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If we can bui Id a successful community for children we will have a
successful community for all people.

Paraphrased quote from Enrique Pefalosa, former mayor of Bogota, Cofombia

Obesity in children in rural places outpaces their suburban and urban
counterparts wh conventional/traditional land use policies in rurat a

eas playing an important role in the
smart growth are: help existing places thrive, ensure that the local land

use regulations allow for development of traditiotains and villages,

and protect the rural landscape that many communities value as inhe

ent”

If just nine families participate regularly in a Walking School Bus
over the course of a school year, they can collectively prevent
almost 1,000 kg of carbon dioxide from being released into the
atmosphere. *

A Superscript numbers throughout this document point to references and other notes that begin on Page 63.
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Summary

This document is in three parts. The first part provides reasons as to whysaadd
transport planning should be made more elalttl youthfriendly in rural communities.
The second part setst 19 guidelinesthat could be applied in the course of a municipa
ty or other agency becoming more chitohd youthfriendly in its transport and lanase
planning. The third part provides some discussion of implementation strategies.

This document isntended to accompany t#hild- and YoutkFriendly LandUse and

Transport Planning Guidelineat have been developed for every provihEech pre-

ince has its own Guidelines document to reflect the context and research available for the
province. The gdelines are prompted by disturbing trends in yourmppe e 6 s tr ansport
activity and related matters. These trends include decreasing levels of physical activity,

increasing levels of obesity, high incidences of traffic fatalities, increasirasesgto ai

pollution, reduced independent mobility for youth and subsequent concerns over their

emotional welbeing.

For example, children and youth appear to be travelling much more by car and school
bus, reducing their opportunities for exercise via walkingioycling to their destia-

tions. Furthermore, decreased independent mobility and increased reliance on automobile
use may be associated with weight gain and compromised emotional development for
youth. This is a particular concern for children and yautiural communities.

Compared to adults, young people are especially vulnerable to the adverse health effects
of motorized traffic, including poor air quality inside vehicles and poor air quality ou
doors that results from motorized traffic in the conmity.

Recent statistics indicate that 17l8so0of Canad
than15 years of age.The transport needs of young people differ from those of adults,

partly because their destinations are different and partly becayseabel using diffe-

ent modes. On schooldays, in urban areas, the majority of walking and cycling trips are

still made by young people notwithstanding the notable increases in travel by car. Thus,

facilities for noamotorized modes are much more imporfardr young peopl eds
than they are for adultand time spent on school buses merits attention. Howeuwer, st

dents in rural schools are less likely to use active modes of fravel.

The guidelines recognize that lande as well as transport is a Kaegtor in deterrming

the transport patterns of young people as it is for adults. Rural areas pose spé<ific cha
lenges and opportunities related to active commuting and sustainable transportation. Di
tances can be large, population densities are smaltbpedestrian and cycling iafr
structure may be lacking.

The19 guidelinesare grouped into six categories: putting young people first indaad
and transport planning; providing for them as pedestrians, as cyclists, and as transit users,
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providing fa journeys to and from school, and reducing the impacts of all transpiort a
ity on young people. Each of these will be discussed with specific reference to rural
communities.

Several barriers regarding young people and transport are atmed,with siggestions on

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

about transport and lanuke are outlined. The guidelines have been prepared chiefly for use
by municipaities as a resource in making their lause andransport planning more child

and youthfriendly. They may well find application in other contexts including the work of
school boards/districts and relevant parts of provincial governments. Tleirgagctould be
used to complement planning for activansport (i.e., noimotorized or human powered
transpor} and efforts towards attainment of more sustainable commuymrisiegell aghe ce-
velopment of mtegrated Community Sustainability Plans.

This document is intended primarily for small towns, vilagnd predominantly rural areas

and may be |l ess applicable to areas that are
that are available in rural areas, and the many demands upon these resources, it imalways i
portant to look for opportunitie® tensure that resources meet the needs of multiple sectors
whereverpossible. Childand youthkfriendly planning identifies the needs of a specific

group but catributes to the welbeing of all citizens.

