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1 ABSTRACT

In recent times, people have been advocating thptich of active travel such as walking and cyclihg to

its benefits to the health of human beings andtrezall quality of the urban environment. Urbamgiaort,
being one of the major challenges to sustainableldpment, remains the fastest-growing source diaa
emission in major cities of the world, and as ailteshere is a need to adopt methods aimed atciegu
over-reliance on vehicles, being the major contdbuo carbon emission in our environment. Although
various scholars have contrasting views on the ablgctive travel in sustainable planning, it ididdeed to

be beneficial to improve health without necessanmigke a significant impact on the economy and built
environment. Consequently, this study reviewedrditre on active travel use in the developed and
developing countries of the world and its impactsoistainable urban transport planning and develapme
The study adopted the Prisma approach by extractteyant information from peer-reviewed journal
articles and proceedings. Findings from this strelealed that active travel reduces environmergalth
damage such as global warming as well as air arse pollution caused by increased reliance on Vetic
and variations exist in the use of active modedthlihe developed and developing countries of thddw
The study recommends that stakeholders in thepaahsector, as well as the government in the deiag
countries, should provide relevant transport infragures that promote and support active travel ias
order to achieve sustainable transport growth @veldpment.

Keywords: Transportation, Sustainability, Plannidghan Transport, Active Travel

2 INTRODUCTION

How we plan, design and manage our built envirortirieoluding our public spaces and transport system
significantly impacts our overall health and wellige (Wen, Rissel & Fu 2013). According to the Udite
State Department of Health and Human Services (20R€tive transportation (AT), such as walking,
cycling or using public transit as a means of tpants offers an opportunity to move closer to reaghi
Healthy People 2020 objectives of increasing plasactivity and “reducing the proportion of peopao
are considered ‘obese’. Several studies (Robergsdid, Fryer, Brachman & Ray 2019; Wen, Rissel, & F
2013;) have been carried out on active travel latign to healthy living, however little or no disssion has
taken place on the impact of active travel/pubbm$port on sustainable transport planning.

According to the World Bank (2021), road planningd design that place much emphasis on motorised
vehicles such as private vehicles have detrimgnitaibacted air quality, greenhouse gas emissioh3§],
road injuries and fatalities, congestion, and egqulthese problems will only be exacerbated unless a
meaningful shift to sustainable transport is enagad by governments and relevant stakeholdersein th
transport sector. Active mobility or travel reféoswalking, cycling, wheelchair users or other tiglevice
users, and other modes such as scooters and e-bikegorm of travel provides the lowest emissiofigll
forms of transport and it equips people with actives that bring health, social, and economic fiene
However, walkers and cyclists are the most vuldertdroad injuries, given the lack of safe infrasture

and speed management protecting them from motacleehWhile some countries have already committed
to vision zero and follow a safe system approadhed road infrastructure planning and design;azantric
practices continue to take the lead in most coemijWelle et al 2018).

Environmentalists have long touted the benefitsarpooling and utilising active travel/public transt to
reduce greenhouse gas emissions and slow the sfféatlimate change. By utilising high-occupancy
vehicles (HOVs), more people can be transportethégosame place in one vehicle, against individuals
driving themselves. The additional social benafitsncreased active transport and reduced motoicleeh
use include: transport benefits of reduced congesttar space requirements and costs; environmental
benefits of reduced air, noise, and visual polhtienergy use reductions through fewer cars, |dossil
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fuel use and greenhouse gas emissions. Moreovemaaities are further strengthened through inciekase
social interactions on the streets and within nedgithoods. Despite the benefits associated witiveact
travel, especially in the area of ensuring sustdplanning, it has been realised that some ciasnéire yet

to adopt and embrace this mode of transport. Heheemain pursuit of this study is to examine tin@act

of active travel adoption and use on sustainatalerphg and development.

This paper starts by presenting a general overeieactive travel, it goes on to examine the roleactive
travel in sustainable planning and ends by compaaictive travel use in some selected developed and
developing countries.

