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Study Purpose and Process

The Kingston Road Corridor and Specialty Retailing 
Node Intensification Study (the Study) is examining 
opportunities for intensification and supporting 
connections and public amenities within the 
approximately 152 hectare Study Area centred on 
Kingston Road. It will result in recommendations that 
will be used to update City of Pickering Official Plan 
policies, development guidelines, and zoning within 
the corridor and node.

The need to explore intensification opportunities 
within the corridor and node was identified through 
the South Pickering Intensification Study and the 
city-wide Growth Management Program. These 
“parent” studies have been undertaken to implement 
the strategic growth area objectives of the Provincial 
Growth Plan and the corridor objectives of the 
Durham Regional Official Plan within the South 
Pickering Urban Area, of which the corridor and node 
are a core component.

The Study is guided by a number of strategic goals 
that have been identified by the City of Pickering 
These strategic goals speak to coordinating and 
complementing intensification with a broad array 
of city-building outcomes, including placemaking, 
community health, sustainability, economic 
development, housing choice, connectivity, 
infrastructure optimization and natural heritage 

restoration. The strategic goals are broadly consistent 
with the planning policy framework contained within 
the Provincial Growth Plan, the Durham Regional 
Official Plan and the City of Pickering Official Plan.

The Study is being undertaken in a three-phase 
process taking place over a 2 year period from 
November 2017 to November 2019. The three phases 
of the Study include Phase 1: Develop a Vision, 
Phase 2: Develop a Preferred Scenario, and Phase 3: 
Preferred Design.

Phase 1 of the Study involved undertaking a review 
of existing conditions, an analysis of issues and 
opportunities, and the development of a vision and 
associated goals and objectives. The vision, goals and 
objectives will be used as the basis for developing 
and assessing alternative intensification scenarios 
in Phase 2 and the preferred design in Phase 3, 
ultimately producing a planning framework to 
redevelop and intensify the Corridor and the Node. 

This background report summarizes the results of 
Phase 1 of the Study. Further detail and the study 
purpose and process are available in section 2 of this 
report.

Existing Conditions, Issues and Opportunities

For the purposes of existing conditions review and 
issues and opportunities analysis, the Study Area has 
been divided into four Study Area segments. These 

Study Area segments are as follows (from west to 
east):

•	 Rougemount Precinct – extending from the 
Rouge Valley in the west to Rosebank Road in 
the east

•	 Whites Precinct – extending from Rosebank 
Road in the west to Fairport Road in the east

•	 Dunbarton/Liverpool Precinct – extending from 
Fairport Road in the west to Pine Creek in the 
east

•	 Brock Precinct – incorporating the portions 
of the Study Area around the intersection of 
Kingston Road and Brock Road and the entirety 
of the Specialty Retailing Node

The following thematic areas were examined through 
the existing conditions review and issues and 
opportunities analysis:

•	 Natural Heritage

•	 Planning Framework and Land Use

•	 Urban Design

•	 Transportation

•	 Servicing

•	 Retail and Commercial Economic Analysis

The results of the existing conditions review and 

Executive Summary

5



issues and opportunities analysis are summarized 
below, with further detail provided in section 3 of this 
report.

The Study Area intersects with portions of several 
prominent natural heritage features. In general, these 
natural heritage features (particularly Amberlea 
Creek, Dunbarton Creek and Pine Creek) are 
heavily urbanized by residential and non-residential 
development and by utility and transportation land 
uses. Of the four creeks within the Study Area, only 
the Petticoat Creek remains in a relatively natural 
condition.

In terms of the planning framework, the Provincial 
Growth Plan provides strong direction for planning 
for complete communities across the Greater Golden 
Horseshoe Region and integrating transportation 
and land use planning through planning for transit-
supportive development in proximity to frequent 
transit. The Regional Official Plan identifies Kingston 
Road as a Regional Corridor, which is an area towards 
which intensification is to be directed. The City of 
Pickering Official Plan identifies both Kingston Road 
and the Specialty Retailing Node as Mixed Use Areas 
where a broad variety of uses are permitted at a 
higher density and within buildings that feature a high 
quality of design.

Despite this policy direction for mixed use, the 
existing land use within the Study Area are defined by 
retail uses, with half of all land area occupied by this 

use. Other commercial uses including offices, auto 
dealerships and service uses combined with the retail 
uses compose nearly two-thirds of all lands within the 
Study Area.

These existing uses combined with the transportation 
role of Kingston Road play a strong role in defining 
the public realm, streetscape character and lot 
fabric within the Study Area. There is some variation 
within the corridor in terms of these urban design 
elements, with some sections exhibiting the physical 
and functional characteristics of a major traffic route 
that connects neighbourhoods, and other sections 
exhibiting those of a main street or “heart” of the 
community. The Specialty Retailing Node has a 
somewhat different character than the remainder 
of the corridor given its orientation to Kingston 
Road and the predominance of retail uses within its 
boundaries.

In terms of the transportation role of Kingston Road, 
while it is identified as a Rapid Transit Corridor in 
the City of Pickering’s Transportation Master Plan 
Update, today nine out of ten trips are made by autos. 
In addition, auto continues to be the dominant mode 
of transportation even for short trips (less than 2km) 
within Pickering whereas these short trips could 
have been made by walking or cycling. These short 
trips account for 25% of trips originating in Pickering. 
Furthermore, there are sections of Kingston Road 
with no pedestrian and cycling facilities on either one 
side or both sides of the road. In combination with the 
existing auto-oriented character of the public realm, 

Kingston Road and the Speciality Retailing Node 
currently place primacy on travel by car rather transit 
or active modes of transportation.

From a retail and commercial economic perspective, 
the aforementioned predominance of retail uses 
within the Study Area does exhibit some variance 
across the four precincts. The Rougemount Precinct 
features a mix of Retail Strip Malls and Pad/Plaza 
Retail, and a Multi-Storey Commercial Building. The 
Whites Precinct features a broader mix of Big Box 
Retail, Retail Strip Malls, Pad/Plaza Retail, and several 
Auto Dealerships. The Dunbarton/Liverpool Precinct 
also features a broad mix, with Big Box Retail, Pad / 
Plaza Retail, two Multi-Storey Commercial Buildings, 
and an Auto Dealership and auto-oriented strip mall. 
Lastly, the Brock Precinct is typified by several large 
Big Box Retail uses along with many Pad/Plaza Retail 
uses and a few Retail Strip Malls.

The redevelopment potential within the four 
precincts varies as well. Given existing policy and 
market factors, there is a relatively low potential for 
retail and commercial-led redevelopment within the 
Rougemount Precinct, a good potential within the 
Whites Precinct, a low potential within the Dunbarton/
Liverpool Precinct, and an average potential within 
the Brock Precinct. This potential could be improved 
through transformation of the Study Area with new 
connections, public amenities, and higher density 
residential uses within mixed use sites.
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Together, the above existing conditions suggest a 
series of corridor-wide and precinct-specific issues 
and opportunities. Some of the more salient corridor-
wide issues and opportunities are highlighted below 
with a full list of corridor-wide and precinct-specific 
issues and opportunities available in section 3 of this 
report.

Issues

•	 Creeks throughout the corridor are deteriorating 
in terms of water quality, wildlife habitat and 
riparian vegetation, due to the proximity of 
urban land uses and lack of naturalized or 
landscaped buffers

•	 Floodplains associated with creeks may pose 
constraints on redevelopment  in proximity to 
these areas

•	 Most buildings along the corridor are single use, 
there are very few residential uses, and there 
are a number of land intensive uses that are not 
transit-supportive (e.g. auto dealerships and 
auto repair and scrap yards)

•	 There is an overall lack of open spaces 
with direct frontage on the corridor and in 
the Specialty Retailing Node and a lack of 
connections/access to existing open spaces

•	 There is an inconsistent streetscape experience 
resulting from discontinuous sidewalk network, 
public realm and private realm

•	 Parking is generally located off-street in large 

surface parking lots that create large setbacks 
from the public realm, creating safety concerns 
and heat island effects

•	 Kingston Road is operating at or near capacity 
for vehicles in the peak periods, with the 
majority of sections in the eastbound direction 
at capacity in the PM peak and other sections 
in the westbound direction near capacity in the 
AM and PM peak

•	 Today, the Pickering retail experience is 
dependent on vehicular modes of travel; 
therefore, it is associated with the high or vast 
amount of surface parking lots

•	 Kingston Road is a wide corridor which is 
not ideal for creating an intimate shopping 
experience that encourages cross shopping

Opportunities

•	 Opportunity to renaturalize urbanized creeks 
over time through redevelopment of adjacent 
properties, restoration of their natural function, 
improving stormwater management, and 
enhancing redevelopment opportunities

•	 Opportunity to improve connections from the 
Study Area to natural heritage features and to 
the broader trail network. This opportunity is 
particularly significant where the Study Area 
borders the Rouge River and Rouge National 
Urban Park

•	 Opportunity to enhance and plan for “complete 

communities” within the Study Area by 
coordinating land use, built form, open space 
and movement networks

•	 Opportunity to strengthen the vision of 
Kingston Road as Pickering’s main street and 
advance this idea through the lens of transit-
supportive intensification tailored to the specific 
conditions and characters found within the 
corridor

•	 Opportunity for new open spaces with direct 
frontage along the corridor and to enhance 
access to existing open spaces

•	 Opportunity for new internal streets and blocks 
on larger parcels to create new development 
frontages and connections between sites off 
of Kingston Road and within the Specialty 
Retailing Node

•	 Opportunity to provide a consistent, pedestrian-
scaled streetwall to frame the public realm and 
to provide animated building frontages, both of 
which can encourage pedestrian activity

•	 The whole of the study area is within 500 m 
(a 5-10 minute walk) of the PULSE BRT stops 
along Kingston Road, providing an opportunity 
for those who live/work within walking distance 
of the bus stops to choose transit as their mode 
of transportation

•	 Generally a good opportunity to achieve 
population densities that would support local 
neighbourhood retail

•	 Generally a good opportunity for double-loaded 
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built form, either directly on Kingston Road or in 
deeper blocks where an internal road network 
could be created

Vision, Goals and Objectives

Utilizing the findings of the existing conditions review, 
issues and opportunities analysis, feedback from 
consultation activities and best practices research, 
an updated vision has been created for the Kingston 
Road Corridor and Specialty Retailing Node, along 
with associated goals and objectives. This updated 
vision builds on the visions found in the Urban Design 
Development Guidelines for the corridor and node 
that were produced in the late 1990’s.

Together, these various inputs speak to a need to 
achieve higher density, mixed use intensification 
that is transit-supportive and ensure pedestrian 
prioritization across the corridor through the design 
of the streetscape, the siting, scale and articulation 
of buildings, and the design of internal connections 
within and between larger development sites. They 
also suggest that the corridor will continue to play a 
key role in the transportation network and that efforts 
should be made to ensure the safe and efficient 
movement of private and transit vehicles along and 
across the roadways that form the spine of and bisect 
the corridor and node.

The corridor and node can also maintain their 
role as a place of business and services for the 

neighbourhoods to the north and south, providing 
amenities and meeting life’s daily needs. A portion of 
those needs will be fulfilled by access to community 
facilities and open spaces. Lastly yet perhaps 
foremost, the corridor and node are in need of a 
distinct identity, one that both unifies the disparate 
characters of the various precincts and that also 
responds to the variation in context across the 
corridor and node.

Based on the existing vision, the updated planning 
framework and the key findings of this report, the 
following is proposed as a renewed vision for the 
corridor and node.

The Kingston Road Corridor and Specialty Retailing 
Node will be...

•	 A regional and local multi-modal connector, with 
regional gateways at Altona Road and Brock 
Road, and with gateways to the neighbourhoods 
north and south of the corridor at Rougemount 
Drive, Whites Road and Fairport Road

•	 A sustainable place that embraces its significant 
natural heritage assets, connecting to the valleys 
and creeks that the corridor crosses, and building 
communities centred on new public open spaces 
in both the corridor and node

•	 A walkable place in all four precincts, with safe, 
comfortable and green sidewalks and pedestrian 
connections on both sides of Kingston Road, and 
within larger parcels that are likely to redevelop 
with an internal street network, particularly within 

the node
•	 An urban, liveable, transit-supportive community, 

with a higher density mix of uses, located in 
buildings that are pedestrian oriented, and that 
transition in height and mass to the scale of 
adjacent established neighbourhoods, particularly 
to the north of corridor and to the east of the 
node

•	 A place that continues to serve its local 
neighbourhoods and the broader city, with retail, 
commercial services and offices within mixed 
use buildings or on mix used sites, and generally 
fronting directly on to Kingston Road, Whites 
Road and onto new internal streets on larger 
parcels, to provide active uses at grade that 
encourage pedestrian traffic 

Collectively the vision, goals and objectives for the 
Kingston Road Corridor and Specialty Retailing 
Node will play a key role in the next phases of 
work of the Study, acting as in input in both the 
development and assessment of the alternative 
intensification scenarios.

Further detail on the vision, goals and objectives 
can be found in section 4 of this report.
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The Kingston Road Corridor and Specialty Retailing 
Node Intensification Study represents a further phase 
of the South Pickering Intensification Study, itself an 
offshoot of the broader city-wide Growth Strategy 
Program. The purpose of this overall Program is to 
implement the strategic growth area objectives of the 
Provincial Growth Plan and the corridor objectives of 
the Durham Regional Official Plan within the South 
Pickering urban area.

The first phase of the Growth Strategy Program 
focused on the City Centre. Upon the conclusion of 
that phase, the Program switched focus to examine 
intensification opportunities on the remaining lands 
in South Pickering. A number of factors led to the 
identification of the Kingston Road Corridor and 
Speciality Retailing Node as an area for further study 
of intensification potential.

From a policy perspective, Kingston Road is 
designated as a Regional Corridor in the Durham 
Regional Official Plan and as a Mixed Use Area – 
Mixed Corridor in the Pickering Official Plan. The 
Speciality Retailing Node also has a Mixed Use Area 
designation in the Pickering Official Plan. Together 
these designations identify Kingston Road and the 
Speciality Retailing Node as a priority location to 
facilitate intensification.

From a transit investment perspective, Durham 
Region is currently implementing transit priority 
measures along Kingston Road through curbside 

bus-only lanes that can accommodate Bus Rapid 
Transit (BRT). Further study will be undertaken by 
the region to explore a dedicated median transit 
right-of-way. There is therefore an opportunity to 
plan for redevelopment with a mix of uses and at 
densities that would be supportive of this rapid transit 
investment.

From a community input perspective, participants in 
the South Pickering Intensification Study engagement 
process identified the importance of intensification 
and higher density development along corridors 
such as Kingston Road, maintaining the character 
of established neighbourhoods, and creating 
vibrant, mixed-use, well designed, transit-supportive 
communities. Together these community aspirations 
lend themselves to a renewed vision for the Kingston 
Road Corridor and Speciality Retailing Node that 
aligns with the policy and transit investment factors.

Through the Kingston Road Corridor and Speciality 
Retailing Node Study opportunities for intensification 
will be identified and recommendations will be 
developed that will be used to update the in force 
planning framework, including Official Plan policies, 
development guidelines and zoning specific to the 
Corridor and Node.

2.2 Strategic Goals of the Study

While the overall purpose of the Kingston Road 
Corridor and Speciality Retailing Node Intensification 

Study is to develop recommendations that will enable 
mixed use intensification, this broad purpose is 
guided by a number of strategic goals that have been 
identified by the City of Pickering. These strategic 
goals speak to coordinating and complementing 
intensification with a broad array of city-building 
outcomes, including place-making, community 
health, sustainability, economic development, housing 
choice, connectivity, infrastructure optimization and 
natural heritage restoration. The strategic goals 
are broadly consistent with the planning policy 
framework contained within the Provincial Growth 
Plan, the Durham Regional Official Plan and the City 
of Pickering Official Plan.

The strategic goals of the Study are to develop a plan 
that: 

•	 Advances the concept of place-making by 
creating a distinct character, a strong sense of 
community, a context for healthy lifestyles, and 
a high quality of life;

•	 Promotes sustainability in the design, 
construction and maintenance of buildings and 
sites, including age-friendly design practices 
and accessibility; 

•	 Stimulates economic growth and vitality;

•	 Promotes mixed land-use development with an 
emphasis on residential and office integration; 

•	 Supports efforts to expand housing choices and 
affordability; 

2.1 Study Purpose
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•	 Focuses on improving access management and 
connectivity for all transportation modes;

•	 Embodies and promotes the concept of 
‘complete streets’ with the emphasis on transit 
and pedestrian oriented development; 

•	 Encourages the optimization of infrastructure 
services within the corridor; and

•	 Enhances and restores natural heritage features 
and functions.

These strategic goals are further articulated 
in Section 4 of this report where they factor in 
to the overall vision for the Study Area and are 
operationalized through objectives for the Study.

2.3 Study Process

The Study is being undertaken in a three-phase 
process taking place over a two year period from 
November 2017 to November 2019. The three phases 
of the Study include Phase 1: Develop a Vision, 
Phase 2: Develop a Preferred Scenario, and Phase 3: 
Preferred Design.

Phase 1 of the Study involved undertaking a review 
of existing conditions, an analysis of issues and 
opportunities, and the development of a vision and 
associated goals and objectives. The vision, goals and 
objectives will be used as the basis for developing 
alternative intensification scenarios in Phase 2 and 
the preferred design in Phase 3, ultimately producing 

a planning framework to redevelop and intensify 
the Corridor and the Node. This background report 
summarizes the results of Phase 1 of the Study.

Phase 2 of the Study will focus on developing a set 
of alternative intensification scenarios with different 
arrangements of open space, street networks, land 
use and built form. Each of these intensification 
scenarios will be tested against a set of evaluation 
criteria based on the Study vision, goals and 
objectives. A preferred intensification scenario will 
be selected and carried forward as the basis for the 
Intensification Plan and Urban Design Guidelines that 
will be developed in Phase 3.

The Intensification Plan and Urban Design Guidelines 
prepared in Phase 3 will provide a planning framework 
for implementing the preferred intensification 
scenario and will include recommendations for 
updating Official Plan policies and zoning within the 
Study Area.

Each phase of the Study will involve robust public 
and stakeholder consultation with meetings 
specifically tailored to solicit the involvement of 
and input from local residents, landowners, public 
agencies and internal City stakeholders. Each phase 
will also conclude with a report to the Planning and 
Development Committee.

14 SvN



Prepare Intensification Plan
Prepare Urban Design Guidelines

Develop Planning and Design Guidelines 
and Criteria
Prepare and Assess Alternative 
Scenarios
Select Preferred Scenario

Review of Existing Conditions
Develop Vision, Goals and 
Objectives

Phase 1
Develop a Vision

Phase 2
Develop a Preferred 
Scenario

Phase 3
Preferred Design

Ongoing
Implementation

Nov. 2017 - Sep. 2018 Oct. 2018 - Mar. 2019 Apr. 2019 - Nov. 2019

The approximately 152 hectare Study Area is centred 
on Kingston Road, which spans the entire width of the 
City of Pickering, paralleling Highway 401. The Study 
Area generally includes properties that front on to 
the north and south sides of Kingston Road, between 
the Rouge National Urban Park in the west and Pine 
Creek in the east. The Study Area also includes a 
number of properties that front on to the north side 
of Kingston Road west and east of the intersection 
of Brock Road, as well as all properties that fall within 
the Speciality Retailing Node to the southeast of the 
intersection of Kingston Road and Brock Road.

There are two areas along Kingston Road that are 
excluded from the Study Area. These include flood-

prone areas to the north and east of the Speciality 
Retailing Node and the City Centre, where a detailed 
planning study has already been undertaken resulting 
in Council-approved area-specific Official Plan 
policies, zoning, and urban design guidelines (see 
Figure 1).

Over the course of the Study, minor modifications 
to the Study Area boundaries may be contemplated 
as justified by analysis and the testing of the 
intensification scenarios. One such area where initial 
analysis has suggested minor modifications may be 
warranted is in the area that contains the Dunbarton 
High School, where boundary modifications may 
be contemplated to ensure that all areas with 

intensification potential are included and that areas 
that are intended to remain stable over time are not 
included within the Study Area. 

2.4 Study Area
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Kingston Road has long served as a regional 
connector, originally being surveyed and cleared in 
the early 1800s as a connection between Toronto 
and the Trent River. Its service-oriented nature is 
inherently tied to this regional connector role. With 
the inauguration of the corridor as a provincial 
highway in the early 1900s and the advent and 
adoption of the private automobile for long distance 
travel in the first half of the 20th century, several 
service uses supportive of long distance travel 
(e.g. motels and restaurants) began locating on the 
corridor. Increasing congestion on Kingston Road 
and other such open-access provincial highways 
provided an impetus for the construction/expansion 
of Highway 401, which was completed in this area in 
1960.

The movement of long-distance travel onto Highway 
401 again signalled a shift in use along Kingston 
Road. In combination with increasing residential 
development adjacent to the corridor, the uses 
along Kingston Road shifted to provide amenity for 
local residents through neighbourhood retail and 
services. However, due to the access provided by 
both Kingston Road and Highway 401, the corridor 
continued to serve a regional function, drawing 
people from across the City and region to several 
destination retail and service uses. Significant 
developments of this nature started with the 
Pickering Flea Market and Sheridan Mall (Pickering 
Town Centre) in the early 1970s, and continuing 
through to the Pickering Design Centre, and several 

big box/power centre retail uses in the 1990s and 
early 2000s.

With destination retail now declining somewhat 
along the corridor and with the introduction of rapid 
transit and an updated provincial policy regime 
that focuses on transit-supportive intensification, 
there is an opportunity for Kingston Road to once 
again transform in terms of character and land 
use, continuing to serve the needs of the local 
neighbourhood, the City as a whole, and the broader 
region (see Figure 2).

2.6 Local and Regional Context

Kingston Road continues to serve a regional 
role, providing connections between Pickering, 
Toronto, Ajax, Whitby and Oshawa. It also serves 
as a connector between a number of regionally 
significant natural heritage features, including the 
Highland Creek and Rouge River in Toronto, the 
Petticoat Creek and Duffins Creeks in Pickering, and 
the Caruthers Creek in Ajax. This regional major 
link/connection is shown conceptually on Figure 3. 
The Specialty Retailing Node also serves a regional 
role, providing specialty retailing to a broad regional 
market with access provided by the Highway 401 
interchange at Brock Road.

At the city scale, Kingston Road is a major east-
west spine with branch connections to important 

growth areas such as the Seaton Urban Area 
and recreational amenities such as the Pickering 
Waterfront.  These city scale north-south major 
links/connections are shown conceptually on Figure 
4. At the neighbourhood scale, Kingston Road 
serves as a spine for key north-south connections 
across Highway 401, connecting neighbourhoods 
in the South Pickering Urban Area to one another 
at Rougemount Drive, Whites Road, Liverpool 
Road, and Brock Road (see conceptual major links/
connections on Figure 5). Likewise, the Specialty 
Retailing Node plays a city/neighbourhood scale role, 
providing destination retail and local retail within its 
boundaries, serving customers from within the City of 
Pickering and the immediate areas that surround it.

The role the corridor plays at multiple scales 
necessitates that the ultimate vision for 
intensification contemplate and seek a balance 
between these varied functions, through new 
connections, new open spaces, public realm 
improvements, new uses, and new, denser 
development.

2.5 History of the Corridor
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Figure 2 Historical Timeline
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Figure 4 City wide context Figure 5 Neighbourhood context
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3.1 Study Area Segments
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For the purposes of existing conditions review and 
issues and opportunities analysis, the Study Area 
has been divided into four Study Area segments (see 
Figure 6) .

The precinct boundaries in the Kingston Road 
Corridor Urban Design Development Guidelines 
were reviewed and assessed to still have relevancy 
as logical segments as they continue to contain 
areas with relative consistency in existing uses, built 
form and streetscape character. These Study Area 
segments are as follows (from west to east):

•	 Rougemount Precinct – extending from the 
Rouge Valley in the west to Rosebank Road in 
the east

•	 Whites Precinct – extending from Rosebank 
Road in the west to Fairport Road in the east

•	 Dunbarton/Liverpool Precinct – extending from 
Fairport Road in the west to Pine Creek in the 
east

•	 Brock Precinct – incorporating the portions 
of the Study Area around the intersection of 
Kingston Road and Brock Road and the entirety 
of the Specialty Retailing Node

3.1.2 Neighbourhoods

The Study Area crosses through five residential 
neighbourhoods and is directly adjacent to a 
further three. The five residential neighbourhoods 

that the Study Area directly falls within are (from 
west to east) as follows: Rougemount; Woodlands; 
Dunbarton; Liverpool; Village East. All five of these 
neighbourhoods extend to the north of the Study 
Area, with Dunbarton and Liverpool extending 
significantly farther north.

The three residential neighbourhoods that the Study 
Area is directly adjacent to are all located to the 
south of Highway 401 and are (from west to east) as 
follows: Rosebank; West Shore; Bay Ridges. These 
three residential neighbourhoods all extend south to 
the Lake Ontario shoreline, indirectly connecting the 
Study Area with Pickering’s waterfront (see Figure 7).

3.1.3 Neighbourhoods Profiles

The total population within each of the eight 
neighbourhoods ranges from a low of 2,615 in 
Woodlands to a high of 18,285 in Liverpool. This 
range is largely a product of the variance in the size 
of the neighbourhoods, with the population density 
(people/km2) being relatively consistent across the 
neighbourhoods at around 1,700/km2. However, two 
neighbourhoods significantly surpass this population 
density, with 2,400 people/km2 in Liverpool and 
2,700 people/km2 in Village East (see Figure 8, which 
contains a summary of the data points detailed here 
and based on the City of Pickering Neighbourhood 
Profiles/Statistics Canada National Household Survey 
2011).

The population in the eight neighbourhoods is 
generally younger than the city as a whole. While the 
rate of children aged 0-9 is broadly similar to the city-
wide rate of 10%, all eight neighbourhoods feature a 
lower rate of people aged 55+ than the city-wide rate 
of 33%.

The ethnic origin of residents in the eight 
neighbourhoods is predominantly European, with a 
majority of residents identifying a European ethnic 
origin in six of the eight neighbourhoods. Both 
the West Shore and Village East neighbourhoods 
feature a broader distribution of ethnic origins, with 
significant portions of their populations identifying 
Asian and South/Central American ethnic origins.

The predominant residential built form typology in all 
of the neighbourhoods is single and semi-detached 
housing, with the exception of Village East where 
a plurality of residential units are in rowhouse and 
duplex housing.

Average household incomes range across the 
eight neighbourhoods from a high of $159,327 in 
Rougemount to a low of $78,908 in Village East. 
There are three neighbourhoods with an average 
household income that falls below the city-wide 
average of $124,087. These three neighbourhoods 
include West Shore, Bay ridges and Village East.

These varied demographics demonstrate the 
diversity of the Corridor and Node. The ultimate 

3.1.1 Study Area Segments
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planning framework can seek to accommodate this 
diversity by considering, amongst other matters, age-
friendly design, a range of housing types and tenures, 
and affordable retail spaces.
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Figure 6 Study Area Segments
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Figure 7 Neighbourhoods
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Figure 8 City of Pickering Neighbourhood Profiles 
(National Household Survey 2011)
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3.2 Natural Heritage 
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The Study Area intersects with portions of several 
prominent natural heritage features including 
Petticoat Creek, Amberlea Creek, Dunbarton Creek, 
and Pine Creek. The western boundary of the Study 
Area touches the edge of Rouge National Urban 
Park, while the eastern boundary is proximate to 
Duffins Creek and just outside the limits of the 
Flood Plain Special Policy Area and Regional Storm 
Floodplain Limit. 

