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December 5, 2008 Project Number:  0764-634-00

Mr. Gary Walker
Director of Leisure & Community Services
District of Sparwood
367 Pine Avenue
Sparwood, BC V0B 2G0

Dear Gary:

Re: District of Sparwood Active Transportation Plan

AECOM is pleased to submit this Active Transportation Plan presenting our recommendations for
infrastructure improvements and community initiatives to encourage active travel within the District of
Sparwood.

The plan was developed in consultation with District staff and community residents, and based on
observations made during site visits to existing facilities.  It outlines key planning, design, and policy
considerations that should be made in constructing and operating an effective active transportation
network in Sparwood, with recommendations including:

¶ over 18 km of new and upgraded multi-use pathways that will ultimately be paved, marked,
signed, and illuminated to provide essential short-cut routes between major travel destinations

¶ over 8 km of designated on-street active-ways, to supplement existing sidewalks and provide
cyclists and other non-motorized, wheeled travelers with a dedicated travel lane that is marked
and signed to separate it from vehicle traffic

¶ plans showing proposed pathway and active-way locations, including staging priorities for
construction, paving, marking and illuminating, and maintenance

¶ community initiatives, programs, and bylaws that may be implemented to promote safe and
effective active travel

We wish to acknowledge your efforts and those of District staff in completing this study, and have
enjoyed this opportunity to strengthen our working relationship with the District.  Should you have any
questions or concerns relating to the recommendations presented in this report, please contact the
undersigned at 403.270.9233.

Sincerely,
UMA Engineering Ltd. doing business as AECOM

Peter A. Truch, P.Eng.
peter.truch@aecom.com
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1. Introduction

1.1 The Benefits of Active Transportation

The Public Health Agency of Canada defines active transportation as “any form of human-powered
transportation. It is any trip made for the purposes of getting yourself, or others, to a particular destination
- to work, to school, to the store or to visit friends. As long as it is "active", you can choose the mode -
walking, cycling, wheeling, in-line skating, skateboarding, ice skating (eg. on a canal).”1

Typically when we speak of active transportation, we mean the use of active modes for a purpose other
than recreation. While walking, cycling, in-line skating, etc, have long been accepted forms of recreational
activities, it is only in recent years that a focus has been placed on using active modes for commuting,
running errands, and other non-recreational trips. This change in focus has two primary triggers –
increasing concerns about the environment and the rising health risks associated with obesity.

In 2006, 72.3% of Canadians drove their vehicle to work. Only 9.0% used an active mode such as cycling
or walking as their travel choice.2 To increase active travel, several municipalities across Canada have
developed Active Transportation Plans that identify infrastructure improvements and programs to better
accommodate those travelling actively. Similarly, the goal of this study is to establish a safe and
enjoyable system of pathways and bikeways within Sparwood that encourages active travel by providing
direct routes between major destinations. To be effective, this system must be supported by appropriate
facilities, public education, and community programs that promote active travel.

Educating the public with respect to the benefits of increased physical activity and decreased automobile
dependency is an essential first step in encouraging active transportation.  In the new reality of global
warming, high fuel prices and rising obesity rates, the benefits of active transportation continue to
increase.3  These numerous environmental, health and socio-economic benefits include:

Health: ¶ Improved air quality as commuters substitute vehicles for non-polluting active
modes. Health Canada estimates that there are between 5,900 and 16,000
preventable premature deaths annually in Canada, mainly among senior citizens,
caused by air pollution. A reduction in vehicle use and the associated reduction in
carbon emissions would be a positive step towards reducing air pollution and
providing a healthier environment for everyone, especially seniors and young
children, as they are more vulnerable to the negative effects of air pollution.

¶ Regular physical exercise strengthens the immune system and prevents diseases
such as obesity, heart disease, colon cancer, type 2 diabetes and cardiovascular
disease. Increased physical activity has the potential, in many cases, of actually
reversing the severity of these illnesses, especially Type 2 diabetes.

1 Public Health Agency of Canada (2002). What is Active Transportation?  Healthy Living Unit.  Retrieved November 26,
2008 from the PHAC website: http://www.phac-aspc.gc.ca/pau-uap/fitness/active_trans.htm

2 Statistics Canada (2006).
3 Built Environment and Active Transportation (2008). Benefits of investing in active transportation.  BEAT:  The  Path  to

Health, Fall 2008.  Retrieved November 26, 2008 from the Physical Activity Strategy website:
http://physicalactivitystrategy.ca/pdfs/BEAT_Publication.pdf

http://www.phac-aspc.gc.ca/pau-uap/fitness/active_trans.htm
http://physicalactivitystrategy.ca/pdfs/BEAT_Publication.pdf
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Environment: ¶ Using active travel modes decreases the number of vehicles on the road, reducing
greenhouse gas emissions, air and water pollution, noise, and the land required for
the transportation system.

¶ A further reduction in greenhouse gas emissions as traffic congestion is reduced
and there are fewer idling vehicles.

¶ Government spending can be re-allocated with a greater emphasis on parks and
pathways instead of more roadway infrastructure to handle an ever-increasing
number of vehicles.

¶ Carbon emissions resulting from vehicle use make up 43% of the carbon footprint
of an average Canadian household.4 A 20% reduction in automobile use – using
an active mode to commute to work once a week – would make a significant
impact on carbon emissions.

Social: ¶ Active transportation improves the liveability of cities through increased mobility.
¶ People who travel actively likely have more personal contact with others,

contributing to a greater sense of community.
¶ Active modes are inexpensive in comparison to driving or even using public

transportation.
¶ Improves sense of safety and discourages crime through increased presence of

pedestrians and cyclists watching the streets.
¶ An effective active modes network increases the overall equitability of the

transportation system by accommodating low-income commuters who can not
afford an automobile.

Transportation: ¶ Active transportation contributes to a more efficient and sustainable transportation
system.

¶ Increasing active transportation reduces road congestion benefiting all users,
particularly during peak hours.

Economic: ¶ Tourist activity created by parks and trails can add significantly to the local
economy.

¶ Significant personal economic benefits from using active modes rather than
vehicles, particularly for short trips.

¶ Broader socioeconomic benefits of a healthier population, resulting in lower health
care costs and fewer sick days taken from work. The health care costs and related
work benefit costs required to handle the preventable illnesses caused by physical
inactivity could be reduced and re-allocated back into active transportation
infrastructure and programs. It is estimated that physical inactivity costs more than
$2.1 billion in direct health care costs annually for the treatment of chronic
diseases that are largely preventable, and carries an estimated annual economic
burden of $5.3 billion.5

5 Transport Canada (2008). Backgrounder: Active Transportation in the Canadian Context.  Sustainable Development
Strategy 2007-2009.  Retrieved November 26, 2008 from the Vancouver Park Board website:
http://vancouver.ca/parks/activecommunity/pdf/TransportCanadaBackgrounder.pdf

http://vancouver.ca/parks/activecommunity/pdf/TransportCanadaBackgrounder.pdf


(file name/job#/date                                                          ) - 3 -

1.2 Study Background and Purpose

The District of Sparwood, with a current population of around 4,000 permanent residents, is located in the
Elk River Valley of British Columbia, approximately 180 km east of Lethbridge, Alberta and 300 km
southeast of Calgary, Alberta. Sparwood’s main industries are tourism and coal mining; according to the
Mining Association of British Columbia, half of the province’s coal mines are located in the Elk River
Valley. Sparwood has numerous cross-country, biking and hiking trails, and the Whiskey Jack Resort,
currently under construction, which features an 18-hole golf course designed by Fred Couples. Sparwood
is known for being home to the largest tandem-axle offroad dump truck in the world, the Terex Titan. In
addition, the proximity of Sparwood to Fernie and its renowned ski hills brings tourists to the District.

This study was initiated by the District of Sparwood as part of an on-going effort to promote active
transportation within the community. UMA Engineering Ltd., doing business as AECOM (AECOM), was
retained by the District in August 2008 to complete a Transportation Master Plan (TMP), a component of
which entails assessing the existing active modes facilities and providing recommendations for future
development. In a concurrent action, the District also requested funding through the Built Environment
and Active Transportation (BEAT) initiative to complete a District of Sparwood Active Transportation Plan.
The two studies are being coordinated to ensure the Transportation Master Plan incorporates the
recommendations resulting from the Active Transportation Plan.

The main objectives of this study are to:

¶ Determine the local active transportation assets and needs
¶ Increase public awareness and education about active transportation benefits
¶ Identify specific strategies that can be applied to encourage residents to walk, run or bicycle instead

of using motor vehicles
¶ Coordinate multi-use pathways and bikeways to provide direct, short-cut connectivity between

neighbourhoods, schools, businesses, parks, and recreation facilities
¶ Prepare a formal ‘Built Environment and Active Community Plan’ to become a component of

Sparwood’s Integrated Sustainable Community Planning process and subsequently the Official
Community Plan

Built Environment and Active Transportation is a provincial initiative aimed at encouraging British
Columbian communities to establish and implement Active Transportation Plans. BEAT provides funding
to communities looking to establish Active Transportation Plans, and also organizes and facilitates
summits intended to bring together community leaders and decision makers to develop strategies for
improving community environments. The BEAT initiative has already provided 10 Community Planning
grants to BC communities, including Sparwood, to assist the districts in creating more walkable and bike-
able neighbourhoods.

1.3 Study Methodology

The District of Sparwood Active Transportation Plan was developed based on observations made during
field visits, input received at a public workshop, and through discussions with District staff to identify
known areas of concern and future development plans.



(file name/job#/date                                                          ) - 4 -

1.3.1 Field Visits

Field visits were conducted to assess the existing facilities. This included walking a number of the trails
and assessing connectivity between Sparwood Heights and Sparwood Proper. As part of the TMP, a
three-day 17-intersection data collection program was run on October 21-23, 2008. This included vehicle
counts, as well as pedestrian and cyclist movement counts. The age group that each pedestrian or cyclist
fell into (child, adult or senior) was documented; if an active mode other than walking or cycling was
observed (i.e. in-line skating, skateboarding, etc), this was also documented.

This provided AECOM with a foundation of existing active mode use, high-volume destinations, as well as
whether or not people were using the existing facilities. For example, between the intersection of Highway
3 & Highway 43 and the intersection of Highway 43 & Aspen Drive, numerous pedestrians were seen jay-
walking and not using the crosswalks provided. Information such as this will be used to determine the
best placement of future facilities.