Use of the guidelines could result in communitles are not only more chidénd
youthfriendly but are more agreeable for persons of all age$, #tmdugh their empdn
sis on active transp@tmore sustainable. They are an ideal complement tdremelly
planning as well as agériendly rural and remet communities.
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PART |I. WHY HAVE GUIDELINES FOR RURAL COMMUNITIES?
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1. Rural Demographics

Determining what percentage of Canadians live in rural ar@@ess according to how

A r u s ddfinid (See Box 1). Depending on the definiteglectedbetween 19% to

30% of Canadians were living in rural areas in 2808sing the census defiion for

rural, an increasingly | arger share of Canadi an
commuting zone of larger urban centres. Among individuals living in thetrgysidein

2006, over onghird were living relatively near the jobs (and other services) of a larger
ur ban 'Thustherearetsynergies between rural and urban areas as wellias with
rural communities that are also the centres of where people live akdlwening to

Figure 1, we can see tharovinces on the east coast are the most rural proviftass.

also important to note that the most populouvipiaes are found at the bottom of Figure
one and therefore have the lowest percerstagrural resdents.

Typically, residents in rural areaes are ol de
dominantly rural regions 15% of the population is senior (65 years of age and aver) co

pared to 13% in predominantly urban regiénanother feature of predomindy rural

regions is that they have Aboth a kigher ol d
pendency ratio compared to predominantly urhb
population aged 15 to 64 living in these communities are under relatiely pressure

to care for bot h*®Thiedemogmphic patteanraldo reainforeces theé d . o

value of considering childand youthkfriendly planning in combination with ageendly

planning. See Box 2 for an overview of @gendly planning.

Box 1. What is rural?

CensusRuralThe Statistics Canada definiti
Aoutside settlements with daign@density 06400 ang
more inhabitants per square kil ometre

Rural and Small Town (RST) refers to areas outside Census Metropolitan Areas
(CMAs) and Census Agglomerations (CAs). A CMA has a totalladipn of 100,00 or
more with 50,00 or more in the urban core and a CA has an urban core of 10,000 @

Predominantly rural regions. The OECD (1994) defi nec¢
as having more than 50% of the popul g
communityo has a population density |

Source: Bollman, RD & ClemenspH. (2008)St r uct ur e and change i n (
update to 200&Rural and Small Town Canada AnalyBiglletin, Statistics Canada, (7), p.4.
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Figure 1. Percentages of rural and small town populations across Canada
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In anAge-friendly community, policies, services, settings and stanes support and
enable people to age actively by:

= =4 =4 -4

Unlike city-dwellers, seniors livig in rural and remote areas are much less likely to
access to a range of public and other types o$fit In fact, some communities have
no form of public or private transportation. In communities where there is a pubse t
portation system, lweever, it often does not meet the needs of older persons. For ex
ple, seniors often have different travel patterns than others who use public transpo
T they may travel outside the peak (work) hours and use it for different reasons, su
visiting friends, partigpating in activities, accessing services and going shopping.

Box 2. Age-friendly rural and remote communities

Recognizing the wide range of capacities and resources among older people
Anticipating and responding flexibly to aghnglated needs andgferences
Respecting the decisions and lifestyle choices of older adults

Protecting those older adults who are most vulnerable

Promoting the inclusion of older adults in, and contribution to, all areas of comn
life.

1.2 Concerns about young peopleand t odayodés trwmsesport and | and

There are many reasons to attend to the needs and aspirations of young people in rural
communities with rgpect to transport, langse planning and health. Here are some of
them:

i

Residents of rural communities in particular are likely to be mordeaendent, tra
elling longer distances for most purposes including attendance at Sthool.

Rural youth are alnst entirely dependent on cars and school buses to travel to school,
parttime employment, recreational facilities, and social activifies.

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

Some car travel has replaced walking and bicg¢liemovingvaluableopportunities
for physical activity. Young rural residents are less likely to walk or bike to school
than their urban or suburban counterpafts.

Rural youth report that a primary barrier to participation in school sports is tramsport
tioni generally because there are no late buses or parents are unable o drive.

Growth in young peopleds travel by car may
amount of motorized transport activity and thus increased emissions of globally active

1C
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pollutans, including those associated with climate change. It may also increase the
risk of traffic-related injuries and fatalities.

