
A Method to Assess the Potential Value of Railway 
Corridors as Recreation Trails: 

A Case Study of Three Nova Scotia Rail-Trails 

BY 

THERESA RAYLENE BAKER 

A Thesis submitted to the Schooi of Urban and Regional Planning 
in conformity with the requirements for the degree of 

Master of Urban and Regional Planning 

Queen's University 
Kingston, Ontario, Canada 

May, ZOO1 

Copyright Theresa Raylene Baker, ZOO 1 



National Library I*I of Canada 
Bibliothèque nationale 
du Canada 

Acquisitions and Acquisitions et 
Bibliographie Semices services bibliographiques 

395 Wellington Street 395. me Wellington 
Ottawa ON K1AON4 OtrawaON K I A W  
Canada Canada 

The author has granted a non- L'auteur a accordé une licence non 
exclusive licence dowing the exclusive permettant à la 
National Library of Canada to Bibliothèque nationale du Canada de 
reproduce, loan, distniute or seil reproduire, prêter, distribuer ou 
copies of this thesis in microform, vendre des copies de cette thèse sous 
paper or electronic formats. la forme de microficheffilm, de 

reproduction sur papier ou sur format 
électronique. 

The author retains ownership of the L'auteur conserve la propriété du 
copyright in this thesis. Neither the droit d'auteur qui protège cette thèse. 
thesis nor substantial extracts fiom it Ni la thèse ni des exûaits substantiels 
may be printed or othenvise de celle-ci ne doivent être imprimés 
reproduced without the author's ou autrement reproduits sans son 
permission. autorisation. 



A Method to Assess the Potential Value of Railway 
Corridors as Recreation Trails: 

A Case Study of Three Nova Scotia Rail-Trails 

EXECUTIVE SUMMARY 

Introduction 

The conversion of railway comdon to trails has gained considerable mornec itum 

during the 1990s. in Canada, trails in general. and rail-trails in particular. have been 

gaining popularity over the last decade exemplified by the official opening of the Trans 

Canada Trail on September 9. 2000. Rail comdors present an appealing location for 

recreational trails. as they possess several functional attnbutes: the land is partially 

prepared for trail uses; infrastructure built by railway companies provides historical 

interpretive opportunities and ensures connectivity of trails passing through or over rough 

terrain; and, the gentle curves and grades characteristic of railway corridors are ideal for 

locomotive activities such as walking, jogging and cross-country skiing. According to 

rail-trail and recreation economics literature, a multitude of benefits can ensue fiom the 

existence of trails in a community such as improved health, increased social interaction. 

and increased property values. 

Although railway corridors are cited in the literature as an excellent location for 

recreation trails. and the benefits of having such recreation resources are attested, there 

exists a gap in the literature. No Framework exists to assess a railway corridor's potential 

value as a recreation trail or to plan for trails that will provide maximum value to society. 

The purpose of this thesis is to fiIl the identified gap in the literature by answering the 



question: how might a method to assess the potential value of railway comdors as 

recreation trails be stmctured? 

Developing a method for assessing the potential value of railway corridon as rail- 

trails wi 

evaluate 

researc h 

1 provide those working in the planning or recreation professions with a tool to 

the pros and cons of supporting the development of a rail-trail. This master's 

will hopehlly be of some practical use to planners or trail organizations 

involved in influencing the direction of outdoor recreation and open space policies. 

Research Process 

Four steps were involved in answering the research question: ( 1 )  a litenture 

review, (2) trial application of the method. (3) key-informant interviews and (4) re- 

evaluation of the method. 

Three bodies of literature were examined to extract the information and concepts 

required to answer the research question: ( 1 )  recreation economics literature. (2) natunl 

resource economics literature, and (3) general tnil and rail-trail specific literature. From 

the literature review, a preliminary method was developed to assess the potential value of 

railway comdon as recreation trails. This involved both identifying relevant sources of 

value. establishing criteria to capture each source of value and devising a method to 

evaluate those criteria. 

Step two in the research process involved pre-testing the preliminary method on 

three case study rail-trails in Nova Scotia: The Musquodobi t Harbour Rail-Trail. the 

Centennial Trail and the Sable River Rail-Trail. Field observations for each trail were 

completed dunng June 2000. 



The third step employed in the research process ivas key informant interviews. 

These were conducted once the results From pre-testing on the case study trails were 

available. Several %ail experts" were questioned about any concerns or issues they 

observed with the method developed given the results from pre-testing as well as their 

previous rail-trail evaluation experiences. 

The final step in the research process was to synthesize the information gained 

hom the literature review, trial application, and key informant interviews. An improved 

method to assess the potential value of railway corridors as recreation trails, a discussion 



of rnethodological issues and considerations for those intending to employ the method, 

and topics for future research were identified in this final step. 

Measuring Potential Value 

Five sources for assessing potential value of railway corridors as recreation trails 

were identified through the literature review, pre-testing and key informant interviews: 

(1 )  user satisfaction. (2) location and catchment area, (3)  non-use values. (4) connectivity, 

and (5) access to services. A brief explanation of how each contributes to the value of 

trails follows. 

User Expertence 

The physicai attributes of a trail have a great impact on a user's satisfaction with 

their leisure experience. Those trails that mzuimize the attributes deemed most desirable 

by trail users will likely have higher visit volume. Therefore, the magnitude of social and 

health benefits resulting from trails depends ultimately on whether people actually visit 

and make use of the resource. 

Location and Catchment Area 

This is also a key cornponent of determining the potential number of visitors. 

Given the location of a railway comdor, it is possible to predict the number of visits thar 

will likely occur, at least between several different locations, al1 other things being equal. 

Non-use Values 

Existence, option and bequest values c m  capture many of the benefits discussed 

in the literature such as environmental. social, heritage and health bene fits. Additional ly, 

this source of value c m  account for the value that non-trail users attribute to having a trail 

in their community. 



Connectivity 

The connectivity value is unique to railway corridors and rail-trails in that it is 

railway infrastructure, such as bridges, that result in the iow cost of conversion and 

enhance the length of trails and connectedness of communities. This is also an appropriate 

source of value to account For several environmental and social benefits of green 

comdors. 

Access to Services 

The types of services provided on or near the trail could impact considerably on 

user satisfaction. which as mentioned above will impact the number of visitors to a trail. 

Potential Value Compared 

The following chart provides a comprehensive view of trail ranking results from 

the pre-testing. The overall trail ranking of a case study trail is the simply the sum total of 

the rank number for each of the four sources of value. Al1 four sources of value tested in 

trial application are given equal weight in the overall score. 

Table A Overall Trail Ranking by Trial Application 

I 1 Musquodobit Harbour 1 Centennial 1 Sable River 1 

I Connectivitv I 1 I - 7 I 1 I 

User Satisfaction 
LocationKatchment 
Existence/Use Value 

I Tot al RankScore 7 
- 

5 1 8 1 8 1 

in this situation, the Musquodobit Harbour Rail Tnil is expected to have the 

highest value as it is ranked highest most oFten, resulting in a total rank score of five. 

Between the Centennial Trail and the Sable River Rail Trail. which will have a higher 

expected value is not obvious. Although the Centennial Trail ranks second in al1 

3 
1 
1 

- 7 

- 7 

Z 7 

1 
3 
3 

1 



categories and the Sable River Rail Trail ranks third in hvo, the Sable River Rail Trail 

does rank first in the other NO categories. The result of a mix of rankings for the four 

sources of value is a total rank score of eight for each trail. 

The Following table shows the overall trail ranking according to key infamants. 

Each informant was asked to rank the three case study trails according to their own 

evaluation system. 

1 AVG R4NK 1 2 1 3 

Table B Overuil Trail Rait king Reported by " Truil Experts" 

Overall rank by the trail "experts" appears to be consistent with the results from 

pre-testing in Table A. This result indicates that criteria used in the method are valid and 

l 

Laura Barkhouse 
Jessie DeBaie 
Harold Hart 

useful as they produced a ranking consistent with the reasoning and evaluation of experts 

Cen tennial 
- 
- 7 

1 

Musquodobit Harbour 
- 
1 
1 

working in the field. However, there are additional issues to consider when evaluating the 

Sable River 
- 
- 
3 

potential value of railway corridors as recreation trails. 

The ranking of trails produced using the method developed merely presents 

decision-maken with some guide to their potential value. As the overall trail rank charts 

(Tables A and B) above indicate, which trail ranks highest and lowest differs for each 

source of value. The rank order of railway corridors will not necessarily be identical for 

al1 five sources of value; therefore, some subjective judgement about which sources of 

value should receive the most weight in decision-making is required. It is the prerogative 

of the assessrnent body to give greater weight to those sources of value deemed most 



important in deciding which railway corridors will provide the greatest value as recreation 

trails. It becomes a subjective judgernent on the part of the valuation body to detemine 

which rail-trail (or railway corridor) ranks highest overall. 

Lessons Learned 

Need for Further Research 

Throughout the research process, and in particular through trial application. it 

became clear that the method developed, given tirne and monetary limitations. camot 

provide a measure of the potential value of rail-trails to compare against other recreation 

projects. The ordinal rank number resulting from application of the method provides a 

meaningful cornparison of potential value of projects intending to convert a railway 

corridor to a recreation trail. but the need to choose between alternative sites for rail-trail 

development does not occur often. The oniy organizations likely to make such decisions 

are trail development associations and rail-trail funding bodies. 

A contingent valuation (CV) survey would have provided a more useful measure 

of actual dollar values to compare the potential value a rail-trail project against other 

recreation projects. The measure of consumer surplus resulting from such an approach 

would be a stand-aione figure to use in a variety of situations. However. not al1 sources of 

value identified for this thesis would be captured in such a dollar figure. The CV 

approach is used to calculate non-use values (existence, option and bequest). which 

includes social. health. hentage and environmental benefits of trails. This approach would 

not inciude in its scope the values attributable to user satisfaction, location and catchent  

area, or access to services, al1 of which were identified as important contributors to the 

value of a rail-trail. 



There is a need for further research to develop a method that will produce a stand- 

alone figure that reflects al1 relevant sources of potential value of railway comdors as 

recreation trails. Without such a method, it is not possible to accurately capture al1 

sources of potential value of railway comdors to compare rail-trail projects to other types 

cf ocmt i cn  projects. Having a method in place to assist in making this type of 

cornparison is essential if recreation planners and funding agencies are to make informed 

decisions about which projects to support. It is my belief that such a method will benefit 

rail-trail development when funding is scarce. 

Trail Planning Tool 

The method. as it has been developed, is particularly useful to rail-tnil planning 

and developrnent organizations. The completed railway con-idor (or rail-trail) evaluation 

provides a ranked index of each trail attribute making up the five sources of value. 

Because the criteria are disaggregated to measure each source of value individually, it is 

possible to determine which aspects of the railway comdor or rail-trail are the most 

valuable currently, and which require the most work to increase their value. Rail-trail 

planning and development c m  then take this into account and allocate funds in a manner 

that will increase value most quickly. 



TABLE OF CONTENTS 

TABLE OF CONTENTS ............................................................................................... IX 

............................................................................................................ LIST OF TABLES ,Y 

LIST OF FIGURES ........................................................................................................ XI 

1 . 0 I~TRODL~CTIO; \~  ............. .........................,........ ................................ 1 
7 ........................................................................................... 1.1 PLRPOSE AND R~TIONALE 

............................................................................................. 1.2 RESEARCH APPROACH ..3 
.............................................................................................. 1.3 FORMAT OF THE THESIS 8 

...................... CHAPTER 2 IDENTIFYING SOURCES OF VALUE ........... ..... 9 

CHAPTER 3 DEVELOPING A METHOD ............... .............................................. 27 

......................................................................................................... 3 . 0 I.~TRODL'CTION 27 
3.1 THE THREE STEP RESEARCH PROCESS ...................................................................... 27 

....................................... 3.2 A METHOD TO ASSESS THE POTENTIAL VALCE OF TRMLS 32 
...................................................... 3.3 CONCLUSIONS: COMPARLKG POTEXTIAL VALUE 50 

CHAPTER 4 CONCLUSIONS ............... .................................................................. -53 



LIST OF TABLES 

Table 1 . Relevant Sources for Research .............................................................................. 7 
.................................................................. Table 2 . Sumrnary Table of Case Study Trails 29 

Table 3 . Five Tnil Attributes ............................................................................................. 33 
Table 4 . Preferred Trail Types ........................................................................................... 34 
Table S . Magnitude of Trail Anribute Change on User Satisfaction ................................. 34 
Table 6 User Satisfaction: Ideal vs . Observed Trail Attributes for Case Study Trails ...... 35 

............. Table 7 . Equal Uses: Magnitude of Trail Attnbute Change on User Satisfaction 36 
Table 8 . Potential User Satisfaction of Musquodobit Harbour Rail-Trail ......................... 37 
Table 9 . Potential User Satisfaction of Sable River Rail-Trail .......................................... 37 

................................................. Table 10 . Potential User Satisfaction of Centennial Trail 37 
Table 1 1 . Comparing User Satisfaction ............................................................................. 38 

........................................................................... Table 12 . Measuring Visual Satisfaction 41 
Table 1 3 . E ffects of Traii Attnbute Change on User Satisfaction-- Revised ........................ 
Table 
Table 
Table 
Table 
Table 
Table 

1 . Trail Location and Catchent  Area Ranking .................................................... 43 
................................................. 5 . Existence . Option and Bequest Value Ranking 45 

........................................................................................ 6 . Comectivi ty Ranking 47 
.......................................................................... 7 . Measunng Accessible Services 48 

...................................................... . 8 Overall Trail Ranking by Trial Application 50 
.......................................... . 9 Overall Trail Ranking Reported by " T r d  Expens" 51 





The research process has been both challenging and rewarding for me. Through 

researching and witing this thesis 1 accomplished more than I thought 1 was capable of. I 

would fint like to thank Canadian Pacific Railways for their generous financial support. 

which allowed me to conduct research in Nova Scotia during the summer of 2000. My 

supervisor, Pro fessor Andrejs Skaburskis, also deserves my appreciation and thanks for 

channelling my interest in recreation and trails to this specific topic. for contacting Bruce 

Nimmo of Canadian Pacific Railways on my behalf, and for providing guidance 

throughout the research and writing processes. 

