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Versions françaises et anglaises des documents du projet 

 

Un manque de ressources nous a empêché de traduire dans les deux langues 

officielles les documents sur les lignes directrices pour l‘ensemble des pro-

vinces. Le document sur le Québec n‘est disponible qu‘en français, alors 

que ceux pour les neuf autres provinces le sont seulement en anglais. Tous 

ces documents sont disponibles sur le site Web du projet 

 (www.jeunesenmouvement.ca ou www.kidsonthemove.ca). 

 

Au site Web, on peut aussi trouver le document qui présente les lignes direc-

trices canadiennes, en français et en anglais. En outre, il y a un sommaire en 

français de neuf pages du rapport sur les lignes directrices pour les commu-

nautés rurales. Une traduction française de ce rapport, qui compte environ 

60 pages, suivra sous peu. 

 

 

 

 

English and French versions of the project‘s documents 

 

Lack of resources has prevented production of this project‘s province-

specific documents in both official languages. The document for Quebec is 

available in French only, and the documents for the other provinces are 

available in English only. All the documents are at the project‘s Web site 

(www.kidsonthemove.ca or www.jeunesenmouvement.ca). 

 

At the Web site there are also English and French versions of a document 

setting out the Canadian Child- and youth-friendly land-use and transport 

planning guidelines. As well, there is an English version of the Guidelines 

document for rural communities together with a nine-page summary in 

French. We hope that a French version of the full document will follow 

soon. 
 
  

http://www.kidsonthemove.ca/
http://www.jeunesenmouvement.ca/
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This study reveals that urban fo rm could be significantly associated with 

some forms of physical activity and with some health outcomes. é The 

implications of this and similar research for urban planning are signif i-

cant; municipal and provincial governments should carefully consider the 

health implications of decisions affecting neighbourhood design and take 

the necessary steps to ensure that more compact, complete communities 

are promoted over sprawling, homogenous urban landscapes.  

2009 BC Sprawl Report: Walkability and Health
1†

 

 

 

If we  can build a successful city for children we will have a successful 

city for all people.  

Enrique Peñalosa, former mayor of Bogotá, Colombia
2
 

 

 

What is not so good for children is the complete loss of autonomy they 

suffer in suburbia. In this environment wh ere all activities are segrega t-

ed and distances are measured on the odometer, a childõs personal mobil-

ity extends no farther than the edge of the subdivision. é.The result is 

a new phenomenon: the ôcul-de-sac kidõ who lives as a prisoner of a totally 

safe and unchallenging environment. While this state of affairs may be 

acceptable, even desirable, through about age five, what of the next ten 

or twelve years? Dependent always on some adult to drive them, children 

are unable to practice being adults. They can not run so simple a hous e-

hold errand as picking up a carton of milk. They cannot bicycle to the toy 

store and spend their money on their own. They cannot drop in on mother 

at work. Most cannot walk to school. é. Children are frozen in a form of 

infancy, ut terly dependent on others, bereft of the ability to introduce 

variety into their own lives, robbed of the opportunity to make choices 

and exercise judgement.  

Duany et al, Suburban Nation, 2000
3
 

 

 

Unless effective population -level interventions to reduce ob esity are d e-

veloped, the steady rise in life expectancy observed in the modern era 

may soon come to an end and the youth of today may, on average, live 

less healthy and possibly even shorter lives than their parents.  

Olshansky et al, New England Journal of Medicine, March 2005
4
 

                                                 
† Superscript numbers throughout this document point to 133 reference and other notes that begin on Page 71. 
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Summary 

 

This document is in three parts. The first part provides reasons as to why land-use and 

transport
‡
 planning should be made more child- and youth-friendly. The second part elab-

orates and explains 19 guidelines that could be applied in the course of a municipality
5
 or 

other agency becoming more child- and youth-friendly in its transport and land-use plan-

ning. The third part provides some discussion of implementation issues. 

 

As well as being presented and discussed in detail in second part of this document, the 19 

guidelines are listed in the Table of Contents beginning on Page 2 and again in a section 

entitled ‗The 19 Guidelines on one page‘ on Page 65. 

 

The guidelines are prompted by disturbing trends in young people‘s transport activity and 

related matters. They appear to be travelling much more by car, taking time that could be 

dedicated to exercise, including walking or bicycling to the destinations of the car jour-

neys. As well as exercising less, and weighing more, other effects may result from the 

lost exercise associated with the increased automobile use. They include reduced inde-

pendent mobility, impaired academic performance, and compromised emotional devel-

opment.  

 

Young people are especially vulnerable to the adverse effects of motorized traffic. Nota-

ble are the effects of poor air quality, including poor air quality inside the vehicles they 

travel in and poor air quality arising from the overall level of motorized traffic in the 

community.  

 

The transport needs of young people differ from those of adults, partly because their des-

tinations are different and partly because they travel using different modes. On 

schooldays, for example, the majority of walking and cycling trips are still made by 

young people notwithstanding notable increases in travel by car. Thus, facilities for non-

motorized modes are much more important for young people‘s travel than they are for 

adults.  

 

Overall, about a fifth of all local trips may be made by young people, a significant share 

that impels attention to their transport needs.  

 

The guidelines concern land use as well as transport because land use is a key factor in 

determining the transport patterns of young people as it is for adults. 

 

The 19 guidelines are grouped into six categories: putting young people first in land-use 

and transport planning; providing for them as pedestrians, as cyclists, and as transit users, 

                                                 
‡  Except when quoting other documents, the shorter word transport is used here rather than transportation. This fol-

lows the use of the federal government in naming a department Transport Canada rather than Transportation Canada. 
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providing for journeys to and from school, and reducing the impacts of all transport activ-

ity on young people. 

 

Several barriers regarding young people and transport are noted, with suggestions as to 

how they might be overcome. Opportunities for including young people in decision-

making about transport and land use are set out, and other pointers towards application of 

the guidelines are elaborated. 

 

The guidelines have been prepared chiefly for use by municipalities and their agencies as 

a resource in making their land-use and transport planning more child- and youth-

friendly. They may well find application in other contexts including the work of school 

boards and relevant parts of provincial governments. The guidelines could be used to 

complement planning for active transport (i.e., non-motorized or human-powered 

transport)
6
 and efforts towards attainment of more sustainable communities. 

 

The guideline in this document could be of more use to urban and suburban communities 

in British Columbia than to rural communities. During the course of the project, we at-

tempted to address this by preparing a guidelines document for rural communities. It is 

available at the project‘s Web site: www.kidsonthemove.ca. There are main guidelines 

documents for each of Canada‘s ten provinces – all available at the Web site – but only 

one document for rural communities. 

 

Use of the guidelines could result in communities that are not only more child- and 

youth-friendly but are more agreeable for persons of all ages, and—through their empha-

sis on active transport—more sustainable. 

 

http://www.kidsonthemove.ca/
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PART I. TOWARDS GUIDELINES 
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1. Introduction 

This is the British Columbia version of ten Guidelines documents, one for each province 

of Canada. The ten documents are elaborations of a set of 19 Child- and Youth-Friendly 

Land-Use and Transport Planning Guidelines developed through processes of consulta-

tion in each province. The 19 guidelines are essentially the same across Canada, although 

ordered a little different in the version for Quebec, which is in French only. The other 

nine Guidelines documents are in English only. A bilingual document briefly sets out the 

Canadian Child- and Youth-Friendly Land-Use and Transport Planning Guidelines. All 11 

documents and other material are available at the http://www.kidsonthemove.ca (or 

http://www.jeunesenmouvement.ca). 

 

 

1.1. Concerns about young people and today‘s transport and land use 

There are several compelling reasons to be concerned about young people and today‘s 

transport, and about the related matter of how land is used. Here are some of them: 

ü Young people appear to be spending growing amounts of time in cars. 

ü Some of this car travel has replaced walking and bicycling, removing valuable oppor-

tunities for physical exercise. 

ü Some car travel has replaced transit use, reducing the present and the future viability 

of transit systems, and further reducing young people‘s opportunities for exercise. 

ü Growth in young people‘s travel by car may contribute to growth in the overall amount 

of motorized transport activity and thus increased emissions of globally active pollu-

tants, including those associated with climate change. 

ü Being in cars can be harmful to occupants, because in-car air quality can be poorer 

than ambient air quality and because the view of the passing world through a wind-

shield can be limiting. 

ü Young people travel to where young people gather, meaning that if they travel by car 

pollution from traffic in the vicinity of these places—e.g., schools—will be higher. 

ü Whether or not young people travel by car, they are especially susceptible to pollution 

from traffic and thus from the increased pollution that results from traffic growth. 

 

Section 3 below expands on these and other concerns.  

 

 

1.2. Evolution of the Guidelines for British Columbia 

The development of this document has its origin in work in Ontario in 2002-2005 that 

sought to make municipal planners and others more aware of the above concerns and of 

the transport needs of children and youth, and to have the planners involve children and 

youth more in decisions that affected children and youth. Just about everyone who was 

http://www.kidsonthemove.ca/
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consulted wanted these things to happen. Discussions with the development industry and 

municipal planners in particular pointed to the need for a set of guidelines that could be 

of use to transport and land-use planners. 

 

The Centre for Sustainable Transportation, then based in the Toronto region, undertook 

development of a set of Child- and Youth-Friendly Land-Use and Transport Planning 

Guidelines for Ontario, with the support of the Ontario Trillium Foundation. These 

Guidelines were published in 2005 and work since then in Ontario has been directed to-

wards their dissemination among municipalities and other interested parties.  

 

Soon after the Ontario Guidelines document was produced, draft versions were produced 

for British Columbia and Nova Scotia, to see if there was merit in adapting the Ontario 

document for use in other provinces. 

 

The Public Health Agency of Canada became convinced that there could be merit in de-

veloping such Guidelines for each Canadian province and provided support for the pro-

posed work. 

 

As a result of consultations in all provinces, the number of guidelines was reduced from 

27 to 21 and then to 19.  

 

The first draft of the Guidelines for British Columbia, produced in 2005, was based on 

the original set of 27 guidelines. Subsequent drafts were based a set of 21 guidelines. The 

present final (for the moment) version has 19 guidelines. The two guidelines most recent-

ly removed concerned making sidewalks suitable for use by young children on bicycles 

and tricycles and helping to reduce the time spent in school buses to below 40 minutes a 

day. The concerns that led to these guidelines remain reflected in the present text.  

 

Dropping the two guidelines has secured consistency with the guidelines developed for 

other provinces. It has enabled development of a set of Canadian Child- and Youth-

Friendly Land-Use and Transport Planning Guidelines. This set of 19 guidelines is elab-

orated in a bilingual document with this title that can be downloaded from the project‘s 

Web site (www.kidsonthemove.ca).  

 

Although each province has, with minor differences, the same set of guidelines, the 

guidelines documents for the ten provinces differ considerably, reflecting differences in 

circumstance, legislation, language, and practice. The reason for working to ensure one 

set of guidelines for the whole of Canada is that such a set will have more weight, within 

Canada and outside, than several different sets, and will be more likely to achieve nation-

al and international exposure. 

 

There is perhaps already more awareness of the planning-related needs of children and 

youth in BC than in other provinces. A reflection of this is the existence of the document 

http://www.kidsonthemove.ca/
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Municipal Tool Kit for a Child and Youth Friendly Community, produced in 2008 for the 

Society for Children and Youth of BC.
7
 We hope that the present document will comple-

ment the Municipal Tool Kit and together provide a powerful resource for local govern-

ment in BC. 

 

 

1.3. Rural children and youth need guidelines too 

Because of how they were developed, the guidelines may have the most application in 

BC‘s urban communities. They may also be of value to planners working in rural and 

northern communities. Residents of rural communities in particular are likely to be more 

car-dependent, travelling longer distances for most purposes including attendance at 

school.
8
 Young rural residents are less likely to walk or bike to school than their urban or 

suburban counterparts.
9
 Transit services are generally unavailable in rural areas. Never-

theless, most of the 19 guidelines could be helpful in refashioning rural communities to 

be more child and youth friendly.  

 

In many respects, children and youth in rural areas may be more in need of guidelines 

such as those presented in Part II. Although young people in rural areas may not have 

lower physical activity overall than young people in non-rural areas,
10

 they may travel 

more by car and suffer more the already-noted effects of car travel. Data are clear on one 

matter: several studies have shown that young people living in rural areas have much 

higher than average rates of traffic-related fatalities and injuries.
11

 

 

The case is sometimes made that rural communities are less interested than other com-

munities in making arrangements for walking and bicycling and other forms of active 

transport. Numerous rural communities in British Columbia and elsewhere demonstrate 

the opposite. They have set the goal of raising their residents‘ levels of active transport. 

Two good examples are those of the District of Sparwood, BC, and the Village of Min-

den, Ontario (230 kilometres north-east of Toronto), both of which have produced active 

transport plans.
12

  

 

The District of Sparwood and numerous other local governments throughout BC, encom-

passing many rural areas, have produced active transport plans with assistance from the 

Built Environment and Active Transportation program. BEAT is an initiative of the BC 

Recreation and Park Association. BEAT‘s community planning grant program is adminis-

tered by the Union of British Columbia Municipalities.
13

 

 

Towards accommodation of rural concerns, we have produced a separate document for 

municipalities in rural areas and their planners. This document is available at the project‘s 

Web site (www.kidsonthemove.ca). We did not have the resources to prepare a separate 

rural document for each province. We hope, nevertheless, that the document we have pre-

pared will be of value in rural communities across Canada and perhaps elsewhere. 

http://www.kidsonthemove.ca/
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1.4. Complementing ‗age-friendly communities‘ planning 

These guidelines can be seen as complementing efforts to engage in what is known as 

‗age-friendly communities‘ planning, which usually concerns the needs of older per-

sons.
14
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2. Transport and land use 

Land use features almost equally with transport as a topic of the guidelines set out here. 

How land is used is a key factor in how people and freight move. The more settlement 

spreads out, the more cars are likely to be used, for two reasons. The first, which applies 

to most communities, is that when settlements are spread out distances can be too far for 

practicable access other than by motorized means. The second is that low densities in 

larger urban areas make transit alternatives financially difficult to sustain.  

 

Also in play are two processes whereby car use reinforces itself. One is the fundamental 

synergy between the automobile and low-density development. The car makes low-

density development possible; otherwise there would be no ready access to the develop-

ment. Once constructed, such development encourages car use that in turn reinforces the 

place of the car in society, making more low-density development feasible and likely. The 

second mechanism of self-reinforcement arises from the way the car takes over the land-

scape. Where there is much car traffic, travel by foot or bicycle—and even access to 

transit—can be challenging, less secure, and less enjoyable, thereby reinforcing further 

use of the car and further provision for the car, reducing more the likelihood of travel by 

foot, bicycle or transit. 

 

Another relevant aspect of land use concerns smaller communities and the extent to 

which they have the facilities and resources needed for everyday living. Without them, 

journeys must be made to what are often quite distant communities, usually by car. For 

the present guidelines, the most relevant facilities and resources are schools. Elementary 

and secondary schools are gradually being centralized in British Columbia and in many 

parts of Canada,
15

 meaning that on average young people make longer journeys to and 

from school, and are more likely to travel by car or school bus than by foot or bicycle. 

 

It‘s not only schools that have been centralized. Small local stores have been replaced by 

stores in malls, usually at a greater distance from customers, or by larger stores serving a 

broader catchment area. Children, who might once have learned much from running er-

rands to a local store, now find themselves accompanying parents on long shopping trips 

by car. Access by foot, bicycle, or transit to malls and larger stores is often challenging. 

 

Density may be the most important factor influencing car use, but there are others. How 

land uses are mixed can be important. If schools, workplaces, and stores are near resi-

dences, the result may be  more walking and wheeling, other things being equal.
16

 If uses 

are clustered into nodes, transit may be viable along connecting corridors, even though 

overall urban densities are low. 

 

As well as more general factors influencing overall use of the different modes, there can 

be local features that help favour one mode over another. An example is provision of 

sidewalks and bicycle lanes and paths. Another is the particular positioning of schools 
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and community facilities, which can be on main roads to facilitate access by motorized 

vehicles, or within neighbourhoods to facilitate access by pedestrians and cyclists. 

 

In summary, land use and transport affect each other powerfully. It makes sense to have 

guidelines that address both factors. 
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3. Transport and young people‘s health 

 

3.1. Young people are especially vulnerable 

The strongest reason to provide special attention to children‘s needs in relation to 

transport is the possibility that current arrangements are harming them more than they 

might be harming adults. 

 

Evidence of special harm need not be surprising. Here‘s what the Canadian Institute of 

Child Health has said about the physical vulnerability of children. 

The developing body systems of the child, particularly tissues and organs, are 

more sensitive to environmental toxicants. Tissues that are under development 

are more susceptible to toxic effects because they rely on chemical messengers 

for growth. Organ development begins during early foetal life and continues into 

adolescence. 

Children receive greater exposures than adults because they eat more food, drink 

more water, breathe more air per unit of body weight than adults. Furthermore, 

depending on their age, children‘s ability to metabolize, detoxify and excrete 

many toxicants is different from that of adults.
17

 

 

Many of these observations would likely apply also to growing adolescents. They suggest 

strongly that young people are more affected than adults by transport-related impacts. 

 

Children and youth in poverty can be additionally vulnerable. They may have greater 

‗passive‘ exposure to traffic-related pollution because they are more likely to live near 

high traffic areas.
18

 An additional vulnerability arises too when distances are large, facili-

ties are centralized, and transport opportunities are limited. Access to health care can be 

especially compromised for poorer people including children and youth.
19

 

 

 

3.2. Links among transport, physical activity, body weight, and health in young people 

Poor nutrition and sedentary lifestyles that revolve around television and video games 

have been blamed for young people‘s reduced physical activity and rising average body 

weights.
20

 Recent evidence from Canada,
21

 the United States,
22

 and the United King-

dom
23

 suggests that dependence on automobiles to transport children to school and lei-

sure activities may also be a factor. These are some relevant findings: 

ü ―Over 50% of Canadian children and youth rely solely on inactive modes of transpor-

tation to travel to and from school, with a further 21% using inactive modes for at least 

part of the journey. Adolescents are more likely than children to commute to school 

using sedentary forms of transport.‖
24
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ü ―In Canada, the average amount of time in a school week devoted to physical educa-

tion is less than one hour; this is among the lowest in the world and is less than 40% of 

the 150 minutes recommended to meet standards for Quality Daily Physical Education 

(QDPE). Fewer than 5% of schools in Canada meet standards of QDPE.‖
25

 The low 

level of formal physical education contributes to the finding that 73% of Canadian 

children aged 2-15 years do not exercise enough to maintain a healthy body weight 

and only 9% meet Canada‘s exercise guidelines for children and youth.
26

 

ü The body weights of a sample of Canadian young people aged 2-17 years were meas-

ured in 2004 and 26% were found to be overweight or obese, with a range of 22% 

(Alberta) to 36% (Newfoundland and Labrador). The share for British Columbia was 

26%, the same as the national average.
27

 

ü A US study found that ―adolescents living in sprawling counties were more likely to 

be overweight or at risk of overweight than those living in compact counties.‖
28

 

ü A UK study demonstrated that children who walk to school burn more calories than 

those who are driven. The number of calories burned weekly through walking to 

school is the equivalent of two hour-long classes of physical education. Also, children 

who walked to school were found to be generally more active than children who did 

not walk.
29

  

ü In a detailed assessment of numerous measures to prevent cancer, the World Cancer 

Research Fund and the American institute for Cancer Research gave the highest rating 

to confidence in the evidence for the efficacy of ―creation and revival of active trans-

portation systems.‖
30

 

 

The World Health Organization (WHO) has published a comprehensive document on this 

subject that includes the following:
31

  

A systematic review of strategies that promote physical activity concluded that walking is 

the most important form of physical activity that should be encouraged to improve public 

health given that it is the activity most widely available. … Interventions that encourage 

walking and do not require attendance at a facility are most likely to lead to sustainable in-

creases in overall physical activity. 

 

Two US researchers have suggested that interventions with the most long-lasting effects 

involve changes to the built environment:
32

 

Changing the built environment to increase children‘s physical activity for recreation and 

transportation, to improve access to healthful foods, and to reduce access to less healthful 

foods can help provide long-term solutions to the childhood obesity epidemic. Unlike the 

often-transitory effects of motivational and education approaches to addressing obesity, 

changes in behavior prompted by changes in the built environment should be long lasting. 
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3.3. Traffic-related fatalities and injuries 

The rates of traffic-related injury and fatality are generally lower for children than for 

adults. Nevertheless, the following should be considered: 

ü Road traffic crashes are the leading cause of injury death in Canada for children over 

the age of one year.
33

 

ü The risk of harm to a child from traffic is considerably higher than the risk of harm 

from a stranger.
34

 

ü A study in the UK found that a quarter or more of children who survive traffic crashes 

may suffer from post-traumatic stress disorder. Symptoms include depression, recur-

ring nightmares, difficulty attending to school work, and fear of cars.
35

 

Injuries and fatalities resulting from traffic crashes increase dramatically with the speed 

of the vehicle at the time of impact. For example, one U.S. study reported that compared 

with crashes involving a vehicle travelling 16-31 kilometres/hour, the risk of serious inju-

ry or death to a pedestrian aged under 20 years was 2.1, 7.2, and 30.7 times higher at ve-

hicle crash speeds of 32-47, 48-63, and 64 km/h or more, respectively. For any given ve-

hicle speed, children appear more able than adults to survive crashes without serious inju-

ry or death.
36

 However, children are also more likely to travel by foot. The relationship 

between vehicle speed and crash outcome has been summarized by one source in the 

chart in Figure 1.
37

 

 

Keeping Children Safe in Traffic,
38

 a report by the Organization for Economic Coopera-

tion and Development, outlines risks for children in traffic, progress made towards creat-

Figure 1. Schematic relationship between vehicle speed and accident severity 
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ing safer environments, and the best practices of countries that have made concerted ef-

forts to reduce the risk to children from traffic. Some of the best practices include 

measures to reduce traffic speed, and public education for children, parents and drivers.  