U Being in cars can be harmful to occupants, becausariair quality can bpoorer
than the ambient air quality and because tbe/of the passing world through a
windshield can limit opportunities for young people to explore and become acquainted
with the physical geography and environment of their local neighbourhoodsrand co
munities.

U Increased car travel (and car idling) arosetools and other places where youth-co
gregate will lead to increases in air pollution within these vicinities.

U Transit services are generally unavailable in rural areas, limiting transportation options
for youth and all members of the community.

U Lack d transportation facilities can lead to emigration of youth from the comuni-
ty and reduce the economic viability of the region.

U Reducing motorized transportation is a central goal of most climate change strategies
and will contribute to healthier eneinments for young people today as well as future
generations.

Background: Beginning with work in Ontario in 2003, the Centre for Sustainabls-Tran
portation began a broad consultation process to explore opportunities for meeting the
transportation needsd aspirations of children and youth in Ontario. This led to ¢he d
velopment ofChild- and YouthFriendly LandUse and Transport Planning Guidelines
for Ontario. The Ontario guidelines have been endorsed by the Ontario Professional
Planners Institute. Thughout 2008010, The Centre has been working with etekd-

ers in every province to develop similar provissgecific documents. Each deonent
retains the same9 guidelines with supporting documentation and best practampgles
that are relevant to thgrovince. Further information may be found at
www.kidsonthemove.ca

Recognizing that the guidelines had a predominantly urban focus, this documerg-was cr

ated to address the particular challenges and opportufatiehild and youthkfriendly
planning in rural areas. It may have fewer applications to remote regions of titeycou
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2. Transport and land-use in rural communities

Communities are traditionally built with one transportation mode and user
in mindi the alult automobile driver®

Land-use in small towns and rural communities has a significant impact on transportation
for all ages”’ The more settlement is spread out, the more cars are likely to be used, for
two reasons. The first, which applies to most samities, is that when settlements are
spread oytdistances can be too far for practicable access other than by motorized means.
The second is that low densities make transit alternatives financially difficult to sustain.
Examples of rural transit initisdes will be discussed in Section 8.

While distances déiween towns in rural areas present transportation challenges for non

motorized transpation, there are many steps that can be taken within communities to

enhance accessibility to pedestrians andistgcin villages and small townghere are

often Ahubsod that provide a concentmfation of
munity centrs, busnesses and places of worship.

Another relevant aspect of lainge concerns smaller communities areldktent to

which they have the facilities and resources needed for everyday Wititput nearby
facilities and resourcefourneys must be made to what are often quite distant commun
ties, usually by car. For the present guidelines, the most relaglitids and resources
are schools. Elenméary and secondary schools are encountering declining enrolments
andaregradually being aatralized, in most Canadian provinc&s his mears that on
averageyoung people make longer jmeys to and from schoohd are more likely to
travel by car or school bus than by foot ayle.

|l tds not only schools that have been centr al
stores in malls, usually at a greater distance from customers, or by larger storgsaservin

broader catchment area. Children who might once have learned much from running e

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

by car. Rural adults may also have dual chauffeur roles, transporting elderlis maren

neighbours to medical appointments and social events, as well as driving childien to re

reation facilities and visits with friends.

Density may be the most important factor influencing car use, but there are others. How
land uses are mixed can bepiontant. If schools, workplaces, and stores are near res
dences, the result may be more walking and bicy¢éfing.

As well as more general factors influencing overall use of the different modes, there can
be local features that favour one mode over anomeexample is provision of s&d

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

12



CHILD- AND YOUTH-FRIENDLY LAND-USE AND TRANSPORT PLANNING - RURAL

cles, or within neighbourhoods to facilitatecess by pedestrians and cyclié®ural
schools that are located along a highway reduce the likelihood that stutieritse
nearbywill actively commuteThis is because highways are unwelcoming and generally
unsafe routes for students to take to stho

13
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3.Transport and young peoplebs health

The strongest reason to provide speci al atte
trarsport is the possibility that current arrangements are harming them more than they
might be harming adults.

3.1 Young people are especially vulnerable

Evidence of special harm need not be surpris
Child Health has said about the physical vulnerability of children.

The developing body systems of the child, particularly tissues and oggans,

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, childrends ability t.
many toxicants iglifferent from that of adults’

Many of these observations would likely apply also to growing adolescents. They suggest
strongly that young people are more affected than adults by trams|adetd impacts.

