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EXECUTIVE SUMMARY
CONTEXT FOR KINGSTON’S QUIET STREETS INITIATIVE
When COVID-19 started to emerge in Canada, and the country went into lockdown mode in
March 2020, Canadians started looking to their immediate neighbourhoods as key sites for
physical activity. These conditions stimulated a kind of cultural shift across the country, with
numerous cities introducing active transportation corridors to accommodate residents’ needs to
be active and physically distant from each other. Following some local advocacy in April and
May for such a response here, on June 16, 2020, Kingston’s city council gave unanimous support
for the Kingston Coalition for Active Transportation to implement a “Quiet Streets” initiative.
COMMUNITY ENGAGEMENT AND PROJECT SCOPE
Considerable effort was made by KCAT to engage with a range of stakeholders in the design of
the Quiet Streets initiative. City councillors, community association leaders, and Transportation
Services staff at the City were thoroughly consulted to establish the parameters for the initiative
that could be manageably introduced, maintained, and evaluated in Kingston. One single 3km
Quiet Streets route, that connects from Elder Park on the west, through the University District,
and terminating at McBurney Park to the north, was approved by the City in August 5, 2020.
MOBILIZATION AND IMPLEMENTATION
Following the city council vote in mid-June 2020 were several weeks of uncertainty regarding
how KCAT would procure the necessary road closure equipment to make the initiative happen.
By early August, the City’s Transportation Services division came through for KCAT, agreeing
to purchase and lend the equipment for the duration of the initiative. With the equipment issue
worked out, KCAT proceeded with designing and printing its promotional signage for the street
barrier installations, as well as informational brochures for distribution to households located
along the Quiet Streets route. The initiative received considerable media attention, from July to
September, which stimulated volunteers to come forward and assist. On August 26, 2020, the
necessary equipment was procured from the City’s storage facility and transported to Roger
Healey’s backyard for organization and assembly. Equipment set-up proceeded along the Quiet
Street route from August 27 until September 1, 2020, when the route was fully operational.
QUIET STREET EVALUATION FINDINGS
Led by Dr. Patricia Collins, KCAT thoroughly evaluated the QSs through a series of street
observations, a user survey, and a resident survey. Below are the key findings from each
element.
Key Findings from Street Observations:
• AT use increased from baseline to September and October on our weekday
measurements, and this increase persisted after removing 19-30 age group
• While AT use was highest at Earl & University, owing to influx of students in the area
• The age profile of AT users observed at Mack & Macdonell Streets was more diverse
(e.g., 15% under 19, 32% 31-54 years) than Earl & University, and Johnson & Clergy
• Walkers were the majority of AT users at all observation locations and timepoints
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Key Findings from Quiet Street User Surveys:
• Respondents to the user survey were nearly evenly split across walkers/runners (40%),
bicyclists (32%) and motorists (29%)
• The majority of AT users perceived the QSs as safe, and that the initiative increased AT
use. Almost three quarters of bicyclist respondents felt more positively about the QSs,
compared to just over half of walkers/runners.
• In contrast, motorists’ perceptions were that the QSs were unsafe, increased congestion,
and did not increase AT use. Not surprisingly, 96% of the motorists who responded felt
negatively about the initiative.
Key Findings from Surveys of Residents on Quiet Streets:
• Respondents to the resident survey were nearly split across Mack St (42%), Clergy St
(37%), and Earl St (22%).
• The majority of resident respondents felt the QSs created a safe space for pedestrians and
bicyclists, but the majority also felt the initiative had little to no effect on motorists’
speeds, avoidance of the road, or AT engagement.
• In contrast to motorists who responded to the user survey, the majority of resident
respondents observed no change in congestion caused by the QSs, and approximately
60% of respondents felt positively about the initiative.
RECOMMENDATIONS
KCAT learned a lot through implementing QSs in Kingston. We have eight recommendations
that we feel should guide future efforts to implement similar initiatives in Kingston:
1. Solicit Quiet Street Applications from Neighbourhoods
2. Expand the Scope of Quiet Streets Beyond the City’s Core
3. Address Arterial Road Barriers to Enable Route Expansion
4. Establish Equipment Needs and Commitments Early
5. Use More Inviting Street Barriers in the Centre of the Road
6. Jersey Barriers Should be Used to Minimize Problems and Maintenance Requirements
7. Promote the Initiative through Events and Street Stewards
8. Run Initiative for Longer Period to Change Habits of All Road Users
ACKNOWLEDGEMENTS
This initiative could not have been possible without the immeasurable support of so many people
in our community. In general terms, this included: local advocates who spearheaded the effort to
create safer spaces for active transportation to help residents cope with COVID-19; the city
councillors who supported this movement; the community associations who offered valuable
input on the Quiet Streets design; City of Kingston staff who worked closely with KCAT to
guide and approve the initiative design and to procure the necessary equipment for street
closures; the volunteers who assisted with community outreach, logistics and ongoing
maintenance, and evaluation of the QSs initiative; Queen’s University, which provided funding
that enabled KCAT to hire a staff member (Stephan Kukkonen) to assist the team throughout the
initiative; the countless letters and emails in support of the project from residents across the city;
and from various donors who provided essential monetary support that helped make this
initiative a reality. This lengthy list of acknowledgements is a testament to how much
Kingstonians care and are committed to promoting active transportation in our city.
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1.0 CONTEXT
1.1 Being Active During a COVID-19 Lockdown
In mid-March 2020, much of the world, including Kingston, Ontario, went into a COVID-19
lockdown. At that time, Kingston’s streets were eerily quiet, with so many adults and children
working and learning from home. Use of public transit in Kingston also plummeted during this
time, in response to service changes required by Kingston Transit to protect its workers and
passengers. This lockdown, however, did not remove the need for people to be active to stay
healthy and to relieve stress during such a challenging period. With traditional outlets for
exercise, such as gyms and arenas, closed due to the pandemic, residents started looking to their
own neighbourhoods as sites for physical activity.
As the weather improved into spring, cities across North America witnessed spikes in walking
and bicycling among children and adults looking to stay healthy while respecting physical
distancing. With residents gradually coming out of lockdown and returning to work, however,
the potential for conflict with vehicles on the road was starting to increase. There was also a
growing interest among many residents, active transportation advocates, and some municipal
officials to formalize popular neighbourhood corridors as designated for active transportation.

