns. Should this shift fail to take 
place, the identified road needs will be more 
than those identified in this plan and/or 
congestion levels on the road network may 
grow to unacceptable levels. Monitoring the 
progress of change is therefore important to 
assist in achieving the plan.

The community has expressed a strong desire 
to shift the emphasis on travel away from the 
private auto to more environmentally friendly 
and sustainable transportation modes. The 
demand forecasts that were developed 
accounted for the desired shift - that is, they 
assumed that this shift could be encouraged to 
take place, and the system deficiencies were 
identified based on the preferred travel 
demand patterns. To ensure that this shift 
takes place, the progress of change must 
be monitored using established 
performance standards that measure the 
needs of all users.



Planning for Complete Streets: A Comparative Evaluation of Three Transportation Master Plans 

77 

 

The changes in this section support the implementation plan by assigning who will 

oversee the complete streets program. They also continue to integrate the existing plan with 

complete streets. 

6.1.5 Complete Streets Policy (New Section) 

In order to fully implement a complete streets policy, it is recommended that an additional 

section be added to the KTMP to meet some of the key requirements of a complete streets 

policy. Like the model set out by the Waterloo Transportation Master Plan, creating a specific 

complete street policy that is supported by the remaining sections of the Transportation 

Master Plan is the most clear and efficient way of supporting the development of complete 

streets. Many of the shortcomings identified through the evaluation criteria can be managed 

through the changes existing sections of the report. The complete street section is beneficial 

primarily for defining complete streets, defining appropriate exemptions and setting up 

performance standards and an implementation plan. This section could also include a 

best practice example, like the model in the WTMP. 

 

Examples of appropriate exemptions and implementation procedures have already been 

established in this report. However, as none of the evaluated plans included performance 

standards that met the criteria, several examples of performance criteria are included here 

Page Existing Language Revised Language
24 TSM is essentially a series of co-ordinated 

actions aimed at reducing auto demand during 
the PM peak commuter hour.

…peak commuter hour. Complete Streets 
policies can be a part of this series of 
actions through encouraging shift of 
modal choices by improving ease of 
access to non-automobile modes."

25 Table 9 Add complete streets policy
26 Create the position of TDM Coordinator, with 

the mandate to coordinate public and private 
sector TDM initiatives in the City of Kingston.

Create the position of TDM Coordinator, with 
the mandate to coordinate public and private 
sector TDM initiatives and oversee 
complete streets policies in the City of 
Kingston.

27 The City will… 4. Apply a complete streets policy
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for reference. The NCSC includes several examples in their Complete Streets: Best Policy and 

Implementation Practices (2010). For example, a town in Virginia came up with several 

simple performance measures that include total miles of on-street bicycle routes clearly 

marked, linear feet of new pedestrian accommodation, number of new street trees. The City 

of Kingston could also investigate pedestrian level of service and cyclist level of service 

indicators at intersections to better measure the system for non-automobile users. Other 

types of innovative performance measures could include measurement of annual percent 

shift in modal split, greenhouse gas emissions indicators or new transit route 

implementation.  

6.1.6 Walking 

Changes in the walking section to clarify exemptions, specify phasing opportunities and 

reference best practice design guidelines are included in the following summary table.  
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6.1.7 Cycling 

Similar to the walking section, changes to the cycling section improve the strength of the 

language regarding exemptions and phasing. 

 

Page Existing Language Revised Language
31 On new roads, and on reconstructed roads 

where feasible, require the provision of…
On new roads, and on reconstructed roads 
unless exempted (as defined by 
complete streets policy), require the 
provision of...

32 The City will… 6. Use routine operations and 
maintenance as opportunities to improve 
pedestrian facilities through sidewalk 
widening, improving intersection 
treatments and generally improving the 
pedestrian realm

31 Investigate and, if appropriate, select 
Measures of Effectiveness for the 
transportation system, as it relates to serving 
pedestrian demands. There are currently no 
common Measures of Effectiveness in use in 
North America or Europe to measure 
pedestrian levels of service in a transportation 
system

Implement measures of effectiveness as 
outlined in the Complete Streets Policy 
for the transportation system, as it relates to 
serving pedestrian demands. There are 
currently no common Measures of 
Effectiveness in use in North America or 
Europe to measure pedestrian levels of service 
in a transportation system.