3 CONCEPTUAL SYNOPSIS

3.1 General overview of Active travel and Transport Deelopment: Concept of Sustainability

As cities grew in the 20th century, expanded trartsgion networks furthered urban development lad a
created a series of challenges towards achievamgport sustainability. The rise in urbanisatiaandard of
living and rapid economic development have lecheogrowth and progress in the development of uamah
intercity transportation systems. Based on this, iajority of the urban centres have been expeérignc
diverse transportation problems ranging from teafftongestion, accidents, inadequate transport
infrastructure and poor maintenance policies frawegnments and stakeholders. Due to this, it istpiv
that relevant stakeholders in the transport seeiopt measures aimed at ensuring environmental
sustainability. This can be achieved by exploringasures aimed at curbing the menace associated with
transportation management in major cities of thedvo

Transport systems have a crucial role to play exdbvelopment and growth of cities thus making huma
settlements inclusive; safe, resilient and suskdnéGumbo et al 2022). One of the targets of tistasnable
development goals calls for strengthening effodsptovide access to safe, affordable, accessibie an
sustainable transport systems for all. It also divées the need to pay special attention to thelse those

in vulnerable situations, women, children, perswith disabilities and older persons. Globally, thend in
traffic volume is well known, as it has been on tise for decades. Also, mobility demand has bégng
due to increased car ownership in both the devdlapel developing countries of the world. Andrz€j(q2)
asserted that the consequential effect of thieés $n traffic congestion in major cities of therldo This has
resulted in the loss of cities' attractiveness uplo tailbacks, noise pollution and exhaust fumés (a
pollution). Sustainable urban transport systemsiiregalternatives to the use of private cars that a
competitive in terms of convenience and flexibilgg well as cost (Dumba et al 2017). Based on tihés,
enlargement of existing transport infrastructureaymmot be the solution to the ever-growing traffic
problems, thus the need to adopt alternatives, griiem the use of active travel.

In a report by the Organisation for Economic Coapen and Development (OECD). (2018), there is a
need to generate alternatives to the use of private that are competitive in terms of convenieacé
flexibility as well as cost to achieve a sustaieabtban transport system. One of the ways of disgiog
over-reliance on private automobiles is to creaténgegrated urban transport system by incorpogation-
motorised travel such as cycling and walking. Ssgstainable transport planning and developmentdvoul
reduce over-dependence and reliance on roads.akirFoong (2005) defined sustainable development as
one that meets the needs of the present generaitioout compromising the ability of future geneceais to
meet their own needs. Sustainable transport refergansport that is sustainable in terms of social
environmental and climate impacts. It aims at gpprdalance between current and future environmenta
social and economic qualities. Sustainable tratspar key element in the development of sustaemabies

( Gumbo and Moyo 2020). A city with sustainablensijport should be a city that promotes integrated
planning between transport and land use to redueenéed for travel, maximise the utility and vabfe
space, and enhance the efficiency of energy us¢handty's liveability (Toan 2018).

3.2 Active Travel Concept

Song et al (2013) defined active travel as any imglkand cycling in which people engage for their
respective trips. It is widely recognised thaivactravel (walking and cycling) helps to mitigate adverse
effects of auto-dependent and physically inactifestyles as well as traffic congestion, air patdat and
health problems (Brand and Boardman, 2008; Ogévial, 2010; Pratt et al, 2000). Generally, coestthat
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promote and enhance active mobility contributedon®emic and social justice in their territoriesvdsting

in walking and cycling is a policy that respondsthie needs and journeys of the poor that can chérgge
livelihoods of the most vulnerable. In additionibaproving the urban experience of people that gaher
cannot afford motorised private transportationivaamobility projects can unlock the health, enameental,

and economic benefits of low-carbon lifestyles agitire poorest residents. Moreover, making activdaso

of transportation safer and more efficient rathmant a burdensome necessity can lead to mode share
retention and future prevention of modal shift tivgte motor vehicles.

3.3 Benefits of Active Travel

The role of active travel is significant in theds/ of people and the community and leads to remtuati the
emission of harmful gaseous substances into thiecemeent: Cities contributes more than 60 per oéhe
world’'s GHG emissions and approximately one-thifthese emissions stem from urban transport. Antece
study that observed 3,800 people across seven &amogities, showed that small changes in a person’s
transport habits can significantly cut their carfoatprint. The study concluded that if people sWijust

one trip per day from driving to cycling, they wi#duce their carbon footprint by 67 per cent, aloob tons

per year (World Bank 2021).