 

The World Report on Child Injury Prevention, produced by the World Health Organiza-

tion (WHO) and the United Nations Children‘s Fund (UNICEF), urges that speed limits 

be set at 30 kilometres per hour or lower in residential areas and around schools. Where 

high speeds are permitted, there should be provision to separate pedestrians and cyclists 

from other traffic.
39

  

 

It‘s worth repeating here the observation in Section 1.3 above that ―young people living 

in rural areas have much higher than average rates of traffic-related fatalities and inju-

ries.‖ 

 

What can be added here is the particular danger, mostly in rural areas, arising from young 

people‘s use of all-terrain vehicles (ATVs). The Canadian Paediatric Society has taken the 

position that young people under 16 years of age should not be permitted to ride all ter-

rain vehicles, noting that they account for almost one-third of ATV injury-related emer-

gency department visits and hospitalizations.
40

 British Columbia has had the fewest re-

strictions on ATV use in general and use by young people in particular, although this 

seems about to change for use on government-owned land.
41

 

 

In many places, ATVs are allowed on trails used by walkers, joggers, and cyclists. This 

would seem a dangerous practice, particularly where there are many such users and when 

shared-use trails enter towns and villages. In March 2009, the federal government an-

nounced a $25-million investment to build and renew multi-purpose trail infrastructure in 

Canada for walking, running, cross-country skiing, biking, ATVs, and snowmobiles.
42

 

 

According to the two US researchers quoted above, ―priority should … be placed on de-

signing roads, sidewalks, and crosswalks that make it safe for children to walk and cy-

cle.‖ They noted that in countries where there are extensive active transport networks and 

strong well-enforced laws protecting pedestrians and cyclists there are lower rates of pe-

destrian and cycling injuries.
43

 

 

 

3.4. Effects of traffic-related poor air quality, including poor in-vehicle air quality 

Road traffic is the main cause of poor air quality in most of the urban areas of the world 

and many rural areas, including in Canada. There is considerable evidence that this poor 

air quality harms children, including the following: 

ü Work for the World Health Organization (WHO) has found that children may be more 

vulnerable to airborne pollution because their airways are narrower than those of 

adults.
44
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ü The same work for WHO reported that there appears to be no threshold for ozone lev-

els that are safe, and children are particularly susceptible.
45

 

ü Other work for WHO and for the United Nations Economic Commission for Europe 

(UNECE) reviewed numerous reports of significant associations between respiratory 

symptoms or hospital attendance and exposure to particulate matter or nitrogen diox-

ide, or both (two products of vehicle exhaust) in healthy children and in children with 

asthma or other chronic respiratory disease.
46

 The same work reviewed studies of non-

respiratory effects, including children‘s mortality and adverse pregnancy outcomes.
47

 

ü Work in Denver, Colorado, found that children who live near high-traffic areas (20,000 

cars per day) may be six times more likely to develop childhood leukemia and other 

cancers.48 

ü Children living in areas of Europe and California with poor air quality have been 

found to have reduced lung function growth that places them at risk for future respira-

tory illness.
49

 

ü Children in low income areas may experience multiple adverse health impacts from 

transport. This has been raised as an issue of environmental injustice.
50

 

ü Visits to the emergency departments of 41 hospitals in Atlanta, Georgia, for asthma or 

wheeze were associated with ambient ozone levels and with levels of primary pollu-

tants from traffic sources.
51

  

ü A Finnish study found that preschool children who were taken to day-care centres by 

car or bus had higher peak exposures to carbon monoxide than children who walked or 

who were taken by bicycle.
52

 

 

The immediate cause of the higher exposures in the last finding was not clear. It could 

have been because car and bus journeys are longer, or because in-vehicle air quality was 

particularly poor. According to another report, ―Elevated in-car pollution concentrations 

particularly endanger children, the elderly, and people with asthma and other respiratory 

conditions.  While it receives little attention, in-car air pollution may pose one of the 

greatest modern threats to human health.‖53  

 

Other work on in-vehicle air quality and its potential impacts includes the following: 

ü A study of children‘s exposure to diesel exhaust on school buses in the United States 

indicated that concentrations of fine particulates were often 5-10 times higher than av-

erage levels measured at fixed-site monitoring stations.
54

 

ü Another such study, conducted in California, found that ―A child riding inside of a die-

sel school bus may be exposed to as much as four times the level of toxic diesel ex-

haust as someone riding in a car ahead of it. … these exposures pose as much as 23 to 

46 times the cancer risk level considered significant under federal law. What‘s more, 

these troubling results suggest that diesel exhaust on school buses could contribute to 

respiratory problems among sensitive children, such as asthmatics.‖
55

 In January 2008, 
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BC‘s environment minister agreed that ―emissions from diesel engines in school buses 

can create serious health problems and worsen existing ones‖ and announced a $1.1-

million retrofit program to add exhaust filters to school buses.
56

 

ü One author reviewed relevant data and concluded, ―Drivers and passengers in cars 

may inhale up to 18 times as much pollution as people outside their vehicle, the worst 

occurring in slow-moving driving conditions in urban areas. Levels of benzene were 

found to be two to 18 times higher than ambient air and levels of carbon monoxide 

two to 14 times higher. Nitrogen dioxide is also higher (1-2.5 times), especially during 

high-speed driving on motorways and during afternoon rush hours.‖
57

 

 

Additional matters that may deserve more attention than they have been given are the 

higher-than-average concentration of vehicle-related pollution at sidewalks and the loca-

tion of vehicle tailpipes in relation to pedestrian traffic. Several studies have shown that, 

for example, ―roadside and in-vehicle and out-of-vehicle concentrations were typically 

several times higher (in congested roads) than those measured at a background monitor-

ing station.‖
58

 

 

An Australian study reported that pollution concentrations in pedestrian ―breathing 

zones‖ resulting from passing vehicles (travelling less than 45 kilometres/hour) were on 

average six times higher when tailpipes were located on the curb side of the vehicle than 

when they were located on the other side.
59

 Walking children and children in strollers are 

generally closer to tailpipes and for them the adverse effects of curbside tailpipe location 

may well be greater. In North America, vehicle tailpipes appear to be more often located 

close to rather than away from the curb.  

 

 

3.5. Effects on emotional and behavioural development 

A road traffic crash can have an extreme impact on a child‘s development, even if the 

child is not directly injured. There are more subtle effects from being in an automobile 

and from the effects of road traffic generally, including the effects of traffic noise and the 

effects of traffic on the quality of the social environment. Some relevant findings include 

the following: 

ü An Australian study found that heavy traffic reduces the independent mobility of chil-

dren and youth.
60

 

ü An investigation in the UK found that opportunities and locations for spontaneous, 

non-structured play can be severely restricted by traffic.
61

 

ü An Austrian study found that the low-level but chronic noise of moderate traffic can 

stress children and raise their blood pressure, heart rate, and level of stress hormones.
62

 

ü Clear evidence on the effects of road traffic noise on the development and behaviour 

of young people may result from an ongoing major European Commission project 
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(RANCH).
63

 In the meantime, work showing an adverse effect of aircraft noise on 

children‘s cognitive performance can be noted.
64

 

ü There is some evidence from Austrian work that young people who walk to school are 

emotionally healthier than children who travel by motorized means.
65

  

ü A US report suggests that physically active teens have higher self-esteem and engage 

less in behaviour associated with health risks.
66

 

ü The Canadian Fitness and Lifestyle Research Institute asked youth to rate their quality 

of life and compared this to physical activity levels. Youth who were physically active 

in school and outside of school rated their quality of life higher than youth who were 

less active. 
67

 

ü A Swiss study found that half of five-year-old children who lived on an ―inadequate‖ 

street ―where traffic is a nuisance and menace to children at play‖ never played out-

side, and only 10 per cent played outside for more than two hours a day, mostly in 

playgrounds.
 68

 All five-year-olds who lived on an ―adequate‖ street played outside, 

most for more than two hours a day. (Whether the children were supervised was not 

recorded.) The report on the study concluded that the latter group had ―a pool of expe-

rience that is clearly more diverse and rich‖. The report also noted that parents of chil-

dren who go out least—mostly those who live on ―inadequate‖ streets—had fewer so-

cial contacts with other parents and were therefore less able to meet child-care needs. 

ü U.S. work on adult social bonds in neighbourhoods found that these were weaker ac-

cording to the extent of automobile dependence of a neighbourhood‘s residents (but 

not according to the extent of sprawl per se, i.e., according to how thinly the neigh-

bourhood was populated).
69

 

ü A report on a California Department of Education study suggested that physically fit 

students performed better academically.
70

 

 

On the negative side, common sense might also suggest that being in a car could have 

adverse effects on emotional development. According to the testimony of a psychologist 

before a U.S. Congressional committee,  

Driving and habitual road rage have become virtually inseparable. Road rage is a 

habit acquired in childhood. Children are reared in a car culture that condones 

irate expression as part of the normal wear and tear of driving. Once they enter a 

car, children notice that all of a sudden the rules have changed. Itôs okay to be 

mad, very upset, out of control, and use bad language thatôs ordinarily not al-

lowed. By the time they get their driverôs license, adolescents have assimilated 

years of road rage.ò
71
  

 

However, there does not appear to be good evidence concerning the effect on children of 

exposure to in-vehicle aggression. 
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There appear to have been few formal studies concerning the impact of mode of travel to 

school on intellectual and emotional development. Common sense may suggest that 

walking in particular, compared with travel by car, provides a richer environment more 

suited to enquiry and exploration and to establishing a sense of neighbourhood identity. 

Neighbourhood trust and social cohesion may be contributing factors.
72

   

 

There is a growing body of research that supports the value for children and youth to in-

crease their exposure to the natural environment.
73

 A US author has outlined the oppor-

tunity for communities to plan for such exposure.  

During the next decade or two, a crush of city and county master plans will be 

newly drawn or updated, determining the future of our open space. All over the 

country, creators of these plans and the public that advises them will have an op-

portunity to consider whether the veins of nature and wildness will be as im-

portant as the arteries of transportation to the future of our neighbourhoods.
74

 

 

 

3.6. Links with land use  

The links between land use planning and transport planning are well established. A 2007 

report for the Provincial Health Services Authority included the following: 

For years urban planning researchers have been studying the relationship be-

tween urban land use patterns and transportation outcomes – whether the layout 

and appearance of a city or neighbourhood makes a difference to how much peo-

ple drive, walk, bicycle or take transit. From this research, a relatively strong link 

has been established between compact, mixed-use and pedestrian oriented devel-

opment patterns and higher levels of cycling, walking and transit use. Not sur-

prisingly, low density, car-oriented areas are associated with more driving and 

less transit, walking and bicycling.
75

 

 

A later paper prepared for this agency and two others included the following: 

A 2006 report from Smart Growth BC makes the connection between land-use 

policy, resulting urban forms, transportation, behaviour changes and health ef-

fects. This ‗ripple effect‘ is shown in Figure 3 [reproduced on the next page as 

Figure 2 of the present document]. For example, we know that walking and bik-

ing to school have become much rarer, in part because of planning and invest-

ment policies (approvals for new development are not tied to spending to im-

prove pedestrian and bicycle infrastructure), urban form patterns (school sites are 

not easy for children to walk or bike and because our communities are not built to 

support those activities). The result on individual behaviour? Only 10 per cent of 

students use active transport to get to school. The result on population health? 

Thanks to rising obesity rates – what some call the new tobacco – we‘re faced 
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with the very real possibility that the current generation of children may actually 

be the first to have a lower life expectancy than their parents. … 

In sum, effective planning creates supportive settings that promote healthy 

human habitats and healthy social interaction: access to recreation, schools, 

jobs, health and social care, strong social networks, good air and water quality, 

and opportunities for physical activity. All of these depend on our commitment to 

creating a healthier built environment.
76

 

 

A later Smart Growth BC report includes the following: 

Walking, cycling and wheeling are accessible and affordable activities for most 

British Columbians and yield significant health benefits. Moreover, recent evi-

dence suggests that teens who engage in a variety of physical activities, including 

walking, cycling and skateboarding, have higher self-esteem and lesser tenden-

cies of engaging in risky behaviours.  

You can design your community to make active forms of transportation safer, 

more attractive and convenient. Increasing the density, land-use mix and connec-

tivity of your community‘s built environment has been found to be the most ef-

fective strategy to facilitate active transportation. A more connected roadway and 

multipurpose trail system reduces the distances that must be travelled to reach a 

destination. This is especially important for children and youth, as the two most 

important factors determining whether they walk to school are distance and 

walkability.
78

  

Figure 2. The ‗ripple effect‘ from land-use planning through transport to health
77
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3.7. Concluding comment 

All the foregoing taken together may provide more than ample justification for consider-

ing and implementing measures designed to change how children and youth move, and 

move themselves, and to reduce their exposure generally to transport‘s adverse impacts. 

Guidelines can provide both a stimulus and a guide to action. 
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4. Identifying the travel needs of children and youth 

 

Children and youth can have different needs from adults because they are smaller, grow-

ing, developing and dependent, and generally more vulnerable. They also have different 

needs among themselves according to age. Table 1 on Page 26 sets out an assessment of 

their travel needs and requirements at different ages. 

 

Except for the legal requirement concerning driving, the age grouping in Table 1 is ap-

proximate. What children and youth are expected to do or would like to do varies accord-

ing to circumstance. A child in the inner city, in a family that travels much by transit, 

might begin to use transit without an adult at an earlier age than a comparable child who 

lives in a suburb.
79

 There may also be changes over time. The first unsupervised transit 

use by an inner-city child may occur later today than it did 30 years ago when transit use 

was relatively more common and transit may have been perceived as safer. 

 

The needs identified in Table 1 are considered when the guidelines are developed in Part 

II of this document. 

 

The fundamental considerations in developing the guidelines in Part II are firstly that the 

needs of children and youth are different from those of adults (although often not so dif-

ferent from senior citizens), and secondly that these different needs deserve as much at-

tention as the needs of adults.  

 

The latter point becomes the first and most important guideline, which sets the scene for 

the other guidelines and for their implementation. 
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Table 1. Age groups of children and youth, their competencies and needs in relation to transport, and perspectives 

Age and competences 

Possible perspectives on transport needs/goals 

Childôs/youthôs perspectives Parentôs/caregiverôs perspectives Societyôs perspectives 

Children 0-3 years: Need con-
stant, vigilant supervision. Re-
quire carrying or a stroller 
some or all of the time.  

Infants may need to experience the passing 
show slowly, even interactively. They also 
need to be transported safely, including 
without harm from in-car, curb-side, and 
other pollution. 

Needs to transport child safely, quickly, conven-
iently, and without stress to child. Mostly, this 
means movement by car, and requires convenient 
parking, lack of congestion, and short distances. 
There should be ready accessibility where transit is 
involved, and a good pedestrian environment 
where walking is required. 

Needs the best possible eventu-
al adults, and the least impact 
on the present environment. 
Mostly this means transport that 
(a) meets the child‘s needs as 
stated to the left, and (b) mini-
mizes travel by car. 

Children 4-7 years: Mobile; 
need constant supervision. 
Never out without an adult ex-
cept perhaps in the immediate 
vicinity of home. 

As for 0-3 years, and there is also an evi-
dent need for physical activity.  

As for 0-3 years, but there can be a stronger em-
phasis on the safety of walking and transit situa-
tions; children of this age are likely to do unpre-
dictable things. 

As for 0-3 years. 

Children 8-11 years: Some 
journeys are made without su-
pervision, usually not including 
crossing main roads, making 
complex transit journeys, and 
bicycling other than on bicycle 
paths. 

As for 4-7 years, but children of this age 
may need and seek situations that allow 
limited and manageable independence, 
e.g., bus trips without transfers. 

There is considerable concern as the first inde-
pendent journeys are made. There is also tension 
between allowing/praising independence and ex-
posing children to harm or situations they can‘t 
deal with.  

This is a potentially critical age 
for setting attitudes to transport. 
Society‘s interest could be to 
encourage a focus on sustaina-
ble transport modes, and even 
foster antipathy to car use. 

Youth 12-15 years: Usually 
most daytime journeys are 
made without supervision. 
There are likely night-time re-
strictions, and bans on being in 
cars with older teenage drivers. 

The young person‘s preoccupation is often 
with achieving the maximum of independ-
ence that can be achieved without having 
access to a car.  

Tensions concerning independence are stronger. 
Resentment can grow—both in drivers and driv-
en—about the amount of chauffeuring that this age 
group may require. 

As for 8-11 years. More than 8- 
to 11-year-olds, there is a need 
to provide alternatives to car use 
to avoid extensive chauffeuring 
or the problems that can result 
from isolation. 

Youth 16-19 years: All journeys 
are made without supervision 
(except as may be required 
while driving). 

A major preoccupation, except perhaps in 
urban areas, is with securing an automobile 
or access to one, and the licence and other 
means to drive. However, most people in 
this age group do not have primary access 
to a car and rely on securing rides or on 
travelling by transit, cycling or walking. 

Now a predominant concern is for the safety of the 
young person as a car driver or as a passenger of 
peer drivers. 

When transport alternatives are 
available and attractive, the pro-
gression to car ownership and 
use is much slower, or altogeth-
er avoided. 
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PART II. THE GUIDELINES 
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5. General considerations in guideline development 

Although some of the 19 guidelines proposed here are directed more to the benefit of 

some age groups of children and youth than others, most of the guidelines have common 

characteristics. They seek on the one hand to increase the amount of active transport—

notably walking and cycling—engaged in by young people and also the use of public 

transit, and on the other hand to reduce their travel by car. As well, the guidelines are di-

rected towards reducing the amount of all motorized traffic near children and youth. 

 

The justification for taking these directions is set out above in Section 3. Present transport 

practices can damage the health of children and youth in one or more of four ways. They 

can harm the young person while travelling, as in exposure to collision risk or to poor in-

vehicle air quality. They can harm the young person when not travelling, as in exposure 

to traffic noise or to poor ambient air quality. They can harm the young person by reduc-

ing opportunities for necessary physical exercise and exploration of the neighbourhood. 

They can damage the environment and keep children from experiencing the benefits of 

direct contact with nature. 

 

The particular vulnerabilities of children and youth, noted in Section 3.1, position them as 

transport‘s ‗canaries‘, providing stronger indications than adults exhibit as to whether 

something is wrong. This is not a reason to use them as mine canaries were used, i.e., to 

give them early exposure to danger. Rather, it is a reason to provide them with greater 

protection, when they are travelling and when they are not. 

 

Most of the guidelines are not specific to children. Indeed, many of them echo what is 

found in more general-purpose land-use and transport planning documents, especially 

those designed to move transport and land use towards sustainability. There is widespread 

recognition that transport in particular, as currently practised, is not sustainable. Perhaps 

the most compelling statement to this effect, because of its source, is in a report by sever-

al of the world‘s largest automotive and oil companies, including General Motors, Ford, 

Toyota, DaimlerChrysler, Honda, Nissan, Renault, Volkswagen, Shell, and BP. The 

statement is this: ―… today‘s system of mobility is not sustainable. Nor is it likely to be-

come so if present trends continue.‖
80

  

 

The guidelines cover all types of residential development, and also places where children 

and youth go. Their application will vary according to whether they are used to guide 

green-field development or in-fill development, or to assess and remedy existing devel-

opment. Consideration of how the guidelines can be applied is the concern of Part III of 

this document. The balance of Part II is concerned with setting out and justifying the 

guidelines. 
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As noted in Section 1.3, the guidelines are more for urban and suburban areas than rural 

and northern areas, but they may well be of value to communities in all parts of British 

Columbia and Canada. 
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6. Putting children and youth first 

 

Guideline 1. In transport and land-use planning, the needs of children and youth 

should receive as much priority as the needs of people of other ages and the re-

quirements of business. 

 

This is the framework guideline that sets the scene for the guidelines to follow and for the 

implementation of the guidelines discussed in Part III. Putting children and youth first 

means that their needs—as set out above in Section 4—are considered at every stage of 

transport and land use planning processes. Transport systems are designed so that their 

needs can be met. Land uses are developed to support such transport systems. 

 

The needs of children and youth point towards implementation of ‗softer‘, less threaten-

ing, less intrusive, more inclusive, and more collective transport systems. At first sight, 

such systems may not meet ideals based only on conventional transport objectives. For 

example, they may involve slower movement of traffic and thus appear to reduce the lev-

el of transport service. However, implementation of all requirements for children and 

youth could reduce journey times. Motorized road traffic may be slower, but distances 

may be shorter, and rapid transit may be more available to move people quickly from one 

place to another. 

 

In Box 1 on the next page, Enrique Peñalosa, former mayor of Bogotà, Colombia, draws 

a direct link between planning for children and making transport more sustainable. 

 

An essential feature of putting children and youth first is that transport and land-use plan-

ning issues are seen from perspectives of children and youth. This requires the participa-

tion of children and youth in planning processes, or, for the youngest children, the partic-

ipation of those responsible for them. How this can be achieved is set out in Part III of 

this document. 

 

 

Guideline 2. Within each municipality, designate a staff member or council member, 

or both, as responsible for bringing the perspectives of young people to considera-

tion of transport and land-use planning issues. 

 

Implementation of this guideline may be an essential requirement for application of all or 

most of the other guidelines. How this guideline is implemented will depend on how the 

municipality is structured, and also on its size. The role of a staff member, however, could 

be the same in all municipalities, similar in nature to that of the fire chief who checks 

each plan for consistency with fire codes and access requirements for emergency vehi-

cles. 
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Box 1. Planning for children and transforming transport
81

 

Former Bogotà mayor Enrique Peñalosa interviewed by Susan Ives (U.S.A.) 