The natural heritage features within the Study Area 
are located as follows (see Figure 9):

•	 Rouge National Urban Park (at the eastern 
boundary of the Kingston Road Corridor, 
west of Altona Rd);

•	 Petticoat Creek (between Rougemount Dr. 
and Rosebank Road);

•	 Amberlea Creek (east of Whites Road and 
west of Fairport Road);

•	 Dunbarton Creek (at the Study Area pinch 
point mid-way between Fairport Road and 
Dixie Road);

•	 Pine Creek (at the eastern boundary of the 
Kingston Road Corridor);

These natural heritage features are identified in the 
Durham Regional Official Plan (ROP.). The Rouge 
Valley and Petticoat Creek are identified as Major 
Open Spaces within the Regional Structure and these 
two natural heritage features along with the Amberlea 
Creek, Pine Creek and Dunbarton Creek are 

identified as Key Natural Heritage and Hydrological 
Features. As part of the Region’s Greenlands System, 
Major Open Space Areas are to be managed as a 
connected and integrated natural heritage system 
recognizing the functional inter-relationships between 
them. Their continuity, exclusive of roads, railways 
and utilities, shall be maintained. The predominant 
use of lands in Major Open Space Areas shall be 
conservation. Proposals for development within them 
must demonstrate that there will be no negative 
effects on key natural heritage or hydrological 
features or functions, including no alterations to the 
flood capacity of a valley or the character of a stream. 
All key natural heritage and hydrological features are 
to be maintained and enhanced in terms of their size, 
diversity and connectivity.

The City of Pickering Official Plan also identifies 
these natural heritage features as Natural Areas and 
Shorelines and Stream Corridors. The Rouge Valley 
and Petticoat Creek are identified as Natural Areas 
and these two watercourses as well as the Amberlea 
Creek, Pine Creek and Dunbarton Creek are 
identified as Shoreline and Stream Corridors. Natural 
Areas form part of the City’s Open Space System. 
The critical ecological functions and components 
of the Open Space System are to be protected and 
the built environment will be planned and designed 
to function in harmony with the natural processes 
that occur in this system. To achieve this end, the 
naturalization of valleylands and stream corridors 
and the protection and restoration of natural areas 
will be promoted.

The protection of all shorelines and stream corridors 
is underlined in the Official Plan, with policies that 
focus on watercourses and their retention in an 
open and natural state and their incorporation into 
corridors, linkages, public parks and community 
facilities. Where these shoreline and stream corridors 
feature hazard lands prone to flooding, slope 
instability and/or erosion, new development and 
major redevelopment will be prohibited on lands 
designated as Natural Areas. Pine Creek has a few 
properties that are impacted by the floodplain, which 
may impact their developability or redevelopment 
potential. Amberlea Creek in the Woodlands 
Neighbourhood, on the other hand, has support 
for being piped as a way to facilitate development. 
Where such lands are not designated as Natural 
Areas, new development or major redevelopment 
may be permitted subject to the recommendations 
of an Environmental Report. 

Lastly, the natural heritage features in the corridor 
are addressed in a variety of broader planning 
framework reports. These have been used as 
background information for this report and include:

•	 Rouge National Urban Park Management 
Plan - Draft (2014, with a final version 
underway and to be completed soon) 

•	 Petticoat Creek Watershed Action Plan 
(August 2012) 

•	 City of Pickering Urban Forest Study 
(February 2012)

3.2.1  Environmental Policy Framework 
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•	 Frenchman’s Bay Stormwater Management 
Master Plan (April 2008)

•	 Duffins Creek And Carruthers Creek 
Watershed Plan (August 2003)

•	 The Living City Report Card (2011)

3.2.2  Existing Environmental 
Conditions 

This section summarizes existing environmental 
conditions along the Kingston Road Corridor and the 
Specialty Retailing Node. This review and summary is 
categorized by terrestrial, aquatic, and hydrogeology 
conditions.

In general, the natural heritage features in the Study 
Area (particularly Amberlea Creek, Dunbarton Creek 
and Pine Creek) are heavily urbanized by residential 
and non-residential development and by utility and 
transportation land uses. Within the Study Area 
there are extensive paved parking areas associated 
commercial developments. Significant lengths of 
the tributaries are piped and culverted and minimal 
to non-existent natural buffers exist between these 
creeks and existing developments.  Of the four 
creeks within the Study Area, only Petticoat Creek 
remains in a relatively natural condition.

3.2.2.1 Terrestrial 

Natural Cover Quantity and Quality
Rouge National Urban Park 

In contrast to the other nine watersheds within 
the region, natural habitat areas are larger and 
more extensive in the southern half of the Rouge 
watershed due to the protection of natural features 
within the Park. Thus, there are relatively extensive 
forest areas in the southern half of the Park, with the 
largest being the Glen Rouge Forest located between 
Twyn Rivers Drive and Kingston Road. This feature, 
bound to east and west by the steep valley walls, is 
large and broad enough to accommodate the largest 
extent of forest interior habitat within the Park 
(Rouge National Urban Park Management Plan). 

 

 
Petticoat Creek

The Petticoat Creek natural cover is well distributed 
and covers about 16% of the Petticoat Creek 
watershed. The natural cover is made up of forests 
and wetlands (Petticoat Creek Watershed Action 
Plan).

Dunbarton Creek and Pine Creek

Outside the features associated with Frenchman’s 
Bay itself, the major areas of natural cover are 
located in the headwater areas of Pine Creek and 
with the remaining open water courses in Pine Creek 
and Dunbarton Creek. 

Rouge National Urban Park, taken at the formal 
entrance from Kingston Road, looking northeast

Petticoat Creek, taken from the east embankment, 
looking north
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Amberlea Creek

Amberlea Creek north of the 401 has very little 
continuous vegetation left as many parts have been 
culverted and piped (Frenchman’s Bay Stormwater 
Management Master Plan).

Species and Vegetation Community

Rouge National Urban Park

A total of 1,700 species of plants and animals are 
found within Rouge National Urban Park (TRCA 
website). Since the Study Area includes a small 
portion of the Park within its boundaries, this 
report will not detail the species and vegetation 
communities other than to note their immense 
importance within the GTA, Pickering and Markham. 
Rouge National Urban Park is the largest urban park 
in North America and was established to protect the 
ecological integrity of the Rouge River valley system 
and its key tributaries in an area stretching from 
Lake Ontario in the south to the Oak Ridges Moraine 
in the north.

Petticoat Creek

The most dominant vegetation communities 
that characterize Petticoat Creek watershed are 
poplar forest, native deciduous cultural woodland/
savannah, reed canary grass, meadow marsh, ash 
swamp, lowland forest, old field meadow and treed 
hedgerow.  Forest edge and thicket species include 
American woodcock, grey catbird and indigo bunting; 
meadow species such as eastern meadowlark; forest 
species such as eastern wood-pewee, great crested 
flycatcher, hairy woodpecker, red squirrel, red-

breasted nuthatch, red-eyed vireo and wood thrush; 
and wetland species such as common grey tree frog, 
northern waterthrush and swamp sparrow (Petticoat 
Creek Watershed Action Plan). 

The study area is comprised mostly of forest areas 
and where there is increased ecological functions 
in such areas plant species include dry-fresh 
beech deciduous forest, fresh-moist white cedar 
coniferous forest, broad-leaved spring beauty, 
bunchberry, goldthread, partridgeberry, squirrel corn, 
starflower, Canada plum and in hedgerows one can 
find hawthorn species. Note that Petticoat Creek 
watershed is also in the late stage of infestation by 
invasive plant species.

Fauna species found in areas that have less access 
and fewer disturbances by people and pets include 
common snapping turtle, blue-winged teal, ruffed 
grouse and occasionally river otter. (Petticoat Creek 
Watershed Action Plan)

Dunbarton Creek and Pine Creek

Dunbarton Creek has about 34 woodland 
communities of varying types which include upland 
deciduous forest, mosaics of dense evergreen 
and cedar groves, loose open aggregations and 
communities along drainage corridors. Species 
range from upland hardwood species such as sugar 
maple, beech, oak and white ash to pioneer species 
such as trembling aspen, poplar, white birch and 

Dunbarton Creek, taken north of the CN Rail line, 
looking south

Amberlea Creek, taken from Kingston Rd, looking 
north
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Manitoba maple to coniferous species such as white 
cedar, white pine, red pine and white spruce. It is 
anticipated that surveys of Pine Creek would reveal a 
similar diversity of communities and species. 

Fauna species most commonly found are urban 
bird species, squirrels and raccoons. It is important 
to note that the remaining riverine corridors along 
Pine Creek and Dunbarton Creek would typically be 
significant wildlife linkages between Frenchman’s Bay 
itself and the rural areas north of the Pickering urban 
areas. However, their function is severely impeded 
by the presence of the highway-railway corridor just 
south of the Study Area including Kingston Road 
(Frenchman’s Bay Stormwater Management Master 
Plan).

Amberlea Creek

Amberlea Creek is extensively piped above Highway 
401 and therefore has very limited flora. 

3.2.2.2 Aquatic 

Watersheds

The Kingston Road corridor crosses a total of four 
watersheds within the Study Area. From west to east 
the watersheds are as follows: 

•	 Rouge River 

•	 Petticoat Creek 
•	 Frenchman’s Bay/Lake Ontario
•	 Duffins Creek

Fish Communities 

Petticoat Creek

Petticoat Creek near Kingston Road has a warmwater 
fish community predominantly composed of baitfish 
species similar to the northern reaches of the 
watershed (Petticoat Creek Watershed Action Plan), 
including:

•	 Creek chub
•	 Fathead minnow
•	 White sucker
•	 Common shiner
•	 Blacknose dace
•	 Longnose dace
•	 Johnny darter 
•	 Brook stickleback

Dunbarton Creek and Pine Creek 

These creeks are characterized as having a 
moderately tolerant warmwater fish community. 
TRCA completed fish surveys at one location within 
each creek in September 2003 and found species 
of Blacknose Dace and Creek Chub. In fact within 
Dunbarton Creek just north of Kingston Road 

there were 121 Blacknose Dace and 48 Creek Chub 
(Frenchman’s Bay Stormwater Management Master 
Plan).

Amberlea Creek

Surveys completed in Amberlea Creek upstream of 
Highway 401 found no evidence of fish, although 
there were some species found in Amberlea Creek at 
a location downstream of Bayly Street (Frenchman’s 
Bay Stormwater Management Master Plan).

3.2.2.3 Hydrogeology

Surface Water and Drainage

Kingston Road is located within the Rouge River, 
Petticoat Creek, Frenchman’s Bay/Lake Ontario, and 
Duffins Creek watersheds, which flow in a general 
north to south direction to Lake Ontario. 

The creeks within the watersheds that cross the 
study area are key elements of the stormwater 
management system in South Pickering, 
The Regional Storm Flood Plain generally falls 
within the top of bank boundaries within the study 
area except at Amberlea Creek and Pine Creek 
(see Figure 10). Amberlea Creek will be piped 
and therefore the flood plain will have less effect 
on the development potential around this area 
but Pine Creek may effect the development and 
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redevelopment potential as currently it effects about 
15 lots within the study area and 9 buildings. It is 
also important to note that as we are experiencing 
an increase in the intensity and frequency of severe 
weather events the development or redevelopment 
of lands adjacent to or in close proximity of these 
creeks may have to consider the potential impact of 
climate change on stormwater modelling.

Physiography

Kingston Road is within the Iroquois Plain 
physiographic region, a low lying area that was 
formed by the former shoreline and lake bottom of 
Lake Iroquois which drained at the end of the last 
glacial period. 

Hydrogeology

Petticoat Creek watershed is dominated by the 
South Slope physiographic region, a smooth, faintly 
drumlinized till plain. Amberlea Creek, Dunbarton 
Creek and Pine Creek watershed are dominated by 
Peel Plain of lacustrine clay and sands (see Figure 
10).

Petticoat Creek watershed is characterized as a 
warmwater system, with its headwaters originating 
south of the Oak Ridges Moraine on the South Slope. 
Due to the limited recharge potential of the South 

Slope and the thick layer of till soils underlying 
the stream channel, little groundwater enters the 
system and the base flow is mainly supported by 
surface water drainage. During dry summers, flow 
through much of the system may be intermittent or 
ephemeral (Petticoat Creek Watershed Action Plan).

Amberlea Creek, Dunbarton Creek and Pine Creek 
are also characterized as warmwater systems, but 
with water originating in the Oak Ridges Moraine. 
The quality of the shallow groundwater is likely 
quite variable and impacted by adjacent industries 
and development (Frenchman’s Bay Stormwater 
Management Master Plan).

3.2.3  Current Projects 

Rouge National Urban Park

The ongoing development of the Rouge National 
Urban Park should be very positive for the Kingston 
Road Corridor and Specialty Retailing Node. Rouge 
Park was declared as a National Urban Park in 2015. 
The park has doubled in size since 2011 and provides 
a continuous ecological corridor from York Region to 
the waterfront with a combination of natural, cultural, 
and agricultural features and historical elements 
including historic farms and Indigenous sites (Rouge 
National Urban Park Management Plan).

Parks Canada is planning to add more trails, 

education and orientation centres and improved 
signage and interpretive panels and displays 
throughout the park (Rouge National Urban Park 
Management Plan). From recent discussions with 
Parks Canada they are looking at suggesting the 
following developments that will effecting the 
corridor, the strengthening of access points into the 
park just west of the corridor and an on-road cycling 
connection to the Kingston Road Corridor Study 
Area.

Petticoat Creek

Although this is not a current project, it is important 
to note that the Petticoat Creek Watershed Action 
Plan recommends that an additional natural 
coverage of 23% be targeted in order to achieve 
a total natural coverage of 39%, by increasing the 
amount of trees, especially in the urban areas. 
Another suggestion to achieve this is to control 
invasive species. Invasive species lower the quality 
of natural cover by threatening, or in some cases 
diminishing, the biodiversity of natural areas. 

Amberlea Creek

The lands located east of Delta Boulevard, that are 
bisected by the creek, have been identified in the 
Pickering Official Plan for development. The City and 
the Conservation Authority are in the latter stages 
of negotiations with the land owner of 760 and 770 
Kingston Road regarding the piping of the creek 
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Figure 9 Natural Heritage: Natural 
Cover and Open Spaces
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Figure 10 Natural Heritage: Hydrogeology 
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3.3 Planning Framework and Land Use  
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Provincial Policy Statement, 2014

The 2014 Provincial Policy Statement (PPS) provides 
policy direction on matters of Provincial interest 
related to land use planning and development. It 
represents the Province’s highest level direction 
on matters related to land use planning. It includes 
policies that emphasize building strong communities 
through efficient development and land use patterns, 
providing for an appropriate mix and range of 
employment and housing, and promoting healthy and 
active communities through the planning of public 
spaces, recreation, parks, trails and open space. 

These policies include direction on intensification and 
redevelopment, particularly along existing or planned 
transit corridors where minimum density targets 
should be set. They also speak to accommodating 
growth in a more compact form and ensuring the 
achievement of this compact form through the 
establishment of appropriate development standards. 
Lastly, they encourage a sense of place through the 
promotion of well-designed built form as a means of 
promoting long-term economic prosperity.

The PPS also speaks to the efficient provision of hard 
and soft infrastructure, including the integration of 
transportation and land use planning, minimizing the 
length and number of vehicle trips, protecting for 
goods movement, and strategically locating public 
service facilities. These policies include direction on 
promoting active transportation between residential, 

employment and institutional uses, and planning 
public streets to ensure they are safe, meet the needs 
of pedestrians, foster social interaction and facilitate 
active transportation and community connectivity.

Section 3 of the Planning Act requires that decisions 
affecting planning matters “shall be consistent with” 
the Provincial Policy Statement.

Growth Plan for the Greater Golden 
Horseshoe, 2017

The Growth Plan for the Greater Golden Horseshoe 
(the Growth Plan) aims to provide a framework 
for implementing the Province of Ontario’s vision 
for building stronger, prosperous communities 
by managing growth within the Greater Golden 
Horseshoe. In setting out a vision to manage growth, 
the Growth Plan emphasizes the accommodation 
of significant amounts of new growth through the 
intensification of lands within already built-up areas. 
The latest version of the Growth Plan came into 
effect in July, 2017. This new Growth Plan places 
an increased emphasis on planning for complete 
communities and integrated transportation and land 
use planning.

Supporting the achievement of complete 
communities that are designed to support healthy 
and active living and meet people’s needs for daily 
living throughout their entire lifetime is the first 
guiding principle listed in the Growth Plan. Towards 

the achievement of this principle, the Growth Plan 
directs that complete communities are to feature 
a diverse mix of land uses, including residential 
and employment uses, and convenient access to 
local stores, services and public service facilities. 
They are also to be planned to provide for a diverse 
range and mix of housing options for people from 
all walks of life. They should also feature convenient 
access to a range of transportation options that 
better connect people to publicly-accessible open 
spaces, parks, trails and other recreational facilities. 
Complete communities are to be planned so that 
they improve social equity and overall quality of life, 
including human health. They should also be planned 
to mitigate and adapt to climate change, and integrate 
green infrastructure and low impact development. 
Lastly, development within complete communities 
is to be of a high quality compact built form with an 
attractive and vibrant public realm, to be secured 
through site design and urban design standards.

In terms of integrating transportation and land use, 
the Growth Plan speaks to planning for transit-
supportive development on lands adjacent to or 
near to existing and planned frequent transit. These 
lands should also be planned to be supportive of 
active transportation and provide for a range and 
mix of uses and activities. Frequent transit is defined 
in the Growth Plan as a public transit service that 
runs at least every 15 minutes in both directions 
throughout the day and into the evening every day 
of the week. The DRT Pulse route along Kingston 

3.3.1 Planning Policy Framework
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Road therefore qualifies as frequent transit. Transit-
supportive is also a defined term within the Growth 
Plan, relating to development that makes transit 
viable and that improves the quality of the experience 
of using transit. It often refers to compact, mixed-use 
development that has a high level of employment 
and residential densities. The definition goes on 
to stipulate that transit-supportive development 
will be consistent with Ontario’s Transit Supportive 
Guidelines.

Furthermore, the Growth Plan states that these lands 
along existing or planned frequent transit routes 
may also be identified as strategic growth areas. In 
addition to urban growth centres, major transit station 
areas and other types of strategic growth areas, 
lands along frequent transit routes are to support the 
achievement of the overall intensification target (60% 
of all growth by 2041) and are to be recognized as a 
key focus for development. In terms of specific types 
of uses, the Growth Plan states that major office, 
major institutional development, and community 
hubs should be located within strategic growth 
areas. Lastly, strategic growth areas are intended to 
be well-connected places, with continuous active 
transportation linkages between these areas and 
adjacent neighbourhoods, major trip generators and 
transit stations.

Municipal official plans are required to conform to, or 
not conflict with, the Growth Plan.

Durham Regional Official Plan, 2017 
Consolidation

The Durham Regional Official Plan (ROP) guides 
growth and change within the Region to 2031. 
Urban Areas within the Region are to be planned 
to achieve a more compact urban form and mix of 
uses that are supportive of transit. In addition to the 
entirety of the Study Area falling within the Urban 
Area, Kingston Road is identified within the ROP as 
a Regional Corridor (as are Whites Road and Brock 
Road). Regional Corridors are one of the areas within 
the Regional Structure that are to be an area of 
focus for intensification. Regional Corridors are to be 
planned and developed as higher density mixed-use 
areas that support higher order transit services and 
pedestrian oriented development. They are also to 
provide efficient transportation links to the Urban 
Growth Centres within the Region.

In terms of specific intensification parameters, the 
ROP stipulates that Regional Corridors that are 
identified as appropriate for higher density mixed-
use development in area municipal official plans 
shall support an overall, long-term density target of 
at least 60 residential units per gross hectare and a 
floor space index of 2.5. Furthermore, the built form 
along Regional Corridors should be generally mid-
rise in height, with some higher buildings as detailed 
in municipal official plans. These buildings are to be 
oriented towards the corridor and access points to 
the corridor are to be consolidated. Historical main 
streets are to be maintained and enhanced through 

the integration of new forms of development within 
existing development and cultural heritage resources 
are to be preserved and enhanced.

The ROP provides further direction for area municipal 
official plans, stating that they are to include policies 
to ensure and guide higher density development 
in Regional Corridors. The ROP also states that 
area municipal official plans are to include policies 
to ensure that new development along Corridors 
generally front or flank the roadway and that reverse 
lotting only be permitted where other design 
solutions are not feasible. Lastly, the ROP directs 
area municipal official plans to include policies for the 
phasing of development along Corridors to ensure the 
implementation of higher density form and function 
targets contained within the ROP.

While the Specialty Retailing Node is not identified 
per se within the ROP, there is policy direction that 
encourages existing shopping centres to redevelop 
with a full array of compatible uses. The addition of 
residential uses to shopping centres is mentioned in 
particular, providing for a greater mix of uses within 
these sites.

Kingston Road, Whites Road and Brock Road are 
also all identified as Transit Spines in the ROP, with 
Kingston Road being further distinguished as one 
of the two most significant Transit Spines in the 
region. The ROP states that as a result, Kingston 
Road should be developed to its fullest potential. In 
general, Transit Spines are to facilitate inter-regional 
and inter-municipal services along arterial roads, 
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and intersect with local transit services. To support 
existing and future transit services, development 
adjacent to Transit Spines along Regional Corridors 
should be at a higher density, with a mix of uses and 
at an appropriate scale. Buildings should be oriented 
towards the street to reduce walking distance to 
transit facilities and surface parking should be limited 
and/or redeveloped.

All area municipal official plans and zoning by-laws 
must conform to Regional Official Plans.

City of Pickering Official Plan, 2017 
Consolidation

The City of Pickering’s Official Plan sets out a 
vision for its urban areas of a land use pattern 
that supports a compact urban form, active 
transportation, placemaking, public transit and 
energy conservation. This is to be achieved in part 
by increasing the variety and intensity of land uses 
and activities within the urban area, particularly on 
lands designated as Mixed Use Areas.

The entirety of the Study Area features this 
designation. The Rougemount, Whites, and 
Dunbarton/Liverpool Precincts are designated as 
Mixed Corridor. The Brock Precinct is designated 
as a Mixed Corridor along Kingston Road and a 
Specialty Retailing Node designation south of 
Kingston Road and east of Brock Road (see Figure 
11).

Mixed Use Areas in general are to have the widest 
variety of uses and highest levels of activity in the 
City. The broadest diversity of use, greatest levels 
of activity, and highest quality of design directed to 
the Mixed Corridor along Kingston Road, which is 
to be promoted as the City’s main street. A broader 
variety of uses are permitted in the Mixed Corridor 
than the Speciality Retailing Node. Residential, 
retail, offices, restaurants and community facilities 
permitted in the former. Special purpose commercial 
uses, hotels, limited offices, limited residential uses 
(as part of an overall development scheme) and 
community facilities permitted in the latter.

Both Mixed Use Areas feature a maximum floor 
space index (FSI) of 2.5. The Mixed Corridor has a 
slightly lower net residential density range (over 
30 and up to and including 140 units/net hectare) 
than the Speciality Retailing Node (over 80 and 
up to and including 180 units/net hectare). The 
permitted net residential density for portions of the 
Mixed Corridor is modified by policies associated 
with the Rougemount, Woodlands, and Dunbarton 
Neighbourhoods. Within the Rougemount and 
Woodlands Neighbourhoods, lands on the north side 
of Kingston Road that abut low density development 
are to have a maximum residential density of 
55 units/net hectare. Within the Dunbarton 
Neighbourhood, lands on the south side of Kingston 
Road have a minimum residential density range 
of over 80 units per net hectare and up to and 
including 260 units per net hectare.

The envisioned high quality design of Mixed Use 
Areas is to be achieved through community design 
policies that place pedestrian experience at the 
forefront. These policies stipulate that the overall 
physical form of the city should be related to the 
scale and pace of pedestrians and that development 
should offer pedestrians a high level of comfort, 
enjoyment and personal protection. Furthermore, a 
complete streets approach guided by policies that 
suggest road patterns, buildings and the spaces 
between them are to be designed in a manner that 
supports an efficient transit system and makes it 
easy for both pedestrians and vehicles to move 
about in a variety of directions.

In terms of building design, the Official Plan contains 
policies that encourage developments to fit their 
context through consideration of the mix of uses, 
massing, height, scale and architectural styles 
and design details of existing, adjacent buildings. 
Spaces along and between buildings should be of 
a high design quality such that they contribute to 
and enhance the public realm, and in certain key 
locations these spaces should include orienting 
landmarks and other distinctive elements. Lastly, 
developments should establish appropriate 
relationships between the built and natural 
environment that ensure sensitive natural systems 
are protected and enhanced.
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Figure 11 Official Plan Land Use
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The existing land use within the Study Area is defined 
by retail uses, with half of all land area occupied 
by this use (see Figure 12). Other commercial uses 
including offices, auto dealerships and service uses 
combined with the retail uses compose nearly two-
thirds of all lands within the Study Area. These uses 
are found throughout the Study Area. There are 
several large retail use parcels within the Whites 
Precinct, east and west of Whites Road on the 
south side of Kingston Road, within the Dunbarton/
Liverpool Precinct east of the rail corridor and on the 
south side of Kingston Road, and within the Brock 
Precinct within the Speciality Retailing Node.

There is a reasonably large portion of vacant lands 
and educational uses within the Study Area, with 
these uses each comprising almost 10% of the lands. 
These uses are also interspersed throughout the 
Study Area.

There are few lands with medium and high density 
residential uses, including single detached residential 
dwellings.  The greatest concentration of these uses 
are within the Dunbarton/Liverpool Precinct to the 
east of Dixie Road and on the north side of Kingston 
Road.

Existing uses immediately adjacent to the Study 
Area are primarily low-rise and low density 
residential. These uses are found in the established 
neighbourhoods to the north of Kingston Road and to 

the east of the Speciality Retailing Node.

There are fifteen community facilities within the 
Study Area (see Figure 13). These include educational 
facilities (5), libraries and community centres (1), child 
care facilities (3), places of worship (5), and a police 
station (1).

These community facilities are primarily concentrated 
within the Rougemount and Whites Precincts and 
there are no community facilities within the Study 
Area in the Brock Precinct with the exception of the 
police station located at the north east corner of 
Kingston Road and Brock Road. The greatest variety 
of community facilities is found in the Rougemount 
Precinct with at least one of each kind represented. 
Section 3.4 of the report contains a further discussion 
regarding the urban design and development 
guidelines that apply to the Mixed Corridor and 
Specialty Retailing Node

3.3.2 Existing Land Use Conditions
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There are three active planning applications within 
the Study Area (see Figure 14):

•	 356 & 364 Kingston Road

•	 1473-1475 Whites Road

•	 1464 & 1466 Whites Road

The planning application for 356 & 364 Kingston 
Road is currently under review by the City of 
Pickering. The site is currently vacant and was 
formerly occupied by two detached residential 
dwellings. The site is adjacent to detached residential 
dwellings to the north, a strip retail plaza to the east 
across Rougemount Drive, a Montessori School to 
the south across Kingston Road, and an automobile 
repair garage to the west with open air storage in the 
rear. The site plan proposes 28 townhouse units with 
10 units fronting onto a public street (Kingston Road 
and Rougemount Drive) and 18 units fronting onto an 
internal lane with access off of Rougemount Drive.

The planning application for 1473-1475 Whites Road 
has been approved by the City of Pickering. The 
site is currently vacant. The site is adjacent to a 
townhouse development to the north, a pad retail 
plaza to the east, a multi-storey seniors residence to 
the south, and the Dunbarton High School/a vacant 
site to the west with an approved planning application 
(464 & 1466 Whites Road). The approved site plan 
includes a 12 storey apartment building with 227 units.