In a similar study by Mason et al (2015), a highdaloshift scenario modelled by the Institute for
Transportation and Development Policy (ITDP) fouhdt if urban passengers’ use of bikes and e-bikes
were to increase to 11 percent by 2030 and 14 pence050, energy use and carbon emissions faarurb
transport would be reduced by seven percent in 208011 percent in 2050. Under this scenario, thle h
uptake of cycling and e-bike use would save thddwaitotal of USD 6 trillion between 2015 and 20864
USD 24 trillion between 2015 and 2050. The enablawor behind the feasibility of such striking cgas

in travel behaviour lie in the fact that most tripede in urban areas are under ten kilometersstantie
easily cycled, especially when safe infrastructsiqgresent. Also, the provision of more pedestwatkways

to support and encourage active travel will recaicg@ollution in urban centres. For instance, Bar@018)
posited that city centres in Spain have been peadeisted since 1999 and this has resulted in aeréept
decrease in carbon dioxide emissions.

Apart from the reduction in emission of harmful gass substance to the environment, The benefits to
health are also abundant with greater rates ofrgyeind walking. It has been noted that insuffitigmysical
activity is one of the leading risk factor for nememunicable disease. Around 3.2 million deathsygerr,

are related to physical inactivity (World Healthganization, (WHO) 2020). Essel and Spadaro (2020)
further reiterated that active travel offers oneywa mitigate some of these deaths. From the siudsas
discovered that scaling up sustainable mobilitghsas safe cycling and walking, could save up 50,
premature deaths with improvements to air qualitgt an additional 33,000 lives from increased phajsic
activity over a 35-year period, for a total of USDHillion from averted healthcare costs.

According to Volker and Handy (2021), Active travehs also been found to promote economic
development. This is evident in its positive impadtich supports investment in bicycle and pedestria
infrastructure in local retail and food service ibesses. It was asserted that most of the activailityo
infrastructure had positive economic effects. latiics such as retail or food sales, employment, and
customer spending increased and that adding bieyudepedestrian facilities encouraged more visibyrs
bike or on foot. The economic benefits of cyclingdavalking have also been realised in new industrie
namely that of green tourism. Under this umbrediaycle tourism has long been one of its more papul
forms. In Europe and the United States, bicycleisou has had immense economic impact to the tune of
USD 96.7 billion and 44 billion euros annually (Aghture Cycling Association 2017).

Improving active mobility in cities and other comniies can also reap social benefits of social smime
perceptions of security, and liveability. Travedlion foot or by bike along with others is beliexegpromote
feelings of positive fulfilment (Mcllvenny, 2015After the pedestrianiaation of Istanbul’s histgreninsula,

a survey revealed that 68 percent of pedestrigponelents felt more comfortable being in that aremnt
previously, and that 66 percent reported spendinogenime in the area. The lockdowns brought by the
COVID-19 pandemic had serious impacts on peoplbisigal and mental health. Active mobility modes
increase opportunities for social interaction betwdiverse members of the community, which candena
people’s ability to engage with difference and,tumn, positively impact social cohesion.33 Ultimgte
people’s physical, mental, social, and economicltheaill benefit from the ability to move in safe
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environments. Active travel makes cities and hursettiements inclusive, safe, resilient, and suatde
Safe, inclusive, and sustainable cities require,safclusive, and sustainable streets. Improvedtgdbr
pedestrians and cyclists will be necessary to nieetroad safety target to halve road traffic deaths
Providing safe public spaces that are accessibtdl tentails making cities bicycle- and walkingeinidly
(Risimati et al 20210. Safe, comprehensive actiebihty networks when coupled with speed management
will raise equal opportunities for city dwellersvéall, Active travel not only promotes individuaéllbeing

but also promotes the growth of the environment@rdmunity at large.

3.4 The Place of Active Travel in Sustainable Transposdtion Systems

According to the International Energy Agency, gtemmse gas emissions from the transport sector are
expected to increase by 120% from 2000 to 2050 BITZD15 in Tonnesen, Knapskog, Uteng & Oksenholt
2020). In response to this, a mobility shift, avieym private car use and towards higher sharesatiing

and cycling has been routinely mentioned and toesemtent adopted at different levels of governance.
However, there is a need for substantial changghifir to making the non-motorised transport seamtes
use. In the United States, children and adolesdemts low-income or historically disadvantaged nribo
families experience more transportation obstasidsch not only profoundly restrict their accessbsic
needs, but also create a perpetual impoverishedpnéent that limits their upward mobility. The bétseof
strengthening active travel through improved aceessdiverse and multiple. From the climate perspec
reduced car use would likely reduce the carborpfoat as more travellers will adopt the use ofwectravel

in combination with climate-friendly modes of traost. In furtherance to this, reduction in privats use
holds the potential to reduce other negative eatiiws relating to congestion, traffic accidemtsal air and
noise pollution.