1 had many other supporters within the faculty. staff and students at the School of 

Urban and Regional Planning who prompted me to work hard to finish my thesis for a 

May graduation date. Thank you al1 for helping to make my two years at Queen's 

University an enjoyable learning experience. 

Finally, 1 would like to thank my family for their support and encouragement. 

without which 1 could not have completed this thesis. 



ABSTRACT 

The conversion of railway comdors to recreation trails has gained considerable 

momrntum during the 1990s. Rail comdon present an appealinj location For recreational 

trails. as they possess several functional attributes suited for locomotive activities such as 

gentle cunfes and grades. Additionally. according to rail-trail literature. a multitude of 

benefits can ensue from the existence of trails in a comrnunity including improved hcalth 

and increased property values. The purpose of this thesis is to Fi I I  an identi fied gap in the 

iiterature by answering the question: how might a method to assess the potential value of 

railway corndors as recreation trails be structured? 

Three bodies of literature were exarnined to extract the information and concepts 

required to answer the rescarch question: ( 1  ) recreation economics literature. (2 )  natural 

resource economics literature. and. (3) pneral trail and rail-trai l speci fic literature. From 

the literature review. a preliminary method was developed to assess the potential value of 

railway corridors as recreation trails. This involved both identifjing relevant sources of 

value. establishing criteria to capture each source of value and devising a method to 

evaluate those criteria. The preliminary method was then pre-tested on three case study 

rail-trails in Nova Scotia: the Musquodobi t Harbour Rail-Trail. the Centennial Trail and 

the Sable River Rail Trail. Results from pre-testins were used to develop an inten-iew 

auide to initiate discussion with key informants. Six "trail experts" were questioned about 3 

any key issues or concems they had with the preliminary method based on results from 

pre-testing and their own trail evaluation experiences. The final strp in the research 

process involved sythesizing information gained From the literature rcview. results from 



pre-testing, and key informant interviews to develop an improved method to assess the 

potential value of railway comdon as recreation trails. 

From this research process, hvo key conclusions were reached. First, that i t  is not 

possible to use the rank value generated by the method developed to compare rail-trails to 

other recreation projects. However, using the method to assess railway corridors does 

result in a useful index of attributes that can be used by rail-trail associations and 

recreation planners to assist with trail planning and development. Second. additional 

research on measuring the potential value of railway corridors as recreation trails is 

necessary to develop method that results in a value figure that will allow for cornparison 

of rail-trails against other recreation projects. 



CHAPTER 1 

Introduction 

Railroad abandonment began on a large scale in the mid-20'~ century with the 

advance of faster air travel and faster, less costly automobile transportation. Vast 

corridors of land fell into disuse until late 1970s when community and recreation goups 

began to convert the abandoned railway comdoo into walking, hiking and cycling paths. 

The conversion of railway comdors to trails has gained considerable momenturn dunng 

the 1990s. [n Canada, traiis in general and mil-trails in particular have been gaining 

popularity over the last decade which has culminated in the officia1 opening of the Trans 

Canada Tnil on September 9, 2000 (Trans Canada Tnil Foundation. rd.) .  This 16.000 

kilometre multi-purpose trail is comprised of a mix of trial types. and in Nova Scotia 

alone approximately 50 percent of the Trans Canada Trail is former railway comdor 

converted to recreation trails (M. Haynes. persona1 communication. February 23. 200 1 ). 

In the United States. the Rails-to-Trails Conservancy reports that since its inception in 

1993 over 9,000 miles (14,000 kilometres) of rail-trail have been built across the country 

(Rails-to-Trails Conservancy, n.d.). The above statistics indicate that an enormous 

amount of public linear. open space has been made available in rural, suburban and urban 

communities over the past decade. 

Rail corridors, which possess several functional attributes. present an appealing 

location for recreational trails. The land is partially prepared for trail uses: it has been 

cleared, levelled and is well drained (Turco et al., 1998). As well, infrastructure built by 

railway companies (e.g., bridges), provides historical interpretive opportunities and 

ensures connectivity of trails passing through or over rough terrain. Moreover, the gentle 



curves and grades characteristic of rai lway corridors are ideal for locomotive ac tivities 

such as walking, jogging and cross-country skiing (Illinois Department of Conservation 

d., IWO). Rail comdors also connect cornrnunities for hundreds of kilometres in a 

continuous stretch of trail providing a continuous recreation network. 

According to rail-trail and recreation economics literature, a multitude of benefits 

c m  ensue from the existence of trails in a community. Some types of benefits can be 

quantified, while others can only be described in qualitative tems. Similarly. some 

benefits represent net social gains that can be measured in dollar values. while others 

represent gains that are not "real" fiom a social welfare perspective. 

Rail-trail development is an important issue for community planners, as the value 

of such recreation and open space resources must be evaluated against other recreation 

p r o g m s  competing for the same scarce municipal or provincial funding. A h ,  there are 

issues of how to deal with adjacent landowners* concems and incorporating this open 

space network into official pIan policies. There are many societal consequences of rail- 

trail development, but this thesis focuses on only one component mentioned here: the 

potential value of railway corridors as recreation trails. 

1.1 Purpose and Rationale 

Although railway comdors are cited in the literature as an excellent location for 

recreation trails, and the benefits of having such recreation resources are expounded. there 

exists a gap in the literature. No framework exists to assess a railway comdor's potential 

value as a recreation trail or to plan for trails that will provide maximum value to society. 

There is rnuc h general trail and rail-trail ii terature that examines the environmental. health 

and social benefits of trails to society and individuals without any research, qualitative or 



quantitative. to back up these stated benefits or determine their magnitude (Go for Green, 

n.d. [a]; Go for Green, n.d. [b]; Trails and Greenways Clearinghouse, n.d.; Cruce. 1997; 

Moore & Ross, 1998). However, several studies attempt to quantify the benefits of trails 

in dollar figures based on their effect on near-by property values (Moore gt gl., 1992; 

Seattle Engineering Department, Office for Planning, 1987), travel costs as a proxy of 

pnce (Siderelis & Moore, 1995). economic impacts on surrounding communities (Moore 

et al., 1992) or trail usen' and non-usen' willingness to pay for the resource (Lindsey & 

Knaap, 1999; Joyal, 1975). These studies are useful for assessing the value of existing 

rail-trail resources where trail users can be surveyed or before and after trail data c m  be 

analyzed. However, no studies were found that attempt to predict the potential value of 

railway comdors as recreation trails. The purpose of this thesis is to fil1 this identified gap 

in the literature by answering the question: how might a method to assess the potential 

value of railway corndon as recreation trails be structured? 

1.2 Research Approach 

Attempting to fil1 the identified gap in the literature by setting up a method for 

assessing the potential value of railway comdors as rail-trails will provide those working 

in the planning or recreation professions with a tool to evaluate the pros and cons of 

supporting the development of a rail-trail. Although this research has not been solicited 

by any agency or organization, this project falls under the heading of applied research, 

which Babbie (1989, 34) defines as research that produces specific facts and findings that 

will have policy implications. This master's research will be of some practical use to 

planners or trail organizations involved in influencing the direction of outdoor recreation 

and open space policies. 



7.2.1 Research Design 

This research project lends itself to qualitative research for three main reasons. 

First, the product of the research is a method, or tool, to evaluate the potential value of 

railway corridors as recreation trails; the product is not a set of statistical observations 

that can be measured and interpreted. Second, the research is exploratory. Third, the 

research approach is inductive in contrast to deductive reasoning, the latter of which is 

usually associated with more traditional logic models of quantitative research. 

The research design was ernergent. That is. the researcher did not enter the 

research process with preconceived ideas about what to include in a method to mess  

potential value. Rather, observations from the literature and discussions with key 

informants will help to guide the development of the method. 

7.2.2 Research Process 

Four steps were taken to answer the research question: ( 1 )  a literature review. (2) 

trial application of the method, (3) key-informant interviews and, (4) re-evaluation of the 

method. This section will discuss why these steps were included and what the limitations 

of the research might be given the research process lollowed. 

The type of literature review used in this research is an integraiive researcli 

review, which attempts to synthesize p s t  research on a topic by providing overall 

conclusions based on previous studies that address related parts of the current research 

question (Cooper, 1983, 11). As stated above, there is a gap in the literature. which is a 

fiamework for assessing the potential value of railway comdors as recreation trails. 

Numerous studies have developed methods to quantiQ or qualify the benefits of existing 

trails, many of which require surveying trail users or analyzing before-trail and afier-trail 



developrnent data. But no studies were found that discuss or attempt to calculate the 

potential value that railway corndors will generate as recreation trails based on their 

current attributes. Therefore, an integrative research review is a good way to synthesize 

previous work on measuring the value of existing trails and use this as a starting point for 

rneasuring potential value. 

In panicular, three bodies of literature are examined to extract the information and 

concepts required to answer the research question. Recreation economics literature and 

naturai resource economics literature are examined to identify relevant methods, 

considerations and issues in rneasuring the value of outdoor recreation and natural 

resources. Both types of resources are applicable to the present study. as rail-trails possess 

attributes that may be considered valuable for both naturai resource and recreation 

resource reasons (e-g.. access to a lake). Therefore. the methods used and lessons learned 

from valuing both types of resourceç c m  be incorporated into a single method to more 

accurately assess the potential value of such dual category attributes. Examination of 

general trail and rail-trail specific literature, the third body of work considered, is 

obviously necessary to identiQ those characteristics specifically related to trails and rail- 

trails that should be integrated into the evaluation method. 

From the literature review, a preliminary rnethod was developed to assess the 

potential value of railway corndors as recreation trails. This involved both identifying 

relevant sources of value, establishing critena to capture each source of value and then 

devising a method to evaluate those critena. Pre-testing on three case study trails in Nova 

Scotia was preformed in order to assess how well the method could be used in the field. 

The third step employed in the research process was key informant interviews. 

niese were conducted once a preliminary evaluation method had been developed and 



results From pre-testing on the case study trails were available. The interviews were quite 

bnef (approximately 30 minutes each) and were conducted by telephone in the interests 

of saving time and money. The interviews followed a semi-stmctured format; the 

interviewer had a general guide for the issues and topics to explore with each recreation 

professional based on the literature review. One advantage of this method is that it 

allowed room in the discussion for issues not addressed by the interviewer to emerge 

(Patton, 1987, 1 1 1). A copy of the interview guide can be found in Appendix A. Based on 

the results from trial application and their own previous rail-trail evaluation expericnces. 

trail "experts" shared their insights about key concems or issues they found with the 

method developed. 

The final step in the research process was to synthesize the information gained 

from the literature review, trial application. and key informant interviews. Incorporating 

al1 this information led to developing an improved method to assess the potential value of 

railway corridors as recreation trails and a discussion of methodological issues and 

considentions for those intending to employ the method. As well. topics for future 

research were identified. 

7.2.3 Data Collection 

Several methods for data collection were employed throughout the research 

process. For the literature review, relevant sources were identified using the ancestry 

approach and computer and paper keyword searches of indexes and abstracts (see Table 

1). Just as in survey research or interviews, it was necessary to consider the population of 

study and sampiing in literature review data collection. Cooper (1984, 37) distinguishes 

between two different populations for an integrative research review. The target 



population consists of al1 literature related to measuring the value of recreation resources 

and rail-trails. In an ideal world, this is where the data would have corne fiom. However, 

al1 this literature could not be located and read in the time available for the project. This 

means the data came From the accessible population, which is al1 the literature that was 

pragmatically obtainable (Cooper, 1984, 37). 