If you could wave a magic wand and create the perfect city, what would that city be like?  
We really have to admit that over the past hundred years we have been building cities much more 
for mobility than for people's well-being. Every year thousands of children are killed by cars. Isn't it 
time we build cities that are more child-friendly? Over the last 30 years, we've been able to magni-
fy environmental consciousness all over the world. As a result, we know a lot about the ideal envi-
ronment for a happy whale or a happy mountain gorilla. We're far less clear about what consti-
tutes an ideal environment for a happy human being. One common measure for how clean a 
mountain stream is to look for trout. If you find the trout, the habitat is healthy. It's the 
same way with children in a city. Children are a kind of indicator species. If we can build a 
successful city for children we will have a successful city for all people. [emphasis added] 

Given the rapid growth of Third World cities, is this possible? 
Many Third World cities today are really only half built. Many are still surrounded by undeveloped 
land that will be overtaken by the city very soon. We still have the opportunity to learn from the 
successes and mistakes of other cities around the world. We need to think about how to create 
cities that produce more convivial, creative, and happy human beings. Where is the urban expert 
who decided that cities had to be structured around cars? Why not begin to think differently? Why 
not dream of a city where half the streets would be for pedestrians, where the heart of the city 
would be a giant avenue lined with benches and trees, a meeting place for the community, where 
people go to jog, ride bicycles, talk, kiss, eat in cafes? A city doesn't have to be a bunch of roads 
for cars with some buildings around them.  

As mayor, you made it your platform to transform the city's transportation system. 
When I got to city hall, I was a handed a transportation study that said the most important thing 
the city could do was to build an elevated highway at a cost of $600 million. Instead, we installed a 
bus system that carries 700,000 people a day at a cost of $300 million. We created hundreds of 
pedestrian-only streets, parks, plazas, and bike paths, planted trees, and got rid of cluttering 
commercial signs. We constructed the longest pedestrian-only street in the world. It may seem 
crazy, because this street goes through some of the poorest neighborhoods in Bogotá, and many 
of the surrounding streets aren't even paved. But we chose not to improve the streets for the sake 
of cars, but instead to have wonderful spaces for pedestrians. All this pedestrian infrastructure 
shows respect for human dignity. We're telling people, "You are important--not because you're 
rich or because you have a Ph.D., but because you are human." If people are treated as special, 
as sacred even, they behave that way. This creates a different kind of society. 

How was your idea of putting pedestrians needs ahead of cars received? 
I was nearly impeached when I said that cars shouldn't be allowed to park on the sidewalks. My 
opponents were business owners who said there was enough space on the sidewalks for cars to 
park and for people to still walk by. In Bogotá only 25 to 30 percent of the households have cars. 
Yet we use public money to build roads for the cars that so few people can afford, while the major-
ity walk or use public transit. Democracy isn't just about casting a vote. It's about public good over 
private. If we can ban cars, isn't the majority better off?  

What steps were you able to take? 
We began to experiment by instituting a car-free day on a weekday. In a city of about 7 million 
people, just about everybody managed to get to work by walking, bicycling, bus, even on horse-
back--and everybody was better off. There was less air pollution, less time sitting in traffic, more 
time for people to be productive and enjoy themselves. Every Sunday we close 120 kilometers of 
roads to motor vehicles for seven hours. A million and a half people of all ages and incomes come 
out to ride bicycles, jog, and simply gather with others in community. We took a vote, and 83 per-
cent of the public told us they wanted to have car-free days more often. Getting people out of their 
cars is a means of social integration. You have the upper-income person sitting next to the clean-
ing lady on the bus. This may be something you take for granted in your country. But in the Third 
World, society isn't so integrated. This is extremely powerful and revolutionary. 
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The responsible staff member would review all plans and proposals and have clear au-

thority to advise as to their acceptance or rejection according to their compatibility with 

these guidelines and similar principles supporting the needs of children and youth. A fur-

ther responsibility could include working with school officials to encourage use of active 

transport for the trips to and from school. 

 

This official could also have authority to examine existing arrangements and recommend 

greater compatibility with the needs of children and youth. A key part of the work of this 

staff member would involve working with the forums for young people that could be es-

tablished as a result of implementation of Guideline 3. 

 

A council member responsible for bringing the perspectives of young people to consider-

ation of transport and land-use planning issues would, of course, act through the council 

and its committees and in the community. Such a council member might take a special 

interest in establishing and working with the municipality‘s forum for young people.  

 

 

Guideline 3. As may be appropriate, establish or adapt one or more forums for chil-

dren and youth to ensure that their perspectives are considered by land-use and 

transport planners. 

 

Example of youth councils operating at the municipal level are the City of Victoria Youth 

Council (see Figure 3) and the Coquitlam Youth Council. The latter currently has 22 

members and provides ―a chance for youth with some volunteer or group work experi-

ence to get involved with decisions in their community.‖
83

 One of this Youth Council‘s 

projects is helping ensure more youth presence on City Web sites.
84

 

 

Another approach is that of the Village of Breton, Alberta (population 550). There, the 

Council comprising the mayor and four councillors also has two ―youth advisors‖ as par-

ticipants in meetings as well as two ―seniors advisors‖.
85

 

 

There is more on involving children and youth in Section 13 of this document (Page 61). 

Figure 3. From the City of Victoria Youth Council‘s Web site
82
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7.  Providing for children and youth as pedestrians 

 

Guideline 4. Identify where children and youth want to go or 

need to go and, to the extent possible, provide ways of getting 

there by foot. 

 

Travel by foot should be the priority for children and youth who 

can walk. Walking can provide the maximum of exercise for the 

minimum financial outlay. Walkers encounter their surroundings 

and other people at a pace that facilitates beneficial contact. 

Walkers inhabit sidewalks and other paths in ways that add to the safety of other walkers. 

Similar considerations apply to children and youth who use wheelchairs. (Consideration 

of children and youth as cyclists is addressed in Guidelines 8-11.) 

 

The travel patterns of children and youth can be identified by observation, by questioning 

them, and by questioning their parents and other household members. Such interventions 

have to be carried out with proper preparation and great care because of sensitivities 

about observing children and asking questions about them. In many cases, especially for 

school-related trips, the cooperation of schools could be a key factor. (See Box 2.) 

 

Once travel patterns have been identified, each route should be assessed as to the degree 

it provides continuous pedestrian access: 

¶ Are there sidewalks or off-road paths for the whole route? 

¶ Can sidewalks or paths be installed where there are none? 

¶ Are there pedestrian crossings or traffic signals at road crossings, however minor, or 

could they be installed? 

¶ Do wide roads have two-stage crossings, with a protected island between traffic 

streams? 

 

Of course, when new residential communities are being planned, there are no children to 

observe or household members to ask questions of. Experience with existing communi-

ties has to be applied. Destinations have to be presumed and routes figured out. The 

checklist above may be helpful. After occupation, the new neighbourhood can be as-

Box 2. Registering ‗children‘s tracks‘, Vestfold County Council, Norway86 

This local government incorporates information from children in its land-use planning. The phrase 
‗children‘s tracks‘ is analogous to ‗game tracks‘, also used in county planning. With parental ap-
proval, groups of children aged 8-13 plot their own tracks while at school, under the guidance of 
planning officials. The results are used to assess need and identify locations for numerous facili-
ties. Plans that do not make use of children‘s tracks and other information about the needs of 
children and young people are likely to be returned for further work.  
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sessed using input from residents. 

 

A Swedish study explored the use of geographic information systems (GIS) to facilitate 

incorporation of the travel patterns and destinations of young people in urban planning. 

―Our findings suggest that GIS is effective in engaging children and a good tool for ac-

cumulating and processing children's knowledge about their environment. Students and 

teachers can use it with a reasonable investment of time. The results also suggested that 

the method could lead to trustworthy and meaningful information for improved traffic 

safety in children's local environments.‖
87

  

 

 

Guideline 5.  Assess pedestrian routes used or to be used by children and youth to 

ensure that they are as safe and suitable for them as possible.  

 

Availability of a route does not ensure its suitability for children. How suitable it is can be 

determined by walking or wheeling a child through the route or walking with a person 

who is wheeling a stroller. Here are some questions to be asked: 

¶ Is the route clear to a child, including which part of the path is to be used? 

¶ Are signs visible to, say, a nine-year-old child? 

¶ At road crossings, is the pedestrian crossing area maintained at the same grade as the 

sidewalk, i.e., vehicles use ramps, not pedestrians. 

¶ Where there are changes in grade, as at curbs, are there ramps for strollers and other 

aids used on sidewalks? 

¶ Are motorized vehicles prohibited on the route‘s paths, trails and sidewalks? 

 

The special problems posed by 

icy and snowy paths are ad-

dressed in Guideline 7 below.  

 

In terms of the safety of young 

people as pedestrians, the prima-

ry danger is usually from road 

traffic, as discussed in Section 

3.3. There can be heightened 

concerns about danger from 

strangers and, in some places, 

danger due to the nature of the 

terrain and other features of the 

route. Here are some questions: 

¶ Are walking routes separated from traffic moving faster than about 30 kilome-

tres/hour (see Guideline 6 and Guideline 18 below)? 
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¶ Where walking routes must be close to traffic, can traffic speeds be reduced to safer 

levels for children and other pedestrians? 

¶ Are pedestrian crossings fully visible to drivers with clear advanced signage? 

¶ Are road crossings supervised during high traffic times, particularly on routes to 

school? 

¶ Are there ‗eyes‘ on the route; i.e., it is well travelled, or does it pass through places 

where people are watching who walks or wheels by? 

¶ Are there places along the route, e.g., variety stores, where children could take refuge 

if they feel in danger? 

¶ Are dangerous areas well fenced, e.g., construction sites, slopes, and bodies of wa-

ter? 

¶ Are walking routes illuminated for use during hours of darkness? 

 

Green Communities‘ Active & Safe Routes to School program promotes ‗Neighbourhood 

Walkabouts‘ to identify problems and solutions concerning trips to and from school.
88

 

 

As well as safety from traffic and strangers, there is also concern about pollution from 

nearby traffic, also addressed in Guideline 6. 

 

 

Guideline 6. Separate sidewalks used by children and youth from heavily travelled 

roads.  

 

The obvious reasons to keep young people away from road traffic and other motorized 

vehicles is to avoid injury. Less obvious reasons are to reduce their exposure to noise, 

which may be harmful (see Section 3.5 above) and to the high levels of pollution that 

may exist near traffic. 

  

Information in Section 3.2 above suggests that atmospheric concentrations of harmful 

vehicle emissions can be higher in the breathing spaces of pedestrians on sidewalks than 

elsewhere, particularly in heavy traffic, and particularly when passing or idling vehicles 

have curbside tailpipes. The breathing spaces of children on sidewalks, especially if in 

strollers, may be heavily polluted because of their proximity to the vehicle tailpipes. Here 

are some questions: 

¶ Where heavily travelled roads must be used—for example, because children‘s desti-

nations are located on them—are sidewalks wide enough to avoid proximity to heavy 

traffic? 

¶ In new development and perhaps elsewhere, could sidewalks be separated from traf-

fic by at least three metres, to avoid high concentrations of vehicle-related pollution? 
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¶ In other cases, would it be feasible to consider directing the operation of vehicles 

with curbside tailpipes away from curbside lanes where there are heavily used side-

walks? 

 

On the last point, the ideal solution would be for manufacturers to locate tailpipes on the 

offside of the vehicle, i.e., away from the curb, which should be considered. However, the 

majority of vehicles on the road today appear to have nearside tailpipes, and most of the-

se vehicles will be around for many years. Because sidewalk pollution can be extraordi-

narily high in the vicinity of nearside tailpipes,
89

 action to separate sidewalks from such 

traffic may be especially important. 

 

An additional point is that buffering against traffic should not become barriers to pedes-

trians, for example, preventing them from crossing roads at the best possible places. 

 

 

Guideline 7.  Ensure that sidewalks are always cleared of ice and snow.  

 

It‘s hard to push a stroller or wheelchair through uncleared snow or on an icy sidewalk, or 

to expect a toddler or even a slightly older child to walk there. Thus, car journeys may be 

made in winter on days when walking would be possible if paths were cleared.  

 

If accommodation of young children‘s needs were to have a higher priority, snow- and 

ice-clearing from sidewalks, trails and other paths might be given a higher priority in the 

setting of municipal budgets. Where sidewalk clearing is the responsibility of adjacent 

property owners, there could be more diligent enforcement of relevant by-laws. (See Box 

3.) It wouldn‘t be only young children and their caregivers who would benefit. Elderly 

people and others who may have mobility challenges could benefit even more from prop-

er removal of snow and ice.  

Box 3. Snow-clearing helps Duluth, Minnesota, win award90 

Walking magazine nominated Duluth as one of ―America‘s best walking communities‖ in 2000, 
partly on account of how well sidewalks are cleared of snow. Here‘s the citation: ―Residents here 
don't let the winter ice and snow keep them from walking. Downtown has a heated skywalk sys-
tem. City ordinances require residents to quickly remove snow from their sidewalks, while the city 
takes care of public byways and the three-mile lakeshore walk. Along the scenic Skyline Drive 
walkway, snowshoes and cross-country skis help people exercise all winter. The city is pursuing a 
plan to connect all its trails. 
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8. Providing for children and youth on bicycles (and other wheels) 

 

The guidelines in this section directly concern riding bicycles (and in some cases tricy-

cles), which are the main ways young people ride between places on non-motorized 

wheels. Other such wheels – including skate-

boards and rollerblades – are becoming increas-

ingly popular means of active transport and 

should be encouraged as such. We have not ad-

dressed these other means here because making 

specific provision for them can be a complex 

matter. Moreover, attitudes to, for example, 

skateboarding are changing rapidly in some parts 

of Canada, usually but not always towards greater 

acceptance.
91

  

 

Often, guidelines for cycling can be adapted for 

use with other wheeled modes of active transport. 

However, unlike bicycles, skateboards, roller-

blades, and scooters are not classified as road ve-

hicles and their use on roadways should not be 

encouraged. Often their use on separate bicycle 

paths makes sense. With more experience as to 

how best to accommodate their use, development 

of one or more guidelines for these other wheels 

will be appropriate and useful. 

 

The following guidelines are meant to complement rather than in any way replace bicycle 

safety programs for children and youth. 

 

 

Guideline 8. For older children and youth, ensure that destinations that cannot be a 

walk away are no more than a bicycle ride away.  

 

In transport and land use planning, bicycle use should have a priority similar to that for 

walking and wheelchair use. Indeed, for youth (about 13 years and older), bicycling could 

well have a higher priority, to ensure as much non-motorized mobility and independence 

as possible. 

 

Walking is most suitable for journeys of less than two kilometres (a 25-minute walk by a 

teenager), while bicycling can be appropriate for journeys of up to five kilometres (also a 

25-minute trip by a teenager) and even longer.
92
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Thus, in land use planning: 

¶ Ensure that pedestrian destinations are less than two kilometres distance (one kilome-

tre for the youngest walkers). 

¶ Ensure that bicycling destinations are less than about five kilometres from homes. 

 

 

Guideline 9. For destinations to be reached by bicycle, provide separate bicycle 

paths or trails or, if not possible, install bicycle lanes on regular roads.  

 

The best solution, for all bicycle users, is to have bicycle paths that are not used by mo-

torized vehicles. The bicycle paths can be alongside sidewalks and pedestrian paths or, if 

they are well signed and accessible, have different routings.
93

  

 

Where sidewalks are wide enough (four metres or more) a section could become a dedi-

cated path for bicycles and other non-motorized vehicles. This is a frequent arrangement 

in other countries. Aligning bicycle riders with pedestrians rather than with motor vehi-

cles provides for greater safety and more clearly positions bicycle riding as non-

motorized transport. 
94

 

 

As a last resort, bicycle lanes should be provided on the pavement. Here are some re-

quirements for bicycle lanes on regular roads: 

¶ They should not be too wide (i.e., not more than about 1.5 metres) or else motor ve-

hicles will travel in them.  

¶ When they are passing parked cars, each side of the lane should be marked, with the 

nearside line a sufficient distance from the parking areas to avoid cyclists being hit 

by opening car doors. 

 

We say ‗as a last resort‘ fully recognizing that bicycle riders have as much legal right to 

be on most roads as operators of other 

vehicles. Our words recognize the 

North American reality that there is 

less acceptance of and familiarity with 

bicycles in regular traffic than in other 

countries. Many adult cyclists argue 

that bicycle lanes should receive pri-

ority in transport planning because 

many kilometres of bike lane can be 

provided for the cost of installing and 

maintaining one kilometre of a bike 

path. This argument may have less 

merit when children and youth are 

Figure 4. A family riding together in Kansas City, 
Missouri (children aged 17 months and four years)95 
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considered.  

 

One measure of the overall acceptance of cycling could be the extent to which children 

are carried on adults‘ bicycles. Where bicycling is common, children aged 10-30 months 

may be carried as much on adults‘ bicycles as by stroller. This can be a convenient and 

healthful way of carrying a child, that may also please the child.  

 

Making roads safe enough for adults to be confident about riding with young children on 

their bikes or riding with them could be a reasonable objective for transport planners. 

 

Children under 13 years of age generally ride on sidewalks unless there are bicycle paths. 

Such riding should be encouraged rather than seen as a nuisance to pedestrians. Early bi-

cycle users may be more likely to be bicycle users as teenagers and adults. Here are some 

requirements for bicycle riding on sidewalks: 

¶ Sidewalks should be wide enough (at least 3.0 metres and up to 4.0 metres) to ac-

commodate pedestrians and young cyclists comfortably. 

¶ Even though young cyclists should be walking their bicycles at crossings, ensure that 

roads are crossed at the same grade as sidewalks, or that ramps are in place. (See 

Guideline 5.) 

¶ Young bicycle riders should be required to give way to pedestrians at all times, to 

ride at a speed that is comfortable to pedestrians (i.e., less than 10 kilometres per 

hour), and always to stop and dismount when crossing roads. 

Box 4. Toronto‘s ‗Sidewalks are for Pedestrians‘ campaign96
 

Pedestrians use sidewalks to travel safely along busy city streets. During the summer months 
sidewalks are congested with pedestrians, cafes and vendors. When cyclists, in-line skaters and 
scooters are also involved, conflicts arise that could be prevented.  

A City bylaw allows cyclists with a tire size of 61cm or 24 inches or less to ride on the sidewalk. 
The intent of this bylaw is to allow young children to cycle on the sidewalk while they learn to ride. 
The bylaw is based on wheel size because it is difficult for Police to enforce age-based bylaws, 
as most children do not carry identification. This is a municipal bylaw and rules vary in communi-
ties across Ontario. 

The Toronto bylaw states that riding a bicycle with tire size over 61cm (24 inches) on sidewalks is 
prohibited, as is riding/operating a bicycle (or roller skates, in-line skates, skateboard, coaster, toy 
vehicle) on a sidewalk without due care and attention and reasonable consideration for others. 
The fine in downtown Toronto for not following this bylaw is $90 and aggressive cyclists can also 
be charged with careless driving. 

There are many hazards involved when cycling on the sidewalks. If a cyclist hits a pedestrian, the 
injuries can be severe. Seniors are especially vulnerable and can fall merely by being startled. 
Anyone with a visual or hearing impairment is at increased risk. 

Many cyclists ride on the sidewalk because they are afraid of cars. But choosing to ride on the 
sidewalk does not eliminate the risk of a car and bike collision. Cycling on the sidewalk is a con-
tributing factor in 30 per cent of car and bike collisions. Collisions occur when cyclists ride off the 
sidewalk into the roadway or when motorists are exiting a laneway or driveway. 
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The last point reinforces the principle that sidewalks are primarily for pedestrians. Box 4 

sets out the City of Toronto‘s position on this matter, which notes that riding on sidewalks 

also carries the risk of dangerous bike-car collisions. Many other communities in Canada 

have similar positions. 

 

 

Guideline 10. Ensure that bicycle riders are well provided for at intersections and 

have sufficient priority for forward movement.  

 

Whether riding on bicycle paths, 

bicycle lanes or roads, intersec-

tions and road crossings pose the 

greatest challenges for bicycle 

riders. They are where most colli-

sions occur.  

 

The best solution for bicycle 

lanes is to provide a space in 

front of other vehicles with prior-

ity of movement for bicycles, 

whether or not the intersection is 

signalized. At the least, there 

should be a clearly marked, sepa-

rate space for bicycles at the in-

tersection. See Figure 5 for an 

example: the first ‗bike box‘ installed in Victoria.
98

 On a red traffic signal, bicycles stop at 

the forward line; other vehicles stop at the rear line. 

 

The best solution for bicycle paths is to provide separate routing or signalling that guides 

riders safely through the intersection. 

 

 

Guideline 11. At destinations, provide secure, convenient bicycle parking.  

 

Bicycle theft is a regrettable impediment to bicycle use today, whatever the age of the 

rider. Several measures help, including use of older bicycles of evident little value, and 

double locking with removal of portable parts such as lights, saddles, and even wheels. 

 

The strongest protection can be provided by secure bicycle storage. This should be a rou-

tine service provided by schools and other places where young bicycle riders congregate. 

Locating bicycle storage in a highly visible location increases security and safety for cy-

Figure 5. Priority for bicycles at a Victoria intersection97 
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clists. Ideally, there would also be provision of shower facilities and locations to store 

cycling gear. 

 

Regular bike posts and racks should be positioned away from walls – to allow for maxi-

mum use – and always be in highly visible locations. 

 

According to an Australian report, providing secure bicycle storage on school property 

―can increase the number of students riding to school by 50 per cent overnight‖.
99
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9. Providing for children and youth as transit users 

 

Guideline 12. Ensure that every part of a transit system is safe and welcoming to 

young people, and affordable.  

 

Youth can be heavy users of transit, and in some communities comprise a significant 

share of transit users. However, they sometimes may not be as welcome as passengers as 

adults for fear they will be rowdy, vandalize transit property or do something unsafe. 

 

Transit managers could help ensure that children and youth are welcome on their systems 

by appropriate messaging in schools, on the systems themselves and in other ways. Ed-

monton‘s transit system is known for recognizing the importance of young people as cur-

rent and future customers and goes out of its way to attract them, especially for the jour-

ney to and from school. Box 5 shows the relevant part of the City‘s Web site. 