In a study by Ostergaard et al (2013), active fraveombination with public transport will posigly affect
public health in comparison to door-to-door trairelprivate cars, as it helps to achieve healthingjv
through exercise and to reduce the obesity ratengrpeople. Belcher, Berrigan, Dodd, Emken, Chou and
Spruijt-Metz (2010) further reiterated that youtfatt use active travel have better cardiorespiratorg
muscular fitness, increased energy expenditurege rferourable body composition and less weight gain
compared to youth that do not engage in activeetraverall active travel can help in both physieadlth
development of people and environmental developmiecdmmunities through the reduction of both aid a
noise pollution. For active transport to help aghisustainable development, Cascajo, Lopez, Heraem
Monzon (2019) posited that travellers tend to getlee transport mode which they perceive to bentiost
attractive. Hence, a simple derivative to suppadtanable transport goals is that land use anspiart
systems should be developed to make walking, ayeimd public transport use attractive and simutiasky
provide competitive advantages over private caigerGthat mode choice is not static and gets initeel by
changes in service quality for each mode, the dymafrchoice and its interlocking with access, egrand
transfer (AET) needs an in-depth scanning of paticirhough previous studies have highlighted thataf
active travel increases when services and faaliiee improved (Kjgrstad & Nordheim, 2005 cited in
Tonnesen, Knapskog, Uteng & Oksenholt 2020 ; N&x?), isolated measures directed at different
transport modes are usually not sufficient to dffemajor modal shift in urban areas. To make 4d uhetine
current car-based mobility structures, it is expatlto adopt an integrated approach which can moaitd
plan for the entirety of modes (car, public tramgpioicycling, bike-sharing, e-scooters and walkiag one
interconnected unit and consider the commute tismevel from point of entry and stops (walking) teet
next interchange (bus, rail station) etc which #hawt be too long in order to retain consumers and
encourage active travel.

4 METHODOLOGY

The study adopted the Prisma approach in repottiegreviews on the use of active travel in both the
developed and the developing countries. Informafrom this study was derived from the most recent
academic literature on the subject matter, and ezemplemented by presenting and reporting the case
studies from some selected countries in Europe Adnda. In this way, the case studies provided a
fundamental source of information in defining thethodology and then its main application testbé@tie.
proposed multilayer approach was aimed at undetstgrihe impact of active travel in the operatidrao
sustainable transport system.
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5 FINDINGS (EXPERIENCE FROM EUROPE, SOUTH AFRICA AND NIGERIA)

This chapter presents information on active tratglise and applicability in some selected coastim both
the developed and developing countries.

5.1 Active Travel in the Developed Countries of the wdd: Case study from selected European
Countries

Recently, many Western industrialized countriegelencouraged and adopted walking and cycling tsecau
active travel increases daily physical activitynbe reducing obesity and other chronic diseasesh(iBu et

al, 2011). It is widely recognised that severalrtaes already have a high share of active modeiruse
Europe, some of these include the Netherlands, Bdgrand Germany (Pucher and Buehler, 2008). In the
Netherlands, the active mode share in terms offteiguency was 44% in 2017 and more than half e$¢h
were cycling trips (CBS, 2018). Pucher and BuekBf08) make a distinction between the cycling rich
countries and other countries where cycling is amoon, such as the USA, Canada, and the UK. From the
study, it was discovered that even though moremelers are cycled in the Netherlands, the fatalitgl
accident rates are much lower compared to the rayghioor countries, indicating a very safe cycling
environment. This is due to government policies thegpport active travel mode by providing a safd an
enabling environment to encourage and supportgheotinon-motorised transport in the country.