32 Investigate alternative road crossing 
treatments and controls.

Investigate alternative road crossing 
treatments and controls as provided in 
recommended best practice design 
guidelines.

32 Investigate opportunities to resolve conflicts 
between pedestrians and other travel modes 
on shared and/or integrated networks in an 
effort to pinpoint and eliminate barriers to 
walking.

Investigate opportunities to resolve conflicts 
between pedestrians and other travel modes 
on shared and/or integrated networks in an 
effort to pinpoint and eliminate barriers to 
walking as provided in recommended best 
practice design guidelines.

32 The City will.. 11. Consider the needs of users of all 
ages and abilities in the design of 
pedestrian facilities.
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6.1.8 Public Transit 

There are no specific language recommendations for this section. However, there is an 

opportunity to match up the identified transit corridors with pilot projects for complete 

streets renovations (such as priority transit lanes, bicycle lanes and widened sidewalks). This 

section could be used to support implementation.  

 

6.1.9 Roads 

Two changes within the roads section language will improve performance measures and 

planning for all users and modes.  

 

Page Existing Language Revised Language
34 Implement, where feasible, the 

portions of the Cycling Network as 
shown…

Implement, unless excluded under provided 
exemptions in complete streets policy, the 
portions of the Cycling Network as shown…

34 Implements, where feasible, affordable 
and appropriate, cycling requirements 
in the design of all new, reconstructed 
or rehabilitated City of Kingston roads 
not included in the Cycling Network

Implement, unless excluded under provided 
exemptions in complete streets policy, 
cycling requirements in the design of all new, 
reconstructed or rehabilitated City of Kingston 
roads not included on the Cycling Network. 
Identify opportunities during routine 
operations and maintenance that can 
provide improved infrastructure for cycling.
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It is also recommended that in future upgrades of the TMP, the method by which 

alternatives are evaluated is examined to determine how effectively it measures for the 

needs of non-automobile users. This improves the implementation of complete streets 

policies. 

6.1.10 Parking 

Though, as mentioned, parking policies are not included in the evaluation matrix for 

complete streets policies, there are opportunities and overlap within the two policy areas. 

For example, within the Network Design section, best practice design guidelines that match 

up to complete street policies can be included.  

6.1.11 Intercity Transportation 

There are no recommended changes for this section. 

Page Existing Language Revised Language
53 Investigate possible Level of Service 

indicators/Measures of Effectiveness for all 
modes of travel operating on roadway. If Level 
of Service indicators can be established that 
have data needs that can be reasonably be 
collected and that provide indications of 
performance that are relevant to Kingston, the 
City will consider adopting the Level of Service 
indicators and developing performance targets.

Implement Level of Service 
indicators/Measures of Effectiveness for all 
modes of travel as established in the 
Complete Streets Policy. If Level of Service 
indicators can be established that have data 
needs that can be reasonably be collected and 
that provide indications of performance that 
are relevant to Kingston, the City will consider 
adopting the Level of Service indicators and 
developing performance targets.

55 Consider the needs of and impacts on travelers 
by all modes when modifying the design or 
operation of the roadway system. Consider 
pedestrian and cyclist safety in all intersection 
design and operational decisions. Consider 
transit priority measures and passenger 
amenities in design and operational decisions.

Consider the needs of and impacts on travelers 
by all modes and of all ages and abilities 
when modifying the design or operation of the 
roadway system by using best practice 
design guidelines that meet the goals of 
Complete Street development. Consider 
pedestrian and cyclist safety in all intersection 
design and operational decisions. Consider 
transit priority measures and passenger 
amenities in design and operational decisions.
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6.1.12 Financial Capability and Implementation Plan 

There are no recommended changes to this section, however the expenditure program may 

need to be examined upon integration of complete street policies with existing plans and 

programs.  