 

Young people in Edmonton want their transit system to be even more friendly: ―Investing 

in future users is certainly very important. How about finding new and innovative ways to 

engage with children of different ages? For instance, transit agency involvement in school 

events: why not offer ‗premier‘ bus service to high school graduation ceremonies? At 

younger ages, bus operators could give out candy on Halloween, etc. The goal should be 

Box 5. Edmonton Transit System (ETS) strongly encourages student use of transit100 
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to give kids great memories on transit and give them confidence to travel independently 

using it!‖
101

 

 

For younger teenagers, and especially for even younger children who use transit without 

an adult, safety in relation to strangers is an important feature. Consideration of children‘s 

needs when managing such aspects of transit systems would lead to provision of higher 

levels of supervision in places where children might be vulnerable. Moreover, a transit 

system that is friendlier to children will also be friendlier to other vulnerable groups. 

Children of seven or eight years and older are capable of using transit systems alone, and 

do so in many large Asian cities including Hong Kong and Tokyo. This used to happen in 

North American cities a few decades ago but now, even though cities may be objectively 

safer, allowing a child to use transit can be frowned on. A writer resident in Manhattan 

who allowed her nine-year-old son to use the subway was called ―America‘s worst 

mom.‖
102

 In many places, not allowing transit use can represent lost opportunities for 

children‘s independent mobility. 

 

Useful objectives for the planning of a transit system could be that eight- or nine-year-old 

children are confident about using it without supervision, and that the children‘s parents 

are comfortable about such use.  

 

Children‘s fares vary greatly even be-

tween transit systems serving adjacent 

areas. For example, in one part of the To-

ronto region the children‘s cash fare is 70 

cents and in the neighbouring area the 

children‘s cash fare is $3.25 ($4.25 for 

longer trips), the same as the adult 

fare.
104

 A young Vancouver resident‘s 

research on this matter is shown in Fig-

ure 6. 

 

Low fares for children can be an invest-

ment in future regular riders. They can 

also be of special benefit to families with 

low incomes. One BC parent suggested 

that transit should be free for children 

under 12. At a minimum, he said, sys-

tems should provide free tickets to par-

ents in September to try out transit with 

their kids. ― … attracting children attracts 

adults … Free samples are an excellent 

marketing technique; transit systems 

Figure 6. A 9-year-old Vancouver resident‘s  
research on transit fares in 2004103 
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need to expand their marketing horizons.‖ 

 

One way of encouraging the transit habit at an impressionable age could be to provide all 

high-school students with a no-cost (to them) transit pass.
105

 A model could be the kind of 

transit pass, known as a U-pass, available without additional charge—i.e., it is included in 

student fees— to most students of post-secondary institutions in BC.
106

 

 

Municipalities and transit systems might want to consider these suggestions carefully 

and, if they are adopted, engage in appropriate educational campaigns, particularly in 

connection with providing attractive fares for young people. The result could be a genera-

tion more inclined to use transit, and thus an investment in the future.
107

 

 

 

Guideline 13. Avoid transfers by routing vehicles where children and youth want to 

and need to go; make transfers easy where necessary.  

 

A challenging feature of transit systems, especially for younger children, is the frequent 

requirement to transfer between routes and even between modes. Transfers can be avoid-

ed by more appropriate routing of vehicles.  

 

Where transfers are nevertheless required, directions could be positioned to serve the 

needs of younger children who might need them as well as youth and adults. 

 

As in other respects, designing this aspect of transit systems with children and youth in 

mind can result in systems that are attractive to a wide range of users. 

 

 

Guideline 14. Examine every aspect of a transit system from the perspective of a 

parent with a child in a stroller, and make adjustments to meet such a traveller’s 

needs.  

 

Among the most challenged users of transit systems are passengers with young children 

in strollers. These users have particular difficulties when there are stairs or steps and 

when vehicles are overcrowded. 

 

For stairs and steps the remedies are to change the infrastructure or the vehicles. Eleva-

tors can be added in subway and other stations; low-floor vehicles can be used (see Fig-

ure 7 on the next page). A lower-cost option can be to encourage a culture of watching 

out for persons travelling with young children. Such a culture can be of value in periods 

of overcrowding, when passengers with young children could be given more space, and 

help getting on and off transit vehicles.  
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One BC planner pointed to the need for 

more public toilets if there is to be more 

travelling by transit with young children. 

She noted, ―kids can‘t ‗wait‘ like big people 

and the early training year is hard on young 

parents and grandparents as they travel with 

little ones.‖ 

 

A transit system that is congenial to an 

adult with a young child, and to the child, 

will likely be congenial to a wide range of 

users, including older people who are frail 

and young people and adults who live with 

disabilities. 

 

Figure 7. One of Vancouver‘s 228 
new low-floor trolley buses108 
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10. Providing for journeys to and from school 

 

Providing for journeys to and from school is usually regarded more as a matter for school 

boards. Municipalities also have an interest, because of the advantages to the community 

of having less motorized transport and of having children and youth who may sustain 

practices of active transport into adulthood. Actions by municipalities can have an impact 

on travel to and from school. As noted in the text for Guideline 15 below, these trips are 

more likely to be motorized if residential densities are low, or if there are no means to 

walk or cycle to school. The ability of municipalities to encourage school boards to help 

provide for active travel to and from school should not be overlooked. Opportunities to 

collaborate with school boards can be created through a process known as School Travel 

Planning.
109

 

 

The sparse available data and informal reports suggest that more and more children and 

youth are being driven to school. A Saskatchewan planner and single father offered sever-

al reasons why this might be happening, set out in Box 6.  

 

 

Guideline 15. Help ensure that school policies and practices favour walking, cycling, 

and other modes of active transport for trips to and from school, and also regular 

public transport where this is available and appropriate.  

 

More person-kilometres may happen in school buses in Canada than in the vehicles of all 

of Canada‘s transit systems. Where distances to school are too great for walking or cy-

cling, and there is no feasible transit alternative, school buses can be a more environmen-

tally sound and more convenient alternative than being driven or driving to school. 

 

Box 6. Reasons why people drive their kids to school 

 

 

 

 

 

 

 

¶ new, flexible, work start time allows you to take your kids to school and then be 
off to work  

¶ fear that someone will snatch your kid  

¶ taking kids to day-care, then they get shipped by bus to school, then bused back 
to day-care and picked up after work, and driven home  

¶ weather – it is cold, very cold in the winter  

¶ moms are off to their mom groups after dropping off their kids; they also ‗car 
pool‘ other kids  

¶ split parent duties, it is hard to have kids bouncing around, and off to ‗here and 
there‘  

¶ extracurricular activities (kung-fu, snowboarding, swimming ... ). 
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However, school buses present problems. Children may stay in them too long because of 

the way routes are arranged. Air quality inside school buses may be poor. Some say bully-

ing on school buses can be a worse problem. Time spent in buses is time not spent walk-

ing or cycling, or achieving independence by travelling on the regular transit system. 

 

School bus travel is made necessary by large school catchment areas, which in turn arise 

because residential densities are low or schools are large, or both. Distance to school and 

residential densities are key factors that influence active commuting to school.
110

 

 

Children can spend quite long periods in buses. There are few data on actual travel times. 

For 11-15 year-olds in south-central Ontario, the median length of the journey to school 

by school bus is only three kilometres. However, more than one in 20 of these students 

travel more than 15 kilometres by school bus.
111

 Given the usual stops and starts of 

school bus trip, the time in the school bus could well be considerably more than an hour. 

 

Data on the time young people regularly spend on school buses in British Columbia are 

not readily available. There is informal evidence that some travel times are quite long. 

Statements at the Web site of the BC Teachers Federation include the following:
112

 

 

―I spoke to a woman who told me that they travel for an hour a day to drive their children 

to the bus stop so that their child can take a bus to school, and travel another three hours a 

day to and from school.‖(Chuck Puchmayer, MLA for New Westminster, in the BC Leg-

islative Assembly on February 15, 2008) 

 

―I know some Grade 1s who spend two hours a day on buses.‖ (Susan Lambert, 1st Vice 

President, BC Teachers Federation, quoted in The Province, October 29, 2007)  

 

Thirty minutes used to be regarded as a long one-way school bus trip.
113

 Considering the 

potential for poor in-vehicle air quality (see Section 3.2 above), a limit of 20 minutes per 

trip, or 40 minutes per day, could be more reasonable. Achieving this could be costly in 

terms of the need for additional buses and operators, and even additional schools. On the 

other hand, given the evidence noted in Section 3.2 on air quality in school buses, not re-

ducing children‘s exposure to pollutants in these vehicles could be more costly in the long 

run.  

 

Alternatives would be to design school buses so that there is little infiltration of polluted 

air or to ensure adequate ventilation. However, these options would not reduce the time 

children spend in buses, forfeiting the opportunity of exercising, or the time during which 

they see the world as a passing show rather than something to be interacted with. 

 

Yet another alternative would be to reduce availability of school buses, especially for old-

er students where shorter distances are involved.  
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Parents may sometimes welcome longer school bus journeys for their children because 

they can leave for work earlier knowing that someone else is responsible for their chil-

dren. If this is true, it would likely be less true if information about potential poor air 

quality inside school buses were better known (See Section 3.2 above.) Shorter school 

bus journeys could create a need for additional child care, perhaps at the school. The pub-

lic cost of providing such care could be lower than the cost of ill-health through exposure 

to in-vehicle pollution. 

 

Concern about the exposure of children to poor air quality in school buses appears to be 

stronger in the U.S. than in Canada (see Box 7). 

Land use and transport planners can help reduce school bus travel by ensuring higher res-

idential densities. School boards and municipalities can explore options for reducing 

school bus routes through strategically placed infrastructure that enables students to walk 

or cycle safely. Where available, transit routes can be rearranged so transit can be readily 

used for travel to and from school. 

 

Parents could be encouraged to take their young children to school by regular transit by 

not requiring they purchase two fares to do it: one to the school and one to their place of 

work or back to home. Transit systems that allow a fare to apply for a fixed period after 

first use, rather than for a particular trip, are more convenient for dropping off children.  

 

Older students could be encouraged to use public transit rather than school buses, where 

transit is available. Some transit systems go out their way to serve high-school and even 

some younger students. Others do not. Generally, young people are not scared by transit 

but, to use of the words of a BC workshop participant ―are thrilled to use it, especially 

without adults.‖ However, in some communities transit has an unsavoury reputation that 

deserves attention so as to make it more appealing to young people, and others. 

Box 7. Guidance to school officials developed as part of the Clean School Bus USA program114 

 

 

 

 

 

 

 

 

 

 

¶ Establish anti-idling policies.  

¶ Work with bus companies to ensure anti-idling policies are adopted.  

¶ Minimize the time that children spend outside when school buses are arriving or departing  

¶ If possible, shorten commute times for children.  

¶ Discourage drivers from following directly behind other large vehicles, including school buses 
– especially if they see visible smoke being emitted.  

¶ Deploy cleanest buses on longest routes.  

¶ Post no-idling signs on school grounds.  

¶ Provide a space inside the school where drivers can wait on cold days.  

¶ Limit idling of delivery vehicles on school grounds.  

¶ Develop educational programs for students about air pollution.  
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Rising fuel costs and growing school board transport budgets provide additional incen-

tives for collaborative efforts regarding school travel demand management. 

 

 

Guideline 16. For younger children, help arrange walking school buses and other 

means of supervision.  

 

This guideline applies mainly to regular journeys to and from school, kindergarten, and 

day care, and might be best arranged through those organizations. It can also apply less 

regularly for trips to neighbourhood events and birthday parties, and then would be ar-

ranged directly by parents and caregivers. 

 

The essential feature of a walking bus is a line of children, even holding a rope if they are 

under five years, led by and followed by one or more adults with perhaps another one or 

more adults roving the line (see Figure 8).
115

  

 

Older children and youth can super-

vise walking school buses. This has 

been done with success at Westvale 

Public School in Waterloo, Ontar-

io.
116

 The school‘s Trailblazer pro-

gram has students in Grades 5 and 6 

walking younger children to and 

from school (see Figure 9). The pro-

gram has been extended to other 

schools in the Region of Waterloo. It 

has been endorsed by the police ser-

vice and three municipalities. 

 

Figure 8. The rear part of a walking school bus 

Figure 9. Student-led walking school bus 
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A walking bus shares responsibility for children‘s travel and provides social interaction 

for children and their caregivers. It helps teach traffic safety. Above all, it adds to the op-

portunities for children to travel by walking. 
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11. Reducing transport‘s adverse impacts on children and youth  

 

The Guidelines in this section are directed towards reducing all adverse traffic impacts on 

young people (and others), whether or not they are in a vehicle. Children and youth ap-

pear to be particularly vulnerable to traffic impacts. Therefore, reducing traffic impacts 

could have an especially beneficial effect on young people. Similarly, communities de-

signed around the automobile may be less child- and youth-friendly than communities 

with a low dependence on automobile use. To the extent this applies, it may follow that 

all steps taken to reduce road traffic can be steps in the direction of child- and youth-

friendly planning.   

 

It is not a coincidence that implementation of the Guidelines in this section (and some of 

the other Guidelines) could make a substantial contribution to progress towards sustaina-

ble transport and particularly towards a transport system that requires reduced levels of 

fossil fuel use and produces lower emissions of greenhouse gases (GHGs). Transport that 

meets young people‘s needs is generally more sustainable than transport that does not 

meet their needs. Meeting young people‘s needs would help Canada meet its international 

obligations to reduce GHG emissions. 

 

 

Guideline 17. Where destinations cannot be reached by foot, bicycle or transit, ar-

range land uses so that in-car time is reduced.  

 

To the extent that children‘s travel by car is undesirable—because of poor in-vehicle air 

quality, discussed below, and opportunities lost to exercise, gain independence, and expe-

rience neighbourhoods—land use and transport planners should help ensure that the dis-

tances children travel by car are kept as short as possible. 

 

The desirability of compact urban form applies even where automobile use is required 

because, other things being equal, a more compact urban form is associated with shorter 

journeys. 

 

Mixing uses can also help reduce travelling time. When uses are mixed, destinations are 

likely—although not certain—to be nearer. 

 

Finally, specific knowledge of where children and youth travel—as could be mapped for 

journeys by foot or wheelchair in respect to Guideline 4—can contribute to locating facil-

ities in ways that reduce travel time. Such facilities would include recreation centres and 

parks, and even shopping malls, as well as schools. 
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As discussed above in Section 3.4, a potential hazard to children in vehicles is poor in-

vehicle air quality. This can arise from the vehicle‘s own emissions, but it is more likely 

to result from emissions from other vehicles.  

 

As well as avoiding the need for children to travel by car, and keeping necessary journeys 

short, the following actions can be taken to prevent the exposure of children and youth to 

poor in-vehicle air quality: 

¶ Avoid driving in heavy traffic, driving close to other traffic, especially vehicles with 

diesel engines, and idling. 

¶ Use vehicles for which the manufacturer has considered the possibility of poor in-

vehicle air quality and has taken design steps to minimize it. 

¶ Ensure a free flow of air through the vehicle at all times. 

 

Note that many of these suggestions match those made by the U.S. Environmental Protec-

tion Agency for school buses (see Box 7 on Page 48). 

 

 

Guideline 18. Post and enforce much lower speed limits, particularly in urban areas. 

 

Other things being equal, collisions are more likely to occur and are more likely to be se-

vere when speeds are high. Moreover, speeding traffic frightens cyclists and pedestrians 

and generally reduces the congeniality of streets. Major reductions in permitted maxi-

mum speeds could significantly improve the quality of life for everyone, while having 

only a relatively small effect on overall average journey times. 

 

To provide a better, safer environment for children and youth, but also to provide a better 

urban environment generally, maximum traffic speeds should be much lower than are 

presently permitted. Based on the information in Section 3.3, particularly Figure 1, rea-

sonable limits might be 40 kilometres an hour on arterial roads, and 25 km/h on other 

roads. In this way, damage might be limited to scrapes and broken bones (see Figure 1). 

 

This may be the most controversial guideline of the present set because it speaks to a rad-

ically different relationship between vehicles and the urban environment, in which the 

speed for which vehicles exist becomes more strongly subordinated to other require-

ments, notably but not only those of children.  

 

In British Columbia, the speed limit in residential areas is almost always 50 km/h, as it is 

in most of the rest of Canada. Municipalities may legislate lower speed limits but must 

post signs indicating those limits. For many years, Union of British Columbia Munici-

palities, prompted by the City of Vancouver, has been seeking permission to have lower 

speed limits for residential areas without posting a speed limit sign on every affected 

road.
117

 Strong support to lower speed limits comes from Safe Kids Canada, a national 
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campaign that observes, ―Pedestrians are eight times more likely to be killed by cars trav-

eling at 50 km/h than at 30 km/h.‖
118

 

 

In Europe, low speed limits in residential and other areas are common. However, speed 

limits on urban arterial roads are as high or higher than they are in British Columbia (see 

Box 8). 

 

It‘s not necessary to go to Europe to experience a community with low speed limits. 

Since 1981, there has been a 30-kilometre/hour speed limit on all residential and collector 

roadways in Airdrie, Alberta, 33 kilometres north of Calgary, 2006 population 28,927. 

 

The City of Airdrie says that ―World-wide research indicates a decline in accident fre-

quency and severity when speed limits are reduced. Other secondary benefits include re-

ducing fuel and vehicle operating costs, increased pedestrian safety and significant reduc-

tions in vehicle emissions and noise.‖
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Residen-

tial areas 

Traffic 

calming 

zones 

School 

areas 

Pedestrian 

streets 

Fast urban 

roads 

Austria  10 30, 40  6  

Denmark  30 30 30 30 60, 70, 80 

Finland  20, 30, 40 30, 40 30, 40  60, 70 

Germany   6, 30 30 6 60, 70 

Greece  30 20, 30   70, 80 

Netherlands  30 30 30  70 

Portugal       

Spain       

Sweden  30 30 30 30 70 

UK  32 32 32  64, 96 

Hungary  20, 30 20, 30   60, 70, 80 

Iceland  50 30   60, 70 

Latvia  20  30, 40   

Lithuania  50 40   60 

Norway  30, 40 30 30  60, 70 

Romania  30    60 

Slovakia  20, 30 20, 30  40 60, 80 

Slovenia   20, 30, 40 40   

Switzerland  20 30   60, 70 

British Columbia 50 50 30  60-80 

Box 8. Traffic speed limits in Europe (kilometres/hour) and British Columbia
119
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Children in cars may not be as secure as adults (because seats and seatbelts are designed 

for adults) and they may be more fearful of speeds. Moreover the consequences of colli-

sions may be more devastating in respect of children in terms of years of life lost, years 

of life enduring major disability, and years of life suffering from major trauma. Thus the 

imperative to travel slowly and carefully when children are passengers is strong, as well 

as the more general requirements regarding vehicle speed set out above. 

 

An additional point is that the ability to view and reflect on what is being passed is re-

duced with speed. Thus, a child travelling in a slowly moving vehicle can gain more fa-

miliarity with a neighbourhood, although much less than if the route were walked or cy-

cled. 

 

Finally, driving habits in adulthood may be influenced by experiences of being driven as 

a child. A child exposed to speedy dangerous driving may grow up to become a speedy 

dangerous driver. 

 

 

Guideline 19. Do what is possible to reduce amounts of motorized traffic generally 

and reduce its adverse impacts.  

 

Actions that may reduce the amount of motorized traffic overall include: 

¶ Discouragement of car ownership (in that ownership is a major factor determining 

car use). 

¶ Discouragement of car use when a car is owned. 

¶ Facilitation of alternatives, including provision of pedestrian and bicycling infra-

structure and provision of adequate, comprehensive public transport. 

¶ Deployment of land-use arrangements that support low levels of car ownership and 

use, chiefly high residential densities but also a mix of uses and other arrangements 

that support non-motorized travel and transit use.  

¶ Ensuring that shared-use paths and trails give priority to active transport modes. 

 

Another action that a municipality can take is to use or require the use of low-emission 

rather than regular diesel vehicles for urban transit or, where possible, electric vehicles. 

 

Electric vehicles are more ‗at home‘ in the city because they emit almost no pollution 

where they move (and little elsewhere if the electricity is generated from renewable re-

sources). Vancouver‘s SkyTrain and trolley bus systems (see Figure 7 on Page 45) run 

almost entirely on hydroelectric power because that is how British Columbia‘s electricity 

is generated. Calgary‘s light-rail system is especially interesting because in a province 
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where almost all electricity is generated from coal, it runs on the energy from several 

wind turbines (see Figure 10).  

 

Diesel-powered buses, by contrast, can be major sources of pollution along urban and 

other roads. Indeed, a regular diesel bus carrying fewer than six passengers can produce 

more pollution per person-kilometre than the average single-occupancy automobile. 

 

Electric vehicles—trolley buses, streetcars, and electric trains of various kinds—are usu-

ally more expensive than buses because of the special infrastructure required, although, 

for given levels of ridership they generally have lower operating costs. Quite high settle-

ment densities are required to justify electric transit over buses. 

 

Electric vehicles can also be more suited to urban situations because they can be quieter 

than buses. Moreover, they often provide a more comfortable ride. Their evident infra-

structure can be useful as clues to the availability of transit service when negotiating un-

familiar parts of a city. 

 

Lower air pollution and noise, and comfort about availability can all be conducive to 

children‘s health and well-being. In a city where children were put first, transit might 

make more use of electric vehicles. 

 

Where installation of infrastructure for electric vehicles is not possible, the best use 

should be made of low-emission diesel buses, including hybrid buses, which can result in 

Figure 10. A light-rail train in Calgary sporting its justified ‗Ride the Wind‘ slogan
121
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considerably lower pollution along bus routes (although in some cases higher fuel use and 

higher rates of emission of greenhouse gases).  

