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Executive Summary
Sustainable Urbanism 2060

This report was commissioned to examine the current 
situation of Edmonton Trail NE and the challenges to 
improving the active and public transportation networks 
in Calgary North Central communities.

It is intended to compliment the TOD Guidelines 
currently being implemented by the Calgary 
Transportation Commission. To accommodate our 
growth and to aid Calgary’s evolution to a sustainable, 
healthy and compact city, this plan takes a holistic 
approach to developing an integrated system for 
pedestrians, cyclists and public transit. Success will 
give the North Central communities a greater range of 
transportation options, greater financial sustainability, 
and a fully functioning integrated transit and land use 
system.

The Sustainablility Plan was developed as an 
acknowledgement that land use and transportation 
are inherently linked. This plan is designed to assist 
in achieving the vision outlined in the Municipal 
Development Plan (MDP). The goals, objectives and 
policies in the MDP align with the strategies outlined 
in the Sustainability Plan for Edmonton Trail by 2060. 
The strategies acknowledge the role that Centre St N 
plays as the North to South connection to downtown. 
It addresses the challenge of accommodating growth 
in a manner that supports the goal of increased 
mobility, while preserving and sustaining the existing 
characteristics of the environment.

The plan provides a framework for Calgary’s 
transportation system, incorporating the triple bottom 
line of sustainable planning, evaluating based on 
economic, social, and environmental indicators. To 
support a more compact and accessible urban form, 
the plan strengthens the downtown as the centre of 
employment and transit for the city and region. The 
plan accommodates the continuing use of private 
automobiles but supports development of a wider range 
of transportation modes to accommodate the changing 
needs in the City of Calgary.
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The Sustainable Mobility Plan is divided into 
three inter-related sections: Land Use & Built 
Form, Transportation, and Urban Design. 
Recommendations are made based on opportunities 
to make Edmonton Trail NE a more livable, 
connected, and accessible hub of activity by 
integrating land-use and transportation.

For Pedestrians this report recommends giving 
pedestrians the highest priority; especially in routes 
towards downtown; by establishing pedestrian 
zones and improving safety. When these two 
measures are coupled with sidewalk amenities and 
vegetation, truly appreciable public spaces can be 
created.

Cyclists can be broken down into two main groups, 
those that cycle for recreation, and those that 
cycle as commuters. As such, recreational trails in 
protected areas, urban cycling lanes, and bicycle 
facilities must be provided. There is a severe lack 
of cycling infrastructure along Edmonton Trail 
NE. Using GIS applications, a conceptual cycling 
framework for improvements was created.

“A system is an interconnected set of elements that is coherently 
organized in a way that achieves something.” - Donella Meadows

There have been remarkable improvements in recent 
years to the public transportation system in Calgary. 
However, there is room for continued improvement 
in terms of route optimization, imrpoved pedestrian 
connectivity, and eventually creating a high-level BRT 
system. Buses need to take priority over private vehicles 
and need to be understood as a legitimate source of 
transportation for commuters.

The Sustainability Plan concludes with a list of 
immediate priorities and recommendations.
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1.0  INTRODUCTION



2060 SUSTAINABLE URBANISM: EDMONTON TRAIL NE 
 
The built environment presents opportunities for providing healthy communities where 
individuals can live, work, play, and learn. Meeting the needs of the present without 
compromising the needs of the future is the main strategy of this report. Rethinking how 
people travel from one place to another highlights the importance of providing greater 
opportunities for connectivity and sustainable mobility. A diverse public transit system 
strengthens the pedestrian realm and makes alternative transportation modes more viable. 
Extensive efforts to calm urban traffic, to restrict auto access, and raise the cost of parking 
can help Edmonton Trail NE move beyond its automobile dependence and towards 
improving the quality of life for pedestrians. The connections between urban sprawl, a lack 
of sidewalks, local shops, bicycle paths and the fact that many North Americans suffer from 
poor health is no coincidence. Therefore, providing options in transportation is a stepping 
stone towards reversing trends in public health, revitalizing public spaces, promoting aging 
in place, offering affordable alternatives, alleviating congested corridors and enabling 
residents to enjoy the city streets in the study area (see Figure 1). 
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METHODOLOGY

The current urban system for the study area will be analyzed and compared with other leading cities 
to incorporate best practices in sustainable planning. The output from this analysis will enable the 
creation of thematic maps to convey changing demographics, land-use activities and explore other 
forms of mobility in urban spaces. Data included in this report was provided by the City of Calgary 
and the University of Calgary Spatial and Numerical Data Services (SANDS), who participated in 
this study in April, 2014. Furthermore, this study was developed under the guidance of Dr. Ghitter as 
a student exercise and therefore should be treated as such. A humanist approach was used relying on 
best practices from around the world, comparative research, scenario-based planning, and informal 
interviews during community engagements. In the end, the research methods used provided unique 
and personal perspectives for how urban systems should be developed along Edmonton Trail NE.

SUSTAINABILITY STATEMENT
Sustainable transportation is not an isolated 
system, but rather an integrated system of 
public and active transportation. The first 
step to understanding this interpretation 
is to recognize that despite all modern 
enhancements in technology, people remain 
pedestrians first. Since globalization has 
driven the expansion of the economy, 
human beings have become the dominant 
consumer of most of the world’s major 
resources. This poses a serious challenge to 
retaining built environments that foster high 
levels of livability without being limited 
by environmental constraints. Therefore, 
in attempts to influence the factors that 
affect the survival, development, and 

evolution of cities in the future, sustainable 
transportation is emerging as a best 
practice for ensuring livability in urban 
spaces. Sustainable transportation planning 
involves the triple bottom line in all 
initiatives, evaluating social, economic, and 
environmental factors. This report aims to 
provide solutions to achieving a sustainable 
transportation system in Calgary, a system 
that is affordable, operates efficiently, 
offers choice of transport mode, and 
supports a vibrant economy.
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This proposal was prepared in response to the request for a Sustainability Plan along Edmonton Trail NE in 
order to best accommodate future growth and meet sustainable goals outlined in statutory plans. The overall 
project will focus on the following:

(1) interconnection of transit modes and routes;

(2) integration/improvement of BusTransit into the existing system;

(3) identifying and expanding bicycle and pedestrian networks and gaps; 

(4) improve bicycle facilities;

 (5) recommending wayfinding solutions; and        

(6) improve land use and urban design along the Edmonton Trail NE.

This project will focus exclusively on analyzing the different contents and variables pertaining to 
transportation, and the possibilities for implementation in the future. The proposals outlined in this project 
will offer ideas and recommendations for improved livability for Calgarians in North Central Calgary and 
the changes expected by 2060.

SCOPE OF THE REPORT

SOCIAL

ENVIRONMENT ECONOMIC

BEARABLE
EQUITABLE

VIABLE

SUSTAINABLE
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ADDRESSING STAKEHOLDER CONCERNS

Community engagement is a way of including residents of an area in the planning process, by involving 
them in actively sharing their values and perspectives on issues facing their neighbourhood. The results 
from the Highland Park engagement yielded the community’s viewpoint on its strengths, potential blocks 
and visions for improvement. Community members believed the strengths of their neighbourhood include 
the proximity to the city centre and the airport, the historical nature of the area and the sense of safety and 
security. Citizens in the community felt that potential is limited because change is imposed by people who 
do not live in the community, such as City Councillors, planners and designers. Finally, Highland Park 
residents would like to see their community demographics improved, specifically with regards to families 
with young children, and increase community activism and volunteerism to foster a create sense of pride 
and connectedness throughout the area.

PARKING

Community members in the area do not feel parking is a strength in their community. Although parking is 
available, residents fear future development may cause neighbourhood streets to be used as a park and ride 
and discourage potential homebuyers. To mitigate this problem restricted parking zones for homeowners 
could be offered and landlords could be mandated to offer onsite parking. 

TRAFFIC & STREETS

Traffic in the community of Highland Park is considered not to be a strength within the area. Noise 
pollution from busy streets and the uncertainty of the potential LRT alignment are potential blocks in the 
community may hinder its development. Citizens within the area are also at conflict over ways to improve 
traffic in the area. Some residents suggest widening McKnight Boulevard would help address traffic

 concerns; however, others cite the effects of this on nearby homes and advocate reducing traffic to increase 
safety and the use of alternate methods of transportation. 

PUBLIC TRANSIT

Residents of the area believe the community is well served by public transportation and believe it is a 
viable means of travel for local residents; however, bus stops on Edmonton Trail limits the usage of public 
transit. Community members agree the most potential for public transit improvement comes from the future 
North Central LRT line; however, the uncertainty of the alignments location is making residents anxious. 

ACTIVE TRANSPORTATION

Community members believe the nearby park spaces of Confederation and Nose Creek Park provide 
valuable recreational pathways, although pedestrian connections within the community to public amenities 
are poor. Residence would like to see improve walkability and cycling access within the community to 
reduce the segmentation in the area. 

DIRECTION OF FUTURE DEVELOPMENT

Many residents feel the location of the community in the City of Calgary and the planned North Central 
LRT offer the greatest advantages for future development. The lack of long-range planning, abrupt 
transition between residential and light industrial developments and imposed plans of individuals who do 
not live in the community are perceived as a weakness. Residents envision improving the neighbourhood 
to create family friendly developments and an integrated industrial area that provides the surrounding 
area with jobs, while carefully considering the impacts these developments will have on the density of the 
community. 
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2.0  KNOWING THE 
             NEIGHBORHOOD



Population Statistics (2011)

Highland Park: 3,706 residents

Thorncliffe : 8,788 residents

Greenview: 2,043 residents

Population Growth: Thorncliffe, Greenview 
and Highland Park communities experienced 
a decline in population in the period from 
2007-2011 compared to growth for Calgary as 

a whole

Age:  The majority of the residents within 
the three communities were within the range 
of 25-54 years old according to the 2011 
statistics. In addition, all of these communities 
are characterized by their low percent of 

children and people age 65 and older.