1.3.2 Public Consultation Session 1

On October 21, 2008, a public consultation session was held in Sparwood. Approximately 70 residents
attended, and represented a comprehensive cross-section of the population. Guest speaker Michael
Haynes was retained to discuss the benefits of active transportation and the implementation of Active
Transportation Plans in communities across Canada. Mr. Haynes is a nationally-renowned expert on
active transportation; the director of TransActive Solutions, a company targeting ways to improve
Canadian communities’ walkability and bikability; and he is the past director of Go for Green, a national
non-profit charitable organization dedicated to promoting active transportation.

Mr. Haynes spoke about the key benefits of active transportation, many of which are listed in Section 1.2.
He also provided some salient statistics regarding the potential results of allowing our sedentary,
automobile dependent society to continue unchecked. Mr. Haynes examined communities such as
Okotoks, AB and Bouctouche, NB which have recently implemented Active Transportation Plans to great
success.

Following the presentation, attendees were organized into seven groups representing the various
transportation modes used around Sparwood:

¶Walking ¶Cycling ¶Transit

¶In-line Skating / Skateboarding / etc. ¶Automobile ¶Off-road Vehicles

¶Neighbourhood Zero Emission Vehicle (NEV) / Electric Scooter / etc.

Each group was managed by a facilitator to direct discussion and guide attendees in answering the
following three questions for their assigned mode:

¶ What encourages you to use this mode?
¶ What discourages you from using this mode?
¶ What do you think should be done to make active modes more attractive in Sparwood?
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In addition, a survey was distributed to attendees featuring six questions to obtain feedback on such
topics as the challenges of using the various modes, how frequently each mode is used, overall
satisfaction with each mode, and the values of the community. The survey also included a map of
Sparwood asking attendees to sketch their typical commute, to give an idea of general travel patterns
within the community. The following sections summarize the results of the survey and other feedback
obtained at the workshop. Note that these responses represent a sample of opinions from the workshop
attendees only, and do not necessarily reflect the views of the general population. Typically, a larger
sample size improves the precision and statistical validity of responses.

1.3.2.1 Summary of Survey Responses

Question 1

The first question asked respondents to rate the impact of six identified barriers on various travel activities
around the community. A 0 to 5 rating scale was used, with 0 indicating no barrier; the results were
averaged and are presented in Table 1, with the total number of responses received for each question in
parentheses:

Table 1. Question 1: Barriers to Commuting Around Sparwood
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Children in Sparwood walking or cycling to school 3.1 (33) 3.3 (27) 3.3 (25) 1.4 (20) 2.7 (21) 2.7 (23)
Adults walking or cycling to work 2.5 (27) 2.8 (28) 3.4 (27) 0.8 (18) 2.8 (22) 2.5 (22)
Adults (including seniors) walking or cycling to perform errands 1.6 (27) 3.0 (27) 3.6 (26) 1.7 (18) 2.8 (17) 2.2 (21)
People in Sparwood walking or cycling for exercise or recreation 1.5 (25) 1.0 (24) 2.3 (26) 1.2 (21) 2.0 (21) 2.2 (19)
People in Sparwood taking the bus 0.8 (26) 1.2 (25) 1.4 (23) 1.0 (21) 0.5 (11) 0.4 (14)
Adults using electric or zero emission vehicles 1.8 (22) 1.2 (21) 2.0 (23) 3.5 (19) 0.5 (10) 1.6 (16)
Youth using skateboards for transportation 3.4 (27) 2.0 (22) 3.2 (22) 1.5 (19) 0.1 (10) 2.9 (18)

The following may be concluded from the averaged responses presented in Table 1:

¶ Safety was generally not identified as a significant barrier to commuting around Sparwood, except for
children, where the survey results demonstrate concern for the safety of children walking or cycling to
school, or using skateboards.

¶ Distance was a notable barrier to children walking or cycling to school, as well as to adults walking or
cycling to work or performing errands, but was not a significant consideration when done for exercise
or recreation.

¶ Weather was also not identified as a major concern for people walking or cycling for recreation, but
was generally found to be a significant barrier across all active travel activities.

¶ Lack of equipment was a notable barrier only to adults using electric or zero emission vehicles,
indicating that more opportunities must be provided to own or rent such equipment locally.

¶ The survey suggests that both children and adults cyclists require more bike racks around the
community, particularly at locations where they perform errands such as shopping, and at
work/school.
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¶ Pathway maintenance was generally identified as a minor concern for travel within Sparwood, but
was a notable barrier to children skateboarding and walking or cycling to school, as well as to adults
walking or cycling to work; this suggests a need for more paved pathways in the District, as well as a
more vigorous cleaning and snow clearing program in the winter.

Additional barriers identified by respondents were:

¶Wildlife (bears) ¶Cost/reliability of electric vehicles

¶Lack of pathways ¶Time to wait for bus, and volumes

¶Bus schedule ¶Lack of paved pathways for skateboarders

¶Lack of information regarding electric vehicles ¶Health constraints (to performing errands)

¶Stairs not cyclist-friendly ¶Poor pathway connectivity to Sparwood Heights

Question 2

The second question asked respondents to rate the influence that six transportation service or facility
improvements would have on encouraging active travel and the use of zero emission vehicles. Similar to
Question 1, a 0 to 5 rating scale was used, with 0 indicating not important. Table 2 presents the average
survey ratings with the total number of responses received for each question in parentheses:

Table 2. Question 2: Encouraging Active Modes in Sparwood
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Children in Sparwood walking or cycling to school 4.3 (31) 4.4 (32) 4.4 (29) 3.7 (22) 2.5 (16) 3.7 (24)
Adults walking or cycling to work 3.9 (26) 3.6 (27) 4.0 (28) 3.7 (20) 2.3 (15) 3.8 (24)
Adults (including seniors) walking or cycling to perform errands 3.5 (23) 3.7 (23) 3.8 (21) 3.5 (20) 3.0 (17) 3.5 (22)
People in Sparwood walking or cycling for exercise or recreation 4.1 (26) 3.8 (26) 4.3 (23) 3.5 (17) 2.6 (13) 3.8 (22)
Adults using electric or zero emission vehicles 2.5 (13) 2.7 (16) 2.3 (12) 0.9 (9) 2.3 (12) 2.2 (12)
People in Sparwood skateboarding / in-line skating / etc. 3.8 (20) 3.9 (20) 3.7 (19) 1.0 (10) 1.6 (11) 3.7 (18)

Based on the averaged results of the survey, the following can be inferred from the responses to
Question 2:

¶ There is strong public support for installing bike lanes on roads, improving the safety of road
crossings, and developing more cycling and walking paths to encourage active mode use.

¶ Consistent with Question 1, additional bike racks are desirable at locations where residents perform
errands or cycle to work/school, and may also encourage recreational cycling.

¶ Relative to the other improvements listed, more frequent bus service would do the least to promote
active travel, but may encourage adults and seniors to walk or cycle to bus stops to perform errands.

¶ Improved pathway maintenance is a fairly important measure to encourage active modes use; this
may include cleaning, paving, or snow clearing.

Additional measures identified by respondents to encourage active modes use were: better promotion
(advertising and social groups), improved pathway connectivity, and special areas for skateboarders.
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Question 3

Question 3 was an open-ended question asking respondents “What would you consider to be important
community values in the District of Sparwood?” A total of 20 respondents answered this question, with
some identifying multiple community values as categorized and ranked in Table 3:

Table 3. Question 3: Sparwood’s Community Values

Community Value Number of Responses

Sense of Community (Unity / Friendly / Openness) 11
Cleanliness / Well-Maintained Community 10
Safety 4
Preservation of Natural Environment / Natural Beauty 4
Recreational activities / Keeping kids busy 3
Mobility (easy to get around Sparwood) 2
Senior-Friendly 2
Wellness / Fitness /  Overall Health 1
Economic Viability 1
Total Responses: 20

Respondents identified Sparwood’s sense of community to be its central value, appreciating the small
town lifestyle and friendliness of its people. Cleanliness and preservation of the natural environment were
also dominant values and demonstrate the need to encourage use of more environmentally-friendly forms
of transportation, such as active modes or transit. This also suggests that Sparwood residents will be
more open to using sustainable forms of transportation, especially as they gain awareness of the benefits
to the environment and their personal health.

Question 4

The fourth question asked respondents to estimate the relative amount they use each of the seven
identified modes when travelling around Sparwood, assigning each a proportion to total 100%. A total of
34 responses were obtained to produce the frequency chart presented in Table 4:

Table 4. Question 4: Use of Various Travel Modes in Sparwood
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90% to 100% 13 0 1 0 0 0 0
80% to 89% 8 0 0 0 0 0 0
70% to 79% 6 0 1 0 0 0 0
60% to 69% 2 0 0 0 0 0 0
50% to 59% 2 0 2 0 0 0 0
40% to 49% 1 1 1 0 0 0 0
30% to 39% 0 1 3 0 0 0 0
20% to 29% 1 0 8 0 0 0 0
10% to 19% 0 3 11 2 0 0 0
0% to 9% 1 29 7 32 34 34 34
Total Responses: 34
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The following observations were made based on the data shown in Table 4:

¶ The automobile is by far the preferred form of travel around Sparwood, with 79% (27/34) of
respondents reporting they travel by car at least 70% of the time, and 38% (13/34) of respondents
using it between 90-100% of the time.

¶ Only 15% (5/34) of respondents reported cycling 10% or more of the time.
¶ Approximately one quarter (8/34) of respondents reported walking at least 30% of the time, and 21%

(7/34) walked less than 10% of the time. Only 12% (4/34) of respondents walked at least half of the
time.

¶ Transit use is extremely limited, with 94% (32/34) of respondents reporting that they use the service
less than 10% of the time; the two remaining respondents reported using transit less than 20% of the
time.

¶ Use of the remaining modes for travel around the community is limited, with each being used less
than 10% of the time.

Question 5

The fifth question asked respondents to rate their overall satisfaction with the seven identified modes of
travel on a Likert (level of agreement) scale. The results are summarized in Table 5, with the number of
responses to each question shown in parentheses:

Table 5. Question 5: Satisfaction with Various Travel Modes in Sparwood

Level of Satisfaction
Travel Mode

Very Satisfied Satisfied Unsatisfied

Total
Responses

Automobile 66% (25) 31% (12) 3% (1) 38
Cycling 5% (1) 58% (11) 37% (7) 19
Walking 24% (8) 53% (18) 24% (8) 34
Transit 11% (2) 42% (8) 47% (9) 19
In-line skating / Skateboarding / etc. 11% (1) 22% (2) 67% (6) 9
NEVs / Electric Scooters / etc. 0% (0) 43% (3) 57% (4) 7
Off-road Vehicles 0% (0) 14% (1) 86% (6) 7
Note: total number of responses for each mode does not include those who answered “N/A”

Question 6

The final survey question was an open-ended extension of Question 5, asking respondents to explain
why they were unsatisfied with any of the modes they had rated as such. Following is a compilation of the
comments received:

¶ I think Sparwood should care more about their youth and build a skateboard park and bike park
similar to Fernie.