1.2 Movement to Create Safe Streets for Active Transportation in Kingston
Since April 2020, cities around the world have introduced active transportation corridors,
variously named “Quiet Streets”, “Slow Streets”, and “Safe Streets”, to accommodate residents’
needs to be active and physically distant from each other. In Canada, Vancouver, Toronto,
Montreal and Winnipeg were early adopters, followed by cities in Ontario, such as Guelph,
Kitchener, Cambridge and Waterloo. Residents from Kingston saw this happening elsewhere and
wanted to see the same approach applied here.
On April 17, 2020, the Kingston Coalition for Active Transportation (KCAT) wrote a letter to
City council similarly calling for a City-led effort to take advantage of the large volumes of
active transportation (AT) users to create temporary corridors for AT. Then, in May 2020, a
resident-led group called Kingston Beyond COVID approached KCAT, Kingston’s foremost
active transportation advocacy group, to seek their support in developing a motion for Kingston
city council to request that City staff examine the feasibility of implementing Quiet Streets (QSs)
in Kingston. Representatives from both groups worked closely with two city councillors, in
consultation with City staff, to develop a motion that would be supported.
In developing the motion, the City’s transportation services director made clear that while there
was considerable good will to support this initiative at the City, given the serious limits imposed
on the City in response to COVID-19, the City had no capacity (financial or human) to take on
this initiative themselves. The only way it could happen was if KCAT was willing to bear
responsibility for community consultation, design, implementation, and maintenance of all
aspects of the initiative, including responding to any complaints from the public. KCAT
discussed this opportunity amongst its members and agreed that it was worthwhile to pursue
given its mission of promoting AT in Kingston. KCAT also saw this as a great opportunity to
gain experience with implementing this kind of initiative.
1

On June 16, Kingston City Council voted unanimously to delegate authority to KCAT to design
and implement QSs on selected residential streets, starting as early as June 2020, until no later
than Friday, November 13th, 2020 when City staff remove temporary AT infrastructure in
preparation for the snow-removal season. Figure 1 below captures the moment, on Zoom, when
the mayor and all 12 city councillors voted unanimously in support of the motion.

Figure 1: Kingston's mayor and city councillors voting unanimously in favour of the Quiet Streets motion (Image
credit: Janette Leroux.)
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2.0 COMMUNITY ENGAGEMENT AND PROJECT SCOPE
2.1 Assembling the Quiet Streets Implementation Team
Upon approval from Kingston City Council, a Quiet Streets implementation team was
assembled. This team consisted of an executive committee, along with three working groups:
communications; logistics; and evaluation. The executive committee consisted of three long-term
KCAT members - Bruce Bursey, Roger Healey, Dr. Patricia Collins - who were also closely
engaged in discussions with Janette Leroux, who represented Kingston Beyond COVID. Bruce
Bursey was named Chair of the executive team, as well as the communications working group
lead; Roger Healey was identified as the logistics working group lead; and Dr. Patricia Collins
was identified as the evaluation working group lead. A fourth person, Queen’s graduate student
Stephan Kukkonen, served as an assistant to the executive committee, as well as to all three
working groups. He was the implementation team’s only formal staff person, supported through
a COVID-19 research grant from Queen’s University.