Income: All communities have lower median 
incomes, with 20% to 30% of the population 
living in low income households compared to 
14.2% in Calgary in 2005. Consequently the 
Greenview and Highland Park communities 
have higher unemployment rates on population 
over age 25 compared to Calgary overall. 
Yet, the Thorncliffe community had a lower 
unemployment rate on people over 25 in 2006 

compared to the city.

Education: Around 27% of residents within 
all communities have a High School diploma 
or equivalent while around 24% have no 
certification at all. Yet the number of residents 
with University Degree or certificate is below 
the citywide average in both communities 

(~10-15% vs 25.3%)

Source: City of Calgary Community Profiles

DEMOGRAPHICS
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Housing Statistics (2011)

Highland Park: 2,229 dwellings

Thorncliffe : 3,856 dwellings

Greenview: 2,230 dwellings

In the Thorncliffe community more than 50% 
(52.4%) of the housing stock are single detached 
dwellings, almost the same as the city of Calgary. 
Row houses are the most common housing type 
(25.2%) after the single detached, with little 

amount of apartments and semi-detached.

In the Greenview community, more than 50% of 
the housing are apartment buildings, followed by 
20% of row houses, 15% of single housing and 
a small 4.2% of semi-detached housing. When 
compared to Calgary, Greenview has a much 
higher percent of apartments and a lack of single  
detached homes that dominate the rest of the city 

Highland Park community has even more 
apartments (68%), followed by 24.7% of single 
detached houses and very small percentages of 
semi-detached and row houses, to the point where 

the latter are almost non-existent. 

People living in Highland Park and Greenview 
are 60% more likely to rent compared to 27% for 
Calgary. On the other hand, 68.5 % of Thorncliffe 
residents are owners, yet the amount of renters 
in these community is 4% higher than the city of 

Calgary. 

Proportionately, there are almost twice as many 
dwellings in Greenview and Highland Park that 
are in need of major repairs compared to 4.9% 
the citywide average in 2006. In Thorncliffe only 
6.1% are in need of major repair therefore even 
though the percentage is still higher than the city 

is it is lower than the other two communities.

Source: City of Calgary Community Profiles
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AREAS OF NOTE

Nose Creek & Industrial: The north end of 4th street 
(Edmonton Trail) is demarcated with a car trap alongside 
Nose Creek, which runs from the north to the south 
and empties into the Bow east of the zoo. The result is 
a series of hills, ravines, escarpments, and valleys that 
have dictated the transportation routes, green urban 
space, and most of all utilities easements and rights of 

way.

Golden Acre Garden Center: There are a variety 
of uses north of McKnight Boulevard aside from 
residential. A major use is the Golden Acres Garden 
Centre. This sprawling facility takes up a large portion of 
the commercial and industrial area east of Nose Creek. 
The Garden Centre is very land intensive, so it is likely 
that in the coming years this facility will relocate further 
away from the city centre where land values are lower. 
There are also a number of amenities such as commercial 

nodes and religious centres.

McKnight Intersection: Edmonton Trail and Mcknight 
Boulevard serve as important elements within the context 
of the local communities and larger urban systems. The 
Edmonton Trail corridor is an important element in 
regulating the flows of traffic from downtown Calgary 
up to the North West sectors of the city. McKnight Blvd 
is part of a major east-west artery that carries an average 

of 48,000 vehicles per day (Calgary Transit, 2013).

32nd Intersection: There is a Calgary Transit bus 
depot located east of Highland Park on 32nd Avenue. 
At various times of the day, Edmonton trail heading 
northbound is full of city busses turning west onto 
McKnight Boulevard, largely due to shift changes during 
those times and proximity to the city bus depot.  The 
area around 32nd Avenue is characterized by industrial 
and commercial developments that are oriented towards 
automobiles rather than pedestrians. A large number of 
the businesses in this area are related to automobile parts 
and repairs, and also serve Calgarians that live outside of 

the Highland Park and Greenview communities.

Drop-in Centre/Airliner & Quality Inn: The Drop-In 
Centre has been a familiar face in Calgary since 1961. 
The purpose of this institution was to provide services 
to homeless individuals who needed shelter and food. 
In 1977 the present Calgary Drop-In & Rehab Centre 
Society was founded. Since its inception, The DI 
has continued to grow to meet the rising demand for 
emergency shelter and food within Calgary’s homeless 

and low-income population. 

On June 13, 2012 the Calgary Drop In & Rehab 
Centre purchased the Quality Inn building located 
along Edmonton Trail.  Low income earners, working 
Calgarians as well as people on pensions can apply to 
stay in the building. However, residents must be able to 
function at a high level of independence, while illegal 
activities such as illicit drug use are not tolerated and 

will be met with immediate eviction. 

Single Family Housing near the Drop In Centre: The 
community of Highland Park has a higher proportion of 
single family homes than Greenview, more closely in 
line with Calgary as a whole. The multifamily dwellings 
in Highland Park are also more likely to be of a lower 
density - duplexes for example - than higher density 

dwellings such as apartments

Commercial and Small Business: Many of the 
commercial areas and small businesses around Edmonton 
Trail are dedicated to automobile maintenance, such as 
CalAlta Auto Glass, Boyd Autobody and Glass, Pro-
AM Motorcycles and Wheels Pro. However, there are 
other business such as Money Mart, Rona, Benner 
Renovations and the Daily Liquor store. Additionally 
there are some private and chain restaurants located 
around the trail, including Denny’s, A&W, Pizza Hut, 
Subway, and Tango Tropical Grill. These commercial 
sites are important elements within the Edmonton Trail 
system as they provide amenities, jobs and general 

economic well being to the nearby community.

Sources: City of Calgary Community Profiles and 
Calgary Transit websites (2014). 

14 SUSTAINABLE URBANISM



3.0  POLICY INTEGRATION

Source: Municipal Development Plan, 2009.



2060 SUSTAINABLE URBANISM: EDMONTON TRAIL NE 
 
The built environment presents opportunities for providing healthy communities where 
individuals can live, work, play, and learn. Meeting the needs of the present without 
compromising the needs of the future is the main strategy of this report. Rethinking how 
people travel from one place to another highlights the importance of providing greater 
opportunities for connectivity and sustainable mobility. A diverse public transit system 
strengthens the pedestrian realm and makes alternative transportation modes more viable. 
Extensive efforts to calm urban traffic, to restrict auto access, and raise the cost of parking 
can help Edmonton Trail NE move beyond its automobile dependence and towards 
improving the quality of life for pedestrians. The connections between urban sprawl, a lack 
of sidewalks, local shops, bicycle paths and the fact that many North Americans suffer from 
poor health is no coincidence. Therefore, providing options in transportation is a stepping 
stone towards reversing trends in public health, revitalizing public spaces, promoting aging 
in place, offering affordable alternatives, alleviating congested corridors and enabling 
residents to enjoy the city streets.

Introduction2009 MUNICIPAL DEVELOPMENT PLAN  
The Municipal Development Plan (2009) is a strategic path 
forward to “setting a long-term 60-year strategy of a more 
sustainable city form for Calgary and the transportation 
networks needed to serve it” and “…short-term, ten year, 
corporate decision-making, business planning, implementation 
and accountabilities…(p.1.1).  

Within each goal there are specific directions and policies 
that support a more integrated transportation system. In 
particular, direction 2.2.2 encourages a mix of land uses by 
integrating employment centers, commercial, service, and 
residential communities into a compact cohesive development 
which requires a wide range of mobility options (Municipal 
Development Plan, 2009).  Polices such as these are reinforced 
throughout the proposals in developing the Sustainable 
Plan for Edmonton Trail NE and will further the initiatives 
for the MDP to continue fostering a sustainable city. This 
policy will be relevant to the site because project proposals 
will be recommending new ideas to expand multi-modal 
options in context with the distance to transit services and the 
intensification of employment in the study area. 

 SOURCE: 
http://www.calgary.ca/PDA/LUPP/Pages/P
ublications/Publications.aspx 
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2012 CALGARY METROPOLITAN PLAN 
The policies contained in the Calgary Metropolitan Plan (CMP) 
outline principles to “…live in balance with a healthy environment 
in enriched communities, with sustainable infrastructure and a 
prosperous economy” (Calgary Metropolitan Plan, 2012, p.1). The 
principles of the CMP (2012, p.3) are as follows: 

(1)  Protect the natural environment and watershed;

(2) Foster the region’s economic vitality;

(3) Accommodating growth in more compact settlements  
 patterns;

(4)  Integrating efficient regional infrastructure systems and;

(5) Supported through a regional governance approach.

Many of the principle strategies will align with the proposed 
recommendations for the study area. In particular, Strategy 4.b: 
Plan for regional transportation and complete mobility lists five 
priority actions that will be addressed in the development of the 
project, including the development of right of way requirements, 
proactive transit planning and transportation demand management 
(Calgary Metropolitan Plan, 2012, p. 38). Establishing proactive 
transportation planning has many implications for many other City 
of Calgary priorities. This policy will be relevant to the study area 
in understanding the demand for services and the feasibility of 
design ideas. In this sense, the recommendations put forward in 

 SOURCE: 
http://www.calgary.ca/PDA/LUPP/Pages/P
ublications/Publications.aspx 
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this study will contribute to the wider scope objectives 
including responsible and sustainable growth in the 
region, and the revitalization initiatives in developed 
areas.

2004 TOD POLICY GUIDELINES 
The City of Calgary Transit Oriented Development Policy 
Guidelines offer “…direction for the development of areas 
typically within 600m of Transit Station – an existing LRT 
station or BRT station where an LRT station will eventually 
develop” (2004 ,p.v). The policy objectives of the Transit 
Oriented Development Policy Guidelines (2004, p.v) are as 
follows: 

(1)  Ensure transit supportive land uses;

(2)  Increase density around Transit Stations;

(3)  Create Pedestrian oriented design;

(4) Make each station area a “place”;

(5)  Manage parking, bus and vehicular traffic; and

(6)  Plan in context with local communities.