The planning application for 1464 & 1466 Whites 
Road has been approved by the City of Pickering. The 
site is currently vacant and was formerly occupied by 
a detached residential dwelling used for commercial 
purposes with outdoor storage. The site is adjacent 
to  the Dunbarton High School to the north and west, 
a gas station to the south, and a multi-storey seniors 
residence and vacant site with an approved planning 
application (1473-1475 Whites Road) to the east, 
across Whites Road. The approved site plan includes 
92 stacked townhouses.

3.3.3 Planning Applications
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3.4 Urban Design 
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3.4.1 Urban Design Framework 

The City of Pickering Official Plan contains urban 
design policies regarding both public realm and built 
form . These policies are summarized in Section 3.3.1. 
In addition to these policies, City Council has adopted 
Development Guidelines for both the Kingston 
Road Corridor and the Specialty Retailing Node that 
provide further detail on the desired urban design 
of these two components of the Study Area. Both 
of these documents were produced approximately 
20 years ago. This Study will involve producing new 
urban design guidelines for both the Corridor and 
Node, taking into account how their contexts and 
urban design best practices have evolved over last 
20 years. These new urban design guidelines will 
also build upon the existing Development Guidelines, 
carrying forward, refining and/or expanding upon 
those components that still have relevance for the 
continued transformation of the Corridor and Node.

Kingston Road Corridor Urban 
Design Development Guidelines, 1997

A set of development guidelines were established 
for the Kingston Road corridor in 1997. These 
guidelines include a vision for the transformation 
of Kingston Road into a main street for Pickering. 
The guidelines organized the corridor into five 
precincts, four of which are within the Study Area 
and have been used to inform its Precincts. Beyond 
functioning as a main street for the City, the vision 
and objectives for the corridor expressed in the 
guidelines includes recognizing Kingston Road’s 

historic function as a link between neighbourhoods, 
recognizing its role as a key route for the movement 
of traffic, and the accommodation of cars, bicycles, 
transit and pedestrians along its length. The vision 
and objectives speak to a streetscape that has both 
common elements across the corridor and distinctive 
interventions that reflect variation in the character 
of the adjacent neighbourhoods. The vision and 
objectives further identify a series of gateways into 
the corridor at its western and eastern termini, and 
a series of portals where the corridor is intersected 
by major north-south arterials, linking the corridor to 
surrounding neighbourhoods.

In terms of variation between the precincts, the 
primary differentiating factor was the vision for 
the prominence of pedestrian space. In those 
precincts adjacent to residential neighbourhoods, 
the vision was for a pedestrian-friendly main street, 
while in other precincts pedestrians were to be 
accommodated in pedestrian amenity zones at 
and around major intersections. Furthermore, each 
precinct had a tailored vision reflected in their 
specific guidelines.

The Rougemount precinct is seen as an urban village 
where pedestrian friendly uses are to be encouraged 
along the street. These uses are to be found in 
generally low rise buildings and supported by a 
village character of streetscape elements.

Due to its good visibility from and access to Highway 

401, the Whites Road Corridor is to generally 
maintain its auto-oriented focus and land uses, 
however buildings should be located closer to the 
street and be in a low to mid-rise form on the north 
side and mid-rise form on the south side, with higher 
buildings permitted at Whites Road and Kingston 
Road to serve as landmarks.

The ‘Town Centre West’ precinct (now part of 
the City Centre) is identified as a transition zone 
between the Whites Road Corridor precinct and 
the ‘Downtown Core’ precinct (now part of the 
City Centre), evolving over time into a pedestrian-
friendly, mixed use neighbourhood and extension 
of the ‘Downtown Core’. Through this evolution, a 
main street condition will be created with reduced 
setbacks and low rise buildings on both sides of 
Kingston Road.

The Brock Road Corridor is envisioned to remain an 
auto-oriented precinct with auto-dependent land 
uses with generally the same design guidance as the 
Whites Road Corridor precinct.

Specialty Retailing Node Urban 
Design Development Guidelines, 
1999

Shortly after the creation of the Kingston Road 
Corridor Development Guidelines, a similar document 
was created for the Specialty Retailing Node. 
While not containing a vision for the Specialty 

61



Retailing Node per se, this document does include 
a reference to the Official Plan description of the 
Specialty Retailing Node. This description speaks 
to the strategic location of the Node adjacent to 
the Highway 401 / Brock Road interchange as 
well as the intention that the area serve a broad 
regional market with specialty retailing. Lastly, the 
document notes that the Official Plan describes that 
major retail uses may be permissible in a manner 
that is complementary to the ‘Downtown Core’ )
now part of the City Centre) and that residential 
uses may also be permissible. At the time that the 
document was written, no landowners were seeking 
a residential component to their developments 
and therefore the Development Guidelines did not 
include guidance on residential uses. As a result, the 
Development Guidelines do not address the Official 
Plan requirement that Development Guidelines be 
prepared prior to permitting residential development 
on the lands within the Specialty Retailing Node.

In general, the document builds on the design 
objectives of the Official Plan contained in Chapters 
9 and 13 (Chapter 14 in the latest consolidation) and 
includes guidelines on building design, coordinated 
site design, parking and pedestrian accessibility, 
amongst others.

These guidelines suggest that buildings should be 
located close to public roads or adjacent to main 
traffic aisles within sites, the location of buildings 
should facilitate and minimize walking distances, and 

buildings should be oriented to present public edges 
towards public roads, main traffic aisles, and primary 
parking areas. Building heights should range over the 
area, with the tallest heights (up to 8 storeys) along 
Brock Road and the lowest heights adjacent to the 
low density residential uses to the east.

Overall the area is to be organized with integrated 
traffic aisles connected to shared access points 
to Brock Road and the Pickering Parkway. The 
parking lots accessed off of the traffic aisles are 
to be designed for the utility of both cars and 
pedestrians, with direct pedestrian routes provided 
through parking areas, to uses within and outside the 
area. Large expanses of parking adjacent to public 
streets should be minimized and large parking areas 
within the interior of sites should be broken up with 
pedestrian connections and landscaped areas.
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Corridor Character

As a regional arterial and major east-west route 
proximate to Highway 401, Kingston Road serves a 
strong vehicular transportation function. Furthermore, 
the adjacency of properties on the south side of 
Kingston Road to Highway 401 provides southern 
exposure that is highly visible to passing traffic. 
Together, these transportation-related characteristics 
play a strong role in defining the overall land use 
pattern and in turn, the public realm, streetscape 
character and lot fabric within the Study Area. 
There is some variation within the corridor, with 
some sections exhibiting the physical and functional 
characteristics of a major traffic route that connects 
neighbourhoods, and in other sections those of a 
main street or “heart” of the community that serves 
as a precinct for employment, living, shopping and 
amenities.

The Specialty Retailing Node has a somewhat 
different character than the remainder of the corridor 
given its orientation to Kingston Road and the 
predominance of retail uses within its boundaries. 

Destinations and Hubs

As a result of the building types and predominant 
retail uses within the corridor, Kingston Road has 
a series of retail associated destinations that can 
be seen as activity and built form hubs which 
define the character of the corridor. These include 
Commercial Plaza Hubs, Car Dealership Hubs and 
Big Box Retail Hubs (see Figure 15). Some, like the 
Commercial Plaza Hubs, are areas of pedestrian 
activity for local residents, even if the pedestrian 
activity means arriving by car and moving between 
a few shops located within close proximity to each 
other. The Car Dealership Hubs are a concentration 
of similar retailers in proximity to each other. Due to 
the presence and function of the car dealerships, 
with their prominent and unintegrated advertising, 
and outdoor storage of cars, the car-oriented nature 
of Kingston Road is exacerbated. It also appears 
that some retailers are utilizing the parking lots 
of nearby properties to store their cars, which 
further exaggerates the perception that the area 
is associated with car dealerships. In a similar way 
the Big Box Hubs are a concentration of a singular 
typology of large shed buildings occupied by a single 
retailer. 

Even though the Specialty Retailing Node has a 
combination of big box retail and commercial plazas, 
because of the internal street and block structure 
within this area, there is a different character than if 

these uses were otherwise accessed directly off of 
Kingston Road. In other contexts where a commercial 
plaza fronts and is directly access by pedestrians 
from the street, the plaza carries a feeling of a typical 
main street. In the case of the Specialty Retailing 
Node they leave the sense that the area is a Big Box 
Retail Hub. This Big Box Retail Hub character may 
influence customer perception of the area and make 
it less likely for these customers to visit the smaller 
retail tenants. This in turn may be one of the causes 
of the somewhat higher vacancies in smaller retail 
units seen within the Specialty Retailing Node. 

Heritage

In addition to Natural Heritage (which is discussed at 
length in Section 3.2 of this report), there is some built 
heritage within the Study Area, including one heritage 
designated building and three buildings of heritage 
interest (see Figure 15). The Post Manor located at 
the north west corner of Brock Road and Kingston 
Road is a designated historical site which was built by 
Jordan Post and his wife Matilda in 1841. Post was a 
mill owner and lumber merchant.  Across the street 
there is the Post Cemetery, although it is not within 
the Study Area proper. There is a site of heritage 
interest at 301 Kingston Road that may also be from 
the 1800s but further investigations need to be 
conducted to confirm. Other sites of heritage interest 
include: a collection of cobblestone residences 
which remain at Rougemount Drive and Kingston 

3.4.2 Existing Conditions 

63



Road, presently used by the Montessori Learning 
Center; St. Paul’s on-the-Hill Anglican Church at 882 
Kingston Road, a brick church structure; and a site 
just beyond the Study Area, on Dunbarton Road, 
referred to as Old Dunbarton Village. It includes a 
series of buildings that appear to be of the same time 
period, with shared features and scale.

Public Realm

Pedestrian Pathways

There are many commonalities in terms of the public 
realm and streetscape character along Kingston 
Road and Brock Road (see Figure 16). Overall, the 
sidewalks within the Study Area are discontinuous, 
and in some cases there are significant stretches 
with no sidewalks. Where sidewalks are present, 
they are generally separated from vehicular lanes 
by a landscaped boulevard and from buildings by a 
landscaped buffer. There are almost no examples of 
buildings sited right against the sidewalk to provide 
a streetwall to frame the public realm. The sidewalks 
are frequently punctuated by vehicular access points 
off Kingston Road to the properties that front it, and 
in some cases these access points dominate the 
frontage to the detriment of the pedestrian realm.

Within the properties themselves there are no 
pedestrian connections from the sidewalks to 

the buildings. The internal pedestrian walkways 
typically surround the buildings and are meant to 
be accessed directly from cars. Larger retail parcels 
have similar issues and although they may appear to 
have more walkways they generally lack continuity.

There are a handful of significant open spaces along 
the corridor, however trail connections to these open 
spaces are not present or could be enhanced.

Cycling

There are no continuous cycling facilities along the 
corridor and the significant amount of driveways 
with access to and from Kingston Road interrupt 
the public realm (see Figure 16). In order to provide 
fully separated cycling facilities, alternative vehicular 
access and servicing points should be planned to be 
implemented as sites redevelop.

Open Spaces

There is an overall lack of open spaces with direct 
frontage or visibility on the corridor and a lack of 
connections and access to existing open spaces. 
There is a limited amount of existing parks and open 
spaces to support growth. There are no parks or 
open spaces within the Specialty Retailing Node.

Views

Views of natural features are limited and there is a 
lack of appropriate design and/or programming of 
open spaces to facilitate access to ravines and view 
sheds.

Driveways

The streetscape is predominated by driveways and 
associated curb cuts throughout the Study Area, 
with the greatest number of driveways per kilometre 
in the Rougemount Precinct, and relatively equal 
numbers of driveways per kilometre in the other 
three precincts. The extent of driveways impacts 
both the pedestrian realm as well as the opportunity 
to implement a raised cycle track along Kingston 
Road as previously noted.

Safety

Curb cuts and driveways to buildings interrupt street 
flow and compromises cycling and pedestrian safety. 
The lack of walkways connecting the sidewalks 
through parking lots to buildings is also a safety 
concern. Cycling routes are on road with no buffers 
between high speed cars and cyclists.

The distances between signalized intersections 
where pedestrians are better able to safely cross 
the street varies across the Study Area. In both the 
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Rougemount and Whites Precincts, the average 
distance is approximately 400 metres (i.e. a 5 minute 
walk). In the Dunbarton / Liverpool Precinct, the 
average distance exceeds 400 metres. All precincts 
feature at least one gap between signalized 
intersections that exceeds 400 metres (see Figure 
16).

The average sidewalk width also varies between the 
precincts, with three out of four precincts featuring 
an average sidewalk width less than the standard 
dimension of 1.8 metres. 

Experience and Comfort

Today, one’s experience of the Kingston Road 
streetscape is compromised by a discontinuous and 
varied sidewalk network, public realm and private 
realm character. Amenities such as benches and 
bicycle racks are disparate and lack unity in style or 
character. There is virtually no streetwall on Kingston 
Road or Brock Road, creating an undefined edge 
between the public realm and private realm, and 
diminishing a sense of enclosure and protection for 
pedestrians.

Further contributing to the lack of a distinct identity, 
the existing built form, massing and architectural 
treatments are not cohesive or unified and don’t 
reflect any neighbourhood character. Furthermore, 
there are very few animated building frontages on 

Kingston Road and none on Brock Road, which 
discourages walking along the corridor and within 
the node. Lastly, there is no presence of public art 
within the Study Area.
There are expansive parking lots with impervious 
surfaces and limited or neglected soft landscaping. 
This diminishes the pedestrian experience and 
creates a heat island effect.

Wayfinding and Signage

While there is a lot of signage along the corridor, it 
is oriented primarily towards advertising commercial 
uses to people travelling by car and contributes 
to visual clutter. There is a lack of pedestrian-
oriented signage and other wayfinding elements. Key 
gateways are undefined and main entrances are not 
always oriented towards the street or visible from 
pedestrian routes.
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Built Form

Building Types

Retail Strip mall

There are many single storey strip malls throughout 
the Study Area. While all feature multiple retail units 
and extensive setbacks from the street occupied by 
surface parking, some feature a stronger relationship 
to the street than others. Some strip malls are 
oriented perpendicular to Kingston Road, featuring 
returns in the building mass such that units are side-
lotted and not addressing Kingston Road. Pad retail 
units tend to visually block uses beyond the Kingston 
Road frontage.

Big Box Retail

There are several big box retail stores located in 
clusters within the Study Area, including at Whites 
Road, at Dixie Road, and within the Specialty 
Retailing Node. These developments are typically 
characterized by large building setbacks from the 
street, land extensive surface parking lots, and 
building facades that are generally not oriented 
towards the street and offering little or no animation 
to the public realm. Furthermore, the scale and lack 
of articulation of their façades do not contribute to a 
pedestrian-scaled streetscape.

Pad/Plaza Retail

While fewer in number than the retail strip malls and 
big box retail, there is still a fairly large presence 
of pad/plaza retail within the Study Area. Some of 
these buildings are located close to the street and 
feature either entrances or animated frontages 

that contribute to the pedestrian realm. Others are 
located on larger lots amongst several pad/plaza retail 
buildings. In these cases, the buildings tend to be 
internally oriented, facing one another and/or surface 
parking lots, with little to no relationship to the street.

multi-Storey Commercial Building

There are only a few examples of multi-storey 
commercial buildings within the Study Area, and in 
all cases they do not exceed two storeys in height. 
These buildings typically feature office and services 
uses and in some cases retail on the ground floor. 
Notwithstanding the limited examples of this 
typology, there is great variation in their relationship 
to the street, with some buildings featuring minimal 
setbacks and others featuring a greater setback 
occupied by surface parking or landscape buffers.

3.4.2 Existing Conditions
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Auto Dealership

There are six auto dealerships located on Kingston 
Road with five of the six located on the south side of 
Kingston Road with rear frontage onto Highway 401. 
While these buildings are typically oriented towards 
the street, they generally feature large setbacks 
with surface parking occupying the setback area. 
While their glazed primary façades do provide some 
animation onto the street, the scale, lack of façade 
articulation, and building setbacks detract from the 
ability to achieve a pedestrian-scaled streetscape.

Detached Residential Dwelling

There are approximately seventeen properties with 
single or two storey detached residential dwellings 
located along Kingston Road. While these buildings 
are typically oriented towards the street, they also 
tend to be significantly setback from the street. In 
some cases these buildings have been repurposed for 
commercial uses.

Townhouse Residential Dwelling

There are four instances of townhouse residential 
dwellings along Kingston Road, all located on the 
north side. Two of these townhouse developments 
feature street related townhouses, while one features 
townhouses that present their side and rear façades 
to the street. The fourth townhouse development 
presents a rear façade to Kingston Road, albeit a 
second storey elevation. This development features 
street-related retail units on the ground floor below 
the townhouse units. These retail units are in the form 
of a strip mall, setback from the street, with surface 
parking in the setback area.
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multi-Storey Residential Dwellings

There are only two examples of multi-storey 
residential dwellings within the Study Area, one of 
which resides on Kingston Road. While the primary 
entrance to the building is oriented towards the 
street, the building is setback from the street edge 
and the setback area is occupied by surface parking.

Place of Worship

There are five places of worship within the Kingston 
Road corridor. Most of the buildings are single to 
two storey buildings. Most are situated in expansive 
parking lots with landscape buffers around them.

 

Sustainable Design

There are no apparent examples of sustainable 
design along the corridor.

Building to Street Relationship

Within the Study Area there are four distinct site 
organization typologies (see Figure 17). The first 
typology has the greatest relationship with the 
corridor, with the building sited with a relatively 
minimal setback from the street (see Figure 18). 
Notwithstanding this minimal setback, there is 
variation within this typology in terms of the extent 
to which these buildings provide an active frontage. 
In a few cases, the entrances to these buildings 
front the street. In other cases, the buildings provide 
animation towards the street through a high 
proportion of glazing, even where their entrances 
may be oriented towards an internal parking lot. 

In some cases the buildings provide neither an 
entrance nor animation towards the street and 
therefore do not provide an active frontage, despite 
their close physical relationship to the street. 
Buildings that are directly related to the street are 
found in three of the four precincts: in the Whites, 
Dunbarton / Liverpool and Brock Precincts, with the 
greatest amount in the Whites Precinct.

The second and third typologies are defined by their 
indirect relationship to the street (see Figures 19 
and 20). In both of these typologies, the building’s 
primary façade is oriented towards the street 
through the location of entrances and animated 
frontages. However, unlike the first typology, the 
building is sited towards the middle or back of the 
lot with the setback area being occupied by either 
surface parking or a landscape buffer. This physical 
distance inhibits the creation of a streetwall to frame 
the public realm and furthermore, in the case of 
the second typology, the building is separated from 
the pedestrian realm with no direct access from 
the sidewalk to the building entrance. Buildings 
with parking between the street and building or a 
landscape buffer between the street and building are 
found throughout the Study Area with the greatest 
concentration in the Rougemount and Whites 
Precincts.  

The final typology features buildings that are 
sited and oriented such that they do not have any 
relationship to the street (see Figure 21). In this 
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typology, the buildings are located within the middle 
or back of the lot and are oriented towards surface 
parking lots and / or towards each other. Buildings 
with no relationship to the street are typically found 
in the Specialty Retailing Node and within the 
Dunbarton / Liverpool Precinct.

Building Setbacks

The building setbacks are not consistent along the 
corridor and can be categorized into four groups. 
1-10 meters, 10-20 meters, 20-30 meters and 30 
or more meters. The lack of a consistent setback 
creates an undefined edge to Kingston Road. 
Similarly the Node lacks a defined edge along 
Kingston Road. Along Brock Road the setbacks are 
more consistent with most buildings generally within 
1 to 12 metres of the public right of way.

Lot Sizes and Building Heights

The average lot width and depth vary across the 
corridor, but in most cases parcels are deep enough 
to support a mid-rise building (i.e. 6-12 storeys). 
In some cases lots are deep enough to support 
an internal street with two or more development 
blocks in the depth of the existing lot. The Brock 
Precinct features by far the largest lot sizes, with 
the average lot size being over 2 hectares. Large 
blocks and lots will have to be divided to ensure 
adequate infrastructure and services to support 

redevelopment. Small parcels and shallow lots along 
Kingston Road may have limited development 
potential (see Figure 22).

The average height along the corridor is 1 storey 
with some 2, 3 and 6 storey structures distributed 
throughout the Study Area. The Node is comprised 
of solely single storey buildings. There does not 
appear to be a clear height strategy for the Corridor 
and Node; building height appears to be mostly a 
product of developer preference (see Figure 22).

Parking

In all four precincts parking is generally located 
off-street in surface parking lots which vary in size. 
This variance in the size of surface parking lots is 
primarily related to the building typology present on 
the lot, with big box retail typically featuring larger 
parking lots and retail strip malls and pad/plaza retail 
typically featuring smaller parking lots. Regardless of 
the size of the parking lot, they are typically located 
between the street edge and building, resulting in 
buildings that are significantly set back from the 
public realm.
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Rougemount Precinct Whites Precinct

3.4.2 Existing Conditions 

Figure 18  Building with Street Frontage Figure 19  Building with Parking Buffer

0         100 m              300 m             500 m                                          

Building to Street Relationship

Legend

/Brock St./Brock St.
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Figure 17  Built Form Relationship to Street
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Dunbarton/Liverpool Precinct Brock Precinct

Figure 20 Building with Landscape 
Buffer

Figure 21  Building with No Relationship  
to Street

/Brock St. /Brock St.
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Rougemount Precinct Whites Precinct

Lot Sizes and Building Heights

3.4.2 Existing Conditions 

Legend

0         100 m              300 m             500 m                                          

AVG. LOT SIZE
Width : 45.9 m

Depth: 61.8 m

AVG. LOT SIZE
Width : 35.5 m

Depth: 57.6 m
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Figure 22  Built Form Heights and Sizes 
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Dunbarton/Liverpool Precinct Brock Precinct

AVG. LOT SIZE
Width : 217.3 m

Depth: 128.3 m

AVG. LOT SIZE
Width : 82.8 m

Depth: 94.3 m

77



Precinct Details

This section expands on the urban design conditions 
identified within this chapter. This is achieved by 
focusing on each precinct and identifying specific 
conditions accompanied by imagery to better 
understand and visualize the details of each precinct. 
It also expands on the character of each precinct by 
reflecting precinct specific buildings and key features.
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Rougemount Precinct

3.4.2 Existing Conditions

Existing Conditions

•	 Unsafe discontinuous sidewalk network (see 

Figure A)

•	 The Petticoat Creek and its surrounding natural 

area provide a significant green space adjacent 

to the corridor, however there are no pedestrian 

connections from the street to this natural 

heritage feature (see Figure B)

•	 Relatively high number of driveways with access 

to / from Kingston Road (see Figure C)

•	 Very few buildings with a direct relationship to 

the street (see Figure D)

•	 Lot sizes are the smallest of all four precincts with 

an average width of 35.5 m and average depth of 

57. The relative shallowness of these parcels may 

impact redevelopment opportunities (see Figure 

E)

•	 Some properties have relatively shallow depths 

as a result of the location of Kingston Road and 

Highway 401, potentially limiting development 

potential

A B C D E
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Aerial View Section A Rougemount Precinct

Commercial Plaza Hub (Blue Circles) Library

0         50 m              100 
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Whites Precinct

Existing Conditions

•	 Sidewalks in the Whites Precinct are 
discontinuous between Rosebank Road and 
Steeple Hill Road (see Figure A)

•	 Between Steeple Hill Road and the Highway 401 
westbound on/off ramps to the east of Whites 
Road, sidewalks are more continuous

•	 There is a lack of sidewalks between the 
Highway 401 westbound on/off ramps and 
Fairport Road

•	 The only public park within the Study Area is 
within this Precinct. The Ernie L. Stroud Park 
has direct frontage on Kingston Road and is well 
connected to the adjacent neighbourhood via 

walking paths that connect to Steeple Hill Road. 
Even though it has frontage to the corridor, the 
park currently has a fence that doesn’t allow for 
a direct access (see Figure B)

•	 There are some properties where a significant 
portion of the Kingston Road frontage is 
occupied by vehicular access points, impacting 
the safety and comfort of the pedestrian realm 
(see Figure C)

•	 Average lot size width is 46 m and average 
depth is 62 m. The depth of properties on the 
south side of Kingston Road is relatively broad, 
providing the potential for double-loaded 
internal street networks or laneways (see Figure 
D)

•	 Large number of buildings separated from the 
street by surface parking or landscaped buffer, 
reducing sense of enclosure for pedestrians

•	 Abundance of auto dealerships within this 
precinct which are unlikely to redevelop in the 
short term

A B C D
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Aerial View Section B Whites Precinct

A

C

B

D

Commercial Plaza Hub (Blue Circles)School Car Dealership Hub (Purple Circles)
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Existing Conditions

•	 Lack of sidewalks between Fairport Road and 
Dixie Road (see Figure A) 

•	 Very long distance between signalized 
intersections between Fairport Road and Dixie 
Road, if there will be sidewalks here then there 
would be limited protection for pedestrians, 
on the south side as they would be traversing 
between Kingston Road and Highway 401 (see 
Figure B)

•	 Lack of connections / access to Pine Creek and 
Dunbarton Creek

•	 The rail corridor underpass creates a right-of-
way pinch point, potentially impacting the ability 

to implement a complete street on Kingston 
Road (see Figure C)

•	 Very few buildings with a direct connection 
to the street, reducing sense of enclosure for 
pedestrians

•	 There are two sections to the east and west of 
Dixie Road, on the south side of Kingston Road, 
that feature properties with a reverse frontage 
on Kingston Road (see Figure D)

•	 In terms of property depth on the south side, 
this precinct is a study in contrasts, with 
almost no separation between Kingston Road 
and Highway 401 immediately west of the 
rail corridor, and then very deep properties 
immediately east of the rail corridor (see Figure 

E)

•	 Large lots would benefit from the introduction 
of a finer grain of streets/connections

•	 Some large lots within the precinct, especially 
on the south side of Kingston Road with poor 
site permeability

•	 It also appears that some retailers are utilizing 
the parking lots of nearby properties to store 
their cars, which further exaggerates the 
perception that the area is associated with car 
dealerships.

Dunbarton / Liverpool Precinct

A B C D E
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Aerial View Section C Dunbarton/Liverpool Precinct 
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Pine Creek
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Existing Conditions

•	 This Precinct features a relatively continuous 
sidewalk network along Kingston Road and 
along Brock Road with a landscaped boulevard 
and landscape buffer featured consistently (see 
Figure A)

•	 The Specialty Retailing Node features a 
relatively fine grain network of private roads and 
laneways which creates a good framework for 
infill and intensification (see Figure B)

•	 While there are several buildings along Brock 
Road with a minimal setback and resemblance 
of a positive streetwall condition, the distance 
between these buildings causes significant 

breaks in the streetwall (see Figure C)

•	 Buildings present blank faces toward the street 
which do not serve to animate the pedestrian 
realm (see Figure D)

•	 Limited greening (there are no parks or open 
spaces within this precinct) and large surface 
parking  are land consumptive,  spaces, 
composed of impervious material that increases 
the heat island effect (see Figure E)

•	 Significant portion of Precinct occupied by big 
box and retail plazas, internally focused and 
featuring extensive expanses of surface parking

Brock Precinct

A B C D E
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3.5 Transportation
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3.5.1 Transportation Policy 
Framework

In addition to the Provincial and Regional plans, 
policies and initiatives (e.g., the “Growth Plan”, the 
Region’s Official Plan, etc.) described in Section 3.3.1 
(i.e., Planning Framework), as well as those of the City 
of Pickering (e.g., the City’s Official Plan), this Section 
includes a discussion on transportation-related 
background studies and their related excerpts and/or 
recommendations with regard to the studied section 
of Kingston Road and the specialty retailing node. 