¶ Sidewalks – winter plowing and parking on sidewalks. Paths – poor maintenance, no winter
ploughing, hydrocut in upper Sparwood, poor connections between path areas. Roads – better job
cleaning gravel in spring, poor this year in heights. Trash cans at trail entrances – too much garbage.

¶ Lack of bike racks. Also, to walk with the dog – for groceries, or just to pop into a building – can not
bring the dog. We need somewhere for the dog to be safely tethered.

¶ Unsatisfied with lack of maintenance of bridge walkway in winter.
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¶ Walking – need more on road pathways (lanes) for walking. Transit – would like shelters built on rural
bus stops (out of Sparwood proper)

¶ Paved walking and biking trails throughout community is needed, connecting schools, rec centre,
stores, hospital. Lighting is also needed. More education and groups for biking and walking. Better
inside walking facilities.

¶ Sparwood heights – too many cars parked on roads, concern re: seeing children and not hitting other
cars. Husband has quad and little area to use. Cross-country paths and town involvement of
sustaining cross-country.

¶ Transit – more trips to better accommodate users. In-line skating/skateboarding – interactions
between pedestrians and skaters. Many people have negative impressions about skaters and
boarders when we should be encouraging them and accommodating their needs.

¶ At night some or most of the paths in Sparwood that provide youth and other members of our
community with shortcuts home or to various destinations are not lit so at night they aren’t as safe for
people.

¶ We need better linkage to off-road vehicle trails directly from homes in town to eliminate the need to
drive to drop-off points.

¶ It’s not safe travelling out of Sparwood Heights to town.
¶ We need a proper walking path to/from Sparwood Heights.
¶ ATV could use “in District” pathways so that the current ATV users would not use walkways

(dangerous). Transit can’t figure out route/times/etc. stops not all posted; could use benches for
seniors at the mall for current stop.

¶ Transit does not have enough stops to accommodate seniors. In-line skates etc. – not enough paved
trails and clean sidewalks. Off-road vehicles – no authorized place for those who enjoy this activity.

¶ Lack of comprehensive bike trails.
¶ Bike routes unsafe between the Heights and downtown. Walking adjacent to Highway 43 not

pleasant. Transit times are not necessarily convenient.
¶ Seniors often can not use their cars by getting ploughed in by village snowploughs. Would there be

any way to leave our driveways with a hard row of 3 to 4 ft snow so we can get out for swimming, etc.
¶ Skateboard park – want an upgraded one (i.e. cement structure). Off-road – transportation needed to

access suitable areas.
¶ Satisfied for me but can see items that would improve things for others: connect to heights, bike rails

on stairs, more bike racks, more connections of trails, ensure new infrastructure makes provision for
non-car transporation.

Route Map

A street and pathway map was included with the survey, requesting that respondents:

1. Trace their usual commute (path to and from work/school/etc.) on the map
2. Highlight any areas of concern relating to Sparwood’s transportation system

15 responses were received, with the most common routes of travel being:

¶ Pine Avenue and Aspen Drive: 6 responses each
¶ Highway 43 and Red Cedar Drive: 5 responses each
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¶ Arbutus Road and Ponderosa Drive: 4 responses each

Using the map, respondents identified the following concerns with Sparwood’s transportation system:

¶ Highway 43 is dangerous for biking and walking
¶ Highway 43 from Heights to downtown is often an obstacle course while biking
¶ Bicycle difficult on Highway 43 – narrow shoulders, often with debris in path; no alternate route

available
¶ Bicycle access requires “detour” via Arbutus to get downtown (from Sparwood Heights)
¶ Difficult bike access to trails to Matevic Road (in Sparwood Heights)
¶ Matevic Road south of Sparwood Heights: poor condition for biking and walking – dangerous
¶ Stairs on path near existing pedestrian bridge and Matevic Road are falling apart and ugly fencing
¶ Connect Whitewood to Valleyview along partial existing path
¶ Winter ploughing on east-west path south of Whitewood, north of Valleyview in Sparwood Heights;

water drainage concerns on same path at Ponderosa Drive and north of Pinyon Road
¶ Difficulties crossing or turning left onto Highway 3 from Red Cedar Drive or Pine Avenue, due to

heavy traffic volumes.
¶ Original plan had path to Red Cedar Drive from Pacific Yew Crescent.  During neighbourhood

construction this disappeared.  Makes walking between home/work too much time because one must
go out of way either to follow the drive route or reach the stairs at White Birch Crescent.  E.g. can’t
walk home for lunch break.

1.3.2.2 Summary of Workshop Discussion Responses

At the beginning of the workshop open house attendees were assigned to one of seven groups
representing each of the identified modes. Each group was comprised of approximately six members
including youth, adults and seniors to ensure that the feedback received represented the views of the
general population as much as possible. A facilitator was assigned to each group to direct and encourage
discussion is answering the three workshop questions as summarized in Table 6:

Table 6. Summary of Workshop Discussion Group Feedback

Discussion Questions:
Travel

Mode What encourages you to
use this mode?

What discourages you from using
this mode?

What do you think should be done
to make active modes more

attractive in Sparwood?

Automobile ¶Quick
¶Convenient
¶Cargo capacity
¶Injury
¶Bus has poor stop locations
¶Environmental issues (e.g.

weather, icy sidewalks unsafe)
¶Travel long distances
¶Dog minding while shopping

¶Cost (gas, vehicle, insurance,
maintenance)
¶Greenhouse gases
¶Peer pressure
¶Lack of parking (generally

residential)
¶Faster to walk
¶Signage to slow down in sensitive

areas (e.g. Lilac Terrace)
¶Enforce parking bylaws
¶Hassle to warm up and clean off in

winter
¶Increase parking cost (e.g. meters,

permits)

¶Transit: provide shelters and
benches, mark stop locations
better, maintain schedule, more
user-friendly for seniors
¶Walking: Better highway crossings,

light pathways, indoor walking
track, groups to encourage walking
(e.g. seniors, businesses, safe walk
program)
¶Off-road: dedicated paths
¶Cycling: enforce ATV restrictions,

bike parking, bike donations, free
locks, community bikes, bike lanes
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Discussion Questions:
Travel

Mode What encourages you to
use this mode?

What discourages you from using
this mode?

What do you think should be done
to make active modes more

attractive in Sparwood?

¶Encourage car pooling
¶Improve transit

Cycling ¶Trail system… such as it is
¶Like parking at the recreation

centre
¶High gas prices
¶Good weather
¶Recreational activity

¶Unconnected trails
¶Wildlife and dogs not tethered
¶Unpaved trails
¶Roads unsafe for bikes
¶Bikes should not be on roads
¶Steep hills
¶Long winter (six months)
¶Inadequate parking
¶Not in the culture
¶Can not drive home for lunch (time)

¶Connected trail networks
¶More extensive and safer trails
¶Lighting on trails
¶Trails should be “family friendly”

(e.g. wider, paved, level)
¶Bike lanes on some streets
¶Sidewalks on both side of street
¶Adopt principles of “new urbanism”
¶Promote “steps out” better
¶Promote cycling events such as

“car free day”
Walking ¶Socializing

¶Health benefits
¶Attractive trails
¶Good weather
¶Programs (steps out challenge)
¶Trail connectivity
¶Safe places to walk
¶Indoor places to walk
¶Illuminated trails
¶Hiking/walking groups
¶Education

¶Poor weather
¶Snow/ice on sidewalks
¶Poor quality sidewalks
¶Wildlife
¶Poor/no lighting
¶Poor connectivity
¶Close proximity of vehicle traffic

(noise, emissions)
¶Garbage
¶No promotion/programs
¶School buses
¶Laziness/time
¶Crossing highways
¶For recreational walking, some

prefer softer surface

¶New bridge connection to
Sparwood Heights
¶Community promotion
¶Pave and connect walkways
¶Lighting for safety
¶Aesthetics
¶Continued programs (steps out

challenge)
¶More trails in Sparwood Heights

Transit ¶Flexible schedules
¶“Good” bus drivers and service
¶Service matching work hours
¶Convenient stop locations
¶Mine shifts – company bus
¶Company incentives / grants
¶Bike racks on bus and at stops
¶Monthly passes
¶Coordinate transit service with

events in/out of town (e.g. hockey
games)

¶Inconvenient schedules
¶Lack of shelter at stops
¶Lack of frequency
¶Lack of convenient stop locations
¶Lack of bike racks on buses
¶Lack of holders for oxygen tanks
¶Lack of route availability (e.g.

Sparwood Heights)
¶Limited storage on bus

¶Wheelchair accessible
¶Wheelchair trails, improved

markings
¶Maintenance of sidewalks and

trails, especially in winter

In-line skating /
Skateboarding /
etc.

¶Wider sidewalks
¶Smooth roads
¶Dedicated parks and facilities
¶Dedicated, paved trails
¶Improved road crossings
¶Education for general public

(instruct kids how to do so safely,
eliminate stigma from adults)
¶Wildlife control
¶Paved pathways around school,

new playground
¶Signed routes

¶Negative public perception of in-line
skaters/skateboarders
¶Steep hills
¶Wildlife (e.g. bears)
¶Many older kids drive to school
¶Lack of shower facilities
¶Rumble strips and limited space on

highways
¶Parental opposition
¶Lack of shower facilities
¶Relative to other modes, this is not

a priority for investment

¶Community initiatives (bike clubs,
stroller clubs, etc.)
¶Recreational biking groups
¶Rentals at recreation centre
¶Wider sidewalks, paved pathways,

dedicated pathways
¶Sidewalks are cleared
¶More illumination
¶Rental programs (e.g. tourism

program)
¶More bike racks and new bylaws

for provision of bike racks
¶Employee programs to encourage

active modes (e.g. extra time for
commuting)

NEVs / Electric
Scooters / etc.

¶High gas cost
¶Available trails

¶Cost
¶Lack of information (accessibility,

¶Bike and equipment rentals
¶Trail connectivity, paving, and
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Discussion Questions:
Travel

Mode What encourages you to
use this mode?

What discourages you from using
this mode?

What do you think should be done
to make active modes more

attractive in Sparwood?

¶Tax incentives
¶Education/knowledge of this mode
¶Special parking
¶Company/employer programs
¶Car share
¶Poor weather
¶2 fit in single garage

insurance)
¶Lack of dedicated infrastructure
¶Lack of education/training
¶Possibility of theft
¶Restricted passenger

capacity/flexibility for other uses
¶Should be a priority for investment,

but below human powered modes

maintenance
¶Secure bicycle parking (inside)
¶Programs promoting lifestyle, bike

rodeo, educating kids and adults
¶Employers give out safety gear at

Christmas
¶Use of ATV’s on trail (reduce

speed)
¶Convert bus from diesel

Off-road
Vehicles
(ATVs,
snowmobiles,
dirt bikes, etc.)

