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INTRODUCTION
Although I am an architect by profession, I am personally most interested in the relation between the
buildings, their urban context and their users. The most interesting aspect of their urban context for
me is the public space and its use, especially the people's movement. Active urban transportation
means any form of people's movement in the city without the use of energy. This includes bikes,
rollerblades, skateboards, kick-scooters and above all walking. So walking is the main focus of the
report with other active transport modes taken into account to a certain degree.
The report was prepared as an outcome of the international placement in the Climate KIC
programme Pioneers into practice. The placement in the host organisation, Clean Air Action Group
(Levegő Munkacsoport) was done in September and October 2015.
The purpose of the report is to quick examine the situation regarding the active school travel in
several school districts of Budapest and eventually propose possible actions and projects in this
regard.

WALKING IN URBAN ENVIRONMENT
Our environment is changing as a result of changing lifestyle, but it is true also the other way, the
lifestyle depends on environment, especially built environment. The increasing motorisation of the
last decades impacted directly the environment and the quality of built environment – public spaces
in particular, have great impact on individual's lifestyle, one's mobility habits and overall daily
activity, resulting also in health.
The benefits of walking for health are commonly accepted, but in health-care discourse it is
promoted mainly as a recreation.
Alvarado & Lofgren (2013) demonstrated on the case of Alameda that walking to work daily has
statistically significant impact on health. There is a negative correlation between the share of people
walking to work on foot in a certain neighbourhood and mortality, particularly from cardiovascular
diseases. They proved that 0.5% lower mortality can be achieved even with a moderate increase in
the proportion of the population that walks to work (25%).
Walking is man's natural way of moving. In order to enable a positive impact of walking on health to
as many people as possible, ensuring walkability is an important aspect of the quality public space
design.
Walking was largely perceived as just one of the possible modes of transport with its own
infrastructure in the urban planning theory and practice of the twentieth century. Today we
understand that since walking is indeed far more complex phenomenon, including also social,
perceptual, security and other aspects, the entire public space represents infrastructure for walking.
In that context we understand the quality of public space as its ability to attract public life, to be
enjoyed by residents, to have interconnected areas for pedestrians, parks and squares. As such,
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quality public space has to be diverse and well maintained. Such public space indeed enables and
promotes healthier lifestyle.
Walkability of public space is thus the decisive quality of public space, when it comes to healthy
lifestyle. The degree of walkability is so one of basic measures of public space quality, since walking
is, according to Jan Gehl (2011), one of the basic forms of one's presence in public space. Walkability
as a concept is rather new and shifts the paradigm of urban planning and design in contemporary
cities.

WHAT IS WALKABILITY
Southworth (2005) defines walkability as the degree to which the built environment supports and
encourages walking, providing pedestrians comfort and safety, connecting people with different
destinations in a reasonable time and with little effort and offering a visually interesting environment
throughout the network of routes.
Walkable environment has, in addition to its extensive network of routes, good connections to other
transport systems and everyday destinations, as well as coherent but diverse built-up structure,
visual quality and the connection with street life (Southworth 2005). It must be suitable environment
for everyday routine as well as for entertainment and recreation.
Forsyth and Southworth (2008) argue that short distances, the absence of barriers, safety and
security as well as the presence of a complete pedestrian infrastructure and to some extent trendy
environment with mixed use, mainly bars on the ground floor contribute to walkability.
In addition to walkability of public space and consequently the presence of the people in it, at least
the availability of other transport modes, the personal lifestyle, the actual distance to the workplace
or school and the necessity of carrying the luggage significantly affect the decision for everyday utility
walking.
The degree of walkability in certain area is hard to define precisely, as there are many factors that
determine the decision of someone to walk or not. The quality of built environment is only one of
them, along the weather conditions, distance of travel or one's ability. The factors of walkability in
built environment act at very different levels. On the macro level, the layout of streets and
connections and land use mix, while on the micro level physical characteristics of public space and its
design play crucial role. This duality of the concept is well described by Park (2008).

THE CASE FOR WALKABILITY – WHY IT MATTERS
Walking is a socially equitable form of transport because, as Southworth (2005) points out, it is
accessible to the majority of the population. It should also be noted that in talking about the ability
to walk in the urban context authors in many cases include the independent movement of people in
wheelchairs, but also the ability to move with children in strollers or with the shopping carts (Gehl
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2011; City of Boulder 2014). People on rollers, skateboards and kick scooters also contribute to the
picture. Walkable public space is in general also pleasant and inviting for those particular groups of
people, so the benefits of quality public space are common for all those groups.
Walkability has not only semantic, aesthetic and health, but also economic (Litman 2003) and
environmental (Woodcock et al. 2009) consequences. As such, it is an essential element of
sustainable urban planning.
According to Litman (2003), bicycling and walking can also be the most cost-effective travel mode for
many trips. He accounted for the trips' total costs, including vehicle and fuel expenses, road and
parking facility costs, health impacts (accident risk offset by physical fitness benefits), and
environmental damages.
These costs vary depending on preferences and conditions, as the time spent walking can be indeed
valued very differently by individuals according to environment too. It can feel as a valuable leisure
time or stressful waste of time. Active transport modes, walking and bicycling are cheap in terms of
equipment, operation costs and pollution, but generally spend more time. So the value of the time
spent on feet is the crucial aspect in transport mode decisions. If someone dislikes walking, due to
personal preference or due to inappropriate and unsupportive environment, the cost of walking will
be higher and decision for walking less likely. Walking and cycling are thus inexpensive "if people
enjoy these activities or appreciate their health benefits, so active travel substitutes for special time
that must be spent exercising. As a result, under favourable conditions, walking and cycling can be
very cost effective". (Litman, 2015)
With the general reduction of physical activity and the consequent rise of civilization diseases, even
among young people, the debate on public health issues in relation to urban planning and design has
revived (Koohsari et al. 2013). In the light of aspirations for healthy, green, sustainable cities, this
debate is essential.
In addition to public health concerns in terms of prevention of civilization diseases epidemics,
Woodcock et al. (2009) demonstrated that by implementation of policies to improve acceptance,
attractiveness and safety of active urban travel – i.e. walking and cycling – it is also possible to
achieve even greater reductions in greenhouse gas emissions than by significantly improving vehicle
technology by 2030. With these assumptions, the exact knowledge of the mechanisms and factors
affecting the choice of mode of travel is crucial for the proper planning and sustainable urban design.