3.5.1.1 Metrolinx’s 2041 Regional 
Transportation Plan (2018)

The Metrolinx’ 2041 Regional Transportation Plan 
(RTP) is a blueprint for creating an integrated, multi-
modal regional transportation system that will serve 
the needs of residents, businesses and institutions. 
It supports Ontario’s Growth Plan for Greater Golden 
Horseshoe which sets out a broad vision for where 
and how the region will grow, and identifies policies 
on transportation planning in the Greater Toronto and 
Hamilton Area (GTHA).

The 2041 RTP presents a common vision for 
the region: “the GTHA will have a sustainable 
transportation system that is aligned with land use, 
and supports healthy and complete communities.  
The system will provide safe, convenient, and 
reliable connections, and support a high quality of 
life, a prosperous and competitive economy, and a 
protected environment.”

The 2041 RTP builds on the successes of The Big 
Move (2018), the first RTP for the GTHA and guides 
the continuing transformation of the transportation 
system in the GTHA for the next 25 years. As per the 
2041 RTP, the Durham-Scarborough BRT through 
Kingston Road is one of the Metrolinx’ “Projects 
in Development”; i.e., those in advanced stages of 
planning and design.

3.5.1.2 Durham Transportation Mas-
ter Plan Update (2017)

The Durham Region’s Transportation Master Plan 
(TMP) is a strategic planning document that defines 
the policies, programs, and infrastructure needed 
to meet the Region’s transportation needs to 2031 
and beyond.  Coordinated with the “Growth Plan for 
the Greater Golden Horseshoe”, the TMP addresses 
planned future growth in Durham by recommending 
a transportation system that balances strategic 
road network expansions with transit services and 
active transportation opportunities (e.g., cycling, 
walking, etc.) while enhancing safety and accessibility, 
promoting sustainability, reducing environmental 
impacts and supporting economic development. 

The TMP Update was completed and endorsed by 
the Regional Council in December 2017 as a major 
update to the Region’s 2005 TMP.  The TMP Update 
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3.5.1 Transportation Policy Framework 

In addition to the Provincial and Regional plans, policies and initiatives (e.g., the 
“Growth Plan”, the Region’s Official Plan, etc.) described in Section 3.3.1 (i.e., Planning 
Framework), as well as those of the City of Pickering (e.g., the City’s Official Plan), this 
Section includes a set of transportation-related background studies and their related 
excerpts and / or recommendations with regard to the studied section of Kingston Road 
and the specialty retailing node.   

3.5.1.1 Durham Transportation Master Plan Update 
(2017) 

The Durham Region’s Transportation Master Plan 
(TMP) is a strategic planning document that defines 
the policies, programs, and infrastructure needed to 
meet the Region’s transportation needs to 2031 and 
beyond.  Coordinated with the “Growth Plan for the 
Greater Golden Horseshoe”, the TMP addresses 
planned future growth in Durham by recommending a 
transportation system that balances strategic road 
network expansions with transit services and active 
transportation opportunities (e.g., cycling, walking, etc.) 
while enhancing safety and accessibility, promoting 
sustainability, reducing environmental impacts and 
supporting economic development.  

The TMP Update was completed and endorsed by the Regional Council in December 
2017 as a major update to the Region’s 2005 TMP.  The TMP Update was informed by 
the findings and recommendations of several key background documents including the 
2010 Regions’ Long Term Transit Strategy (LTTS), 2012 Regional Cycling Plan, and the 
2016 Durham Region transit (DRT) Five Year Service Strategy. 

As per the TMP Update, forecasts indicate that Durham region will continue its strong 
growth through the year 2031 with City of Pickering forecast to see the highest increase 
among the Region’s area municipalities largely due to the development of the planned 
Seaton Community.  In addition, based on the 2011 data, 56% of the work trips in the 
AM peak period stayed within the Region.  While this is greater than the respective 
percentages for Region of York and Region of Halton, it is lower than those in Region of 
Peel and City of Toronto which are estimated at 62% and 82%.  Hence, with the aim of 
further lowering out-commuting by Durham Region residents and self-containing the 
future forecast growth in the City’s population and employment, the TMP Update has a 
more focused emphasis on transportation improvements that address shorter and more 
localized trip patterns, including targeted road capacity expansion, enhanced transit 
services, and improved walking and cycling facilities (in support of developing transit-
supportive, mixed-use, and pedestrian friendly urban areas / communities).   

The TMP Update identifies Kingston Road as a Rapid Transit Corridor with exclusive 
lanes from the Toronto-Pickering boundary to Simcoe Street except for the constrained 

 

As part of the public engagement survey completed as part of the City’s ITMP, the need 
for continuous sidewalks on Kingston Road, mid-block pedestrian connections to 
Pickering City Centre, bike lanes on Rougemount Drive to provide a good north-south 
connection, and continuous bike lanes on Glenanna Road was mentioned as part of the 
public feedback. 

 

3.5.1.3 Metrolinx’ 2041 Regional Transportation Plan 
(2018) 

The Metrolinx’ 2041 Regional Transportation Plan 
(RTP) builds on the successes of The Big Move 
(2018), the first RTP for the Greater Toronto and 
Hamilton area (GTHA) and guides the continuing 
transformation of the transportation system in the 
GTHA for the next 25 years.  As per the DRAFT 2041 
RTP, the Durham-Scarborough BRT through 
Kingston Road is one of the Metrolinx’ “Projects in 
Development”; i.e., those in advanced stages of 
planning and design. 

 

3.5.1.4 Other Plans, Policies, and Initiatives 

The Region’s LTTS was completed in 2010. It described a vision for public transit in 
Durham Region and presented a comprehensive long-range vision of the Region’s rapid 
transit network and major transit corridors and service levels for higher-order service 
throughout the Region.  The 2012 Regional Cycling Plan includes the plans for cycling 
networks in Durham.  The proposed transit network improvements included in the LTTS 
and the proposed primary cycling network included in the 2012 Regional Cycling Plan 
were taken into consideration in the development of the Region’s TMP Update (2017). 

 

3.5.2 Existing Conditions 

3.5.2.1 Pedestrian and Cycling Facilities 

As shown in Figure 22, within the studied section of Kingston Road, there are sections 
with no pedestrian and cycling facilities on either one side or both sides of the road. 
Notably, there is no pedestrian  facility for a long section of the road on the north 
side of the road between Liverpool Road and the Highway 401 westbound  ramp 
terminal (located  to the west of Fairport Road) and on the south side between Dixie 
Road and the Highway 401 westbound ramp terminal.  There are other shorter gaps 
within the existing pedestrian facilities on both sides of the road. These noted 



was informed by the findings and recommendations 
of several key background documents including the 
2010 Regions’ Long Term Transit Strategy (LTTS), 
2012 Regional Cycling Plan, and the 2016 Durham 
Region transit (DRT) Five Year Service Strategy.

As per the TMP Update, forecasts indicate that 
Durham region will continue its strong growth 
through the year 2031 with City of Pickering forecast 
to see the highest increase among the Region’s area 
municipalities largely due to the development of 
the planned Seaton Community.  In addition, based 
on the 2011 data, 56% of the work trips in the AM 
peak period stayed within the Region.  While this is 
greater than the respective percentages for Region 
of York and Region of Halton, it is lower than those 
in Region of Peel and City of Toronto which are 
estimated at 62% and 82%.  Hence, with the aim of 
further lowering out-commuting by Durham Region 
residents and self-containing the future forecast 
growth in the City’s population and employment, 
the TMP Update has a more focused emphasis on 
transportation improvements that address shorter 
and more localized trip patterns, including targeted 
road capacity expansion, enhanced transit services, 
and improved walking and cycling facilities (in 
support of developing transit-supportive, mixed-use, 
and pedestrian friendly urban areas/communities).  

The TMP Update identifies Kingston Road as a 
Rapid Transit Corridor with exclusive lanes from the 
Toronto-Pickering boundary to Simcoe Street except 

for the constrained areas with narrow right-of-way in 
Pickering Village, Downtown Whitby, and Downtown 
Oshawa, with protection for future extensions to 
Highway 418.  Note that the completed Highway 2 
Transit priority Measures Class EA Study previously 
recommended extending the existing reserved bus 
lanes to be continuous from Whites Road to Salem 
Road.  The BRT initiative is also considered a Next 
Wave project by Metrolinx, which are planned to be 
funded within the next 10 – 15 years.  The TMP states 
that the recommended approach for the Kingston 
Road corridor is to implement BRT in dedicated 
median lanes as the ultimate condition, with the 
exception of constrained areas including Pickering 
Village area.  However, it acknowledges that this 
would require a phased approach to determine when 
and how to transition existing sections with dedicated 
curb-side lanes.  The timing of transitioning the 
existing sections with dedicated curb-side lanes to 
dedicated median lanes could be influenced by a 
market share competition for ridership with GO Train 
when Regional Express Rail (RER) is implemented 
with frequent, two-way all-day train service on the 
Lakeshore East line between union Station and 
Oshawa GO Station.  The studied section of Kingston 
Road is also identified as one of the Region’s Primary 
Cycling spines.  

The sections of Whites Road and Brock Road 
crossing Kingston Road are also identified as two 
other corridors with high-frequency buses in curb-
side High Occupancy Vehicle (HOV) lanes.  The 

section of Whites Road between Kingston Road and 
Finch Avenue is proposed for widening from five to 
six / seven lanes with two curb-side HOV lanes and 
four general-purpose travel lanes and a multi-use 
path in the boulevard.  The section of Brock Road 
between Bayly Street and Highway 7 is also identified 
as a higher-order transit spine with continuous curb-
side HOV lanes within a six-/seven-lane cross-section.  
In addition, to support the planned development for 
the Pickering City Centre (by providing improved 
access to adjacent retail/commercial land uses as well 
as Pickering GO Station and to / from Highway 401 
westbound ramps), a small portion of Liverpool Road 
between Highway 401 and Kingston Road are to be 
widened from five to six lanes.  

3.5.1.3 City of Pickering Integrated 
Transportation Master Plan 
(Ongoing)
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areas with narrow right-of-way in Pickering Village, Downtown Whitby, and Downtown 
Oshawa, with protection for future extensions to Highway 418.  Note that the completed 
Highway 2 Transit priority Measures Class EA Study previously recommended 
extending the existing reserved bus lanes to be continuous from Whites Road to Salem 
Road.  The BRT initiative is also considered a Next Wave project by Metrolinx, which 
are planned to be funded within the next 10 – 15 years.  The TMP states that the 
recommended approach for the Kingston Road corridor is to implement BRT in 
dedicated median lanes as the ultimate condition, with the exception of constrained 
areas including Pickering Village area.  However, it acknowledges that this would 
require a phased approach to determine when and how to transition existing sections 
with dedicated curb-side lanes.  One reason is that there could be a market share 
competition for ridership with GO Train when Regional Express Rail (RER) is 
implemented with frequent, two-way all-day train service on the Lakeshore East line 
between union Station and Oshawa GO Station.  The studied section of Kingston Road 
is also identified as one of the Region’s Primary Cycling spines.   

The sections of Whites Road and Brock Road crossing Kingston Road are also 
identified as two other corridors with high-frequency buses in curb-side HOV lanes.  The 
section of Whites Road between Kingston Road and Finch Avenue is proposed for 
widening from five to six / seven lanes with two curb-side HOV lanes and four general-
purpose travel lanes and a multi-use path in the boulevard.  The section of Brock Road 
between Bayly Street and Highway 7 is also identified as a higher-order transit spine 
with continuous curb-side HOV lanes within a six- / seven-lane cross-section.  In 
addition, to support the planned development for the Pickering City Centre (by providing 
improved access to adjacent retail / commercial land uses as well as Pickering GO 
Station and to / from Highway 401 westbound ramps), a small portion of Liverpool Road 
between Highway 401 and Kingston Road are to be widened from five to six lanes.   

 

3.5.1.2 City of Pickering Integrated 
Transportation Master Plan (Ongoing) 

The City of Pickering has recently 
initiated an Integrated TMP (ITMP).  The 
ITMP is intended to define a city-wide 
vision for the development of 
transportation priorities, programs, and 
networks that will guide future municipal 
transportation investments in an 
integrated manner.  As per the 
preliminary analyses completed as part 
of the City’s ITMP, approximately nine out of every ten trips are made by autos.  In 
addition, auto continues to be the dominant mode of transportation even for short trips 
(less than 2 km) within Pickering whereas these short trips could have been made by 
walking or cycling.  These short trips account for 25% of trips originating in Pickering.  
Hence, this is identified as an opportunity to encourage more residents to switch from 
auto to active modes of transportation for some of their trips. 



The City of Pickering has recently initiated an 
Integrated TMP (ITMP).  The ITMP is intended to 
define a city-wide vision for the development of 
transportation priorities, programs, and networks that 
will guide future municipal transportation investments 
in an integrated manner.  As per the preliminary 
analyses completed as part of the City’s ITMP, 
approximately nine out of every ten trips are made by 
autos.  In addition, auto continues to be the dominant 
mode of transportation even for short trips (less than 
2 km) within Pickering, whereas these short trips 
could have been made by walking or cycling.  These 
short trips account for 25% of trips originating in 
Pickering.  Hence, this is identified as an opportunity 
to encourage more residents to switch from auto to 
active modes of transportation for some of their trips.

As part of the public engagement survey completed 
as part of the City’s ITMP, the need for continuous 
sidewalks on Kingston Road, mid-block pedestrian 
connections to Pickering City Centre, bike lanes on 
Rougemount Drive to provide a good north-south 
connection, and continuous bike lanes on Glenanna 
Road was mentioned as part of the public feedback.

The findings / outcome of the future phases of the 
ITMP will be closely monitored to ensure that due 
considerations are given to any recommendation that 
may have an impact on the Kingston Road Corridor 
and Specialty Retailing Node Intensification Study.

3.5.1.4 Other Plans, Policies, and 
Initiatives

The Region’s LTTS was completed in 2010. It 
described a vision for public transit in Durham 
Region and presented a comprehensive long-
range vision of the Region’s rapid transit network 
and major transit corridors and service levels for 
higher-order service throughout the Region.  The 
2012 Regional Cycling Plan includes the plans for 
cycling networks in Durham.  The proposed transit 
network improvements included in the LTTS and 
the proposed primary cycling network included 
in the 2012 Regional Cycling Plan were taken into 
consideration in the development of the Region’s 
TMP Update (2017).

3.5.2 Existing Conditions

3.5.2.1 Pedestrian and Cycling 
Facilities

As shown in Figure 23, within the studied section of 
Kingston Road, there are sections with no pedestrian 
and cycling facilities on either one side or both sides 
of the road. Notably, there is no pedestrian  facility 
for a long section of the road on the north side of the 
road between Liverpool Road and the Highway 401 
westbound  ramp terminal (located  to the west of 

Fairport Road) and on the south side between Dixie 
Road and the Highway 401 westbound ramp terminal.  

Distances between signalized intersections vary, 
although the average is a 5 minute walk (i.e. 400 
m). In some areas such as the Dunbarton/Liverpool 
precinct the distance is almost double. 
There are other shorter gaps within the existing 
pedestrian facilities on both sides of the road. These 
noted deficiencies potentially result in an undesirable 
walking experience along the road. In addition, with 
the exception of three short sections of the road in 
the vicinity of the Whites Road, Liverpool Road, and 
Brock Road intersections which provide for on-road 
“buffered” bike lanes, the studied section of Kingston 
Road does not have any separate cycling facilities; 
thus, cyclists have the option of either sharing the 
road with motorized vehicles or sidewalks (where 
present) with pedestrians.  The noted transitions 
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from an on -road bike lane to a shared facility (e.g., 
sidewalk or the paved potion of the road) and again 
from a shared facility back to an on-road bike lane 
potentially result in an undesirable cycling experience 
along the road.

3.5.2.2 Transit Facilities

Several Durham Region Transit (DRT) bus routes 
provide rapid and local service along and across the 
studied section of Kingston Road. Bus route #900 
(PULSE) provides a bus rapid transit (BRT) service 
along the entire studied section of the road with a 
headway of 10 minutes (6 buses per hour) during the 
AM and PM peak periods.  There are 20 PULSE bus 
stops located within the studied section of Kingston 
Road.  The majority of the PULSE bus stops are 
sheltered with the exception of a few including those 
at the intersections of Steeple Hill and Whites Road. 
The PULSE service bus stops are on the far side at 
the major intersections of Whites Road, Liverpool 
Road, and Brock Road. However, the majority of other 
bus stops along the studied section of Kingston Road 
are located near side. 

In addition, there are DRT local bus routes running  
either partially or for the entire studied section of 
the road that include bus routes #111, #111A, #193A, 
#193B, #291/292, #603, and #916.  Bus routes #111 
and #111A start and end at the Pickering Parkway 
Terminal and provide service on the section of 

Kingston Road between Glenanna Road and Dixie 
Road.  Bus route #111 provides a counter-clockwise 
service whereas bus route #111A provides a clockwise 
service.  Bus routes #193A and #193B both start 
and end at Pickering City Centre and they only 
provide mid-day off-peak service.  While bus route 
#193A provides service on section of Kingston Road 
between Liverpool Road and Rougemount Drive, 
bus route #193B provides service to the section 
of Kingston Road between Liverpool Road and 
Brock Road and the section of Brock Road between 
Kingston Road and Pickering Parkway.  

Bus route #291/292 provides service between 
Pickering City Centre and the intersection of Westney 
Road and Harwood Avenue in Ajax.  Within Pickering, 
route #291/292 buses travel on Kingston Road 
between Church Street and Glenanna Road.  

Bus route #603 is an express but low-frequency 
service between Pickering Parkway Terminal and the 
intersection of Toronto Street and Welwood Drive in 
Uxbridge.  Within Pickering, route #603 buses travel 
on Kingston Road between Liverpool Road and Brock 
Road.  Bus route #916 provides cross-regional service 
between Pickering Parkway Terminal and Harmony 
Terminal in Oshawa with buses travelling on section 
of Kingston Road between Liverpool Road and Brock 
Road.

As shown by the number of households within a short 
walking distance of the bus stops along the corridor 

and their overlaps, the existing bus services provide 
an acceptable coverage of the residential areas 
on the south and north of the studied section of 
Kingston Road. Note that a 500 m distance is roughly 
associated with a 6-minute walk for transit users (see 
Figure 24).
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Figure 23  Pedestrian and Cycling 
Facilities
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 3.5.2.2 Transit Facilities

3.5.2 Existing Conditions

Legend

96 SvN

Figure 24  Transit Facilities
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3.5.2.3 Automobile Facilities

Major Travel Paths

The major automobile travel paths in the AM and PM 
peak periods are shown in Figure 25 and Figure 26, 
respectively. These major travel paths were identified 
based on the following information:

•	 The most recent available turning movement 
counts at the study intersections provided on 
the Region of Peel’s website (source: https://
maps.durham.ca/TrafficCounts/);

•	 The 2011 Transportation Tomorrow Survey 
(TTS);

•	 The locations of Highway 401 interchanges; 

•	 The major access roads to the residential 
neighborhoods and the greatest generators 
of work trips during the peak periods such as 
the Pickering GO station parking lot structure 
and offices of the largest employers within 
and around the study corridor (e.g., Municipal 
Property Assessment Corporation, Rogers Call 
Centre, Ontario Power Generation, etc.);

•	 The major generators of recreational trips (e.g., 
Waterfront area, shopping areas, etc.);

•	 The existing Highway 401 in proximity of the 
study area include two partial interchanges on 
Whites Road, a full interchange on Brock Road 
and a partial interchange on Liverpool Road 

which only provides access from / to Liverpool  
Road to / from the westbound Highway 401 
mainline.  

As per the City’s OP, the section of Kingston Road 
within the study area is categorized as an Arterial 
Type B, Brock Road is an Arterial Type A and 
Pickering Parkway is an Arterial Type C.

Intersection Lane Configuration

The majority of the intersections within the studied 
section of Kingston Road are signalized.  As shown in 
Figure 27, there are two general-purpose traffic lanes 
in each direction of travel along the studied section 
of Kingston Road.  The speed limit is posted at 60 
km/h. With the exception of the south and north 
legs of the intersection of Altona Road and Kingston 
Road, there are exclusive left-turn lanes provided on 
all legs of the study area signalized intersections. In 
addition, there are bus-only lanes on Kingston Road 
in proximity to the major intersections of Whites 
Road, Liverpool Road, and Brock Road. The bus-only 
lanes on Kingston Road are intended to allow buses 
to by-pass vehicle queues on the adjacent general-
purpose traffic lanes. 

In the vicinity of the Specialty Retail Node, Brock 
Road generally provides three general-purpose traffic 
lanes in each direction of travel between Kingston 
Road and the Highway 401 westbound ramp terminal.  

The only exception is a short section of Brock 
Road between Kingston Road and the signalized 
intersection immediately to the south where there 
are only two general-purpose traffic lanes in the 
northbound direction of travel.

Traffic Volume Data

As shown in Figure 28, generally-speaking, there are 
heavier traffic volumes along the studied section of 
Kingston Road in the PM peak hour than those in 
the AM peak hour.  The peak direction of travel is 
westbound in the AM peak hour and eastbound in 
the PM peak hour.  The greatest volume of traffic in 
the AM peak hour was reported as 1,346 vehicles in 
the westbound direction on the section of Kingston 
Road between the Highway 401 eastbound ramp 
terminal and the Delta Boulevard intersection.  The 
greatest volume of traffic in the PM peak hour was 
reported as 2,028 vehicles in the eastbound direction 
on the section of Kingston Road to the east of the 
Fairport Road (West Shore Boulevard) intersection. 

On the section of Brock Road to the south of the 
Kingston Road intersection, there are heavier traffic 
volumes in the PM peak hour than those in the AM 
peak hour as well.  The peak direction of travel is 
southbound in the AM peak hour and northbound 
in the PM peak hour.  Based on the most recent 
available traffic counts undertaken by the Region, 
the greatest southbound traffic volume is reported at 
1,504 vehicles in the AM peak hour and the greatest 
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northbound traffic volume is reported at 1,583 
vehicles in the PM peak hour.

Collision Data - Intersections

Based on the most recent available historical collision 
data for a five-year period between beginning of 2013 
and end of 2017, there has been an overall reduction 
in annual number of collisions at the study area 
intersections (see Figure 29).  

The proportion of severe collisions to total collisions 
appears to be high at the study intersections.  The 
highest number  of collisions was reported to occur 
at the intersection of Kingston Road and Brock 
Road with a total of 55 collisions followed by the 
intersection of Brock Road and Pickering Parkway 
with a total of 54 collisions; both with an average of 11 
collisions per year.  The highest number of collisions 
involving pedestrians or cyclists was reported to 
occur at the intersection of Kingston Road and 
Liverpool Road with a total of 6 collisions in the five-
year period (i.e., an average of slightly over 1 collision 
per year).

Collision Data - Mid-block Sections

Based on the most recent available historical collision 
data for a five-year period between beginning of 2013 
and end of 2017, there has been an overall reduction 
in annual number of collisions on the mid-block 
sections from 2014 onward.  As shown in Figure 30, 

the proportion of severe collisions to total collisions 
appears to be high on the mid-block road sections 
too.  The highest number of mid-block collisions 
reported to occur on the section of Kingston Road 
between Valley Farm Road and Brock Road with a 
total of 18 collisions (an average of about 4 collisions 
per year). However, in terms of number of collisions 
per kilometer, the mid-block section between Whites 
Road and Steeple Hill was reported to have the 
highest number of collisions per kilometer.  In term of 
mid-block collisions involving pedestrians or cyclists, 
the mid-block section between Valley Farm Road and 
Brock Road was reported to have the highest at 2 
collisions over the five-year period. 
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Figure 25 AM Peak Period Traffic 
Movement
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Figure 26 PM Peak Period Traffic 
Movement
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Figure 27 Traffic Lane Configuration
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Figure 28 Traffic Volume
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Figure 29 Collision Data - Intersections
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Figure 30 Collision Data - Midblock 
Sections
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3.5.3 Current Transportation 
Planning, Design, and 
Engineering Projects

3.5.3.1 Kingston Road – Pickering 
West Terminal

The development of a Pickering West terminal is in 
the DRT’s five year plan. This new facility would be 
located in west Pickering in the Kingston and Altona 
area. This terminal would play an important role in 
coordinating existing transit services in northwest 
and southwest Pickering with the Highway 2/Kingston 
Road corridor. 

3.5.3.2 Durham-Scarborough Bus 
Rapid Transit (BRT) 

Metrolinx is leading the planning, design and 
engineering work for a proposed BRT route between 
Scarborough Centre and Downtown Oshawa. The 
City of Toronto, TTC, Durham Region and DRT are 
partners with Metrolinx on this work.  The corridor is 
to run east from Scarborough Centre along Ellesmere 
Road and Highway 2 through Pickering City Centre, 
Downtown Whitby and Downtown Oshawa.  The BRT 
route is planned to be part of Metrolinx’ proposed 
Frequent Rapid Transit Network (FRTN) which is a 

network of regionally significant transit routes that will 
connect Urban Growth Centres (including Pickering 
City Centre), areas with high concentrations of people 
and jobs, and low income areas in the GTHA. As 
stated in Section 3.5.1.3, the project is in the 2041 RTP 
and planning, including Transit Project Assessment 
Process (TPAP), is being funded by Metrolinx.

The ultimate planned right-of-way width across the 
corridor is 45 metres. This is 11.5 metres wider than 
the existing right-of-way in the Rougemount Precinct. 
The proposed sidewalks across all precincts will 
meet the standard dimensions of 1.8 m. A 2.2 m 
landscape buffer will be provided to the road (see 
Figure 31). There is a concern that the ultimate 
R.O.W. width of 45 m is too narrow to accommodate 
a “complete street”  as the planned 45 metre right-
of-way leaves little room for wider sidewalks or 
landscaped boulevards with trees.
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Existing-Right-of-Way

Existing Sidewalk Width
Proposed Sidewalk Width

Existing Bike Lanes
Proposed Bike Lanes

Proposed Right-of-Way

Rougemount Precinct

1.92 m
1.8 m

No Bike Lanes on the Corridor 
1.5 m + 0.6 Buffer

33.5 m
45.0 m

Whites Precinct

1.6 m
1.8 m

45.8 m

On Street
1.5 m + 0.6 Buffer

45.0 m

Dunbarton/Liverpool Precinct Brock Precinct

1.55 m
1.8 m

1.5 m
1.8 m

50 m 45.3 m

No Bike Lanes on the Corridor
1.5 m + 0.6 Buffer

On Street (Kingston Rd)
1.5 m + 0.6 Buffer

45.0 m 45.0 m

Existing Buffer to Road
Proposed Tree/Furniture zone

Varies
2.2 m

Varies
2.2 m

Varies
2.2 m

Varies
2.2 m

Figure 31 Proposed Boulevard Work along Kingston Road

113 Kingston Road Corridor Study | Background Report



3.6 Servicing
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3.6.1 Servicing Policy Framework

The Growth Plan for the Greater Golden Horseshoe 
(GGH), 2017 provides the framework to guide 
infrastructure planning and prioritize investments 
in the GGH to accommodate the forecasted growth 
to the concerned planning horizon and beyond. 
An integrated approach to land use planning, 
infrastructure planning, infrastructure investments 
and environmental protection are required in the 
Growth Plan. A clean and sustainable supply of 
water is recognized as an essential element in the 
Growth Plan for the long-term health and prosperity 
of the region. Coordinated investment in water and 
wastewater infrastructures is emphasized in the 
Growth Plan.

The Growth Plan requires: planning for new or 
expanded infrastructure to occur in an integrated 
manner through evaluation of long-term, scenario-
based land use and financial planning supported 
by infrastructure master plans, associated asset 
management plans, community energy plans, 
watershed planning, environmental assessments and 
other relevant studies. The Growth Plan also requires 
the following: 

•	 Municipalities should generate sufficient 
revenue to recover the cost of construction and 
maintenance of municipal water and wastewater 
systems. 