One approach used to obtain the sample from the accessible population was the 

ancestry approach. This is analogous to the snowball sarnpling method for interviewing. 

Essentially, new resources are recruited, and the sample size increased. from the 

bibliography and reference sections of studies in the possession of the researcher (Cooper. 

A second approach for obtaining relevant studies and literature was keyword 

searches of paper and electronic indexes and abstracts. Table 1 below lists the relevant 

paper and elec tronic resources used to address the research question. 

Identification of key informants for interviews was based on the snowball rnethod. 

Starting with the key contact, Michael Haynes of the Nova Scotia Trails Federation, the 

narnes and contact information of individuals he thought rnight have relevant information 

for the project were recruited. Once those key informants were interviewed. their advice 

Table 1. Relevairt Sources for Research 
Paper 

X 
X 

Index 

,Y 

X 
X 
X 
X 
X 
,Y 

Sage Urban Abstracts 
Journal of Planning Literature 
EconLit 
Engineering index 
Public A ffairs International 
SPORT Discus 
Social Sciences Index 
QCAT 

Electronic 

X 
X 
X 
X 
X 
X 

Abstract 
X 



on whom to solicit for information was requested, and so on (Babbie, 1989, 268). This 

process was quite short and limited, however, due to time and money constraints: six key 

informant interviews were conducted and a summary of each interview is included in 

Appendix A. 

1.3 Format of the Thesis 

This chapter of the thesis has laid out the rationale and purpose of assessing the 

potential value of railway corridors as recreation trails and has introduced the research 

approach undertaken to develop a qualitative method to m e s s  this potential value. 

Chapter 2 will expand on how the method was developed by initiating step one in the 

research process, the literature review. It begins with a bnef review of recreation 

economics, trail and natural resource econornics literature pertaining to value 

measurement. Based on this discussion, the sources of value to be included in the rnethod 

are identified. Chapter 3 discusses steps two to four of the research process. Critena to 

measure each source of value identified in Chapter 7 are established and a method to use 

these critena to rneasure potential value is developed. The method is then tested for 

relevance and usefulness through trial application and key informant interviews, the 

results of which are used to re-evaluate the method developed and make necessary 

modifications to better rneasure potential value. Chapter 4 concludes the thesis with a 

brief summary of the thesis findings and discussion of the advantages and drawbacks of 

using the method developed. 



CHAPTER 2 IDENTlFYlNG SOURCES OF VALUE 

2.0 Introduction 

This chapter develops the terms of reference for evaluating the potential value of 

railway corridors as recreation trails. To develop a method to assess the potential value of 

railway corridors as recreaiion trails it is first necessary to identify those attnbutes, which 

contribute to the value of a rail-trail. Moreover, it is necessary to define the t em potentiui 

vuiire and explain why this is used in the malysis rather than the term beriejirs. This 

chapter begins with a discussion of poretrriui id i re  as a unit of analysis drawing upon 

both natural resources and recreation economics literatures. An analysis of recreation 

economics. naturai resource economics and trail/rail-trail literature then follows. focusing 

on identifying and defining the sources of value that may be relevant for this study. This 

chapter concludeç by specifgng those sources of value that contnbute to the porenriul 

vuilte of railway corridors as recreation trails chat will be included in the method 

developed in Chapter 3. 

2.1 Terms of Reference: Potential Value vs. Benefits 

The positive effects attributed to the existence of trails in a community are often 

stated in terms of penonal or social benefits, such as environmental, health, heritage and 

so on. While there is iittle debate about the existence of these benefits they cannot be 

mrasured easily nor used in an informative way to assess or compare the magnitude of 

positive effects accming From recreation resources. It is, therefore, useful and appropriate 

to try and place some economic value on recreation resources, which in many cases 

captures the social and personal benefits arising there frorn. Economic values provide a 



way to capture various benefits and produce a standard measure to compare resources. As 

Walsh ( l986,î  13) points out: 

"Staternents are frequently made to the general effect that outdoor recreation fills 
some profoundly felt need; that it has personal, unique, and highly variable values 
for individuals; that outdoor recreation defies any kind of measurement; or simply 
that it is priceless. But there are those who hold, as we do, that such values are 
directly reflected in economic values and that there is no irreconcilable conflict 
behveen the social values and the specific economic values." 

The tenn henefit is used most ofien in the literature to discuss the positive effects 

of trail development. such as the improvement to an individual's health. or the increase in 

one's property value aRer construction of a near-by trail. The term berzefifs is used mainly 

in a descriptive sense: 

"Trails provide al1 the myriad persona1 and social benefits generated by 
participation in outdoor recreation. such as improvrd health and fitness. 
relaxation. challenge and adventure. farnily togethemess. and an increased 
awareness of nature" (Moore and Ross, 1998, 73). 

Therefore. it is more correct here to use the term and concept of vahie to distinguish the 

measure of potential economic gain accming from the conversion of railway comdors to 

recreation trails from the descriptive benefits to individuals. 

It is quite a simple procedure to list the expected benefits a rail-trail might have 

for an individual or cornmunity. But for municipal planners and other funding bodies this 

list alone cannot justify funding the development of a rail-trail. The rneasurement of 

relevance for justifying rail-trail funding and development must br a net gain ro socieg*, 

whether society is defined as the municipality, region or province. By assessing the 

potential for economic value only those railway comdors that have high potential for net 

social gain will be justified in being constmcted. 



2.2 ldentifying Sources of Value 

There exists a substantial and growing literature on the benefits of recreation trails 

and greenways in our communities. From economic spin-offs to health benefits and 

bringing communities together, recreation specialists and economists have attempted to 

illustrate how trails and greenways enhance our lives. Ln the literature. these benefits are 

oRen sirnply stated as accruing to individuals or cornmunities and the reader must assume 

they have been identi fied through substantial research using reliable and valid methods. 

The one class of benefits that researchers have attempted to quantify is economic benefits. 

Several studies explain how any one of three methods can be used to arrive at dollar 

values for describing the economic value of existing recreation resources: 

The contingent valuation approach (CV) measures the willingness to pay for a 
resource based on survey responses to hypothetical markets; 
The travel cost method ( K M )  is based on the observed behaviour olout-of-pocket 
expenses of usen of recreation resources; and. 
The unit day value approach. which is based on a range of willingness to pay vaiues 
developed by recreation resource research agencies (Walsh. 1986. 195). 

Nevertheless, it  is neither obvious nor explicitly stated how the health. heritage, 

environmental and social impacts of trails and greenways have been measured. nor is 

there any indication that it is actually possible to calculate such values. This section of 

Chapter 2 examines the benefits of recreation trails and other recreation resources found 

in the literature that may be relevant to the research question, including: 

sociai/community, economic use and non-use, health. heritage and environmental 

bene fits. 



2.2.1 Non-use Econornic Values: Existence, Option and Bequest Values 

A considerable amount of economic value, independent of people's use of a 

natural or recreation resource, derives From simply knowing that a resource exists. 

Although there is some debate in the literature about terminology (Freeman, 1993; 

Blomquist and Whitehead, 1995; Loomis and Walsh, 1997; National Park Service, 199 1 ). 

generally these values are known as tio~l-irse vahes and can be defined as follows: 

Existence value cornes from knowing there is a guaranteed opportunity for future 
access to the resource and possibly From moral obligations of stewardship or 
responsibility to protect certain natural or recreation resources (Freeman. 1993. 1-1 1 ; 
National Park Service, 199 1, 8- 10). 
Bequest value is that which anses frorn the desire to bequeath certain natural andior 
recreation resources to future generations (Freeman, 1993. 14 1 : Nationai Park 
Service, 199 1, 8- 10). 
Option value derives from preserving the opportunity for future access to the resource 
(National Park Service, 199 1, 8- 10). 

txistence value c m  be quantified using the CV method, which provides a measure of the 

economic value of recreation opportunities and preserving natural resources (Loomis and 

Walsh. 1997, 159). Survey questions measure the maximum willingness to pay for 

preserving a natural resource even thoush the individuai does not visit the site. In this 

method. hypothetical markets-including information about the quality and quantity of 

the resource and financing options-are used to ask people what they would be willing to 

pay contingent on the existence of the market (Blomquist and Whitehead, 1995. 576- 

578). It is noted that ofien the motivation behind respondents' survey answers is the 

desire to bequeath the resource to future generations, or a desire to preserve options for 

future use. capturing both bequest value and option value. as well. 

Generally, a drawback of contingent valuation is that it is biased to yield high 

existence values for recreation natural resources. This is possibly due to the hypothetical 



nature of the survey questions, as individuals do not actually have to pay what they report 

as their maximum willingness to pay (Walsh, 1986, 214; Blomquist and Whitehead, 

1995,583). 

2.2.2 Economic Benefits 

2.2.2.1 Property Values 

There is zeneral consensus in the literature that most people do not feel that 

property values decrease when they are located adjacent to. or nearby. a recreation 

resource and that many feel property values increase. in fact. several studies have 

reported that the majority of respondents believe that being near a trail or other recreation 

resource increases their property values (Iles and Wiele, 1993; Turco et al., 1992). For 

example. Walsh reports on a study that found the land surrounding a water reservoir 

would increase in value by about two million dollars by the time the project was 

completed. The increase in value was attributed mainly to the recreation opportunities 

arising from its completion (1 986. 223). 

Looking specificaIly at the impact of trails, Moore and Ross (1998, 74) indicate 

that one benefit of trails and greenways is their amenity, which l a d s  to increased nearby 

property values, resulting in an increase in t a  revenue to the local govemrnent. This 

statement is not substantiated by specific evidence or study, however. and they give no 

approximation of dollar values arising frorn this proximity to trails. 

Other studies have detailed very extensive research rnethods io explain how 

horneownen' and real estate agents' perceptions about property values were elicited. 

Roger Moore, Alan Graefe, Richard Gitelson and Elizabeth Porter were cornmissioned by 

the US National Park Service to "...examine what effects rail-trails have on adjacent and 



nearby property values ..." (National Park Service, 1992. i). They found that most 

property o w e n  and real estate agents reported that trails had no negative impact on 

property values, and it was mainly the suburban trail setting property ownen who 

indicated they expected the trail to increase their property values (National Park Service. 

1992. iii). Moreover. real estate agents responded that they thought property nearby. as 

opposed to adjacent to trails, would experience increased property values (National Park 

Service, 1992. iii). This was a survey conducted over a one-year period. but 

unfortunately, no estimates of how much the trails increased propeny values was given. 

Further research does attempt to put a dollar value on the increase in property 

values. albeit an entirely subjective perception by survey respondents. In a 1994 study of 

the Nonhern Central Rail Trail in Maryland, USA, PFK Consulting found that two-thirds 

of survey respondents thought the trail had a positive impact on their property values 

(PFK Consulting, 1994, 1-2). As was the case with the previous study, those properties 

nearby, but not abutting the trail were perceived to have the greatest increase in value. 

This study was able to put amounts of 4500 by realtors and approsimately 52.500 by 

property owners on the increase in individual property values due to the trail (PFK 

Consulting, 1994, IV-48). 

in Seattle, the Office for Planning of the Engineering Department (1987) 

conducted a survey to determine the impact of the Burke-Gillman Trail on property 

values with much the same result as the previous two studies cited. The trail passes dong 

an abandoned railroad right-of-way, through mainly residential neighbourhoods. Results 

of this study indicated that although homes within a hvo block radius were reported as 

easier to sel! and received a pnce of 6 percent higher than average pnces, homes 

immediately adjacent to the trail were not considered as easy to sel1 and received almost 



nothing more than the average pnce of homes (City of Seattle, 1987, 2). Those properties 

adjacent to the trail had a perceived higher risk of noise and other nuisance from trail 

users. 

The literature has shown that both residents' perceptions and actual home sales 

indicate increased propeny value is a benefit of locating near recreation resources. 

particularly trails and greenways in a suburban or more developed area. 

2.2.2.2 Indirect Economic Impact 

It is a well-argued and documented case that usen of recreation resources will 

spend money in the vicinity of the facility when they visit. Spending on items such as 

food, lodging, fuel. and recreation equipment is the economic activity genented by the 

recreation use of resources (Moore and Ross, 1998, 71; Turco et al., 1998. 49; Cruce, 

1997, 5; Iles & Wiele. 1993, 25; Walsh, 1986, 373). In most cases expenditure 

information is gained by surveying trail users on-site, or through the mail. A substantial 

amount of work has been done in this area for al1 types of recreation resources. Several 

US departmrnis and agencies have produced tables estimating the average expenditures 

per person per day for a variety of activities, including camping, hiking and fishing 

(National Park Service, 1991, 8-6). These day unit values are based mainiy on surveys 

that use contingent valuation to determine what people would be willing to pay to have 

such resources available to them. 