In another study, Fishman (2016) identifies thedduhature and complete cycling infrastructure asntiain
contributor to the safe environment. Furthermoighfan (2016) stresses that in the Netherlandsyttiang
population is much more diverse in terms of so@odgraphic compared to other countries. Women are
known to cycle more than men (Heinen et al., 2049) also elderly people are active bicycle users
(Fishman, 2016). The study of Fishman (2016) idiestithat there is a knowledge gap concerning activ
mode choice from countries like the Netherlandsit thave mature infrastructure, are safe, and where
cyclists’ demographics are diverse. This would éndbe possibility to make a comparison of relevant
determinants for active mode choice between cydliclg and cycling poor countries. Furthermore, when
investigating active mode choice in the Netherlatmdse is no need to oversample the cycling pojmuat
because a representative sample of the populaiifines to ensure a large enough sample of cyckstsm

the study, it was argued that the Dutch are ‘blioctycling’, meaning that cycling is such an ordina
activity that it has not been warranted much aentoth by practitioners and researchers. Ontgmty

this has started to change. Dutch transport planmadels, such as LMS (Rijkswaterstaat, 2018) uaesi

by governmental authorities to assess the impapblifies. These models are tailored to the carparic
transport.

In line with Fishman’s (2016) argument, the actmedes have not received much attention. Walking and
cycling are combined into ‘slow modes’ and oftemlaated as ‘rest-category’ (De Jong et al., 2006n et

al, (2019), in a study asserted that the use dfeattavel goes beyond policies, the study idesifsix
characteristics and determinants of active modécehohey include, individual characteristics, helsld
characteristics, trip characteristics, built enmim@nt, season and weather characteristics, and work
conditions. Several studies (Central Bureau ofiSies, 2014; Harms et al, 2013; Fishman et al 52®ihve
been conducted on active travel in the Netherlaisitsy data collected by the Dutch National Travghv8y.
Harms et al (2013), opined that even though theabveycling shares have been relatively stablaratind
27% for over decades cycling distances have inetceby 14%. It was further reported that half oftapys
made by those aged 18 years and above are by didyowever, almost all of the 14% growth in the
distance cycled is due to those aged 50 years oe.mmother trend which was reported in the stufly o
Harms et al (2013) is a reduction in car use bgeleged 18—-30. Consistent with evidence from Delbod
Currie (2013), women have a higher share of cyclsga proportion of all trips but men cycle greater
distances. In another study by Scheepers et a3§20n exclusively short trips (under 7.5 km) gsMTS
data collected between 2004—2009. Walking and myatnode share is analysed together in comparison to
car use for different trip purposes (i.e. shoppomnmuting, chauffeuring, and sports). It was fothmat for
trips under 7.5 km, 44% are made by car, regardiEs#p purpose. Bicycle use was highest for cortingu
(47%), falling to 35% for both chauffeuring and ppomg. Walking was highest for chauffeuring, acdoum

for 21% of trips, reducing to 9% for commuting. @riurations were found to be similar, on average,
between car, bicycle and foot (around 10 minutébpagh distance travelled varies from 3.3 km farsg

2.1 km for cycling and 0.8 km for walking.
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In Germany, Policies aimed at promoting sustaindtdaesport have been implemented. These includes
restrictions on car use, provision of high-qualisiiractively priced, well- coordinated public tsport
services as a viable alternative to the car forynaps, especially in large cities. Thirdly, theopision of
transport infrastructure to promote and encouragemotorized travel has been vastly improved toaase

the safety and convenience of walking and cyclidgcording to Buehler and Pucher (2009), German
governments at all levels have influenced travéla@r through a series of policies enacted oveades.
These includes Pricing, restrictions, and mandaémthnological improvements aimed at reducing the
harmful impacts of car use. In addition to thisgréh has been integration of public transportatiotha
metropolitan and national levels which provide able alternative to the car. Apart from these, éhems
been improvement in the land use-planning, thidoise by implementing regional land planning poBcie
aimed at encouraging compact, mixed-use developntbus keep trip distances short and feasible for
walking or cycling.

German cities have greatly improved non-motorisethdport infrastructure used by pedestrians and
bicyclists (BMVBS, 2002). For example, free zonlesttcover much of the city centre and wide sidewalk
on both sides of every street for pedestrians. IQpleeestrian friendly design features include peides
refuge islands for crossing wide streets, clearbrked zebra crosswalks, often raised and with apeci
lighting for visibility; and pedestrian-activatedossing signals (Pucher and Dijkstra, 2003). Alal,
residential and commercial developments have sillewar pedestrians, and many feature separate bike
paths and extensive parking for cyclists. The Hingcand walking networks in virtually all Germaities
include numerous off-street short cut connectiansyclists and pedestrians to enable them tottakenost
direct possible route from origin to destinatiomeTresult of such a wide range of facilities isoanplete,
integrated system of bicycling and walking routhat tpermit cyclists and pedestrians to move eitrer
completely separate paths and lanes or on lightyetled, traffic-calmed residential streets withou
competing with cars on the road (Pucher and BugR@d8). The resultant effect is reduction in iaff
congestion as there will be fewer vehicles on tedy accident reduction and an environment frem fro
pollution arising from excessive car reliance. @llenit can be asserted from these studies thaugieeof
active travel is being embraced as a mode choidéurope as majority of the respondents engadecimse

of non-motorised transport (walking/cycling) for joidty of their trips.