 

Finally, a municipality can seek to influence the way freight moves. It can encourage use 

of rail for freight, and use of electric vehicles, including hybrid vehicles, where road 

freight must be used. 

 

Freight transport, notably trucking, is a major source of pollution and noise in urban are-

as. Movement of more goods by train could be beneficial in this respect, although the first 

and last few kilometres of each freight movement, usually in an urban area, might still 

have to be performed by truck, except where major shippers are involved, with their own 

rail sidings. 

 

Hybrid trucks, which use electric motors to supplement their diesel engines, are coming 

onto the market. From a children‘s perspective, their use can be encouraged as they have 

considerably lower fuel consumption and consequent lower emissions of pollutants. 

Moreover, within limits, they can operate entirely on battery power, which would be de-

sirable, for example, when operating near schools. 

 

Again, if the needs of children and youth were put at the forefront, shifts to rail and adop-

tion of new technologies could well be implemented earlier. 
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PART III. APPLYING THE GUIDELINES 
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12. Barriers, and actions to overcome the barriers 

 

Table 2 lists several potential barriers to implementing a set of guidelines such as are set 

out here. There are suggestions as to how the barriers might be overcome, and an indica-

tion as to who might be able to take useful action. (‗Municipality‘ here includes regional 

districts where appropriate.) 

BARRIERS IDENTIFIED 
ACTIONS RECOMMENDED TO  
OVERCOME BARRIER 

WHO IS TO 
ACT 

Challenge 1: Increase childrenôs active transport for the trip to school 

Lack of sidewalks. Construct sidewalks on safe routes to 
school. 

Municipality 

Lack of bike paths on route to 
school. 

Construct paths that lead to schools. Municipality 

Traffic safety fears. The Walking School Bus and Bicycle Train 
program helps children to learn safe behav-
iour and provides adult supervision for 
school trips. Create disincentives for car 
use. Educate drivers to respect cyclists and 
pedestrians. Educate cyclists. 

School 
School Board 
Municipality 

Security fears related to not 
knowing neighbours, fear of 
abduction, transience of 
some neighbourhoods. 

Implement Walking School Bus and Bicycle 
Train programs. Organize community devel-
opment. Encourage more ‗eyes on the 
street‘. Promote Neighbourhood Watch. 

School 
School Board 
Municipality 
Parents 

Lack of parental awareness 
regarding short- and long-
term health impacts of driving 
their children rather than sup-
porting active transport. 

Introduce resources that help children to 
understand links between transport, physical 
activity, and health and then empowers them 
to discuss these issues with their parents. 
Introduce awareness strategies to inform the 
general public. Introduce active transporta-
tion concepts through early years programs 
and day care centres. 

Ministry of 
Healthy Living 
and Sport 
Ministry of Ed-
ucatio 
School Board 
Municipality 

School funding formulas en-
courage construction and use 
of large schools that are more 
likely to have traffic conges-
tion than smaller schools. 

The provincial government, school boards, 
and municipalities could work towards 
school site planning and transport solutions 
that encourage active transport. 

Ministry of Ed-
ucation 
School Board 
Municipality  

Kiss ‗N Ride facilities at 
school reduce congestion but 
encourage car use. 

Disincentives for dropping children by car 
could be provided while maintaining safe 
school sites. 

School Board 
School 
Municipality 

Educators may not see 
transport to school as their 
responsibility. 

Ask school boards, principals and teachers 
to reinforce messages regarding active 
transport and make safety education manda-
tory. 

School Board 
School 
Municipality 

¢ŀōƭŜ ŎƻƴǘƛƴǳŜǎ ƻƴ ƴŜȄǘ ǇŀƎŜ 

Table 2. Challenges, barriers, and actions to overcome barriers 
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¢ŀōƭŜ ŎƻƴǘƛƴǳŜǎ ŦǊƻƳ ǇǊŜǾƛƻǳǎ ǇŀƎŜ 

BARRIERS IDENTIFIED 
ACTIONS RECOMMENDED TO  
OVERCOME BARRIER WHO IS TO ACT 

Parents pressure school 
boards for more busing so 
that their children will not 
have to walk or cycle to 
school. 

Introduce education and public aware-
ness programs that emphasize positive 
health outcomes from physical activity 
and reduced motorized transport. 

Ministry of Healthy Liv-
ing and Sport 
School Board 
Parents 

Challenge 2: Increase active transport for children on non-school trips 

Lack of awareness across 
sectors regarding signifi-
cance of links between 
land use planning, 
transport, and children‘s 
health.  

Disseminate child-friendly planning 
guidelines. Provide professional devel-
opment and formal education at college 
and university levels reinforcing links 
between land use planning, transport 
planning, children, and health. 

Municipality 
Ministry of Healthy Liv-
ing and Sport 
Ministry of Community 
and Rural Development 
Ministry of Advanced 
Education and Labour 
Market Development 

Lack of sidewalks and bi-
cycle paths to destinations 
where children like to trav-
el. 

Identify destinations frequented by chil-
dren and create safe routes with side-
walk and bicycle paths; consider chil-
dren‘s travel patterns in planning pro-
cesses. 

Municipality 
School 

Neighbourhood design is 
not always conducive to 
walking, wheelchair use, 
and cycling (e.g., lack of 
sidewalks, indirect routes, 
traffic noise). 

Give greater attention to infrastructure 
that supports physical activity when 
building new neighbourhoods and ret-
rofitting old ones. 

Municipality 
Parents 

Recreation programs not 
located within easy walk-
ing and cycling distance. 

When recreation facilities cannot be 
located within the community, consider 
and promote options for carpooling and 
transit. 

Municipality 

Security fears. Conduct public awareness campaigns 
regarding actual vs. perceived risk of 
abduction. Increase efforts to promote 
active transport leading to more ‗eyes 
on the street‘. Support Neighbourhood 
Watch programs. 

Municipality 
Police services 

Traffic safety fears. Design routes to children‘s preferred 
destinations that help keep them away 
from busy streets. Support traffic safety 
programs. Deploy infrastructure that 
slows traffic and reduces the amount of 
road space dedicated to automobile 
use. 

Municipality 

¢ŀōƭŜ ŎƻƴǘƛƴǳŜǎ ƻƴ ƴŜȄǘ ǇŀƎŜ 
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¢ŀōƭŜ ŎƻƴǘƛƴǳŜǎ ŦǊƻƳ ǇǊŜǾƛƻǳǎ ǇŀƎŜ 

BARRIERS IDENTIFIED 
ACTIONS RECOMMENDED TO  
OVERCOME BARRIER 

WHO IS TO 
ACT 

Lack of parental awareness 
regarding short- and long-
term health impacts of mo-
torized transport and lack of 
physical activity. 

Introduce public awareness and education 
programs (See Challenge 1). 

Ministry of 
Healthy Living 
and Sport 

Time pressures: Parents 
chain trips; children are reg-
istered for day care near 
work to avoid possible late 
fees if the parent is delayed 
in traffic on the way home. 

Parents would benefit from flexibility in hours 
of work. Expand teleworking. Parents may 
need to reconsider the value of involving 
children in structured activities (present prac-
tice results in less unstructured time for the 
child and more time spent travelling by car). 

Parents, 
Employers 

Challenge 3: Reduce adult automobile use (and thus childrenôs exposure in and 
outside vehicles) 

In some municipalities, 
people often live far from 
where they work. 

Increase opportunities for higher ‗live-work‘ 
ratios in new and older developments. 

Municipality 

Transport needs are com-
plex and cannot be handled 
adequately by existing 
transit services. 

Require dedicated, sustainable financing for 
expansion of transit 

Municipality 
Ministry of 
Transportation 
and Infrastruc-
ture 

Adults do not consider the 
impact of their car use on 
their health or on children‘s 
health; mostly they think 
only of getting to their desti-
nations on time. 

Provide education and public awareness 
strategies regarding transport and children. 
Introduce incentives and disincentives fa-
vouring sustainable transport. 

Municipality 
Ministry of 
Healthy Living 
and Sport 

Highways and busy arterial 
roads bisect walking and 
cycling routes, causing 
them to be seen as unsafe 
or unpleasant. 

Give higher priority to walking (including 
wheelchair use) and cycling as modes of 
transport. Design routes that are safe and 
pleasant for pedestrians and cyclists. 

Municipality 
Ministry of 
Transportation 
and Infrastruc-
ture 

Adults and youth feel they 
lack transport options be-
yond the car. 

Design new developments that are less auto-
dependent. 

Municipality 
Ministry of 
Community and 
Rural Develop-
ment 

Transit is not perceived as 
convenient if user is re-
quired to transfer more than 
once 

Increase financial support for transit. Ministry of 
Transportation 
and Infrastruc-
ture 
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13. Involving children and youth in identifying and resolving problems 

 

Children and youth already have a lot of information and ideas about land use and 

transport, especially the latter. It‘s hard to live in our society without travelling a lot and 

being affected by other people‘s travel. However, children and youth often see the world 

differently from adults, and do not always share their attitudes. This includes attitudes 

about land use and transport issues. 

 

Even though young people necessarily pick up a lot from everyday life, formal education 

about land use and transport can help them figure out some of the more complex relation-

ships. For land use, the Canadian Institute of Planners has developed a good resource that 

can help planning professionals and educators provide instruction about urban planning 

and community development. It is A Kidôs Guide to Building Great Communities: A 

Manual for Planners and Educators.
122

 

 

There is no equivalent resource for transport issues, and the Kidôs Guide mentioned in the 

last paragraph hardly touches on the powerful interactions between transport and land 

use. However, there are teaching resources on transport. A good example is You Can 

Clean the Air, a CD-ROM produced by the Region of Waterloo in Ontario (see Box 9). 

Another, directed more at high-school students, is the set of resources at YWALK‘s Web 

site.
124

  

 

Box 9. Region of Waterloo‘s statement concerning its teaching resource  

for use with Grade 3 students: You Can Clear the Air123 

 

 

 

 

 

 

The Region of Waterloo wants to encourage the use of alternative transport, moving away from 
total dependence in this Region on motorized personal vehicles—cars, vans, trucks, SUVs, etc.—
and moving toward a community where more people walk to where they want to go, bike, take the 
bus, or carpool. The expected outcome of this classroom program from the Region‘s perspective 
(Planning, Housing & Community Services and the Transportation and Environmental Services 
Departments) is to increase the knowledge, skills, and understanding among Grade 3 students 
with respect to: 

ü transport options available, including driving, busing, biking, walking, and choosing the alterna-
tive best suited to specific needs; 

ü air quality and the impact they can have as individuals and groups on local and regional air 
quality through their own transport choices; 

ü understanding the impact of transport choices on air quality within our communities, Ontario, 
and globally; 

ü understanding the relationship of air pollution to personal and environmental health; 

ü understanding differences and the relationships and links between air quality, climate change, 
ozone depletion, and environmental and human health, and how transport choices impact the-
se issues; and 

ü understanding the relationship between transport and land use planning/design of urban com-
munities. 
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With or without formal education about the issues, there is a need to involve young peo-

ple more in transport and land use planning. There are at least three good reasons for do-

ing this. 

 

The first is that, as documented above, there is a set of problems concerning transport and 

young people, and the young people themselves, who experience these problems, are 

likely to be able to contribute to solutions. 

 

The second is that some transport modes involve substantial numbers of young people. 

More than half of walking and cycling trips can be made by young people, who can also 

make more than a fifth of transit trips.
125

 As for any other activity, it‘s a good strategy to 

involve the ‗customers‘ in figuring out how things can be improved. 

 

The third reason is that transport and land use provide good issues around which to intro-

duce young people to the practice of government and democracy. Early involvement in 

government is becoming a recognized tool for education about these practices. Transport 

and land-use issues often affect young people directly in ways they can feel quite strongly 

about, and the competing positions and trade-offs are usually easy to grasp.   

 

The United Nations Children‘s Fund (UNICEF), through its Child-Friendly Cities pro-

gram, places much importance on involvement of young people in local decision-making. 

Indeed, such involvement comprises the first two items in the program‘s definition of a 

child-friendly city (Box 10).  

Box 10. UNICEF‘s concept of a Child Friendly City126 

 

 

 

 

 

 

 

 

 

 

 

 

A Child Friendly City is a local system of good governance committed to fulfilling children‘s rights. 
It is actively engaged in fulfilling the right of every young citizen to:  

¶ Influence decisions about their city  

¶ Express their opinion on the city they want  

¶ Participate in family, community and social life  

¶ Receive basic services such as health care and education  

¶ Drink safe water and have access to proper sanitation  

¶ Be protected from exploitation, violence and abuse  

¶ Walk safely in the streets on their own  

¶ Meet friends and play  

¶ Have green spaces for plants and animals  

¶ Live in an unpolluted environment  

¶ Participate in cultural and social events  

¶ Be an equal citizen of their city with access to every service, regardless of ethnic origin, reli-
gion, income, gender or disability.  
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14. Towards implementation of the guidelines 

 

The key guidelines are the first two, set out in Section 6 on Page 30: 

 

Guideline 1.  In transport and land-use planning, the needs of children and youth should 

receive as much priority as the needs of people of other ages and the re-

quirements of business. 

 

Guideline 2.  Within each municipality, designate a staff member or council member, or 

both, as responsible for bringing the perspectives of young people to con-

sideration of transport and land-use planning issues. 

 

The first steps towards application of any of the other guidelines could be adoption by the 

municipal council of a resolution that embodies the spirit of Guideline 1 accompanied by 

a by-law that appoints the official contemplated by Guideline 2. Among the first tasks of 

such an official would be to consider the issues concerning involvement of young people 

raised here in Section 13. 

 

These actions would be only the beginning of the process of making the municipality 

child- and youth-friendly, a process that could take several years. 

 

Municipal adoption of the guidelines, or some of them, would be reinforced by identifica-

tion of them as policy statements within a municipality‘s Official Community Plan 

(OCP). Section 878 of BC‘s Local Government Act allows municipalities to include such 

policy statements whether or not the municipality has direct responsibility for the mat-

ter.
127

  

 

A municipality‘s OCP must be consistent with its regional district‘s Regional Growth 

Strategy (RGS). Thus, a further step in the implementation of the guidelines would be to 

include the guidelines, or some of them, within RGSs. The guidelines are compatible 

with the purpose of RGSs, which is ―to promote human settlement that is socially, eco-

nomically and environmentally healthy and that makes efficient use of public facilities 

and services, land and other resources.‖ More specifically, an RGS should work towards 

―avoiding urban sprawl … [and achieving] settlement patterns that minimize the use of 

automobiles and encourage walking, bicycling and the efficient use of public transit.‖
128

 

 

Guidelines on child- and youth-friendly land-use and transport planning are evidently 

consistent with these provincial requirements for OCPs and RGSs. However, these doc-

uments may have no more than limited reference to the needs of children and youth. For 

example, Metro Vancouver‘s draft RGS says much that could be relevant to the needs of 

children and youth, but does not specifically address their needs.
129

 The OCP of the City 

of Surrey, the second largest municipality within Metro Vancouver, gives priority to the 
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need to plan neighbourhoods so that young children can walk safely to school but says 

little else about the transport needs of children and youth.
130

 

 

Implementation of the guidelines could be facilitated further by provincial recognition or 

endorsement. Recognition could involve posting of the guidelines at a BC Government 

Web site, with a suitable disclaimer. Endorsement could involve provincial approval of 

the guidelines, or some of them. The strongest statement would involve adoption of the 

guidelines, or some of them, as provincial policy guidelines in the manner provided for in 

Section 870 of BC‘s Local Government Act.
131

 

 

Among Canada‘s provinces British Columbia has perhaps the most ‗hands-off‘ provincial 

government in respect of land use planning. Thus, firm direction of municipalities and 

regional districts towards accommodating the needs of children may for this reason be 

less expected than in other provinces. However, perhaps paradoxically, British Colum-

bia‘s government is among the most directive on transport matters. As transport is the 

primary concern of the guidelines, there could thus be a basis for provincial direction.  

 

These guidelines have been developed primarily for land use and transport planners in 

municipalities. A key organization for taking the guidelines further could be the Planning 

Institute of British Columbia. This is the BC affiliate of the Canadian Institute of Plan-

ners, which has endorsed the process of developing a set of Child- and Youth-friendly 

Land Use and Transport Planning Guidelines for each province. Another affiliate is the 

Ontario Professional Planners Institute, which has endorsed an Ontario version of the 

guidelines. Indeed, OPPI has issued a ‗Call to Action‘ proposing that Ontario municipali-

ties adopt and follow the guidelines.
132

  

 

Outside of the provincial government, municipalities, and profession organizations, there 

are several BC organizations concerned with active transport. Their interests embrace the 

concerns that led to development of these guidelines, and they could be useful partners in 

dissemination and application of the guidelines. These include Smart Growth BC, Better 

Environmentally Sound Transportation (BEST), First Call (BC Child and Youth Advoca-

cy Coalition), and many others.
133
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The 19 Guidelines on one page 

DǳƛŘŜƭƛƴŜ мΦ Lƴ ǘǊŀƴǎǇƻǊǘ ŀƴŘ ƭŀƴŘ-ǳǎŜ ǇƭŀƴƴƛƴƎΣ ǘƘŜ ƴŜŜŘǎ ƻŦ ŎƘƛƭŘǊŜƴ ŀƴŘ ȅƻǳǘƘ ǎƘƻǳƭŘ ǊŜŎŜƛǾŜ 
ŀǎ ƳǳŎƘ ǇǊƛƻǊƛǘȅ ŀǎ ǘƘŜ ƴŜŜŘǎ ƻŦ ǇŜƻǇƭŜ ƻŦ ƻǘƘŜǊ ŀƎŜǎ ŀƴŘ ǘƘŜ ǊŜǉǳƛǊŜƳŜƴǘǎ ƻŦ ōǳǎƛƴŜǎǎΦ 

DǳƛŘŜƭƛƴŜ нΦ ²ƛǘƘƛƴ ŜŀŎƘ ƳǳƴƛŎƛǇŀƭƛǘȅΣ ŘŜǎƛƎƴŀǘŜ ŀ ǎǘŀŦŦ ƳŜƳōŜǊ ƻǊ ŎƻǳƴŎƛƭ ƳŜƳōŜǊΣ ƻǊ ōƻǘƘΣ ŀǎ 
ǊŜǎǇƻƴǎƛōƭŜ ŦƻǊ ōǊƛƴƎƛƴƎ ǘƘŜ ǇŜǊǎǇŜŎǘƛǾŜǎ ƻŦ ȅƻǳƴƎ ǇŜƻǇƭŜ ǘƻ ŎƻƴǎƛŘŜǊŀǘƛƻƴ ƻŦ ǘǊŀƴǎǇƻǊǘ 
ŀƴŘ ƭŀƴŘ-ǳǎŜ ǇƭŀƴƴƛƴƎ ƛǎǎǳŜǎΦ 

DǳƛŘŜƭƛƴŜ оΦ !ǎ Ƴŀȅ ōŜ ŀǇǇǊƻǇǊƛŀǘŜΣ ŜǎǘŀōƭƛǎƘ ƻǊ ŀŘŀǇǘ ƻƴŜ ƻǊ ƳƻǊŜ ŦƻǊǳƳǎ ŦƻǊ ŎƘƛƭŘǊŜƴ ŀƴŘ 
ȅƻǳǘƘ ǘƻ ŜƴǎǳǊŜ ǘƘŀǘ ǘƘŜƛǊ ǇŜǊǎǇŜŎǘƛǾŜǎ ŀǊŜ ŎƻƴǎƛŘŜǊŜŘ ōȅ ƭŀƴŘ-ǳǎŜ ŀƴŘ ǘǊŀƴǎǇƻǊǘ ǇƭŀƴƴŜǊǎΦ 

DǳƛŘŜƭƛƴŜ пΦ LŘŜƴǘƛŦȅ ǿƘŜǊŜ ŎƘƛƭŘǊŜƴ ŀƴŘ ȅƻǳǘƘ ǿŀƴǘ ǘƻ Ǝƻ ƻǊ ƴŜŜŘ ǘƻ Ǝƻ ŀƴŘΣ ǘƻ ǘƘŜ ŜȄǘŜƴǘ Ǉƻǎπ
ǎƛōƭŜΣ ǇǊƻǾƛŘŜ ǿŀȅǎ ƻŦ ƎŜǘǘƛƴƎ ǘƘŜǊŜ ōȅ ŦƻƻǘΦ 

DǳƛŘŜƭƛƴŜ рΦ !ǎǎŜǎǎ ǇŜŘŜǎǘǊƛŀƴ ǊƻǳǘŜǎ ǳǎŜŘ ƻǊ ǘƻ ōŜ ǳǎŜŘ ōȅ ŎƘƛƭŘǊŜƴ ŀƴŘ ȅƻǳǘƘ ǘƻ ŜƴǎǳǊŜ ǘƘŀǘ 
ǘƘŜȅ ŀǊŜ ŀǎ ǎŀŦŜ ŀƴŘ ǎǳƛǘŀōƭŜ ŦƻǊ ǘƘŜƳ ŀǎ ǇƻǎǎƛōƭŜΦΦ 

DǳƛŘŜƭƛƴŜ сΦ {ŜǇŀǊŀǘŜ ǎƛŘŜǿŀƭƪǎ ǳǎŜŘ ōȅ ŎƘƛƭŘǊŜƴ ŀƴŘ ȅƻǳǘƘ ŦǊƻƳ ƘŜŀǾƛƭȅ ǘǊŀǾŜƭƭŜŘ ǊƻŀŘǎΦ 