There is debate in the Iiterature, however, on two accounts. First, there is no 

consensus about what types of expenditures to include in assessing the economic benefits 

of recreation resources. The problem is whether to include only direct expenditures, 

which result from transactions related directly to the trail visit, or to include indirect 

expenditures, as well, which are those expenditures resulting from direct expenditures. 



For example, a direct expenditure is the purchase of a meal in a restaurant adjacent to the 

recreation area. An indirect expenditure is the additional produce the restaurant owner 

purchases fiom a local f m e r  to make that meal. 

The second debate in the literature is about defining the unit of analysis for 

estimating economic benefits. For exarnple. from a provincial standpoint, exprnditures 

made by residents visiting From other parts of the province do not increase the overall 

economic well-being of the province: if visitors spend money on food and recreation 

rquipment in the vicinity of a trail, it is money unavailable to spend in their own 

community. There is no net economic benefit from the provincial point of view, just a 

different distribution of economic resources-somewhat like a transfer pa-ment. 

Similarly. there is debate about whether to include money spent by local residents on 

goods and services directly related to the trail in econornic analyses. There is likely no net 

benefit to the comrnunity by local expenditures because it is money local residents will 

not spend on other goods and services in their community. In sum. these are changes in 

the distribution of income, or transfen. not real gains in welfare (Walsh, 1986. 375). 

This problem is treated in some studies by including only the money spent by out- 

of-stateiout-of-province tourists in economic analysis of recreation trails. ui Nova Scotia, 

results fiom an extensive on-site intentiew survey of several tnils offered more than one 

estimate of the economic benefits based on the permanent residence of respondents 

(Gardner Pinfold Consulting Inc.. 1999). Expenditures were reported for several 

categories of trail users: tourists From outside the province traveling more than 30- 

minutes drive; tourists fiom outside the province traveling less than a 30-minute drive, 

Nova Scotia tourists traveling more than 30-minutes drive and those living within a 30- 

minutes drive. (Gardner Pinfold Consulting inc., 1999). Results indicated that non-Nova 



Scotians traveling more than a 30-minute drive to the trail spent an average of S 1,2 10 per 

Party. Nova Scotians spent only 5210 when driving more than 30 minutes to the trail, and 

those living within a 30-minute dive spent only 52.50 per party (Gardner Pinfold 

Consulting, Inc., 1999). The reported economic impact will obviously Vary greatly 

depending on the permanent residence of the trail user. 

Other studies do not recognize these distinctions and simply include any 

expenditure related to the irai1 in their benefit analysis. In Maryland. PFK Consulting 

(1994) used a multiplier mode1 provided by the USDA Forest Service, Land Management 

Planning Staff to estimate direct, indirect and induced econornic benefits of the North 

Central Rail Trail. They found 6 1 percent of trail usen spent an average of S203 per 

person in 1993 on goods For use on the Trail, resulting in expenditures of over 5773.246 

with a direct impact of over S88,662.28 in tau revenue for the State of Maryland (PFK 

Consulting, 1994, IV-44 & IV-45). in this case study, the reader must recognize that al1 

types of trail users are lumped together with no distinctions benveen local trail usen 

(property ownen) and possible non-locals (trail users). The resulting dollar figures cannot 

be taken to represent net benefits to the community or state as it  is unclear where dollars 

spent by survey respondents originate. 

One additional indirect economic impact mentioned in several studies is job 

creation. in creating a rail-trail, employment may result From trail associations or other 

community groups receiving funding for trail planning, construction. or maintenance. 

Jobs created through trail operation will likely result From the commercial semices that 

serve trail visitors (Iles & Wiele, 1993, 25; National Park Service, 1992, III-9; Go for 

Green, n.d. a). However, this class of benefit has also been cited as problematic to 



identib and measure (Walsh, 1986, 374), and no study was found that included a method 

to measure employrnent created fiom trail development and maintenance or. 

2.2.3 Health Benefits of Trails 

As a society. North Americans are not getting enough physical activity. The 

Canadian Fitness and Lifestyle Research Lnstitute (CFLRi) estimated that in 1997, just 

over one-third of Canadian children and y u t h  met the guidelines for optimal growth and 

healthy development (Go for Green. n.d. b). tn 1996, the US Surgeon General estimated 

that 60 percent of adult Americans were not regularly active, and another 25 percent were 

not active at al1 (Trails and Greenways Clearinghouse. n.d.). The repercussions of such 

lifestyle choices are numerous, including being costly to the health care system. The 

World Health Organization identifies physical inactivity as one of the four major risk 

factors of coronary heart disease and as a contributing factor for type II diabetes. 

hypertension. obesity, osieoporosis. anxiety and stress (Trails and Greenways 

Clearinghouse, n.d.). The Ontario Ministry of Health has stated that a more active 

population can yield potential economic benefits by reducing the cost of medical care and 

sick leave. absenteeism in the work place; health insurance claims and maintaining the 

independence of older adults, thereby reducing the cost of institutional care (Go for 

Green, n.d. b). 

Trails provide an opportunity to combat these lifestyle ills. They are a place for 

people to relax and take part in physical activity at almost no rnonetary cost to the user, or 

the provider, when compared to traditional recreation facilities such as swirnming pools 

and fitness centres (Iles & Wiele, 1993, 26; National Park Service. 1992, iii). Trails also 

appeal to a large proportion of the population as a variety of activities c m  be performed 



in one space-walking, jogging, cycling, horseback riding, and skiing. Research 

conducted in Canada by the CFLRI (1996) reported that walking (84%); bicycling (44%) 

and jogging (24%) were the most popular physical activities for al1 age groups and for 

both sexes (Go for Green, n.d. a). These are al1 activities easily provided in the 

community by the construction and maintenance of a recreation trail. 

Methods to measure the health benefits of trails include surveys of trail users to 

determine pre-trail and post-trail activity levels and perceptions of how trail use has 

a ffected trail users' li  festyles (Trails and Greenways Clearinghouse. n.d. ). Kim Elliott 

(1998) cites a 1993 study by the RAND Corporation that found each additional mile 

walked or run by an individual would give an extra 21 minutes of Me. This results in a 

saving to US society on average of $0.34 per mile travelled. The results of surveying trail 

users' pre and post trail activity habits could potentially lead to an estimate of economic 

value but again by multiplying the increase in activity tirne (convened to miles travelled) 

by the 50.34 dollar figure. However, this method of measunng health benefits of trails is 

not particularly useful for assessing the potentiai value of trails. as post-trail development 

use data is obviously not possible to procure for undeveloped railway comdors. Health 

benefits of rail-trails can be incorporated into a method to assess the potential value of 

railway corridors as recreation trails only indirectly through user satisfaction. location and 

ca tchent  area and connectivity as discussed below in section 2.3. 

2.2.4 Social Benefits of Trails 

Clarke ( 1996, 25) contends that rrails and greenways provide that elusive "quality 

of life" feature cornmunities are striving for. Trails brhg cornmunities together in many 

ways. First, there is initial planning and development of a trail by interested residents and 



cornmunity associations. Pamierships are formed arnong different associations and 

individuals, including the public and private sectors in planning and implementing the 

trail (Cruce, 1997. 5; Go for Green, n.d. a). This comection between community 

members and groups is continued in the long run to ensure proper trail maintenance. 

Additionally. rail-trails often cross more than one municipal boundary and rnay serve as a 

point of cooperation to bnng together local and regional governrnents. Second. the 

completed trail serves as a meeting place for the community. particularly when it is a 

use ful transportation corridor between other communi ty facili ties suc h as parks, shops. 

and services. h the case where a trail abuts residential property. it is even more likely to 

become integrated into the cornmunity as a place to socialize and connect the community 

(Moore and Ross, 1998, 74; lles and Wiele. 1993,27; Dunbar et al., 1992, 1.12). 

This is a difficult benefit to measure. However, there is mention of how to value 

this benefit in the literature. When asking survey respondents whether a trail contributes 

to their property value, a positive response obviously indicates that the presence of a trail 

makes a community more attractive to live in (City of Seattle, 1987; National Park 

Service, 1992). Surveying prospective hornebuyers about their decision-making process. 

and whether or not they include the presence of  biking and walking trails in the 

community in their criteria about where to purchase is another method to measure the 

social benefits of trails. Finally, surveying residents about the order in which they 

prioritize a variety of recreation facilities including trails, gives one an indication of 

whether people value trails in their communities (Clarke, 1996). 

Again, this class of benefit is similar to health benefits, as the value of social 

change is captured by any change in property values rather than as a social change value 

explicitly. 



2.2.5 Heritage Benefits of Trails 

Current informal trails and greenways tend to have been used in the past and have 

historic significance. Trails and greenways often follow historic transponation routes and 

often link, provide access to, and incorporate historie features such as battlefields, 

bridges. buildings and canals (Trails and Greenways Clearinghouse. n.d.). This is 

particuiarly true of railway comdors. 

The day the last spike of the trans-Canada railway was driven into the Canadian 

Pacific line in British Columbia in 1835 was an important one for Canada. Rail 

transponation was the only way to ship goods and people across the country From east to 

west. Now that millions of kilornetres of railway corridors are being abandoned by 

railway companies. it is an opportunity for communities to preseme and restore the 

historie buildings and comdors that brought the country together (Iles and Wiele. 1993. 

27: Dunbx et al.. 1992, 1.13). For example, historic rail yard buildings on 

Charlonetown's waterfiont are being renovated to provide a location for shops and 

services in the central tourist area. Bridges, tunnels and other engineering marvels can be 

preserved and used not only as infrastructure for new recreation trails. but also for 

interpretive educational purposes (Marsh. 1994). 

There is opponunity with the CV appmach to capture the hentage value of a 

bridge, station, or other structure along the railway comdor (Iles and Wiele, 1993, 25). 

Non-use values include in their measurement the value of preserving and protecting such 

heritage stmctures for intnnsic, altruistic or bequeathal purposes. This is one class of 

benefit that may be measured and quantified in economic ternis. 



2.2.6 Environmental Benefits of Trails 

It is argued in the literature that both humans and non-humans will feel 

environmental benefi ts of protecting and preserving trai 1s and greenways. Preserving 

comdors of open space is considered a key to stabilizing Our ecosystem and protecting 

environmental habitats for a variety of species (Cntce. 1997. 6; Moore and Ross, 1998, 

75). Corridors are also a unique type of open space in that they provide migration routes 

and travel comdors for wildlife (Iles and Wiele, 1993. 26). Greenways provide an 

important link between "islands" of parkland and wildlife habitats that currently exist due 

to expansive and sprawling development at the edges of cities (Trails and Greenways 

Clearinghouse. n.d.). Moreover, this protection leads to interpretive opportuni ties for our 

children and communities about the wildlife that live there (Moore and Ross, 1998, 75). 

Rail-trails and greenways also provide the opportunity for rco-tourism by protecting 

critical habitat (Trails and Greenways Clearinghouse, n.d. ). 

From a human perspective. corridors help to mitigate water, air and noise 

pollution. Greenways are natural buffet zones protecting nvers and streams from 

potentially hazardous urban and agricultural nin-O ff (Trails and Greenways 

Clearinghouse. n.d.; Go for Green, n.d. b). Air quality is improved due to increased plant 

species that "filter" Our air. Also. using trails and greenways as alternative transportation 

routes assists in reducing pollution and greenhouse gases. 

Environmental benefits of trails, such as those listed above, are likely to be 

captured in a CV survey measuring non-use existence and bequest values. 



2.3 Choosing Relevant Sources of Value 

Although many types of benefits experienced by both individuals and 

communities were discussed in the preceding section. not al1 will be identified here as a 

source of value for further study. In some cases, several classes of benefits are grouped 

together and captured in once source of value. in other cases, a particular class of benefit 

is not considered relevant for the present study. Which benefits get transformed into 

sources of value and how exactly that occurs is examined in detail in rhis section of  the 

thesis. 

2.3.7 Property Values 

Based on the results from several studies as outIined above, trails in a more urban 

setting add value to property near the trail. However, this is a transaction between buyer 

and seller represents only a transfer from one party to another. A higher selling pt-ices 

means the purchaser has less money to spend on other goods and services in the 

community and the net gain to society is zero. There may be the potential to have society 

benefit From higher pmperty values if this leads to a higher propeny tau paid to the 

municipality. The transfer of income in this case might end in redistribution in sorne 

socially desirable way. However, for the purpose of rhis thesis, the possible social gains 

due to increased property values are considered a secondary source of value and are not a 

direct impact of conversion of a railway corridor to a recreation trail. 

2.3.2 User Experience 

Trail planning and design m u t  reflect not only the physical needs of trail visitors, 

but also the social dimension of the leisure experience (Westphal and Lieber, 1986, 39). 



The physical attributes of a trail have a great impact on a user's satisfaction with their 

leisure expenence. Those trails that mavimize the attributes deemed most desirable by 

trail users will likely have higher visit volume. Therefore, the magnitude of social and 

health benefits resulting from trails depends ultimately on whether people actually visit 

and make use of the resource. Westphal and Lieber (1986) in their work on user 

satisfaction have developed the p o l i q  capture firmtioti to descnbe the relationship 

between attributes, visitation and anticipated satisfaction. which is discussed further in the 

next section on methods found in the literature. 