ACTIVE SCHOOL TRAVEL
Specific problem in the research and promotion of walkability is walking to school. Individual, active
travel of children is important for their independence, self-esteem, social skills and health, as it
provides minimal amount of physical activity. Children walking or biking to school are more physically
active generally and are statistically in better cardiovascular condition and les obese than average.
Quality built environment correlates with the physical activity level of children, with walkability being
the most important aspect.
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Broberg and Sarjala (2015) in the case of Helsinki underline the significant differences in the
importance and influence of various factors on the travel mode of children and adolescents in
schools compared to research from the US and Australia, and even the Netherlands. According to the
authors the reasons for the significant difference lies in social differences. This supports the need for
research in every particular city, since direct transfer of findings from other environments is in
general not possible.
A specific problem in research of walkability is the appropriateness of public space for walking to
school. Independent and non-motorized transport of pupils to and from the school is of utmost
importance for their independence, social development and health, because it provides a minimal
recommended amount of physical activity, and it educates for road safety, sustainable development
and equal opportunities. At least equally important as walking to school is walking home from school.
When talking about walking to school, we actually mean both.
Children who walk or bike to school are in average more physical active and have better physical and
cardiovascular shape than children who are driven to school (Davison et al. 2008). In general there is
also a correlation between the characteristics of the urban built environment and physical activity of
young people and the most important feature of the neighbourhood for the kids is walkability (Ding
et al. 2011).
Children are exposed to traffic and are so the most vulnerable population, because in addition to
walking (and cycling for older kids) they have no alternatives, except to depend on parents.
Ahlport et al. (2008) explores the barriers and incentives to encourage walking and cycling to school.
Utilizing the method of focus groups of children and their parents he shows that incentives and
obstacles can be classified into three groups: personal and social characteristics of children and their
parents, spatial and environmental characteristics of the neighbourhood and the school policy on the
issue. He notes that the supportive environment is necessary but not sufficient condition to
encourage non-motorized travel to school and that it is therefore necessary to operate at all levels.
Distance to the school is the most important factor in whether children walk or bike to school,
moreover, an important factor is also the quality of street space (in particular, the presence of
adequate sidewalks and bike lanes). On the other hand, some otherwise important factors of
walkability such as mixed land use or population density are of lower or no importance for school
travel. The reason for this, according to Ewing et al. (2004), is that school travel is different and not
so much related to other activities.
Alton et al. (2007) surveyed 10 year olds and explored the link between the share of walking in a
particular environment, the perception of the built environment and the preferences of the pupils on
school travel. It confirms the existence of a link between the perception of the environment and the
frequency of walking.
The traffic safety and personal security of the children on their way to school or more precisely the
parents' perception of it is crucial for the decision on the active school travel, especially the
independent active school travel. In areas perceived as safe and secure, the parents are generally
more likely to let the children travel independently to school, which is good for the kids'
independence, self-esteem, responsibility and social development.
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Parental fear of traffic danger is indeed one of the biggest impediments to more kids walking or
biking to school (Schmitt, 2015). The decision not to let the kids go to school by their own walking or
biking and rather driving them creates even more traffic on the streets around school, discouraging
also other parents in their decision. It is a downgrading spiral that can be broken with the parents'
and school officials understanding of the problem. The grassroots movements of the concerned and
active parents are the best tool to tackle the problem. Awareness raising is thus a viable solution to
the problem.
Walking to school is one of the key factors of a healthy lifestyle of the school kids and it has positive
impact on public health of young population. Walkability of public space has a positive impact on the
decision to walk to school. Walkable, friendlier public space is better for other disadvantaged groups
in society as well, especially for the elderly. The concept of public space walkability is crucial for
contribution to the implementation of the principles of sustainable spatial planning, and in particular,
to establish the conditions for systematic evaluation of public space.

MEASURING AND ASSESSING WALKABILITY
Walkability is a term, broadly understood as the attractiveness of the built environment for
pedestrians – the characteristics of an area that people like to walk in or through. In English, the
adjective walkable is very common and has several meanings, while the concept of walkability is
relatively new and not included in majority of standard dictionaries. As such it has to be somehow
measurable, but there is no clear way to do it.
Many evaluation tools for walkability exist nowadays, but the problem is that walkability is also
socially and culturally determined. So it cannot be measured globally or assessed remotely.
The other part of the problem is that most of the tools measuring walkability rely on available data
and GIS tools and thus shift the focus away from the micro level. The micro level is hardly objectively
measurable and as such mainly avoided by research.
Features such as the street network connectivity, mixed land use, the presence of small business and
population density are seen as objective indicators of area walkability for which data are readily
available (Frank et al. 2005). The accessibility to public transport stops is another generally adopted
measure, as is the case in the most popular online tool WalkScore (Duncan et al. 2011), as well as
newer TransitScore and BikeScore.
The measured values of that type are often satisfactory walkability indicators for specific area of the
city, or even a single metropolis as a whole, compared to other urban centres. One can get a
sufficiently reliable idea of whether the majority of the errands in an area could be done on foot and
of whether the streets in one city are livelier than the streets of another city. Cities use that kind of
tools to build a positive image and the citizens have the opportunity to monitor the progress and
success of public policies. WalkScore has already become an important and exciting tool for real
estate market. The proof of that is that the website offers direct sponsored links to the real estate
agencies.
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Carr et al. (2010) and Duncan et al. (2011) researched the correlation between the results of the
online tool WalkScore ™ and measurable standard factors of walkability. Carr (2010) confirmed the
positive correlation of the tool with the integration of street network, population density,
accessibility to public transportation and some subjective factors, but he reports negative correlation
with the crime rate. Duncan et al. (2011) also points out the great importance of walkability
especially at short distances, up to 1600 meters.
Finally, Maghelal and Capp (2011) provide the comprehensive and systematic review of 25 different
walkability indicators, used or proposed in the literature, but their contribution is again more focused
on GIS analysis, and omits the more detailed discussion of the public space issues.
To really understand the level of a street, neighbourhood or a school district, the available GIS data is
too general and lacking important inputs on micro level. There is no data about the cleanness of the
pavements, the quality of the draining system on the street, the state of the trees and grass along a
street etc. Therefore other means to determine the walkability on that scale is needed.
The aspect of the design and quality of public spaces is fully exempt from the data. The GIS data may
thus give information on the city or a neighbourhood as a whole, but it does not provide any idea on
the possible decision of the people deciding between two parallel streets for example. On this micro
level, people decide according to those much subtler parameters, missing from the GIS. So we are
able to assume that those factors actually matter also in the big scale.
This problem is addressed by many other tools though, based on relatively subjective values with no
research goals. Those tools are primarily used by non-governmental organizations and government
agencies in promoting walking and in quest for improvement of the public space. There are a number
of simple questionnaires and lists, such as "How walkable is your community?" (WalkON nd),
"Neighbourhood Walkability Checklist" (Heart Foundation 2011), or "Walkability Checklist" (Safe
Routes et al. nd). The purpose of those tools is to assess walkability from the perspective of the
individual user and inform the public about the importance of walkability.
Neighborhood Environment Walkability Scale - NEWS (Active Living Research, 2002) is a standardized
questionnaire to determine the walkability of a neighborhood. Cerin et al. (2006; 2008) analyzed the
credibility of the tools NEWS and NEWS-A. There is also a specially designed version for youth NEWSY (Rosenberg et al. 2009). The use of this rather sophisticated tool is still occurring in the sources, but
is not widely used.
In terms of participation and activation of the public, Walkonomics (Walkonomics nd) may be the
most interesting – a community, crowdsourcing design evaluation tool for neighbourhood walkability
representing a kind of link between GIS and questionnaires techniques.
Public participation in the evaluation of walkability and quality of public space is even more
important when going on the more detailed level. Buman et al. (2013) for example describes a
participatory tool, using tablets for the assessment of the urban environment from the viewpoint of
an active lifestyle and especially walkability for the elderly.
Adkins et al. (2012) claim that the combination of environmental audit and survey-based respondent
mapping is a viable method to further research the walkability at the micro level. The study shows
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that quality designed street space together with high-quality green spaces can make a significant
impact on walkability in a single-family houses residential area.
Perception of the quality of the living environment by the inhabitants is crucial in addition to the
'objective' criteria of walkability, measured by GIS tools and Web applications, such as WalkScore ™.
The group of American authors proposed a system for evaluation of the quality of public space in
particular on the basis of its walkability (Ewing et al. 2005; Ewing et al. 2006; Ewing & Handy 2009).
The system is based on five categories of quality of urban public space - imageability, enclosure,
human scale, transparency and complexity. The criteria are systematically identified and statistically
processed in their method.
A more complex system for evaluation of the quality of public space PERS (Pedestrian Environment
Review System) (CABE 2007; Allen 2005; Stonor et al. 2003) was conceived in London. The system is
based on assessment of a large number of quality parameters of public space.
With all those approaches, we should keep in mind the basics, which already Gehl (2011) pointed
out, such as the width of the sidewalk, the number of pedestrians, universal design principle, use of
pavement materials, technical condition of surfaces for walking, distance – physical as well as
perceived, logical and direct paths through space, sequencing scenes, height differences and the like.
To understand the link between the quality and characteristics of public space and the way it is used,
specifically the way people move through space, it is necessary to invent new methods of
investigating the space.
GIS spatial analysis cannot be completely overlooked, but in fact it provides us a lot of data with very
limited use, so it should be used very carefully and not without other methods. Standardized expert
on-field mapping of the aspects of quality of public space is also necessary, but evidently not
sufficient. To better understand the logic of measured walkability and the real use of the public
space, more precisely, to assess the impact of the characteristics of public space on the mobility
decisions of people, new methods will have to be implemented as well.

