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Mobility of the young population between 6 and 10-year-old has been continuously decreasing the last decades
causing problems of health (obesity) and decreasing the development of spatial skills along with the sense of
community. The paper focuses on the road between school and home and deals with a specific project called
“Camino Escolar” (School Road) which supports parents in the decision to authorize their children to go and
walk alone. The empirical case is developed inBarcelonawhere 136 School Roadprojects exist butmore precisely
analyses two specific districts. The methodology is divided into two phases. In the first phase, we conduct an ex-
ploratory study based on interviews with the different stakeholders of the education system and conclude on a
list of barriers against the development of the School Road project. In the second one, we ask for the parents to
prioritize these barriers according to their grade of importance. The results show the different barriers can be
classified into four clusters which are physical insecurities, emotional insecurities, the city infrastructure quality
and the project management quality. These findings help public managers to better manage such kind of project
in order to prepare future cities.

© 2017 Elsevier Ltd. All rights reserved.

1. Introduction

Two or three decades ago, themobility of young people between six
and ten years old was similar to that of their parents (Tonucci, 1979).
Today, several studies (e.g., McDonald, 2007; Salmon, Timpero,
Cleland, & Venn, 2005; Van der Ploeg, Merom, Corpuz, & Bauman,
2008) assess the decreasing rates of walking and cycling between
home and school in developed nations via its substitution by the car.
Armstrong (1993) finds that 50% and 30%, respectively, of girls and
boys aged between ten and sixteen are regularly driven by their parents,
who walk less than 10 min a day. Parents tend to control most of their
children's experiences, depriving them of many opportunities to take
some calculated risks or to endure long periods of solitude (Tonucci &
Rissotto, 1999). Thus, more consequences exist. In 2001, the US Depart-
ment of Health and Human Services (USDHHS, 2001) observed increas-
ing rates of overweight status and obesity among children during the
last ten years. Trost (2005) stresses that transport is fundamental for
children's mental skills, with development of psychosocial skills, facili-
tation of cognitive skills (Burdette & Whitaker, 2005; Tamis-LeMonda,
Shannon, Cabrera, & Lamb, 2004), and social prowess (Ginsburg,
2007) or emotional intelligence (Bunker, 1991). Rissotto and Tonucci
(2002) comment that reducedmobility in children delays development

of spatial and navigational skills, as well as a sense of community
(Prezza, Alparone, Cristallo, & Luigi, 2005; Prezza & Pacilli, 2007).

Parents who drive their children to school elicit environmental and
social impact as well. Their decision to promote vigorous efforts to re-
duce carbon emissions and lessen our dependency on fossil fuels, thus
combatting climate change (Bauman et al., 2008), was recently recalled
in the 2015 United Nations Climate Change Conference held in Paris.
The air tends to becomemore polluted, the city becomes noisier, traffic
increases, and streets become more dangerous for pedestrians.
Children's disappearance from city streets also represents a serious
handicap for the city itself. If there are no children around, public spaces
can be converted to traffic lanes and parking slots, which is already oc-
curring in various American cities (McDonald & Aalborg, 2009). The city
loses its character as a place to meet others, people stay in their homes,
and the fear of crime increases (Prezza et al., 2005).

Nevertheless, many studies conducted in Sweden, the USA, and Italy
(Jansson, 2015; Jansson & Ramberg, 2014; Kremer-Sadlik, Izquierdo, &
Fatigante, 2010; Tonucci, 2009) stress young people's role as “active cit-
izens,” while defining them as people who realize their rights, exercise
their responsibilities, have access to political institutions, and share a
sense of belonging to the community, both national and local. In this
vein, such a perspective considers children as bystanders who cannot
contribute a voice in social institutions, or mature normally as a result.
Brondi, Sarrica, and Nencini (2012) comment about an initiative
where young people of the Chiampo Valley in Northeast Italy provide
the community with concrete proposals for environmental protection,
offer solutions to the area's problems, and take part in decision-
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making processes. Like adults, they are conscious of environmental
challenges and consider pollution as an urgent problem for their
surroundings.