2.2 Establishing Criteria and a Quiet Street “Concept” Route for Kingston
The executive committee was responsible for determining the scope and selecting appropriate
streets to be proposed for formal approval through the City’s street closure application policy
and process. An overarching goal of the initiative was to designate active transportation corridors
that connect neighbourhoods to essential services, shopping and employment in the downtown
core, parks, trails, and the waterfront, all while allowing safe space for 2-metre physical
distancing. Based on experiences in other cities, broad criteria were developed to assist with the
analysis and selection of streets. Roads were reviewed to avoid transit routes, busy main roads,
roads with known busy cut-through traffic, roads with known speeding problems, designated
emergency routes, and roads with active construction.
The decision was made early on to limit the initiative to streets in central Kingston, given that
KCAT is a volunteer run
organization and the key
players wanted close proximity
to the QSs for ease of access to
install and monitor the
initiative. Specifically, the
initiative was limited to
potential streets in the districts
of Kingscourt, King’s Town,
Williamsville, and Sydenham.
Based on these selection
criteria, site visits on foot and
bicycle, and general knowledge
of the neighbourhoods, a
tentative “concept” route was
designed by the executive team
Figure 2: Original Quiet Streets Concept Map
by the end of June.
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2.3

Engaging with Residents to Refine and Finalize the Route

For the first three weeks of July 2020, the implementation team met virtually with city
councillors of the four selected neighbourhood districts, later with representatives from
Williamsville Community Association, Sydenham District Association, McBurney Park
Neighbourhood Association, Friends of the Kingston Inner Harbour, and the Kingscourt
Community Association. Through these meetings, KCAT sought input on the viability of the
concept route, particularly on those streets within their neighbourhood. Key findings from this
consultation were:
the need for one or more safe north-south connections to connect the Kingscourt
neighbourhood to Williamsville (across Concession and Princess) and Sydenham; and
the challenge in finding suitable AT routes through the North King’s Town
neighbourhood, north of Skeleton Park, due to steep hills and traffic considerations.
In consultation with City staff, it became clear that connecting to the Kingscourt neighbourhood,
north of McBurney Park, and with the K&P Trail were beyond the scope of what could be
accomplished by KCAT in this initiative. These discussions with community and City
stakeholders enabled the implementation team to revise the original concept route and proceed
with the formal permit application processes.
The application to the City with a
proposed route was submitted on
July 20, 2020 and approved on
August 5, 2020 (Figure 3).
Originally, KCAT wanted to direct
AT users through Victoria Park and
use Frontenac Street to connect the
Williamsville and Sydenham
neighbourhoods. However, a lastminute Utilities Kingston paving
project was underway from July to
September on Frontenac Street,
which required the team to connect
Mack and Earl via Albert Street at
the time of the initiative launch.

Figure 3: Quiet Streets route that was approved by the City
of Kingston on August 5, 2020

As anticipated, using Albert Street proved challenging, as KCAT received numerous complaints
from residents and a business owner about the selection of this street for the initiative. Based on
this feedback, KCAT rerouted the QS over to Frontenac Street (as originally planned) on
September 21, 2020, as soon as possible upon conclusion of Kingston Utilities’ work, thereby
directing AT users through Victoria Park instead. The QSs route map was updated accordingly
(Figure 4).

4

Figure 4: Revised Quiet Streets route that was introduced on September 21, 2020

5

3.0 MOBILIZATION AND IMPLEMENTATION
3.1 Sourcing Equipment
While finalizing the preferred route for the QSs initiative from mid-June to mid-July, the
executive committee worked hard trying to procure equipment to implement the QSs. Initially,
the implementation team was told that the City did not have equipment to spare, and as such,
would have to procure it from other sources. Accordingly, the team approached CFB Kingston to
no avail, and applied for a grant application with the Community Foundations of Canada with no
success. While KCAT was able to secure $4,270 in charitable donations for the initiative, this
would not be enough to either rent or buy the equipment we needed for the initiative.
When the cost of procuring the equipment was deemed prohibitive, the implementation team
presented this conundrum to City staff, who then looked into the cost of purchasing the road
closure signage, sign supports, and barrels, in order to lend the equipment to KCAT for the
duration of the initiative. By early August, KCAT was notified that the City would purchase the
necessary equipment and lend it to KCAT, but that KCAT would need to collect, assemble,
distribute it along the intended route, and maintain it for the duration of the initiative. KCAT
agreed to those terms. Indeed, without this support and good will from Transportation Services it
would not have been possible for KCAT to proceed.