6.1.13 Monitoring 

The monitoring section of the plan addresses monitoring transit usage, traffic flow and 

parking needs. This section should be integrated with the complete streets section to identify 

monitoring requirements for active transportation users as well, as already discussed.  

6.2 Kingston Transportation Master Plan Recommendation 
Summary 

 
Complete street policies are about improving the transportation network for all users and 

supporting a systematic shift away from prioritizing the private vehicle. The Kingston 

Transportation Master Plan contained a strong foundation for the support of active 

transportation and transit as key modes of transportation, but was lacking some of the 

language and elements identified as best practice examples that support strong and 

implementable policy language. Through changes throughout the existing plan and the 

introduction a complete street policy within the Transportation Master Plan, the next 

Kingston Transportation Master Plan update has the potential to better support users of all 

modes and abilities in their use of the transportation network. 

6.3 General Conclusions and Lessons Learned 
 
Transportation Master Plans can be an effective method of introducing and implementing 

complete street policies within a municipality. In fact, within the Canadian context, they are 

likely the best place for them. The current environment towards transportation planning 

seems to be very slowly shifting towards better appreciating the needs of users of a variety 

of ages, abilities and of differing modes. That said, even within this expressed desire for 
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more active transportation and better transit service, there continues to be a disconnect 

between how projects are prioritized and planned. Complete streets policies, when properly 

outlined and implemented provide that framework for identifying ways to upgrade 

infrastructure in a way that benefits the most vulnerable users of a system without 

completely compromising the majority of users.  

 

The answer to the research question is that the transportation master plan for the City of 

Kingston is not currently creating a policy environment that supports complete street 

development. However, with some changes to the existing language throughout the plan 

and the addition of a complete streets section to better outline appropriate exceptions, 

performance measures and implementation plans, the existing framework of the plan can 

easily be integrated with complete streets policies. In fact, the recommended changes 

simple strengthen the already stated goals and principles of the Transportation Master Plan. 

The City of Kingston can use complete streets as a foundation to accomplish the goals of 

improving the transportation system for all users and alleviate the pressures of growth by 

balancing the modal split. 
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Appendices 

Appendix A: Evaluation of Toolkit 
 
The evaluation tool used to examine the three Transportation Master Plans is an effective 

way of critically evaluating how well the plans account for key principles in complete street 

development. The following is an analysis of how well the evaluation criteria worked for this 

particular type of analysis, and also highlights some oversights that may be worth 

evaluating, especially when considering Transportation Master Plans. 

Vision 
 
Transportation Master Plans generally contain a vision statement or group of vision 

statements. Because not all the plans evaluated used “complete streets” language, the 

evaluation for this criterion was instead based on how strongly the perceived vision of the 

plan matched up with a desire to implement changes that support complete streets 

principles. Transportation Master Plans are guiding documents that are eventually 

implemented through other means, so even though a plan may receive a lower mark for 

weaker language, it is possible that this will have no outcome in whether the policies are 

implemented. This criterion could further be strengthened by recognizing the value public 

input into the visioning process, which several of the Transportation Master Plans did. 

 

All Users and Modes 
 
All users and modes is the most heavily weighted scoring criteria, and this is appropriate 

because planning for all users and all modes is the basic principle behind complete streets 

policies. While all of the plans evaluated mentioned a number of different types of mode, 

none of them addressed the needs of emergency vehicles. It seems that perhaps this user 

should be given slightly more weight, as many road design principles are actually based on 
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emergency vehicles, and they may be the most vocal opponents to infrastructure changes 

that affect the width of the road. The tool should perhaps recognize emergency response 

vehicles as a more key stakeholder. 

 

Network/Connectivity 
 
The network/connectivity criterion was one of the criteria where full points were received 

simply for acknowledging the importance of considering complete streets as a network 

approach and not just for single pilot projects. All plans evaluated, in one form or another, 

addressed the importance of a network of transportation system to serve all users. This 

criterion was effective for measurement of this principle. 