Moreover, Lúcio and Anson (2015) argue that children cannot only
be considered as a resource for assessing the quality of life within com-
munities, but as a starting point for more inclusive projects (Tonucci &
Rissotto, 2001). Tonucci (2009) adds that a child's perspective is more
inclusive than that of an adult, and how a child can gather issues and re-
lations in amore inclusiveway. His conclusions stress the importance of
including children in all city rules. However, Dallago, Cristini, Perkins,
Nation, and Santinello (2010) list some of the challenges that limit the
engagement process with the young generation and highlight a collab-
oration with associations, local councils, and teachers, since this kind of
cooperation is usually perceived as time-consuming but low-efficiency.

We believe that the Italian psychologist Tonucci and Rissotto (1999)
provides many of the best initiatives involving children's participation
as instruments of change for the city. Among them, we first mention
the “Children's council” project, where those in fourth and fifth grade
discuss various themes and political strategies for town development.
Second, in “participated planning,” students seek to improve the
urban environment with the support of teachers and urban planners.
Through these actions, children's confidence increases, and restores
their autonomy in the streets and squares. The initiative started in
1991 in the small Italian coastal town of Fano, and was copied by differ-
ent European countries (under different names). In Spain, it wasfirst in-
troduced in Madrid and Barcelona in 2000 and called “el Camino
Escolar” (the School Road in English from here on). The city of Barcelo-
na, considered among the top 5 Smart Cities in the world, according to
the 2015 Forbes ranking (Grimaldi & Fernandez, 2016), has been
pioneering the development of this initiative. Nevertheless, to the best
of our knowledge, no scientific assessment has been conducted to ana-
lyze the difficulties and challenges of such a project. Therefore, the ob-
jective of our study is to identify, prioritize, and classify the barriers
against development of the School Road project.

2. School Roads in Barcelona

Since 2000, the Department of Education of Barcelona City Hall
(IMEB) launched several projects to improve education and mobility
of the younger generation. Some were designed to exist inside the

schools, while others related to activities occurring outside. At the end
of 2015, 43,629 primary school students between third (8 years-old)
and sixth grades (11 years-old) were involved in 136 School Roads pro-
jects. Sant Marti and Sant Andreu districts counted 20 vs. 7 of these pro-
jects, with 7147 and 1572 students enrolled. In terms of magnitude,
they are the second and third most important zones behind Sarria-
Sant Gervasi, situated in the Northwest part of the city. Fig. 1 locates
these districts on the Barcelona city map. We also split 136 projects
into four phases, each describing a different maturity level. At the end
of 2015, 22 were in phase 1 (lowest level of maturity), 17 were in
phase 2, and 81 were in phase 3, although no one reached the fourth
or highest phase.

The first phase encompassed preliminary actions required to ensure
the launch of the project. It aligned all stakeholders in terms of restating
the objectives, and defined the organization and management system
with different committees. It outlined the method of work, as well as
the place and frequency of meetings. One of its main outcomes was
the commitment of different members, who took part in the direction
of the school, its municipal services (City Hall, the police department,
etc.), with both parent and neighbor entities (such as the parents'
association) – who were all committed to other endeavors. The second
phase entailed how information was recompiled about student habits,
and ways to move in the district, given the perception of insecurity
and conflicts identified. The information was analyzed with a study of
the configuration and condition of the streets of this borough, including
the surrounding of the school and the main roads to reach it. A
report was requested to improve the services of Barcelona's street
maintenance.

The third phase shared results of the analysis (even though com-
mittees regularly met during the previous phases of the project) in
order to validate an action plan for the required actions. One of the
first actions was to clearly identify the main (and most direct) access
to the schools by painting the zebra crossings green (see Fig. 2).
Phase 3 also provided families with a map of streets in good condi-
tion. This was usually called the green spider network, because it
was printed on green paper (see Fig. 3).

The project began with a school celebration. The fourth phase was
dedicated to assessment and follow-up of actions started in phase 3 in
2016. Among the 136 projects launched, none of them reached maturi-
ty, despite a desire to evaluate their benefits.

Fig. 1. School road projects.
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