DǳƛŘŜƭƛƴŜ тΦ 9ƴǎǳǊŜ ǘƘŀǘ ǎƛŘŜǿŀƭƪǎ ŀǊŜ ŀƭǿŀȅǎ ŎƭŜŀǊŜŘ ƻŦ ƛŎŜ ŀƴŘ ǎƴƻǿΦ 

DǳƛŘŜƭƛƴŜ уΦ CƻǊ ƻƭŘŜǊ ŎƘƛƭŘǊŜƴ ŀƴŘ ȅƻǳǘƘΣ ŜƴǎǳǊŜ ǘƘŀǘ ŘŜǎǘƛƴŀǘƛƻƴǎ ǘƘŀǘ Ŏŀƴƴƻǘ ōŜ ŀ ǿŀƭƪ ŀǿŀȅ 
ŀǊŜ ƴƻ ƳƻǊŜ ǘƘŀƴ ŀ ōƛŎȅŎƭŜ ǊƛŘŜ ŀǿŀȅΦ 

DǳƛŘŜƭƛƴŜ фΦ CƻǊ ŘŜǎǘƛƴŀǘƛƻƴǎ ǘƻ ōŜ ǊŜŀŎƘŜŘ ōȅ ōƛŎȅŎƭŜΣ ǇǊƻǾƛŘŜ ǎŜǇŀǊŀǘŜ ōƛŎȅŎƭŜ ǇŀǘƘǎ ƻǊ ǘǊŀƛƭǎ ƻǊΣ 
ƛŦ ƴƻǘ ǇƻǎǎƛōƭŜΣ ƛƴǎǘŀƭƭ ōƛŎȅŎƭŜ ƭŀƴŜǎ ƻƴ ǊŜƎǳƭŀǊ ǊƻŀŘǎΦ 

DǳƛŘŜƭƛƴŜ млΦ 9ƴǎǳǊŜ ǘƘŀǘ ōƛŎȅŎƭŜ ǊƛŘŜǊǎ ŀǊŜ ǿŜƭƭ ǇǊƻǾƛŘŜŘ ŦƻǊ ŀǘ ƛƴǘŜǊǎŜŎǘƛƻƴǎ ŀƴŘ ƘŀǾŜ ǎǳŦŦƛŎƛŜƴǘ 
ǇǊƛƻǊƛǘȅ ŦƻǊ ŦƻǊǿŀǊŘ ƳƻǾŜƳŜƴǘΦ 

DǳƛŘŜƭƛƴŜ ммΦ !ǘ ŘŜǎǘƛƴŀǘƛƻƴǎΣ ǇǊƻǾƛŘŜ ǎŜŎǳǊŜΣ ŎƻƴǾŜƴƛŜƴǘ ōƛŎȅŎƭŜ ǇŀǊƪƛƴƎΦ 

DǳƛŘŜƭƛƴŜ мнΦ 9ƴǎǳǊŜ ǘƘŀǘ ŜǾŜǊȅ ǇŀǊǘ ƻŦ ŀ ǘǊŀƴǎƛǘ ǎȅǎǘŜƳ ƛǎ ǎŀŦŜ ŀƴŘ ǿŜƭŎƻƳƛƴƎ ǘƻ ȅƻǳƴƎ ǇŜƻǇƭŜΣ 
ŀƴŘ ŀŦŦƻǊŘŀōƭŜΦ 

DǳƛŘŜƭƛƴŜ моΦ !ǾƻƛŘ ǘǊŀƴǎŦŜǊǎ ōȅ ǊƻǳǘƛƴƎ ǾŜƘƛŎƭŜǎ ǿƘŜǊŜ ŎƘƛƭŘǊŜƴ ŀƴŘ ȅƻǳǘƘ ǿŀƴǘ ǘƻ ŀƴŘ ƴŜŜŘ ǘƻ 
ƎƻΤ ƳŀƪŜ ǘǊŀƴǎŦŜǊǎ Ŝŀǎȅ ǿƘŜǊŜ ƴŜŎŜǎǎŀǊȅΦ 

DǳƛŘŜƭƛƴŜ мпΦ 9ȄŀƳƛƴŜ ŜǾŜǊȅ ŀǎǇŜŎǘ ƻŦ ŀ ǘǊŀƴǎƛǘ ǎȅǎǘŜƳ ŦǊƻƳ ǘƘŜ ǇŜǊǎǇŜŎǘƛǾŜ ƻŦ ŀ ǇŀǊŜƴǘ ǿƛǘƘ ŀ 
ŎƘƛƭŘ ƛƴ ŀ ǎǘǊƻƭƭŜǊΣ ŀƴŘ ƳŀƪŜ ŀŘƧǳǎǘƳŜƴǘǎ ǘƻ ƳŜŜǘ ǎǳŎƘ ŀ ǘǊŀǾŜƭƭŜǊΩǎ ƴŜŜŘǎΦ 

DǳƛŘŜƭƛƴŜ мр IŜƭǇ ŜƴǎǳǊŜ ǘƘŀǘ ǎŎƘƻƻƭ ǇƻƭƛŎƛŜǎ ŀƴŘ ǇǊŀŎǘƛŎŜǎ ŦŀǾƻǳǊ ǿŀƭƪƛƴƎΣ ŎȅŎƭƛƴƎΣ ŀƴŘ ƻǘƘŜǊ 
ƳƻŘŜǎ ƻŦ ŀŎǘƛǾŜ ǘǊŀƴǎǇƻǊǘ ŦƻǊ ǘǊƛǇǎ ǘƻ ŀƴŘ ŦǊƻƳ ǎŎƘƻƻƭΣ ŀƴŘ ŀƭǎƻ ǊŜƎǳƭŀǊ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ 
ǿƘŜǊŜ ǘƘƛǎ ƛǎ ŀǾŀƛƭŀōƭŜ ŀƴŘ ŀǇǇǊƻǇǊƛŀǘŜΦ 

DǳƛŘŜƭƛƴŜ мсΦ CƻǊ ȅƻǳƴƎŜǊ ŎƘƛƭŘǊŜƴΣ ƘŜƭǇ ŀǊǊŀƴƎŜ ǿŀƭƪƛƴƎ ǎŎƘƻƻƭ ōǳǎŜǎ ŀƴŘ ƻǘƘŜǊ ƳŜŀƴǎ ƻŦ ǎǳπ
ǇŜǊǾƛǎƛƻƴΦ 

DǳƛŘŜƭƛƴŜ мтΦ ²ƘŜǊŜ ŘŜǎǘƛƴŀǘƛƻƴǎ Ŏŀƴƴƻǘ ōŜ ǊŜŀŎƘŜŘ ōȅ ŦƻƻǘΣ ōƛŎȅŎƭŜ ƻǊ ǘǊŀƴǎƛǘΣ ŀǊǊŀƴƎŜ ƭŀƴŘ ǳǎŜǎ 
ǎƻ ǘƘŀǘ ƛƴ-ŎŀǊ ǘƛƳŜ ƛǎ ǊŜŘǳŎŜŘΦ 

DǳƛŘŜƭƛƴŜ муΦ tƻǎǘ ŀƴŘ ŜƴŦƻǊŎŜ ƳǳŎƘ ƭƻǿŜǊ ǎǇŜŜŘ ƭƛƳƛǘǎΣ ǇŀǊǘƛŎǳƭŀǊƭȅ ƛƴ ǳǊōŀƴ ŀǊŜŀǎΦ 

DǳƛŘŜƭƛƴŜ мфΦ 5ƻ ǿƘŀǘ ƛǎ ǇƻǎǎƛōƭŜ ǘƻ ǊŜŘǳŎŜ ŀƳƻǳƴǘǎ ƻŦ ƳƻǘƻǊƛȊŜŘ ǘǊŀŦŦƛŎ ƎŜƴŜǊŀƭƭȅ ŀƴŘ ǊŜŘǳŎŜ ƛǘǎ 
ŀŘǾŜǊǎŜ ƛƳǇŀŎǘǎΦ 
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Bill Hamilton 
Vancouver Area Cycling Coalition 
 
Caryl Harper 
Vancouver Island Health Authority 
 
Melissa Heidema 
City of Campbell River 
 
Matt Herman 
Injury Prevention & Healthy Built 
Environment, Ministry of Healthy Living and 
Sport 
 
Julie Higginson 
Capital Bike Walk 
 
Yvonne Hii 
Child Development, City of Vancouver 
 
Glenn Hope 
BC Council for Families 
 
Becs Hoskins 
Child and Nature Alliance 
 
Patti Johnson 
Langley School District 
 
Chris Keam 
Freelance Writer 
 
Marcy Keehn 
United Way 
 
Karen Laberee 
Gorge Tillicum Community Association 
 

Linda Lawlor 
BCAA Traffic Safety Foundation 
 
Deborah LeFrank 
LeFrank & Associates Ltd 
 
Sue Lissel 
Interior Community Services 
 
Todd Litman 
Victoria Transport Institute 
 
Lee Lockwood 
Langley 
 
Marg Mahan 
Better Environmentally Sound 
Transportation (BEST) 
 
Azadeh Marzara 
Urban Development Institute 
 
Eric Mazzi 
University of British Columbia 
 
Steve Meikle 
District of Saanich 
 
Bryan Melnyk 
BC Ministry of Healthy Living & Sport 
 
Alice Miro 
Heart and Stroke Foundation 
 
Craig Monley 
Okanagan Boys and Girls Clubs 
 
Adrienne Montani 
First Call: BC Child and Youth Advocacy 
Coalition 
 
Jodi Mucha 
BC Healthy Communities 
 
Roy Mufford 
 
Jon Munn 
District of Highlands 
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Kristin Mutch 
Victoria Police Department 
 
Al Neufeld 
Township of Langley 
 
Julie Norton 
BC Council for Families/First Call 
 
Mab Oloman 
Coalition of Child Care Advocates of BC 
 
Jeff Paleczny 
Town of Gibsons 
 
Susan Papadionissiou 
Surrey Office of ECD, Learning and Care 
 
Sonya Paterson 
Valley Transportation Advisory Committee 
 
Tom Pearce 
City of Vancouver 
 
Andrina Perry 
First Call: BC Child and Youth Advocacy 
Coalition 
 
Greg Pettipas 
Architect 
 
Helen Popple 
City of Port Coquitlam 
 
Andrea Reimer 
Wilderness Committee 
 
Stacey Rennie 
City of Surrey - Parks, Recreation and 
Culture 
 
Lynne Reside 
North Okanagan ECD Coalition 
 
Adam Richards 
District of Saanich 
 
 

Lesley Richardson 
First Call: BC Child and Youth Advocacy 
Coalition 
 
Stafford Richter 
 
Michel Saab 
The Board of Education of School District 
#83 (North Okanagan-Shuswap) 
 
David Sadler 
City of Surrey 
 
Menno Salverda 
Population Health, Interior Health 
 
Debbie Sansome 
Langley School District 
 
Joanne Schroeder 
Human Early Learning Partnership (HELP) 
 
Caitlin Schwarz 
YouthCore & City of Victoria Youth Council, 
BC Healthy Communities 
 
Dianne Seaton 
School District # 62 (Sooke) 
 
Rebecca Siggner 
SPARC BC 
 
Andrea Smith 
Capital Region District 
 
Geoffrey Smith 
BC Ministry of Environment/Youth Climate 
Leadership Alliance 
 
Karen Stanton 
City of Chilliwack 
 
Richard Stanwick 
Vancouver Island Health Authority 
 
Grace Steyn 
City of Abbotsford 
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Lesley Styan 
Mount View Colquitz Community 
Association 
 
Kelsey Swanson 
City of Surrey Community Development 
 
Lana Taves 
 
Roy Thomassen 
District of Oak Bay 
 
Kristen Tiede 
City of Surrey 
 
Anne Topp 
District of Saanich 
 
Julianna Torjek 
City of Vancouver Youth Outreach Team 
 
Chloe Tunis 
Capital Region District 
 
Tanya Turner 
City of Quesnel 
 
Alison Verhagen 
Town of Sidney 

 
Sarah Webb 
Capital Regional District 
 
Roger Wheeler 
Interior Health 
 
Rob Wickson 
Gorge Tillicum Community Association 
 
Joy Wilson 
Langley Child Development Centre 
 
Sophia Woo 
Vancouver Coastal Health 
 
Bob Yates 
Consultant 
 
Carol Ann Young 
City of Vancouver 
 
Geoff Young 
Capital Region District Board 
 
Jordana Zbarsky 
Big Sisters of BC Lower Mainland 
 

 

 
Sources of photos, etc. 

Sources are mostly acknowledged in corresponding end notes beginning on the next page. Here 
are sources not in the end notes: 

The photographs on Pages 8 and 37 are by Dan Burden (see www.walkable.org/about.html). 
Similar but not identical shots are in the image library of the Pedestrian and Bicycle Information 
Center at www.pedbikeimages.org. 

Information about the photograph on Page 27 has regrettably been mislaid. 

The photograph on Page 33 is from 
http://www.richmond.ca/__shared/assets/Pedestrian_Push_Button9533.jpg. 

The photograph on Page 34 is from 
http://www.sickkids.ca/SKCForParents/custom/HavenwoodPhotovoiceProject.pdf. 

 

http://www.pedbikeimages.org/
http://www.richmond.ca/__shared/assets/Pedestrian_Push_Button9533.jpg
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End Notes 

 

Indicated Web sites were valid and active in February or March 2010. 

 
 
1
  The quotations are from Page xiv of Tomalty R, Haider M, 2009 BC Sprawl Report: Walk-

ability and Health, Smart Gowth BC, Vancouver, 2009, at the URL below 

1. http://www.smartgrowth.bc.ca/Portals/0/Downloads/sgbc-sprawlreport-2009-final-

web%20(2).pdf. 

2
  The second epigraph is from ‗The Politics of Happiness‘ by Susan Ives based on a conver-

sation with Enrique Peñalosa, in Land & People, Fall 2002, available at the URL below 

(see also Box 1 on Page 31). 

1. http://www.tpl.org/tier3_cd.cfm?content_item_id=10710&folder_id=2225. 

3
  The quotation is from Pages 116-117 of Duany A, Plater-Zyberk E, Speck J, Suburban Na-

tion: The Rise of Sprawl and the Decline of the American Dream. New York: North Point 

Press, 2000. 

4
  Olshansky, SJ, Passaro, DJ, Hershow, RC, Layden, J, Carnes, BA, Brody, J, Hayflick, L, 

Butler, RN, Allison, DB, & Ludwig, DS (2005). A potential decline in life expectancy in 

the United States in the 21st Century, New England Journal of  Medicine, 

Mar;352(11):1138-1145. 

5
  Within Canada, British Columbia is unusual in that a formal distinction is made (in its Lo-

cal Government Act) between municipalities and another type of local government: region-

al districts. The practice in other provinces is to follow the Constitution Act – which refers 

to all such bodies as ‗municipal institutions‘ – and thus to use one term only: municipality. 

Even though it might be a little confusing within BC (and even though the authors might 

prefer the BC practice because it confers more status on this order of government), the 

practice in the rest of Canada is followed here: the term ‗municipality‘ embraces regional 

districts. We note that this is not unusual. An example is the first epigraph on Page 5. 

6
  For a discussion of active transport see ‗What is Active Transportation?‘ at the Web site of 

the Public Health Agency of Canada, at the URL below. 

1. http://www.phac-aspc.gc.ca/pau-uap/fitness/active_trans.htm. 

7
  The Municipal Tool Kit for a Child and Youth Friendly Community was prepared by Rob-

ert Yates for the Society for Children and Youth of BC.. It does not appear to be available 

at the Society‘s Web site, although two earlier documents are noted there: Making Your 

Community More Child and Youth Friendly: Getting Started (2000) and Making Your 

Community More Child and Youth Friendly: Planning for Action (2001). The Municipal 

Took Kit is available at the Web site of the Haliburton County Community Cooperative 

(Ontario), at the URL below. 

1. http://www.haliburtoncooperative.on.ca/literature/pdf/H-

670_ChildandYouth_Friendly_Communities.pdf. 

8
  See Herold M, Kaye K, Rural youth and mobility: An emerging rural transportation issue. 

Rural Transportation Series No. 2, Sustainable Rural Communities Research Program, 

2001, at the URL below. 

1. http://www.everykid.on.ca/RESEARCH%20AND%20DOCUMENTS/research-data-

files/Transportation/rural%20youth%20and%20mobility.pdf. 

http://www.tpl.org/tier3_cd.cfm?content_item_id=10710&folder_id=2225
http://www.phac-aspc.gc.ca/pau-uap/fitness/active_trans.htm
http://www.haliburtoncooperative.on.ca/literature/pdf/H-670_ChildandYouth_Friendly_Communities.pdf
http://www.haliburtoncooperative.on.ca/literature/pdf/H-670_ChildandYouth_Friendly_Communities.pdf
http://www.everykid.on.ca/RESEARCH%20AND%20DOCUMENTS/research-data-files/Transportation/rural%20youth%20and%20mobility.pdf
http://www.everykid.on.ca/RESEARCH%20AND%20DOCUMENTS/research-data-files/Transportation/rural%20youth%20and%20mobility.pdf


CHILD- AND YOUTH-FRIENDLY LAND-USE AND TRANSPORT PLANNING GUIDELINES FOR BRITISH COLUMBIA 

 72 

 
9
  See Robertson-Wilson J, Leatherdale S, Wong S. Social-Ecological correlates of active 

commuting to school among high school students. Journal of Adolescent Health 

2008;42(5):486-495; and Papayo R, Gauvin L. Proportions of students who use various 

modes of transportation to school in a representative population-based sample of children 

and adolescents, 1999. Preventive Medicine 2008;46:63-33. 

10
  See Loucaides C, Plotnikoff R, Bercovitz K. Differences in the correlates of physical activ-

ity between urban and rural Canadian youth. Journal of School Health 2007;77(4):164-170. 

11
  See, for example, Kmet L, Macarthur C. Urban-rural differences in motor vehicle crash 

fatalities and hospitalization rates among children and youth. Accident Analysis and Pre-

vention 2006;38:122-127. 

12
  The District of Sparwood Active Transportation Plan is at the first URL below. The Active 

Transportation Plan for Minden is available at the second URL below. 

1. http://www.physicalactivitystrategy.ca/pdfs/Sparwood_AT_Plan.pdf. 

2. http://www.lin.ca/resource-details/12342. 

13
  For information about the BEAT program, its community planning grant program, and the 

active transport plans of recipient municipalities, see the URLs below. 

1. http://www.physicalactivitystrategy.ca/index.php/beat/. 

2. http://www.ubcm.ca/EN/main/funding/healthy-communities/built-environment-active-

transport.html. 

14
  Two useful sources on age-friendly communities planning are Global Age-Friendly Cities: 

A Guide, World Health Organization, Geneva, Switzerland, 2007, at the first URL below, 

and Age-friendly Rural and Remote Communities: A Guide, Federal/Provincial/Territorial 

Ministers Responsible for Seniors through the Public Health Agency of Canada, Ottawa, 

2007, at the second URL below. There is more relevant information at the Age-friendly 

Communities page of the Web site of the Ministry of Health Services, at the third URL be-

low.  

1. http://bibpurl.oclc.org/web/21329. 

2. http://www.phac-aspc.gc.ca/seniors-aines/publications/public/healthy-

sante/age_friendly_rural/index-eng.php. 

3. http://www.health.gov.bc.ca/seniors/initiatives/age_friendly.html. 

15
  In only two provinces (Alberta and Quebec) did the number of students per school did not 

increase between 1989-1990 and 1999-2000. These data are from Education Indicators in 

Canada. Canadian Education Statistics Council, 2003, available at the URL below. Subse-

quent editions of this document in 2005, 2007, and 2009 do not provide information about 

average school enrolments. Thus, more recent data are not readily available. The BC Min-

istry of Education made explicit the link between school consolidations and increased trav-

el by school bus in its 2009-2010 Capital Plan Instructions, at the second URL below. On 

Page 4 of the document requires that ―New school buses … required as a result of school 

consolidations are expected to be funded from operating cost savings.‖ 

1. http://www.statcan.gc.ca/bsolc/olc-cel/olc-cel?catno=81-582-

X&CHROPG=1&lang=eng. 

2. http://datafind.gov.bc.ca/cs.html?charset=utf-

8&url=http%3A//www.bced.gov.bc.ca/capitalplanning/resources/2009-10/cpi-09-

10.pdf&qt=%3CANY%3Eurl%3Abced.gov.bc.ca/+url%3Agov.bc.ca/bced/+%7C%7C+%2

2school+consolidation%22&col=&n=1&la=en. 

http://www.lin.ca/resource-details/12342
http://www.physicalactivitystrategy.ca/index.php/beat/
http://www.ubcm.ca/EN/main/funding/healthy-communities/built-environment-active-transport.html
http://www.ubcm.ca/EN/main/funding/healthy-communities/built-environment-active-transport.html
http://bibpurl.oclc.org/web/21329
http://www.phac-aspc.gc.ca/seniors-aines/publications/public/healthy-sante/age_friendly_rural/index-eng.php
http://www.phac-aspc.gc.ca/seniors-aines/publications/public/healthy-sante/age_friendly_rural/index-eng.php
http://www.health.gov.bc.ca/seniors/initiatives/age_friendly.html
http://www.statcan.gc.ca/bsolc/olc-cel/olc-cel?catno=81-582-X&CHROPG=1&lang=eng
http://www.statcan.gc.ca/bsolc/olc-cel/olc-cel?catno=81-582-X&CHROPG=1&lang=eng
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16

  Kerr, J, Rosenberg, D, Sallis, J, Saelens, B, Frank, L, & Conway, T (2005). Active com-

muting to school: Associations with environment and parental concerns. Official Journal of 

the American College of Sports Medicine, 787-794. 

17
  The quotation is from Page 284 of The Health of Canadaôs Children, 3rd edition, Ottawa: 

Canadian Institute of Child Health (2000), available at the URL below. 

1. http: www.cich.ca/Publications_monitoring.html#Profile3. 

18
  See, for example, Evans G, Kantrowitz E, Socioeconomic status and health: the potential 

role of environmental risk exposure. Annual Review of Public Health 2002;23:303-331. 

But also see Laurent O, Bard D, Filleul L, Segala C. Effect of socioeconomic status on the 

relationship between atmospheric pollution and mortality. Journal of Epidemiology and 

Community Health 2007;61:665-675. 