5.2 Active Travel in the Developing Countries of the wdd: Case study from selected African
Countries

Walking is the most important mode of transporthe “Global South. ” Depending on the location, the
mode accounts for between 33 and 90% of trips. iBe$s importance and the notion that walking is
available to all, there are vast parts of the pafuh that cannot use the mode, as infrastructinaot
conducive (Vanderschuren, et al, 2022). NMT in édris not driven by the type of benefits that hagen
identified by Litman (2012). The burden that théam poor have to carry in Africa is not only ecomam
They also carry a road safety burden. Traffic ammidates are very high, nearly 30-40 times thaséhe
European Union (Sub-Saharan Africa Transport Pdbimygram (SAATP) 2005). In 2002, global road taffi
injuries accounted for 2.1% of all deaths, makingnt one of the leading causes of death. Most afetho
killed or injured, due to road crashes globallye s@edestrians in developing countries. They are als
breadwinners for their families. In addition to $kedeaths, an estimated 20 million to 50 milliongle are
injured in road crashes each year (Vanderschuf§)2

A recent analysis of the South African HouseholdvEt Survey (2013) revealed that approximately 75%
(also representative of Cape Town) of inhabitaatgiire special consideration in planning, designarg
implementing of transport infrastructure. That petage includes children, females, and persons with
disabilities. From the study, it was discovered thare is an overwhelming lack of support of watkand
cycling in most African cities. Many countries agitles in the region do not include the active élanodes

in plans and, where infrastructure is provided,lengentation is often not fit for purpose. In mangtances,
this is further compounded by a lack of supplywtable infrastructures that supports active mohilvith a
failing or weak bicycle industry notably lackingadfficial government support.

From a transportation perspective, Kershaw andr804.0) opined that users make mode choices lased
a variety of factors. They include economic, owveer driven ones, based on individual roles, Isahitd
interests or age, income, life cycle, gender anlityabAs transport involves the human movementirone
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place or neighbourhood to another, the power dyosthiat flow from race, gender, class, and othstesys

of subjugation or privilege will, generally, tramse the boundaries of any given space, place or
neighbourhood. Analysis reflects different mobilipatterns for males and females and suggests that
harassment experiences have a significant effeaisen choices (Vanderschuren, et al, 2019). Fram th
experience of developing countries on the use titeenobility, it was discovered that even thoudle t
residents make use of some active mode (walkibdgg,riot as a result of the benefits derives frésruse,

but rather because of the low income being gengtatehouseholds which often deprives them of usireg
motorised mode of transport. In addition to thise tgovernments do not make provision for transport
infrastructures which support active travel whesigiging and formulating transport policies.

5.3 Active Travel in the Transitional Countries: Case sudy of Armenia

World Economic Situation and Prospects (WESP) ifladsall countries of the world into one of thriemad
categories: developed economies, economies initianand developing economies. The basis for the
classification is to reflect basic economic courdonditions. Several countries (in particular teeremmies

in transition) have characteristics that could eld#eem in more than one category; however, for gaep of
analysis, the groupings have been made mutuallpgxe. Within each broad category, some subgreues
defined based either on geographical location sscthe subgroup of “major developed economies”ckvhi
is based on the membership of the Group of Sevengf@phical regions for developing economies are as
follows: Africa, East Asia, South Asia, Western &sand Latin America and the Caribbean. As defimed
WESP (2014), countries in transition include Ukeaiflbania, Serbia, Belarus, Armenia among others.
Based on this, it is pivotal to examine the usenafi-motorised transport in these countries to kiitsw
impact on their mobility and development.