Children and youth in poverty can be additibngaulnerable. They may have greater
O6passi veobd e xgabedpoliuton because they firé nace likely to live near
high traffic areas® An additional vulnerability arises when distances are large, facilities
are centralized, and transport oppaities are limited. Access to health care can lbe-co
promised.’

3.2 Links among transport, physical activity, overweight, and health in young people

Changing the built environment dee increase cl
ation and transportationto improve access to healthful foods, and to redaee a

cess to less healthful foods can help provide-@no solutions to the chihood

obesity epidemic. Unlike the oft&mansitory effects of motivational and eddc

tion approaches to addressing obesityanges in behavior prompted by changes

in the built environment should be long IastFﬁ’g.

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

have been bl amed for young peoplagebhedyr educed
weights® Recent evidence from Canatlahe United State¥,and the United Kig-

dont? suggests that dependence on automobiles to transport children to schobl and le
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sure activities may also be a factor. There is a growing body of research refattgd-to
cal activity and the built environment, though there are few studies that have focused on
children and youth in rural communitidde following are some relevant findings:

U Over 50% of Canadian children and youth rely solely on inactive modes sihdraa
tion 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 transpdrtRural children and youth are less likétyactive-
ly commute to schoof’

U Less than half of Canadian children and youth are active enough to ensure proper
growth and development. Among teenagers, less than 20 per cent do suffigient exe
cise®® As with other regions of Canada, girls in rural areasgenerally less active
than boys® In predominantly urban environments and small towns, active traasport
tion can be an important source of physical activity for all residentseditoprinantly
rural areas, unless trails are availabhetorizedtranspotation to lo@tions that enable
physical activity may become more relevaht.

U A US study of rural § grade children recommended that a potential meana-for i
creaing physical activity of rural children and youth is to facilitate access to physical
activity outlets®®

U In 2004, 26% of Canadian children and youth aged 2 to 17 were overweight or obese
with 8% being obes€.Rural youth appear to have greater risk related to obesity and
physical activity’’ A Statistics Canada report found that boys (age$7)an small
town regions had the highest prevalence of obesity compared to other regions in Ca
ada’'A study of 675 rural Canadian children found a large association betwesn ob
ty and elevated blood pressure across all agé3g)4nd genders.

0 AUSstudyfomd t hat fAadolescents |iving in sprawl
be overweight or at risk of overweight than those living in compagttcoué®s . o

U Several studies have found that children who actively commute to school are more
physically active outsidef school®*

U Adults who live in highly walkable communities report two times more walking trips
per week than adults in low walkable communitiéairthermore, adults who are
physically active are more likely to have children who actively comftiute.

U A studyby the Centers for Disease Control (CDC) investigated the impact af infr
structure changes and education regarding the Safe Routes to School Program in the
United States. The CDC fourldat the Safe Routes to School projects in the US have
improved the waling and cycling environment for adults as well as children, stating
that finvestment in SRTS can contribute to increased physical activity amddgechi
and adults. o

U A UK study demonstrated that children who walk to school burn more calories than
thosewho are driven. The number of calories burned weekly through walking to
school is the equivalent of two helang classes of physical educatitn.

15
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U The World Cancer Research Fund/American Institute for Cancer Research {WCRF
AICR) 2009 report has indicatediahi gh o rating for baoth the e\
tial cancer and chronic disease prevention impacts of increasing physical activity
through active transportation.

3.3 Traffic-related fatalities and injuries

The rates of trafficelated injury and fatalitpre generally lower for children than for
adults. Nevertheless, the following should be considered:

U Road traffic crashes are the leading cause of injury death in Canada for children over
the age of one yeatMany traffic injuries and fatalities are prevable

U The risk of harm to a childs a passenger in a motorized vehigleonsiderably hilg-
er than the risk of harm from a stranter.

U A study in the UK found that one third of children who survive traffic crashes may
suffer from postraumatic stress sorder. Symptoms include depression, recurring
nightmares, difficulty attending to schoolwork, and fear of &ars.