The Transit Oriented Development Policy Guidelines (2004) 
provides guidelines to develop sustainable mobility choices 
and increase compact development within the immediate 
station areas. 

The TOD guideline 6.2 recommends that 
“buildings should be grouped together to allow 
for easy pedestrian access between buildings 
and to frame the pedestrian spaces, which makes 
for easily legible routes” (Transit Oriented 
Development Policy Guidelines, 2004, p. 20). 
This policy will be relevant to the study area 
because of the oversized parking lots along 
Edmonton Tral NE that separate commercial 
buildings from the streets. This is evident in 
the study area because of the overwhelming 
auto-oriented commercial uses and the surface 
parking offered by business owners to clients. 

 SOURCE: 
http://www.calgary.ca/PDA/LUPP/Pages/P
ublications/Publications.aspx 
 

18 SUSTAINABLE URBANISM



2009 CALGARY TRANSIT PLAN (CTP)

The policies contained in the Sustainability Plan are 
directly linked to the 2009 Calgary Transportation 
Plan. The strategies contained in the Calgary 
Transportation Plan (CTP) are essential to achieving 
a sustainable city in Calgary. The SMP provides the 
outlined policies that will be addressed from the CTP 
(2009, p.1-6) including:  

Transportation Goal #1:  Align transportation  
                                                planning and  
                                                infrastructure  
                                                investment with city   
                                                and regional land use   
                                                directions and  
                                                 implementation  
                                                 strategies; 

Transportation Goal #2:  Promote safety for all 
                                                transportation system  
                                                users; 
 
Transportation Goal #3:  Provide affordable  
                                                mobility and universal  
                                                access for all; 

Transportation Goal #4:      Enable public transit,  
                                               walking and cycling as  
                                               the preferred mobility 
                                               choicesfor more people  
                                               and;
Transportation Goal #5:     Promote economic   
                                              development by ensuring   
                                              the efficient movement  
                                              of workers and goods. 

The policies contained in the Sustainability Plan 
will align with the policy direction of the CTP 
by providing affordable mobility and universal 
access for all in the surrounding communities. The 
transportation networks identified in the plan will 
recommend connections for multiple modes of 
transportation to adjacent communities that will 
enhance the area’s competitive advantage regionally 
in the city. Investment decisions for Calgary’s 
transportation infrastructure will need to consider the 
impact on adjacent communities, and support long-
range plans for regional transportation systems during 
the years ahead.

 SOURCE: 
http://www.calgary.ca/PDA/LUPP/Pages/P
ublications/Publications.aspx 
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TRANSIT ORIENTED DEVELOPMENT (TOD)

The type of development pattern characteristic 
of an urban area affects how and why people 
choose transportation modes, and the ability 
for a community to be adaptable to public and 
active transportation. Higher density areas with a 
wide variety of land uses increases the potential 
number of destinations and therefore warrant 
higher levels of public transportation and the 
designation of routes for cyclists and pedestrians. 
Greater congestion in compact areas can have a 
negative effect on traffic speed and thereby have a 
positive effect on active and public transportation 
by allowing opportunities for residents to explore 
other modes that may decrease commute times.

Inversely, in low density areas with segregated 
land uses private vehicles dominate as the most 
accessible form of transportation. It is far more 
efficient to provide high quality transportation and 
infrastructure services to areas that have higher 
net densities and a mix uses. It is acknowledged 
that a greater shift in land designation, zoning, 
and intensification practices will be necessary to 
accomplish the sustainability goals by 2060. This 
will further improve the potential for TOD along 
Edmonton Trail NE, as current conditions make 
it unsuitable (see Figure 2).  

Figure 2:  TOD Model of Existing Conditions  
Source: SANDS, 2007.
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4.0  LAND USE &                  BUILT FORM  

Projected job/pop per Gross Developable Acre (gpa) by 2076
Source: SANDS, 2007.
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individuals can live, work, play, and learn. Meeting the needs of the present without 
compromising the needs of the future is the main strategy of this report. Rethinking how 
people travel from one place to another highlights the importance of providing greater 
opportunities for connectivity and sustainable mobility. A diverse public transit system 
strengthens the pedestrian realm and makes alternative transportation modes more viable. 
Extensive efforts to calm urban traffic, to restrict auto access, and raise the cost of parking 
can help Edmonton Trail NE move beyond its automobile dependence and towards 
improving the quality of life for pedestrians. The connections between urban sprawl, a lack 
of sidewalks, local shops, bicycle paths and the fact that many North Americans suffer from 
poor health is no coincidence. Therefore, providing options in transportation is a stepping 
stone towards reversing trends in public health, revitalizing public spaces, promoting aging 
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IMPLEMENTING FORM-BASED CODE (FBC) 
 
The built environment presents opportunities for providing healthy communities where 
individuals can live, learn, work and play. Meeting the needs of the present without 
compromising the needs of the future should be the main goal for any planning process 
(Helmer & Gough, 2010). Rethinking how people travel from one place to another 
highlights the importance of providing greater opportunities for connectivity and sustainable 
mobility between land uses (see Figure 3). A diverse public transit system with urban 
elements guided by Form-Based Code (FBC) strengthens the pedestrian realm and makes 
alternative transportation modes more viable. Extensive efforts to address a mix of land 
uses, regulating site design and built form, and focusing on context sensitive relationships 
between public and privates spaces can help Edmonton Trail Northeast move beyond its 
automobile dependence, and towards improving the quality of life for residents in Highland 
Park, Thorncliffe, and Greenview. The connections between urban sprawl, a lack of 
pedestrian-oriented local shops, zoning ordinances that do not interrelate and the fact that 
many North Americans suffer from poor health is no coincidence. Therefore, providing a 
build environment with options in site design and overall building form are stepping stones 
toward a “balancing feedback loop” that enables residents to enjoy the streets (Meadows, 
2008, p. 27). 

Figure 3 :  TOD Model of Existing Conditions  
Source: SANDS, 2007.
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HISTORY OF FORM-BASED CODE (FBC)
In the 1980s, the first modern form-based code was created by Duany Plater-Zyberk & Company, 
which was an alternative to conventional zoning as it focused less on use and more on scale, 
intensity of development, the shape of spaces, and the interrelationships between buildings 
(Talen, 2009). Form-based code was created as an attempt to avoid the broadly regulated zoning 
ordinance of conventional land use practices. Rather, form-based code relates to the context 
of surrounding communities by emphasizing the interrelationships between the buildings, 
streetscape, pedestrians, vehicles, public and private space (Talen, 2009). The Edmonton Trail 
corridor could be improved by implementing a context sensitive approach, such as form-based 
code, as Calgary’s history of relying on conventional zoning has created an unsustainable urban 
system consisting of a series of discrete zoning categories that do not interrelate (see Figure 
4). Moreover, the segregation of land uses have underutilized land, decreased opportunities for 
housing diversity, and weakened the sense of place that enables vibrant social interactions to 
occur, which increases opportunity for crime due to a lack of pedestrian activity and natural 
surveillance.
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OPPORTUNITIES ALONG EDMONTON TRAIL NE
The opportunities available along Edmonton Trail Northeast, with commercial parcels in strategic locations 
alongside established residential communities is a chance to interrelate mixed use policies, but this will 
only be successful if consumers and developers are able to see the benefits (see Figures 5-6). It can be 
argued that due to past attempts to implement mixed use under conventional zoning, developers have been 
led astray with unclear guidelines due to Calgary’s long history of reinforcing low density principles since 
the 1963 General Plan (Foran, 2009). Therefore, developers face variances and discretionary approvals 
because many land use zones do not specify to develop as of right in zones suitable for housing diversity. In 
contrast, by implementing a form-based code along Edmonton Trail the process can be made much cheaper 
for the developer, while benefiting the community. Form-based codes enable instructions, details, graphics 
and illustrations of the physical space rather than use, enabling developers and communities to better 
envision the type of development to take place in each zone of the transect. Therefore, a clear guide enables 
developer’s confidence that projects meeting the Building Form Standards will be approved. If the proposed 
North Central LRT was developed along Edmonton Trail, this could help facilitate mixed-use development 
by taking advantage of the low-density strip commercial areas along the corridor created during the 1950s 
and 1960s, while lowering risk and increasing predictability for developers.

Figure 6: Implementing Form Based Code along 32 AV at Edmonton TR
Source: City of Calgary, 2007.

Figure 5: Implementing Form Based Codes along Edmonton TR at McKnight BLVD
Source: City of Calgary, 2007.
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AFFORDABLE HOUSING
As housing prices continue to soar, the average family income still remains stagnant. Families and 
individuals are struggling to find adequate homes that meet their needs. Homes that were once moderately 
priced are now out of reach, even for middle-income families. Affordable housing is defined as a type of 
home where the owners or tenants are not required to pay more than 30% of their income on mortgage, 
rent, or other associated fees (Anonymous, 2009). This can be seen in both rented and purchased homes. 
Originally intended for low-income households, demand is now being seen from students, recent graduates, 
fixed-income senior citizens and single-family households. 

Affordable housing aims to promote homeownership. This is important because in theory, residents will 
feel a greater sense of responsibility, and therefore, will take better care of their homes (Taylor, 2006). They 
will then feel entitled to protect their investment and preserve the community around it, contributing to the 
overall sustainability of a city. It encourages homeowners to become stewards responsible for the health and 
safety of their community.  

Affordable housing must be appropriate and adequate. It should to be located in communities where the 
needs of residents can be met.  This means, providing homes close to public transit, grocery stores, health 
care facilities and other resources. Fear and concerns of community members can be a barrier that prevents 
affordable housing development. Concerns such as increasing crime rates and decreasing property values 
are issues commonly brought up by current residents. Characteristics of the NIMBY (not-in-my-backyard) 
syndrome become prominent when there is talk about affordable housing initiatives coming to their 
neighbourhood. Due to increasing resistance towards change, affordable housing projects are difficult to 
implement (Field, 1997). It can be argued that safety is compromised if lower classes start moving in. There 
are perceived threats of declining quality of single-detached communities, diminishing property values, 
and over flow of on-street parking (Howell, n.d.; Meadows, 2008). Most often, these uncertainties are only 
perceived and are not the reality.