3.2 Promoting the Quiet Streets Initiative
In early August, KCAT started developing promotional material for the initiative. This material
included a large coroplast sign that could be affixed to the QS barricades (Figure 5), along with
information brochures that were distributed to all households located along the 3 km QS corridor
prior to the initiative launch (Figure 6). The brochures offered details on the rationale for the
initiative, how members of the household would be impacted, the expected duration, and contact
information if they needed to reach out. KCAT’s website was also updated to provide visitors
with direct links to make a charitable donation, and to access the user survey.
Over the course of the initiative there was considerable interest in the initiative by various media
outlets. These opportunities helped to inform the public about the purpose of the initiative and to
raise awareness about the opportunities that the QSs offered to AT users. The links to the stories
are provided below:
https://globalnews.ca/video/7184014/gnm-queens-researchers-developing-physical-distancingpolicies-for-canadian-cities
https://globalnews.ca/video/7379741/quiet-streets-pilot-project-underway-in-kingston
https://www.kingstonist.com/news/kingstons-quiet-streets-pilot-program-ready-to-launch/
https://www.thewhig.com/news/local-news/quiet-streets-initiative-looks-to-create-activetransportation-corridors-in-kingston
https://www.queensu.ca/gazette/stories/promoting-active-transportation-during-pandemic
https://www.queensjournal.ca/story/2020-09-21/news/what-do-those-quiet-streets-signs-evenmean/
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Figure 5: Members of the Quiet Streets Implementation Team pose with promotional signage (Image
credit: Ian MacAlpine, Kingston Whig Standard)

Figure 6: Informational brochure produced by KCAT for residents on the Quiet Streets route

3.3 Equipment Set-up and Monitoring
On August 26, 2020, volunteers were mobilized to transport, organize, and start setting up
equipment on the approved QSs route (Figures 7 and 8). The following day, the first set of
barriers and signs were installed at the intersection of Mack Street and Alamein St, adjacent to
Elder Park (Figure 11). Installations continued until September 1st, when the last series of
barriers were installed at the intersection of Ordnance and Clergy Streets.
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Figure 7a & 7b: Collecting and transporting equipment from the City's storage facility

Figure 8: Assembly line for equipment set-ups in Roger Healey's backyard

8

Figure 9: Newly installed traffic barriers along Mack Street of Quiet Streets route

In the days and weeks that followed during the initiative, the implementation team worked
closely with numerous volunteer “Street Stewards” to monitor the status of equipment
installations at each intersection along the QSs corridor. Unfortunately, in the first couple of
weeks, the timing coincided with the Queen’s University move-in period resulting in
considerable vandalism and theft, particularly in the University District on Earl Street between
Victoria and Barrie Streets and on Albert Street between Earl and Mack Streets (Figure 10a &
10b). While these issues were usually limited to theft and dislocating signage and barrier
equipment, a few cases of vandalism actually created hazards for the very people that KCAT was
intending for the initiative to directly benefit - AT users.

Figure 10a & 10b: Cases of vandalism and theft of equipment in the University District

Despite these initial incidents, the initiative reached a steady state by late-September, with
continued vandalism largely limited to Earl and Frontenac Streets within the University District.
It is notable that Mack and Clergy Streets remained largely intact without similar vandalism
throughout the project.
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4.0 EVALUATION
Evaluation of the QSs involved three components: street observations; a user survey; and a
resident survey. The street observations were conducted prior to the launch of the intervention in
August, as well as in September and October. Observations were conducted at 3 locations (Mack
& Macdonnell, Earl & University, and Johnson & Clergy), on two days (Wednesday and
Saturday), and at multiple time points each day (morning, noon hour, afternoon, evening). The
number and characteristics of AT and vehicle users were documented during each observation
period. The user survey was advertised through posters at each intersection along the QS route.
The survey was available from August 24th to November 6th, and 182 completed surveys were
analyzed for this report. The resident survey was advertised through posters delivered by QS
volunteers to every household along the QS route on September 21st. The survey was available
until November 6th, and 41 completed surveys were analyzed for this report. The key findings
from each element of the evaluation are outlined below.

4.1 Key Findings from Street Observations
Volume and Locations of Observed Road Users
During the observation periods, a total of 2982 AT users and 2009 vehicles were observed. Both
vehicular and AT user activity was greater on Wednesdays than Saturdays at baseline as well as
during the intervention in September and October. For AT users, we observed significant
increases in the total number from baseline to October (Figure 11). For vehicles, we observed a
slight decline from baseline to September, followed by a resumption to baseline levels in
October. Over half of all AT users were observed at Earl & University, while the greatest
number of vehicles were observed at Johnson & Clergy. The fewest number of AT users and
vehicles were observed at Mack & Macdonell.
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Figure 11: Number of AT Users by Mode and Observation Period
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Demographics of Observed Road Users
Among the AT users, 56% were identified by the observers as women, roughly 60% were
identified by the observers as young adults (19-30 years), and 77% were walkers/runners. Nearly
identical numbers of women and men were observed in the baseline observation periods,
whereas significantly more women than men were observed in September and October, when the
QSs were running (Figure 12). These gender disparities were greater on Wednesdays than
Saturdays.