2.3.3 Location and Catchment Area 

This is also a key component of determining the potential number of visiton. 

which will affect economic, health, and social benefits as discussed above. Given the 

location of a railway corridor, it is possible to predict the number of visits that will likely 

occur. at l e s t  benveen several different locations, al1 other things being equal. This may 

end up favouring urban trails over rural trails as a much greater population, thus potential 

trail users, will be located in the preferred area of a trail. A method to estimate the 

possible volume of trail visits is detailed in the next chapter of the thesis. 

2.3.4 Non-use Values 

Existence, option and bequest values can capture many of the benefits mentioned 

above such as environmental, social, heritage and health benefits. Additionally. this 

source of value can account for the value that non-trail users attribute to having a trail in 

their community. It is therefore possible to include the value that wider society places on 

the existence of a trail. 



2.3.5 Connectivity 

The connectivity value is unique to railway comdors and rail-trails in that it is 

railway infrastructure. such as bridges, that result in the low cost of conversion and 

enhance the length of trails and connectedness of cornmunities. This is an appropnate 

source of value to account for the environmental benefits arising h m  the development of 

a continuous green comdor including protection of an ecosystem and migration comdor 

and provision of an alternative transportation route. Moreover, social benefits such as 

connection of communities, is captured in the connectivity value as well. 

2.4 Review of Trail Evaluation Methods 

In the preceding section. four categories were identified as key components of 

value in any method to evaluate and compare the potential value of railway comdors as 

recreation rail-trails: ( 1 ) user satisfaction. (2) non-use values, (3)  location and catchment 

area and, (4) connectivity. Two of those sources of value-user satisfaction and non-use 

values-have some type of rneasurement method associated with them as discussed in the 

literature. However, the connectivity and location and catchment area sources of value do 

not have such methods developed in the literature, other than indirectly through the user 

satisfaction criteria. This section of the thesis examines the literature for methods 

developed to measure the value of user satisfaction and non-use sources of value. 

Existence, option and bequest values are O fien measured in the literature using CV 

surveys. For the purpose of this thesis, however, CV is not an option to assess this source 

of value, as it requires a geat  amount of time and money to design, implement and 

interpret a survey. 



in a study of Chicago area trail users, five trail attributes were identified as being 

most important to trail usen' satisfaction, regardless of type of use (Allton and Lieber, 

1983). These attributes are categorized as follows: vegetation changes. time on trail, time 

frorn home, trail surface and trail terrain. in a second study, Westphal and Lieber (1986) 

used these five trail attributes to survey trail users about their preferences. Trail users 

were given descriptions of several hypothetical trails, each with a different combination 

of the five attributes. Survey responses indicated that each user group (bicyclists, joggers, 

day-hikers, and cross-country skiers) preferred a unique combination of trail 

characteristics and Westphal and Lieber were able to identiQ the ideal trail type for each 

group (1986. 43). These attributes were used to develop a policy capture function. which 

assisted in identifjmg the magnitude of satisfaction change with attribute change 

(Westphal and Lieber, 1986). The magnitude of change in satisfaction would differ for 

each type of user, as the different groups have slightly different preferences for trail 

design (Westphal and Lieber, 1986, 43). These values provide the input for developing a 

method to assess a railway comdor's potential value as a recreation trail. 

2.5 Sumrnary 

This chapter has explored literature relevant to identi m n g  sources of value to 

assess the potential vaiue of raiiway comdors as recreation trails. From this discussion. 

five sources of value were identified, four of which will be used in Chapter 3 to develop a 

method to assess potential value. These sources of value as discussed above, are 

considered to capture most of the social and individual benefits attributed to trails. 



CHAPTER 3 DEVELOPING A METHOD 

3.0 Introduction 

This chapter details the process of developing a qualitative method that c m  be 

used to assess the potential value of railway comdon as recreation trails. The method 

developed c m  be used to rank one railway comdor against another and any numbers 

generated in the course of evaluation are ordinal data only. That is, the rank value is not a 

stand-alone indicator of value. It is useful only in the context of comparing several rail- 

trails or railway comdon in order of potential value. Weighting the various sources of 

value included in this method is a subjective decision to be made by those involved in the 

decision to conven a nilway corridor to a recreation trail. 

This chapter is divided into three sections. It opens with a more detailed 

discussion of the research process. Next, a method to m e s s  potential value is developed 

drawing on information and insight gained from the literature review, trial application of 

the preliminary method and key informant interviews. The chapter concludes with further 

consideration and discussion on measunng potential value. 

3.1 The Three Step Research Process 

Step 7: Literafure Review 

Results of the literature review have identified five sources of value contributing 

to the overall value of railway comdors as recreation trails, four of which were 

considered relevant to include in the method: user satisfaction, non-use values, location 

and catchment area, and comectivity. It is now necessary to establish four sets of criteria 

that can be used to assess these sources of value for a railway corridor. 



Step 2: Trial Application 

The purpose of step two is to conduct a preliminary evaluation of the method to 

assess the potential value of railway corridors as recreation trails which was developed 

through the literature review. This is accomplished by applying the criterion to measure 

sources of value to several case study rail-trails in Nova Scotia: the Sable River Rail 

Trail, the Musquodobit Harbour Rail Trail and the Centennial Trail (see Figure 1 below). 

The result is a ranking of the three trails in order of poterltial value according to the four 

relevant sources of value identified in step one. 



Trial application also aids in exarnining how well the method works in the field 

and its relevance in light of actually visiting the case study rail-trails. Dunng trial 

application, the various critena to assess potential value are evaluated as to their 

appropriateness and usefulness leading to suggestions for improvements to the method. 

The nnking of trails also serves as a discussion point for interviews with key infomanis 

regarding the validity of the method developed. 

The Case Study Trails 

Three rail-trails in Nova Scotia were chosen as case study trails for the project. 

The choice of trails reflects diversity of settings-from urban to isolated rural-and levels 

of development-from refitted railway bridges and outhouses to nothing more than the 

removal of tracks by CN. The intention is to test trails with obviously different locational 

attributes. This difference in locational aitnbutes should show up in the ranking as 

measured by the criteria, which will give insight into how well the criteria work. A site 

visit to each trail was conducted in June 2000. A bnef description of each case study trails 

Table 7 Stmrnary Table of Case Study Trails , 

Musquodobit Harbour 1 Rail Trail 

1 1 Re-fitted railway / Links residential, / 1 

Centennia, Sable River / Rail Trail 

Location 

Length 

Key 
Featu res 

Regional 
Municipality 

14.5 km 

bridges 
Washroom and picnic 
facilities 

Town of Bridgewater 1 Sable River 

commercial and 1 
industnal parts of 1 Several 

unimproved rail 
town 

b n d g r  

Ownership 

8km 

1 Trans-Canada trail , Trans-Canada trai 1 

26 km 

Informa1 use 
1 

se.gment 1 segment 
Musquodobit Trailways 

Association 
Coalition of local trail 

associations 



The Musquodobit Harbour Rail Trail 

Figure 2. Steel Truss Bridge oii 

The Musquodobit Harbour Rail Trail is 

located approximately 25 minutes' d ive  from 

Metro Halifau/Dartmouth. Conversion to a 

recreation trail by the Musquodobit Trailways 

Association was completed in October 1998. The 

trail covers 14.5km between the cornmunities of 

Musquodobit Harbour and Gibralter Rock. Several 

former railway bridges dong the trail have been 

refitted for pedestrian traffic, including a steel 

iMusqrcodobit Hrrrbour Rail- Trail 
Sotrrce. T. Baker tniss bridge located only about lOOm from the 

Musquodobit Harbour trailhead. The trail is a part 

of the Trans-Canada Trail initiative and \vas a 

stopping point for Relay 2000. 

The Centennial Trail 

The Centennial Trail is made up of 

approximately Skm of abandoned railway line on 

the outskirts and passing through the Town of 

Bridgewater. It links outlying residential and 

.- industrial areas with the downtown riverfront 

. main Street. It is being developed by a coalition of - - . - 
- :;3 . -- * . - . I  .* . . - -...*-G - . several comrnunity trail associations and is part of 

Figure 3. Cen tennial Trail, Bridge 
Over LaHave River the Trans-Canada Trail initiative. 
Source: T. Baker 



The 

trail 

..- A 
Sable River Rail Trail 

The Sable River Rail Trail is an informal 
k 

not maintained by any group, but it has been 

used For recreation since the railway line was 

abandoned in 1983. This trail is part of the 

Liverpool to Yarmouth CN railway line, which 

was the first in Nova Scotia to be abandoned and 

designated for recreational purposes. The trail is 

approxirnately 2 6 h  long, starting in Sable River 

and connecting with the community of 
Figure 4. Sable River Rail-Trail 

Surnmerville Beach. No community group S~WCLJ: T Baker 

maintains this stretch of railway bed and the bridges that cross the Tidney River, Mitchell 

Creek and Broad River are not fitted for pedestnan traffic and rernain unirnproved. 

Step 3: Key Informant interviews 

in step one, five sources of value for rail-trails were identified, four ofwhich were 

deemed relevant for this project. A set of cri tena for measuring each of the four sources 

of value was then developed into a method to assess the potential value of railway 

comdors as recreation trails. This step in the research process compares trail evaluation 

criteria identified during interviews with trail experts against the initial sources of value 

and critena developed. The results of this cornparison help to show whether the initial 

sources of value are appropriate measures of trail potential and whether important criteria 

to measure trail value were overlooked. 



The Interviews 

Six interviews were conducted with "trail experts" working in various positions in 

the rail-trail field in Nova Scotia. Of the six interviewees, three held volunteer positions 

and three held paid positions. 

Six interviews were conducted afier contacting twelve individuals over a hvo- 

week period in July 2000. Five of the sis interviews took place via telephone. mainly 

because interviewees were located across the province and it was not possible for the 

interviewer to travel long distances. Several interviewees were identified through 

preliminary discussions with Michael Haynes. Executive Director of the Nova Scotia 

Trails Federation. The first group of informants suggested additional contacts. which 

were followed up on. 

The interview process was unstructured and the discussion strayed from a strict 

question answer format to a more informal discussion, which oRen revealed answers to 

interview questions without me specifically asking them. A copy of the interview guide is 

available in Appendix A. Many informants offered further contact names and several 

asked for a completed copy of this thesis. As discussed in the next section, several of the 

criteria used resulted in different trail rankings and other important critena as suggested 

by informants were not included in the initial evaluation method. A surnmary of each of 

the interviews is available in Appendix A. 

3.2 A Method to Assess the Potential Value of Trails 

The three steps of the research process are synthesized here in the development of 

a qualitative method to assess the potential value of railway corridors as recreation trails. 

The next section bnngs together the iiterature review, the trial application on three cases 



study trails and the key informant interviews by discussing criteria and method according 

to each source of value. 

3.2.7 Predicting User Satisfaction: Five Attributes 

In a study of Chicago area trail users, five trail attributes were identified as being 

most important to trail users' satisfaction, regardless of type of use (Ailton and Lieber, 

1983). These attributes are categorized as follows: 

1 1 b. Gravel, woodchips or sawdust 

Table 3. Five Trail A ttribures 
Trail Feature . 
1. Trail Surface 

Characteristics 
a. Dirt 

2. Trail Terrain 
c. Paved 
a. Relatively flat 

5 .  Time on Trail 

b. I hiIl per % kilometre 
c. 3 hills per Y2 kilometre 
a, Less than 1 hour 
b. 1 to 2 hours 

4. Vegetation Changes 

1 1 b. 18 minutes away 

c. 2 to 4 hours 
a. 0-3 changes per Y' kilometre 
b. 4-6 changes per % kilometre 

5. Time from Home 

I 1 c. 36 minutes away 
Soirrce: .-ldapted from Westpltul und Lieber. 1986. 4 1. 

c. 7 or more changes per % kilometre 
a. 9 minutes away (or iess) 

in a second study, Westphal and Lieber (1986) used these five trail attnbutes to 

survey trail users about their preferences. Trail usen were given descriptions of several 

hypothetical trails, each with a different combination of the five attnbutes. Survey 

responses indicated that each user group (bicyclists, joggers, day-hikers, and cross- 

country skiers) preferred a unique combination of trail characteristics. Westphal and 

Lieber were able to identiS, an ideal trail type for each group based on the survey as 

outlined in Table 4 below. 