CASE STUDY OF ACTIVE SCHOOL TRAVEL TO SELECTED SCHOOLS OF BUDAPEST
THE PROBLEM
The problem addressed in the case study is the lack of understanding and measures dealing with the
connection between urban form, public spaces and active urban transportation in current practice.
There are concerns and actions for provision of safe routes to school, but the general paradigm is
exclusively focused on safety. The policies aim to provide safety to the children walking to school,
especially elder ones, walking alone. The wider perspective – provision of pleasant school travel to
everyone, thus increasing also the proportion of younger kids walking to school with parents instead
of being driven in cars – is seldom addressed. Many kids are far less active today as kids of the same
age were only few decades ago, and that is becoming also a problem of public health. The promotion
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of active school travel is so also promotion of healthy lifestyle for kids and their parents as well. It is
good for environment, for individuals' health and it is more economic choice as well.
There are many examples of good practice in the field of campaigning for active school travel and its
benefits, but less examples of good research.

SCOPE AND GOAL
The scope of work is to carry out a simple review of the current state of active school travel in
selected districts of Budapest. The review was not intended to gain a complete picture of the
problem, but merely to start the interest in the topic. In such a short time and with relatively limited
ability to research due to lack of knowledge about the city and especially the language barrier that
approach was probably the only viable. To gain deeper understanding of the situation and to get
some reliable data on the field, surveys in the children and parents population should be carried out
as well as some interviews with the city districts' officials and representatives of schools.

METHODOLOGY
The school districts were compared in two independent steps. First step was the public space
evaluation, done by site-visits of the area, and the other was on-site observation of the kids coming
to school a single day.
The experts generally agree that the quality of built environment is encouraging people to walk more
on their everyday errands. But the measures and measuring methods for urban public space quality,
including walkability are not clear and indisputable. On the other hand neither the methods for
measuring walking is not very clear. Active school travel is even harder to measure, as there are more
factors that impact the number of kids travelling actively to school daily. (Oliver et al. 2014)
PUBLIC SPACE EVALUATION IN THE SCHOOL DISTRICT
The public space evaluation was done by walking in the district and assessing several aspects of
public space and traffic safety conditions in the area. The aspects were chosen specifically with
school travel in mind, not according to general walkability and public space quality issues.
The general dimensions of the built environment that are seen as the measures of public space
quality that encourage walking (Handy et. all. 2002) are:
- Density and intensity (The amount of activities in a certain area),
- Land use mix (The proximity of different land uses),
- Street connectivity (Directedness and availability of alternative routes through the network),
- Street scale (Three dimensional space along a street as bounded by buildings),
- Aestetic qualities (Attractiveness and appeal of a place),
- Regional structure (Distribution of activities and transportation facilities across the region).
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Ewing et all. (2015) defines the streetscape features contributing to urban design quality as:
- Imageability (the attractiveness and diversity of buildings),
- Enclosure (The configuration of buildings along the way),
- Human scale (The long views, small scale design features),
- Transparency (The proportion of openings in the buildings on ground floor),
- Complexity (Number, colours of buildings, art ...).
All above mentioned qualities contribute generally to the decisions to walk or bike to school, but
none of them is really crucial for the school kids, as they have specific needs and activities.
The important aspects of the environment for the active school travel, selected for observation are
distance to school, openness and good general visibility, safe intersections with short crossing
distances and good visibility, motorised traffic volume and speed, sidewalk condition, sidewalk
tidiness, sidewalk width and distance from the curb, presence and structure of other people on the
way to school.

Short distances and good visibility for crossing streets, low traffic volume and speed are favourable, as well as wellmaintained public space.