•	 Municipal water and wastewater systems shall 
be planned, designed, constructed, or expanded 
in accordance with the following: 

 1. Considering opportunities for optimization  
 and improved efficiency within existing   
 systems and supported by strategies   
 for energy and water conservation and water  
 demand management; 

 2. A comprehensive water or wastewater  
 master plan or equivalent prepared for the  
 watershed.

In addition, the Durham Regional Official Plan guides 
growth and change within the Region to 2031. 
The Official Plan states that municipal water and 
sewage service provision to intensive and compact 
forms of urban development will get preference 
over other form of developments. The proponent of 
municipal services shall ensure that the location and 
construction have minimum negative impact on the 
natural, built and cultural environment. Also, existing 
utility corridors shall be considered first for locating 
new services.

According to the Official Plan, the Region shall 
provide sufficient municipal water and sanitary 
sewerage facilities to Urban Areas, within the 
financial capability of the Region to accommodate 
anticipated growth and to achieve the plan goals. 
Urban Areas shall be developed based on the 
principles of sequential development, progressive 

extension, improvement, rehabilitation and 
economical utilization of the Regional water supply 
and sanitary sewerage systems, and minimization of 
financial impacts on the Region.

3.6.2 Existing Conditions
 
3.6.2.1 Water/Feeder Main

The existing feeder main or watermains within the 
study area and their sizes are presented in Figure 32. 
The location and size of different feeder/watermain 
segments within the study area are also described in 
the following sections.

Altona Road to East of Dixie Road (West of 
Loblaws) 

There is an existing feeder main along Kingston 
Road from Altona Road to Fairport Road. The size of 
this feeder main varies from 400 mm to 500 mm in 
diameter. This feeder main is connected to existing 
watermains along Altona Road, Rougemount Drive, 
Rosebank Drive and Delta Boulevard. This feeder 
main is also connected to existing feeder mains 
along Rosebank Drive, Whites Road and Fairport 
Road (see Figure 32).

There is no water/feeder main along Kingston Road 
between Fairport Road and Dixie Road. The existing 
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feeder main from west of Fairport Road follows 
Fairport Road (north), Merritton Road, Dunbarton 
Road, and then Falcon Crescent, extending north. 
There are two watermains to the east of Fairport 
Road: one of 200 mm along Merritton Road and one 
of 300 mm along Dunbarton Road. There is a 300 
mm water main along Kingston Road from Dixie 
Road to beyond Liverpool Road. 

Orchard Valley Court to Notion Road/
Squires Beach Road 

There is a feeder main along the west limit of the 
study area near Brock Road, this feeder main is 
running north beyond Finch Avenue and south 
beyond Hwy 401 and is 600 mm in diameter. There 
are two 300 mm watermains inside the study area 
near Brock Road, one along Pickering Parkway and 
another along Kingston Road.

Generally, feeder mains or watermains are present 
along Kingston Road, Brock Road and Pickering 
Parkway, or in close proximity of the study area.

3.6.2.2 Sanitary Sewer

The existing sanitary sewers within the study area 
with size and flow direction are reflected in Figure 33. 
The location and outlets of different sewer services 
segments within the study area is also described in 
the following sections.

Altona Road to Whites Road 

There is an existing sanitary sewer running along 
Kingston Road from Altona Road to Whites Road. 
The size of this sewer varies from 300 mm to 600 
mm in diameter. The existing sanitary sewer to the 
west of Whites Road receives additional sanitary 
flows from sewers in the following roads:
•	 Altona Road

•	 Rougemount Drive

•	 Rosebank Road

•	 Whites Road 

•	 A development to the East of Rosebank Road

The size of all contributing sewers from the north to 
the Kingston Road sewer is indicated in Figure 34. 
The existing sanitary sewer to the west of Whites 
Road carries sanitary flow to an existing 600 mm 
sanitary sewer just West of Rosebank Road, this 
sewer is crossing Hwy 401 and ultimately carries 
sanitary flow to the Liverpool Road Sanitary Sewer 
Pumping Station (SSPS).

Whites Road to Loblaws

The existing sanitary sewer follows along the north 
limit of Hwy 401 from 400 m east of Whites Road to 
beyond Glenanna Road. The size of this sewer varies 
from 300 mm to 1050 mm in diameter. The existing 

sanitary sewer to the east of Whites Road receives 
additional sanitary flow from sanitary sewers in the 
following roads:
•	 Delta Boulevard

•	 Sheppard Avenue

•	 Merritton Road

•	 Dunchurch Street

•	 Plaza to the east of Dixie Road

•	 Kingston Road to the West of Loblaws 

The size of all contributing sewers from the north to 
the above sewer is indicated in the Figure 34. The 
above mentioned sanitary sewer along Hwy 401 
continues up to Glenanna Road then it connects 
to an existing 1050 mm sanitary sewer just west of 
Glenanna Road, which carries sanitary flow to the 
south across Hwy 401.

Guild Road to Notion Road/Squires Beach 
Road

There is an existing sanitary sewer along Bainbridge 
Drive to the east of Brock Road. The size of the 
sewer is 200 mm to 250 mm in diameter. This sewer 
carries sanitary flow to Notion Road through the 
residential area on the east. There are two sanitary 
sewers in the  study area along Pickering Parkway. 
The 200 mm/250 mm sewer on the east carries 
sanitary flow to Notion Road through the residential 
area, and the 250 mm sewer on the west carries flow 
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to the west of Brock Road and then to the south 
along Pickering Parkway. There is a 200 mm sanitary 
sewer along the east side of Brock Road on the north 
side of Kingston Road which connects to a 450 mm 
sanitary sewer along Finch Avenue to the east of 
Brock Road. This sewer carries sanitary flow from 
Finch Avenue and Brock Road (north and south) to a 
750 mm sanitary sewer along Notion Road. There is 
a 250 mm sanitary sewer along Denmar Road to the 
west of Brock Road, this sewer carries sanitary flow 
from Kingston Road to an existing sanitary sewer 
on the south along Pickering Parkway. Generally, 
sanitary sewer is present along Kingston Road 
and within the Specialty Retailing Node or in close 
proximity within the study area.

3.6.2.3 Storm Sewer

The existing storm sewers within the study area, with 
size and flow direction, as well as the location and 
discharge points of different segments, are described 
in the following section and reflected in Figure 34.

Rouge River to Rougemount Drive 

There is an existing storm sewer along Kingston Road 
from 50 m West of Rougemount Drive to the Rouge 
River, the size of sewer varies from 300 mm to 900 
mm in diameter. A 900 mm storm sewer carrying 

storm flow from Altona Road is connected to the 
above sewer at the intersection of Altona Road at 
Kingston Road. Ultimately the combined flows from 
these two sewers are discharged into the Rouge River 
to the West.

Rougemount Drive to Rosebank Road

There are two existing storm sewer segments, 
ranging in size, along this section of Kingston Road.  
One is 80 metres east of Rougemount Drive, and the 
other 60 metres west of Rosebank Road. These two 
sewers discharge to a culvert across Kingston Road 
located about 150 m west of Rosebank Road. From 
there the storm flow is carried south through a box 
culvert under Highway 401. The sewer segment to 
the west of the culvert varies from 300 mm to 450 
mm in diameter and the east sewer varies from 300 
mm to 750 mm.

Rosebank Road to Whites Road

There is a box culvert across Kingston Road to the 
east of Rosebank Road, this culvert is connected to 
a ditch in Steeple Hill Park on the north and carries 
flow to a ditch on the south of Kingston Road. Two 
storm sewers are running from west of Steeple Hill 
to the above culvert along the north and south side 
of Kingston Road. The size of the north sewer varies 
from 300 mm to 525 mm and the south sewer varies 
from 300 mm to 450 mm. There is another storm 
sewer that runs from the east of Rosebank Road to 

the box culvert. The size of this sewer varies from 
500 mm to 600 mm. There is another box culvert 
across Kingston Road to the east of Steeple Hill. One 
450 mm storm sewer from the east of Steeple Hill 
and two 450 mm/525 mm sewer from the west of 
Whites Road are connected to the box culvert which 
carries flow to the south. 

Whites Road to West of Fairport Road
 
There are two storm sewers from the east of Whites 
Road to the exit/entry ramp on the east along the 
north and south side of Kingston Road. The size of 
the north sewer varies from 300 mm to 600 mm 
and the south sewer is 450 mm. There is a 300 mm 
storm sewer carrying storm flow from the north along 
Whites Road and is connected to the south sewer at 
Whites Road. Both the north and south sewer carries 
storm flow to a culvert located 100 m west of the 
Highway 401 exit/ entry ramp to the east of Whites 
Road. The above culvert carries flow to a ditch to the 
west of the Highway 401 ramp; from here the storm 
flow goes further south through a box culvert across 
the Highway 401 entry ramp. 

There are two storm sewers along Kingston Road 
just east of the Highway 401 exit/entry ramp: the 
south sewer is 300 mm and the north sewer is 450 
mm in diameter. These sewers carry flow to road side 
ditches on the north and south of Kingston Road. The 
storm flow from the ditch on the north side is carried 
through a culvert below Kingston Road, about 150 

117



metres east of the highway 401 exit/entry ramp, to a 
ditch on the south side of the road from where it is 
carried further through a box culvert to the south of 
Highway 401.

Fairport Road to Loblaws 

There is a short section of storm sewer along 
Kingston Road from 100 m west of Fairport Road 
to 50 m east of Fairport Road, the sewer sizes vary 
from 375 mm to 1200 mm. The 1200 mm storm 
sewer carrying storm flow from Sheppard Avenue 
is connected to the Kingston Road storm sewer at 
Fairport Road. Combined flow from the above two 
sewers, including storm flow from a 375 mm storm 
sewer along Merritton Road drain to a 1200 mm  
culvert across Kingston Road. The culvert is located 
50 m east of Fairport Road and discharges to a ditch 
to the south of Kingston Road. From here, the storm 
flow goes to the south of Highway 401 through a box 
culvert across the highway.

There is a storm sewer running along Kingston Road 
from 100 m east of Merritton Road to the west side 
of railway crossing on the east. The size of this sewer 
varies from 300 mm to 375 mm; this sewer carries 
flow to a culvert across Kingston Road. There is 
a 600 mm storm sewer on the east of the railway 
crossing which carries storm flow from the south 
ditch along Kingston Road to the north to connect 
to another culvert across Kingston Road. The storm 
sewer flow from the above two culverts drains to the 

south side of Highway 401 through a box culvert via a 
ditch on the south side of Kingston Road. 
There is a 375 mm storm sewer from 50 m east of 
Dixie Road to 30 m east of Walnut Lane which is 
connected to a ditch along the south side of Kingston 
Road which carries storm flow to Pine Creek along 
the west side of Loblaws. From here, storm flow goes 
to the south of Highway 401 through a box culvert 
across the highway.

Orchard Valley Court to Notion Road/
Squires Beach Road

There is a storm sewer on the east of Orchard Valley 
Court along the north side of Kingston Road up to 
Brock Road. The size of this sewer varies from 450 
mm to 600 mm. This sewer follows from Brock Road 
to the north and connects to another storm sewer 
(300 mm to 1200 mm) which is running along Brock 
Road. 

There is another storm sewer which is running along 
the south side of Kingston Road from Royal Road and 
connects to the above mentioned Brock Road storm 
sewer near south-west corner of Brock and Kingston 
intersection. There are two storm sewers along the 
north and south side of Kingston Road to the west of 
Brock Road. These sewers go beyond the study area 
limit along Kingston Road. 

There are two storm sewers along Brock Road near 
Pickering Parkway. The west sewer is 300 mm and 

the east sewer varies from 250 mm to 450 mm. The 
east sewer carries storm flow to a storm sewer along 
the Pickering Parkway to the east of Brock Road. The 
sewer sizes vary from 450 to 2100 mm. This sewer 
carries flow to the east of Notion Road.  The west 
sewer carries storm flow to a storm sewer along the 
Pickering Parkway to the west of Brock Road beyond 
the west limit of study area near Brock Road. There 
are two additional storm sewers along Brock Road to 
the south of Pickering Parkway. Both east and west 
sewers vary from 300 mm to 375 mm and carries 
storm flow beyond the south side of the study limit. 

Generally, storm sewers are present at the Specialty 
Retailing Node and along Kingston Road, except for 
a section of Kingston Road from the east of the rail 
crossing to 50 metres east of Dixie Road.  However, 
there are two ditches on the north and south side of 
Kingston Road that carry storm flow further south via 
a culvert  across Kingston Road, located east of the 
rail crossing.

3.6.2.4 Other Utilities and Climate 
Change

Hydro lines run along the south side of Kingston 
Road throughout the study area as well as the 
west side of Brock Street. This has an effect on the 
appearance and design of urban streetscapes. Other 
utility related elements such as utility boxes are often 
not screened from public view and not integrated 
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within the streetscape. Again, this has an effect on 
the appearance and design of urban streetscapes 
and should be planned for within the study area. 
In addition the impacts associated with increases 
in the frequency and severity of extreme weather 
events (associated with climate change) on the 
design and longevity of infrastructure services in the 
study area, need to be considered in the planning for 
redevelopment and intensification of the study area.     
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  3.6.2.1 Water/Feeder Main

3.6.2 Existing Conditions

Legend

Figure 32 Water/Feeder Main
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Rougemount Precinct Whites Precinct

  3.6.2.2 Sanitary Sewer

3.6.2 Existing Conditions

Legend

Figure 33   Sanitary Sewer
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Rougemount Precinct Whites Precinct

  3.6.2.3 Storm Sewer

3.6.2 Existing Conditions

Legend

Figure 34 Storm Sewer
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3.7 Retail and Commercial 
Economic Analysis
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3.7.1 Retail/Commercial Use 
Inventory

The retail/commercial use inventory within the Study 
Area varies from precinct to precinct in terms of 
both retail/commercial use type and typology. In 
terms of retail/commercial use type, the Rougemount 
Precinct is primarily service oriented, the Whites 
Precinct features a fairly even mix of retail/commercial 
use types, and the Dunbarton/Liverpool and Brock 
Precincts are predominated by retail merchandising. 

In terms of retail/commercial use typology, there 
are five predominant typologies represented on the 
corridor, including: Big Box Retail, Retail Strip Malls, 
Pad/Plaza Retail, Multi-Storey Commercial Buildings, 
and Auto Dealerships. Big Box Retail uses typically 
feature a single retail tenant within a large footprint 
standalone building. Retail Strip Malls typically consist 
of multiple retail units located in side-by-side “strip” 
along the length of a building face, with the building 
typically oriented towards the primary street frontage. 
Pad/Plaza Retail consist of either a single, standalone 
retail use, or multiple standalone/retail strip malls on 
the same site and arranged to face inwards towards 
one another. Multi-Storey Commercial Buildings and 
Auto Dealerships each consist of a single building. 
In the former case with multiple storeys filled with 
commercial tenants, and in the latter case a single 
storey with a single auto dealership tenant. For further 
information on these retail/commercial built form 
typologies, see section 3.4.2 Existing Conditions Built 

Form Building Types.

The distribution of these retail/commercial use 
typologies varies across the Study Area. The 
Rougemount Precinct features a mix of Retail Strip 
Malls and Pad/Plaza Retail, and a Multi-Storey 
Commercial Building. The Whites Precinct features 
a broader mix of Big Box Retail, Retail Strip Malls, 
Pad/Plaza Retail, and several Auto Dealerships. The 
Dunbarton/Liverpool Precinct also features a broad 
mix, with Big Box Retail, Pad / Plaza Retail, two Multi-
Storey Commercial Buildings, and an Auto Dealership 
and auto-oriented strip mall. Lastly, the Brock 
Precinct is typified by several large Big Box Retail 
uses along with many Pad/Plaza Retail uses and a few 
Retail Strip Malls (see Figure 35). 

3.7.2 Redevelopment Principles – 
Criteria and Evaluation

As part of the existing conditions assessment and 
to assist in prioritizing future retail and commercial 
opportunities an analysis of the four segments 
was undertaken. The full results of the analysis are 
available in the Retail and Commercial Economic 
Analysis Report appended to this Background Report.

The basis for this evaluation are core main street 
redevelopment principles routed in main streets that 
are both economically viable and have placemaking 
vitality (see Figure 36). The combination of both 
economic principles of good commercial development 

combined with the community building aspects of 
placemaking will aid in ensuring redevelopment will 
benefit landowners, tenants, consumers/visitors, and 
the City.

No individual asset alone will ensure success.  Rather, 
it is the fine balance of these factors that generates 
the character and appeal of the area for retailers and 
their customers as well as commercial uses and their 
business visitors and employees.  There are some 
universal principles that make the area comfortable to 
be in and not intimidating.  There are also principles 
that relate specifically to commercial district vitality 
and viability as well as individual retail health.

Each of the four segments of the Study Area were 
assessed in terms of Redevelopment Principles 
to provide input towards the viability of their 
redevelopment potential (see Figure 36). The 
assessment also points towards challenges and 
barriers that would need to be overcome to help 
ensure their success (e.g., population density, block 
length) (see Section 3 of the Retail and Commercial 
Economic Analysis Report).

3.7.3 key Findings

Each Study Area segment has been assigned a 
score of good, average or low in terms of how it 
performs against each of the principles. These 
scores are reflective of a weighted assessment of 
indicators associated with each of the redevelopment 
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principles. The full details of the indicators, weighting 
and scoring results can be found in the Retail and 
Commercial Economic Analysis Report. The weighted 
scores for each of the principles have been summed 
producing a total good, average or low score (see 
Figure 37). In some cases, these scores appear 
to not align with the qualitative redevelopment 
potential described in the rows at the bottom of the 
table. However, this is not a discrepancy. Rather, 
the redevelopment potential signals that there is 
an opportunity for change such that the retail and 
commercial economic performance can be improved 
in the future. Some of the factors contributing to the 
total score are described below. 

The Rougemount Precinct’s low score is in part 
a result of a very low population within walking 
distance, a low amount of employment nearby, and 
the unlikelihood of achieving enough density to 
support significant neighbourhood retail.

The good score for the Whites Precinct stems from 
its good potential for double-loaded built form (i.e. 
buildings on both sides of the street), a strong mix of 
local neighbourhood and destination retail, and the 
opportunity to achieve population density to support 
local neighbourhood retail.

The Dunbarton/Liverpool Precinct has a low total 
score as a result of the limited opportunity for double-
loaded built form, the “break” in the corridor caused 
by the elevated rail structure, and an average level of 
employment nearby.

The average score for the Brock Precinct is 
influenced by the relative lack of other target markets 
(i.e. non-residential target markets) within close 
proximity, and the average walk score of the area 
which may limit access by the local population to 
local neighbourhood retail.

Collectively, the low to average scores under specific 
principles are indicative of how the Study Area could 
be transformed on a precinct-by-precinct basis to 
help encourage successful retail and commercial 
redevelopment over time (e.g. by improving existing 
and creating new pedestrian connections, the 
walk score could be increased; by encouraging 
redevelopment with residential uses, population 
density could be increased to create a more 
proximate target market).
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 3.7.1 Retail Inventory

3.7 Retail and Commercial Economic Analysis 

Legend
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 3.7.3 key Findings 

Built Form 
Characteristics

Commercial Supply 
Conditions

Target market 
Assessment

Economic Development

Redevelopment Potential

•	 Area Retail 
Management 

•	 Length of Street 
and Block

•	 Parking Availability 
and Management

•	 Public Realm: 
Streetscape, 
Signage, and 
Urban Plazas 

•	 Specialized Focus

•	 Retail Mix

•	 Total Amount of 
Retail Space

•	 Quality of Retail

•	 Additional 
Anchors

•	 Walkability and 
Transit Access

•	 Retail and Office 
Rents

•	 5- and 10-minute 
Walk Population/3-
minute Drive 
Population

•	 Population Growth

•	 Household Income

•	 Daytime and 
Nighttime Target 
Markets

Quality of Life mobility

•	 Crime Statistics

•	 Average House 
Price

•	 Location of 
Competitive 
and Supportive 
Retailers

•	 Consumer 
Surveys and 
Consumer 
Satisfaction 
Surveys

•	 Vehicular and 
Pedestrian 
Counts

•	 Transit Ridership

•	 Vehicles per 
Household

•	 BRT Stations

 3.7.2 Redevelopment Principles
 For a more detailed description of the Redevelopment  
 Principles, please see pages 6 to 14 of the Retail and  
 Commercial Economic Analysis Report, appended to  
 this Background Report
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While there are some good 
prospects for redevelopment, 
the lack of potential target
markets will mean that retail 
commercial may suffer. This 
precinct could be developed 
as a unique destination main 
street with proper leadership 
and controls.

Total Score Good

There are good to very good 
redevelopment prospects 
for this segment.  There 
is an opportunity to be a 
secondary higher density 
node with supporting retail, 
office, and commercial 
developments included. The 
major caveats for walkability 
are the length of the street 
and how to address buildings 
that front onto Highway 401 
while attempting to create 
more active street life and 
pedestrian permeability within 

Built Form Characteristics

Commercial Supply 
Conditions

Target market Assessment

Other Target markets

Walk Score

Redevelopment Potential

Rougemount Precinct Whites Precinct

Average

Due to the nature of the road 
and the lack of double sided 
opportunities, this segment 
will be more difficult to 
redevelop. The potential may 
be in the fact that a few of 
the very large blocks could 
be redeveloped as parallel 
main streets and mini-nodes 
unto themselves rather than 
forcing retail commercial 
onto Kingston Road. As a 
destination retail commercial 
node, this segment has higher 
potential.

There are good prospects for 
redeveloping this segment. 
There is good visibility and 
a range of target markets to 
build off of. Similar to the City 
Centre, interior road networks 
may be developed that create 
a bulk of the retail commercial 
opportunities with parallel 
road networks.

Dunbarton/Liverpool 
Precinct

Brock Precinct
 3.7.3 key Findings 

LowLow
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3.8 Summary of Consultation Results

3.8.1 Focus Groups

Three Focus Group meetings were held during 
Phase 1 of the Study. The purpose of the Focus 
Group meetings was to share an overview of existing 
conditions and seek feedback on existing conditions 
and a vision for the Kingston Road Corridor and 
Specialty Retailing Node. Focus Group participants 
included landowners within the Study Area and 
residents from across Pickering. Participants 
provided feedback on what is working well today, 
what could be improved and what they would like the 
corridor and node to look like in 20 years.

What is Working Well Today

•	 Overall there is a variety of retail and services 
located within the Study Area. These business 
primarily serve the local community but some 
also have a more regional draw. For these latter 
customers/ businesses, access to Highway 401 
is critical.

•	 The variety of retail and services means that 
people can satisfy nearly all their needs within 
the Study Area, however most areas require the 
use of a car to get to. The one exception within 
the Study Area is the portion of the Kingston 
Road Corridor centred on Altona Road which is 
relatively walkable and contains a mix of various 
retail and services (e.g. butcher, grocer, library). 
Some also spoke to the importance of accessing 
retail and services by car, with the big box retail 

locations being particularly convenient in terms 
of the variety of retail and services they offer.

•	 From the real estate market perspective, it was 
noted that retail has generally become weaker 
over the last year (particularly destination retail). 
However, smaller retail, service commercial, 
restaurants and office uses are all performing 
well. One participant felt that the restaurant 
market might be at a saturation point on 
Kingston Road.

What Could Be Improved

•	 The corridor and node do not have much of 
an identity/character today, with nothing that 
particularly stands out. Some thought that the 
public realm could be improved with enhanced 
lighting, implementation of Official Plan Gateway 
policies and utilizing elevation changes for views 
(i.e. other than views of Highway 401).

•	 Spaces for pedestrians needed to be improved. 
Some commented that the road is too wide and 
people drive very fast, the sidewalk is very close 
to the road in some places (e.g. by the library 
at Rougemount Drive), sidewalks are not well 
maintained (i.e. need to be repaved) and the 
lack of buildings fronting the sidewalks makes 
them very windy. Together these conditions 
make people feel unsafe and uncomfortable. 
Participants also felt that sidewalks are needed 
between plazas and big box stores - it is 
annoying to make multiple trips to stores or 

within the same plaza or to side by side plazas 
by car.

•	 Special attention needs to be given to bike 
lanes. They don’t like the new bike lanes along 
Kingston Road because it is painted on the road; 
they prefer bike lanes completely off the road 
and on a curb.

•	 Traffic congestion on Kingston Road is an issue, 
particularly during rush hour. Participants felt 
that better connections between Kingston Road 
and other roads would help alleviate traffic 
including better connections to other east-
west routes to the north, widening north-south 
streets and a new Highway 401 East off-ramp.

•	 Accessing some existing retail plazas by car can 
be challenging because of a lack of connections 
between some plazas that are side by side or 
that lack enough parking.

•	 New development along Kingston Road needs 
to be more thoughtful. Townhomes right on 
Kingston Road and single storey commercial are 
not good uses of the land on Kingston Road, as 
they don’t promote walkability. Some felt that 
the car dealerships diminished the character of 
the corridor due to the nature of their presence 
on the street, however they felt that these will 
likely remain until intensification of the corridor 
and node is well under way and land values 
have increased substantially.
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Vision for the Future

•	 The corridor and node should be a place 
where people stop and linger. This could be 
encouraged through high-quality design, 
a generous public realm, destination retail, 
services and entertainment uses, improved 
connections to existing open spaces such as 
the Waterfront and Rouge National Urban Park, 
and new open spaces that recognize local 
indigenous history.

•	 The corridor and node should become more 
pedestrian-friendly and transit-oriented. This 
could be accomplished by intensifying with 
a mix of uses (residential, retail and services, 
office), providing local retail within walking 
distance of peoples’ homes and providing 
pedestrian and cycling facilities that are safe 
and comfortable. Participants preferred a mix 
of uses directly fronting Kingston Road, that 
this mix of uses be fully integrated within single 
buildings rather than in separate buildings on 
the same site, and that further thought be given 
to the location of entrances given that most 
patrons are likely to continue to arrive by car 
into the future. 

•	 Heights and densities should be context 
sensitive. Some talked about focusing heights 
and densities at key intersections rather than 
mid-block. There is a need for a variety of 
housing types and tenures that respond to 
existing and emerging demographics, including 

typologies that are accessible to seniors and 
those with mobility challenges (e.g. multi-storey 
buildings with elevators) and those that suit the 
needs of young families (e.g. town houses).

•	 It will be important to have flexibility in the 
long term vision for the corridor and node so 
that intensification can respond to market 
conditions and happen in a phased manner. 
One example of flexibility is in planning for site 
access, both from Kingston Road and between 
sites to ensure an orderly transition towards 
intensification. Participants noted the difficulty 
of coordinating between sites being developed 
at different times, as site plan details can 
impact shared connections. Another example is 
adjusting parking ratios over time as the uses 
along the corridor and in the node change, 
particularly as it becomes more transit-oriented.

3.8.2 Public Agency Advisory 
Forums

The first of three planned meetings with the Public 
Agency Advisory Forum (PAAF) was held in Phase 1 
of the Study. The purpose of this first PAAF meeting 
was to share an overview of existing conditions and 
seek feedback on existing conditions and a vision for 
the Kingston Road Corridor and Specialty Retailing 
Node. PAAF participants included representatives 
of Durham Region, Durham Region Transit, the 

Durham District School Board, Parks Canada, the 
Ontario Ministry of Transportation, the Toronto and 
Region Conservation Authority. Participants provided 
feedback on the preliminary existing conditions and 
issues and opportunities, including opportunities to 
align the Study with plans, studies and initiatives that 
their organizations are undertaking.