Number of Observed AT Users

500

375

250

125

0

Baseline
Wednesday

September
Wednesday

October
Wednesday

Baseline
Saturday

September
Saturday

October
Saturday

Man
Woman
Figure 12: Number of AT Users by Gender and Observation Period

Young adults (aged 19-30) were the majority AT user observed at Earl & University and
represented more than half of the people observed at Johnson & Clergy. There was a broader
distribution of age groups observed among AT users at Mack & Macdonell, with nearly 15%
under 19 years, 38% in the 19-30 year range, 32% in the 31-54 year range, and 16% in the 55+
range. To account for the influx of Queen’s students during the intervention period, we also ran
our analyses of AT Users with the 19-30 year age group removed. While the increase in AT
users was attenuated with the removal of this age group, there remained an increase from
baseline to September and October on Wednesdays (but not on Saturdays) (Figure 13).
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Figure 13: Age Distribution of AT Users by Observation Period (19-30 age group removed)

4.2 Key Findings from User Surveys
Characteristics of QS User Survey Participants
A total of 182 user surveys were completed and analyzed for this report. The vast majority of
survey participants lived within close proximity (i.e., under 1km) of the QS route, with
walkers/runners notably closer to the route than motorists (Figure 14a). There was an even
gender split in user survey participants, and broad distribution across age and income groups. On
their most recent use of the QS prior to completing the survey, 40% of survey participants were
walking/running, 32% were bicycling, and 28% were driving (Figure 14b). Bicyclists were more
likely to travel several blocks to reach the QSs, compared to walkers and drivers.

Figure 14a & 14b: Map of Postal Codes, and Travel Modes, of User Survey Participants (Map credit: Matthew Lauzon)
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Users’ Perceptions of the QSs
Perceptions of the QSs varied considerably between AT users and drivers (see Figures 15 & 16).
Among AT users, the majority perceived that the QSs were safe, that motorist speeds had
declined to some extent on the QSs, that motorists were avoiding the QSs, and that there was
little change in traffic congestion near the QSs. The majority of bicyclists and walkers/runners
perceived that AT has increased with the introduction of the QSs, and generally felt positively
towards the QSs, though bicyclists were notably more positive about the QSs than
walkers/runners.
In contrast, the majority of drivers perceived that the QSs were unsafe, that motorists were not
avoiding QSs, that congestion had worsened, and that AT levels had not increased since the
introduction of the QSs. Unsurprisingly, the majority of motorists who completed the User
Survey felt negatively towards the intervention.

Figure 15a & 15b: Perceived Safety and Traffic Congestion, by Mode of Travel on the QSs

Figure 16a & 16b: Perceived AT Use, and Feelings about QSs, by Mode of Travel on the QSs
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4.3 Key Findings from Resident Surveys
Demographics of Resident Survey Participants
A total of 41 people completed the Resident Survey, and these surveys were analyzed for this
report. The majority of resident survey participants were women, and large proportions of
participants fell in the youngest and oldest age groups (Figure 17a). Over 40% of participants
reside on Mack Street, two thirds on Clergy Street, and over one-fifth on Earl Street (Figure
17b).
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Figure 17a & 17b: Age Distribution of Participants, and Percentage of Participants by QS Segment
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Perceptions of the QSs
The majority of participants perceived the QSs to be safe for pedestrians and cyclists, but also
that the QSs have had little to no effect on motorist speed, travel avoidance, or AT use of the
QSs (Figures 18a & 18b). The majority of participants observed no changes in traffic congestion
since the introduction of the QSs and felt positively towards the initiative (Figures 19a & 19b).
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Figure 18a & 18b: Perceived Safety for AT Users, and Change in Motorist Speeds, on QSs
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Figure 19a & 19b: Perceived Traffic Congestion near QSs, and Feelings about QSs, among Participants