The optimal distance is 500 – 600 m in dense urban areas according to urban planning literature,
with 1500 m as a possible distance in rural and suburban settings.
The report is equipped with maps, prepared on the base of maps from Open street maps
(http://www.openstreetmap.org) with marked school locations, school districts and the (aerial)
distance to school circles with 200 m steps. The maps are not to scale, but the circles mark 200 m in
every map. © for the base maps is by OpenStreetMap contributors.
All of the photographs were taken on the field trips by me.
OBSERVATION OF THE BEGINNING OF A REGULAR DAY IN SCHOOL
The everyday life in school starts with the arrival to school before 8:00. The observations were done
one day per school district, observing the school entrance and surroundings for approximately half
an hour, from 7:30 to 8:00. The general behaviour of the kids and their parents were observed and
the number of kids coming by each of the modes was counted. The days with relatively good weather
were intentionally chosen to rule out the influence of the weather, which should be studied
separately.
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The method proved to be good for the first assessment of the walk to school phenomena, but have
several weaknesses to be addressed in further research.
The first is the inability to observe the entire environment at the same time. This is more true for
some schools than others. In some schools kids are coming from two or more directions and in some
the parents may let them go from the car further away, so they are observed as walkers, though it is
not true for the whole distance to school. Also the use of public transportation cannot be observed
that way, as the bus stops are out of sight.
The other obstacle can be the weather. There is some evidence, that weather does not impact the
school travel much, but for a reasonable confirmation, it should be further investigated. For the
research, the days with comparable fine weather were chosen.
The third obstacle may be the weekday, as some kids may carry heavier bags on Mondays.
The fourth obstacle may be the school calendar – the results for the Bocskai school could be slightly
skewed, as some parents were carrying paper waste for the action of the school – it may not be just
an average day, I suspect approximately 5 – 10 more kids could walk on other days.
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BUDAPEST
The case studies were carried out in school districts of five schools in V., XI., XIV., and XXI. Districts of
Budapest,, locations are approximately shown on the figure 1.

Districts of Budapest with approximate location of schools (map source: Wikipedia)
Wikip

Budapest is a big and internally very diverse city. It's districts were developed in diverse time frames,
with diverse urban planning goals and starting points and in the end, today have diverse government
structures pursuing diverse urban space policies. The selection of schools was done by the host
organization, Levegő Munkacsoport, as they know the city well. The selection of schools was carried
carri
out in such a way to allow the comparison of different types of urban configurations, from traditional
central areas (V. district, the Belváros), mixed highly urban area (Bocskai school in Kelenföld, Újbuda),
big housing estates from 60' and 70' (Csepel island, Keveháza
za street school in Kelenföld, Újbuda) and
lower rise, yet dense garden suburban area (Zugló).
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The traffic situation in Budapest is not ideal, but the problems are generally not very big. As a general
rule, the problem are the main arterial roads, still treated in many cases as 'urban highways', not
allowed to cross by pedestrians on fairly long stretches. Those roads are even a greater obstacle to
the bicycle traffic. Yet there is a system of school districts in place, which respect those roads as
borders of the districts mainly. Still, every of the school districts observed have at least one road with
heavy traffic that transects the area so that the children have to cross it. Those roads have more
traffic in more central areas than in more peripheral Csepel and Zugló.
The areas represent different stages of Budapest's growth in the last two centuries, diverse social
and demographic structures, diverse traffic situations and in particular diverse physical structure of
built environment, including buildings as well as public space. Not all of the aspects are understood
on the same level. We could only speculate about the social and demographic structure of families,
the unemployment rates of parents, the locations of employed parents' jobs and their commuting
habits. All those can influence the active school to a great degree, yet I believe the built environment
plays an even more important role.
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BOCSKAI ISTVÁN PRIMARY SCHOOL, KELENFÖLD, ÚJBUDA
SCHOOL CHARACTERISTICS
Bocskai István School is a public primary school in Kelenföld neighbourhood of Újbuda district. It
occupies a piece of land in relatively dense inner suburban area. It lies on one of the busiest streets
of the area, but the entrance is from a perpendicular secondary street. The school area is fenced and
comprises the entrance schoolyard and some sports and playgrounds behind the school. A
kindergarten is on the neighbouring grounds, but does not share the entrance.
SCHOOL DISTRICT
The school district of that school is very diverse, developed apparently along longer period from the
beginning of 20th century until now. It is comprised of parts that have urban character, especially
along main streets and boulevards, namely Bartók Béla út, Bocskai út, Nagyszőlős utca, Karolina út
and Villányi út and some relatively suburban parts.
The central part of the district is very dense in terms of buildings and inhabitants with urban houses
lined along the sidewalks.
The parts north of Bocskai út and west of Karolina út are less dense and have buildings mostly set
back and fenced gardens around them.
That part of the district on the other (west) side of Budaörsi út is lower density residential district
with upper class multi- or single-family homes with gardens. The gardens are fenced and the streets
inside the area have sidewalks and low traffic volume. The area is well connected to the school by
public bus; the bus stop has an overpass connection over the highway. Walking to school by foot is
not possible at all!

High density area close to main streets; medium density residential street with fenced gardens
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Low density area west of Budaörsi út; fringe areas of the district are disconnected, there are many dead ends and derelict
places close to railway and highway.

Distance to school
Bocskai school district is the largest of all five schools in terms of distance. The central part of the
school district is relatively compact. The distances for most kids does not exceed 600 m, some streets
between Nagyszőlős utca and railway and in the triangle of Bartók Béla út and Villányi út at Móricz
Zsigmond Körtér are at 700 – 800 metres from school. A distinct part of the district on the other side
of the Budaörsi út (highway) is at far larger distances – 1000 – 1600 m from school with no real
pedestrian access and absolutely no bike access at all! It is separated with the main railway line and a
busy highway. So, this part of the district is only accessible by public bus or individual car for the
school kids.
Openness and good general visibility
The public space is generally very traditionally designed – the streets are straight, many streets have
lines of trees and smaller streets have on street parking. The obstacle for good visibility is in some
parts the lines of parked cars close to zebra crossings.
Safe intersections with short crossing distances and good visibility
The crossings are generally safe. Dávid Ferenc utca in front of the school entrance has well designed
and placed crossings with speed bumps in place. Other streets in general have crossings where
necessary. The larger streets have crossings with medians and traffic lights, but the green light
interval is generally very short and has no buffer time between green for pedestrians and green for
motorised traffic, which would greatly increase the perceived and actual safety of pedestrians,
vulnerable as kids and elder people in particular.
Motorised traffic volume and speed
The main streets have higher traffic volumes, but the rest of the district is relatively calm, partly
because of the fact that smaller streets do not cross the borders of the area – railway, highway …
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Sidewalk condition, tidiness, width and distance from the curb
Sidewalk condition is generally good, with the exception of Budaörsi út and surroundings, that is not
adapted for pedestrians at all.