Lomond is an established affordable housing project found in Centre Street NW. The City of Calgary has 
provided a 15-unit, medium density-housing development through land acquisitions. It is located along 
a major transportation corridor and falls within the community of Highland Park. Parks and schools are 
located within close proximity to Lomond. Residents can take advantage of its short commute to Calgary’s 
central business district in terms of employment and educational opportunities. Lomond has interesting 
features such as a green roof, which provides energy saving incentives and a scenic view that every resident 
in the building can enjoy (Kanas, n.d.). 

Centre 4800 is an affordable housing initiative found along the Edmonton Trail corridor. It is a building 
owned and maintained by the Calgary Drop In Centre Society. Formally a Quality Inn hotel, the building 
will be converted into housing units. The upper floors will be renovated to provide living spaces for 
residents. There will be a combination of dwelling units with kitchenettes and single room occupancy units 
(Hamilton, 2013).  The plans for the ground floor include space for conferences and events, as well as retail 
and commercial space.  Centre 4800 is still in consultation and planning stages, however it will be a place 
where people can establish roots, build relationships, and become part of the community (Centre 4800 and 
Greenview Community Liaison Committee, 2012) 
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URBAN FORM AND PUBLIC HEALTH
 Over the course of several decades, the body of work that has been published by researchers on the 
topic of health and urban infrastructure has been overwhelmingly supportive of the claim that there is a 
remarkable interrelation between the two (Papas et.al, 2007).  These texts support the fact that significant 
investment in neighbourhoods that lack amenities for physical exercise is necessary in order to enable 
residents to enhance their lives healthily.  In most cases, neighbourhoods that scored low in the areas 
of walkability and transit access were up to one third more likely to be obese or have diabetes (Glazier 
et.al, 2014). These neighbourhoods were designed to facilitate quick and easy transportation by personal 
automobiles and are segregated from other land uses, such as recreation centres, shopping and employment 
centres, as well as green spaces.  Segregating land uses in such a way forces residents to travel from one 
activity to the next in cars, increasing sedentary time by an exponential amount, while the exercise that 
could be gained by walking and biking between destinations is lost.

 In the context of the Greenview community along Edmonton trail, according to the Calgary Herald, 
the residents rely on personal vehicles for daily errands (Calgary Herald, 2011).  The reasons for this can 
be examined looking at the surroundings.  The sidewalks and road crossings in the area are unfriendly to 
pedestrians.  On Edmonton trail itself, there have been a total of twenty-one vehicle accidents involving 
pedestrians since 1996, especially on the Mcknight Boulevard intersection which runs straight through the 
community (CBC News, 2014).  As well, one of Condon’s seven rules for sustainable development is to 
have commercial and transit services within a five minute walk.  This is not the case in Greenview, save 
a few restaurants and small business amenities that are secluded by parking lots.  This is evident in the 
number of residents that drive to work as opposed to other modes.

 Greenview does have a trail that runs along Nose Creek, however, the path is very unattractive and 
underused.  Because of the large number of bridges that cross the Creek in Greenview, the path runs under 
them and becomes muddy during rainy periods.  These areas are also full of garbage and discarded food, 
making them a very unpleasant place to spend leisure time.  Coupled with the bridges, the path eventually 
runs along the back alley of the commercial businesses on Edmonton Trail and then crosses the creek to run 
alongside the industrial businesses in the Greenview Industrial park.  All of this makes for a very repellant 
experience.  In order to engage the community in utilizing the pathway, there needs to be some extensive 
reworking of the area.  Attractive urban green spaces need to be developed, not with expediency and ease in 
mind, but with thought given to the actual utilization of the space.  Residents will not use the space simply 
because it is there, it needs to be an appealing place of recreation and mobility uses.
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INDUSTRIAL REDEVELOPMENT
One of the more popular definitions of the term brownfield is one formulated by the United States 
Environmental Protection Agency: “abandoned, idled, or under-used industrial and commercial facilities 
where expansion or redevelopment is complicated by real or perceived environmental contamination” (US 
EPA, 1997 as cited in De Sousa, 2002a, p. 182).  

Figure 7: A systems diagram of the brownfield redevelopment process  

Source: BenDor et al., 2011, p. 916

Upon examining the diagram there are a number of important features (see Figure 7). There is a 
stabilizing feedback related to funding, which Meadows (2008) terms a balancing loop. As brownfields 
are redeveloped, project costs are incurred and less funding is available to start new projects; resulting in 
a delay in starting new projects (BenDor et al, 2011). There are also two amplifying loops of the type that 
Meadows (2008) refers to as reinforcing feedback loops. The first is related to redevelopment experience. 
As more areas are redeveloped, experience is gained, and delays are reduced. The second loop is related to 
funding sources. Newly redeveloped areas create new jobs, which generate more tax revenue, which in turn 
increases the funding available for new brownfield redevelopments (BenDor et al 2011). 

EXISTING
There are substantial industrial areas to the east of Edmonton Trail. These areas are ripe for redevelopment 
as they are dominated by low density uses such as salvage yards or sprawling one storey facilities.

Industrial areas to the east of Edmonton Trail are well located in that they have excellent access to Deerfoot 
Trail and the railway, and are able to access a large pool of labour in the Highland Park, Greenview, and 
Thorncliffe communities.

Nose Creek has the potential to be an excellent community amenity. However, the Nose Creek is currently 
unwelcoming to users because it faces on to parking lots, loading docks and alleyways. The surrounding 
industrial areas are also very harsh, utilitarian environments with large parking lots, and insufficient lighting 
and sidewalks.
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 A maintained industrial presence east of Edmonton Trail, that will take advantage of the area’s 
existing assets and support economic sustainability by providing employment. Attracting new and vibrant 
forms of industrial development that are compatible with surrounding developments. An industrial area 
that is more integrated with the surrounding area and the Nose Creek. Industrial uses will be incorporated 
into developments that feature a range of uses and green space. Vibrant industrial employment areas are 
a prerequisite for sustainable cities, and can even be tied to the green economy with recycling or building 
material reuse facilities (Green Leigh & Hoelzel, 2012). Badger (2011), also argues that portions of 
brownfield areas should remain zoned for industrial uses, because they have the required infrastructure in 
place. These brownfields will have access to railways, road networks, and neighborhoods supplying skilled 
workers that lead and industrial area to be located there in the first place.

IMPLEMENTATION
 Funding: despite the great potential for redevelopment of brownfield land, it often remains 
underutilized due to the high potential costs of remediation. In order to encourage redevelopment the City of 
Calgary or other levels of government will provide tax incentives and grants to redevelopers. In the state of 
Michigan, policy makers successfully raised over $335 million by issuing bonds for redevelopment (Hula, 
1999).Simplifying and encouraging redevelopment: the City of Toronto  enticed brownfield redevelopment 
by  removing zoning restrictions, reducing approval times, and not charging for public infrastructure 
(De Sousa, 2002b). The City of Toronto also served as a catalyst for development by creating parks and 
greenspaces in redevelopment areas (De Sousa, 2002a). As a result, over 1500 acres of greenspace has been 
generated, and over 6,575,000 square feet of building space has been repurposed (De Sousa 2002a; 2002b). 
The City of Calgary will follow the Toronto model to encourage  redevelopment in the study area, with the 
greenspace connectivity vision for the Nose Creek area serving as the main greenspace initiative in the 

area. Compatibility of Uses: if there are industries with high negative externalities currently located in the 
industrial area, a collaborative approach between the City and other levels of government should be pursued. 
In one development in the Netherlands, a loud concrete plant was able to be accommodated in the area by 
installing better equipment in the plant and mandating that any residential developments in the area would 
have better sound insulation (Korthals Altes and Tambach, 2008)

HOW DOES THIS SUPPORT SUSTAINABILITY?
 It is unlikely that the process of brownfield redevelopment would become permanent without 
beautification and the provision of green space, because such space is necessary to improve quality of life 
and attract residents (De Sousa, 2002a). Creating new green spaces supports the creation of linked natural 
areas that are very important to creating low carbon, sustainable communities (Condon, 2010). Condon 
(2010) argues that these areas can provide alternative movement systems (e.g., pathways), create a sense 
of place, and increase property value.Brownfields are commonly located in core areas so they allow for 
land reuse and reduce sprawl at the cities edge. This can support a city’s development as a low carbon 
community as it follows one of the seven rules for sustainable cities: “locate good jobs close to affordable 
homes” (Condon, 2010). Condon (2010) argues that almost all new industrial and manufacturing jobs do 
not create the noise or pollution that older forms did, and so can be located in harmony with residential and 
commercial office uses. Less parking and multi-story buildings also help to reduce sprawl (Condon, 2010). 
Hutton (2004) discusses the fact that brownfield development may lead to the rebirth of industry in cities, 
and therefore an increase in buying locally produced goods. Buying local supports economic sustainability 
by improving the circuit of capital within communities, and reducing leakage out of the economy.
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COOPERATIVE HOUSING
 Cooperative housing initiatives can generally be grouped into two forms: shared ownership 
housing that involve the owner group of the building each owning a share of the property, and a 
shared housing situation where household tasks are distributed amongst the residents. The intention 
of housing cooperatives is to act in similar ways to social housing by creating a less exclusive and 
more affordable place to live. The proliferation of housing cooperatives has the potential to promote 
sustainability within cities by creating economically viable housing for a wide range of individuals 
within the socio-economic spectrum. In addition to the social sustainability created by increasing 
housing options, there is the potential to positively impact the environment through a shift in the 
mindset of the population towards more compact communal living situations. 