4.4 Evaluation Limitations
This evaluation study has several limitations that are important to note. First, our baseline
observations were taken in August 2020, when there were generally fewer residents around due
to summer vacations. Ideally, our baseline measurements should have been taken during months
that normally would not have differed greatly from our intervention periods of September and
October (e.g., April or May), but the observers had a limited window of time to make
observations prior to the intervention launch. Both the user and resident surveys are subject to
self-selection bias (i.e., the tendency for people who are more interested in the subject matter
and/or interested in participating in research), and it is possible that respondents differed from
non-respondents in systematic ways that are relevant to the research. For instance, over half of
our resident survey participants were either in the 18-30 or 70+ age ranges, and their
perspectives on the QSs likely differ from those in the middle age groups. Additionally, we
estimate that our response rate to the resident survey was around 10%, introducing a high degree
of non-response bias. Unfortunately, due to resource limitations, the evaluation team was only
able to distribute resident survey invitations on a single day, so there was no opportunity to
directly remind non-respondents about the survey. Finally, residents on Frontenac and Albert
Streets were excluded from the resident survey, due to the changes in the locations of the QSs
mid-way through the intervention period. Thus, perspectives from these residents were not
captured in the survey.
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5.0 LESSONS LEARNED AND RECOMMENDATIONS
5.1 Community Engagement
Upon Kingston City Council’s unanimous approval of the motion in June, KCAT fielded
numerous requests in the days and weeks that followed with enthusiastic requests from residents
across the city to implement QSs in their neighbourhoods. There is clearly an appetite for
engagement with Kingstonians about what could be done to enable active transportation in their
neighbourhoods. An application-based process (where neighbourhoods apply for assistance to
setup a QS intervention) was considered, but this approach could not be pursued due to
insufficient time and capacity, and the challenges posed by the Covid-19 restrictions.
Recommendation 1: Solicit Quiet Street Applications from Neighbourhoods
Future efforts should consider using an application-based process for selecting neighbourhoods
for QSs, as this approach generates more resident buy-in and support for the initiative. Such a
process could help match limited resources with willing participants in future, thereby ensuring
the initiative is successful.

5.2 Scoping the Initiative
At the outset of this effort, there was tremendous interest in creating multiple QS routes,
especially North-South between Montreal and Sir John A Macdonald Blvd, to connect
neighbourhoods with each other and with public spaces and commercial amenities. In this
initiative, City staff recommended a reduction of KCAT’s original plan to connect the city’s four
downtown neighbourhoods. While the resulting scope was decidedly easier to manage given
KCAT’s limited resources, it undoubtedly had less of an impact on residents outside of those
neighbourhoods.
Recommendation 2: Expand the Scope of Quiet Streets Beyond the City’s Core
The City’s Transportation Services division should look at ways to introduce a version of QSs,
modified based on the lessons from this initiative, in ATMP neighbourhoods. Consideration
should be given to prioritize connections across neighbourhoods, take advantage of public
spaces, and connect to off-road trails across the city (e.g., K&P Trail, Waterfront Trail, Lemoine
Point trails, Leroy Grant pathway and Collins Bay pathway).

5.3 Route Selection
The final single route was chosen to connect across two neighbourhoods (Williamsville and
Sydenham), strategically incorporated several municipal parks (Elder Park, Churchill Park,
Napier St parkette, Victoria Park, McBurney Park), and connected to schools, day care centres,
corner stores and Downtown Kingston businesses. Linking to destinations is crucial.
Recommendation 3: Address Arterial Road Barriers to Enable Route Expansion
Future efforts should prioritize North-South connections overcoming barriers on East-West hightraffic arterials such as Bath, Princess, Taylor-Kidd, and John Counter. Similarly, the major N-S
arterials such as Division, Sir John A. Macdonald Blvd, Centennial and Gardiners need to be
safely connected for AT users.
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5.4 Procuring Equipment
In the planning stages, the QSs initiative faced weeks of uncertainty about access to equipment.
For both KCAT and the City’s Transportation Services division, the QSs initiative was uncharted
territory, leaving many parameters surrounding equipment needs uncertain at the outset and
determined largely in the moment. Through these delays, the implementation team was unable to
maximize involvement of volunteers, and much of the valuable summer that could have been
spent enjoying the QSs was lost due to uncertainty about equipment requirements and
availability of resources for barriers and signage.
Recommendation 4: Establish Equipment Needs and Commitments Early
Based on the QSs initiative, we now have a better understanding of the scope of equipment
required for such an endeavour. Future efforts should establish equipment requirements at the
outset and availability of said equipment from the City and other local partners, prior to
commitments being made to communities.