For the purpose of our study, we examined actigeetruse in Armenia, a country in transition. Beag
landlocked country, Armenia has an economy thaexdg on transport and cross-border access. However,
Armenia’s location presents a significant problemthe transport sector due to the few internatibneders
and poor climatic condition which has impeded theagh in the transport sector. These problems tésul
high transport costs, particularly for traded gqod®d expensive infrastructure development and
maintenance. Armenia has a few railway lines andxa@ensive road network. While car ownership hanbe
growing steadily in recent years, it is still rélaty low. Public transport plays a critical rokespecially in
cities. Armenia’s urban transport system facesrsgyeoblems among which are the declining useutip
transport, a lack of pedestrian safety and trafbagestion (Asian Development bank, ADB 2011). The
demand for public transport has changed dramatigaltecent years with the introduction of minibsisand

a decline in large bus, trolleybus, and metro ses:i But little attention has been paid to the afsactive
travel/ non-motorised transport in the country.

6 PLANNING AND DESIGNING ACTIVE MOBILITY - RECOMMENDA  TIONS

Across the globe, many cities in the developed t@shave high rates of cycling and walking. Tikias a
result of good policy and investment in transpaftastructures that support active travel, but dtrers,
especially in the developing countries, it may tidkated to a lack of public transit or the higkpense of
driving. According to the World Bank (2021), citiesthe United States, such as Portland, Minneapahd
Washington, D.C., have grown their cycling rates. &xample, Portland has seen a 374 per cent seina
the bicycle commuters between 2000 and 2017, hagédibutable to its 385 miles of bikeways.3 Tliky ¢
also has the highest number of bike commutersdaruthited States, which in 2014 peaked at 7.2 petr. te
middle-income countries such as Colombia, the @itBogota has grown its rates of cycling from O
cent in 1996 to 9.1 per cent in 2017 through theeldgment of its bike network (Rosas-Satizabal &
Rodriguez-Valencia 2019).

To encourage and support the use of non-motorisatsport, there is a need for the provision of an
infrastructure policy that protects pedestrians eydists to make active mobility safer for exigtinsers and
more attractive to potential new users. City dwslkhould be able to walk or cycle across theyr\di safe,
convenient, and comfortable routes, free from irafflated dangers and stress, regardless of tugr
gender, and abilities. Infrastructure planning dedign, along with other policies like traffic erdement,
need to protect people from collisions with motehicles. These measures include separated failiie
sidewalks and cycle tracks, and speed manageméntreduced speed limits, traffic calming, and safe
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intersections. Infrastructure planning and designakctive mobility should contribute to the artiatibn of
networks that connect places and neighbourhoodsdity. Car-centric planning led to city- and coynt
wide networks that allow motorists to reach mosicpk in most cities around the world. Likewise, a
paradigm shift that prioritises active transporowd lead to repurposing street networks to safeiyg
conveniently connect most origins and destinatfonpeople that walk or cycle. The following arers®of

the most important components of neighbourhood alality: walkways; crosswalks; visually active
frontage; physically permeable frontage; shade ahdlter; small blocks; prioritised connectivity;
complementary uses; access to local services;wdayalensity; and roadway area. SLOCAT (2021), also
reiterated that to support active travel, pedestmigtworks should be designed to be:

(1) Continuous and connected: pedestrians musbleg@enjoy multiple continuous, well-linked rostthat
reach key destinations.

(2) Accessible and comfortable: streets must afféversal access to users from all walks of lifd amust
provide enough capacity for people to walk comfioistanext to someone else.

(3) Safe: streets must always guarantee persomiltraffic safety through well-lit, obstruction-freand
accessible spaces, as well as short, direct, atnlespathways at intersections.

(4) Relevant to context: networks must adapt tosttade, character, identity, topography, and getements
of the streets.

7 CONCLUSION

The study revealed that the benefits derived froeuse of active travel outweigh the disadvantadésle

a majority of cities in the developed countriestsas Europe (the Netherlands among others) haveigzol
that support and encourage active mobility, thersw is the case in many of the developing cowmtBeuth
Africa being a case study in the developing courntnyas discovered that the residents adoptedeantiode
of transport as a result of the low-income genenawhich does not allow them to have access taaf&iv
automobiles or access public transport such agrdime The built environment does not support tee af
active travel as the government contributes litileestment in active travel. In view of this, gowerents and
relevant stakeholders should invest in the prowigib relevant infrastructures that support and arege
active mobility in both the developed and develgmountries of the world.
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