There are some important policies that have been made in several European nations that greatly 
promote the existence and propagation of cooperative housing projects at the national scale that 
are lacking in North America; however, this is a discussion that requires support at municipal levels 
as well (Harloe, 2008). Discussion is still readily occurring between advocates for and against the 
further promotion of housing cooperatives in North America. Groups opposed to investment in 
cooperative housing essentially see it as a de-commodification of housing to create semi-social housing 
in a capitalist market that is driven by the need for profit.  A multi-scalar discussion is imperative 
to understanding the role that cooperative housing plays in both the complex system that cities have 
developed as well as the larger national and global systems. 

 Understanding that there are many players involved, and the system is ever changing is 
important when trying to analyze and improve long standing complex systems, such as cities. The 
housing market is one component of the city system that can play a role in promoting socio-economic 
sustainability and equality. The Thornecliffe/Greenview and Highland Park areas of Calgary are 
examples of regions in transition as they now are considered inner city areas.  Along with the current 
transition, the area is soon to be the target of major development as it prepares to add a major transit 
way through the region, creating an opportunity for affordable cooperative housing to be added to the 
area. Cooperative housing has the potential to evolve alongside the community as well as positively 
influence the sustainability of the systems it becomes involved with. Cooperative housing serves as one 
portion of the much larger complex system of housing. Even though it represents the basic human 
need of shelter, it is still not always available to individuals of all socio-economic statuses. Despite the 
proliferation of homelessness and accumulation of debt over the last several decades, North American 
cities are still sorely lacking affordable housing options. Unfortunately, those that do have some 
affordable opportunities may turn into a less viable option because of location (Rothblatt & Sancton, 
1993). There are a number of debates surrounding the promotion of cooperative housing in North 
America, and how they can aid or hinder the development of cities.
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 Profit is a major driver in many decisions made in modern day capitalism and as a result 
has the potential to hinder development of products that are not directly defined by their ability to 
produce profit (Harloe, 2008). With the monetary driver existing behind many investors, it becomes 
difficult to draw large scale developers to cooperative housing initiatives. This results in development 
being left to smaller groups who lack the power to mobilize enough cash to create suitable cooperative 
developments. This argument is furthered by the notion that ‘private ownership of land and property 
lies at the heart of the capitalist system’ (Harloe, 2008, p. 536). A large capital investment was injected 
into the affordable housing initiative by the federal government; this value was matched by most 
provinces and territories to aid their regions. Although cooperative housing was not the main goal of 
this investment, it still provides incentives to other investors and can create fiscal opportunity to lower 
income families (About Affordable Housing in Canada, https://www.cmhc-schl.gc.ca). Government 
funding to aid starting up this viable and inclusionary housing type could greatly impact the 
prominence of it within the housing market.

MIXED - USE DEVELOPMENT
Mixed-use development is essential for sustainable, livable communities (Rowley, 1996). It can be defined 
as “any urban, suburban or village development, or even a single building, that blends a combination of 
residential, commercial, cultural, institutional, or industrial uses, where those functions are physically and 
functionally integrated, and that provides pedestrian connections” (Mixed-use Development, 2014). Mixed-
use can occur in four different settings:  (1) within districts or neighbourhoods; (2) within the street and 
other public spaces; (3) within building or street blocks; and (4) within individual buildings (Rowley, 1996).

It is important to produce mixed-use development as it creates a sense of place and community through 
increased interaction of residents, and a connection to the built environment through human-scale 
development. Mixed use development can often enhance the vibrancy, or vitality, of an area (Rowley, 1996).

Having a business on the first level of a development with apartment-style residences above can increase 
the ‘eyes on the street’ (Jacobs, 1961), increasing levels of safety. Residential development integrated 
with commercial space can also help drive retail sales due to increased activity and agglomeration effects 
(Colliers International, 2014). Dense, walkable cities generate wealth simply because of the closeness of 
amenities (Speck, 2012). Mixed-use also offers retailers a stronger customer base (Colliers International, 
2014).

Mixed-use development can help decrease the number of trips made by personal automobiles, and enhances 
walkability (Rowley, 1996). Mixed-use buildings generally offer the ability for developers to take advantage 
of having one space with peak hours during the day, such as an office space, and another space with peak 
hours in the evening, such as a restaurant or night club. This allows “for a more robust building with lesser 
requirements for parking and infrastructure, promoting greater capacity for leasable area and often higher 
property values” (Colliers International, 2014).
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5.0  TRANSPORTATION



 
PEDESTRIAN
 The public realm is an essential component of any city. It communicates the overall aesthetics 
of the environment and can be appreciated at a human-scale, close-up, and at slower speeds. The key to 
establishing a successful pedestrian realm is to implement placemaking, which involves making pedestrians 
feel they belong. Furthermore, placemaking creates a virtuous circle of improved pedestrian connectivity, 
attracting more development and investment that in turn attracts more pedestrians, and so on. Therefore, in 
order for Edmonton Trail to attract future investment and improve the livability of pedestrians, the needs 
of the entire population, including children and the elderly, must be considered if walking is to be a viable 
mode of transportation. All trips start and end with the pedestrian; it is essential to make the pedestrian 
realm more aesthetically pleasing (Walker, 2011). Connected and continuous sidewalks are needed 
throughout Edmonton Trail NE to ensure a safer and more accessible walking environment. Achieving this 
goal requires sidewalks to be provided on both sides of arterial and collector roads. Furthermore, all road 
reconstruction and resurfacing projects should incorporate the construction of new sidewalks where they are 
currently missing. With so much of Calgary defined by streets, special emphasis must be placed on making 
streets great places for walking, shopping and fostering social capital. 

VISION
The Sustainable Mobility Plan aims to build a physical and cultural environment where people voluntarily 
choose to walk. Edmonton Trail at McKnight Boulevard as has significant business activities undertaking in 
its vicinity. The area has potential to improve and become one of the main hubs in the city. The vision of a 
pedestrian friendly area is a place where:

• Design links local land use and transportation decisions with comprehensive community plans and  
  regional policies;

• Walkable and human-scale environments encourage multi-modal transportation;

• The built environment encourages mixed-use development patterns;

• A high level of amenities creates a comfortable environment for pedestrians;

• Sufficient density of employees, residents, and recreational users support non-vehicular modes of  
  travel; and

• Pedestrians are provided with safe, accessible, and convenient pathways in proximity to public  
  transit.
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THE BENEFITS
Walking is Accessible: 
Walking is a free and direct means of mobility to local 
goods, services, community amenities, and public 
transit, and does not display discontinuity (see Figure 
8). 

Walking is Equitable:

Walking is the only mode that is universally affordable, 
and allows users of all ages to travel independently.

Walking is Healthy:

Walking has proven to increase physical fitness and 
well-being.

Walking is Safe: 

An environment where people feel safe and 
comfortable to walk will increase public safety with 
more eyes on the street.

Walking Improves Cohesion and Vitality: 
A Public realm that promotes walking improves social 
interaction among community members and boosts 
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Goal 1:

Make it safer for people 
to choose walking along 
Edmonton Trail NE.

Goal 2:

Improve the quality 
of existing pedestrian 
networks around the 
junction of Edmonton 
Trail and McKnight 
Boulevard. 

{ 
 

Figure 8:  Existing Pedestrian Network
Source: SANDS, 2007.
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In order to engage the community and promote a walking culture, city-wide festivals and activities 
should be implemented to advocate the benefits of walking. Integrating school programs with walking 
activities is an excellent way to develop a walking culture, for example implementing walking 
programs at nearby schools could be a successful outlet. By improving crosswalks and intersections 
for pedestrians in high-density areas, walking can be recognized as a viable means of transportation. 
Furthermore, using textured or colored crosswalks with pedestrian refuge islands on Edmonton Trail 
NE would greatly showcase Calgary’s concern for the priority of pedestrians.

The Sustainability Plan intended to identify potential strategies for achieving our vision of making 
Edmonton Trail NE a more pedestrian friendly environment. There are a number of major barriers to 
implementing these strategies and realizing the dual goals of getting more people to walk and making 
it safer to do so. The main barriers are: the lack of sidewalks on both sides of streets and the lack of 
connectivity between neighborhoods. The following priorities were developed for implementation:

• Sidewalks on both sides of the street, starting with arterial roads and moving towards  
             local roads.

• Improve quality of existing sidewalks.

• Improve / develop crosswalks at all corners of an intersection.

• Improve the pedestrian environment – Sidewalk Safety, Sidewalk Vegetation, Sidewalk

            Amenities, etc.

 • Improve connectivity along the Edmonton Trail NE.

• Develop a positive sidewalk environment with a focus on street amenities.

• Continue to improve existing sidewalk infrastructure (see Figure 9).

Figure  9:  Proposed Pedestrian Improvements  
Source: SANDS, 2007.
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CYCLING
Cycling friendly cities are places with a high quality of life. More cycling results in reduced traffic 
demands, better air quality, and improved public health (Bikes Belong, 2012). This translates into 
higher social and economic well-being for all residents. Cycling friendly cities are places where 
people feel safe and comfortable riding their bikes for fun, recreation, fitness, and transportation. The 
key factors to achieving high levels of cycling is the provision of cycling infrastructure and facilities, 
supportive land use planning and extensive education programs. With approval of the Calgary 
Transportation Plan (CTP), there is a focus on serving Calgarians by providing alternative commuting 
services by focusing on sustainability, the environment, and health. Developing a complete cycling 
strategy is the first step towards making Edmonton Trail NE a more cycling friendly city. 