U In many rural areas of Canada, communities have shesedtrails (motorized and
nortmotorized combined) that enter the town or village. Theadian PaediatricdS
ciety has taken the position that children and youth (under 16 years of age) should not
be permitted to ride all terrain vehicles (ATVs), stating that children less than 16 years
of age account for almost oitieird of ATV injury-relatel emergency department visits
and 30% or more of ATV injury hospitalizatiorfsSafe Kids Canada regwnends that
children under the age of 16 should not be using ATVs, Off Road Vehicles amd sno
mobiles>> Common sense also suggests that ATVs should notrbetfEel on active
transportation routes that have a high volume of active travellers.

U Injuries and fatalities resulting from traffic crashes increase dramatically with the
speed of the vehicle at the time of impact. For example, one US study reported that
compared with crashes involving a vehicle travellingBl&ilometres/hour, the risk
of serious injury or death to a pedestrian aged under 20 years was 2.1, 7.2, and 30.7
times higher at vehicle crash speeds 6#324863, and 64 km/h or more, respige-
ly. For any given vehicle speed, children appear more able than adults to survive
crashes without serious injury or death.

The World Health Organization and UNICEVorld Report on Child Injury Preventioh

road safety recommendations include reducingdpe®e30 km/hour in residential areas,
around schools and around play areas to protect pedestrians; separation of child cyclists
from other road users through dedicated cycle lanes; use of bicycle helmets; and |
creased education for children on pedestaiaah cycling skills.

A report on the built environment, physical activity, and obesity in childioumded that
given the high incidence of childhood pedest
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designing roads, sidewalks, and crosswalks that mialeda for children to walk and/€

cle. 0 The same report points out that in cou

transportation networks and laws that protect pedestrians and ¢yokséesare lower
rates of pedestrian and cycling injuries.

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

Because short automobile trips tend to have particularly high emission
levels, increased active transport for short trips could reduce some of the
most polluting automobileips.>

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:

U Work for the Wald Health Organization (WHO) has found that children may be more
vulnerable to airborne pollution because their airways are narrower than those of
adults®”

U The same work for WHO reported that there appears to be no threshold for @zone le
els that are safend children are particularly susceptible.

U Work in Denver, Colorado, found that children who live near figfiic areas
(20,000 cars per day) may be six times more likely to develop childhood leukemia and
other cancer¥’

U Children living in areas of Eope and California with poor air quality have been
found to have reduced lung function growth that places them at risk for futuneresp
tory illness®®

U Children and youth who live in loomcome areas may experience multiple adverse
health impacts from tresport because of higher traffic densities. This risk of health
disparity has been raised as an issue of environmental injustice.

0O According t o anot-baepollutorecorcentrationsip&ticeariyat ed i n
endanger children, the elderly, and pleopith asthma and other respiratory cend
tions. While it receives little attention,-oar air pollution may pose one of the dgrea
est modern thredts to human health.?od
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Other work on irvehicle air quality and its potential impacts includes the folhouwi

0 A study of childrenés exposure to diesel e X
indicated that concentrations of fine particulates were ofted ttimes higher tharnva
erage levels measured at fixsite monitoring station®

U Asimilarstudycondat ed 1 n Cal i Aohidridirg indide of a diesdl h at
school bus may be exposed to as much as four times the level of toxic diesel exhaust
as someone riding in a car ahead of it. é t
times the cancerriskelvel consi dered significaet under
se troubling results suggest that diesel exhaust on school buses could contrilsite to re
pir atory problems among sensSitive children,

U The Ontario Public Health Associatiamvestigated emissions from Ontario school
buses and estimated that, Ain 2004, Ontaric
approximately: 114 tonnes of particulate matter, 718 tonnes of hydrocarbons, 2,601
tonnes of nitrogen oxides, and 285 kilotosneo f ¢ a r borhe stdy eomi- d e . 0
mended that replacing p®94 school buses should be a high priority for school
boards and that emissions reductions devices should be installed on all school buses.
School boards were also encouraged to developdiinig policies.