5.5 Equipment Requirements and Set-up
For various reasons, the equipment setup along the QSs route was not ideal. The 4’x4’ signs on
8’ wooden posts made the street look unattractive to users – more like a construction zone than
an inviting space for people to engage in active travel. And, the required “Local Traffic Only”
tab provided little deterrent to motorists. Indeed, cars were frequently observed driving for a
distance along the QSs then turning off and continuing driving elsewhere, and these observations
were supported by comments received in our surveys. Complaints were also received from
cyclists regarding the placement of the barriers at the side of the roadway; from their perspective,
this setup forced them to travel into the oncoming lane when moving through an intersection,
thus unnecessarily exposing them to potential conflicts with motorists. Additionally,
observations and discussions with residents of Clergy Street revealed that the signage was ‘lost’
amidst long lines of vehicles parked on the street, and thus had little effect on redirecting
vehicular traffic or encouraging motorists to slow down.
Recommendation 5: Use More Inviting Street Barriers in the Centre of the Road
Future efforts should rethink the need to rigidly conform to OTM requirements, since QSs are
not construction zones, and thus do not pose the same potential hazards to AT users or motorists.
Other municipalities have used more subtle equipment installations that have been more
aesthetically appealing and thus invite, rather than deter, use. It is also advisable to design the
street barriers in a more compact fashion closer to the center of the road, leaving a gap the width
of a bike lane (1.5 or 2m) from the sidewalk. That way, bicyclists and rollers could occupy the
full lane beside the sidewalk and not have to veer out to the middle of the road at intersections.
Installing equipment in the middle of the road would also make it more visible (and potentially
more of a deterrent) to motorists on streets with large amounts of parked vehicles.

5.6 Equipment Maintenance
Maintenance of the barriers required regular attention. While the QS barriers worked very well
on Mack St (minimal vandalism, barriers were visible and not disturbed), this was not the case
through the University District (Mack east of Nelson, Frontenac and Earl) where there was
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considerable vandalism (signs and barrels knocked over or spray painted with graffiti) and theft
of parts of the barriers. KCAT was diligent with inspections and mobilizing volunteers to assist
with repairs when need, but there were inevitably short periods of time when equipment was left
in disrepair, thereby created hazards for pedestrians, cyclists, and motorists.
Recommendation 6: Jersey Barriers Should be Used to Minimize Theft, Vandalism, and
Maintenance Requirements
Use of immovable jersey barriers, rather than wooden posts and plastic barrels, is strongly
recommended for future efforts. Not only would such barriers require less maintenance, they also
offer a simpler, cleaner, and more effective tool for deterring vehicular through traffic in the
right of way, thereby helping to also address Recommendation 5.

5.7 Initiative Promotion
Unfortunately, KCAT could not run a kick-off event for the QSs initiative due to Ontario’s
COVID-19 restrictions which limited the numbers permissible for social gatherings. This
situation limited our ability to build awareness of the initiative shortly after implementation in
late August. While there was considerable coverage in local news media, as well as promotional
signage and a brochure, the lack of a kick-off event precluded KCAT from generating some realtime in-person excitement for the initiative among residents. This event also would have helped
establish more buy-in from the Queen’s community, which may have prevented some of the
vandalism and theft that was encountered in the first few weeks.
Recommendation 7: Promote the Initiative through Events and Street Stewards
Initiatives of this nature must be promoted with a kick-off event with nearby residents. This is
especially critical when introducing such an initiative in areas with more transient populations,
such as the University District. Furthermore, the integrity and longevity of these initiatives
requires support from local leaders, people we called Street Stewards, who can champion the
effort, particularly among other residents who may be more skeptical.