The lack of current cycling infrastructure is the greatest challenge to making the area more cycling 
friendly and to improve cycling safety. The best way to accommodate bicycles on streets is to provide 
segregated or separated cycling lanes on heavily travelled roads and intersections, and to provide 
traffic calming measures in residential neighborhoods. Today, cyclists are forced to mix with high-
speed motorized traffic: cars, trucks, busses, etc. However, along Edmonton Trail NE there are no bike 
lanes since there is not sufficient space for cyclists to share the road. Since it is a highway, there are 
law restrictions that prevent cyclists from riding on this avenue due to speed limitations and safety. 
Cyclists prefer commuting on streets with less traffic stress, meaning decreased levels of traffic volume 
and speeds (see Figure 10). Due to the lack of cycling facilities in the North Central Communities and 
higher order collector roads, it is not uncommon to see cyclists on sidewalks. Not only does riding on 
sidewalks interfere with pedestrian activity, but it also can be very dangerous when cyclists suddenly 
appear in intersections. 

VISION
 
The City of Calgary has committed to sustainable growth throughout the region through the Municipal 
Development Plan. Achieving a modal shift from private vehicle to active and public modes of 
transportation is essential to building sustainable communities. The vision of a cycling friendly Calgary 
is a place where:

• Everyone can safely and conveniently cycle to access all destinations throughout the city;

• A complete cycling network is fully integrated with pedestrian and public transporta- tion     
             networks, decreasing the dependency on vehicle ownership; and

• Compact and mixed land use development patterns to decrease commuting distances.
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Creating a cycling network is not the only way to get people to cycle more. Providing bicycle facilities, 
parking and integrating cycling with public transit have also been proven to increase cycling in other 
cities (City of Portland, 2010). Calgary can be commended for providing bike racks on all public buses, 
but this initiative will continue to be underutilized if it is not integrated into a comprehensive system of 
cycling routes and facilities. For example, Calgary’s 2011 Cycling Strategy ambitiously aims to expand 
their cycling infrastructure by 2015. Ideally, North Central Communities will have an extensive network 
that allows people to choose cycling as a viable means of commuting throughout the city. However, the 
greatest opportunity for increasing cycling ridership at the lowest cost involves short trips under 8 km 
within residential neighborhoods to and from nearby commercial areas. Designing appropriate facilities for 
trips between subdivisions will simply take more time, further research, and substantial investment. In the 
meantime, people can still use cycling to get around the entire city if it is integrated properly with public 
transit and adequate bicycle parking and end-of-trip facilities.
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THE BENEFITS
Cycling is Sustainable:  
Cycling causes virtually no noise or air pollution and 
consumes negligible nonrenewable resources.  
 
Cycling is Economical: 
Cycling is far less expensive than the private car and public 
transportation, both through direct and indirect user costs. It 
also saves in infrastructure costs and has been proven to boost 
the local economy.

Cycling is Space Efficient: 
Cycling reduces traffic congestion on roads and requires 
far less space for parking. One car parking space can 
accommodate 10 parked bicycles.

Cycling is Healthy: 
Cycling improves your physical and mental well-being 
and contributes substantially to a healthy lifestyle.

Cycling is Safe: 
Although it may seem counter-intuitive, increased cycling 
leads to safer cycling. There is “safety in numbers” when 
cyclists are more visible, increasing driver awareness.

 

 
Goal 1:

Increase popularity of 
cycling as an alternative 
mode.

Goal 2:

Decrease vehicle traffic 
and congestion on busy 
roadways.

Goal 3:

Encourage pedestrian 
traffic in the area by 
increasing nearby 
amenities.

Goal 4:

Educate the public on 
the health benefits from 
increased cycling. 

{ 
 

ARTERIAL ROADS & URBAN BOULEVARDS
Due to the high volume and speed of traffic, urban boulevards and arterials such Edmonton Trail and 
McKnight Boulevard are usually not the preferred road type for cyclists. However, they do provide the 
most direct connectivity in this area and, therefore, form much of the Primary Routes. Experienced cyclists 
may feel comfortable riding along urban boulevards on a paved shoulder or wide curb lane. However, the 
ideal options are for all cyclists to have cycle tracks, colored bike lanes, and buffered bike lanes, which are 
completely segregated or off-street paths. Cities with more bike lanes and paths have significantly higher 
cycling ridership rates. Although singular two-way bike lanes are sometimes permissible, it is preferable for 
bike lanes to be one-way facilities heading in the same direction as adjacent vehicular traffic. The minimum 
width of a bike lane should be 2.0 m, however, more is desirable for comfortable cyclist passing (City of 
Calgary, 2011).
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Application:

• Centre St N

• Edmonton Trail NE

• McKnight Boulevard

Best Practice:

• Colored Bike Lane, Portland,

• Cycle Track, Vancouver, BC 

• Buffered Bike Lane, Bruges, BE 

 
Source: NACTO, 2014.

 
Source: NACTO, 2014.
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¾¾½ Existing Cycling Network

The design guidelines for making roads 
and trails on the cycling network safer 
are a result of an in-depth review of best 
practices from around the world. The roads 
on the cycling network are broken down 
into urban boulevards, collectors, and 
locals. Yet, each road should receive its own 
context-sensitive design treatment. Level 
of comfort and safety is the most important 
factor influencing an individual’s decision 
to cycle (Pucher & Buehler, 2008). While 
level of comfort inevitably varies between 
experienced and beginner cyclists, the 
guidelines are intended to make all cyclists 
feel comfortable using the cycling network 
(see Figure 11). 

 
Source: NACTO, 2014.

Figure 11:  Proposed Cycling Netowork 
Source: SANDS, 2007.
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PUBLIC TRANSIT
 Enhancing public transportation systems is essential to achieving the Municipal Development Plan 
(MDP) goals of creating a sustainable community with mobility for everyone. This broad vision from the 
MDP is currently being implemented in a variety of sub-projects with defined objectives. Some examples 
of the City’s commitment can be found in recent initiatives such as the 2013-2022 Investing in Mobility 
Plan to focus development on mobility hubs and transit corridors, goods movement and traffic growth, 
transportation network and optimization, and life-cycle and asset management. The 2013-2022 projected 
capital funding will enable higher levels of public transportation to be viable; almost all of Calgary is served 
with public transportation within an acceptable walking distance (300m); and Transit-Oriented Development 
(TOD) Guidelines are currently in the planning process for existing urban areas and are actively planned 
for in new communities such as North Central Calgary. As Calgary is promoting active and public 
transportation, it is designing urban arterials with extremely wide right-of-ways; in some areas as much 
as 40 meters. Although wide arterials facilitate efficient movement of goods and limit commute time for 
private vehicles, they remain extremely underutilized during off-peak periods along McKnight Boulevard 
NE. Increasing density and providing a stronger east to west transit connection will help make public transit 
a more viable mode for citizens if it can compete with the speed of private automobiles. Upgrades to the 
public transportation system should not compromise the flow of other methods of travel. However, the 
strong cross city connection will optimize the existing right-of-ways without adding significant width to 
arterials or collectors. The proposed bus route will offer commutes to the future Light Rail Transit (LRT) 
alignment along Centre Street North, while offering alternative modes for residents living in higher density 
developments in Skyline West (see Figure 12). 
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VISION
Public transit should be designed during the initial planning phase as opposed to fitting it in later as 
an afterthought. The emphasis needs to be placed on the integral relationship between land-use and 
transportation, chiefly accomplished through TOD Guidelines at the Area Structure Plan, and Outline 
Plan stages. Public transportation must be viewed as a legitimate source of transportation for movement 
throughout the region. The following vision has been developed for efficient public transportation along 
Edmonton Trail NE at McKnight Boulevard with these ideals in mind.

GOAL1: Decision Making

Transit Planners and Engineers have the necessary statistical data and information to make sound decisions 
regarding public transportation and can more accurately match supply with demand. Therefore, the job of 
transportation planners involve answering these “plumber questions” to help people make smart decisions 
about where to locate their homes and businesses, depending on the level of transit mobility that matters to 
them (Walker, 2012, p. 5). Decisions effecting land-use, especially in new communities and redevelopment 
areas, include discussion on how the land-use decisions will impact and shape public transportation both 
locally and regionally.

GOAL 2: Responsibility

The system must not only be sustainable but also comfortable, convenient, efficient, and services all major 
destinations with high frequency, and is cost-effective. Accurate transit information is available to the public 
through a variety of mediums such as through mobile devices, text messaging services, and online map 
services.

GOAL 3: Transparency

Members of the public should be engaged in transit decisions through open houses, interviews, focus 
groups, pamphlet circulation, and other written sources.

GOAL 4: System Flow

Upgrades to the public transportation system should not compromise the flow of other methods of travel. 
The public transit system optimizes the existing right-of-ways without adding significant width to arterials 
or collectors.

As the population grows, it is desirable to have more people select alternative modes of transportation (see 
Figures 13-15). The Sustainability  Plan will promote alternative modes of transportation by emphasizing 
convenience, comfort, and efficiency. An integrated approach to transportation planning will ensure smooth 
interchanges between systems. Bicycles stands and lock-ups, bicycle accommodation on transit, sheltered 
transit nodes, and park-and-rides, among many other possibilities, should be considered. This report 
recommends complete streets in order to  provide equal opportunity for all modes of mobility.

Matching supply with demand and making the public transit system as convenient, safe, reliable, and 
frequent as possible is a cornerstone of this study. The ideas expressed in some of the scenarios are intended 
to provide idealistic futures based on best practices from around the world. The suggestions here provide 
a look at configurations that work in a specific context and are the author’s best recommendations based 
on in-depth case study analysis of public transit systems. More intensive studies on each of the proposals 
would be necessary to verify the recommendations and make the system as efficient as possible as the City 
continues to grow.
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Figure 13:  Projected Population Density by 2014 
Source: SANDS, 2007.

Figure 14 :  Projected Population Density by 2029  
Source: SANDS, 2007.