¶Fresh air
¶No television
¶Means to end (e.g. snowmobile to

cabin)
¶Safe access to areas would

encourage use, as well as safe
storage at access points, 10 km/hr
speed in non-restricted areas
¶Shared “alternative modes” lanes

for bikes, ATVs, snowmobiles, etc.
¶Promote safety – helmets,

enforcement, etc.

¶Lack of dedicated areas
¶Must drive to drop-off points
¶Noise / emissions

¶Path clearing in winter –
snowploughs push snow onto
sidewalks
¶Enforcement to prevent parking on

sidewalks in winter
¶Painted line sidewalk on Arbutus

(signage, enforcement)
¶Parking lot for ball park
¶Provide more bike racks
¶Dog kennels at mall with own lock
¶Event discounts for cyclists and

walkers
¶Bike lane from Fernie to Sparwood
¶Anti-idling program
¶Wash coal mine trucks
¶Upgrade path leading to new

pedestrian bridge

1.3.2.3 Conclusion

The public workshop provided the District and AECOM with constructive feedback concerning
Sparwood’s existing transportation system and programs which will be carefully considered in developing
the TMP. Common responses and suggestions received from the survey and group discussions included
the following:

¶ Need for interconnected, paved pathways illuminated for safety and well-maintained (especially with
regard to snow clearing during the winter)

¶ Need for improved transit service, providing additional bus stops at convenient locations, shelters at
stops, reliable schedule tracking, and better accommodation for seniors

¶ Highway 43 does not safely accommodate those using active modes to travel between Sparwood
Heights and Sparwood Proper

¶ More secure bike storage areas are required, including racks and sheltered storage areas
¶ Wildlife are a perceived barrier to active modes use
¶ Stairs require ramps for bicycles
¶ Exclusive bike lanes on roadways, well-marked and signed
¶ Community initiatives to encourage active modes use, such as recreational groups and equipment

rental programs, community bicycle sharing, and programs such as “steps out”
¶ Wider sidewalks, well-maintained especially during the winter
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¶ Educational programs to explain the benefits of active transportation, to explain how to use active
modes safety, to inform the public regarding modes such as NEVs, and to eliminate the negative
perception of skateboarders and cyclists using the road

¶ Employer programs to encourage active modes use, i.e. by providing employees with more time to
commute or flexible work schedules, or by providing equipment

¶ Provide more facilities for skateboarders and ATV users

1.3.3 Public Consultation Session 2

A second public consultation session was held on December 11, 2008. [To be completed after public
consultation].

1.3.4 Discussions with District Staff

This study was initiated in September 2008 and was kicked off with meetings and discussions between
AECOM and District staff:

V Danny Dwyer, Director of Planning & Information Services
V Jen Woodall, Engineering/Planning Assistant
V Gary Walker, Director of Recreation and Community Services

Problem areas which had been previously identified by the District were discussed to ensure they are
addressed in the ATP. These included:

¶ Lack of trail connectivity across Highway 43 between Sparwood Proper and the Spardell Industrial
Area.

¶ Lack of trail connectivity between Sparwood Proper and Sparwood Heights. Residents must travel
along Highway 43, and there are perceived safety issues associated with walking or cycling this route
using the existing sidewalk on Highway 43. This issue is currently being addressed with the
construction of a pedestrian bridge crossing the Elk River.

District staff were deeply involved in the study, organizing and facilitating at the public consultation
sessions, and providing relevant information such as the inventory of existing paved and unpaved
pathways, and background on existing and past active transportation programs. The involvement of
District staff is essential to this study, to ensure that the recommendations are consistent with the values
and priorities of the community and may be implemented in a timely and cost-effective manner.
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2. Active Transportation in Sparwood:
Existing Conditions

2.1 Major Travel Destinations in Sparwood

The District of Sparwood covers an area of approximately 180 km2 and has a population of 4,000. Figure
1 shows the key active travel destinations and major residential communities within the District.

The major residential communities of Sparwood are:

¶ Sparwood Heights
¶ Spardell and Mountain View Manufactured Home Parks
¶ Residential portion of Sparwood Proper

Based on discussions with District staff, the public consultation sessions, and observations made during
field visits, the key active travel destinations within Sparwood are:

¶ F.J. Mitchell Elementary School and Sparwood Secondary School
¶ Downtown Retail Core (Greenwood Mall, Post Office, Library, Centennial Square, Terex Titan,

surrounding commercial areas)
¶ Health Care Center
¶ Leisure Complex (Recreation Center, ball fields, tennis courts, etc)
¶ Major industrial and business areas
¶ Elk Valley Coal bus pick-up

Facilitating the use of active modes as viable forms of transportation requires that the desire lines of
travelers (i.e. between primary residential areas and major travel destinations) are outfitted with the
necessary infrastructure and facilities. This can include anything from ensuring sidewalk connectivity to
on-street bikeways to having bike racks located outside destinations such as the post office and
recreation centre.

2.2 Existing Infrastructure

Information provided by District staff and the results of the existing conditions assessment were used to
develop an inventory of existing sanctioned pathways within Sparwood, including surface treatment
(paved or unpaved), as presented in Figures 2A and 2B. The purpose of these figures is to document
the existing facilities within the District and identify areas lacking in connectivity or infrastructure.
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2.3 Existing Active Modes Initiatives and Programs

Sparwood currently has a number of active transportation programs in place. The ‘Decision for Health
Corporate Challenge’ has been running since 200?. This program currently has over 20 corporate teams
participating in a virtual walk to Las Vegas; participants log their daily steps using a pedometer or any
length of physical activity achieved, and the cumulative team points count towards the walk to Las Vegas.

In addition to the numerous biking, hiking and cross-country skiing trails in Sparwood, a program was
initiated in 200? to encourage tourists to walk around town. The Artifact Trail consists of a map and guide
to several historic artifacts located around the town. The map and guide are available at the Visitor
Information Center. It was found, however, that this activity was not promoted to tourists and has
experienced relatively low participation rate in recent years.

For many years, Sparwood also hosted an annual Bike Rodeo, organized and staffed by volunteering
members of the local RCMP detachment. The Bike Rodeo was a chance for children in Sparwood to
bring their bikes out, get them inspected by the volunteers, receive free safety equipment, and gain some
education on the safe use of a bicycle. The event was well attended but has ceased to run due to a lack
of volunteers.

Programs such as these are great opportunities to promote the use of active modes, and are typically low
cost initiatives, relying on the time and effort of volunteers. It is the combination of education (through
programs such as those listed in this section) and infrastructure/facilities (as proposed in this ATP) that
will enable residents and visitors in Sparwood to enjoy a more active lifestyle.

2.4 Barriers to Active Travel in Sparwood

There are a number of barriers, perceived or existing, to active travel around Sparwood. Many of these
are universal to communities of all sizes across Canada and North America. As well, many of these are
barriers which cannot be controlled, such as the weather. There are some barriers which are specific to
active travel in Sparwood, identified through the public consultation process and discussions with District
Staff, which can be remedied or ameliorated.

¶ Safety: Many residents don’t feel safe using the provided facilities. This applies to the need to travel
along Highway 43 between Sparwood Heights and Sparwood Proper, as well as the fact that many of
the trails and paths are not illuminated. There is also a perceived fear of wildlife such as bears in
more densely wooded areas.

¶ Convenience: Many residents would choose a more active mode of travel to run errands if certain
conveniences were available, such as a safe place to tether pets when entering stores, or the ability
to safely lock up a bicycle in a central location, and perform errands from there.

¶ Maintenance: Some of the issues identified during the public consultation process included the fact
that snow is often ploughed onto the sidewalks in winter, or there are areas on the pathways where
the asphalt is in a state of disrepair that discourages cycling.

¶ Connectivity: For residents living on the east side of Highway 43, there is very little connectivity to
allow them to traverse the highway in a safe manner to reach Sparwood Proper. This applies to both
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adults looking to go to work or run errands, and children traveling to school. In addition, there is no
direct connection between Sparwood Proper and Sparwood Heights, without traveling along Highway
43. This item is being addressed with the construction of a pedestrian bridge at the confluence of the
Elk River and Michel Creek.

The purpose of this study is to address the barriers identified, and provide cost-effective solutions that will
enable residents to choose to be active.
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3. Key Aspects of Active Transportation

3.1 General Planning and Policy Considerations

An effective active transportation system provides convenient routes to major travel destinations within
the community and encourages drivers to switch to more sustainable modes such as walking, cycling, in-
line skating or skateboarding. Appreciating the numerous health and environmental benefits associated
with active commuting, careful planning should be undertaken to develop a pathway and bikeway system
that draws users away from their vehicles. This is accomplished by:

¶ providing interconnected and effectively designed routes that offer shorter travel distances between
major destinations than the alternative road network

¶ educating the public with regard to the benefits of active travel, and strategies for safe commuting,
and

¶ developing appropriate bylaws that support the effective operation of the pathway system, such as to
restrict travel by particular modes, or to prohibit parking on the adjacent roadway

3.1.1 Network Connectivity

To allow active travellers to make meaningful trips, a well-connected system of multi-use pathways, on-
street bikeways and sidewalks must be established with appropriate supporting infrastructure such as
signage and bike racks. Connectivity describes the directness of links and the density of connections in
the pathway network; a well-connected path system provides numerous short links to major travel
destinations and maximizes intersections with other pedestrian and bicycle facilities. Thus, as network
connectivity increases, travel distances are shortened and additional route options become available to
active commuters.

Good connectivity enables direct travel between major community destinations such as employment
centres, shopping areas, schools, and parks. Connectivity can be maximized during the planning stage by
incorporating pathways into subdivision designs, and by providing pedestrian and cyclist shortcuts to
alleyways, mid-block locations, and at the end of cul-de-sacs. The following development practices
should be considered in planning a well-connected active transportation network:6

¶ Dead-end streets and cul-de-sacs and should be avoided or restricted to between 60 m and 120 m
in length. However, short-cut paths may be installed at the ends of cul-de-sacs to maintain
pedestrian and cyclist connectivity. Alternatively, streets may be constructed as cul-de-sacs initially
and later connected to adjacent cul-de-sacs to form grid networks as surrounding land development
warrants.

¶ Limits on intersection spacing should be implemented to maximize connectivity. Average intersection
spacing should be restricted to approximately 100 m; a maximum spacing of approximately 180 m
should be maintained on local streets, while a maximum spacing of 300 m is desirable on arterial
streets.