•	 The vision should speak to relationships to the 
City Centre and to Rouge National Urban Park. 
The Kingston Road Corridor is one of Pickering’s 
gateways to Rouge National Urban Park and 
future uses should complement this proximity 
to the Park (e.g. uses that are visitor-oriented 
such as restaurants and bike rentals). Consider 
ways to design the streetscape to provide 
access to Rouge National Urban Park and signal 
a relationship (e.g. through the use of plants 
native to Carolinian forests).

•	 The Study should seek to enhance the natural 
heritage and recreation functions of the various 
watercourses that the Study Area crosses. The 
vision should include enhancing natural systems 
as a principle and intensification and changes 
to the streetscape present an opportunity 
for orienting active uses towards natural 
heritage features and opening up culverts/
broadening crossings over watercourses. 
Ensure that there is no incremental loss of 
natural heritage through redevelopment (e.g. 
piping of watercourses) and that stormwater 
management is considered on a comprehensive 
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3.8 Summary of Consultation Results

basis rather than site by site.

•	 Changes to the streetscape should consider 
the recently completed Durham Region 
Transportation Master Plan, which is 
recommending a 45 metre right-of-way for 
the entirety of the Kingston Road corridor. 
Site access is also an important consideration, 
both in terms of reducing the number of 
conflict points between vehicles/pedestrians 
and cyclists, and providing an opportunity for 
raised cycle tracks through a reduction in site 
access from Kingston Road. The location of 
underground and above ground utilities and the 
constraints they present for tree planting should 
also be considered.

•	 The vision for intensification could be 
implemented through higher-level policies in the 
Official Plan that set expectations on the extent 
of intensification (e.g. minimum and maximum 
Gross Floor Areas or Floor Space Indices) and a 
flexible zoning regime (e.g. form based zoning).

•	 Any proposed changes to Highway 401 access 
ramps would need to be based on an analysis of 
traffic flows at all access ramps within the Study 
Area and provide a strong rationale to justify 
the costs involved in reconfiguration. There are 
two planned crossing of Highway 401 at Squires 
Beach Road/Notion Road and at the Hydro 
Corridor. The required 14 metre setback from 
the edge of Highway 401 should also be taken 
into account in considering redevelopment on 
properties adjacent to the highway. 

•	 There is an opportunity to align this study 
with the Transit Project Assessment Process 
(TPAP) for Kingston Road that will examine a 
median transit right-of-way, the Durham Region 
Municipal Comprehensive Review, and the City 
of Pickering Transportation Master Plan.
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3.9 Issues and Opportunities
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 Natural Heritage Issues

•	 Creeks throughout the corridor are deteriorating in terms of water quality, 
wildlife habitat and riparian vegetation, due to the proximity of urban land 
uses and lack of naturalized or landscaped buffers

 Planning Framework and Land Use Issues

•	 The existing zoning by-law (which reflects a “patchwork quilt” of site 
specific zoning) and development guidelines may not fully align with and 
enable the vision for higher density, mixed use intensification that is transit 
supportive, established through the PPS, Growth Plan, Regional Official Plan 
and Pickering Official Plan

•	 The relationship between transit and land use is much more strongly 
articulated in the Regional Official Plan (with policies on a mix of uses, 
density and form) than in the Pickering Official Plan

•	 The Regional Official Plan and Pickering Official Plan do not fully reflect the 
new Growth Plan’s emphasis on complete communities  

•	 Most buildings along the corridor are single use, there are very few 
residential uses, and there are a number of land intensive uses that are not 
transit-supportive (e.g. auto dealerships and auto repair and scrap yards)

•	 Recent planning applications within the Study Area provide new residential 
uses at a higher density, but they are all single use developments and could 
be enhanced from a pedestrian realm/public realm perspective

•	 Floodplains associated with creeks may pose constraints on redevelopment  
in proximity to the creeks. Furthermore the impacts associated with 
increases in the frequency and severity of extreme weather events 
(associated with climate change) may have a potential impact on 
stormwater modelling which in turn will have an effect on the development 

and redevelopment potentials near the creeks.

 Urban Design Issues

•	 The current development guidelines contained in the Compendium 
Document to the Pickering Official Plan envision variation in the character 
and quality of the pedestrian environment across the corridor and suggest 
the maintenance of the auto-oriented nature of the Whites Precinct and 
Brock Precinct

•	 Overall lack of open spaces with direct frontage on the corridor and in the 
Specialty Retailing Node

•	 Lack of connections/access to existing open spaces

•	 Inconsistent streetscape experience resulting from discontinuous sidewalk 
network, public realm and private realm 

•	 Existing discontinuous bike lanes on Kingston Road may lead to possible 
confusion for both cyclists and drivers and safety concerns for cyclists

•	 Significant amount of driveways with access to/from Kingston Road that 
interrupt the pedestrian realm and impact the ability to provide for fully 
separated cycling facilities

•	 Planned 45 m wide R.O.W. leaves little room for wider sidewalks or 
landscaped boulevards with trees

•	 Discontinuous sidewalks and a lack of internal walkway connections on 
larger parcels

•	 Virtually no streetwall on Kingston Road or Brock Road resulting in an 
undefined edge between public realm and private realm and diminishing 
sense of enclosure for pedestrians

The following is a summary of issues and opportunities generated from the analysis of existing conditions across all six lenses (natural heritage, planning framework, 
urban design, transportation, servicing, and retail and commercial economy) (see Figure 38). Together with input from the Focus Groups and the Public Agency 
Advisory Committee, these issues and opportunities have been utilized to inform the Draft Vision for the Study Area, and refine the goals and objectives. 

3.9.1 Study Area Wide Issues and Opportunities  
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•	 Very few animated building frontages on Kingston Road and none on Brock 
Road which discourages walking along the corridor and within the node

•	 Corridor and node overall do not have a distinct identity

•	 Key gateways are undefined

•	 Parking is generally located off-street in large surface parking lots that 
create large setbacks from the public realm, creating safety concerns and 
heat island effects

•	 There are no apparent examples of sustainable design along the corridor 
(sustainable design can include Low Impact Development (LID) providing 
solutions for stormwater that integrate as a system drainage, landscape 
and public comfort. They can include attractive pedestrian environments 
with vibrant places that accommodate a rich mix of uses and activities and 
encourage social interaction.

 Transportation Issues

•	 For the two relatively long stretches of Highway 401 between Sheppard 
Avenue (Port Union Road) and Whites Road as well as between Whites 
Road and Brock Road (with no eastbound ramp to/from Highway 401 from/
to Liverpool Road), there is no access to/from the Highway 401 eastbound 
travel lanes.  This could result in some eastbound long-distance travelers 
destined to/originating from the study area to travel eastbound on Kingston 
Road for relatively long distances.  In addition, the absence of an eastbound 
ramp in the noted stretches of Kingston Road could result in some other 
eastbound long-distance travelers choosing to back-track instead by 
travelling westbound on Kingston Road.

•	 The presence and location of the two partial interchanges at Whites 
Road with no direct Highway 401 westbound off-ramp to Whites Road is 
a contributing factor to experiencing notably heavier volumes of traffic in 

the westbound direction of travel on the section of Kingston Road between 
Whites Road and the partial interchange immediately to the east in the PM 
peak hour.  In the absence of a direct Highway 401 westbound off-ramp 
to Whites Road, exiting westbound traffic from Highway 401 is required 
to travel through the intersection of Kingston Road and Whites Road 
regardless of their destinations being in the north or south of Kingston Road.

•	 With an assumed per-lane capacity of an arterial road at 700 vehicles per 
hour, the majority of the Kingston Road sections in the eastbound direction 
of travel are estimated to operate at capacity during the PM peak hour.  The 
section of Brock Road is estimated to also be operating at capacity in the 
northbound direction in the PM peak hour and in the southbound direction 
in the AM peak hour.  The section of Kingston Road between Fairport Road 
and Whites Road is estimated to be approaching capacity in the westbound 
direction of travel in both the AM and PM peak periods.  These show a need 
for improvements to accommodate the planned growth in population and 
employment within the study area (e.g., provision of greater capacity in the 
east-west direction of travel on Kingston Road and/or parallel corridors, 
encouraging a shift to non-auto modes of transportation by providing 
efficient and convenient alternatives to the autos, etc.).

 Servicing Issues

•	 The impacts associated with increases in the frequency and severity of 
extreme weather events (associated with climate change) will have impact 
on the design and longevity of infrastructure services in the study area
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 Retail and Commercial Issues

•	 Average to below average walk scores which limit access of retail customers 
to retail uses

•	 Kingston Road is a wide corridor which is not ideal for creating an intimate 
shopping experience that encourages cross shopping

•	 Today, the Pickering retail experience is dependent on vehicular modes 
of travel; therefore, it is associated with the high or vast amount of surface 
parking lots

•	 The challenges associated with car dealerships and the amount of land 
they take up, may limit the amount of redevelopment opportunities in the 
affected precincts

•	 Technology is changing the nature of retail, therefore flexibility is needed in 
the future plans

•	 Relatively recently constructed buildings may inhibit redevelopment interest 
on those sites
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 Natural Heritage Opportunities

•	 Opportunity to renaturalize urbanized creeks over time through 
redevelopment of adjacent properties, restoration of their natural function, 
improving stormwater management, and enhancing redevelopment 
opportunities. Fronting onto Natural Heritage sites increases the value of 
properties.

•	 Opportunity to improve connections from the Study Area to natural heritage 
features and to the broader trail network. This opportunity is particularly 
significant where the Study Area borders the Rouge River and Rouge 
National Urban Park. There is also an opportunity for the public realm and 
open spaces within the Study Area to reflect these natural heritage features, 
for example through specific plantings introduced into the streetscape 
design or through public art initiatives. 

•	 As the natural heritage system improves, more flora and fauna species may 
be added, and more of each may be found in the watershed. As species and 
communities increase in abundance and distribution, so will air and water 
quality, urban climate regulation, flood attenuation, and natural aesthetics in 
the landscape. 

•	 The impacts associated with increases in the frequency and severity of 
extreme weather events (associated with climate change) may have a 
potential impact on stormwater modelling which in turn could have an effect 
on the extent of the protection areas associated with the creeks. These 
areas can open up opportunities for accessible open spaces within the study 
area.

 Planning Framework and Land Use Opportunities

•	 Opportunity to enhance and plan for “complete communities” within the 
Study Area by coordinating land use, built form, open space and movement 
networks         

•	 Opportunity to identify areas centred around certain DRT Pulse BRT stops 
for higher density and mixed use intensification

•	 Opportunity to strengthen the vision of Kingston Road as Pickering’s 
main street and advance this idea through the lens of transit-supportive 
intensification tailored to the specific conditions and characters found within 
the corridor

•	 Opportunities for infill/intensification across the Study Area on vacant and 
underdeveloped sites

•	 Opportunity to create stronger linkages between the existing community 
facilities within the Study Area, adjacent neighbourhoods, new mixed uses 
within the Study Area and the DRT Pulse BRT stops.

 Urban Design Opportunities

•	 Opportunity to build on the existing Urban Design Development Guidelines, 
including overall vision of Kingston Road as a main street, precinct-by-
precinct differentiation, and reflecting the strategic location of the Specialty 
Retailing Node

•	 Opportunity for developing “complete streets”.  Complete streets are 
streets providing safe access for all users, including pedestrians, bicyclists, 
motorists and transit riders of all ages and abilities

•	 Opportunity for new open spaces with direct frontage along the corridor 

3.9.1 Study Area Wide Issues and Opportunities
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3.9.1 Study Area Wide Issues and Opportunities  

(including public parks and private plazas) to provide “areas of reprieve” 
along and within the node (i.e. places where people can meet and relax, etc.)

•	 Opportunity to enhance access to existing open spaces (e.g. Rouge National 
Urban Park, Petticoat Creek, Ernie L. Stroud Park, Pine Creek) 

•	 Opportunity to create a consistent streetscape experience through 
landscape design in public and private realm by providing new plantings, 
coordinated materials and street furniture

•	 Opportunity to reduce the number of driveways with access to/from 
Kingston Road through the consolidation of access points or access drives.

•	 Overall availability of land for redevelopment is high on a corridor-wide 
bases, with some specific constraints on a precinct-by-precinct basis

•	 Opportunity for new internal streets and blocks on larger parcels to create 
new development frontages and connections between sites off of Kingston 
Road and within the Specialty Retailing Node

•	 Opportunity to provide a consistent, pedestrian-scaled streetwall to frame 
the public realm through consistent setbacks from the right-of-way

•	 Opportunity to provide animated building frontages by locating primary 
entrances to face Kingston Road and/or providing animated frontages 
through glazing, active uses and/or facade articulation

•	 Opportunity to define Study Area gateways through the siting, massing 
and scale of built form and through specific streetscape and public realm 
treatments (e.g. public art, open spaces, plantings, materiality)

•	 Opportunity to create a stronger identity within the Corridor and within the 
Node through branding and precinct specific urban design

•	 Opportunity to enhance the protection of buildings of heritage merit or 
significance within the study area and by creating greater awareness of their 
significance and value

•	 Opportunity to improve pedestrian safety at major intersections through 

lighting, signage and pavement treatment

•	 Opportunities for land assembly to create larger development blocks

•	 Opportunities to provide more housing options

•	 Opportunity to repurpose the existing finer grain network of private roads/
laneways within the Specialty Retailing Node

•	 Opportunities to rethink retail character, showcase windows, access/egress, 
loading access, parking and garbage collection

•	 Opportunities to introduce sustainable design, such as Low Impact 
Development, permeable paving, green roofs, streetscapes that encourage 
social interaction etc.

•	 Opportunities to introduce height to some buildings along the corridor 
to support redevelopment, in all cases where parcels are deep enough to 
support mid-rise buildings

•	 Opportunities to introduce higher buildings or to extend the height of 
existing buildings along the corridor, more so on parcels that are deep 
enough to support mid-rise buildings

 Transportation Opportunities

•	 The whole of the study area is within 500 m of the PULSE BRT stops along 
Kingston Road.  The PULSE service provides direct service to Pickering 
City Centre and in particular to the Pickering GO Station, as well as other 
destinations along Kingston Road within and outside the study area (e.g., 
University of Toronto Scarborough Campus, Downtown Whitby, Downtown 
Oshawa, etc.).  The existing BRT service provides an opportunity for those 
who live/work within walking distance of the bus stops to choose transit as 
their mode of transportation.  

•	 Provision of direct connections for pedestrians and cyclists between the 
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residential neighborhoods and bus stops as well as other destinations of 
interest along Kingston Road (e.g., public libraries, etc.) could increase 
transit and active transportation mode shares.

 Servicing Opportunities

•	 Potential to bury hydro lines across key stretches of the corridor

 Retail and Commercial Opportunities

•	 Generally a good opportunity to achieve population densities that would 
support local neighbourhood retail

•	 Opportunity to utilize existing anchor uses (schools, libraries, houses or 
worship) and proximate employment that provide a customer base in 
addition to local residents

•	 Generally a good opportunity for double-loaded built form, either directly on 
Kingston Road or in deeper blocks where an internal road network could be 
created

•	 Opportunity to create urban plazas which are features that encourage 
people to linger in a shopping district and create people gathering moments, 
which in turn make people feel comfortable, and frame retail spaces 
increasing visibility and accessibility

•	 Opportunity to consider economic implications of the corridor (e.g. rents are 
an indicator of the desirability of a main street and the ability for retailers to 
succeed)

•	 Opportunity to introduce office development and other uses by repurposing 

or redeveloping empty stores

•	 Opportunity to introduce residential development within the predominantly 
retail commercial corridor due to improved transit services and multi-modal 
transportation options
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Rougemount Precinct Issues     Rougemount Precinct Opportunities 

3.9.2 Precinct Specific issues and Opportunities  

•	 Lack of connections/access to Rouge National Urban Park 
and Petticoat Creek

•	 Relatively high number of driveways with access to/from 
Kingston Road

•	 Very few buildings with a direct relationship to the street

•	 Relatively small average lot sizes may impact redevelopment 
opportunities

•	 Relatively shallow depth of properties on the south side of 
Kingston Road may impact redevelopment opportunities

•	 Heritage property distant from the main nodes

•	 Some properties have minimal separation distance/buffer 
between Kingston Road and Highway 401 which limits the 
development footprint of the affected properties

•	 A scrap yard and an auto mechanic use with outside storage 
(both within the Rougemount Precinct) are not compatible 
with the land uses pattern in the area and the long term 
vision of the corridor

•	 Opportunity to improve connections/access to Rouge National 
Urban Park and Petticoat Creek, including connections from Study 
Area to adjacent neighbourhoods through these open spaces, and 
introducing streetscape materials/plantings that reflect native plant 
species within these natural areas

•	 Initiate the Petticoat Creek Watershed Action Plan, which 
recommends increasing natural coverage with additional trees in 
urban areas and controlling invasive species

•	 Opportunity to introduce gateway features through public realm 
improvements and/or built form to provide a sense of arrival when 
entering the Study Area at Kingston Road and Altona Road

•	 Opportunity to reinforce the urban village character and walkability 
of the precinct around Rougemount Drive and Kingston Road

•	 Opportunity to maximize views  and create landmarks that are 
integrated into the landscape

•	 Opportunity to establish appropriate transitions in height, mass, and 
scale to stable residential neighbourhood to north of precinct

•	 There are good prospects for redevelopment. However, the lack of 
potential target markets will mean that the retail commercial may 
suffer. It could be developed as a unique destination main street 
through proper leadership direction, strategies, and development 
controls

•	 Since Parks Canada is planning to strengthen Rouge National 
Urban Park as a destination there are opportunities to encourage 
synergistic retail uses along this section of Kingston Road (e.g. bike 
rental, cafes)
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Whites Precinct Issues      Whites Precinct Opportunities

3.9.2 Precinct Specific Issues and Opportunities  

•	 Lack of connections/access to Ernie L. Stroud Park and Pine 
Creek

•	 Lack of sidewalks between Highway 401 westbound on/off 
ramps and Fairport Road

•	 Large number of buildings separated from the street by 
surface parking or landscaped buffer, reducing sense of 
enclosure for pedestrians

•	 There are some properties where a significant portion of 
the Kingston Road frontage is occupied by vehicular access 
points, impacting the safety and comfort of the pedestrian 
realm

•	 Abundance of auto dealerships with extensive parking lots 
within this precinct which are unlikely to redevelop in the 
short to medium term  

•	 Opportunity to improve connections to Ernie L. Stroud Park and 
Pine Creek including direct connections off of Kingston Road

•	 Opportunity to accommodate a greater range of uses. This will 
support the creation of a complete community, and at a level of 
density that is transit-supportive

•	 Opportunity to reinforce pedestrian connections to Dunbarton 
High School and to the George Ashe Branch of the Pickering Public 
Library

•	 Opportunity to introduce interim streetscape interventions to 
enhance pedestrian experience along frontages that are likely to 
remain over the long term (e.g. auto dealerships)

•	 Opportunity to introduce new internal streets and blocks on larger 
parcels to create new development frontages and connections 
between sites off of Kingston Road

•	 Opportunity to introduce gateway features through public realm 
improvements and/or built form to provide a sense of arrival when 
entering the Study Area at Kingston Road and Whites Road

•	 The depth of properties on the south side of Kingston Road is 
relatively broad, providing the potential for double-loaded internal 
street networks or laneways

•	 Opportunity to establish appropriate transitions in height, mass, 
and scale to stable residential neighbourhood to north of precinct

•	 Opportunity to function as a secondary higher density node with 
supporting retail, office, residential and commercial developments
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Aerial View With Project Boundaries For Whites Precinct
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Dunbarton/Liverpool Precinct Issues    Dunbarton/Liverpool Precinct Opportunities

3.9.2 Precinct Specific issues and Opportunities  

•	 Lack of connections/access to Pine Creek

•	 The floodplain near Pine Creek may effect the development 
and redevelopment potential of the area

•	 Lack of sidewalks between Fairport Road and Dixie Road

•	 The rail corridor underpass creates a right-of-way pinch 
point, potentially impacting the ability to implement a 
continuous complete street on Kingston Road

•	 Very few buildings with a direct connection to the street, 
reducing sense of enclosure for pedestrians

•	 Some large lots within the precinct with poor site 
permeability, especially on the south side of Kingston Road

•	 Great variation in property depth on south side of Kingston 
Road, with almost no separation between Kingston Road and 
Highway 401 immediately west of the rail corridor

•	 There are two sections to the east and west of Dixie Road, on 
the north side of Kingston Road, that feature properties with 
a reverse frontage on Kingston Road

•	 Very long distances between signalized intersections, 
impacting ability for pedestrians to make safe crossings 
across Kingston Road

•	 Opportunity to improve connections to Pine Creek including 
streetscape materials/plantings that reflect native plant species

•	 Opportunity to renaturalize Pine Creek 

•	 Opportunity to utilize grade change and existing rail corridor 
infrastructure for a pedestrian overpass crossing Kingston Road to 
better connect the Study Area to Frenchman’s Bay

•	 Opportunity to introduce new internal streets and blocks on larger 
parcels to create new development frontages and connections 
between sites off of Kingston Road

•	 Opportunity to reinforce and build on the street-related buildings 
at Kingston Road and Walnut Lane to develop a more consistent 
streetwall along Kingston Road

•	 Opportunity to transition in height, mass, and scale to stable 
residential neighbourhood to north of precinct (particularly historic 
Dunbarton Village)

•	 Opportunity to redevelop very large parcels with parallel main 
streets and mini-nodes unto themselves - this could help overcome 
the challenges associated with introducing double-loaded retail 
on to Kingston Road where opportunities on the north side of the 
street are limited

•	 As a destination retail commercial node, this segment has higher 
retail/commercial redevelopment potential
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Aerial View With Project Boundaries For R Dunbarton/Liverpool Precinct 
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Aerial View With Project Boundaries For Brock Precinct

Brock Precinct Issues       Brock Precinct Opportunities

3.9.2 Precinct Specific issues and Opportunities  

•	 There are no parks or open spaces within this precinct

•	 Relationship of heritage property to Kingston Road and Brock 
Road could be improved (currently separated by surface 
parking lot)

•	 There are very few buildings with a direct connection to the 
street, reducing sense of enclosure for pedestrians

•	 Of those buildings that are directly adjacent to the street, 
all present blank faces toward the street. The distance 
between these buildings also causes significant breaks in the 
streetwall

•	 Significant portion of precinct occupied by big box and retail 
plazas that are internally focused

•	 A large amount of land is occupied by surface parking lots, 
which are mostly underutilized, impermeable, and increase 
the heat island effect

•	 There are a relatively high number of retail vacancies 
indicating a potential decline in the attractiveness of this area 
as a retail destination

•	 Opportunity to accommodate a greater range of uses. This will 
support the creation of a complete community, and at a level of 
density that is transit-supportive

•	 Opportunity to introduce new open space within the precinct, 
particularly on large parcels

•	 Opportunity to enhance relationship of heritage property to 
Kingston Road and Brock Road with landscape improvements on 
private land and/or public realm improvements.

•	 Opportunity to introduce significant number of new streets and 
blocks within Specialty Retailing Node to provide new development 
frontages, secondary travel routes off of Brock Road and Pickering 
Parkway, and improve access between large parcels for vehicles 
and pedestrians 

•	 Opportunity to introduce gateway features through public realm 
improvements and/or built form to provide a sense of arrival when 
entering the Study Area at Kingston Road and Brock Road

•	 Opportunity to establish appropriate transitions in height, mass, 
and scale to stable residential neighbourhoods to north and east of 
precinct

•	 Opportunity to emphasize strategic location and strengthen the 
function of the node as a retail hub

•	 Opportunity to create double-loaded retail on internal road network 
within large blocks

•	 Opportunity to reuse vacant retail stores with non-retail uses (e.g. 
office, services) in short term prior to redevelopment

•	 Opportunity to introduce residential uses to increase population 
density and target markets within close proximity to retail uses
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Urban Centres Secondary Plan
Newmarket, Ontario

The Town of Newmarket’s Urban Centres Secondary Plan lays out a detailed 
land use plan and policies to guide development along the Yonge Street and 
Davis Drive Corridors. The area is designated as an Urban Growth Centre in the 
Growth Plan and it covers approximately 290 ha (716 ac.) of land, an area mostly 
dominated by underutilized sites of vast surfacing parking lots and pad retail. 
It also has VIVA Rapidway along Yonge Street and Davis Drive, which will spur 
growth and transit-oriented developments in the long term.  The predominant 
recommended land use is mixed-use,  with a varying mix of residential, 
commercial, employment and institutional uses in different character areas. 

The Newmarket Urban Centre Secondary Plan is similar to the Kingston Road 
Corridor and Specialty Retailing Node Study in number of respects, including 
that there are many underutilized, deep parcels along a major corridor, many of 
these parcels feature auto-oriented retail and commercial service uses, and there 
are existing low-rise residential neighbourhoods immediately adjacent to these 
large parcels, necessitating careful consideration of edge conditions. A key facet 
of the Newmarket Urban Centre Secondary Plan is the new network of streets 
and blocks it proposes, linking both existing streets to the Study Area as well as 
existing large parcels and blocks to one another, effectively providing a greater 
number of options for moving to and through the Study Area by multiple modes, 
providing new frontages, and consolidating site access.
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No. 3 Road Corridor 
Richmond, British Columbia

Richmond’s City Centre had been an area of large blocks and fragmented street 
networks with a commercial spine on No. 3 Road. The City Centre Area Plan 
of the Richmond Official Community Plan (OCP) outlines the plan to manage 
growth of this area for the next 100 years. 

Construction of two rapid transit systems -  a median busway and Canada Line of 
TranLink’s SkyTrain (elevated rail) -  have spurred transit-oriented-developments 
along the No. 3 Road. A significant improvement has been made to the 
streetscape and the overall urban design of the corridor, transforming it from a 
car-oriented suburban arterial to a walkable and vibrant urban street (see before 
and after images on the right).

The introduction of rapid transit, the presence of industrial uses, anticipated 
transit-oriented-developments, and direction for streetscape improvements are 
also factors important to the Kingston Road Corridor and Specialty Retailing 
Node Study. The No. 3 Road Corridor is perhaps most instructive in how 
redevelopment occurs over time, with the first wave of change following the 
introduction of the median bus lanes, and the second wave of change being 
influenced by the extension of the SkyTrain. This second wave is still underway 
and thus the current state of the corridor presents an example of how change 
is phased in with new transit-supportive uses existing side-by-side with pre-
existing auto-oriented uses.
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4.1 Existing Vision for the Corridor and Node

The existing vision for the corridor and node is 
expressed in the Pickering Official Plan, Kingston 
Road Corridor Development Guidelines and Speciality 
Retailing Node Development Guidelines. Overall, 
Kingston Road is envisioned as Pickering’s mainstreet 
and the Specialty Retailing Node is envisioned as a 
significant centre of retail activity, second only to the 
City Centre.

The vision for the corridor is as a connector, playing 
a key role in connecting Pickering to adjacent 
municipalities through gateways at its western and 
eastern termini and connecting neighbourhoods 
to one another along its length through portals at 
intersections with other arterial roads. Kingston Road 
is a key transportation corridor that moves people 
by car and public transit. It is also intended to be a 
place where pedestrians will feel comfortable, albeit 
with some segments intended to become pedestrian-
friendly urban villages and neighbourhoods and other 
segments intended to maintain their auto-oriented 
focus. Nevertheless the built form vision is relatively 
consistent across the corridor, with emphasis on 
compact form and street-oriented buildings.

The vision for the Specialty Retailing Node also 
incorporates a balance between auto and pedestrian 
spaces, with pedestrian access to and through the 
predominantly auto-oriented land uses and built form 
being a key principle. Notwithstanding the focus on 
the commercial character of the area, the node is 
envisioned to accommodate a mix of uses including 

some higher density residential integrated into a 
comprehensive redevelopment. Like the corridor, the 
built form vision for the node emphasizes compact 
form and street-oriented buildings.