Figure 15:  Projected population Density by 2076  
Source: SANDS, 2007.
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DISCUSSING THE NORTH CENTRAL LIGHT RAIL TRANSIT (LRT)

The proposed North Central LRT line is to improve the transportation network for populations in North 
Central communities whose numbers are“...expected to more than double by the time Calgary reaches a 
population of 1.5 million” (Calgary Transit Planning, 2006, p.i). Therefore, sufficient land will be required 
to construct the necessary transportation services, while adhering to Sustainable, Environmental & Ethical 
Procurement Policy (SEEPP). Calgary’s decision to implement a North Central LRT line will need to 
consider the cost of land acquisition at reasonable prices in a local and regional context. Three options to 
increase ridership from the North Central to the downtown core have been studied, these options include: 
Nose Creek, Edmonton Trail and Centre Street (se Figure 16). Land acquisition will be a determining factor 
in locating the proposed LRT line, and each option will have advantages and disadvantages that must be 
considered for development North of Stoney Trail and avoid retrofitting major transportation needs in the 
years to come. Locating the LRT line along Centre Street or the Edmonton Trail, two major road corridors, 
would be an ideal choice due to its central location but land acquisition would be difficult because of 
existing low density residential land uses surrounding these areas. Furthermore, these two roadways “...
do not have the sufficient width to accommodate LRT without...significant property acquisition” (Calgary 
Transit Planning, 2006, p.24). Therefore, locating the LRT line along Nose Creek would be the cost effective 
choice because “...land use in the valley is mostly recreational or open space, with some industrial areas” 
making the impact of land acquisition less aggressive on nearby communities (Calgary Transit Planning, 
2006, p.25). Furthermore, the City of Calgary owns the majority of this land in Nose Creek Valley, which 
saves money and time in constructing the LRT line. The greatest disadvantage is that “the valley only 
affords limited access due to adjacent land use...” which could affect accessibility for active transportation 
(Calgary Transit Planning, 2006, p.25). Therefore, Centre Street would be a viable option due to its potential 
for highest ridership.

 

Figure 16 :  Proposed North Central LRT 
Source: SANDS, 2007.
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6.0  URBAN DESIGN



 
CAR-FREE NEIGHBORHOODS

Car free neighborhoods and walkable communities are becoming a key component of smart growth. People 
who already live in such neighborhoods report being happier and healthier, therefore they are becoming 
desirable places where  home shoppers can live, work, learn, worship and play while  being less dependent 
on their cars (Smart Growth principles, 2014). Therefore, the goal or vision is to transform current 
communities and suburbs into settlements similar to car free neighborhoods where the goal is not to banish 
the existence of the automobile, but rather improve the current auto dependent landscapes into sustainable 
and desirable communities (Kushner, 2005, Wann, et al. 2003) 

We envision that by the year 2060, the communities of Thorncliffe and Highland Park could have the 
opportunity to implement a car free neighborhood. More specifically, the neighborhood is envisioned to be 
located within the area in between 4 St NE, Deerfoot trail and McKnight Boulevard. In order to implement 
this idea, we will use HafenCity, an existing and successful car free neighborhood located in Hamburg 
to model our vision. Hafen City has similar characteristics to our vision area. Before being redeveloped, 
HafenCity was a  former industrial land in downtown near a river. When completed, it will add 5,500 homes 
(some subsidized to be affordable) along with shops, parks, entertainment, schools and daycare and offices 
on what has been a massive brownfield.  All, of course, will be walkable, transit-accessible, and compliant 
with the city’s green building standards (NRDC, 2011).

Similarly to the HafenCity development, the car free neighborhood envisioned for 2060 will include mixed 
used, a transit loop and affordable housing. In order to produce a successful environment, a change on 
policy will be required in order to implement some traffic calming techniques around the neighborhood. 
These include the designation of 4 St. NE as a low speed area and the placement of speed bumps in order to 
reduce traffic. 

Moreover,  parking will be reduced to support pedestrian and bike traffic, creating a secure environment 
for them and  increasing the number of potential customers for nearby business (Purcell, 2000). To help 
community members accept and understand the envisioned development, we plan to actively promote 
community engagement by allowing local residents and future buyers to have an input in the planning phase 
and help design the physical structure of the complex while working with the architects and planners. 

The implementation of the car free neighborhoods will bring many benefits to the Thorncliffe and Highland 
Park communities. These include the promotion of face-to-face interaction among community members and 
residents that will generate common values and the increased socialization of the youth (Kushner, 2005). 
Secondly, the targeted area will be revitalized by the creation of quality public transit services, decreasing 
lengths of trips and the availability of different transport modes (Badiozamani, 2003). As a result, the 
communities are predicted to go through an immediate increase in property values that will promote the 
arrival of shops and offices and will have positive economic impacts (Badiozamani, 2003). 

The envisioned neighborhood could also be complemented with Car-free housing, as these projects develop 
more livable, pedestrian cities with more public recreational space (Ornetzeder et al. 2007). Successful 
projects such as Vauban in Freiburg, include connected green spaces and urban residential and mixed use 
densities to invite a pedestrian and transit based urban lifestyle where parking is not required and is kept 
restricted, expensive and unattractive  (Kushner, 2005, p.3). The high desirability of car free neighborhoods 
comes from two factors. First, goods such as housing, offices, and retail and services such as transportation, 
schools, libraries are located within an easy and safe walk. Second, walkable communities make pedestrian 
activity possible, expand transportation options and create a streetscape for a range of users such as 
pedestrians, bicyclists and transit riders.

Therefore, our vision with this type of development is to provide affordable housing, mixed uses and safe, 
car-free commuter routes for all residents, which promote walkability, social interaction and generate very 
complete car free neighborhoods that can be sustained in the future (The independent, 2014).
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Therefore, our vision with this type of development is to provide affordable housing, mixed uses and 
safe, car-free commuter routes for all residents, which promote walkability, social interaction and 
generate very complete car free neighborhoods that can be sustained in the future (The independent, 
2014).

GREEN CAP OF EDMONTON TRAIL

          As an extension to the sustainable approach of our vision of walkable neighborhoods, 
implemented by the car free neighborhoods North of McKnight Boulevard, our ambitious 
redevelopment will be the green cap of Edmonton Trail, which stretches from 41st street up to 
McKnight Boulevard.  This transition is part of a sustainable green infrastructure initiative which 
serves the purpose of revitalizing a community’s social and environmental elements within the city 
system. A community’s green infrastructure is described as the existing make-up of trees, open 
spaces, shrubs and soils that allows less impermeable surfaces and sustains living plant material and 
interconnected ecosystems (Grey and Green Infrastructure, 2003).

         The Green Cap, also referred to as cap parks, highway or green decks, are part of a sustainable 
green infrastructure development which consist of parks, green space, and built canopies along 
freeways or streets that are below grade (Lau, 2010, pp. 3). Green caps are not a new phenomenon, as 
there are a large number of other cities who have implemented such developments including Dallas 
and Chicago (see Figures 17-18).

Figure 17:  Dallas (2012) Redevelopment of Woodland 
Rodgers Freeway into Klyde Warren Park 
Retrieved from: “http://gizmodo.com/five-cities-turning-
ugly-overpasses-into-vibrant-parks-1259568561/all”

Figure 18: Chicago (Proposed): Chicago’s Central Area Ac-
tion Plan has sponsored a freeway green cap
Retrieved From: “http://gizmodo.com/five-cities-turning-
ugly-overpasses-into-vibrant-parks-1259568561/all”

BENEFITS

     There are many benefits when it comes to green infrastructure such as implementing a green cap 
over a freeway or street that would otherwise be underutilized.  When it comes to environmental 
benefits, storm water runoff, which consists of pipes, sewage drains, and grey infrastructure, is more 
costly and has many adverse consequences as opposed to green infrastructure which includes green 
caps that allow for the filtering of water through natural elements such as soil and vegetation and 
enables low-impact forms of development (Green infrastructure?, 2012).  Some researchers argue that 
such low impact developments have the potential to reduce flooding, sewer overflows, and pollution 
from receiving waters as well as supporting the hydrological cycle by providing evaporative cooling,  
as well habitats for wildlife (Nickel, et al., 2014).
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        The sectional green cap along Edmonton Trail has the potential to see many of these same benefits.  
Aside from providing a natural run-off system, this proposed green cap also has the potential to reduce 
Green House Gas (GHG) emissions as well as provide healthier life styles by decreasing the use of 
automobiles, interconnecting parks and green spaces that can increase the viability of active transportation, 
reducing problems associated with obesity.

CHALLENGES

  Aside from all the social and environmental benefits that green caps incorporate, a project of this 
magnitude faces a number of challenges.  Construction, operation, and maintenance cost have been found to 
be relatively high for large green cap projects (Lau, 2010).  Another associated challenge is the amount of 
time and process required to redevelop a large area like this can be lengthy (Lau, 2010).  

         One of Hamburg’s most well-known green projects is the city’s plan to cap a two-mile section of 
a major freeway (see Figure 19). This plan will take 6-8 lanes of traffic that run through the districts of 
Schenlesen, Setellingen, and Bahrenfel (see Figure 3) and redevelop them with the installation of a 34 meter 
wide and a 2-3 meter thick canopy of green spaces over the A7 motorway (Boyer, 2014). A7 Green Cap is 
expected to: 

• green cap of a major freeway with woods, parks, and trails

• create garden plots for its neighboring residents

•  reconnect neighborhoods who had previously been  divided by the freeway system

Figure 19: Green Cap of the A7 Freeway Hamburg, Germany
Retrieved From: “http://inhabitat.com/hamburg-is-building-a-giant-green-roof-cover-over-sections-
of-the-a7-motorway/laermschutz-a7/?extend=1
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MCKNIGHT INTERSECTION GREEN CAP CROSSING

           Building on the success of other examples of green infrastructure around the globe, the 
Edmonton Trail corridor will incorporate ideas for green cap intersections such as the one proposed for 
the A7 freeway in Hamburg Germany (see Figure 20-24). This vision will incorporate slow traffic lanes 
that will be pedestrian and transit friendly.  An alternative to this type of intersection development is 
the Windsor, Ontario’s proposed pedestrian underpass (see Figures 6-7).  Ontario is planning to place a 
large pedestrian friendly plaza under a tree-lined riverside drive (Schmidt, 2013). 