6 Handy, S., Paterson, R. and Butler, K. (2004). Planning for street connectivity: getting from here to there. Planning
Advisory Service Report 515, American Planning Association.
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¶ Spacing between pedestrian and bicycle connections should be restricted to approximately 100 m by
creating mid-block paths that provide shortcuts to major travel destinations.

¶ Plans for new development or urban redevelopment should incorporate dedicated pathway systems
as much as possible.

Improving pathway connectivity encourages active transportation and reduces traffic demand on
roadways by offering commuters shorter travel distances in comparison to driving. As such, good
connectivity results in reduced traffic congestion, fewer and less severe accidents, lower emissions, and
improved system accessibility. In developing an active modes plan, every effort should be made to
maximize the interconnectivity of multi-use pathways, bikeways, and sidewalks to ensure the system is
economical and well-used.

3.1.2 Public Education

Traditionally, active travel modes such as cycling or in-line skating have been regarded primarily as
recreational activities. In recent years, however, increasing focus has been placed on active commuting
as an alternative to driving. By removing vehicles from the roadway, an effective active transportation
program improves the operation of the overall transportation system and provides appreciable benefits to
personal health, the environment, social well-being and the economy. Community initiatives and
workplace programs can encourage active travel by communicating these benefits and providing
strategies to overcome the barriers to active transportation, and educate on how to use active modes
safely.

The first step in promoting active transportation is to inform the community of the far-reaching benefits of
doing so. Community websites, bulletin boards, posters at schools and public institutions and mail-out
flyers are effective mass marketing tools for disseminating information on the benefits of active travel, and
may highlight the health, environmental, social, and economic gains listed in Section 1.1.

While advocating the personal and societal benefits of active transportation increases public awareness,
research shows that long-term behaviour change rarely occurs as a result of information only. In
comparison to such mass marketing approaches, community-based social marketing has been shown to
be much more effective in promoting active transportation.7 The goal of community-based social
marketing is to encourage individuals and businesses to adopt sustainable behaviours through direct,
organized programs that are developed in five steps:8

7 Transport Canada (2008).  The role of community-based social marketing in supporting active and sustainable
transportation.  Urban Transportation Showcase Program.  Retrieved November 28, 2008 from the Transport Canada
website: http://www.tc.gc.ca/Programs/Environment/utsp/commsocialmarketing.htm

8 McKenzie-Mohr & Associates. Fostering sustainable behaviour. [Cited in Transport Canada (2008). The role of
community-based social marketing in supporting active and sustainable transportation.  Urban Transportation Showcase
Program.  Retrieved November 28, 2008 from the Transport Canada website:
http://www.tc.gc.ca/Programs/Environment/utsp/commsocialmarketing.htm]

http://www.tc.gc.ca/Programs/Environment/utsp/commsocialmarketing.htm
http://www.tc.gc.ca/Programs/Environment/utsp/commsocialmarketing.htm
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1. Identify the desired behaviour change

¶ A program will be more effective if it targets specific behaviours. For example, a program that
helps people to cycle or walk on rainy days is more precise than a campaign that encourages
people not to drive.

2. Identify barriers

¶ Recognize internal and external barriers that prevent behaviour change. Internal barriers
include perceptions that walking or cycling are unsafe or require too much advanced
planning; external barriers may include lacking shower or storage facilities at the workplace.

3. Design the program

¶ Once the barriers to a specified behaviour are identified, a program can be designed using
the appropriate approaches or tools to overcome them.

¶ Before implementing any program, it is often useful to obtain feedback from the target
audience by testing concepts or communication materials. Such feedback will help fine tune
the program and increase the likelihood of success.

4. Pilot the program

¶ Testing the program with a small group of people will help identify any problems or additional
barriers to refine the program.

¶ Ideally, at least two groups are used in the pilot: one group that receives all of the program’s
tools and approaches, and a control group that receives limited or no information.

¶ A pilot program may also include testing a few alternative approaches to determine which is
most effective.

5. Evaluate and improve the program

¶ Once the pilot program is completed, it is important to evaluate the number of people who
actually changed their behaviour as a result of the program, not just how aware they are of
the program.

¶ Once underway, organizers should continue to test different approaches in an effort to
continually improve the program.

Carefully directed community and workplace programs are most effective in fostering long-term behaviour
change and increasing active modes use. Transport Canada provides several examples of successful
community and workplace programs implemented in North American municipalities to encourage active
travel, as summarized in Table 7.9
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Table 7. Examples of Community and Workplace Programs to Encourage Active Travel9

Program Organizer Program Name Program Details

  Community Programs

Vancouver, BC Downtown
Transportation Plan

¶Pedestrian plan addressing issues such as mid-block crossings, wider
crosswalks and automatic pedestrian detectors.

¶Cycling plan addressing measures such as parking facilities, new bicycle lanes,
and developing 25-kilometre cycling network that connects key downtown
areas.

Toronto, ON Master Bicycle Plan ¶Addresses all areas of safe cycling: street planning, developing bicycle
networks, safety and education training, bicycle parking, promoting cycling
using communication materials and events, and incorporating bicycles into its
public transit system.

Montreal, QC Town Without My Car
Event

¶A portion of the city’s downtown is closed to vehicles and pedestrians are
offered a variety of free entertainment activities.

¶Car-free days or other special events that close off vehicle traffic entirely in a
particular neighbourhood can help demonstrate the negative impact of cars,
while encouraging people to consider and try out active transportation.

Coquitlam, BC Be Safe Be Seen ¶Runs in September when children are returning to school.

¶Lawn signs remind parents and drivers to slow down, particularly in school
zones; community police and volunteers conduct Speed Watches around
school zones; and the municipality and its local partners hand out free
reflective stickers for pedestrians and cyclists to make them more visible to
drivers.

Wilsonville, Oregon WalkSMART ¶Participants receive a pedometer so that they can track their steps; each
month, participants log their distances and are then eligible for prize drawings
which include practical active travel items such as umbrellas or blinking lights
that can be affixed to shoes for better visibility.

Alberta Coordinators
for Active and Safe
Routes to School

Safe Healthy Active
People Everywhere

(SHAPE)

¶Winter Walk Day with 30,000 participants from schools, community groups and
workplaces.

¶Electronic flyer including information on dressing for cold weather.
  Workplace Programs
Vancouver, BC TravelSmart ¶Organizers work with a number of private and public sector partners, contacting

households directly to determine their level of interest in using alternative
modes of transportation.

¶If households indicate interest, they can choose from a range of resources that
suit their travel needs, such as transit maps, cycling guides, trail routes, bike
shop discount coupons, etc.

¶Participants can also take advantage of TravelSmart Ambassadors who will
come to a person’s home and offer personalized travel advice.

Municipalities across
Canada

Canada Commuter
Challenge

¶Annual event that encourages employees to try active transportation for one
week.

¶In Ottawa, the Export Development Corporation reported a marked increase in
the number of employees who continued to cycle to work even after the event
was over, and arranged for permanent underground bicycle parking.

AECOM* Calgary Transportation
Planning Commuter

Challenge

¶On-going pilot program to encourage employees to use active transportation.

¶Points earned based on distance, mode and weather

¶Testing program parameters within Transportation Planning Group, with plans
to expand within company

9 Transport Canada (2007).  Amenities and programs that encourage active transportation in all seasons.  Urban
Transportation Showcase Program.  Retrieved November 28, 2008 from the Transport Canada website:
http://www.tc.gc.ca/Programs/Environment/utsp/allseasontransportation.htm#amenitiesprograms

http://www.tc.gc.ca/Programs/Environment/utsp/allseasontransportation.htm#amenitiesprograms
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Program Organizer Program Name Program Details

University of
Washington, Seattle

Ride in the Rain ¶Teams of faculty, students and staff are urged to cycle to campus; program
runs in January when Seattle typically receives the most rain.

¶Participants register their cycling trips online and note which days they rode in
the rain, competing for prizes and trophies.

* AECOM Commuter Challenge program not listed in Transport Canada (2007) Amenities and programs that encourage active transportation in all

seasons.

3.1.3 Bylaws Supporting Active Transportation

To ensure that the active transportation system operates safely and effectively, supporting municipal
bylaws should be developed, communicated to the public and enforced. Appropriate bylaws may address
issues such as the following:

¶ Vehicles parking in on-street bikeways
¶ Vehicles obstructing sidewalks
¶ Discouraging cycling on sidewalks
¶ Speed limits and mode restrictions on pathways
¶ Development guidelines requiring new subdivisions to provide active travel facilities, particularly

pathways or on-street bikeways
¶ Requirements for businesses to provide active travel amenities (e.g. bicycle racks)

3.2 Active Transportation Infrastructure

The following subsections outline general planning and design aspects that should be considered in
developing a safe and effective active transportation network that includes exclusive multi-use pathways,
on-street bikeways, sidewalks, crosswalks, and supporting amenities and signage. Industry best-practices
and applicable guidelines have been summarized for each facility to establish a clear understanding of
how they may be used to provide Sparwood with an interconnected and well-used active transportation
network, with specific recommendations for applications within the community presented in Section 4.2.

3.2.1 Multi-Use Pathways

Multi-use pathways are physically separated from the roadway and are generally reserved for non-
motorized active modes of travel such as cycling or walking. As dedicated facilities, pathways afford a
comparatively safer and more enjoyable travel environment than on-street bikeways and sidewalks, which
must share the travel way with vehicle traffic. Minimizing the cross-flow with vehicles reduces the
frequency and severity of collisions, meaning that pathways are more forgiving of user error and, as such,
are particularly beneficial to children and novice active travellers. The following subsections summarize
key planning and design considerations in developing multi-use pathway systems.

Multi-Use Pathway Planning

Ideally, multi-use pathways are located in corridors independent of the road network, providing short-cut
routes to major destinations within the community. An effectively planned pathway system encourages
active transportation by offering a shorter travel distance relative to the road network. It is generally
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prudent to install pathways in areas that are unserviceable by roads, where they present an attractive
travel route by enhancing system connectivity or creating recreational opportunities. Common locations
for pathways are along lakes or rivers, in parks, within utility right-of-ways, paralleling rail tracks, or on
public lands such as those surrounding schools or administrative buildings.

Alternatively, multi-use pathways may be provided within the road right-of-way, separated from the
roadway by a landscaped buffer zone, or a traffic barrier. Pathways paralleling roadways in this way are
generally safer and more enjoyable than sidewalks, as the buffer zone or barrier installation protects
pedestrians from errant vehicles. Similarly, they are often more desirable to cyclists than on-street
bikeways; however, they offer no advantage to travel distance in comparison to the parallel roadway, and
cyclists may choose to travel on the roadway if the pathway is congested.