Bicvciisu 1 Paved 1 2 hills ~ e r  '/r km 1 3 hours 

Table 4. Preferred T d  Types 
Trail 

Surface 

Cross-country Skiing 
Day-hiking 

Vegetation Time 

9 minutes 

Trail 
Terrain 

Joging 
Esual Users 

- - 

5 or more per ?4 km 9 minutes 
7 or more ~ e r  !/2 km 9 minutes 

Time 
On Trail 

Dirt 
D irt 

Source: .-hiupred /rom Wesrphol and Lieber, 1986. 43 

Wood 
Dirt 

Westphal and Lieber also measured the magnitude of change in user satisfaction 

3 hills per '/z km 
i 1 e r  Y km 

that a change in any one of these attnbutes would effect. As illustrated in Table 5 below. 

3 hours 
1 h o u  

O hills per Yi km 
2 hills uer Yi km 

the magnitude of change in satisfaction for each type of user differs for the same change 

1 h o u  
3 hours 

in attribute because each user group has slightly different preferences for trail design 

(Westphal and Lieber. 1986, 43). For example, changing the trail surface from din to 

gravel effects a change in user satisfaction by 5 points for cyclists, but only 2 points for 

joggers. These values provide the input for a rnethod to assess a railway comdor's 

potential value as a recreation trail. 

Table 5. Magnitude of Trail Attribute Ch ange on User Satisfactiort 

Trail Attributes 

Tnil Surface-change from dirt 
to woodchips or yravel 
TniI Surfrice-change from dirt 
to paved 
TraiI Surface-change from 
gravel or woodchips to paved 
Type of Temin (hills per !/: 
kilometre) 
T h e  on Trail (hours) 
Vegetation Changes (per 
iulomeae) 
Distance from Home (minutes) 

Sotrrce: .-ldapredfrorn CVestphal and Liebrr. 1956, 47 

7 

Magnitude of Change 
Difierence from 

Ideal Type 

1 hi11 

!/i hour 

3 changes 

9 minutes 

Jogging 

02 

11 

09 

06 
, 

02 

O 1 

2 1 

Day-hiking 

02 

1 S 

i 6 

03 

02 

I l  

09 

Bicycling 

O5 

34 

2 9 

O 1 

02 

O0 

1 O 

Skiing 

04 

13 

09 

09 

01 

14 

OS 





and the shorter time requirements of hikers and joggers. Thus two nurnbers appear in the 

time on trail column for each rail-trail. 

The feasibility of using the tirne /rom home attribute in valuing user satisfaction is 

questionable. tt was not possible to procure population density information at a small 

enough scale to do these calculations for any of the three case study trails. It may be 

difficult to obtain population density information for such a small-scale area. In the 

particular case of these three trails. it is not clear how including information for time from 

home would affect the results of the user satisfaction ranking. 

4. Compare ideul cmd observed attributes ~rsi~ig the idties il1 Tkble 5 ro score eciclt 
poterrtid site. Ifthe obsenred attribrites are identicrd to [lie ideul nttrihiites. n score of 
zero is recorded. 

M e r  visiting the trails and attempting to apply the criteria developed from the 

literature review, it was clear that Table 5 required modification to reflect the magnitude 

of change in user satisfaction for the equal user situation. The magnitude of change for 

the equal user situation was calculated by taking the average of the magnitude of change 

value for the four types of users listed in Table 5 .  The modified measure of change is as 

Table 7. Eqrîal Uses: Mapitude of Trail Attribute Change on User Satisfaction 
1 

1   rail Surface-change from dirt to woodchips or I - 1 03 l 
Trail Attribute 

Difference from 
Ideal 

grave! 
Trail Surface-change fiom dirt to paved 
Trail S urface-change kom grave1 or woodchips 

Magnitude 
Of Change 

to paved 
Type of Terrain (hills per % kilometre) 
Time on Trail (hours) 
Vegetation Changes (per % kilometre) 
Distance From Home (minutes) 

- 

- 

1 
19 

16 

1 hi11 
!A hour 

3 changes 
9 minutes 

05 
02 
07 
12 



The method to detemine the time front home attribute also required further 

refinement when it came to actually applying the measurement critena. According to 

Allton and Lieber (1983) there are three scales for this attnbute: (1) 9 minutes or less 

away, (2) 10-18 minutes away, and (3) 19-36 minutes away. The trail with the highest 

population proportion within 9 minutes of the tnil  scores O. that with the highest 

population proportion within 10-18 minutes scores -12 and that with the highest 

population proportion within 19-36 minutes scores -24. This ranking should be calculated 

from al1 forma1 trailheads. 

1 Ideal 1 Actual / 1 

Table 8. Potential User Sotis faction of iVfusquodobit Harbo ur Rail- Truil 

Attribute 

Table 9. Poretitial User Satisfaction o f  Sable River Rail-Trail 

Size of Change 
(Table 7') 

1 03 -3 1 
1 hi11 1 O5 I -10 I 

l/:. hour 1 02 1 -60  
3 changes 1 07 I -7 
9 minutes 1 12 1 Lnrivailrible 

D irt 
2 hills 

3i1 hours 
7-1 l/t km 
9 minutes 

i Total Difference -26 

Grave1 
O hills 

1.31 hours 
4-6/ '4 km 

LJnavailabIe 

. - -  a ., 

Magnitude of Change 
(Table n 

1 Ideal 1 Actual 1 1 i 

Total Magnitude 
(Size x Magnitude) 

Attribute 

03 1 -3 
1 
j 

1 hiil O5 ! -10 

Ideal Actual 

Table 1 0. Potentiul User Saiis faction o f  Centeri n iai Trail 

Magnitude of Change 
(Table 7) 

Size of Change 
(Table 7) 

Dirt 
2 hills 

Total Magnitude 
(Size x Magnitude) 

Grave1 
O hills 

Total Magnitude Size of Change 

1 

D irt 1 Grave1 1 

i 

3;1 hours 1 3/1 hours , !Ir h o u  ! 02 01 0 

Magnitude of Change 

03 ! -3 

711 '/: km 
9 minutes 

Total Difference -20 

1 

7+i $5 km 1 3 changes 07 1 O 
Linavailrible 1 9 minutes 1 12 1 Cnavailable 

7 -! !12 km 
9 minutes 

2 hills 
311 hours 

Total Difference -2 1 

07 1 -7 

(Size x Magnitude) 

O hills 1 L hiIl 05 - 1 O 
0.75'1 hours 1 '/Z hour 02 ! -5iO 

4-61 '/i km 
Linrivailable 12 

(Table 7) Attribute 

7 

3 changes 
9 minutes Cnavailrible 

(Table 7) 



5. Use this score to rank potential trail sites agaimt eaclz other. Al1 other factors beirig 
equal. the nearer to zero the score. the grearer the predicted user satisfactio~i as die 
potenrial site is nearer to meetirig the ideal choracteristics. 

The total difference row indicates the score of each case study trail in terms of 

value derived From user satisfaction. As the Sable River Rail Trail scores nearest to zero. 

it is the trail that most closely resembles the preferred trail type as identified in Table 4 

and is ranked first. Second is the Centennial Trail. separated from Sable River by only 

one point, and the third ranked trail is the Musquodobit Harbour Rail Trail. 

Key Informant Interviews 

The criteria and method discussed above attempts to measure potential user 

satisfaction. This includes the five trail attributes identified by Westphal and Lieber: 

terrain, surface, vegetation. time on trail. and time from home. From the interview 

summxies, it is clear that the first three attributes are a consideration in almost al1 trail 

experts' evaluation of a trail. Varied scenery, terrain and natural features are common 

responses to what makes a good trail. However, the results of ranking the case study trails 

differ between case study evaluation and the trail expert opinions. Four trail experts 

ranked the Musquodobit Trail fint because of its physical attributes. Ln case study 

evaluation, the Musquodobit Trail fared no better than the other trails on surface. terrain 

and vegetation criteria and ended up ranked third when time on trail was included in the 

overall user satisfaction ranking. 

Taole 1 I .  Cornpariltg User Satisfaction 

Total Di t'terence 
Rank 

Centennial 
-2 1 
2 

Musquodobit Harbour 
-26 
3 

Sable River 
-20 

1 



The time otl trnil attribute contnbutes to the Musquodobit trail's third place 

ranking because it is rather short for cycling and cross-country skiing activities, whereas 

the other two trails offer longer routes for these uses. 

Furthermore, measuring vegetation by the number of changes per half kilometre is 

not speci fic enough to recognize the di fferences between the Sable River Rai 1-Trai 1 and 

the Musquodobit Harbour Rail-Trail. That is. a change from wooded area to open swamp 

back to wooded area and again to swamp on the Sable River Rail-Trail constitutes three 

vegetation changes. In the case of the Musquodobit Harbour Rail-Trail. those three 

changes may be From deciduous woods to lake to granite outcroppings to swamp. 

Although this also represents three changes, al1 offer a unique change in scenery. 

In attempting to make sense of this difference between trial application and trail 

"expert" ranking, the concept of "scenery" is cmphasized. A more appropriate measure to 

include in the user satisfaction matnx might be the type of scenery viewed by the user. 

not just the number of vegetation changes. in research on visual preferences of Acadia 

National Park users Steinitz (1990) discovered that the composition of a scenc or view 

greatly affected usen' visual satisfaction with their park experience. Steinitz used linrar 

regression meihods to develop a mode1 that tested 38 measures descnbing scenery and 

views dong the Loop Road in Acadia National Park ( 1  990, 223). From this analysis, the 

following factors (in decreasing order of importance) were found to affect users' 

satisfaction with visual landscape in the park: 

1. No views of developed or urbanized landscape or evidence of crowded use. 
2. A sense of mystery (i.e.. curves in trail, edge zones beiween forest and open land or 

water). 
3. Development considered generic to the locality and/or development with "historical" 

character. 
3. Water. 
5 .  No tourist-onented development. 



6. Long distance views. 
7. A "folded" landscape (typically mountains and isiands). 
8. A diverse and well-maintained vegetation distribution. 

Most of the visual preference charactenstics noted above are applicable to the visual 

integrity of rail-trails. but only nurnbers two and eight are captured by the existing 

measure of user satisfaction through the clrange itr vegerntioti attribute. It is possible to 

incorporate the remainder of these charactenstics into the user satisfaction matnx (Table 

5 above) by replacing the change i~ i  vegernlion attribute with more appropriate measures 

of visual satisfaction. A method to m e s s  potential visual satisfaction based on these eight 

characteristics is developed below. 

Each of the eight characteristics received a weight of predictivness of visual 

satisfaction in the Loop Road study. which informs the scoring of each for this method 

(Steinitz, 1990. 224). The absence of developed or urbanized landscape was about twice 

as important to visual satisfaction as the next highest characteristic. Therefore, it has a 

magnitude of 2 in Table 12. Mystery was the next highest characteristic with a weight of 

about 0.5 times that of the nest highest characteristic. Therefore. i t  receives a score of 1 in 

Table 12. The next six characteristics are weighted within approximately one point of 

each other; therefore al1 score ?G in Table 12. 

Because vegetation changes were counted pet $5 kilometre in the Westphal and 

Lieber (1 986) study. the sarne measure holds in the method developed here. This distance 

is assumed to be the length of trail that requires visual change in order to be visual 

stimulating for users. Table 12 outlines the method developed here to measure visual 

satisfaction: 



1 Views of deveIo~ment/urbanization 1 - - 7 

Table 12. Measuring Visual Sutis fuctiot 
Visual Characte ristic 

User Satisfaction Revised 

Points per Occurrence 
Per '/t kilometre 

1 

Curve in traiVedge scenery 1 1 

Based on the preceding discussion of issues brought up through &na1 application of the 

Generic or "histonc" development 
Water 
Tourist oriented development 
Long distance view 
Mountains or islands 
One or more changes in vegetation 

method to assess potential value, the chart to measure user satisfaction has been modified 

YZ 
!h 

- l / r  
'/z 

55 
Y2 

i 

and is presented in Table 13 below. 

Source: ..ldaptedfrorn Sreinic, I W O ,  223-224. 

The method to evaluate potential user satisfaction of a nilway comdor converted to a 

Table 13. Effects of Trail Anribure Change oti User Satisfactiortt- Revised 

recreation trail was also updated to reflect these changes: 

1. Deternrirre ifrltere will be one major user groiip or i f d l  user grotrps ivill share rhe 
trail eqtially (can be foiind b ~ ?  lookitig at statistics /rom near-by existing trails or 
disc~rssions ~viih recreation professiortals ivorking the area). 

2. Use Table 4 to icietztfi the ideal trail characteristics for the major user groiip or die 
equal zrser sitztation. 

3. Yisit potential railavay corridors a d  record hoav well each possible frai1 sire fils rhe 
ideal trail attribtites. 

Trail Attributes 

Trail Surface-change from 
dirt to woodchips or p v e l  
Trail Surface-chringe fiom 
din to paved 
TraiI Surface-change from 
pnvel or woodchips to paved 
T,vpe of Terrain ( hills per '4  
kilometre) 
Time on Trail (hours) 

Jogging 

02 

11 

09 

06 

02 

E Q U ~  
Uses 

03 

19 

16 

O5 

02 
Vkual Satisfaction 
Distance from Home (minutes) 

Scored using Table IZ 
9 minutes 1 1 O 1 08 1 09 1 2 1 1 12 

Difference 
From 

Ideal Type 

f hi11 

55 h o u  

Source: .-klapredfrorn FVestplial and Lieber, 1956, 42  

Skiing 

04 

13 

09 

09 

O 1  

Bicycling 

05 

3 4 

29 

O 1 

O? 