U One author reviewed relevant data and concluddd,r i ver s and passenger
may inhale up to 18 times as much pollution as people outside their vehicle, the worst
occurring in slowmoving driving conditions in urban areas. Levelbenhzene 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 highe2 @ times), especially during
highs peed driving on motorway$§ and during af

3.5 Effects on emotional and behavioural development

A road traffic crash can have an extreme i mp
child is not directly injured. There are more subtle effects from being in an automobile

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

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

the following:

U An Australian study found that heavy traffic reduces the independent mobilityl-of chi
dren and youth? Distances and traffic speeds reduce the independent mobility of
young people in rural areas.

U The Canadian Fitness and Lifestyle Research Institute asked youth to rate their quality
of life and compared this to physical activity levels. Youtio were physically active
in school and outside of school rated their quality of life higher than youth who were
less active?

U US work on adult social bonds in neighbourhoods found that these were weaker a
cording to the extent of automobile dependence& ofn ei ghbour hoodds r esi
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not according to the extent of sprgvdr se i.e., according to how thinly the néig
bourhood was populated.

U Areport on a California Department of Education study suggested that physically fit
students performed bettacademically?

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 richeér@mment more

suited to enquiry and exploration and to establishing a sense of neighbourhood identity.
Neighbourhood trust and social cohesion may be contributing factors

Furthermore, there is a growing body of research that supports the valuddrchnd
youth to increase their exposure to the natural environment, including their netighbou
hood and schoarounds’

3.6 Concluding comment

All the foregoing taken together provide more than ample justification for coimgjde

and implementing measurdssigned to change how children and youth move, and move
themselves, and to reduce their exposure
following guidelines can provide both a stimulus and a guide to action.
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PART Il. THE GUIDELINES
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4. General considerations in guideline development

3.1. Overview

Although some of the 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 cha
acteristicsThey seek on the one hand to increase the amount of actigedr@innotably
walking and cycling 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 diregtadds reducing

the amount of all motorized traffic where children and youtigoegate.

The justification for taking these directions is set out above ¢tidpe3. Present transport
practices can dmaage the health of childneand youth in one or more of four ways. They
can harm the young person while travelling, as in exposurdlisi@o 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 andnt air quality. They can harm the young person bygedu

ing opportunities for necessary physical exercise and exploration of the neiyihu
Finally, they can damage the environment and keep children from experiencingehe ben
fits of direct contact wit nature.

The particular vulnerabilities of children and youth, noted in Se@&ihrpostion them as
transportdéds Ocanarieséd6é, providing stronger
something is wrong. This is not a reason to use them as nmadgeswere used, i.e., to

give them early exposure to danger. Rather, it is a reason to provide them with greater
protection, when they are tvalling and when they are not.

Most of the guidelines are not specific to children and youth. Indeed, mamgnofeicho
what is found in more generplrpose landise and transport planning documentseesp
cially those designed to move transport andJasel towards sustainability. There is
widespread recognition that transport in particular, as currently pradiseat, sustaia-
ble.

4.2 Active Transportation

Planning communities for, and with, young people complements efforts to create more active
living environments and to promote active transportation for all ages. Active transportation
refers to humapowereal transportation such as walking, cycling, rollerblading, skiiag, c
noeing, skatingas well as travel in a wheelchair. Many municipalities are developing active
transportation planS.The guidelines could be used to ensure that children and youth are
congllted in the development of these plans and that active transportation plans reflect their
needs and aspirations for norotorized transportation.
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In Nova Scotia, the Cape Breton Regional Municipality, for example, developed an Active
Transportation Plathat involved broad consultation of children and youth, including an

online survey. The guidelines have also been included in the plan. The Halifax Regienal M
nicipality (HRM) active transportation plamoted the value of paying greater attention to
infffastructure in school zones and the value o
active transportation plan also states that
terminal s, recreation c¢en®Adw Traspatatienfadp pi ng a
Connectivity Plan notes that both children and the elderly benefit from active transportation
networks that are safe and accessibf@reater synergy amongst school board, municipal

government and provincial government representatives coul@dwa@ctive transportation

planning with respect to all trips made by young people.