From a safety perspective, the importance of an adequate buffer zone or barrier treatment to provide
physical separation from the roadway can not be understated. Dedicated pathways give pedestrians and
cyclists a sense of right-of-way that changes their expected driver interactions and reduces their
awareness of vehicle traffic. When located adjacent to the roadway without separation, pathways present
the following safety hazards:

¶ unexpected interactions with vehicles backing out of driveways, with poor visibility conditions for
drivers and potentially pathway users

¶ because they are bidirectional, a pathway user may fall off the curb into oncoming traffic; this is a
particular concern for cyclists, who travel at higher speeds and require space to manoeuvre in the
event that they encounter an unexpected obstacle

¶ doors of parked vehicles may be opened into the path of cyclists

In addition, pathways located adjacent to roadways offer no protection from traffic noise or vehicle
emissions. For these reasons, such facilities should be designated as sidewalks and restricted from
cyclists, who should be safely accommodated on the roadway itself.

Multi-use pathways should be planned so as to intersect the fewest roadways possible. This is generally
more challenging when pathways are being planned within road right-of-ways, as there will likely be
multiple intersections with side streets along the roadway paralleling the pathway. Crossings at
intersections are hazardous conflict points between pathway users and drivers, particularly with regard to
cyclists approaching intersections at high speeds, or failing to dismount at signalized intersections.

Planning multi-use pathways with dedicated right-of-ways generally allows the greatest flexibility in
avoiding intersections with roadways, but land acquisition, service and maintenance costs for exclusive
facilities are comparatively higher than facilities that share the roadway right-of-way. Thus, to minimize
expenses and to attract the maximum number of users, it is essential that routes provide the shortest
travel distance possible between major destinations within the community.

Multi-Use Pathway Design
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There are well-established guidelines for the design of pathways, such as those developed by the
Transportation Association of Canada (TAC) which are highlighted here10:

¶ The bicycle design envelope (assumed comfort zone surrounding the bicycle and rider) is 1.0 m.
¶ For paved paths, a minimum geometric design speed of 30 km/h is generally used; however, when

the downgrade exceeds 4% of if strong tailwinds prevail, a design speed of 50 km/h is advisable.
¶ On unpaved paths where cyclists generally travel at lower speeds, a minimum design speed of 25

km/h is used; again, if downgrade or winds dictate, a higher design speed of 40 km/h may be
warranted.

¶ Vertical grades exceeding 5% are normally avoided on multi-use pathways; if absolutely necessary,
the length is kept as short as possible and a higher design speed is used to accommodate cyclists in
the downhill direction.

¶ On long, steep upgrades a relatively flat area of grade (less than 3%) should be provided every 100
m for rest.

¶ Table  8 (TAC Table 3.4.6.1) presents design widths for exclusive bikeways and multi-use
pathways:11

Table 8. Multi-Use Pathway Design Widths

Classification
Lane Width (m)

Design Domain
two-way, exclusive 2.5 – 3.5
two-way, shared with pedestrians 3.0 – 4.0
one-way, exclusive 1.5 – 2.0
one-way, shared with pedestrians 2.0 – 3.0
Note: A horizontal clearance of 600 mm is maintained between a bikeway and a lateral

obstruction. Curbing in excess of 150 mm in height is regarded as a lateral
obstruction.

 The minimum lane widths presented in Table 8 are only suitable when bicycle and pedestrian traffic
is expected to be low, when horizontal and vertical alignments are good and provide ample passing
opportunities, and where maintenance vehicles are not expected to damage pavement edges.
Additional width may be required where there is substantial pathway traffic, where cyclists ride
alongside each other, and when grades are steeper.

¶ Desirable vertical clearance for overhead obstacles such as foliage, tunnels and underpasses is 3.6
m; an absolute minimum of 2.5 m may be used in special circumstances.

The geometric design principles of multi-use pathways are similar to those of highways, and
comprehensive standards exist for all design aspects including horizontal and vertical alignment,
pavement design and surfacing, pavement markings, and signage. Multi-use pathways should be smooth
and obstructions such as uneven utility covers, potholes, or asphalt heaving from tree roots should be
corrected.

The following guidelines for pathway pavement markings have been derived from the MUTCD12:

10 Transportation Association of Canada (1999 Rev. 2007).  Geometric Design Guide for Canadian Roads. pp. 3.4.5.1-
3.4.6.2

11 Transportation Association of Canada (1999 Rev. 2007).  Geometric Design Guide for Canadian Roads. Table 3.4.6.1 p.
3.4.6.1
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¶ Where multi-use pathways are of sufficient width to designate two minimum lane widths, a solid
yellow line may be used to separate the two directions of travel where passing is not permitted, and
a broken yellow line may be used where passing is permitted.

¶ Broken lines on multi-use paths should have the usual 1-to-3 segment-to-gap ratio. A nominal 0.9 m
segment with a 2.7 m gap should be used.

¶ If conditions make it desirable to separate two directions of travel on multi-use paths at particular
locations, a solid yellow line should be used to indicate no passing and no traveling to the left of the
line.

¶ A solid white line may be used on multi-use paths to separate different types of users.
¶ Typical pavement markings for multi-use pathways are illustrated in Figure 3 (MUTCD Fig. 9C-2):

Figure 3. Typical Pavement Markings for Multi-Use Pathways

12 Federal Highway Administration (2003 Rev. 2004, 2007).  Manual on Uniform Traffic Control Devices for streets and
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3.2.2 On-Street Bikeways

On-street bikeways are lanes on roadways reserved for cyclists and clearly separated from vehicle traffic
by means of delineation, pavement markings, and signage. A bike lane is typically established on a
collector or arterial street that is the shortest route between key destinations or connection points. This
may be readily accomplished by prohibiting on-street parking, widening the roadway, or narrowing
existing traffic lanes to accommodate the bikeway. Narrowing the vehicle lanes also provides traffic-
calming benefits as drivers intuitively slow down in reaction to the reduced width. Essentially, on-street
bikeways are designated to improve safety on busy streets by creating order and drawing attention to the
cyclist environment.

On-Street Bikeway Planning

It is usually not necessary to make special provisions for bicycles on local roads as the lower vehicle
volumes and travel speeds allow cyclists to share the road comfortably. However, on roadways where
traffic exceeds 3000 vehicles per day (300 vehicles per hour) drivers will constantly pass cyclists and the
width of the right hand travel lane should be sufficiently wide to accommodate cyclists and drivers side-
by-side. As noted in Section Multi-Use Pathways 3.2.1, the design envelope for a cyclist is 1.0 m to
account for the width of the bicycle and critical riding space. The minimum clearance required between
the cyclist’s envelope and the edge of the vehicle lane varies based on the posted speed of the roadway;
at least 0.5 m of clearance should be provided on streets posted at 60 km/h, 1.0 m on streets with speeds
of 80 km/h, and 1.5 m on streets posted at 100 km/h.

On-street bikeways are normally single-lane, one-way facilities with cyclists travelling in the same
direction as adjacent vehicle traffic. Two-way bikeways (not segregated from the roadway) are
unadvisable as they require cyclists to ride against traffic, introducing the following safety concerns:

¶ Restricted visibility at intersections and driveways where wrong-way riders approach from a direction
unexpected by drivers.

¶ Inconsistency with roadway design standards. Bicycles have operating characteristics similar to
motor vehicles, typically travelling between 20 km/h and 30 km/h but upwards of 50 km/h on
downgrades. Bikeway lanes should be designed consistent with best practices for roadway laning,
with opposing traffic streams restricted to either side of the roadway only. Two-way bikeways require
several alternations in traffic flow across the roadway cross-section, and place cyclists in a
potentially hazardous situation where opposing vehicle traffic is present on one side, and opposing
cycle traffic flows on the other.

¶ It is difficult to transition from a two-way bikeway to exclusive, one-way bikeways.

Although on-street bikeways that oppose adjacent traffic should typically be avoided, there are special
applications on one-way streets where contra-flow lanes may prove particularly beneficial with minimum
adverse safety impacts. Consideration may be given to installing contra-flow lanes on one-way streets if
the following conditions are met:

¶ There is sufficient roadway width to safely accommodate the lane, and there is a smooth transition to
other pathway or bikeway facilities at either end of the contra-flow section.

highways. chap. 9B-9C.
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¶ The contra-flow lane affords considerable time savings by permitting cyclists to travel in opposition to
roadway traffic, rather than detouring to other routes.

¶ The lane provides direct access to major destinations within the community.
¶ The contra-flow lane improves overall safety by minimizing intersection conflicts relative to alternate

routes, or by avoiding crossings with driveways, alleys, or side streets.
¶ The lane accommodates a high volume of cyclists who already use the one-way street.

Bike lanes should always be placed between the edge of the driving and parking lanes, and never
between the parking lane and the curb lane. This design provides no opportunity for cyclists to
manoeuvre around obstacles such as opened vehicle doors, and restricts cyclist and driver visibility at
intersections and driveways.

On-Street Bikeway Design

The geometric design principles for on-street bikeways are similar to off-street pathways, but alignment is
typically restricted by the geometry of the existing roadway. Table 9 presents the width requirements for
bikeways based on the characteristics of the roadway on which they are designated.13

Table 9. On-Street Bikeway Design Widths

Roadway Characteristics Design Lane Width

no curb and gutter, parking prohibited 1.2 m
curb and gutter, parking prohibited 1.5 m
no curb and gutter, parking permitted with striping or marked stalls 1.5 m
no curb and gutter, parking permitted but no striping or marked stalls 3.3 m
curb and gutter, parking permitted but no striping or marked stalls 3.6 m
Notes: 1. Roadways with curb and gutter require greater width to compensate for the 0.3-0.6 m

of ridable space lost to accommodate the gutter. A minimum of 0.9 m should be
preserved between the edges of the gutter and the bike lane, and the longitudinal
joint should be sealed and smoothed so as not to present a hazard. If the joint is not
smooth, 1.2 m of ridable surface should be provided.

2. On bikeways where parking is permitted, if the volume of parking vehicles or the
turnover rate is high, an additional 0.3-0.6 m of width is advisable.

3. Bike lanes on highways or roadways without curb and gutter should be provided at
the outside edge of the shoulder. A minimum width of 1.2 m should be maintained; if
vehicle speeds exceed 80 km/h or if truck volumes are high, a design width of 1.5 m
is advisable.

The following additional considerations should be made when designing on-street bike facilities:

¶ A smooth riding surface is essential for cyclists to maintain balance. Potholes and cracks should be
thoroughly sealed and utility covers made flush with the riding surface to ensure the bikeway is safe.

¶ Adequate drainage must be provided to prevent ponding and the accumulation of debris on the
bikeway, which are hazardous to cyclists. Drainage gates should be bicycle safe such that they are
flush with the roadway and do not trap tires.