5.8 Initiative Impacts
Evaluation of the initiative suggest that it led to increased AT use on weekdays, particularly
among women. AT users reported feeling safer on the QS route and generally felt positively
about the initiative. AT users also felt that the QSs positively impacted motorist behaviours.
Residents who live along the QS route generally felt positively towards the QSs and detected few
negative consequences from the intervention. Despite these positive outcomes, our observations
revealed that pedestrians generally stuck to the sidewalks, despite having access to the full
roadway. Furthermore, comments from the surveys suggested that the QSs gave pedestrians and
other vulnerable users a false sense of security, especially at night when aggressive motorists
were more present.
Recommendation 8: Run Initiative for Longer Period to Change Habits of All Road Users
For pedestrian to occupy space differently, they need to feel that the space is actually being used
differently. This can only happen if the initiative is in place for a longer period of time, along
with more permanent barriers described above, to enable new habits to form. A longer timeframe
would also enable more rigorous evaluation to take place.
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6.0 ACKNOWLEDGMENTS
Kingston’s Quiet Streets would not have been possible without the immeasurable support of so
many in our community. Those who were most notable in their support are described below.
Local Advocates
Carla Teixeira, Marney McDiarmid, Janette Leroux, and members of Kingston Beyond COVID19 spearheaded early calls for a targeted community response to meet the community need for
safe access to the outdoors, including support for the implementation of QSs in
Kingston.
City Councillors
A motion for Council to support the Kingston QSs initiative was presented to Council by
Councillor Bridget Doherty and seconded by Councillor Robert Kiley. The motion received
unanimous support including Mayor Bryan Patterson and all members of Council.
Councillors Mary Rita Holland (Kingscourt-Rideau), Rob Hutchison (King’s Town), Jim Neill
(Williamsville), Peter Stroud (Sydenham) participated in virtual community consultations
providing important support, and insight on local community needs particularly in the review of
the route selection and with community outreach throughout the initiative.
Community Associations
Community and neighbourhood associations within the four selected districts participated in
virtual meetings providing input on the viability and challenges of a route within their
neighbourhoods, and helped to promote awareness of and participation in the QS initiative.
Representatives included: Mary Farrar (Friends of the Kingston Inner Harbour), Matthew
Gventer (Kingscourt Community Association), Kate Thomas (McBurney Park Neighbourhood
Association), Justin Connidis, Laura Knap, Meredith McDonnell, Don Mitchell, Ken Ohtake,
and Susan Thorne (Sydenham District Community Association); and, Sue Bazely and Joan
Bowie (Williamsville Community Association).
City of Kingston Staff
KCAT’s QSs team worked closely and collaboratively with City of Kingston staff over the
course of the initiative. These included: Craig Hollingsworth, Maliha Majeed, Danny Potts and
Ian Semple.
Volunteers
Volunteers provided ongoing support to each of the working groups in various capacities.
Communications and Community Outreach: support in the development of a communications
plan, development and distribution of promotional materials, website and social media support,
KCAT QS signage, and media relations. Volunteers included: Kristin Cote, Julia Lapena, Brian
T.F. Lee, Carole Russell, Carla Teixeira, and Carol Tomalty.
Logistics and On-going Maintenance: support the procurement, transportation, assembly,
installation, ongoing maintenance (Street Stewards) and removal of all barriers and signage.
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Volunteers included: Joan Bowie, Michael Capon, Paul Doherty, Megan Edgelow, Jenn Hosek,
Ryan Klemencic, Matthew Lauzon, Janette Leroux, Moe Leroux, Peter Lockwood, Anne
MacPhail, and Richard Moulton.
Evaluation: support the design, promotion, implementation, and analysis of the streets
observations, and user and resident surveys. Volunteers included, Bruce Bursey, Kristin Cote,
Roger Healey Ryan Klemencic, Stephan Kukkonen, Julia Lapena, Matt Lauzon, Janette Leroux,
and John Meligrana.
Queen’s University
Graduate students from the Queen’s School of Urban and Regional Planning (SURP) provided
support throughout the initiative in various capacities. Stephan Kukkonen, supported through a
COVID-19 research grant from Queen’s University, served as assistant to the executive
committee as well as all three working groups. Other SURP students who assisted with
intervention installation, route maintenance and street observations included Ryan Klemencic,
Matt Lauzon and John Meligrana.
Letters of Support
Over the course of the QS initiative the executive team received unsolicited e-mails and
messages of
support, in response to media coverage, promotional materials by the initiative, counsellors and
neighbourhood associations, and with general use of the QSs. Many expressed an interest to
volunteer, shared experiences of their use of the QSs, as AT users and local residents, and
encouraged the expansion and future use of QS across the City. Support was received from:
Dominic Anton, Rachel Askett, Andrew Bacchus, Nam Bains, Derald Blair, Skot Caldwell,
Chris Coupland, William Dow, Michelle Girouard, Holly Gwynne-Timothy, Jane-Paul Kelly,
Tim Kingston, Brooke MacKinnon, Isla Milne, Juliet Milsome, Brodie Nevens, Curtis Oleschuk,
Steve Ottenhof, Amanda Ross-White, John Sedgwick, Jill Shefrin, Gordon Smith, Jon Solar,
Jane Webster, and Katherine and David Wieser.
Donors
This work could not have been accomplished without the generosity and financial contributions
by many across Kingston. KCAT partnered with Friends of Kingston Inner Harbour (FKIH) to
enable charitable donations using their Canada Helps donation portal and the receipt of cheques.
Through this mechanism, KCAT was able to secure $4,270 in donations. This money was used
to pay for the KCAT QSs signage at 43 installations (and contingency for loss and damages), a
brochure distributed to all households along the 3 km QS corridor, promotional materials for the
user and resident surveys, and assorted supplies and equipment related to the assembly and
installation of the interventions. Donors to-date include: Patrick Anderson, Bruce Bursey, Mary
Farrar, Doug Gray, John Grenville, Roger Healey, Shauna Solomon Patel, Brian Rutz, Preston
Schiller, Jane Webster, Williamsville Community Association, and three anonymous donors.

20