Pavement in excellent condition along Bartók Béla út and a crossing with safe median over Bocskai út.

Typical side street with on street parking, cars parked on sidewalk of Karolina út.

Dávid Ferenc utca in front of school has new well-designed crossings, maintained greening with good visibility. The access
to the Budaörsi út sidewalk with bus stop from below is an opposite – bad visibility, no maintenance, low safety …
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All the streets close to Budaörsi út are not designed for pedestrians (Nagyszőlős utca).

Budaörsi út's space is completely unfriendly to pedestrians; the only level crossing is not visible, even dangerous for adults.
The road is a huge obstacle for kids, the big infrastructure changes are needed, but a change of school district could be the
first thing to do in short term.

Presence and structure of other people on the way to school
The area has medium presence of people on the streets. The streets away from main boulevards can
be lonelier and in areas bordering railway, industrial sites or highway, the absence of people could
scare kids from walking alone, especially after dark.
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The school district of Bocskai school – area in southwest is cut off by a highway, other parts are relatively well designed,
with a problem of heavy traffic on major through streets.

SCHOOL TRAVEL
The observation of the school travel habits on the Dávid Ferenc utca in front of school was done on 7
October 2015. The day chosen may be unlucky as some more parents may drive kids to school due to
the used paper collecting action on the day, but I assume not more than 5 – 10 more kids came by
car on that day than usual (1 – 3 %).
The area across the highway is served by a public bus service, but it was not possible to determine if
any of the kids came by bus.
The level of independent travel of kids is at the lowest point in that school, only 37% of kids came
alone, regardless of age. Even if the data is skewed because of the used paper activity on the day, it is
probably still absolutely the 'least independent' of the districts. Heavy traffic on the Bocskai út next
to school and the good access with private cars to the one-way street could be reasons for that.
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More than 60 % of kids came to school accompanied.

Walking is common even in that school district, though cars have the highest share of all schools.
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BETHLEN GÁBOR PRIMARY SCHOOL IN KEVEHÁZA STREET, KELENFÖLD, ÚJBUDA
SCHOOL CHARACTERISTICS
Bethlen Gábor School in Keveháza utca is a branch of neighbouring Bethlen Gábor School at Bartók
Béla út. It is a public primary school that uses Montessori teaching method. It lies on the border
between a large housing estate and smaller area of older, single and multifamily houses. The school
lies between three smaller streets and a pedestrian connection serving only the school. The entrance
to the school is from the pedestrian connection. The backyard of the school is fenced; the entrance
façade is looking directly on the public space with the pedestrian path, some trees and grass. On the
other side of that public space is the kindergarten, but it has no entrance from that side.
SCHOOL DISTRICT
The school district of Bethlen Gábor School in Keveháza street is mostly a big socialist era housing
estate area with different housing types on the fringe. There are individual houses with gardens in
the north of the district and older multifamily houses with gardens in some streets in the west of the
area. Some terraced single family houses are just opposite the school on the Keveháza street and two
adjacent streets and some typical dense Budapest – style urban blocks close to Bartók Béla út.
But the proximity of the school with probably the largest number of kids are big blocks of flat of the
housing estate around Bikás park between Fraknó utca, Tétényi út and Etele út.

High density area of housing estate; well designed and maintained public space in central areas like Bikás park, dull and less
well maintained areas in front of big buildings.

The terraced houses in Ildikó utca and dense urban blocks along Bartók Béla út.
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Distance to school
Keveháza street school district is relatively dense so the distance for majority of kids is less than 400
m, with only a smaller area of individual houses across Tétényi út is at 800 – 1000 m.
Openness and good general visibility
The public space close to school is generally designed as a public park – the through streets are on
the fringe, the dead ends parking streets and walkways connect buildings to the school. The space is
generally open and visible, with some areas of not maintained greenery and badly designed parking
lots as main obstacles.
Safe intersections with short crossing distances and good visibility
The crossings of the main streets are generally relatively safe. Tétényi út and Bartók Béla út are
problematic to cross because of heavier traffic. Some of the crossings are equipped with medians,
but not all and the distance between crossings is very large. Even crossings of the major streets do
not always have traffic lights.
Motorised traffic volume and speed
The main through streets, especially Tétényi út have higher traffic volumes and Bartók Béla út has
trams, but the rest of the district is relatively calm. So the majority of kids have quite safe trip to
school in terms of traffic. The problem is parking occupying a lot of space and making the areas less
safe.
Sidewalk condition, tidiness, width and distance from the curb
Sidewalk condition is good in central areas and main streets, but can be very bad in some smaller
streets.

Excellent public spaces in Bikás park and surroundings; problems with parking all over space in some areas between blocks,
that is unsafe to cross for kids.
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Different levels of maintenance in streets and pathways of the district – very good in central locations, bad in some small
streets.

Good visibility in areas with well-maintained greenery and problems in area adjacent to school – bad design and insufficient
maintenance make the space less open.

Presence and structure of other people on the way to school
The area has relatively high presence of people on the streets, due to high density and pedestrian
friendly layout.
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People are present on streets and pathways.

The school district of school in Keveháza street is compact, with majority of inhabitants concentrated in close proximity to
school.

SCHOOL TRAVEL
The observation of the beginning of a regular school day was done on 23 October 2015. The level of
independent travel of kids is 44%, which is relatively low and comparable to that of Bocskai school
and school in Zugló and much lower than in Csepel, where the building typology is similar. The rate of
kids, driven to school is much lower comparable to those two schools though. The reason for that
may be the overall good connections for pedestrians and more complicated access for cars, but the
rate is still very different from Zugló, maybe because of the fact that the school has specific
programme, so it probably attracts children from bigger area than official school district.
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Relatively low (second lowest) level of independent school travel is a surprise.

The level of walking is still higher than in Zugló and in Bocskai school but lower than in Belváros and Csepel.
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HILD JÓZSEF PRIMARY SCHOOL, V. DISTRICT (BELVÁROS)
SCHOOL CHARACTERISTICS
The Hild József School is a public primary school in the city centre of Pest, Belváros. It is in the most
central, urban historic part of the city with high building density. A three storey building is a part of
the urban block, facing two streets directly, one of them is pedestrianized Zrínyi utca, but the
entrance is from the other one, Nádor utca, which is a one way street. The entrance to the school
building is directly from the sidewalk of the Nádor utca.

Entrance to the Hild József School from Nádor utca.