¶ Street parking should be prohibited or restricted in areas with restricted bikeway width.

13 American Association of State Highway and Transportation Officials (1999). Guide for the development of bicycle
facilities.  Prepared by the AASHTO task force on geometric design. Washington, D.C. p.23
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On-street bikeways should be clearly marked according to the following guidelines:

¶ Bike lanes should be delineated from vehicle lanes with a 150 mm solid white line.
¶ For increased clarity and to prevent the intrusion of parked vehicles, an optional 100 mm solid white

line may be painted to delineate the parking lane from the bikeway. A parking line encourages
drivers to park closer to the curb and dissuades drivers from using the bikeway as a driving lane
when parking demand is light.

¶ Painted bike lanes should generally not be installed across pedestrian crosswalks or street
intersections. Bike lanes may be installed across the unused leg of T-intersections, but should not be
painted over conflicting crosswalks.

¶ At roadway sections with high right turn volumes or bus stops, the 150 mm white delineation line
should be striped with 0.6 m dashed segments at 1.8 m intervals.

¶ Some jurisdictions, particularly in Europe, paint bicycle lanes with highly visible colours (i.e. blue) for
enhanced distinction. However, this practice is not recommended in view of cost limitations and the
safety concerns associated with slippery painted surfaces, particularly when the roadway is wet.

¶ Pavement marking symbols should be provided on bikeways to communicate their purpose to
drivers and remind cyclists of the appropriate direction of travel. TAC and the Institute of
Transportation Engineers (ITE) recommend using the “sharrow” to identify bikeways, as illustrated in
Figure 4.14

Figure 4. Sharrow Pavement Marking for On-Street Bikeways

¶ Figure 5 (AASHTO Fig. 7) demonstrates typical bikeway delineation.

14 City of Vancouver (2007). Administrative report from General Manager of Engineering Services on the subject of arterial
bike street lanes.  Retrieved November 27, 2008 from the City of Vancouver’s web site:
http://vancouver.ca/ctyclerk/cclerk/20071211/documents/a17.pdf

http://vancouver.ca/ctyclerk/cclerk/20071211/documents/a17.pdf
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Figure 5. Typical On-Street Bikeway Delineation
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3.2.3 Sidewalks

Sidewalks accommodate pedestrian traffic along the roadside, where the close interaction between
vehicles, cyclists, and pedestrians introduces special safety concerns. As such, the operational
characteristics of each of these travel modes must be carefully considered in designing safe and
enjoyable sidewalks, with the primary goal being to raise mutual awareness among drivers, cyclists, and
pedestrians in the roadside area.

As with pathways, effective pedestrian accommodation on sidewalks requires the provision of an even
walking surface that affords good traction in all weather conditions, with a clearly defined path that is free
of obstructions and wide enough to provide adequate capacity. In a typical urban setting, the width
adjacent to the curb that is available for pedestrians is reduced by street hardware such as utility poles,
traffic signs, and fire hydrants, which generally results in 0.4 m to 0.8 m of unusable space.15 However, in
regions with heavy snowfall the non-useable area can exceed 0.8 m due to snow storage from the
ploughed roadway.

Pedestrians often travel in pairs or groups and walk side by side. Similar to drivers, they also desire
opportunities to pass stopped or slower moving pedestrians. Thus, in addition to the excess width that
must be provided to compensate for the useable space lost to street hardware and snow storage,
sidewalks should also be designed with sufficient width to comfortably accommodate at least two
pedestrians walking together. The comfortable travel width required for a single pedestrian is generally
assumed to be 0.9 m; thus, the desirable design width of sidewalks is 1.8 m for unimpeded flow. At a
minimum, a sidewalk width of 1.5 m should be maintained.16

There are several instances where wider sidewalks may be warranted:

¶ Adjacent to busy roadways or in areas of high pedestrian demand, such as shopping centres or
major employment districts.

¶ At signalized intersections with substantial pedestrian volumes, to increase the space available for
pedestrians to stand while they wait.

¶ To accommodate amenities that enhance the pedestrian experience, such as benches or refuse
bins.

¶ To provide space for planters on the edge of sidewalks adjacent to low-speed roadways, where they
are perceived as an additional measure of safety. Planters should not be provided on high speed
roadways as they present a safety hazard to vehicles.

¶ In areas with high volumes of wheelchair or stroller traffic, such as around nursing homes or parks
and playgrounds.

¶ As noted, in areas with heavy snowfall, where the desirable design width of 1.8 m should be
maintained wherever possible to provide additional space for snow storage.

15 Transportation Association of Canada (1999 Rev. 2007). Geometric Design Guide for Canadian Roads, Part 2. p.3.3.2.1
16 Transportation Association of Canada (1999 Rev. 2007). Geometric Design Guide for Canadian Roads, Part 1. p.2.2.6.5



(file name/job#/date                                                          ) - 33 -

3.2.4 Crosswalks

Two primary documents that can be used as resources when planning or designing pedestrian crossings
are provided by TAC:

¶ TAC (1998 Rev. 2007).  Manual of Uniform Traffic Control Devices for Canada (MUTCDC).
¶ TAC (1998).  Pedestrian Crossing Control Manual.

Many jurisdictions also have established design guidelines for pedestrian crossings which should be used
in conjunction with the above-mentioned resources. For example, the province of British Columbia
published a Pedestrian Crossing Control Manual for British Columbia in 1994. The specifications and
guidelines in this section are taken from TAC’s Pedestrian Crossing Control Manual, unless otherwise
specified.

Pedestrian crossings have received much scrutiny due to the nature of the environment and users – they
can be high-conflict areas, and the conflicts occur between vehicles and much more vulnerable road
users, pedestrians and cyclists. As such, the above-mentioned resources have been created to provide
municipal planners and engineers with guidelines for selecting the appropriate type of crosswalk for
specific situations and the design standards for each type of crosswalk (i.e. pavement marking, signage,
etc).

A hierarchical system of signing, marking and signal control has been developed to provide a guide for
matching crossing systems with conditions found at specific locations. The systems range in increasing
complexity from unmarked crosswalks to pedestrian activated signals17:

1. Signed and marked crossings, including:

a. side-mounted signs and marked crossings
b. overhead signs and marked crossings

Marked crosswalks are installed to draw a driver’s attention to a crossing location and to indicate
to pedestrians that the location is a preferred place to cross the road.

2. Special crosswalks

Special crosswalks include pavement markings, internally illuminated overhead signs,
downlighting on pedestrians, pushbuttons, a timer, and flashing overhead lights. They are usually
reserved for more complex locations such as collector roadways where a driver’s attention may
be difficult to obtain with a simple marked crosswalk.

3. Pedestrian activated signals

These devices include all of the elements of a traffic control signals except for side street vehicles
indications. Signs indicating a pedestrian crosswalk are not required. Pedestrian signals are
pushbutton actuated and allow pedestrians to force traffic to yield the right-of-way.

17 Transportation Association of Canada (1998). Pedestrian Crossing Control Manual. p.2-4
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4. Grade separation

This type of device is the highest level of crossing protection, providing a physical separation
between pedestrians and vehicles.

The type of crossing should be selected based on a warrant process available through the TAC
Pedestrian Crossing Control Manual. The warrant takes into consideration pedestrian volumes, age of
pedestrians, available crossing opportunities and community size. While it is recommended that the
pedestrian warrant be conducted for areas of interest, there are some basic guidelines that can be used
to determine the appropriate crossing type18.

3.2.4.1 Application Guidelines for Pedestrian Crossings

Pedestrian Crosswalk with Overhead Mounted Signs

This type of crosswalk should be used under the following circumstances:

a. The crosswalk is not associated with a school route in jurisdictions that differentiate between
pedestrian and school crosswalks.

b. The roadway has more than two through lanes in each direction or more than three through lanes
if the road is one-way and the posted speed is 60 km/h or less.

c. On roadways with high speeds, high volumes, restricted sight distance, or where the crosswalk is
mid-block or serves primarily elderly or disabled pedestrians (who may require a longer crossing
time), this application should be used where the roadway is more than one through lane in each
direction or more than two through lanes if the road is one-way.

School Crosswalk with Overhead Mounted Signs

For those jurisdictions that distinguish between pedestrian and school crosswalks, this application may be
used in the following situations:

a. The crosswalk is associated with a school route. These routes should be determined in
conjunction with school, police and roadway authorities. Children should be trained in pedestrian
safety.

b. The roadway has more than one through lane in one or more directions, or on a narrower
roadway where the visibility of post mounted signs is restricted.

c. Traffic volumes are such that sufficient gaps will be available for the school children to cross.

Special Crosswalks

Special crosswalks may be installed at either pedestrian or school crosswalks. They should be used only
when all of the following criteria have been met:

a. The posted speed is not greater than 60 km/h.
b. The roadway is not greater than two through lanes in each direction for two-way streets or not

greater than three through lanes for one-way streets.

18 Transportation Association of Canada (1998). Pedestrian Crossing Control Manual. p.16-29
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c. The installation would not disturb traffic flow at an adjacent traffic control signal or another special
crosswalk. A minimum spacing of 200 m from an adjacent traffic control signal is recommended.

d. Safe stopping sight distance is available for motorists approaching the crosswalk. Decision sight
distance is desirable.

e. The installation would not create constant interruptions in vehicular traffic due to the level of
pedestrian and vehicular volumes.

Pedestrian Signal

This type of crosswalk should be used on when all of the following criteria have been met:

a. Pedestrian volumes are high and sufficient gaps in vehicular traffic are not available to
accommodate the pedestrian demand.

b. The crosswalk location is a minimum of 200 m (400 m preferred) from an adjacent traffic control
signal or special crosswalk.

c. Traffic volumes do not warrant full vehicular signals.

Pedestrian Grade Separations

This type of crosswalk provides the highest level of protection of pedestrians, but is also significantly
more expensive and requires more property than other crossing devices. They may be an effective
alternative where the following conditions occur:

a. The pedestrian crossing is permanent and is located in a substantially developed area with
established high volumes of pedestrian and vehicular traffic.

b. Pedestrians can be channelled to one crossing location and can be persuaded that the additional
protection provided by the grade separation is worth the extra time and effort required to climb the
stairs or ramp. If pedestrians perceive the grade separation as inconvenient or unnecessary,
many will choose not to use it.

c. Pedestrians must cross a freeway at a location separate from an interchange or where pedestrian
traffic within the interchange area is not appropriate due to high volumes or high speeds.

OR
Pedestrians must cross a high speed expressway at a location separate from a signalized
intersection or where pedestrian traffic within the intersection area is not appropriate due to
complicated signal phasings, long crossing distances or high volumes of turning traffic.