Table 1:  The Benefits and Costs 

Figure 20 :  Proposed Green Cap along Edmonton Trail 
Source: SANDS, 2007.    SUSTAINABLE URBANISM 48



Figure 21: The A7 Interstate before Green Cap. Hamburg, Ger-
many
Retrieved From: “http://inhabitat.com/hamburg-is-building-
a-giant-green-roof-cover-over-sections-of-the-a7-motorway/
laermschutz-a7/?extend=1”

Figure 22: Proposed Intersection at A7 Green Cap. Hamburg, 
Germany
Retrieved From: “http://inhabitat.com/hamburg-is-building-
a-giant-green-roof-cover-over-sections-of-the-a7-motorway/
laermschutz-a7/?extend=1”

 Figure 23: Concept rendering 1.  Of pedestrian underpass, 
Windsor Ontario Retrieved From: “http://blogs.windsorstar.
com/2013/09/09/city-seeks-public-input-on-riverfronts-
future/”

Figure 24: Concept rendering 2. Of pedestrian underpass, 
Windsor Ontario Retrieved From: “http://blogs.windsorstar.
com/2013/09/09/city-seeks-public-input-on-riverfronts-future/”

PUBLIC TOILETS

Mobility around the city is crucial for any demographic, and providing proper infrastructure to achieve this 
is the first step towards creating a cohesive system. Clara Greed argues that toilet provision is not simply 
a social matter, but is also embedded into land use (2003, p. 151). Currently, women, the homeless, and 
caregivers to children and individuals with disabilities are the most susceptible to discrimination in access 
to sustainable transportation. Through ensuring the availability and ease of access for all members of 
society to proper public restrooms, citizens are encouraged out of their vehicles and into the public realm 
(Solomon, 2013, p. 17). 

Areas that are slightly denser, with walking, biking, and transit infrastructure available, provide the most 
ideal location for the placement of public toilets (Condon, 2010, p. 14). Placement is crucial in allowing 
citizens the option of choosing sustainable modes of transportation in order to remain away from the 
home for longer periods of time. As seen in figure 25, public restrooms provide a 600 meter radius of 
effect (Greed, 2003, p. 183), meaning only two facilities would be necessary to meet the need found along 
Edmonton Trail. Greed outlines main roads with an abundance of local shops or amenities are typically the 
most successful area to place a public restroom (2006, p. 130).
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Funding for the construction and maintenance of these facilities is often problematic. Roughly 74% of 
people questioned in Calgary say there are not enough restrooms open to the public and would be willing to 
pay up to one dollar per use to cover costs of maintenance (Calgary, 2008, p. 7). Numerous cities choose to 
charge for the use of public restrooms; however it can result in higher levels of social inequality. Through 
handing out special keys to the homeless and disabled population, Australia found a loop hole in the notion 
of ‘paying to pee,’ while sustaining equality levels (Calgary, 2008, p. 45). Some cities cover cost through 
offering tax incentives to local businesses that open up their restrooms free of charge (Greed, 2003, p. 249).

With one of our assumptions for 2060 being that society will become less dependent on their automobiles, 
it is crucial for urban design to support sustainable transportation. To support the implementation of the 
green cap along Edmonton Trail, two options for public restrooms are available. First, a stand-alone 
structure located within close proximity to one of the busier bus stops along the proposed bus loop 
between 41st and McKnight Blvd. Second is encouraging local businesses to open their doors free of 
charge. Providing proper amenities within the proposed green cap along Edmonton Trail will encourage 
walkability within the area. 

PUBLIC ART

Throughout our study area, there are numerous opportunities to encourage citizen engagement through 
public art. Public restrooms themselves can be made into creative structures that act more as a piece of 
public art and conversation than a restroom, as seen in figure 26. By using creative forms of lighting, figure 
27, not only is an interesting structure created, additions to the vitality and safety of the area are made. As 
public restrooms can double as a piece of art and an essential social amenity, socialization of all walks of 
life increases (Schuster, 2005, p. 220). Which results in what Jane Jacobs termed ‘eyes on the street’ and 
improves the overall level of safety within the area. 

Public art has shown to strengthen civic pride and 
sense of place, two essential elements within a 
sustainable community (Southwick, 2014). Along 
Edmonton Trail there is amble opportunity to bring 
in forms of art. The city sets aside one percent of 
the budget of every development project for public 
art (Southwick, 2014). By encouraging the local 
community to get involved in the designing process 
of small and large projects the landscape of our study 
area will become more vibrant.

Figure 25: The 600 meter radius of effect implemented 
along Edmonton Trail (Greed, 2003, p. 183)

Figure 26: Located in Basal, Switzerland. From inside the 
walls are transparent, while the exterior appears as a series 
of mirrors (Schuster, 2005, p. 221-222)    SUSTAINABLE URBANISM 50



Figure 27: Located in Cambridge, UK. Freeland Rees 
Roberts Architects found a design meant to prevent 
vandalism and undesirable activities (Schuster, 2005, p. 
234)

SOCIAL MIX

 Social mix in terms of gentrification can be understood as the moving of middle-income residents 
into low-income inner-city neighborhoods (Lees, 2008). Recently, “there has been a resurgence of interest 
among national and local governments, urban policy-makers and urban scholars in the concept of social 
mixing” (Lees, 2008, p. 2451). These actors are increasingly seen to encourage and promote social mixed 
neighborhoods and communities. There are several reasons why policy-makers support this and approve of 
policies in favour of social mix and gentrification:  

1) Because middle-class people are stronger advocates of public resources, socially mixed neighborhoods 
will fare better than those without middle-class households. 

2) A socio-economically mixed neighborhood will be better able to support a stronger local economy than 
neighborhoods in which poverty is concentrated.

3) Social mixing could be seen as a way of generating social cohesion (Schoon, 2001).

It has been shown, however, that the new-middle class that enters the formerly lower-income neighborhood 
does not necessarily interact with the local low-income group; this creates a juxtaposition of polarised 
socioeconomic groups instead of a cohesive community (Lees, 2008).  

Individuals that move into a new neighborhood are more likely to start socializing with people that share 
similar interests, as well as cultural and political values (Freeman, 2006). 
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There is evidence that even though a neighborhood can be completely socially mixed, the amount of 
existing social diversity will not correlate with increased interaction between different social groups within 
the neighborhoods. It is even possible for diverse areas to provoke social conflict instead of social harmony 
because of the clash of different cultures, classes and socioeconomic groups (Freeman, 2006). 

It thus becomes important to create policies that will be ready to deal with the host of complex, social, 
economic, and cultural reasons as to why there are concentrations of lower-income residents in the central 
part of the cities (Lees, 2008). 

The addition and implementation of affordable housing into the plans of revitalization of a community will 
stop the creation of homelessness in the area and will lessen the displacement of low-income household 
people into the outer-core of the city Freeman, 2006).

Furthermore, some tools to enhance communication can be also helpful, including:

- neighbourhood directories, periodic newsletters with profiles of residents and their   
 achievements, the creation of social events, and the creation of amenities 

- the creation of community spaces such as parks and community gardens  (Lees, 2008). 

Moreover, the creation of higher density dwellings with retail on the bottom levels and apartments above 
can create spaces of sociability, employment opportunities, and service that is needed in any type of 
community (Rowley, 1996).

It is by cultivating these kinds of areas and projects that socially mixed neighborhoods can become more 
cohesive. Transforming large residential complexes into inclusive and vibrant neighbourhoods favouring 
density and services as well as discouraging the use of the personal automobile can help with social mixing 
(Lees, 2008). 

A NATURAL CHANGE IN HABIT BY 2060

Our vision for 2060 includes the assumption that Calgarians will have adapted their lifestyle to suit the 
needs of being more sustainable. For instance, being in the habit of walking, choosing public transit over 
personal vehicles, and taking advantage of an improved community social net when personal mobility is an 
issue. As the public realm evolves to be more inclusive, more connected, and more sustainable, it will be 
the norm to live this way.

Mathias (2013) asserted that we can change our habits to be more sustainable (p. 3).  It’s not hard to 
imagine a change in lifestyle in response to sustainability initiatives, if you consider the following example 
of the change from 1967 to today regarding littering. When Victoria, B.C.’s Pitch-In Canada began its 
shoreline cleanup campaign back in 1967, it was common to see people littering (Mathais, 2013).  Today, 
25 years after going National in 1988, no Canadian would consider littering; which “speaks to an ability 
to adapt habits to be more sustainable” (Mathias, 2013, p. 4). Besides littering, there were people smoking 
indoors. Contrast this with today. Through various organizations and evolving Canadian city bylaws, both 
littering and second-hand indoor smoke are for the most part a thing of the past. 
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CONNECTED GREEN SPACES

München’s connected parks system is a good example of linked parks, similar to what Patrick Condon 
recommends in his seven rules for sustainable communities (2010, p. 111). Condon notes that linked 
public park spaces has a positive effect on property values, and is compelling evidence for supporting the 
investment in redeveloping an area to include a system of linked parks (Condon, 2010, p. 123). Condon’s 
(2010, p. 123) explains “Linked Parks Strategy 2: use natural system to bound and protect neighbourhoods” 
could go a long way to alleviating the lack of sense of place experienced along Edmonton Tr ( see Figures 
28-29).

Another example of ‘linked parks’ can be found in Lucerne, Switzerland. The use of a promenade enables 
businesses to face the water instead of the street on the other side of the buildings. Similarly, Condon’s 
“Linked Parks Strategy 1: Plan for Nature out Front, Not our Back” (2010, p. 121) reinforces the concept 
of strengthening public and green spaces. There are variations in the setbacks for the buildings, to make 
them appear more naturally integrated into the green space separating the mixed use buildings from the 
water. The benches were long enough for people to stretch out, unlike the current trend in North America 
that has intermittent bars to discourage vagrants. The lake is accessible to everyone, unlike Arbor Lake in 
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Figure 28: Existing Green Spaces 
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Figure 29: Proposed Green Space Connection
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