19
  See, for example, Yantzi N, et al. The impacts of distance to hospital on families with a 

child with a chronic condition. Social Science and Medicine 2001;52:1777-1791. 

20
  See Biddle S, Marshall S, Murdey S, Physical activity and sedentary behaviour in youth: 

issues and controversies, Journal of the Royal Society for the Promotion of Health 

2003;124:29-33. See also Nelson MC, Neumark-Stzainer D, Hannan PJ, Sirard JR, Story 

M. Pediatrics 2006;118(6):1627-1634. 

21
  See Pages 28-29 and Page 54 of Raine RD, Overweight and obesity in Canada: A popula-

tion health perspective. Canadian Institute for Health Information, Ottawa, August 2004, 

available at the URL below. See also Pabayo R, Gauvin L. Proportions of students who use 

various modes of transportation to and from school in a representative population-based 

sample of children and adolescents, 1999. Preventive Medicine 2008;46(1):63-66. 

1. http://secure.cihi.ca/cihiweb/dispPage.jsp?cw_page=GR_1130_E. 

22
  See Evenson KR, Huston SL, McMillen BJ, Bore P, Ward DS. Statewide prevalence and 

correlates of walking and bicycling to school. Archives of Pediatrics & Adolescent Medi-

cine 2003;157:887-892. See also Grow HM, Saelens BE, Kerr J, Durant NH, Norman GJ, 

Sallis JF. Where are youth active? Roles of proximity, active transport, and built environ-

ment. Medicine and Science in Sports and Exercise 2008;40(12):2071-2079. And also, Si-

rard JR, Alhassan S, Spencer TR, Robinson TN. Changes in physical activity from walking 

to school. Journal of Nutrition Education and Behavior 2008;40:324-326. 

23
  See Fox K, Childhood obesity and the role of physical activity. Journal of the Royal Socie-

ty for the Promotion of Health 2003;124:34-39. See also, Baslington, H. School Travel 

Plans: Overcoming Barriers to Implementation. Transport Reviews 2008;28(2):239-258. 

24
  The quotation is from Page 15 of Physical activity of Canadian youth ð An analysis of 

2002 health behaviour in school-aged children data. Ottawa, Ontario: Canadian Fitness 

and Lifestyle Research Institute, 2006, available at the URL below. In that document, the 

source of this information was given as Craig, CL, Cameron, C, Russell, SJ, & Beaulieu, 

A. Increasing physical activity: Supporting childrenôs participation. Ottawa, Ontario: Ca-

nadian Fitness and Lifestyle Research Institute, 2001. 

1. http://www.cflri.ca/eng/statistics/surveys/2006HBSC.php.  

25
  The quotation is from Page 28 of the source cited in Note 21. 

26
  See Page 14 of Cameron C, Wolfe R, Craig C, Physical activity and sport: Encouraging 

children to be active. Ottawa, Ontario: Canadian Fitness and Lifestyle Research Institute, 

2007. 218 pp, available at the first URL below. See also The Active Healthy Kids Canada 

Report Card on Physical Activity for Children and Youth, 2010, at the second URL below. 

http://www.cich.ca/Publications_monitoring.html#Profile3
http://secure.cihi.ca/cihiweb/dispPage.jsp?cw_page=GR_1130_E
http://www.cflri.ca/eng/statistics/surveys/2006HBSC.php
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1. http://www.cflri.ca/eng/statistics/surveys/documents/PAM2005.pdf. 

2. http://www.activehealthykids.ca/ecms.ashx/2010ActiveHealthyKidsCanadaReportCard-

longform.pdf. 

27
  See Map 2 associated with Battling obesity more than simply telling Canadians to ñeat 

right and exercise.ò Ottawa, Ontario: Canadian Institute for Health Information, 2006, 

available at the URL below Available at the first URL below. Also see Shields M, Meas-

ured Obesity: Overweight Canadian children and adolescents. Ottawa, Ontario: Statistics 

Canada, 2008, available at the second URL below. See also, Belanger-Ducharme F, & 

Tremblay A. Prevalence of obesity in Canada. Obesity Reviews 2005;6:183-186. 

1. http://secure.cihi.ca/cihiweb/dispPage.jsp?cw_page=media_15feb2006_e. 

2. http://www.statcan.ca/english/research/82-620-MIE/2005001/articles/child/cobesity.htm. 

28
  See Ewing,R,Brownson,R & Berrigan, D. Relationship between urban sprawl and weight 

of United States youth. American Journal of Preventive Medicine 2006;31(6):464-474. 

29
  See Mackett RL, Paskins J. Children‘s physical activity: The contribution of playing and 

walking. Children & Society 2008;22:345-357. See also, Dollman J, Lewis NR. Active 

transport to school as part of a broader habit of walking-and cycling among south Australi-

an youth. Pediatric Exercise Science 2007;19(4):436-443. 

30
  The rating in respect of prevent of cancer is on Page 47 of Policy andAction for Cancer 

Prevention: Food, Nutrition, and, Physical Activity: a Global Perspective, World Cancer 

Research Fund / American Institute for Cancer Research, Washing DC, February 2009, 

available at the URL below. 

1. http://www.dietandcancerreport.org/downloads/Policy_Report.pdf. 

31
  The quotation is from Page 9 of Davis A (ed.), A physically active life through everyday 

transport with a special focus on children and older people and examples and approaches 

from Europe. World Health Organization, 2002, available at the URL below. 

1. http://www.euro.who.int/eprise/main/WHO/Progs/TRT/modes/20030121_1. 

32
  The quotation is from Page 100 of Sallis, JF, & Glanz, K (2006). The role of built envi-

ronments in physical activity, eating, and obesity in childhood. Future of Children, 16(1), 

89-108. 

33
  The statement is a quotation from Measuring Up: A health surveillance update on Canadi-

an children and youth. Ottawa, Ontario: Public Health Agency of Canada, 1999, available 

at the first URL below. See also the source detailed in Note 17 and also Canadian Motor 

Vehicle Traffic Collision Statistics:2006. Ottawa, Ontario: Transport Canada, 2009, availa-

ble at the second URL below. See also, Ramage-Morin P. Motor-vehicle accident deaths, 

1979-2004. Ottawa, Ontario: Statistics Canada, Catalogue no. 82-003-X, 2008, available at 

the third URL below. And also, Public Health Agency of Canada. Leading causes of injury 

death in Canada, 2004. Ottawa, Ontario: Public Health Agency of Canada, 2008, available 

at the fourth URL below. Also see Snowdon AW, Hussein A, Slater M, Kolga C, Boase P, 

Howard A. A national study of Canadian childrenôs safety in vehicles. Paper presented at 

the Canadian Multidisciplinary Road Safety Conference. Montreal: June 3-6, 2007, availa-

ble at the fifth URL below. See also Injury Prevention Committee. Transportation of in-

fants and children in motor vehicles. Paediatrics & Child Health (Journal of the Canadian 

Paediatric Society) 2008;13(4):313-318, available at the sixth URL below. For more recent 

BC data, see the seventh URL below. 

1. http://www.phac-aspc.gc.ca/publicat/meas-haut/mu_x_e.html. 

2. http://www.tc.gc.ca/roadsafety/tp/tp3322/2006/menu.htm.  

3. http://www.statcan.gc.ca/pub/82-003-x/2008003/article/10648-eng.pdf.  

http://www.cflri.ca/eng/statistics/surveys/documents/PAM2005.pdf
http://www.activehealthykids.ca/ecms.ashx/2010ActiveHealthyKidsCanadaReportCard-longform.pdf
http://www.activehealthykids.ca/ecms.ashx/2010ActiveHealthyKidsCanadaReportCard-longform.pdf
http://secure.cihi.ca/cihiweb/dispPage.jsp?cw_page=media_15feb2006_e
http://www.statcan.ca/english/research/82-620-MIE/2005001/articles/child/cobesity.htm
http://apps.isiknowledge.com/WoS/CIW.cgi?SID=3EhMGc1LeBgELl29Mhj&Func=OneClickSearch&field=AU&val=Dollman+J&ut=000251146200006&auloc=1&fullauth=%20(Dollman,%20James)&curr_doc=63/1&Form=FullRecordPage&doc=63/1
http://apps.isiknowledge.com/WoS/CIW.cgi?SID=3EhMGc1LeBgELl29Mhj&Func=OneClickSearch&field=AU&val=Lewis+NR&ut=000251146200006&auloc=2&fullauth=%20(Lewis,%20Nicole%20R.)&curr_doc=63/1&Form=FullRecordPage&doc=63/1
http://www.dietandcancerreport.org/downloads/Policy_Report.pdf
http://www.euro.who.int/eprise/main/WHO/Progs/TRT/modes/20030121_1
http://www.phac-aspc.gc.ca/publicat/meas-haut/mu_x_e.html
http://www.tc.gc.ca/roadsafety/tp/tp3322/2006/menu.htm
http://www.statcan.gc.ca/pub/82-003-x/2008003/article/10648-eng.pdf
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4. http://dsol-smed.phac-aspc.gc.ca/dsol-smed/is-sb/c_mort_matrix_e.html.  

5.  http://auto21.ca/uploads/publications/mediareleases/Canadian_Children_In_Vehicle_Sa

fety_Study.pdf.  

6. http://www.cps.ca/english/statements/IP/IP08-01.htm. 

7. http://www.icbc.com/road-safety/safety-research/collision-statistics. 

34
  A report prepared for the Royal Canadian Mounted Police (Dalley ML, Ruscoe J, The ab-

duction of children by strangers in Canada: Nature and scope. RCMP, Ottawa, 2003, 

available at the URL below), stated that only five cases of abduction of children by 

strangers could be identified for 2001 and 2002. In three cases, the abduction was from the 

child‘s home; in none was it while walking or cycling to another place. The sources de-

tailed in Note 33 reported 282 traffic-related fatalities of children and youth aged 0-14 

years in 2000-2001 and 21,827 traffic-related injuries. See also Howard AW. Injury in 

childhood: a vexingly simple problem. Canadian Medical Association Journal 

2006;175(8):899-900. And also Birken CS, Parkin PC, To T, Macarthur C. Trends in rates 

of death from unintentional injury among Canadian children in urban areas: influence of 

socioeconomic status. Canadian Medical Association Journal 2006;175(8):867-868. 

1. http://www.rcmp-grc.gc.ca/pubs/omc-ned/abd-rapt-eng.htm.  

35
 See Stallard P, Velleman R, Baldwin S, Prospective study of post-traumatic stress disorder 

in children involved in road traffic accidents. British Medical Journal 1998;317:1619-

1623. See also, Stallard P, Salter E, Velleman R. Posttraumatic stress disorder following 

road traffic accidents - A second prospective study. European Child & Adolescent Psychia-

try 2004;13(3):172-178. And also, Hardy E, Stallard P. A pilot study to explore the effect 

of symptom monitoring in children and adolescents with posttraumatic stress reactions fol-

lowing road traffic accidents. Behavioural and Cognitive Psychotherapy 2008;36(4):431-

435. 

36
  The data to this point in this paragraph are summarized in Literature review: Vehicle travel 

speeds and pedestrian injuries. U.S. Department of Transportation, National Highway 

Traffic Safety Administration, October 1999, available at the first URL below. See also 

Health Impact Assessment of Transport Initiatives: A Guide, Health Scotland, Edinburgh, 

2007, 110 pp, available at the second URL below. 

1. http://www.nhtsa.dot.gov/people/injury/research/pub/HS809012.html.  

2. http://www.healthscotland.com/documents/2124.aspx. 

37
  Figure 1 is a reproduction of Graph 2.2 on Page 25 of European Commission, Directorate-

General for the Environment, Kids on the Move, Office for Official Publications of the Eu-

ropean Communities, Luxembourg, 2002, available at the URL below. 

1. http://ec.europa.eu/environment/youth/original/air/kids_on_the_move_en.pdf. 

38
  See Organisation for Economic Co-operation and Development, Keeping Children Safe in 

Traffic. OECD, Paris, France, 2004. Available for a fee at the URL below.  

1. http://www.oecdbookshop.org. 

39
  The recommendations concerning speed limits are on Page 42 of World Report on Child 

Injury Prevention, ed.Peden M and seven others, WHO and UNICEF, Geneva, Switzer-

land, 2008, available at the URL below. 

1. http://whqlibdoc.who.int/publications/2008/9789241563574_eng.pdf.  

40
  Canadian Paediatric Society position statement ―Preventing injuring from all-terrain vehi-

cles‖ in Paediatri and Child Health, (2004) Vol 9 No 5, 337-341. 

41
  See Paley D, ‗Buckle up, BC tells ATV riders,‘ Globe & Mail, November 11, 2009. 

http://dsol-smed.phac-aspc.gc.ca/dsol-smed/is-sb/c_mort_matrix_e.html
http://auto21.ca/uploads/publications/mediareleases/Canadian_Children_In_Vehicle_Safety_Study.pdf
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http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=10&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Houthuijs%20D&ut=000239939200009&pos=5
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=10&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Stellato%20R&ut=000239939200009&pos=6
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=10&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Clark%20C&ut=000239939200009&pos=7
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=10&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Stansfeld%20S&ut=000239939200009&pos=8
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Stansfeld%20SA&ut=000229587800028&pos=1
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Berglund%20B&ut=000229587800028&pos=2
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Clark%20C&ut=000229587800028&pos=3
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Lopez-Barrio%20I&ut=000229587800028&pos=4
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Fischer%20P&ut=000229587800028&pos=5
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Ohrstrom%20E&ut=000229587800028&pos=6
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Haines%20MM&ut=000229587800028&pos=7
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Head%20J&ut=000229587800028&pos=8
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Hygge%20S&ut=000229587800028&pos=9
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=van%20Kamp%20I&ut=000229587800028&pos=10
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=17&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Berry%20BF&ut=000229587800028&pos=11
http://www.cflri.ca/pdf/e/2000pam.pdf
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68 

 See Page 18 of the source detailed in Note 37. 

69
  Freeman L, The effects of sprawl on neighborhood social ties: An explanatory analysis. 

Journal of the American Planning Association 2001:67:69-77. 

70
  The report is discussed in some detail in a California Department of Education press re-

lease entitled State Study Proves Physically Fit Kids Perform Better Academically (De-

cember 10, 2002), available at the URL below. See also, Chomitz VR, Slining MM, 

Mcgowan RJ, Mitchell SE, Dawson GF, Hacker KA. Is There a Relationship Between 

Physical Fitness and Academic Achievement? Positive Results From Public School Chil-

dren in the Northeastern United States. Journal of School Health 2009;79(1):30-36. 

1. http://www.actionbasedlearning.com/article02.shtml. 

71
  From the testimony of Professor Leon James, University of Hawaii, before the Committee 

on Transportation and Infrastructure, U.S. House of Representatives, July 17, 1997, availa-

ble at the URL below. 

1. http://commdocs.house.gov/committees/Trans/hpw105-34.000/hpw105-34_0f.htm. 

72
  McDonald, NC, Travel and the social environment: Evidence from Alameda County, Cali-

fornia. Transportation Research Part D-Transport and Environment, 2007:12(1);53-63. 

73
  See for example Moore RC, Marcus CC, Healthy planet, healthy children: Designing na-

ture into the daily spaces of childhood. In Kellert SR, Heerwagen J, Mador M (eds.) Bi-

ophilic design: the theory, science, and practice of bringing buildings to life. Hoboken, NJ, 

Wiley, 2008, at the URL below. 

1. http://www.naturalearning.org/publications/publications.htm. 

74
  This quotation is from Page 258 of Louv R, Last child in the woods: Saving our children 

from nature-deficit disorder. North Carolina: Algonquin Books of Chapel Hill, 2005. 

75
  The quotation is from Page 11 of Frank LD, Raine K, Creating a Healthier Built Environ-

ment in British Columbia. Provincial Health Services Authority, September 2007, available 

at the URL below. 

1. http://www.phsa.ca/NR/rdonlyres/F22E3EA8-D466-4504-B3CA-

A2A37ACA6EFB/0/CreatingaHealthierBuiltEnvironmentinBC.pdf. 

76
  The quotation is from Page 8 of Berland A, Foundations for a Healthier Built Environ-

ment. Provincial Health Services Authority, 2009, available at the first URL below. This 

paper is also sponsored by the Union of British Columbia Municipalities and the BC Rec-

reation and Parks Association. The cited 2006 research review prepared for Smart Growth 

BC is Frank L, Kavage S, Litman T, Promoting Public Health through Smart Growth. 

Smart Growth BC, Vancouver, 2006, available at the second URL below. 

1. http://www.phsa.ca/NR/rdonlyres/33666238-961C-4F37-AD2C-

84283FCF581E/0/FoundationsforaHealthierBuiltEnvironmnetSummaryReport.pdf. 

2. http://www.smartgrowth.bc.ca/Portals/0/Downloads/SGBC_Health_Report_FINAL.pdf 

77
  Figure 2 is from Page 8 of the first source detailed in Note 76. 

78
  The quotation is from Page 33 of Miro A, Siu J, Creating Healthy Communities. Smart 

Growth BC, Vancouver, 2009, available at the URL below. The source cited for the link 

between teen activity and self-esteem is the first source detailed here in Note 66.  

1. http://www.smartgrowth.bc.ca/Portals/0/Downloads/CreatingHealthyCommunitiesGuide

.pdf. 

79
  There are no good data on this point, although there are hints of it in the analysis of rele-

vant data for Halton and Peel Regions and the City of Toronto in the report on the Kids on 

http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=3&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Chomitz%20VR&ut=000261882600005&pos=1
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=3&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Slining%20MM&ut=000261882600005&pos=2
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=3&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Mcgowan%20RJ&ut=000261882600005&pos=3
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=3&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Mitchell%20SE&ut=000261882600005&pos=4
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=3&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Dawson%20GF&ut=000261882600005&pos=5
http://apps.isiknowledge.com.myaccess.library.utoronto.ca/DaisyOneClickSearch.do?product=WOS&search_mode=DaisyOneClickSearch&doc=3&db_id=&SID=4EEcEKJf5BkBkOci6pA&name=Hacker%20KA&ut=000261882600005&pos=6
http://www.actionbasedlearning.com/article02.shtml
http://commdocs.house.gov/committees/Trans/hpw105-34.000/hpw105-34_0f.htm
http://www.naturalearning.org/publications/publications.htm
http://www.phsa.ca/NR/rdonlyres/F22E3EA8-D466-4504-B3CA-A2A37ACA6EFB/0/CreatingaHealthierBuiltEnvironmentinBC.pdf
http://www.phsa.ca/NR/rdonlyres/F22E3EA8-D466-4504-B3CA-A2A37ACA6EFB/0/CreatingaHealthierBuiltEnvironmentinBC.pdf
http://www.phsa.ca/NR/rdonlyres/33666238-961C-4F37-AD2C-84283FCF581E/0/FoundationsforaHealthierBuiltEnvironmnetSummaryReport.pdf
http://www.phsa.ca/NR/rdonlyres/33666238-961C-4F37-AD2C-84283FCF581E/0/FoundationsforaHealthierBuiltEnvironmnetSummaryReport.pdf
http://www.smartgrowth.bc.ca/Portals/0/Downloads/SGBC_Health_Report_FINAL.pdf
http://www.smartgrowth.bc.ca/Portals/0/Downloads/CreatingHealthyCommunitiesGuide.pdf
http://www.smartgrowth.bc.ca/Portals/0/Downloads/CreatingHealthyCommunitiesGuide.pdf
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the Move in Halton and Peel project, available at the first URL below. Also relevant may 

be the finding (for Stockholm, Sweden) that a car in the family made essentially no differ-

ence to the local travel activities of inner-city youth aged 12-16 because of their independ-

ence through their ability to walk or take transit. Youth in families with a car (34 of the 71 

surveyed) said a car provides valuable experiences for young people; youth in families with 

no car disagreed. See Sandqvist K, How does a family car matter? Leisure, travel & atti-

tudes of adolescents in inner city Stockholm. World Transport Policy & Practice 

2002;8:11-18, at the second URL below. 

1. http://kidsonthemove.ca/uploads/Kids%20on%20the%20Move%20in%20Halton%20and

%20Peel,%20final%20report.pdf.  

2. http://www.eco-logica.co.uk/pdf/wtpp08.1.pdf. 

80
  The statement is on Page 58 and again on Page 98 of Mobility 2030: Meeting the challeng-

es of sustainability. World Business Council for Sustainable Development, Geneva, Swit-

zerland, May 2004, available at the URL below. 

1. http://www.wbcsd.org/web/publications/mobility/mobility-full.pdf. 

81
  Box 1 contains several consecutive paragraphs from the source detailed in Note 2. 

82
  Figure 3 is from the URL below: 

1. http://www.members.shaw.ca/victoriayouthcouncil/B_home.html. 

83
  The quotation is from the Web site of Coquitlam Youth Council at the URL below. 

1. http://portal.citysoup.ca/NR/exeres/A6B695D2-EDF1-4C1B-B569-

70FF632B2DE9.htm. 

84
  One relevant BC initiative was given considerable publicity at the World Urban Forum 

held in Vancouver in 2006. It was the work of the Prince George Public Interest Group 

(PGPIG) towards ―involving youth meaningfully in policy deliberations in support of sus-

tainable transportation.‖ (See the first URL below.) There was much activity in connection 

with the 2002 municipal election, but it is hard to find a legacy of that activity in continu-

ing structures related to the municipality or in municipal documents concerning transporta-

tion. In March 2009, the Prince George City Council voted to support in principle estab-

lishment of a ―get engaged youth forum  … to find out from young people how they would 

like to be involved in shaping the future of the community.‖ (See the second URL below.) 

1. http://www.eya.ca/wuf/wuf_livable_04.html. 

2. http://www.opinion250.com/blog/view/12453/16/city+to+examine+special+youth+foru

m?id=&st=15. 

85
  For the Village of Breton, Alberta, see the URL below: 

1. http://www.village.breton.ab.ca/council.html. 