SCHOOL DISTRICT
The school district of the Hild József School is the smallest by area and distance. It is a very dense
urban fabric of the city centre, with a lot of public buildings, tourists, pedestrian streets and also
typical downtown Budapest apartment buildings with interior courtyards. The great majority of
building stock is 19th century or even older, but in very good shape. The public space is very well
maintained. The only big obstacle is the József Attila utca that has a lot of traffic going to and from
the Széchenyi Lánchíd (bridge), that bisects the district.
Distance to school
Hild József School district is very dense and the distance for majority of kids is up to 400 m, with
some streets up to at 800 m. The walking distance is a very good starting point for that school.
Openness and good general visibility
The public space close to school is very pedestrian friendly as it is touristic and leisure style area.
Some streets further apart have one way traffic and still a lot of shops. The space is open and tidy,
the visibility is excellent. The only problem again is the József Attila street with the arcaded pathways
through old buildings that have lower visibility and are less open so people could feel uncomfortable
crossing it. The kids do not have to go to those spaces, as they can cross the street in many locations
with traffic lights.
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Pedestrianized and one way streets with comfortable sidewalks are typical for the area, the arcaded sidewalks of József
Attila Street are not nice for kids, but are not on the way of their travel to school.

Safe intersections with short crossing distances and good visibility
The street crossings are generally relatively well designed and safe. Even crossings over József Attila
street have more or less good visibility and the distances are not very long, though there are no
medians. The crossings of József Attila street are problematic nevertheless, due to heavy traffic.
Other crossings are generally well designed just some older ones are not designed in a way to make
the distances shorter and to enhance the visibility.

The crossings of smaller street are well designed, but the older ones are sometimes too long and do not have expanded
sidewalks at crossings where parking ends.
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The crossings over József Attila street are relatively well designed, though the traffic on the street is very strong and the
arcaded houses add even more speed to the vehicles. The drivers would act more responsible if there were no arcades.

Motorised traffic volume and speed
As mentioned, only the József Attila utca is problematic due to high traffic volume and also speed.
Close to arcaded houses, also some visibility problems occur at crossings. The rest of the streets in
the area have relatively calm traffic and many contemporary calming measures in place.

The József Attila utca has speeding cars and high traffic volume. Some crossings are better, but the one at József Nádor tér
is not safe due to low visibility for pedestrians in the place where the street is geting wider. The rest of the streets feature
wide sidewalks and narrow carriageway, so the traffic is slow.

Sidewalk condition, tidiness, width and distance from the curb
Sidewalk condition is very good in central areas and main streets, and slightly more worn out on
some secondary streets..
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Excellent state of public space on refurbished pedestrianized streets and not to bad state on some other streets. The worst
state is around József Attila street, with the crossing at József Náder tér.

Presence and structure of other people on the way to school
The area has very high frequency of people on the streets, due to high density of business and
inhabitants in the area and pedestrian friendly layout.

Really high volume of people and activities on the sidewalks and streets of Belváros – due to good infrastructure, there is
still generally no overcrowding.
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The area on the south has bigger distance to school and the unpleasant crossing of József Attila street.

SCHOOL TRAVEL
The values of active school travel and independent school trips are high, especially compared to
more suburban areas in Kelenföld.
The low levels of bicycle and kick-scooter use is probably due to smaller distances, absence of biking
lanes, good state of pedestrian infrastructure and also lack of bicycle stands at the school.
The high level of independence of kids is probably due to the good and safe infrastructure, good
visibility, the number of people on the streets.
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Very high degree of independence of kids in the Belváros school district!

ol trips in Hild József school, even for the kids that do not come independently. Biking
Walking is predominant mode of school
and kick-scooter values are low.
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KARÁCSONY SÁNDOR PRIMARY SCHOOL, CSEPEL
SCHOOL CHARACTERISTICS
Karácsony Sándor school is a public primary school in the suburban area of Csepel Island, in the
southern part of Budapest. It lies in a central position in the large housing estate area of the district.
The school entrance is from the pedestrianized area between large blocks of flats and some public
and commercial buildings, like a library, a market, some shops etc. The entrance to the school is from
a pedestrian path linking the square close to the suburban rail stop and open space between the
buildings. The entrance area of the school is small but not fenced.
SCHOOL DISTRICT
The school district is small and dense, except for the southwestern part. It lies on both sides of
suburban railway H7 and II Rákóczi Ferenc út. The railway is on the street level in the street median,
so the crossing is very important. The area east of the H7 is large housing estate from the socialist
era, and the area on the west side is built by older lower income workers' single family homes with
gardens on the south and some contemporary condominiums on the north.
The central area of the housing estate is pedestrianized and oriented towards the H7 stop. The
school is located by this central place.

The main area of the school district is a large housing estate.

Distance to school
Karácsony Sándor school district is quite dense, so the distance for majority of kids is less than 400 m,
with only a small area of very low-density individual houses across H7 railway is up to 800 m from
school. The dense area east of the railway is to a large part pedestrianized so the distance is not
interrupted even with street crossings.
Openness and good general visibility
The public space of the housing estate is generally designed as a pedestrianized public plaza and
pathways between parking lots and smaller green areas. The space is open and clearly visible.
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The public space in the housing estate part of the district is well designed and visible. The part on the west of the railway
comprises of small streets with less visibility and less people around.

Safe intersections with short crossing distances and good visibility
The crossings of the main streets are not needed for the majority of kids. The crossings over
peripheral streets and the crossings over the H7 railway are generally relatively safe by design, even
though the traffic is relatively heavy, but not too fast. Some of the crossings are equipped with
medians, and on the crossing of the railway, there is a railway stop, so the trains are moving slowly
and there are medians and platforms. The crossings over other streets are generally very wide, a
measure that make the crossing optically shorter and safer. Crossings of the major streets do not
always have traffic lights, but the cars stop by the rule.

Crossing with media over larger peripheral street and over the railway line and street at the railway stop.
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Street crossing of the periferal street – wide crossing, continuity of public space on both sides.

Motorised traffic volume and speed
Due to relatively good design, the traffic speeds through the area are not very high. The volumes are
moderate and the traffic in the vicinity of crossings is calmed.
Sidewalk condition, tidiness, width and distance from the curb
Sidewalk condition is good in central areas of the housing estate and on main streets, relatively good
in other parts of the housing estate area but can be worse in smaller streets on the western side of
the railway.

Excellent public spaces in central areas of the housing estate.

The public space on other areas of the housing estate is quite well maintained, but the difference is obvious.
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The streets on the western side of the railway are tidy but in quite bad shape, the maintenance is missing for a long time.

Presence and structure of other people on the way to school
The area has relatively high presence of people on the streets, due to high density and pedestrian
friendly layout.

A lot of people are present in central area, but the streets west of the railway line are empty.
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The more problematic part of the district on the southwest is farther from the school, has lower density, older
infrastructure and buildings, the maintenance of public space is worse, there is no services and there are very few people
on the streets.