4.2 Updated Planning Framework

Recent updates to the planning framework have 
necessitated a review and renewal of the vision for 
the Kingston Road Corridor and Speciality Retailing 
Node. Specifically, the new Growth Plan places 
an increased emphasis on planning for complete 
communities and integrating transportation and land 
use planning, particularly with regard to planning for 
transit-supportive development on lands adjacent to 
or near existing and planned frequent transit.

The concepts of complete communities and transit-
supportive development are instructive for the vision 
for the corridor and node. The complete community 
concept suggests a character that incorporates both 
the historic function of a mainstreet and the historic 
functions of a village,  with uses and amenities 
that address the daily needs of all people who live, 
work and visit within and adjacent to the corridor 
and node. The latest Growth Plan also introduces 
principles of social equity and quality of life to the 
complete community concept. These principles 
are articulated through the provision of a range of 
housing options, accessible community facilities and 
public amenities, and streetscapes that promote and 

encourage walking and cycling by enhancing the 
safety and comfort for these modes of travel. The 
complete communities concept also encapsulates 
principles for the protection and enhancement of the 
natural environment and its integration with the built 
environment. These principles are articulated in the 
complete communities concept policies associated 
with climate change adaptation and mitigation, green 
infrastructure, and low impact development.

Transit-supportive development has at its heart 
the optimization of existing and planned transit 
infrastructure investments. This is accomplished 
by increasing the number of people and jobs within 
proximity to frequent transit and ensuring that the 
layout and design of the public realm and private 
developments encourage transit usage by creating a 
pleasant pedestrian environment and creating origins 
and destinations within walking distance of transit 
stops. Transit-supportive development features a 
walkable pattern of streets and blocks, a diverse mix 
of uses at a density high enough to support transit, 
and with public amenities to support an increased 
residential and employment population.

The concepts of complete communities and transit-
supportive development have been used to inform 
the renewed vision and supporting goals and 
objectives, ensuring that the plan for the Kingston 
Road Corridor and Speciality Retailing Node will 
conform to the updated policy framework.
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4.3 Summary of Key Findings

The review and renewal of the vision for the corridor 
and node is also informed by the existing conditions 
review and analysis that has been undertaken 
and detailed in this report. Through this analysis, 
a number of key issues and opportunities were 
identified. Additionally, input from participants in the 
Focus Groups and Public Agency Advisory Forum 
further informed the identification of issues and 
opportunities, and provided specific suggestions on a 
renewed vision for the corridor and node.

Together the issues and opportunities and participant 
input speak to a need to achieve higher density, 
mixed use intensification that is transit-supportive 
and ensure pedestrian prioritization across the 
corridor through the design of the streetscape, the 
siting, scale and articulation of buildings, and the 
design of internal connections within and between 
larger development sites. They also suggest that 
the corridor will continue to play a key role in the 
transportation network and that efforts should be 
made to ensure the safe and efficient movement 
of private and transit vehicles along and across 
the roadways that form the spine of and bisect the 
corridor and node.

The corridor and node can also maintain their 
role as a place of business and services for the 
neighbourhoods to the north and south, providing 

amenities and meeting life’s daily needs. A portion of 
those needs will be fulfilled by access to community 
facilities and open spaces. Lastly yet perhaps 
foremost, the corridor and node are in need of a 
distinct identity, one that both unifies the disparate 
characters of the various precincts and that also 
responds to the variation in context across the 
corridor and node.

4.4 Proposed Vision for the 
Corridor and Node

Based on the existing vision, the updated planning 
framework and the key findings of this report, the 
following is proposed as a renewed vision for the 
corridor and node.

•	 A regional and local multi-modal connector, with 
regional gateways at Altona Road and Brock 
Road, and with gateways to the neighbourhoods 
north and south of the corridor at Rougemount 
Drive, Whites Road and Fairport Road

•	 A sustainable place that embraces its significant 
natural heritage assets, connecting to the valleys 
and creeks that the corridor crosses, and building 
communities centred on new public open spaces 
in both the corridor and node

•	 A walkable place in all four precincts, with safe, 
comfortable and green sidewalks and pedestrian 
connections on both sides of Kingston Road, and 
within larger parcels that are likely to redevelop 
with an internal street network, particularly within 
the node

•	 An urban, liveable, transit-supportive community, 
with a higher density mix of uses, located in 
buildings that are pedestrian oriented, and that 
transition in height and mass to the scale of 
adjacent established neighbourhoods, particularly 
to the north of the corridor and to the east of the 
node

•	 A place that continues to serve its local 
neighbourhoods and the broader city, with retail, 
commercial services and offices within mixed 
use buildings or on mix used sites, and generally 
fronting directly on to Kingston Road, Whites 
Road and onto new internal streets on larger 
parcels, to provide active uses at grade that 
encourage pedestrian traffic 

4.5 Proposed Goals and 
Objectives for the Corridor and 
Node

The following goals and objectives outlined below will 
be used to guide the development of the plan for the 
Kingston Road Corridor and Speciality Retailing Node, 
ensuring that it will achieve the proposed vision.

The Kingston Road Corridor and Speciality 
Retailing Node will be...
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These goals and objectives have used the strategic 
goals developed at the outset of the study as a 
starting point. Modifying them and providing further 
detail as appropriate based on the existing conditions 
review and analysis and input from Focus Group and 
PAAF participants.

The goals and objectives have been separated as 
many objectives achieve more than one goal. As such, 
the goals and objectives should be read together as a 
whole and the ultimate plan for the corridor and node 
will encapsulate them all in equal measure.

The plan for the Kingston Road Corridor and 
Speciality Retailing Node will:

1. Advance the concept of place-making and 
create complete communities

1.1 Create a distinct character for the corridor and 
node as a whole while also providing for variation 
based on the unique conditions and adjacencies 
within each precinct

1.2 Create a strong sense of community, a context 
for healthy lifestyles and a high quality of life

1.3 Plan for a full range of housing types and tenures 
in a variety of building forms

1.4 Provide for and ensure the accessibility of a full 
range of services and amenities for all walks of life

2. Promote sustainability in the design and full 
life-cycle of the streetscape, open spaces and 
buildings

2.1 Ensure that the ultimate streetscape, open space 
and redevelopment concepts have capacity to 
support growth beyond the horizon of the plan

2.2 Ensure that sustainability principles and green 
infrastructure are incorporated as a foundational 
element of all streetscape, open space and built 
form concepts

3. Stimulate economic growth and vitality

3.1 Maintain space for various sizes of retail uses and 
encourage the expansion of office and commercial 
service uses

4. Promote mixed used development with an 
emphasis on higher density residential and 
employment uses integrated within a building or 
site

4.1 Plan for existing single use sites to transition 
over time to a mix of uses, either through full scale 
redevelopment or infill on underutilized portions of 
a site

4.2 Plan for higher density forms of employment 
including office uses, within close proximity to 
higher order transit stops

4.3 Plan for the greatest mix of uses and highest 
densities within close proximity to higher order 
transit stops

5.  Design all public roads and private connections 
to be complete streets and emphasize transit and 
pedestrian oriented development

5.1 Ensure that all users of public roads and private 
connections have distinct and delineated spaces to 
separate modes of travel moving at different speeds

Place-Making and Complete Communities

Sustainability

Economic Growth

Higher Density Mixed Use

Complete Streets
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5.2 Ensure that buildings are located in close 
proximity to and are oriented towards the public 
realm and provide active edges to create an 
environment that encourages walking

6.   Improve access management and connectivity 
for all transportation modes

6.1 Plan for the consolidation of driveways with 
access to and from Kingston Road 

6.2 Plan for the creation or enhancement of 
internal street networks on larger parcels to 
provide alternative routes and new frontages for 
development

7.  Encourage the optimization of infrastructure

7.1 Establish a density target for areas or sites within 
proximity to higher order transit stops to optimize 
transit ridership

7.2 Ensure that intensification can be supported by 
existing infrastructure capacity and that additional 
infrastructure is phased in step with development 

8.  Enhance and restore natural heritage features 
and functions

8.1 Provide physical and visual connections between 
the corridor and the natural heritage features that it 
intersects

8.2 Restore natural heritage corridors, ensure no 
incremental loss of natural heritage and consider 
stormwater management on an area wide basis

9.  Support implementation by considering 
phasing, flexibility and intermediate interventions

9.1 Ensure that the overall arrangement of streets, 
blocks, open spaces and buildings can be achieved 
in multiple ways and that sites are designed in a 
manner that anticipates change over time

4.6 From Vision to Intensification 
Scenarios

Collectively the vision, goals and objectives for the 
Kingston Road Corridor and Specialty Retailing 
Node will play a key role in the next phases of work 
of the Study.

They will be used in setting the parameters for 
developing the intensification scenarios. They will 
also be used as a key input into the evaluation 
framework that will be used to assess the 
intensification scenarios.

Specifically, the vision, goals and objectives will be 
operationalized through the evaluation framework, 
with measurable quantitative and qualitative criteria 
developed. This will ensure that the performance of 
the intensification scenarios against the vision, goals 
and objectives can be clearly and comprehensively 
compared.

Access Management

Infrastructure

Natural Heritage

Implementation
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1.0 Introduction Retail Commercial Analysis 
 
Three Sixty Collective has been retained by SvN to assist in the Kingston Road Corridor and Specialty Retailing Node 
Intensification Study. The role is to provide guidance to the team and the City of Pickering on commercial and 
corresponding financial implications of the intensification options for the study area.  
 
1.1 Study Area 

The study area encompasses Kingston Road from the Rouge Valley to Brock Road/Hwy 401 interchange. It excludes the 
City Centre portion. The four segments are: Rougemount Precinct; Whites Precinct; Dunbarton/Liverpool Precinct; Brock  
Precinct. 
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As part of the existing conditions assessment and to assist in prioritizing future retail and commercial opportunities an 
analysis of the four segments was undertaken. The basis for this evaluation are core retail and commercial 
redevelopment principles routed in retail/commercial areas that are both economically viable and have placemaking 
vitality. The combination of both economic principles of good commercial development combined with the community 
building aspects of placemaking will aid in ensuring redevelopment will benefit landowners, tenants, consumers/visitors, 
and the City. 
 

2.0 Retail and Commercial Redevelopment Principles 
Why do some retail/commercial areas thrive while others struggle to fill vacancies despite possessing what would appear 
to be similar assets?  This section of the report assesses the principles that help ensure the success of retail and 
commercial users.  No individual asset alone will ensure success.  Rather, it is the fine balance of these factors that 
generates the character and appeal of the area for retailers and their customers as well as commercial uses and their 
business visitors and employees.  There are some universal principles that make the area comfortable to be in and not 
intimidating.  Then there are the principles that relate specifically to commercial district vitality and viability as well as 
individual retail health.  These principles are divided between: 
 Built form characteristics 
 Economic development – commercial supply conditions 
 Economic development – target market assessment 
 Experience 
 Individual site characteristics 
 
Each of the four segments of Kingston Road were assessed on these major categories to provide input towards the 
viability of their redevelopment potential. The assessment also points towards challenges and barriers that would need to 
be overcome to help ensure their success (e.g., population density, block length) 
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UNIVERSAL PRINCIPLES 
Before commercial will thrive, the area must work for day-time activities and night-time activities, including residential, 
employment, and other day time or night time activities.  The most basic characteristics include: 
 
Safety 
Retail health depends on the comfort level of customers who will come to the area.  The longer a customer spends in an 
area, the more money they are likely to spend.  Both the reality and the perception of safety issues are critical to this 
comfort level.  Illegal activities such as drug dealing or even less offensive activities like graffiti can give the area a bad 
reputation and discourage customers from coming. The negative psychological effects can be long lasting even when 
crime in an area is reduced.  
 
Cleanliness 
The overall cleanliness of an area tends to be an indicator of how much people in the area care about their places.  In 
many customers’ minds, lack of cleanliness can indicate lack of safety. 
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BUILT FORM CHARACTERISTICS 
The following characteristics relate to the overall retail/commercial area. While many of these factors can have 
quantifiable measurements attached to them, the combination of these factors creates an overall sense of commercial 
viability and vitality. 
 
Area Retail Management 
A private sector-led organization or property management team dedicated to supporting property owners, retailers and 
office tenants can bring about positive change through the introduction of safety and security measures, beautification, 
marketing and events, and, at times, retail recruitment. Research has indicated that retail leadership is one of the key 
independent variables contributing to the overall health of a retail/commercial area. This could be in the form of a 
business improvement area, a community development corporation, or even private sector management led by the 
property owners (e.g., 20 Vic). 
 
Length of the Retail/Commercial Street and Block Length 
Retail/commercial streets should not be too long or too short. A general rule of thumb is that an 800 metre double-loaded 
retail street can accommodate a good retail mix/composition. However, beyond 1,500 metres it becomes difficult for 
many consumers to walk comfortably the length of the entire district. If the shopping street is too short, then there may 
not be enough critical mass of retail to support significant shopping. Consideration should be given, as well, to the 
creation of nodes at intersections to encourage retail offerings “just around the corner” – hideaway “gems” that lead 
logically into the community and begin to promote retail depth to the retail corridor. In addition, the blocks should be 
relatively short in length. This has numerous benefits including more corner locations and higher visibility and accessibility. 
It allows for greater flow of target markets into an area through increased vehicular and walking/biking movement. In 
addition, the consumer is being constantly encouraged to walk further as the blocks are short and therefore more 
interesting.  
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Double Loaded Streets/Width of the Roadway 
The width of the roadway, in combination with whether there is double loaded retail, contributes to consumers’ sense of 
intimacy and comfort, and creates a positive perception of the street. Being able to easily and safely cross the street 
encourages consumers to do so and to expand their shopping experience. Cross-shopping ability is important for local 
neighbourhood streets and very important for comparison shopping streets. The Complete Streets movement is part of 
the assessment of the overall health and vitality of retail/commercial streets. 
 
The presence of retail on both sides of the street creates increased synergy opportunities for cross shopping. Narrower 
street widths, known as “compression,” are more likely to produce more intimate retail conditions. 
 
While Kingston Road is a wide corridor, there are design elements that can be introduced to create a more intimate 
setting. In addition, parallel road systems could be used to provide that more type of condition. 
 
Parking Availability and Management 
On-street Parking: Pickering retail businesses are very dependent on vehicular travel. The presence of on-street parking for 
easy access is an important locational consideration. Merchants generally prefer curb parking – known as “teaser” 
parking – directly in front of their store as a lure to shoppers hoping to “get the perfect parking spot.” This may not be 
possible for Kingston Road but the discussion should be had as to whether some segments would provide on-street 
parking. 
 
Private Parking: One of the positive attributes of new urbanism and its contribution to the regeneration of our cities is the 
observations that storefronts should be as close as possible to the sidewalk, with off-street parking either behind, over or 
under the retail facility. The prior suburban model of parking between the sidewalk and the storefront, for the 
convenience of the auto, should be discouraged. 
 
Public Parking: Similar to on-street parking, the availability of nearby public parking can be a boost to retail areas. It also 
reduces some of the risk and costs associated with redevelopment. Easily accessible or designated parking is an 
important consideration for many retailers who consider a retail/commercial street location.  Some retailers have 
indicated they would lower their parking requirements in some urban instances if there was ample public parking nearby. 
However, destination retailers would want to provide their own parking in many instances. Pickering does not have many 
public parking areas. 
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Public Realm: Streetscape, Signage, and Urban Plazas  
Streetscape: Good streetscape design is critically important to the success of a retail district, as it creates an environment 
in which the pedestrian (shopper) feels comfortable and safe.  
 A wide, high quality, walking surface with attractive treatments is important for pedestrians, both to prevent crowding 

and to improve the visibility and accessibility of shops.  
 6m to 8m sidewalks at maximum and 4.5m minimum. 
 Seating should be placed along the street to provide places to rest and linger.  
 Street trees provide interest and shade, for while sun exposure is important, too much sun can create an 

uncomfortable environment dissuading shoppers from continuing.  
 Flowers and shrubs can be used to soften hard surfaces and decorative street lighting and banners can help create a 

positive, festive environment. 
 
Signage: Retail precincts generally benefit from coordinated streetscape signage/identification programs that serve to 
“brand” an area as distinctive. Entry signs, branded logos on banners, wayfinding systems, and street furniture tend to 
reinforce the notion of a retail/shopping precinct of quality and interest. This is part of the specialized retail focus for the 
area in terms of their vision and brand. 
 
Individual storefronts should have sufficient signage to inform shoppers of their name and services, but should not “over 
sign” to the detriment of the streetscape. The use of blade signs, as done with grace and purpose in cities such as Santa 
Fe, NM, should be considered to benefit navigation for pedestrians up-and-down a street. What should be discouraged is 
the use of mobile signage devices, sound, and flashing lights for neighbourhood retail/commercial areas. 
 
Urban Plazas: As part of the placemaking elements and creating increased community building, small urban plazas are a 
key feature. Plazas encourage people to linger in a shopping district and create people gathering moments. These 
smaller spaces present an area of respite with a human scale, making them feel comfortable while increasing the 
opportunity for socializing. They also frame the retail spaces surrounding them thereby increasing visibility and 
accessibility. 
 These areas can be used for events. 
 Smaller plazas and parks may also appear busier and therefore feel safer than larger, emptier spaces, thus 

encouraging their use. 
 Plazas should also be used to create pedestrian pull/push effects. Locating plaza at either end of a retail district 

encourages this flow. Often a plaza should be located midway as well if the district is long enough to warrant one. 
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ECONOMIC DEVELOPMENT – COMMERCIAL SUPPLY CONDITIONS 
 

Specialized Focus 
The main differentiation for focus is whether the corridor has a local neighbourhood shopping focus or is a destination for 
more comparison goods. Within these categories can be specialization such as destination/ethnicity or destination/food 
services and entertainment vs local/food services. The more highly focused the vision is for a retail/commercial street the 
better the street is serving customers as well as the better it is at competing with nearby large format retail developments. 
 
Retail Mix 
There are three different retail mix categories that reflect how the customer shops.   
 
Retail Merchandise: For those retail/commercial areas that have a stronger comparison or destination component to 
them, the higher the retail merchandise proportion the better. Twenty per cent is acceptable for local neighbourhood 
retail but 30% and higher is preferred for comparison and destination districts.  
 
Food Services: Similar to retail merchandise, a higher proportion, greater than 20%, reinforces the specialized focus nature 
of the street for food service and entertainment. For this category, all hospitality based businesses should be included 
together for determining the total percentages. This is often a retail mix strength for urban retail/commercial areas. Some 
districts may have 50% of the retail mix as food service, entertainment areas and restaurant rows. The food service retail 
mix is a vital component to any retail/commercial area that is trying to develop more nighttime activities such as theatre, 
arts, cinema, etc. environments. 
 
Convenience Retail: For local serving corridors, a higher proportion of convenience retail (grocery, supermarkets, 
specialized food, pharmacies/drug stores, optical, etc.) is ideal. Generally, retail merchandise requires more of a selection 
process and therefore a longer shopping visit while convenience retail is shopped more frequently but shopping visits are 
shorter.  Food services are either eat-in or take-out businesses that prepare food for immediate consumption.  
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Total Amount of Retail Space 
The amount of retail within a retail/commercial area relates to a combination of factors mentioned including the length 
of the area, the critical mass of retailers, and the specialization, which all relate to the ability for a retail/commercial area 
to attract consumers. Some smaller retail/commercial areas may have one or two destination stores but there is no 
critical mass. While the length of the retail/commercial street is related to the total amount of retail space, some 
retail/commercial streets can attain higher critical mass and total retail space through vertical retailing1. 
 
In addition, lower vacancy rates demonstrate the strength of a corridor and desirability for retailers to locate there. 
 
Quality of Retail 
The quality of retail is evaluated on the basis of the professionalism of the operations and merchandise rather than the 
price of the merchandise sold.  Retailers with low prices can be considered quality operations.  It is their ability to be 
competitive within their segment and to draw customers that leads to better quality ratings. 
 
Additional Anchors 
Other anchors on the retail/commercial street or nearby, including employment, schools, libraries, theatres, arts and 
cultural facilities, hotels, houses of worship, and sporting/recreation venues, which draw potential consumers, are very 
important for local neighbourhood retail. These day-time and night-time activity generators help to create additional 
sales volumes during non-peak times. These may include family-oriented activities with a retail spin off that contribute to 
the creation of complete communities. Activities associated with arts and cultural venues can help support destination 
restaurants. It is the clustering of these additional anchors that allows businesses to create viable business plans that 
sustain sales throughout the entire year. See day and night time target markets for further details. 

                                                 
1 Retailing that is either on the second floor or in a lower level. 
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Walkability and Transit Access 
Walkability and transit usage potential are affected by a whole range of factors including many of the ones previously 
mentioned. The Walk Score and Transit Score programs are often used to assess a retail/commercial street’s conditions 
based on proximity factors. It does not assess the conditions of the sidewalks, grade of the sidewalk, whether they are 
short blocks or double loaded, nor the overall cleanliness and safety. The walkability and transit access scores are related 
to the retail mix and other anchor composition of the retail/commercial street. 
 
According to the site's creators, The Walk Score algorithm awards points based on the distance to the closest amenity in 
each category. If the closest amenity in a category is within .4 km, it is assigned the maximum number of points. The 
number of points declines as the distance approaches 1.6 km—no points are awarded for amenities further than 1.6 km. 
Each category is weighted equally and the points are summed and normalized to yield a score from 0–100. The number 
of nearby amenities is the leading predictor of whether people walk. Relevant amenities include “businesses, parks, 
grocery stores, shopping, libraries, theatres, schools, and other common destinations”. 
 
Transit Score is developed using a similar methodology. 
 
Walk and Transit Score properties are more important for local neighbourhood retail than some destination retail.  
 
Retail and Office Rents 
Economic considerations of rents and land values are critical. Rents are an indicator of the desirability of a 
retail/commercial area and the ability for retailers to succeed. In addition, it points to whether redevelopment is feasible 
to generate sufficient returns on investment. Generally, if retail and commercial uses can pay higher rents in an area their 
sales are higher. This is very important for comparison shopping and destination shopping areas.  
 
While higher rents may displace some retailers because of their inability to pay, they also have the option of downsizing 
their space to become more efficient.   
 
As stated, rents and land values are also indicative of the redevelopment potential of a retail/commercial area. If rents 
are too low, the redevelopment will not want to include retail on the ground level as it will not contribute to a positive 
return on investment. 
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ECONOMIC DEVELOPMENT – TARGET MARKET ASSESSMENTS 

 
5 and 10-minute Walk Population/3-minute Drive Population 
The local trade area population within a 5 and 10-minute walk (400 m and 800 m) of the main intersection of the 
Retail/commercial area is an important factor, especially for local neighbourhood retail. Achieving a local population 
threshold of 6,000 to 7,000 is important for local retailers and higher than that means retail can be very successful.  
 
For a regional destination, the population within a 3-minute drive time is important to support comparison and 
destination-type shopping on a regular day-to-day basis. 
 
Population Growth 
It is important to understand the general population growth direction and whether there is fast or slow-paced change. 
For many areas, gentrification is a key factor for urban revitalization because it means that consumers will have more 
money to spend on retail products. 
 
Household Income 
Another key factor is household income. Higher household income areas and areas that are gentrifying towards 
increased income are more desirable. However, if there is a high density of residents and incomes are moderate to lower, 
then certain kinds of retailers that serve these segments will be attracted to those areas as well. The retail should match 
the area’s income profile. 
 
Daytime and Nighttime Target Markets 
These target markets can provide needed retail sales during slower times. This includes office workers, students, and 
tourists during the day and theatre and sports/entertainment attendees during the evening. 
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QUALITY OF LIFE 
Crime Statistics 
As stated, real and perceived crime statistics are important universal measures of the success of a retail/commercial area 
and the ability of the retail/commercial area to attract investment. 
 
Average House Price 
Both within the retail/commercial area and in the surrounding areas, the desirability of living close to a successful 
retail/commercial area is a measure of success and the ability for that retail/commercial area to support increased 
intensification. 
 
Location of Competitive and Supportive Retailers 
The existence of retailers that are both competitive and supportive in an area helps to build the strength of an area.  For 
example, an area that has a range of clothing stores is likely to attract more shoppers because they know that if one 
store does not have what they want, there will be more choices for them.  Often coffee shops and cafes will be 
supportive to other kinds of retail because shoppers can extend the shopping experience beyond simply shopping, thus 
making the shopping trip more interesting and making a longer trip to the area worthwhile.  This increases the trade area 
for a particular shopping street. The more complementary retail/commercial areas near one another, the more successful 
they all tend to be. 
 
Consumer Surveys and Consumer Satisfaction Surveys 
Surveys of shoppers related to their perception of a retail/commercial area, whether their shopping behaviour is 
changing, and overall satisfaction elements can be conducted. 
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MOBILITY 
Vehicular and Pedestrian Counts 
Retail commercial spaces rely on accessibility and visibility. Vehicular and pedestrian movement along the street for 
commute times and non-commute day and evening times when businesses are open should be monitored.  
The actual change in vehicular and pedestrian counts illustrate the effects of new retail development. Ideally mid-block 
counts that record direction of flow are the most important. Additional details such as time of day give more information 
on the type of potential customer on the street (e.g., early morning or evening commuter, local office worker, restaurant 
diner, etc.) 
 
Transit Ridership 
Embarkation and disembarkation levels are important factors for potential retail sales activity. 
 
Vehicles per Household 
Rather than assess the number of vehicles on the street or nearby street, a metric that assesses the number of vehicles per 
household in the local 10-minute walk time area is important. For local retail, the lower the ratio the better. If vehicular 
traffic is too high compared to the local density, then local neighbourhood retail will not want to locate there. The density 
of the local area has to be in proportion to the traffic volumes to create a more intimate walking street that local 
households will want to walk to, bike to, take public transit to, and drive to for shopping and socializing. 
 
BRT Stations 
The proposed BRT adds the potential for transit oriented development. The 400 m and 800 m population near the 
proposed stations should be assessed for increased development potential. 
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INDIVIDUAL SITE PRINCIPLES – Additional Features to be Aware of 
 
Space Configuration 
Length of frontage: Although this changes by the type of retailer and the amount of space being used, generally a food 
service may prefer a wider frontage, which allows greater visibility into the space whereas a retail merchandiser would 
prefer a narrower entrance allowing longer walls to place merchandise upon. 

 
 

Frontage to depth of space relationship: Except in the case of very small spaces, the best configuration of space for a 
retailer is a one third/two third ratio, with the frontage being one third.  This allows for good open frontage but also 
provides walls for merchandising and back-of-house space. Retail/commercial area retail units should not be too deep. 
Often 30 m is sufficient. Some municipalities limit the depth of retail units to ensure they are fit in. The exception would be 
for larger retailers such as supermarkets, pharmacies, etc. However, often retail/commercial areas prefer a fine grain 
street frontage with more smaller to medium sized retail units. A good mix of different retail sizes are preferred including 
100 m2, 150 m2, 300 m2, 500 m2, etc. 
 
Internal Characteristics 
Column spacing: Fewer columns in retail space are more desirable as it makes the space more flexible.  This can be an 
issue in redeveloped buildings but also new buildings that have residential or commercial above.  In both these cases, the 
other uses do not require the open space thus burdening the retail space with columns that make selling space more 
difficult to merchandise. Columns should not be placed near the front of the retail unit as they block the views into the 
store by pass-by traffic.  
 
Ceiling heights: Most retail should be developed with 4.5m or higher. This is because it allows for more light and an open 
feeling even in small spaces. 
 
Useable Outdoor Space  
Patios are particularly desirable for food service where creative business owners can cater to the customers’ desire to be 
outside. 
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Storefront Presentation 
Second floor retail – dense, high rent precincts are re-introducing the two-story retail typology. Second floor retail 
configurations are not without their problems, garnering a much smaller number of shoppers than their first-floor 
counterparts. Second floor retail can also ‘syphon’ activity from the street, creating a negative impact on shops located 
there and making the street feel less lively. 
 