OR
Pedestrians must cross an arterial at a location where sufficient gaps are not available to
accommodate the pedestrian demand for crossing and where there is no existing plan for a
vehicular or pedestrian signal within a reasonable walking distance or where there is an existing
or proposed signal, but where pedestrian traffic is not appropriate.

There are few specific guidelines provided with respect to railway crossings for pedestrians or cyclists.
Grade separation can be used and should follow the guidelines for pedestrian and bicycle grade
separated facilities. For at-grade crossings, the following design issues should be considered:

¶ Tracks should be made flush with the road surface whenever possible, any gaps on the sides of the
rail should be filled to ensure that bike wheels cannot be trapped.
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¶ Because the rails are metal, they can be slippery when wet. Signs can be posted to warn
pedestrians and cyclists of the dangers.

¶ Pathways which do not cross the tracks at 90° can pose a hazard to cyclists as they must slow and
turn to cross the tracks at right angles, to avoid trapping their wheels in the rails. This can put them
at conflict with other road users. Wherever possible, the roadway should be widened to cross the
tracks at right angles.

Figure 6 shows a typical crossing layout, taken from the TAC Geometric Design Guide, Section 3.4.7.7.

Figure 6. Bikeway Crossing Railway
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3.2.4.2 Pavement Markings and Signage

There are two types of pavement markings for crosswalks, shown in Figure 7, which are derived from the
TAC Pedestrian Crossing Control Manual.

Figure 7. Crosswalk Pavement Markings

The MUTCDC is the primary reference for pedestrian crossing signage requirements. The manual
catalogues the numerous signs available for various situations, and provides criteria and guidelines that
should be carefully considered in determining the appropriate use and placement of signs.
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3.2.5 Storage and Parking Facilities

A major consideration in choosing to travel actively is the availability of safe storage areas for equipment.
To ensure a comfortable experience, active travellers must be confident that their personal belongings
are safe from theft and inclement weather as equipment (i.e. high-end bicycles) can be a considerable
expense. It is therefore imperative that key travel destinations and places of employment supply adequate
storage facilities to accommodate active travel demand, ideally providing indoor or outdoor sheltered
areas including amenities such as bike racks, lockers, benches, and water fountains. These facilities
should be illuminated and located in highly visible areas wherever possible to instil a greater sense of
security. Businesses may be encouraged to provide safe storage areas or, as noted in Section 0,
municipalities may enact bylaws requiring such facilities. Appreciating that active modes occupy a
relatively small footprint compared to vehicles, it is generally quite feasible to retrofit existing buildings
that lack these facilities; for instance, parking stalls previously intended for vehicles may instead be used
for bicycle racks.

3.2.6 Signage

Similar to roadways, active transportation facilities must be regulated by appropriate traffic control devices
to ensure safe and effective operation. Uniformity of design and application facilitates identification by all
network users, and is particularly useful to visitors to an area and those using a facility for the first time.19

TAC is currently updating national standards to provide consistent pavement marking and signage
guidelines for bikeways and multi-use pathways, as documented in the following manuals:

¶ TAC (1998). Bikeway Traffic Control Guidelines for Canada.
¶ TAC (1999 Rev. 2007). Manual of Uniform Traffic Control Devices for Canada (MUTCDC).

In addition to the specific pavement marking guidelines for multi-use pathways, on-street bikeways and
crosswalks as introduced in Sections 3.2.1, 3.2.2, and 3.2.4 respectively, TAC provides detailed guidance
on the selection and installation of appropriate signage for active transportation facilities. Depending on
their purpose, signs for active travel are categorized as either regulatory, warning, or guide and
information. Regulatory signs are used to formally establish bikeways and pathways and to regulate
which modes may use them, and to communicate such information as speed restrictions or stop/yield
conditions. Warning signs are provided to augment safety on routes where a hazard may not be obvious
to vehicles or active travellers, such as on a bikeway approaching an intersection, in advance of curves
with restricted visibility, or on pathways to warn of wildlife. Guide and information signs include route
markers and maps that offer valuable assistance to active travellers in conveniently navigating the
network.

Examples of common regulatory, warning, and guide signs for active transportation facilities and shared
roadways are provided in Figures 8, 9, and 10, respectively20.

19 Transportation Association of Canada (1999 Rev. 2007).  Geometric Design Guide for Canadian Roads, Part 2. p.3.4.8.3
20 Federal Highway Administration (2003 Rev. 2004, 2007).  Manual on Uniform Traffic Control Devices for streets and

highways. pp. 9B-5 to 9B-10
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Figure 8. Typical Regulatory Signs for Pathways and Bikeways

Figure 9. Typical Warning Signs for Pathways and Bikeways
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Figure 10. Typical Guide and Information Signs for Pathways and Bikeways

The TAC manuals provide detailed specifications regarding the size and placement of signs. Generally,
signs installed on roadways (i.e. for on-street bikeways) should be larger than those installed on multi-
use paths for improved driver visibility, as these signs are often set back from the driving lane and may
need to compete with other streetscaping elements for attention. Depending on the sign type and
classification, typical dimensions for active transportation signs on roadways are 750 mm by 750 mm,
and 450 mm by 450 mm for signs installed on multi-use pathways. For increased visibility in night time
conditions, all signs used on multi-use paths should be retroreflectorized.

The MUTCD provides the following guidance in determining the appropriate placement of signs:21

¶ On multi-use paths, lateral sign clearance shall be a minimum of 0.9 m and a maximum of 1.8 m
from the near edge of the sign to the edge of the path.

¶ Mounting height for ground-mounted signs on multi-use paths shall be a minimum of 1.2 m and a
maximum of 1.5 m, measured from the bottom edge of the sign to the near edge of the path surface.

¶ When overhead signs are used on multi-use paths, the clearance from the bottom edge of the sign
to the path surface directly under the sign shall be a minimum of 2.4 m.

¶ Appropriate sign placement on a multi-use path is illustrated in Figure 11 (MUTCD Fig. 9B-1):

Figure 11. Sign Placement on Multi-Use Pathways

21 Federal Highway Administration (2003 Rev. 2004, 2007).  Manual on Uniform Traffic Control Devices for streets and
highways. p. 9B-1
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Signs should be installed in conspicuous areas wherever possible to reduce the risk of vandalism; signs
located on remote, poorly lit stretches of pathway are particularly susceptible. Care should also be taken
to avoid excessive sign clutter that may distract users and diminish the overall appeal of a facility. The
objective should be to provide the minimum number of signs necessary to comply with traffic regulations,
to warn of potential hazards, and to direct active travellers to destinations and services.22

3.2.7 Illumination

Major bikeways, pathways and associated infrastructure should be adequately illuminated to provide safe
mobility to users who travel outside of daylight hours. Lighting is particularly important in the vicinity of
intersections or at mid-block crossings where conflicts between active commuters and vehicles are most
likely to occur. While this may be accomplished by existing street lighting, dedicated pole or bollard
lighting is often warranted on exclusive pathways to illuminate hazards and critical signage, such as
warning signs. Appreciating that lighting is an effective means of discouraging vandalism and other crime,
it is advisable to illuminate all high-use pathways and storage areas. Lighting is also effective in deterring
certain wildlife that may present a significant barrier to active travel, particularly along heavily-wooded
exclusive pathways. Pole and bollard lights for active facilities come in a variety of design styles to
improve pathway aesthetics and enhance the pedestrian experience, but the diversity of styles should be
limited to minimize installation and maintenance expenses.  To facilitate pathway maintenance, light
standards should be set back from the edge of pathway an appropriate distance to allow for cleaning,
ploughing and snow storage; depending on the width of the maintenance equipment used, typical
setbacks of 1.0 - 1.5 m are sufficient.

3.2.8 Other Facilities

A variety of other amenities may be provided to facilitate and encourage active modes use, and
consideration should be given to supplementing the system with the following:

¶ Turnouts or rest areas on long sections of multi-use pathway that provide amenities such as
benches, refuse bins, water fountains, or phones.

¶ Developing and distributing network maps to assist active travellers in identifying desirable routes
and locating storage facilities.

¶ Storage facilities at transit stations and/or on buses, to allow inter-modal connections and promote
public transit initiatives.

¶ Showers and change rooms at workplaces.

22 Transportation Association of Canada (1999 Rev. 2007).  Geometric Design Guide for Canadian Roads, Part 2. p.3.4.8.3
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4. Recommendations for Improving Active
Transportation in Sparwood

4.1 Active Transportation Network Plan

The existing active transportation network in Sparwood consists primarily of sidewalks, as well as several
discontinuous sections of paved and unpaved pathway. While existing paved shortcuts between streets
are valuable in reducing the time required to travel actively, many active modes users can not be safely
accommodated on sidewalks and must share the road with vehicles to make meaningful trips in
Sparwood. A well-connected and effectively planned system of paved pathways and on-street active-
ways is essential to provide commuters with an attractive alternative to driving and encourage active
travel within the community. Sparwood’s proposed active transportation network is presented in Figures
12A to 12C, with the improvements categorized as follows:

¶ Paved pathway to be upgraded: This consists of improving existing paved pathways through the
addition of illumination, and signage, benches, refuse bins and other amenities as appropriate.

¶ Unpaved pathway to be upgraded: This consists of upgrading existing unpaved pathways to paved,
marked pathways with illumination, and signage, benches, refuse bins and other amenities as
appropriate.

¶ Existing unpaved pathways: These pathways are to remain as unpaved, recreational pathways for
the foreseeable future. Consideration should be given to providing refuse bins and benches as
appropriate.

¶ Proposed pathway: New multi-use pathways to be paved and illuminated, with the provision of
signage, benches, refuse bins and other amenities as appropriate.

¶ Proposed active-way: New on-street marked and signed lanes dedicated to non-motorized, wheeled
users. These will typically make use of existing pavement width on roadways.

¶ Proposed on-street / sidewalk route: To provide connections between pathways and active-ways,
signed on-street routes identifying preferred routes. It is expected that these upgrades will require
only signage.

Key planning and design considerations for Sparwood’s active transportation network are provided in
Section 4.2, which includes a description of the purpose of each of the pathway and active-way locations
outlined in the plan. Section 4.3 provides recommendations for new community initiatives that will support
the success of the system; public education and programs are critical to encourage long-term behaviour
change and promote active travel, and should be implemented in conjunction with infrastructure
upgrading or constructions to ensure that the system is well-used. Section 4.4 highlights important
maintenance and operating requirements, while Section 4.5 identifies construction staging priorities and
estimated costs to assist the District in allocating resources most effectively. Finally, Section 4.6
discusses other considerations to enhance the effectiveness of Sparwood’s active transportation network.






























