 

Jurisdiction/Applies to all Streets 
 
This particular criterion was the most difficult to apply to Transportation Master Plans, 

particularly within the Canadian context. Because Canadian cities in general have jurisdiction 

over all roads built within their borders it is redundant to evaluate to ensure that the policies 

apply to all roads within the jurisdiction. It is worthwhile, however, to evaluate whether the 

plan addresses the need to work with other agencies, particularly in a jurisdiction like 

Waterloo where other municipalities border so closely. It would make more sense in a 

Canadian context to only evaluate for recognition of working with other bordering 

municipalities, regional districts and private agencies that may support the mandate covered 

by complete streets policies. 
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Phasing 
 
This criterion worked quite well for TMPs. There does not appear to be a need to make any 

modifications, as it helps evaluate how well a TMP sees opportunities for small changes that 

can ultimately make a significant difference across an entire system. 

 

Exceptions 
 
Other only plan that received any points in this category was the WTMP, and the language 

of that plan so closely matched the recommendations made by the NCSC that is it likely that 

the authors of the plan took direct recommendation from the NCSC. Based on the assigned 

weighting, the NCSC places high importance on this criterion. The only criterion weighted 

more significantly is All Users and Modes. The real reason the other plans did not receive 

any points for exceptions to complete streets policies is that they lack a specific complete 

street policy. This criterion works best with an established a specific complete streets policy 

that required exceptions to be made. For plans that do not address complete streets directly 

but do specify infrastructure changes that support complete streets like improved cycling and 

pedestrian infrastructure, there may need to be a different evaluation criteria for how these 

are excepted. Exceptions to these policies may also be covered through standard 

government procedure. While there is no argument that providing a framework under which 

a complete streets policy can be exempted for certain roadways, it seems that the plans that 

lack complete streets language suffer somewhat unjustly under this particular tool. 

 

Design 
 
There is definite value in referencing specific design best practices and discussing how 

design can be used to meet user needs. The two plans which received poorer scoring in this 

criterion were both written in 2004, which was before many of the current best practice 
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guidelines were implemented. There is no need to make changes to this category, though it 

is acknowledged that newer plans have an advantage for this tool. 

Context Sensitivity 
 
Context sensitivity is important in street design, but in many ways this category overlaps 

with the design criteria. It may make more sense to turn these two criteria into one, 

recognizing that context sensitive design is merely another form of best practice roadway 

design. 

 

Performance Standards 
 
None of the plans evaluated received any points in this category because it required actual 

performance standards to be dictated. However, all of the plans evaluated discussed the 

value of finding better performance standards to evaluate how the system is working. While 

it would be better if the plans had come up with some innovative new system for measuring 

the performance of complete streets, they should likely receive more recognition for 

acknowledging the importance of those standards. Furthermore, it seems like there is a lack 

of knowledge in this area, so the NCSC would do well to provide some examples of 

innovative performance standards. This would benefit municipalities currently working 

towards updating and writing new TMPs. 

 

Implementation Plans 
 
None of the plans received full points on the implementation plan criteria. This criterion is 

also weighted very heavily by the NCSC. There are no real concerns with this criterion. It 

recognizes that there are a number of important implementation plans and also considers 

the importance of having oversight into this process. Finally, the point about changing the 
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way that projects are prioritized is worthwhile, because many municipalities continue to use 

level of service as a key indicator, which fails to account for the needs of any users other 

than vehicles. 

 

General Oversights 
 
While the evaluation criteria did create a useful framework under which to review TMPs, it 

overlooks two key components of many TMPs, which, though not specific to complete streets 

policies can play a key role in the use of the transportation system. These two areas are 

parking strategies and transportation demand management. Both areas are relevant to how 

many users choose to use the private automobile as a transportation method. Because a 

complete streets policy should cover the whole transportation network, end of trip parking 

facilities and related transportation demand management strategies are relevant to the 

shared outcomes. It may be useful in the future for the NCSC to consider adding criteria 

evaluating transportation demand strategies that take users off the road and parking 

strategies that decrease the availability of parking in favour of infrastructure and policy that 

favours pedestrians, bicycles and public transit.  

 