There is notable awareness at many levels of government regarding the benedits of pr
moting active transportatiofloweverthe lack of infrastructure in towns and ruregas
presents a significant barrier for young people and adults to safely walk, cyolgagee

in other active modes of travel. Nova Scotia has a large rural population and a recent
study® of active transportation in the province gathered data from fgrruss and travel
diaries to investigate the barriers and opportunities for young people and adults in rural
areas, small towns and Cape Breton Regional Municipality. Results of the studg-are pr
sented in Section 4.3

Active transportation between commtes can be facilitated with well connected trail
systems. A US study of 2210 adults found tha
biking is significantly related to obesity. Previous research in rural communities has

shown that trail users were nedikely to meet physical activity recommendations, and

increased walking due to trail use was reported more often among groups withdewer s
cio-economic status. Walking trail construction, enhancement, and/or promotieiAte

tions represent relativelypéxpensive and cosfffective strategies to promote physical
activity in rural communities, where resourc

4.3 Youth and Active Transportation in Nova Scotia

Forty-six youth participated in a total of 7 focus groups and 70 youth coedptietvel

diaries for one week. The majority of youth reside in Cape Breton, Nova Scotia, though
one focus group was conducted in Lunenburg County on the mainland. Results from the
focus groups were consistent. The two greatest barriers that youth etewttie os-

tance and lack of safe infrastructure. This includes sidewalks, paved shoulders, bike paths
and trails. The need for facilities such as parks and recreation areas nearby was also a
concern raised by the youth. Many felt that there are few placdsem to go to be with

friends or to exercise. Their recommendations centred around infrastructure that would
make active transportation a safe option (sidewalks, paved shouldersptanized bike

paths and trails), bike safety lessons for youthge bdlcks at schools and other locations,
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youthtled activities (e.g. hiking clubs, running groups on trails) and appropriatd-mode
ling of active transportation by adults. See Table 1.

Results from this and other studies suggest that active transportatidd Bb a high pr

ority in small towns, villages and within a cycling radius of these centres as well as urban
areas. In predominantly rural areas where distances between communities may be large,
with only highways linking them, active transportation rbayless feasible, or at least

less affordableOther forms of gstainable transportation may become the priorigy. C

cling and walking trails are still a valuable asset in predominantly rural areas though they
may not be used for active transportation.
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Table 1. Barriers and Recommendations for Active Transportation - Youth Focus Groups

N=46; 27 female, 19 male ages12

Barriers to Active Transportation
Identified by Youth

Recommendations from Youth

U No sidewalks

U No paved shoulders along hig
ways

U No bike paths and trails

U Lack of infrastructure makes
routes feel unsafe

U Traffic speeds make routes feel
unsafe

U Distances are often too great

U Few interesting facilities nearby
such as parks, tennis courts, tre

U Shared use trails (motorized an
norrmotorized) make them feel
unsafe

U Require bike safety training

U No forum where they carxe
press their views and feel conf
dent that their views will bent
corporated into community plan

U Habits (some felt they hadkd
vel oped a 01l az
cars to travel taestinations
within walking or cycling ds-
tance)

Build sidewalks along routes where
youth and others regularly travel
Pave shoulders on highways and ma3
shoulder clearly with yellow line (angd
repair potholes in roads)

Make bike paths and trails a prigrit
Separate motorized and rorotorized
trails

Repair damaged equipment in parks
and create recreation facilities in
communities (tennis, badminton,ba
ketball, hiking and cycling trails)
Offer bike training to older children
and youth

Establish youtHed programs thatre
courage physical activity and active
transportation (e.g. youth runningkhi
ing and cycling groups)

Bike racks at schools and more schq
support for active transportation
Access to recreation facilities in
schools after hours

Establish foums for youth to provide
their views on community plans
Purchase bicycles for community us
More community events that enaceu
age active transportation e.g. closing
roads to motorized vehicles at spec
fied times

24



CHILD- AND YOUTH-FRIENDLY LAND-USE AND TRANSPORT PLANNING - RURAL
5. 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 requirements of business.

This is the framework guideline that sets the scene for the guidelinefte. fol

Putting children and youth first means that their néegs set out in Sectionidare cm-
sidered at eary stage of transport and lande planning processes. Transport systems are
designed so that their needs can be met. Land uses are develsypgploid such

trarsport systems. This would include school siting.