Day 
Hiking 

02 

18 

16 

O 3 

02 



4. Compare ideul and observed attributes lîsirzg the values iri Tables 12 and 13 to score 
each poiential sire. If the observed attributes ure idetiticul to ~ h e  ideul ottribirtes. a 
score of zero is recorded. 

j. Total o r e  for l e  attributes for eaclz site. 

Use the score from step five to rank potential trail sites against each other. Al1 other 

factors being equal, the nearer to zero the score, the greater the predicted user satisfaction 

as the potential site is nearer to meeting the ideal characteristics. 

However, it is not enough to assess the railway comdor as it exists without 

making some judgement about the possibility to improve the potential of user satisfaction. 

The irai1 surface and time on trail variables are fairly simple to alter. It is not difficult to 

bring in the necessary material and equipment to pave a trail. and it rnay be possible to 

constmct several trailheads so that trail users can exit the trail at a distance most suitable 

for their visit. It is also possible to improve the trail terrain and vegetation change 

attributes at some expense by planting and clearing trail edses or doing substantial cut 

and fi11 to create hills. M e r  initial valuation of potential trail sites, a traiI assessrnent 

body should consider possible irnprovements and the trails re-scored in their post- 

improvement state to ensure a more accurate evaluation of the railway comdors' potential 

as recreation trails. 

It is not possible to change the location of a trail; therefore, this variable should be 

given considerable weight in evaluating the potential of a railway comdor. A method to 

deal with the locational attribute is detailed later in this section of the thesis. 

3.2.2 Trail Location & Catchment Area 

Potential volume of visits is a logical indicator of a railway comdor's potential 

value as a trail. If a trail has no visitors, it is obviously not highly regarded by the 

community and has no value to society. A one-hour drive catchment area was considered 



a reasonable area as adapted from land use planning standards for regional park locations 

(Leung, 1999). 

A method to assess the possible volume of visits to the trail is as follows: 

Draiv the ruiliqv corridor with potential trailliead locatioris orz u dot rlerisiy map of 
the area. 
Draiv a circle aroird each trailliead, rvitli each circle represertting one-ltorirs ' 
driving time. nie radius of emh circle from eacli trailhead niw r~ffer,  depediizg on 
speed linlits poster1 on rouds fallirzg ivithiri eaclz circle. 
CalcriInte the popiilciriori falling rvitliiri each of ihe circles ami sirni the total 
popvic~tiori for each trail. 
Holrli~ig al1 otlier factors eqiial. the rrliil ivitlt the greaiest rirrniber of people liiiiig 
witltiri one-liorrrs ' cirive u trailtiead ivill have the nlost visitors. 

Desktop-mapping software would make this process quite quick and efficient. but it is not 

necessary if a high quality dot-density map is available. 

Triai Application 

Potential volume of visits was rneasured using a population density map of Nova 

Scotia. AI1 deveioped trailheads for each case study trail were identified on the map and 

the numbers of people living within one hour's drive (approximately 100km) of those 

tnilheads were identified as potential visitors. Trails were then ranked from one to three 

based on the population failing within its catchment area. Results are as follows: 

Table 24. Trail Locatio~t and Catclirrrent Area Rankitt~ 
1 1 Musauodobit Harbour 1 Sable River 1 Brideelvater 1 

In this instance, the Musquodobit Rail Trail has the highest value indicating the 

Population in 1 OOkm 
Rank 

qeatest potential nurnber of visitors. followed by the Bridgewater's Centennial Trail and 
C 

the Sable River Rail Trail respectively. 

159.000 
1 

32.500 
3 

3 5,000 - 7 



Key Informant Interviews 

A trail's location and catchment area was not an explicit criterion suggested by 

any of the trail experts. However, Laura Barkhouse expressed concem over attempting to 

rank trails that she considered completely different experiences: urban versus rural. Any 

trail ranking computed by using the potential number of visitors to a trail will likely 

favour the urban trail. Both types of trail olfer a legitimate recreation experience and. it 

may be argued, this is measured by the physical trail attributes within the user satisfaction 

source of value and any unique features of the trail are captured in the existence. option 

and bequest values ranking. Having the trail location and catchment area ranking 

potentially favour the more urban trail is not necessarily a problem, as this is just one of 

many indicators of potential value. Rural trails may be Favoured by some other attribute 

included in the method to assess potential value. such as scenery. it is the combination of 

al1 sources of value that lead to a final ranking. 

3.2.3 Qualitative Assessrnent of Existence, Option and Bequest Values 

Although it was not possible to carry out extensive contingent valuation survey 

research to quanti@ existence, option and bequest values ofpotential rail-[rails. ii rnay be 

possible to make some rank order judgement about their possible values. 

To elaborate, it stands to reason that the non-use values of an cndangered natural 

resource. a unique recreation opportunity, or a significant cultural heritage structure will 

likely be higher than those of a standard recreation area or a stand of cornmon hardwoods. 

Therefore. a railway comdor converted to a recreation trail that offers any of the unique 

characteristics noted above will be of higher value than one that passes through standard 

temtory with no hentage structures. 



This method involves assigning a railway comdor one point for each unique 

recreation feature, endangered species (plant or animal) or cultural artefact it possesses. 

Determining what constitutes environmental, recreational or cultural "significance" may 

require interviewing local recreation professionals. environmentalists and historians to 

identifi salient features of the railway comdor. However, highly sensitive sites will likely 

be identified by local media coverage. Once al1 points are distributed, railway corndofi 

can be ranked in order of probable non-use value. 

Trial Application 

This was quite a difficult value to measure. It required discussion with local 

recreation departments and evaluation of the trail association literature to identify the 

number of unique cultural. recreation and natural assets each trail possessed. 

1 1 designated as 1 designated 

Table 1 5. Existeti ce, Option alid Bequest Value Rari king 

W ilderness W ildemess 
Natural Resources 1 Protected Area by / Protecied Area by 

Musquodobit Harbour 
White Lake area 

1 1 NS Dept of Natural ( NS Dept of Natural 

Sable River 
Tidney River area 

Bayer Lake sand 
beac h 

Resources Resources 

Unique Recreation 
Opportunities 

Centennial 

Total Points 
Ran king 

Rail brtdge 
designated a 
histonc 
landmark by 
Town 

Canoeing in chah of 
lakes in White Lake 
protected area 
Adjoining rugged 
hiiung trail to 
Jessie's Diner look- 

Adjacent to 
shopping 
facilities 

Trail connection to 
Wilkins Lake sandy 
beac h 

off point 
5 
1 

7 - 
2 



Again, we see that the value derived fiom the preservation of natural, recreational or 

cultural resources for future generations or possible future use differs for each rail-trail. 

Key Informant Interviews 

Unique trail features such as histonc and cultural sites, natural features, and 

recreation opportunities were brought up during several interviews. It appears these 

sources of value are captured well by the above method. Both Michael H a y e s  and Joel 

Page brought up the issue of interpretive signage in their interviews. This is a point to 

consider when developing a trail. The user may not reap the value of unique resources 

unless clear interpretive signage is erected pointing out the feature. 

3.2.4 Connectivity ldentified and Measured 

Connectivity was identified as being a source of value as it captures several of the 

social and environmental benefits accruing from the conversion of a railway comdor to a 

recreation trail. However. in developing a method to assess this source of value, only the 

social aspects of comectivity have been addressed. 

Trial Application 

A method to assess this attribute was not developed until the trail visits which 

would give insight into this is manifested in a rail-trail. What was developed is as follows: 

count the number of developed trailheads in different towns/communities giving access to 

the rail-trail. Rank the rail-trail with the greatest number of developed access points 

highest. and so on d o m  to the lowest ranked trail with the least number of developed 

trailheads. 

Using the method outlined the following ranking of the three case study trails 

emerges: 



Key Informant Interviews 

As outlined above, connectivity was proposed to measure the links rail trails made 

between comrnunities. However. during the interviews, three trail experts included the 

connection to backcountry trails in the high ranking of the Musquodobit trail. Clearly. 

there is also value in connecting different systems of trails whether this means connecring 

more than one community or just more than one type of trail experience. For example. in 

Bridgewater, the Centennial Trail links up with several parks in the town increasing the 

number of recreation options for the user. ~Moreover. the potential connectivi ty of trails 

should also be included in this evaluation. This means investigating the surrounding 

communities to determine whether or not a trail association is working to develop the 

adjacent section of railway corridor, which will eventually iink the two communities. The 

iblusquodobit trail will eventually be linked with trails passing through West 

Chezzetcook. Lawrencetown and Cole Harbour. nght into downtown Dartmouth adding 

significant numben of people to the potential user list. 

Table 2 6. Corinectivity Rarr king 

3.2.5 Additional Potential Value Issues Identified 

Access to Services 

Three trail experts indicated the types of services provided on or near the trail 

could impact considerably on user satisfaction. Using this as a critenon to assess the 

potential value of railway corridors as recreation trails would likely favour urban areas, as 

obviously more services will exist near the trail location. Howcver, the purpose of the 

# Trailheads 
Rank 

Musquodobit Harbour 
- 3 

1 

Sable River 
- 3 

I 

Centennial , 

I 
2 



exercise is to assess the railway corridor as it stands and as with al1 other sources of value, 

suggestions to increase the potential value of the railway comdor c m  include 

construction of washroorns and picnic areas. Table 1 1 can be used to assess the available 

services surrounding the site (within one kilometre-approximately 15 minutes or easy 

walking distance-of any planned trailhead). 

Table 1 7. ikieasrrriri P A ccessible Services 
1 1 Site A 1 Site B 1 Site C 

Washrooms 
(Meelchair Accessible) 

1 Parking 1 1 1 
1 Garbage Disposa1 1 1 
1 Picnic TabledBenches 

Sports Equiprnent Rental 
Food Services 

1 Total Points 1 1 1 
1 Rank 1 1 1 

Assigr1 one point for each prima? service fol id il1 the slirroiidirig area (itaslrroonrs. 
parkitlg arzd garbage disposal). 
.4ssig1l oize-iralfpoint for each s e c o h n  service fowrd in the siirrowldirlg areci 
Ipicrr cc area. sports equipnt en f re/rtd cnrd food sen~ices). 
Total the poirrts for each site. 
The site wirh the highest poitrr total is rltar with rhe greutest corrcenrration of 
swroirnding senices ami Iras the nrost poteilrial for itrcreusi~rg the idire of user 
salis facliorr. 

Pnmary services are those that will likely be used by al1 types of trail users. whether they 

are planning to spend 15 minutes or one day on the trail. Therefore. more trail usen value 

these services and they worth a higher point value. The secondary services are those 

considered usefùl for day-tnppers. but not short-term users, therefore, they valued by 

fewer users and are worth less. 

Community Involvement 

Four of the six trail experts brought up community involvement as a source of 

value resulting from rail-trail development. They considered this important because it has 



implications for future trail maintenance and long-term planning by the community trail 

association (both likely to impact user satisfaction and possibly connectivity). There is 

potential to put an indirect economic (dollar) value on the number of volunteer hours that 

go into a rail-trail project based on the local wage rate. Although this is a possible 

mesure of value for existing rail trails. i t  is not really a consideration in assessing the 

poreruial value of railway corridors as recreation trails. There is no way to predict the 

amount of volunteer labour that will be involved with a rail to trail project prior to trail 

developmcnt. 

Tourism Potentiai 

Although tourism potential was mentioned on two occasions in the key informant 

interviews, the criteria used to assess this source of value are found elsewhere in the 

method. For example, the trail location takes into account how near to major urban 

centres a trail is found; and, the criteria for existence. option and bequest values considers 

those unique features that may attract tounsts. 

Alternative Transportatioo Route 

Only one of the key informants mentioned this and it is covered in the 

co~ec t iv i ty  source of value. Connectivity considers links with other comrnunities by a 

variety of usen. 

Preservation of a Corridor 

Michael Hayes  suggested there is potential economic value in preserving a green 

corridor for future use as an industrial pathway for a gas pipeline. fibre optic cables. or 

other similar uses. However. this project is concemed with the potential value of a 

railway comdor converted to recreation uses. Thetefore, the value of a green comdor is 

not considered in this thesis. 



3.3 Conclusions: Comparing Potential Value 

The preceding section of this thesis has provided a qualitative method to assess 

five sources of potential value for railway corridon as recreation trails: user satisfaction, 

catchment area, non-use values, connectivity and access to services. The result of 

implementing this assessment should be five matrices with each railway comdor ranked 

from rnost to least potrntial value for each source of value. The following chart provides a 

comprehensive trail ranking which give al1 four sources of value tested in trial application 

equal weight in the total rank value. 