SCHOOL TRAVEL
The school in Csepel has the higher share of independent school travel among all schools in the
research and also the highest level of walking. The observation was made on the 22 September 2015,
the period of observation was shorter than at other schools, so the number observed was smaller,
but probably did not influence the ratios, as the time of observation did not seem to influence the
results in any of the schools.
The area around school feature some small shops and cafés; the interesting habit was the kids with
parents entering a small bakery and buying the lunch immediately before entering the school. The
variety of shops can also be important for the pleasant walkable space even for school trips!
The definitive reason for the best performance of that school district in terms of active school travel
is not easy to tell, but some possible reasons are:
- good general state of public space in the neighbourhood,
- short distance for majority of kids,
- difficult access with cars, no parking possibility close to school,
- position of the school in the liveliest area of the neighbourhood,
- social structure of the parents.
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The highest
est level of independent travel among observed schools.

100 % of kids observed came to school walking!
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ARANY JÁNOS PRIMARY SCHOOL, ZUGLÓ
SCHOOL CHARACTERISTICS
Arany János school is a public primary school in the Zugló district. It faces a low traffic street around a
square in suburban residential area. The entrance to the school is through a small fenced schoolyard
in front of the school. There are sportsgrounds in the square just opposite the school entrance. The
school area is fenced also on the other sides of school, but the surrounding of the school is not very
well maintained.

The school entrance and the school building from the square.

SCHOOL DISTRICT
The Zugló school district is relatively large and is comprised of three quite different parts. The school
is located in the geometrical centre of the largest part – by Újvidék tér, the main square inside
Törökőr neighbourhood. The central neighbourhood, Törökőr is a very calm, almost completely
residential area of different housing typologies, from single-family houses with gardens, some multifamily houses with private gardens, row houses and blocks of flats. This central part is almost perfect
square of 750 m x 750 m between the railway line and Mexikói út on southwest, Thököly út on
northwest, Róna utca on northeast and Egressy út on southeast. The school is in the very centre of
this area and all the through traffic is on the perimeter streets, so the area is very calm in character.

Typical streets of the exclusively residential central area, with no services or shops, luxurious but neglected public space
and well off housing.
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The two other parts are one on the other side of a large street, Róna utca and the other one on the
other side of the railway. The part on the other side of the railway is not really residential so probably
there are none or very few kids coming from that part. The part over Róna utca, Kiszugló is mixed
use, with quite different character than the central part. It is more urban, much less well maintained,
it has more empty plots and houses, some houses are in worse shape and there are more diverse
activities in the ground floors.

Szugló utca on the other side of Róna utca, with more services and shops; Róna utca crossing.

Distance to school
Central area has short distances to school (up to 400 m), as the school is located ideally in the centre.
The other two parts have larger distances, up to 800 m, and there are just two crossings of the Róna
utca and two underpasses below the railway.
Openness and good general visibility
The public space is generally designed typically for an inner suburban, low to medium density
residential area. The streets are wide, with a lot of greenery and trees, the sidewalks are generally
separated from the road with greenery. The space is wide, but with lower level of maintenance of
greenery, some streets do not have a good visibility and are not very well lit.

Some streets have a lot of greenery. If it is not well maintained, shrubs can greatly reduce the visibility and openness of the
space, thus reducing the feeling of safety on the street, especially in combination with relatively low number of people in
the streets.
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Safe intersections with short crossing distances and good visibility
The intersections in the Arany János school district are relatively safe, as the traffic volume is very
low and the streets are relatively narrow. A lot of crossings are not marked, which is not a problem in
this case, but the problem is the parking that is not marked and in some streets the greenery is
obstructing the view and the cars are parked in a way that the visibility is even further reduced
rendering the crossing not safe anymore. The zebra crossings are consistently marked only on
parameter streets and on crossing over Szugló utca next to school.
The crossings over Róna utca are properly marked, and the traffic is not too fast, but at least the
younger kids could feel safer with a traffic light.

The only zebra inside the neighbourhood is over Szugló utca beside the school. The major problem of crossings over streets
is not the lack of marked zebras, but the parking cars blocking the view and even the way, as well as badly positioned and
sometimes poorly maintained bushes.

The zebra crossing over Róna utca at the crossroads with Szugló utca; the crossing over Szugló utca is not marked

Motorised traffic volume and speed
Traffic volume and speed are low inside the area, and still not too bad even on the main perimeter
roads. The district is very calm.
Sidewalk condition, tidiness, width and distance from the curb
Sidewalks and streets are in poor condition, compared to other school districts. Some of the
sidewalks are also quite narrow and squeezed between buildings and the green. The positive part is
that many streets feature a great deal of grass, trees and other greenery between the road and the
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sidewalk, so that the distance from the curb is big and the walking is pleasant. The sidewalks are tidy
even if they are in bad technical shape.

The road infrastructure is in bad shape; the sidewalks in some streets are narrow and lined with shrubs.
Generally, the sidewalks are pleasant to walk because of the greenery between the road curb and the sidewalk.

Presence and structure of other people on the way to school
In the central area, Törökőr, there are almost no people on the streets. In the area across the Róna
utca, Kiszugló there are some services and shops, so the people walk at least at the Szugló utca and
on the perimeter streets.

Empty streets of Törökőr neighbourhood.
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Higher pedestrian density at the perimeter streets of Törökőr and Kiszugló –Róna utca and Nagy Lajos Király útja.

The Törökőr part of the neighbourhood around Újvidék tér is a perfect square, with the school idealy positioned at the
centre; the parts across Róna utca (Kiszugló) and across the railway are quite detached from the neighbourhood, the
distances are higher.

SCHOOL TRAVEL
The school in Zugló, observed on the 13 October 2015, has lower rate of independent school travel
compared to Csepel and Belváros and higher that both schools in Kelenföld. The share of kids, driven
by parents is second highest. The reason for that might be the fact that access by car and possibility
of parking in front of school is the most comfortable of any of the observed schools.
The specificity of the area is the least maintained sidewalks and streets in spite of some areas of the
neighbourhood being obviously quite wealthy. The traffic, especially parking is not very well
regulated in the area, so the parents were leaving their cars even on the only zebra crossing in front
of school. A situation that would probably seem impossible in any other observed school. Indeed, the
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obvious obstacle for walking to school seems to be parents' cars driving and stopping in the area of
not well defined streetscape in front of school.
Probably, the most important thing to do would be the rearrangement of the street
street in front of school
in a way far more restrictive for cars.