Showcase windows – retailers are often mandated to provide a minimum of 60% to 70% of their storefront façade as 
window wall, allowing pedestrians to see merchandise, window displays and public service announcements rather than 
blank walls that are more subject to graffiti and general disrepair. That said, retailers must undertake regular and rigorous 
maintenance. 
 
Site Characteristics 
Loading access – this is more important for retailers of large-scale merchandise or that have larger stores.  National brand 
retailers are likely to use transport trucks for distribution and accommodating this size of delivery vehicle can be 
problematic in tighter urban spaces. Loading areas, especially those associated with restaurants, are prone to messy or 
nuisance refuse and should be regularly maintained.  

 
Garbage collection – the provision of sufficiently sized garbage/recycling storage is a must in the promotion of retail 
streets. They must be maintained on a regular basis because they will show wear and tear from frequent use. For food 
services, the location of a cold waste room is very important unless there is constant waste pickup. 

 
Access/egress – entries should be generous and well situated in order to allow easy access and egress. A well-sized, 
prominently located entry is also more visible and inviting to shoppers.  
 
Attractiveness – shop fronts must be attractive and well designed. Materials should be durable and easily maintained, 
requiring minimal maintenance. 
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3.0 Evaluation Criteria for Determining Priority Retail Street 
It is important to point out that this evaluation criteria is not a panacea for all retail/commercial areas. Rather it should be 
used as guidance in considering ideal conditions for retail to be successful. However, the four segments of Kingston Road 
were assessed on these factors including weighting. The evaluation provides input towards understanding the 
prioritization aspects, the redevelopment potential from a retail commercial perspective, and the barriers and challenges 
that the City and property owners must address in terms of potential interventions to creating a successful 
retail/commercial area environment. 
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FACTORS – BUILT FORM CHARACTERISTICS 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

Area Retail Management  
Having a private sector led organization or property management team 
dedicated to property owners and retailers (and office) can bring 
about positive change through safety, security, beautification, 
marketing and events, and at times retail recruitment. Research has 
indicated that retail leadership is one of the key independent variables 
to the overall health of a retail/commercial area. 

5: BIA or Property 
Management Team 

3.0 3.0 

Length of the Retail/Commercial Street 
Retail commercial streets should not be too long or too short. A general 
rule of thumb is that an 800m double loaded retail street can 
accommodate a good retail mix/composition. However, beyond 
1,600m it is difficult for a consumer to shop. If it is too small, then there is 
not enough critical mass of retail to support significant shopping. 

5: 700m to 900m 
4: 1,000m to 1,200m or 500m 
to 700m 
3: 1,200m to 1400m or 300m 
to 500m 
2: 1,400m to 1,600m or 100m 
to 300m 
1: 1,600m+ or <100m 
0: Non-continuous retail 
district 

1.0 
 

1.0 

Double Loaded Streets 
The presence of retail on both sides of the street creates increased 
synergy opportunities for cross shopping. 

Proportion of the total street 
frontage on both sides of 
the street that is retail: 
5: 90% to 100% 
4: 80% to 90% 
3: 70 % to 80% 
2: 60% to 70% 
1: 50% to 60% 
0: <50% 

1.0 1.0 
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FACTORS – BUILT FORM CHARACTERISTICS 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight Factor 

Width of Roadway 
The width of the roadway in combination with whether there is double 
loaded retail are factors related to the overall feel of the street, the 
intimacy, and the ability and comfort for consumers to cross the street 
to continue their shopping experience. For local neighbourhood 
streets, cross shopping ability is important. 

May vary for different areas 
5: <20m 
4: 21 to 25m 
3: 26 to 40m 
2: 40 to 60m 
1: 60m+ 

1.0 2.0 

On-street Parking 
The presence of parking for easy access can be an important 
locational consideration primarily for destination retail. 

5: On-street parking 
presence (may determine 
approximately number of 
space per block) 

0.25 1.0 

Private and Public Parking 
Similar to on-street parking, the availability of nearby public parking 
can be a boost to retail areas. Destination retailers would provide their 
own parking in many instances but the reliance on public parking is 
significant for destination retail areas. 
 
If there is 300,000 sq. ft. of retail in a district and the requirement is 2 
parking spaces per 1000 sq. ft. = 600 parking stalls minimum. 

Based on ranking of nearby 
stalls within the business 
district. An example for 
300,000 sq. ft. would be: 
5: 600+ stalls 
4: 500 to 600 stalls 
3: 400 to 500 stalls 
2: 300 to 400 stalls 
1: <3300 stalls 

0.50 1.0 

Public Realm 
The public realm associated with retail and commercial main streets 
relates to the interaction between the retail and the streetfront. Issues 
such as sidewalk presence, sidewalk widths, public plazas, gathering 
spaces, streetscaping elements that are conducive to good retail 

Based on a review of SvN 
public realm details 
5: exceptional 
4: good 
3: average 
2: below average 
1: almost non-existent 

1.0 1.0 
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FACTORS – ECONOMIC DEVELOPMENT COMMERCIAL SUPPLY SIDE CONDITIONS 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

Specialized Focus 
The main differentiation is whether the corridor has a local 
neighbourhood shopping focus or comparison/destination focus. 

Qualitative assessment 1.0 2.0 

Retail Mix 
Retail Merchandise: for those retail/commercial areas that have a 
stronger comparison or destination component to them, the higher 
the retail merchandise proportion the better. Twenty per cent is 
acceptable for local neighbourhood retail but higher than 30% is 
preferred for comparison and destination districts. 
 
Food Services: similar to retail merchandise, a higher proportion, 
greater than 20%, re-enforces the specialized focused nature of the 
street for food service and entertainment. This is often a retail mix 
strength for urban retail/commercial areas. 
 
Convenience Retail: for local servicing corridors a higher proportion 
of convenience retail (grocery, supermarkets, specialized food, 
pharmacies/drug stores, optical, etc.) is ideal. 
 
Vacancy: lower vacancy rates relate to the strength of a corridor 
and desirability for retailers to locate there. Change in vacancy is an 
interesting measure of momentum for an area. 
 
Change in vacancy is an important indicator of the health and 
viability of a retail commercial district. 
 

Retail Merchandise 
5: 30%+ 
4: 20% to 30% 
3: 15%to 20% 
2: 10% to 15% 
1: <10% 
Food Service and 
Convenience 
5: 20%+ 
4: 15% to 20% 
3: 10% to 15% 
2: 5% to 10% 
1: <5% 
0: 0% 
Vacancy 
5: 0% 
4: 0% to 4% 
3: 4% to 8% 
2: 8% to 10% 
1: 10%+ 
Vacancy Change 2012 to 
217 
5: 50% decrease in vacancy 
4: 25% to 50% decrease in 
vacancy 

RM: 1.5 
FS: 1.0 
Conv: 3.0 
Vac: 2.0 
% Vac: 
0.3 

RM: 2.0 
FS: 2.0 
Conv: 1.0 
Vac: 1.5 
% Vac: 0.3 
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Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

3: 10% to 25% decrease in 
vacancy 
2: 5% to 10% decrease in 
vacancy 
1: 0% to 5% decrease in 
vacancy 
0: increase in vacancy 

Total Amount of Retail Space 
The amount of retail on the Retail/commercial area relates to critical 
mass and the ability for a corridor to attract consumers. Some smaller 
retail/commercial areas may have one or two destination stores but 
there is no critical mass. 

5: 500,000 sq. ft.+ 
4: 225,000 to 500,000 sq. ft. 
3: 100,000 to 225,000 sq. ft. 
2: 50,000 to 100,000 sq. ft. 
1: <50,000 sq. ft. 

1.5 2.5 

Retail Anchors 
Anchors can be used to draw customers to an area. It can be a 
specific business or it can be a cluster of similar businesses that 
creates that drawing power 

5: extensive draw 
4: good draw 
3: average draw 
2: below average draw 
1: minimal draw 
0: no draw 

1.0 1.0 
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FACTORS – ECONOMIC DEVELOPMENT COMMERCIAL SUPPLY SIDE CONDITIONS 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

Retail and Office Net Rents and Office Vacancy 
Retail and office commercial rents are a mark of the desirability of a 
retail/commercial area.   
 
 
 
 

Each district will have a 
different ranking system. It 
should be related to what 
market rents are for the 
area.  
 
Office vacancy 

1.0 
 
 
 
 
 
2.0 

2.0 
 
 
 
 
 
0.5 

Walkability and Transit Access– Noted Criticism 
According to the site’s creators, The Walk Score algorithm awards 
points based on the distance to the closest amenity in each 
category. If the closest amenity in a category is within .4 km, it is 
assigned the maximum number of points. The number of points 
declines as the distance approaches 1.6 km—no points are awarded 
for amenities further than 1.6 km. Each category is weighted equally 
and the points are summed and normalized to yield a score from 0–
100. The number of nearby amenities is the leading predictor of 
whether people walk. Relevant amenities include “businesses, parks, 
theatres, schools and other common destinations.” 
 
Transit score is a similar methodology. 
 
Walk and transit properties are more important for local 
neighbourhood retail than some destinations 
 

Walk or Transit Score 
5: 90+ 
4: 80 to 90 
3: 70 to 80 
2: 60 to 70 
1: <60 
 
Transit Score 
5: 70+ 
4: 60 to 70 
3: 50 to 60 
2: 40 to 50 
1: <40 

Walk: 3.0 
Transit: 
3.0 

Walk: 1.0 
Transit: 1.25 
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FACTORS – ECONOMIC DEVELOPMENT TARGET MARKET ASSESSMENT 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

5 to 10-minute Walk Population and 3 Min Drive Times 
The local trade area population within a 5 to 10-minute walk (<1km) 
of the main intersection of the Retail/commercial area is an 
important factor, especially for local neighbourhood retail. 
Achieving a local population threshold of approximately 7,000 is 
important for local retailers, and higher than that means retail can 
be very successful.  
 
The three-minute drive time is more important for comparison and 
destination shopping as well as local retail commercial needs. 

Based on threshold 
population levels  
 

400 m: 
3.0 
800 m: 
2.0 
3 Min: 
0.5 

400 m: 1.0 
800 m: 1.0 
3 Min: 2.5 

Population Growth Rate 
It is important to understand the general population growth 
direction and whether there is fast or slow-paced change. For many 
areas, change in household composition to high consumption 
households is a key factor for urban revitalization. 

Will vary by each trade area 
but may include: 
5: 2.0%+ 
4: 1% to 2% 
3: 1% to 1.5% 
2: 0.5%to 1% 
1: 0% to 0.5% 
0: <0% 

400 m: 
1.0 
800 m: 
1.0 
3 Min: 
1.0 

400 m: 1.0 
800 m: 1.0 
3 Min: 1.0 

Household Growth to Population Growth 
The comparison of household growth to population growth provides 
an indication of change in family structure. Higher population 
growth to household growth is indicative of new families settling into 
an area and aging in place. Higher household growth to population 
growth is indicative of a neighbourhood in transition. 

3: population growth 
greater an household 
growth 
2: population growth equal 
to household growth 
1: population growth less 
than household growth 

400 m: 
1.0 
800 m: 
1.0 
3 Min: 
1.0 

400 m: 1.0 
800 m: 1.0 
3 Min: 1.0 

Household Income 
Another key factor is household income. Higher household income 
areas and areas that are gentrifying towards increased income are 

Will vary by each trade area 
but may include: 
5: $110,000+ 

400 m: 
2.0 

400 m: 2.0 
800 m: 2.0 
3 Min: 2.5 
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more desirable. However, if there is a high density of residents and 
incomes are moderate to lower, then retailers may be attracted to 
those areas as well. 
 
Note that for urban areas, per capita income would be a better 
measure given the small household sizes. 

4: 100,000 to $110,000 
3: $90,000 to $100,000 
2: $80,000 to $90,000 
1: <$80,000 

800 m: 
2.0 
3 Min: 
0.5 
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FACTORS – ECONOMIC DEVELOPMENT TARGET MARKET ASSESSMENT 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

Employment 
Daytime workers provide demand for goods and services and sustain 
businesses throughout the week. Workers need a range of goods and 
services including food but also related to home based errands. This is 
important for local neighbourhood retail/commercial areas. 

For Kingston road: 
3: 10,000 + 
2: 5,000 to 10,000 
1: 1 to 5,000 
0: 0 

400 m: 
2.0 
800 m: 
2.0 

400 m: 0.5 
800 m: 0.5 

Additional Anchors – Arts, Culture, Entertainment, Sports, Education 
Other anchors on the retail/commercial area or nearby that draw 
potential consumers are very important for local neighbourhood 
retail including libraries, arts and cultural facilities, and 
sporting/recreation venues. These can be family oriented activities 
whereby there is a retail spin off as well as creating complete 
communities. Arts and culture can impact destination restaurants for 
fun and entertainment. 

Qualitative assessment 
based on whether they are 
located on the street or in 
close proximity to the 
retail/commercial area. 

Library,  
Art/Cult, 
House 
of 
Worship: 
0.8; Post 
Sec. 
School: 
1.0;  
Sporting
/Rec: 
0.5 

Library, 
House of 
Worship; 
Post Sec. 
School: 0.3;  
Art/Cult: 
1.0;  
Sporting/R
ec: 0.5 
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FACTORS – QUALITY OF LIFE 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

Crime Statistics 
Real and perceived safety issues are universal factors affecting the 
viability and vitality of retail/commercial areas.  
 

5: 0 
1 to 5: 4 
6 to 12: 3 
12 to 18: 2 
18 to 24: 1 
24+:0 

2.0 2.0 

Average House Price 
The average house price and the house prices of the surrounding 
area are a good indication of the quality of life, the desirability to 
live near successful retail/commercial areas and the impact that 
they have on one another. The specific information on house prices 
for a specific small area can be difficult to obtain. 

No data available 1.0 1.0 

Competitive and Complementary Business Districts 
The more choice there is for visitors and consumers, the more 
successful business districts become. Competition of similar 
designed retail/commercial areas (not in business mix), leads to 
innovation. 

5: 7 districts 
4: 5 to 6 districts 
3: 3 to 4 districts 
2: 1 to 2 districts 
1: 1 district 
0: 0 districts 

2.0 2.0 
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FACTORS – MOBILITY 

Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

Vehicular Counts 
Accessibility and visibility to vehicular traffic is a measure of success 
for an area. 

Data was based on a 
weekday intersection 
counts of through traffic 
3: 5,000 to 10,000 
 

1.0 1.0 

Pedestrian Counts 
Eyes on the street and potential customers is a significant factor to 
success. Pedestrian counts are associated with net rents, viability, 
and overall viability of retail/commercial areas. 

5: 6,000 + 
4: 3,000 to 6,000 
3: 1,000 to 2,000 
2: 500 to 1,000 
1: 100 to 500 
0: ,100 

3.0 1.5 

Method of Transportation to Work 
The proportion that take public transit, walk, or bike to work is a 
good indicator of the walkability and proximity of people who want 
to live, work, and play in close proximity 

Will vary by each trade area 
but may include: 
5: 50%+ 
4: 40% to 50% 
3: 30% to 40% 
2: 20% to 30% 
1: 10% to 20% 
0: < 10% 

400 m: 
2.0 
800 m: 
2.0 
3 Min: 
0.5 

400 m: 2.0 
800 m: 2.0 
3 Min: 0.5 

Vehicles Per Household 
Rather than assess the number of vehicles on the street or on a 
nearby street, a metric that assesses the number of vehicles per 
household in the local 10-minute walk time area is important. For 
local retail, the lower the ratio the better. 

A smaller number is more 
desirable. Depends on how 
vehicular counts are 
conducted as either 
intersection of mid-block 
and for the length of day 
included. 
5: <1.0 
4: 1 to 2 

2.0 1.0 
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Why It Is Important Evaluation Score from 0 to 5 

Local 
Weight 
Factor 

Destination 
Weight 
Factor 

3: 2 to 3 
2: 3 to 4 
1: 4+ 

BRT Stations 
The number of proposed stations and the population within 400 m 
and 800 m assists to assess transit oriented development potential. 

Stations 
2: 2 
1:1 
0:0 
 
Population relates back to 
target markets 

2.0 
 

1.0 
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4.0 Key Findings 
 Rougemount Whites Dunbarton/Liverpool Brock 
Built Form 
Characteristics 

 Ideal size of main 
street 

 Anchored by two 
major parks 
including library 

 Good potential for 
double loaded 
built form 

 Good potential for 
social gathering 
spaces 

 Ideal opportunities 
for people 
gathering spaces 

 Very long corridor 
that may need to 
be divided 

 Good potential for 
double loaded 
built form 

 Good potential for 
more urban plazas 
and social 
gathering spaces 

 Long corridor 
disrupted by rail 
corridor 

 Very limited 
opportunity for 
double loaded on 
Kingston Road 

 Large blocks may 
allow for internal 
circulation 
patterns and 
development in 
parallel to 
Kingston Rd. 

 Not set up for 
double loaded 
corridor but can 
be developed 
with interior 
parallel double 
loaded road 
network within the 
sites 

 However, Kingston 
Rd. section will be 
difficult 

Economic 
Development 
Commercial Supply 
Side Characteristics 

 Good local 
neighbourhood 
retail mix 

 Rents are on the 
lower range to 
support 
redevelopment 
opportunities 

 Very strong local 
neighbourhood 
retail mix with 
some destination 

 Rents are in a 
good range to 
support 
redevelopment 
opportunities 

 Destination retail 
mix 

 Average rents that 
support some 
redevelopment 
opportunities 

 Good local 
neighbourhood 
retail mix 

 Rents are in a 
good range to 
support 
redevelopment 
opportunities 

Economic 
Development Target 
Market Assessment 

 Very low local 
walking 
population that 
will unlikely 
achieve enough 
density to support 
significant 

 Good opportunity 
to achieve 
population density 
to support local 
neighbourhood 
retail 

 Good opportunity 
to achieve 
population density 
to support local 
neighbourhood 
retail 

 Good opportunity 
to achieve 
population density 
to support local 
neighbourhood 
retail 
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neighbourhood 
retail 

Other Target Markets  Nearby public 
schools and 
houses of worship 

 Library is a very 
good anchor 

 Low employment 
nearby 

 Nearby public 
schools and 
houses of worship 

 Good 
employment 
nearby 

 Houses of worship 
 Average 

employment 
nearby 

 Good 
employment 
nearby 

Walk Score  Average walk 
score 

 Average walk 
score 

 Low average walk 
score 

 Average walk 
score 

Total Score  Low  Good to very 
good 

 Low  Average 
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 Rougemount Whites Dunbarton/Liverpool Brock 
Redevelopment 
Commentary 

 There are good 
prospects for 
redevelopment. 
However, the lack 
of potential target 
markets will mean 
that the retail 
commercial may 
suffer. It could be 
developed as a 
unique destination 
main street with 
proper leadership 
and controls. 

 There are good to 
very good 
redevelopment 
prospects for this 
segment.  There is 
an opportunity to 
be a secondary 
higher density 
node with 
supporting retail, 
office, and 
commercial 
developments 
included. The 
major caveat for 
walkability is the 
length of the street 
and how to 
address buildings 
that front onto 
Hwy 401. 

 Due to the nature 
of the road, the 
lack of double 
sided 
opportunities, this 
segment will be 
more difficult to 
redevelop. The 
potential may be 
in the fact that a 
few of the very 
large blocks could 
be redeveloped 
as parallel main 
streets and mini-
nodes unto 
themselves rather 
than forcing retail 
commercial onto 
Kingston Rd. 

 As a destination 
retail commercial 
node, this 
segment has 
higher potential 

 There are good 
prospects for 
redeveloping this 
segment. There is 
good visibility and 
a range of target 
markets to build 
off of. Similar to 
Town Centre, 
interior road 
networks may be 
developed that 
create a bulk of 
the retail 
commercial 
opportunities with 
parallel road 
networks. 

 
Sources: Statistics Canada 2016, Environics Estimates 2017, Durham Region, City of Pickering, CoStar, WalkScore, CSCA, 
360 Collective, SvN collected data 



KINGSTON ROAD CORRIDOR AND SPECIALTY RETAILING NODE INTENSIFICATION STUDY -  RETAIL AND COMMERCIAL ECONOMIC ANALYSIS SCORES
Local 

Neighbourhoo
d Weighting

Destination 
Retail 

Weighting
Rougemount Score Whites Score Dunbarton/Liverpool Score Brock Rd Score

West Point Rouge River RosebankRoad Fairport Rd Guild Rd
East Point Rosebank Rd / Pettitcoat Creek Fairport Rd David Farr Park - Creek Brock Rd

ECONOMIC DEVELOPMENT: COMMERCIAL SUPPLY CONDITIONS
Buisness Mix
Total Retail Commercial (excl Automotive) in m2 1.5 2.5 5,938 2 21,585 4 32,533 4 82,562 5
Retail Merchandise 1.0 2.0 10% 2 30% 5 57% 5 60% 5
Food and Drug Retail 3.0 1.0 19% 4 31% 5 5% 1 14% 3
Food Services 1.0 2.0 19% 4 24% 5 9% 2 4% 1
Other Services (Prov. For context) 0.0 0.0 49% 0 13% 0 12% 0 7% 0
Vacant 2.0 1.5 3% 4 1% 4 7% 3 16% 1
Change in Vacancy 2012 to 2017 0.3 0.3 6% to 3% 5 6% to 1% 5 12% to 17% 0 <1% to 16% 0
Retail Commercial Anchors 1.0 1.0 No  regional draw 1 FreshCo 2 Home Depot 3 Walmart 4

National Sports Michael's Lowe's
Value Village Ashley Furniture Sobey's

SDM Blue sky
Winners

Petsmart
Toys R Us

Goodlife Fitness

Specialized Retail Function to the Main Street 1.0 2.0Montesorri Schools, village 2 Neighbourhood Hub 2 Large format 1 Large format 2

Retail and Office Rents and Office Vacancy
Retail Triple Net Rents (5 yr Avg) (per sq. ft.) 1.0 2.0 $17.76 2 $24.35 3 $22.28 3 $24.98 3
Retail Trip Net Rent Range (per sq. ft.) (Prov. For Context) $13 to $22 $19 to $31 $15 to $30 $20 to $25
Average Sale Price - Retail (per sq. ft.) (Prov. For Context) $1,161 $830 $325 n/a
Office Gross Rent (5 yr Avg) (per sq. ft.) 1.5 0.5 $28.96 3 $25.17 3 $26.73 3 $25 3
Office Vacancy Rate 2.0 0.5 5% 3 6% 3 21% 1 n/a 0
Office Gross Rent Range (per sq. ft.) (Prov. For context) $18 to $41 $22 to $31 $21 to $30 n/a
TOTAL ECONOMIC DEVELOPMENT: COMMERCIAL SUPPLY 46 58 36 38

ECONOMIC DEVELOPMENT: TARGET MARKET ASSESSMENT
Trade Area Population
400 m Trade Area
2017 Population 3.0 1.0 428 1 1,840 2 2,070 3 2,612 3
Population Growth 5 Year 1.0 1.0 5.8% 4 9.3% 4 6.2% 4 -0.1% 0
Household Growth 5 Year 1.0 1.0 3.5% 3 6.5% 3 3.7% 3 -0.1% 2
Household Income 2.0 2.0 $156,118 5 $126,204 5 $154,320 5 $90,537 3

800 m Trade Area
2017 Population 2.0 1.0 2,322 1 4,702 3 4,513 3 8,427 4
Population Growth 5 Year 1.0 1.0 5.5% 4 6.5% 4 3.8% 2 6.8% 4
Household Growth 5 Year 1.0 1.0 3.7% 3 4.8% 3 2.7% 3 5.7% 3
Household Income 2.0 1.0 $148,172 5 $127,067 5 $148,546 5 $93,890 3

3 Min Drive Trade Area
2017 Population 0.5 2.5 10,593 2 17,080 3 17,044 3 16,441 3
Population Growth 5 Year 1.0 1.0 8.8% 4 5.7% 4 5.0% 4 9.2% 4
Household Growth 5 Year 1.0 1.0 5.4% 3 3.6% 3 3.8% 3 7.0% 3
Household Income 0.5 2.5 $138,207 5 $130,943 5 $111,921 5 $93,604 3

Daytime Population
400 m Trade Area 2.0 0.5 142 0 1796 1 1686 1 151 1
800 m Trade Area 2.0 0.5 573 0 3238 2 1892 1 4610 2
Durham Region Employment Survey (prov. For context) 556 1467 1490 2557



Local 
Neighbourhoo

d Weighting

Destination 
Retail 

Weighting
Rougemount Score Whites Score Dunbarton/Liverpool Score Brock Rd Score

Other - Arts, Cullture, Entertainment, Sports, Education
Library 0.8 0.3 1 5 0 0 0 0 0 0
Performing Arts 0.8 1.0 0 0 0 0 0 0 0 0
Museum, Art Galliers 0.8 1.0 0 0 0 0 0 0 0 0
Post Secondary Schools 1.0 0.3 0 0 0 0 0 0 0 0
Places of Assembly, Houses of Worship 0.8 0.3 2 2 2 2 0 0 0 0
Walk Score 3.0 1.0 71 3 70 3 61 2 73 3
Transit Score 3.0 1.3 46 2 n/a 0 57 3 50 3
TOTAL ECONOMIC DEVEOPMENT: TARGET MARKET ASSESSMENT 70 74 77 72

BUILT FORM CHARACTERISTICS
Area Management Organization 3.0 3.0 No 0 No 0 No 0 No 0
Pirivate Management 3.0 3.0 No 0 Limited Plaza 1 Limited Plaza 1 Yes - SMART REIT 3
Length of Main Street 1.0 1.0 939 5 1833 1 1490 2 1308 3
Double Loaded 1.0 1.0 Over 80% 4 Over 80% 4 Less than 20% 0 0% 0
Right of Way (Proposed width m) 1.0 2.0 45 2 45 2 45 2 45 2
On Street Parking 0.3 1.0 No 0 No 0 No 0 No 0
Off Street Parking (no data available) 0.5 1.0 No data No  data No  data No  data
Public Realm 1.0 1.0 Below Average 2 Below Average 2 Far Below Average 1 Average 3
TOTAL BUILT FORM CHARACTERISTICS 13 12 8 17

QAULITY OF LIFE
Crime Statistics 2.0 2.0 4 1 34 0 14 2 24 1
Averge House Price (no data available) 1.0 1.0
Competitive and Complementary 2.0 2.0 1 1 2 2 2 2 0 1
TOTAL QUALITY OF LIFE 4 4 8 4

MOBILITY
Vehicular Counts (Kingston Rd. 8 Hr Count Weekday) 1.0 1.0 6106 3 6808 3 9558 3 9217 3
Pedestrian Counts (no data available) 3.0 1.5 89 0 26 0 2 0 223 1
400 m:% who take Public Transit, Walk, Bike, Other to Wor 2.0 0.5 10.3% 1 19.3% 2 20.2% 2 25.7% 3
800 m:% who take Public Transit, Walk, Bike, Other to Wor 2.0 0.3 11.1% 1 16.9% 2 16.3% 2 23.6% 3
3 Min Drive: % who take Public Transit, Walk, Bike, Other t 0.5 0.5 17.7% 1 15.0% 1 21.3% 2 21.0% 2
Vehicles Per Household 2.0 1.0 5.8 1 3.2 2 4.7 1 2.4 3
Number of BRT Stations 2.0 1.0 No BRT 0 3 Brt Stops 2 1 BRT Stop 1 1 BRT Stop 1
Population 400 m / 800 m from BRT Stop (see target market section)
TOTAL MOBILITY 10 20 16 27

TOTAL SCORE 142 167 145 158