1 Connectivity 1 1 - 7 1 1 

Table 18. Overuil Traii Raitking by Triai Application 

1 Total Rank Value 5 1 8 8 

in this situation, the iMusquodobit Harbour Rail Trail would be most highly valued 

as it has the highest overall ranking (five). Between the Centennial Trail and the Sable 

River Rail Trail the ranking is not as obvious. Although the Centennial Trail ranks second 

in al1 categories and the Sable River Rail Trail ranks third in nvo, the Sable River Rail 

Trail does rank tint in the other hvo categones. Each trail has a total rank value of eight. 

The following table shows the ovenll trail ranking according to key informants. 

Each informant was asked to rank the three case study trails according to their own 

evaluation system. 

Sable River 
1 
3 
3 

User Satisfaction 
LocationICatchrnent 
Existence/Use Value 

Musquodobit Harbour 
3 
1 
1 

Centennial 
b 3 

- 3 

- 7 



Table 19. Overall Trail Ranking Reported by "Trail Experts" 

Overall rank by the trail "experts" appears to be consistent with the ranking in 

Table 18 based on trial application using four of the five sources of value idcntified in this 

chapter. This result indicates that criteria used in the method are valid and useful as they 

L 

Harold Hart 
Michael Haynes 
Don Howard 
Joel Page 

produced a result consistent with the reasoning and evaluation of experts working in the 

field. However. as noted above in the previous section there are additional issues to 

Laura Barkhouse 

consider when evaluating the poteniial value of railway corridors as recreation trails and 

Musquodobit Harbour 
- 

Centennial 
- 

1 
1 
1 
1 

the initial method developed required some modification to better reflect and measure 

Sable River 
- 

sources of value. 

As was indicated in the introduction to this chapter, the ranking of trails merely 

presents decision-makers with some guide to their potentiai value. As the overall [rail 

rank charts (Tables 18 and 19) above indicate, the highest and lowest ranked trails differ 

for each source of value. The rank order of railway comdors will not necessanly be 

identical for al1 five sources of value, therefore, some subjective judgement about which 

source of value should receive the most weight in decision-making is required. It is the 

prerogative of the assessrnent body to give greater weight to those sources of value 

deemed most important in deciding which railway comdors will provide the greatest 

value as recreation trails. It becomes a subjective judgement on the part of the valuation 

body to determine which rail-trail (or railway comdor) ranks highest overall. Therefore, it 

1 
- 3 

3 
- 7 

3 
3 
- 7 , - 



is necessary to decide which sources of value are more important and will have greater 

influence on overall rail-trail value. 



CHAPTER 4 CONCLUSIONS 

4.0 Thesis Summary 

The purpose of this thesis is to answer the question: how might a method to assess 

the potential value of railway comdors as recreation trails be structured? A four-step 

research process was employed to do so. Fint a literature review helped io clarify the 

term potential value and identify sources of value for rail-trails. Next. criteria to measure 

each source of value were developed. based in part on the literature review. The second 

and third steps involved pre-testing the method developed through trial application on 

three case study trails in Nova Scotia and key informant interviews. The founh and final 

step was re-evaluation of the method based on pre-testing and modimng the method to 

make it more relevant and useful. Rrsults of the study indicate that there are five sources 

of value relevant to measure the potential value of railway corridors as recreation trails: 

I . User Satisfaction 
2. Non-use Values 
3. Location and Catchment Area 
4. Connectivity 
5. Access to Services 

Using the method developed allows an assessment body to develop an ordinal 

rank number to compare and judge behveen railway comdors the one that has the most 

potential value. Because the criteria to measure potential value are broken down by 

source of value. it is also possible to identify which sources of value rank the highest and 

the lowest for each railway comdor. An assessment body must. therefore, use its own 

judgement to determine whether each source of value should have equal weight in the 

overall railway comdor rankine and assessment process. 



4.1 Lessons Learned 

4.1.1 Drawbacks: Need for Further Research 

Throughout the research process, and in particular through trial application, it 

became clear that the method developed, given time and monetary limitations, cannot 

provide a measure of the potential value of rail-trails to compare against other recreation 

projects. The ordinal rank number resulting from application of the method provides a 

meaningful cornparison of potential value of projects intending to convert a railway 

corridor to a recreation trail, but the need to choose between alternative sites for rail-trail 

development does not occur ofien. The only organizations likely to make such decisions 

are trail development associations and rail-trail funding bodies. 

A CV survey would have provided a more useful measure of actual dollar values 

to compare the potential value a rail-irai1 project against other recreation projects. The 

measure of consumer surplus resulting from such an approach would be a stand-alonr 

figure to use in  a variety of situations. However, not al1 sources of value identified for this 

thesis would be captured in such a dollar figure. As discussed in Chapter 2. the CV 

approach is used to calculate non-use values (existence, option and bequest), which 

includes social, health, heritage and environmental benefits of trails. This approach would 

not include in its scope the values attributable to user satisfaction. location and catchment 

area or access to services, al1 of which were identified as important contributon to the 

value of a rail-trail. 

There is a need for further research to develop a method that will produce a stand- 

alone figure that reflects al1 relevant sources of potential value of railway corridors as 

recreation trails. Without such a method it is not possible to accurately capture al1 



sources of potential value of railway comdors to compare rail-trail projects to other types 

of recreation projects. Having a method in place to assist in making this type of 

cornparison is essential if recreation planners and funding agencies are to make inforrned 

decisions about which projects to support. Such a method will likely benefit rail-trail 

development when Funding is scarce. 

4.1.2 Advantages: Trail Planning Tool 

The method, as it has been developed. is particularly useful to rail-trail planning 

and development organizations. The completed railway comdor (or rail-trail) evaluation 

provides a ranked index of each tnil attribute making up the five sources of value. 

Because the critena are disaggregated to measure each source of value individually. it is 

possible to determine wiiich aspects of the railway comdor or rail-trail are the most 

valuable currently, and which require the most work to increase their value. Rail-trail 

planning and development can then take this into account and allocate funds in a manner 

that will increase value most quickly. 

4.2 Conclusions 

Although this thesis has developed a method to assess the potential value of 

railway comdors as recreation trails, the results of the method do not prove useful in the 

manner onginally intended. It is not possible to use the number to compare rail-trails to 

other recreation projects. However, the results do provide a useful index of trail attributes 

to assist with trail planning and development. There is more work to be done on 

measuring the potential value of railway corridors as recreation trails to develop a method 

that will allow for comparkon of rail-trails against other recreation projects. 
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A.1 Interview Guide 

Al1 interviews followed the same format. 1 would first introduce myself and ask if 
the individual was willing to speak with me for about 20 minutes about my project. Next 1 
gave a brief surnmary of my project then asked the following questions: 

1. Whether the individual was farniliar with the three case study trails and to rank 
those three trails according to their own standards of "value." 

2. Why the individual ranked the trails in that way, that is, what cntena they used to 
do so. 

3. IF there were any other critena they would use to judge a "good" trail that was not 
used in ranking the three trails. 

4. About funding priorities in the trail developrnent process. 

Finally, I would ask i f  there was anything else the individual wanted to add to the 
discussion and thank them for their time. 

A.2 Interview Summaries 

Laura Barkhouse 
Lunenberg-Queen's Trail Coordinator 
902.4272076 

Not willing to rank trails. Feels that each trail offen a unique expenence (urban 
vs. rural) and it would be like cornparhg apples and oranges. 
The valuable characteristics of the Musquodobit Harbour Rail Trail include a 
wildemess type expenence and a varied landscape, which is not common in rail 
trails. The Centennial Trail is vaiuable because it offers an urban experience, 
which includes a wide variety of services along the trail. 
Another source of value is community involvement or  stewardship. This is 
especially important when considering long-terni trail maintenance. Wi thout 
community support the trail will not be maintained at a high level and user 
experience will suffer. 
A key to the trail development process is having in place a paid trail coordinator 
who can ensure the development of a long-terni trail development plan which is 
required by most funding agencies. 



Jessie DeBaie 
 musq quo do bit Trailways Association Coordinator 
902.845.2254 
rainbow@.istar.ca 

Musquodobit Harbour Rail Trail, Centennial Trail, unfarniliar with Sable River 
Rail Trail. 
Musquodobit Harbour Trail has more community support than the Centennial 
Trail. which is evidenced by more vandalism and garbage found on the Centennial 
Trail. Also, the Musquodobit Harbour Trail provides more variety of experience 
as it links to "'wilderness" trails; combines history and culture with a link to the 
Railway Museum. and has the potential to comect communities al1 the way From 
Musquodobit Harbour to downtown Dartmouth as those communities finish 
construction of their trails. 
Additional criteria by which to judge a trail include tread surface and amenities 
such as washroorns and picnic areas. 
No answer. 

Harold Hart, President 
Shelbume County TraiIs Association 
902.875-4498 

I . Musquodobit and Centennial Trails both rank higher than Sable River Trail. 
2. These trails rank higher due to the scenic value related to the water vistas on each. 

The bridges on each trail provide the user with great visual interest. 
3. No other criteria given. 
4. Refitting bridges was the Tint pnority for the Sable River Trail. Repairing the 

tread surface where it was damaged by vehicles followed this. 

Michael Haynes, Executive Director 
Nova Scotia Trails Federation 
902.425.5450 ext.325 
haynesrnc@sponns.ns.ca 

I .  Musquodoit Harbour Rail Trail, Centennial Trail, Sable River Tnil 
2. Musquodobit ranks highest because it  offers a variety of trail options including the 

backcountry loop off the main rail trail; has a variety of arnenities including 
washrooms and picnic areas; and, has an interesting and varied temin. 

3. Comectivity is important. For example, in the Valley region of Nova Scotia, there 
is almost no crown land available for recreation uses. A greenway built along an 
abandoned railway corridor fills this gap for a variety of recreation users. 
Interpretive sigage is also important. It adds interest and education value to the 
user's trail experience. For exarnple, the Centennial Trail passes within 50m of the 
Carding Mill Museum, but there is nothing on the trail to indicate where the 
museum is located, so visitors may just pass by without receiving the cultural 



benefits. Tounsm potential is something to consider when valuing a railway 
corridor, as we know that tourism bnngs economic value to surrounding 
communities. There is also potential economic value in preserving long distance 
comdon for future railway use or other industrial uses such as power lines. fibre 
optic lines or gas pipelines. 

4. Bridges; interpretive signage; trailhead facilities; marketing; and, cleanng brush 
are al1 priorities in order. A trail coordinator fits in there somewhere near the top, 
as well. With al1 the legislation and pemits required for trail development and 
construction it is necessary to have someone keeping track of what's been done. 
what needs to be done and how to move forward. In Nova Scotia, those trails with 
a coordinator have moved fonvard more quickly and correctly than those without. 

Don Howard 
Nova Scotia Department of Natural Resources. Parks and Protected Areas 
Nova Scotia Trails Destination Funding Committee 
902.662.3030 

Musquodobit Harbour Rail Trail; Sable River Trail; Centennial Trail 
Musquodobit ranks highest because of the variety of habitats and scenery dong 
the trail. As well, access to the back-county loop is valuable. Sable River Trail 
ranks higher than Centennial Trail because it is more of a wilderness experience 
and the nght-of-way is less open and more scenic. Centennial does have the 
LaHave River Bridge. but it does not have as many different views as 
Musquodobit. 
The likelihood of seeing wildli fe is an important criterion. Criteria the funding 
committee looks at includes: proximity to Metro for tourism potential; the number 
of structures and the distance of the tnil which affects the probability of getting 
things done in budget and future maintenance issues; and. the in-kind services the 
community is willing to provide (volunteers are a major portion of this). 
Before DNR and the trail association sign a ~Management Agreement, there must 
be demonstrated community support for the project, both by adjacent landowners 
and al1 types of user goups. A paid trail coordinator makes a big difference in 
getting this done as they act as a liaison between myself at DNRlFunding 
Comrnittee and al1 interested parties. The funding committee has money allocated 
for both Trans-Canada Trail initiatives and backcountry wilderness and coastal 
trails. 



Joel Page 
St. Margaret's Bay Trail Coordinator 
902.826.7 164 
smbtrails@ns,sympatico.ca 

1. Musquodobit Harbour Rail Trail; Centennial Trail; unfarniliar with Sable River 
Trai 1 

2.  Musquodobii ranks higher because of the high level of community support and 
involvement. The Centennial Trail was more a project of the municipality. 

3. Other important criteria to consider include a usable surface, historie features with 
appropriate interpretive signage, natural areas and, "utility" value.. .railway 
corridors have long been used as an alternative means of transportation between 
communi ties. 

1. As mentioned above. surface material is the main prionty for funding. Next would 
corne interpretive signage, then bridges, depending how much work is required. 
Services are not much of a funding priority in more urban settings, as the existing 
community can provide them. 