Less than half of the kids, regardless of age,
age came to school independently despite the fact that the school is ideally placed
and the traffic is low.

walk alone
walk accomp.
car
bike alone
bike accomp.
kick scooter alone
kick scooter accomp.

The school in Zugló has the second highest percentage of kids driven to school by parents in cars.
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CONCLUSION
ACTIVE SCHOOL TRAVEL IN BUDAPEST
The overall situation for active school travel in Budapest is relatively good, but there are quite some
differences between school districts. Main obstacles for kids to walk to school and to even walk
independently seem to be traffic volume on streets they have to cross and the general state of public
space in school districts, especially around schools. The distance to schools is not too big for majority.
The public schools system is designed with that in mind, with relatively well designated school
districts. The problem of kids going to private schools is that they are less independent and that they
can't go by foot as they don't live in the district.
Generally schools with better state of public spaces in the district, especially in the vicinity of schools
have higher levels of active school travel. The schools in Csepel and Belváros have higher levels of
active school travel modes, as well as higher levels of children that come to school independently. A
similar but simpler observation was made in Ljubljana as well, including two schools – one in a welldesigned housing estate built in 60' and 70' and other in central urban location. The interesting
similarities can be traced between schools in similar settings in Ljubljana and Budapest (Csepel and
Štepanjsko naselje housing estate in Ljubljana, Belváros and Ledina central location in Ljubljana),
though central location in Ljubljana is far less urban than Belváros.
The somewhat sad conclusion regarding the active school travel levels is that the best measure to
achieve high levels is obvious – the public space and traffic design that do not allow cars to come
easily and park too close to school.
Table: The combined results of the observations and counting of kids coming to school by different transport modes on
observed typical day.

walk alone
walk accompanied
bike alone
bike accompanied
kick scooter alone
kick scooter accomp.
other (rollerblades
etc.)
driven by car
sum number counted
independent travel
accompanied travel

Hild
József,
Belváros
60%
35%
1%
1%
1%
2%
0%
1%
199
62%
38%

Karácsony Keveháza Bocskai
Arany
Sándor,
utca,
István,
János,
Csepel
Kelenföld Kelenföld Zugló
79%
41%
23%
42%
21%
46%
40%
34%
0%
0%
3%
1%
0%
0%
1%
0%
0%
3%
10%
6%
0%
1%
2%
0%
0%
0%
43
79%
21%

0%
8%
212
44%
56%

0%
21%
283
37%
63%

0%
18%
154
49%
51%

Ljubljana, Ljubljana,
housing
central
estate
location
74%

44%

21%

38%

3%

5%

0%

1%

2%

10%

0%

1%

0%

1%

0%

0%

105

118

79%

60%

21%

40%

It is not possible to determine precisely the reasons for quite big differences between school
districts, so some surveys should be carried out to understand the phenomenon better. But for now,
it is possible to assume some possible reasons behind the decisions of parents whether to leave the
kids go independently to school at a certain age, and the mode choice for the trip.
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The possible driving factors for decisions are:
- More kids walk in schools without heavy traffic close to school.
- More kids walk in denser neighbourhoods with shorter distances.
- More kids travel independently and more walk in livelier neighbourhoods.
- More kids walk in neighbourhoods with better designed and better maintained streets.
- More kids walk in neighbourhoods with less convenient car access to school and parking.
- More kids walk in schools without heavy traffic close to school.
- The building typology of the neighbourhood is less important than the public space and traffic
situation.
The number of kids being driven to school
s
daily is still low in Budapest comparing to some other
countries, but I believe it is the right time for action, because it is easier to stop the trend early
enough than reverse it in later stage. It is possible to say from observations that a good public
p
space
is beneficial for active travel mode choice and the perception of (traffic and personal) safety is crucial
for independence of kids.
A noticeable difference between Budapest and Ljubljana is also the higher use of bicycles in
Ljubljana. The infrastructure
frastructure is probably the key for bicycle use. On one hand the bike lanes are
obvious asset, but the first thing to do is to set up bicycle stands in front of the schools. In Budapest
only one of the schools (Zugló) features a small number of stands.

The combined results of the observations and counting of kids coming to school alone and accompanied on observed day.

Two neighbourhoods, on the first sight the most different ones – one in traditional core urban area
of Belváros and one in a big housing estate
estate of suburban Csepel, are the most successful in terms of
active school travel. But in closer inspection there are important features that those two
neighbourhoods share as good, well designed and maintained and above all walkable public space!
Both neighbourhoods
ighbourhoods have also good access to selected public transportation modes and less
favourable access with individual cars to the school.
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The combined results of the observations and counting of kids coming to school by different mode on observed day.

BEST PRACTICES
There are many good practices in the field of raising awareness and promoting active school travel
internationally. To mention just a few are some grassroots movements in the USA (the problem in
the USA is of course much deeper compared to the
t EU), as well as national campaigns of the National
Center for Safe Routes to School (http://www.saferoutesinfo.org/
(
and
http://www.walkbiketoschool.org/ in Canada the work of Active & Safe Routes to School
http://www.walkbiketoschool.org/),
(http://www.saferoutestoschool.ca/
http://www.saferoutestoschool.ca/).
Walk to school campaigns of the Living streets in the UK (http://www.livingstreets.org.uk/walk
(http://www.livingstreets.org.uk/walk-withus/walk-to-school) is continuously providing research and awareness raising campaigns in the UK,
with half a million kids involved annually. The European mobility week
(http://www.mobilityweek.eu/) and the Traffic snake game (http://www.trafficsnakegame.eu/
http://www.trafficsnakegame.eu/) are
two examples of EU actions in the field.
In Switzerland, where the problem of active school travel is relatively low due to good infrastructure
and public school system, ATE (http://www.ate.ch/
http://www.ate.ch/)) is coordinating an excellent walking bus network
(http://www.pedibus.ch/).
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POSSIBILITIES FOR PARTNERSHIPS AND EU PROJECTS
The possibilities for partnerships in the area of active school travel are great, as the topic is an
education, as well as public health and environmental issue. A lot of improvements can be achieved
even with soft measures and cost effective infrastructure updates, which make it feasible for the EU
funding. Urbact and Interreg projects seem to be good possibilities in the field, as well as more
specialised Civitas. European mobility week is also a good opportunity to promote active school
travel benefits.

COOPERATION PROPOSAL
A common international project could be proposed to further research the active school travel. The
surveys in the population of parents and school kids could be carried out to get some reliable data
and comparison between cities. The comparison and cooperation between districts and cities could
greatly improve the interest and awareness in the field. The sharing of the best practice could
encourage the local administrations to act on improvements of the environment to support active
school travel.
I believe the cooperation of our organisations in the field of active school travel is possible and could
be beneficial.
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