86
  For information about Vestfold County Council‘s ‗children‘s tracks‘ program, see Almhjell 

E, Registering Children‘s Tracks, paper presented at a forum held in Tromsø, Norway, 

June 2001, at the first URL below. (This file is difficult to access: save it before opening 

it.) See also the WHO-Europe summary of the project at the second URL below.  

1. http://www.ks.no/upload/4340/EvaAlmhjell_paper.doc. 

2. http://test.cp.euro.who.int/document/che/34NORweb.pdf. 

87
  The quotation is from Page 469 of Berglund U, Nordin K, Using GIS to make young peo-

ple's voices heard in urban planning, Built Environment, 2007;33(4):469-481. 

88
  For information about the ‗Neighbourhood Walkabout‘ process, see Section 4.3 of the Ac-

tive and Safe Routes to School Program Resource Guide, at the first URL below. Infor-

mation about BC‘s former Active & Safe Routes to School program is at the second URL 

http://kidsonthemove.ca/uploads/Kids%20on%20the%20Move%20in%20Halton%20and%20Peel,%20final%20report.pdf
http://kidsonthemove.ca/uploads/Kids%20on%20the%20Move%20in%20Halton%20and%20Peel,%20final%20report.pdf
http://www.eco-logica.co.uk/pdf/wtpp08.1.pdf
http://www.wbcsd.org/web/publications/mobility/mobility-full.pdf
http://www.members.shaw.ca/victoriayouthcouncil/B_home.html
http://portal.citysoup.ca/NR/exeres/A6B695D2-EDF1-4C1B-B569-70FF632B2DE9.htm
http://portal.citysoup.ca/NR/exeres/A6B695D2-EDF1-4C1B-B569-70FF632B2DE9.htm
http://www.village.breton.ab.ca/council.html.
http://www.ks.no/upload/4340/EvaAlmhjell_paper.doc
http://test.cp.euro.who.int/document/che/34NORweb.pdf
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below. A note at the third URL below explains what has happened to the BC program. 

1. http://www.saferoutestoschool.ca/asrtsrg.asp. 

2. http://www.waytogo.icbc.bc.ca/ 

3. http://www.canadawalks.ca/project_asrts.asp. 

89
  For discussion of this point, see Note 59 above. 

90
  For the full list of citations as ―America‘s best walking communities,‖ see the URL below. 

1. http://www.active.com/story.cfm?story_id=96. 

91
  One BC planning official strongly objected to this paragraph. The thrust of the comment 

was that the matter of other wheels should have been addressed precisely because making 

specific provision for them can be a complex matter. ―Communities are looking for guid-

ance, not avoidance.‖ The authors are entirely sympathetic, but nevertheless could not de-

velop what they considered to be a useful guideline concerning rollerblading and skate-

boarding as means of transport. This may be easier five years from now. 

92
  The BC government has prescribed limits within which students are expected to walk to 

and from school, although the precise rules are left to Boards of Education. The prescribed 

limits are 4.0 kilometres between home and school up to Grade 8 and 4.8 km for higher 

grades. (See the policies of the Mission and Revelstoke boards at the first URL below.)  

What are reasonable distances to walk or bike is a matter of judgement. One report sug-

gests that 1.6 km is a reasonable maximum walking distance and 3.2 km is a reasonable 

maximum biking distance (both for students up to Grade 8). See Watson M, Dannenberg 

AL, ‗Investment in Safe Routes to School projects: Public health benefits for the larger 

community, Preventing Chronic Disease 2008;5(3), at the third URL below. Another re-

port—from The Netherlands—suggests that a reasonable biking distance to or from school 

is 15 kilometres (age not specified), or about an hour‘s travel each way. (See Page 16 of the 

source at the fourth URL below). 

1. http://www.bcsta.org/districtPolicies. 

2. http://www.hdsb.ca/Policy/Transportation2008.pdf. 

3. http://www.cdc.gov/pcd/issues/2008/jul/07_0087.htm. 

4. http://trb.org/publications/trnews/trnews237.pdf. 

93
  A good example of a street-based bicycle path separated from motorized traffic is the City 

of Vancouver‘s lane reallocation trial on Burrard Bridge, which is still under study. See the 

URL below for information, a map, and use data.  

1. http://vancouver.ca/projects/burrard/index.htm. 

94
  This is what is being done in the City of Fort St. John, which has new standards for roads 

that require a dedicated bicycle path parallel to and at the same elevation as the sidewalk, 

and outside of the part of the roadway where motorized vehicles travel. This information 

was provided by the Director of Engineering Services, who added that the City encourages 

higher residential densities and mixed-use developments in order to achieve a walkable 

community. 

95
  The photo in Figure 4 is from the URL below. 

1. http://www.precisiontandems.com/art16moolddiary.htm. 

96
  Information about Toronto‘s ‗Sidewalks are for Pedestrians‘ campaign is at the first URL 

below. In 2008 and 2009, in response to citizens‘ concerns about pedestrian amenity, Toron-

to City Council established a Public Realm Office bringing together most municipal respon-

sibilities for sidewalks. The new Director, Public Realm, echoes Toronto‘s first municipal 

official, the Pathmaster, responsible in the 18th century for the condition of sidewalks and 

http://www.saferoutestoschool.ca/asrtsrg.asp
http://www.waytogo.icbc.bc.ca/
http://www.canadawalks.ca/project_asrts.asp
http://www.active.com/story.cfm?story_id=96
http://www.cdc.gov/pcd/issues/2008/jul/07_0087.htm
http://trb.org/publications/trnews/trnews237.pdf
http://www.precisiontandems.com/art16moolddiary.htm
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other paths in what was then known as Muddy York. See Brown G, Gilbert R, Putting the 

walk back into sidewalk. Toronto Star, June 14, 2006, at the second URL below.  

1. http://www.city.toronto.on.ca/cycling/sidewalk.htm.  

2. http://www.richardgilbert.ca/Files/2006/Putting%20the%20walk%20back%20into%20sid

ewalk%20(Web).pdf. 

97
  The photo in Figure 5 is from the URL below. 

1. http://www.flickr.com/photos/luton/504930307/in/set-72157605151322650/. 

98
  For information about bike boxes in Victoria and Vancouver, and in Portland, Oregon, see 

the first three URLs below. For an informative discussion of bike boxes see John S. Allen‘s 

Web site at the fourth URL. 

1. http://www.worldchanging.com/archives/007753.html. 

2. http://www.trek.ubc.ca/programs/other/bike.html. 

3. http://www.portlandonline.com/transportation/index.cfm?c=46717. 

4. http://www.bikexprt.com/bikepol/facil/stopline.htm#recom. 

99
  The quotation is from an article in the Herald Sun newspaper (Melbourne, Australia): Clark 

B, Bicycle sheds peddled. October 18, 2006, at the URL below.  

1. http://www.heraldsun.com.au/news/victoria/bicycle-sheds-peddled/story-e6frf7kx-

1111112377147. 

100
  Box 5 is from the URL below. 

1. http://www.edmonton.ca/transportation/ets/school-service.aspx. 

101
  The quotation is from written comments on an earlier version of the Alberta Guidelines 

document provided by the Transportation Subcommittee of the City of Edmonton Youth 

Council via Lyndia Peter, City of Edmonton Youth Council Coordinator, February 22, 

2010. The document also included the following: ―It is also important to educate children 

and youth about bus manners! The rowdiness drives adults (and the elderly) insaneȤȤ this 

could potentially discourage citizens of other age groups from using the public transit sys-

tem (for persons travelling with young children as well!). Recognizing that many efforts 

have already been put into ensuring comfort for everyone when taking the bus (such as the 

Behaviour on Bus campaign in Edmonton), more needs to be done.‖ 

102
  Leonore Skenazy explored the matter more, wrote a book about it, and started a movement 

to reduce parental ‗helicoptering.‘ The book is Free Range Kids: Giving our children the 

freedom we had without going nuts with worry, New York, Jossey-Bass, 2009. Skenazy‘s 

blog is at the URL below. 

1. http://freerangekids.wordpress.com/. 

103
  Henry Orsini can be reached at lowertransitfaresarewhereits@yahoo.ca. 

104
  These examples are from (i) Toronto (Toronto Transit Commission, at the first URL below), 

where in February 2010 the child‘s cash fare was 75¢, or 10 tickets for $5.50, compared 

with the adult rates of $3 and $25, and (ii) the Region of York just north of Toronto (York 

Region Transit, at the second URL below), where the children‘s cash fare is $3.25 for one 

zone and $4.25 for two zones, the same as the adult fares, or 10 tickets for $15 or $25, lower 

than the adult 10-ticket rates, which are $26 and $36. In Toronto, all children under two 

years of age ride free. In York Region, children under one year or age ride free as does one 

child between one and four years of age per person paying an adult fare. (Thus, a child rid-

ing in York Region with a student – see below – or a senior may have to pay the full adult 

fare.) In Toronto, a young people under 12 years qualify for the child rate. In York Region, 

young people under 14 do, subject to the above restrictions. Both systems offer student 

http://www.city.toronto.on.ca/cycling/sidewalk.htm
http://www.richardgilbert.ca/Files/2006/Putting%20the%20walk%20back%20into%20sidewalk%20(Web).pdf
http://www.richardgilbert.ca/Files/2006/Putting%20the%20walk%20back%20into%20sidewalk%20(Web).pdf
http://www.flickr.com/photos/luton/504930307/in/set-72157605151322650/
http://www.worldchanging.com/archives/007753.html.
http://www.trek.ubc.ca/programs/other/bike.html.
http://www.portlandonline.com/transportation/index.cfm?c=46717
http://www.bikexprt.com/bikepol/facil/stopline.htm#recom
http://www.heraldsun.com.au/news/victoria/bicycle-sheds-peddled/story-e6frf7kx-1111112377147
http://www.heraldsun.com.au/news/victoria/bicycle-sheds-peddled/story-e6frf7kx-1111112377147
http://www.edmonton.ca/transportation/ets/school-service.aspx
http://freerangekids.wordpress.com/
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fares, in Toronto for young people aged 13 to 19 years, and in York Region for high-school 

students (and, with a special process, for elementary school students aged over 13 years). 

Toronto student fares are $2 or 10 for $16.50. In York Region, student cash fares are the 

same as adult fares, but 10 tickets cost $19 or $29 rather than the adult rates of $26 and $36. 

1. http://www3.ttc.ca/Fares_and_passes/Prices/index.jsp.  

2. http://www.yrt.ca/fares/index.asp. 

105
  Some BC communities provide heavily discounted transit passes for young people. For 

example, in the Capital Region District, BCTransit offers the YouthPass at $35/month for a 

minimum of six months and a maximum of 12 months. See the first URL below. Similarly 

discounted longer-term passes are available for use in some other BC transit systems, e.g., 

Kamloops and Central Fraser Valley. 

1. http://www.transitbc.com/regions/vic/fares/youthpass.cfm. 

106
  For example, the mandatory U-Pass at the University of British Columbia presently costs 

$23.75/month, as detailed at the first URL below. Other information about U-passes across 

Canada is at the second URL below. 

1. http://www.upass.ubc.ca/upass/upassindex.html. 

2. http://www.tc.gc.ca/programs/environment/utsp/universaltransitpasses.htm. 

107
  The opportunity to increase adult transit use through encouraging use by you people, in this 

case teenagers, was emphasized in a US study: Cain A, Sibley-Perone J, Teenage attitudes 

and perceptions regarding transit use. State of Florida Department of Transportation, Na-

tional Center for Transit Research, Center for Urban Transportation Research and Universi-

ty of South Florida, August 2005, 76 pages, available at the URL below. The report made 

five recommendations to transit agencies interested in targetting teenage riders: (i) track 

teenage ridership, (ii) explore external funding options, (iii) form partnerships with school 

systems and other local organizations, (iv) use a strategic approach to developing market-

ing messages, and (v) consider teenage mobility needs in transit service provision. 

1. www.nctr.usf.edu/pdf/576-14.pdf. 

108
  The photo of the Vancouver trolleybus is from Metro Vancouver Buses Break Through 

Barrier: Achieve Full Accessibility, Mass Transit Magazine, June 2008, at the first URL 

below. The article is based on a longer June 2, 2008, Translink press release with the same 

title at the second URL. 

1. http://www.masstransitmag.com/web/online/Industry-Announcements/Metro-

Vancouver-Buses-Break-Through-Barrier--Achieve-Full-Accessibility/1$6228. 

2. http://www.translink.bc.ca/About_TransLink/News_Releases/news06020802.asp. 

109
  Information about School Travel Planning (STP) across Canada is available at the first 

URL below. Hub for Action on School Transportation Emissions (HASTE), at the second 

URL below, is the provincial partner in the Canada-wide STP program. 

1. http://saferoutestoschool.ca/schooltravel.asp. 

2. http://www.hastebc.org/featured-projects/school-travel-planning-bc. 

110
 McDonald, NC, Children‘s mode choice for the trip to school: the role of distance and school 

location in walking to school, Transportation, 2008:35;23-35. 

111
  The school-bus trip-length data are from the 2006 Transportation Tomorrow Survey. In-

formation about the TTS is available at the URL below. The data in this paragraph refer to 

the whole area surveyed in 2006. 

1. http://www.jpint.utoronto.ca/dmg/tts.html. 

http://www.yrt.ca/fares/index.asp
http://www.transitbc.com/regions/vic/fares/youthpass.cfm
http://www.upass.ubc.ca/upass/upassindex.html.
http://www.tc.gc.ca/programs/environment/utsp/universaltransitpasses.htm
file:///C:/Users/Richard/Documents/PHAC/Guidelines%20versions/BC/www.nctr.usf.edu/pdf/576-14.pdf
http://www.translink.bc.ca/About_TransLink/News_Releases/news06020802.asp.
http://saferoutestoschool.ca/schooltravel.asp
http://www.hastebc.org/featured-projects/school-travel-planning-bc
http://www.jpint.utoronto.ca/dmg/tts.html
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112

  The statements are part of a page ‗Speaking out on School Closures‘ at the URL below. 

1. http://bctf.ca/IssuesInEducation.aspx?id=10406.  

113
  See, for example, Zars B, Long rides, tough hides; Enduring long school bus rides. Ran-

dolph, Vermont: Rural Challenge Policy Program, 1998, available at the first URL below. 

See also Howley CB, Howley AA, Shamblen S. Riding the school bus: A comparison of the 

rural and suburban experience in five states. Journal of Research in Rural Education 

2001;17(1):41-63, available at the second URL below. 

1. http://eric.ed.gov/ERICWebPortal/recordDetail?accno=ED432419.  

2. http://www.umaine.edu/jrre/JournalSearch/journal.aspx?id=357. 

114
  The Clean School Bus USA program is an initiative of the United States Environmental 

Protection Agency. Details are at the URL below.  

1. http://www.epa.gov/otaq/schoolbus/index.htm. 

115
  The Web site of HASTE (Hub for Action on School Transportation Emissions) provides 

useful tools for the development of Walking School Buses and other means of promoting 

active journeys to and from school. See the URL below. 

1. http://www.hastebc.org/walking-school-busbicycletrain. 

116
  For Westvale School‘s program, see the URL below. 

1. http://www.saferoutestoschool.ca/downloads/guide/wsb_westvale_trailblazers.pdf. 

117
  For the resolution adopted by the Union of Britich Columbia Municipalities in 2006, and 

the response of the provincial government, see the first URL below. 

1. http://tinyurl.com/aaq5p6. 

118
  See Neesdale-Tucker R, Advocating for Child Pedestrian Safety: The case for speed reduc-

tion. Toronto, Ontario: Safe Kids Canada, May 2008. Available at the URL below. 

1. http://tinyurl.com/dkhsz2. 

119
  Box 8 is based on Table 1 in Draskóczy M, Mocsári T, Present Speeds and Speed Manage-

ment Methods in Europe, VTT, Finland, November 1997, available at the URL below. This 

somewhat old but useful table still seems accurate. A more up-to-date source is Appendix B 

of Speed Management, Paris, France, European Conference of Ministers of Transport, 

2006. 

1. http://virtual.vtt.fi/virtual/proj6/master/rep211.pdf. 

120
  See Traffic Advisory Committee. 30 km/h Speed Limits. Airdrie Today (City of Airdrie 

eNewsletter), October 2008. Available at the URL below. 

1. http://www.industrymailout.com/Industry/LandingPage.aspx?id=290954&p=1. 

121
  Figure 10 – the photo of a Calgary light-rail train – was kindly provide by Professor Judith 

Patterson of Concordia University, Montreal. There is more about Calgary Transit‘s ‗Ride 

the Wind‘ program at he URL below. 

1. http://www.calgarytransit.com/environment/ride_the_wind.html. 

122
  The document A Kidôs Guide to Building Great Communities: A Manual for Planners and 

Educators (undated) is available from the Canadian Institute of Planners at the URL below. 

1. http://www.cip-

icu.ca/web/la/en/fi/03BF4704CF634C3A949E1FB0F72ECA24/get_file.asp. 

123
  The text in Box 9 is based on the ‗Sponsor‘s Statement‘ found in the CD-ROM of You Can 

Clear the Air. Further information about the CD-ROM is available from JoAnn Woodhall 

at wjoann@region.waterloo.on.ca. 

http://bctf.ca/IssuesInEducation.aspx?id=10406
http://eric.ed.gov/ERICWebPortal/recordDetail?accno=ED432419
http://www.umaine.edu/jrre/JournalSearch/journal.aspx?id=357
http://www.epa.gov/otaq/schoolbus/index.htm
http://www.saferoutestoschool.ca/downloads/guide/wsb_westvale_trailblazers.pdf
http://tinyurl.com/aaq5p6
http://tinyurl.com/dkhsz2
http://virtual.vtt.fi/virtual/proj6/master/rep211.pdf
http://www.industrymailout.com/Industry/LandingPage.aspx?id=290954&p=1
http://www.cip-icu.ca/web/la/en/fi/03BF4704CF634C3A949E1FB0F72ECA24/get_file.asp
http://www.cip-icu.ca/web/la/en/fi/03BF4704CF634C3A949E1FB0F72ECA24/get_file.asp
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124

  YWALK it a collaborative concerned to adapt the Active and Safe Routes to School pro-

gram (see the first URL below) for use in high schools. YWALK‘s Web site is at the se-

cond URL below. 

1. http://www.saferoutestoschool.ca/partners.asp. 

2. http://www.ywalk.ca. 

125
  These data are actually for south-central Ontario, from the results of the 2006 Transporta-

tion Tomorrow Survey. Information about the TTS is available at the URL below. The data 

are mentioned here because there is reason to believe that in general terms they apply 

across much of Canada, including much of British Columbia, specifically that young peo-

ple make a large share—perhaps the majority—of all walking and bicycling trips, and, 

where there is transit service, a significant proportion of transit trips. 

1. http://www.dmg.utoronto.ca/transportationtomorrowsurvey/index.html. 

126
  The definition of a child-friendly city is taken from material at the URL below. 

1. http://www.childfriendlycities.org/. 

127
  The various sections of the Local Government Act can be reached from the URL below. 

1. http://www.bclaws.ca/Recon/document/freeside/--%20L%20--

/Local%20Government%20Act%20%20RSBC%201996%20%20c.%20323/00_Act/96323

_00.htm. 

128
  The quotations is from Section 849(1) and 849(2) of the Local Government Act at the 

source in Note 127 

129
  Metro Vancouver‘s draft Regional Growth Strategy, issued in February 2009 and entitled 

Metro Vancouver 2040: Shaping Our Future, is at the URL below. 

1. http://www.metrovancouver.org/planning/development/LRSPreview/LRSPDocs/DraftR

GSFeb2009.pdf. 

130
  The City of Surrey‘s Official Community Plan (By-Law 12900), finalized in January 2002, 

is at the first URL below. On Page 22, an urban neighbourhood is said to be roughly that of 

its elementary school‘s catchment area and usually limited to within 800 metres of the 

school, ―to allow children to walk safely to school.‖ In February 2009, Surrey City Council 

directed staff to proceed with the development of a Child and Youth Friendly City Strate-

gy. (See the second URL below.) This process has the promise of putting Surrey at the 

forefront of municipalities that accommodate the needs of children and youth, in transport 

and land use matters and in many other ways. According to the staff report that led to 

Council‘s action (at the third URL below), the Strategy will identify priorities and recom-

mendations for action in three areas: decision-making processes; urban environment, in-

cluding land use, and transportation planning; and civic services. The Strategy is being de-

veloped in consultation with children, youth, and parents. 

1. http://surrey.fileprosite.com/contentengine/Link.aspx?ID=26331&Direct=1. 

2. http://www.surrey.ca/NR/exeres/D3E49127-CE2B-4C10-BCD5-F83C76A3DCB4. 

3. http://surrey.fileprosite.com/contentengine/Link.aspx?ID=31068&Direct=1. 

131
  See the source detailed in Note 127. 

132
  The Web site of the Planners Institute of British Columbia is at the first URL below. The 

Web site of the Canadian Institute of Planners is at the second URL below. The OPPI‘s 

‗Call to Action‘ entitled Plan for the needs of Children and Youth was noted above in Sec-

tion 1.2.  

1. http://www.pibc.bc.ca/ 

2. http://www.cip-icu.ca. 

http://www.saferoutestoschool.ca/partners.asp
http://www.ywalk.ca/
http://www.dmg.utoronto.ca/transportationtomorrowsurvey/index.html
http://www.childfriendlycities.org/
http://surrey.fileprosite.com/contentengine/Link.aspx?ID=26331&Direct=1
http://www.surrey.ca/NR/exeres/D3E49127-CE2B-4C10-BCD5-F83C76A3DCB4
http://surrey.fileprosite.com/contentengine/Link.aspx?ID=31068&Direct=1
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  The Web sites for these three organizations are respectively at the URLs below.  

1. http://www.smartgrowth.bc.ca. 

2. http://www.best.bc.ca.. 

3. http://www.firstcallbc.org. 

http://www.firstcallbc.org/