An essential feature of putting children and youth first is that transport anddanula-

ning issues are seen from perspectives of children and yauthemore polidesand

practices are reviewed or developed with attention to how young people withpadted

by planning decisions. Threquiresthe participation of young people in planningpr

cesses, or, for the youngest children, the participation of those responsible for them. How
this can be achieved is set out in Part Il 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 consideration of transport and landuse 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. Pradantly rural areas may choose to
meet the spirit of this guideline through mechanisms that are viable for smalleunBmm
ties. For example, there may be a regional coaliioa regional planning commission

that oversees the needs of children and ydb#re may be a youth advisory council that

is led by youth; there magvenbe a physical activity coordinator or school travehpla

ning facilitator’*

The responsible person could review all plans and proposals and advise as to their a
ceptance or rejectio according to their compatibility with these guidelines and similar
principles supporting the needs of children and youth. A further responsibility could i
clude working with relevant school officials to encourage active transport for the trip to
and fromschool. Another key part of the work could involve working with a forum for
young people that could be established as a result of implementation of Guideline 3.
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Guideline 3. As may be appropriate, establish or adapt one or more forums
for children and youth to ensure that their perspectives are considered by
land-use and transport planners.

In the case of youthi.e., about 12 years and oléethis guideline might literallyni-

volve establishing a youth advisory committee or other such group, chargeewiatir

ing and bringing forward plans and proposals. Some municipalities already have such a
group. In such cases, the mandate of the existing group could be expanded.

The intent of this guideline is to formalize the engagement of children and you#min pl
ning their community. Interviews with youth in rural communities indicates that they can
easily feel disconnected from the larger communitylzgletvethat their voices are not
welcome™ There is morénformation on how tanvolve children and youtfn planning
decisiongn Section 11 of this datnent.
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6. 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 foa 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
inhabitsidewalks and other paths in ways that add to the safety of other walkers. Similar
considerations apply to children and youth who use wheelchairs. (Considerationfor chi
dren and youth as cyclists is addresseguidelines 811).

The travel patterns ahildren 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 observig children and asking questions about them. In many cases, especially for
schoolrelated trips, the cooperation of schools is a key factor. Education and irtfrastru
ture changes have proven effective with Active & Safe Routes to School and School
Travel Plaaining® A Centers for Disease Control study found that the Safe Routes to
School projects in the US have improved the walking and cycling environment for adults
as well as childrefi’

Once travel patterns have been identified, each route should be assesstte degree
it provides continuous pedestrian access:

1 Are there sidewalks or nemotorized offroad paths for the whole route?
1 Can sidewalks, paths, or trails be installed where there are none?

1 Are there pedestrian crossings or traffic signals at ovbassings, however minor, or
could they be installed?

1 Do wide roads have twstage crossings, with a protected island between traffic
streams?

Identifying where children and youth want to go may also involve learning about the
kinds of facilities they wuld like to access that do not yet exist. Are there parke-re
ation facilities nearby? Are there locations where youth feel welcome and comfortable to
simply spend time with friends? A US stddijooked at access to physical activiglated
facilities and found that having local access to such facilities was associatedewith d
creased odds of being overweight for adolescents.

I n rural communi t i e dstance heween destinatongyigtreesnbst t h at

significant barrier to active transpation. A wellconnected system of nenotorized
infrastructure (e.g. sidewalks, trails, pedestrian friendly streets) helps to minimize the
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network travel distance °bTheirhpartanceédfweddei ng mor e
nected routes suggests thagater coordination between pedestrian/cycling infrastructure

and trails groups is warranted. Trail development is often carried out by interested co

munity members and there may be competing interests regarding routing and the question

of shared use motized versus nemotorized trails’’

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 childrenwtsaitable it is can be
determined by walking or wheeling a child through the route or walking with a person
wheeling a stroller. Here are some questions to be asked:

1 Is the route clear to a child, including which part of the path is to be used?
1 Are signsvisible to, say, a ningearold child?

1 Atroad crossings, is the pedestrian crossing area maintained at the same grade as the
sidewalk, i.e., vehicles use ramps, not pedestrians?

1 Where there are changes in grade, as at curbs, are there ramps for atrdltetrer
aids used on sidewalks?

1 On shareduse paths, trails and sidewalks with a high volume of travellers, @ice-m
ized vehicles prohibited, (tsulecreasing the risk injury)?*°

]

Is there anything along the route that poses a safety hazard?
The speml problems posed by icy and sn