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Executive Summary 
Introduction 

New Brunswick has a higher proportion of rural communities than the rest of Canada at 50% 

rural compared to 20% rural (Hanson, 2008, page 1). As such, it suffers from a lack of economies 

of scale to provide meaningful public transportation to many of its residents. New Brunswick is 

a car dependent province overall. Compared to the Canadian average, New Brunswickers are 

more likely to commute by car; are more likely to commute between communities; drive more 

kilometres per vehicle annually; and emit more CO2 per vehicle (Bourgeois and Folster, 2014, 

page 2). 

 

Rural Rides 

In 2014, Rural Rides emerged as a community transportation initiative (CTI) and as a response 

to a lack of transportation options in the Salisbury-Petitcodiac region of Southeast New 

Brunswick, west of Moncton. Rural Rides operates as a volunteer driver program, where 

drivers are only reimbursed for gas and use their own vehicle. Rural Rides’ service has received 

an overwhelmingly positive community response, with many residents living in villages using 

the service in particular to access regular medical appointments in the urban centres. Rural 

Rides’ success in terms of community response and increased number of trips has led it to 

expand twice, first to the rural areas east of Moncton, and then to the rural areas south of 

Moncton. 

 

Figure A: New 

Brunswick in relation to 

other Atlantic Canadian 

provinces. The region 

surrounding Moncton is 

the focus of this study. 
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Report Structure 

This report analyzes Rural Rides within its regional context and explores what can be learned 

from its model as a community transportation initiative, and whether this model could offer 

solutions or lessons for other public transit-deprived regions across Canada. The report 

concludes with recommendations for planners and transportation service provides on how 

community transportation initiatives such as Rural Rides could be further improved to benefit 

community members and to be operated in an efficient way. 

Method and Research Question 

This report uses an exploratory case study research design. The recommendations are based on 

triangulated research methods of a key informant interview and document analysis. Three 

types of documents are analyzed in this report: newspaper articles about Rural Rides, the 

municipal and rural plans of Salisbury and Petitcodiac, and a provincial transportation strategy 

written by RUTAC (Rural and Urban Transportation Action Committee) that contains support 

for community initiatives like volunteer driver programs such as Rural Rides. The key 

informant interview was undertaken with Mr. Ross Alexander, the first president of Rural 

Rides, an original founding member, and a current volunteer driver. The research question is: 

What can Rural Rides teach planners about how to remedy the lack of public transportation 

service in rural communities? 

To understand what planners can learn from Rural Rides, three main objectives should be 

understood about Rural Rides: 

• How Rural Rides emerged 

• How Rural Rides currently operates 

• How Rural Rides functions within the transportation, planning, and sponsorship context 

of New Brunswick 

Figure B: The 

Salisbury-

Petitcodiac region, 

with the villages 

of Salisbury and 

Petitcodiac starred 

in green and the 

municipal borders 

of Moncton 

outlined. 
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Community Planning in New Brunswick 

 

The province of New Brunswick is divided into 12 districts. Each district takes care of the 

planning for the municipalities, rural communities, and unincorporated areas within its district. 

The Salisbury-Petitcodiac region is in District 7 and planning is done by the Southeast Regional 

Service Commission (RSC). The RSC model is a new model since 2012 with the aim of 

streamlining services between adjacent communities. 

Transportation Options Analysis 

There is currently no Uber or similar ride-sharing apps available in New Brunswick. A round-

trip taxi ride between Salisbury and Moncton would cost over $120. An intercity bus system, 

MaritimeBus, stops in Salisbury but not Petitcodiac, and is around $12 one-way. MaritimeBus 

offers 2 or 3 trips a day, but no flexibility in times. The tri-city area of Moncton, Riverview, and 

Dieppe has a municipal bus system, CodiacTranspo, but this does not extend to Salisbury or 

Petitcodiac. Commute patterns suggest that many Salisbury residents work in Moncton, with 

80% of Salisbury residents commuting outside their census subdivision. Comparatively, Rural 

Rides offers flexible, door-to-door service, and costs $30 for a round-trip Moncton-Salisbury. 

Document Analysis 

The RUTAC 2017 strategy revealed strong support for CTIs such as Rural Rides and a 

recognition that they are especially important in rural communities. The strategy recommends a 

stronger role for the province and RSCs in funding them. Municipal plans of Salisbury and 

Petitcodiac demonstrated little to no engagement with transportation challenges such as 

commute patterns and mode shares highlighted in this report. Newspaper articles focused on 

the positive benefit Rural Rides brings to the community, as well as explaining the difficulties 

Figure C: The province of New 

Brunswick divided into 12 

districts. Each district has a 

Regional Service Commission 

that conducts land use planning 

for that area. The Salisbury-

Petitcodiac region is in District 

7 under the Southeast Regional 

Service Commission. 
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Rural Rides has in securing municipal funding from Sackville despite launching a successful 

pilot project expansion in the Tantramar region. 

Key Informant Interview 

The key informant interview confirmed that Rural Rides receives funding from multiple 

provincial departments, from municipal and village councils, as well as from their Regional 

Service Commission (Southeast). The interview revealed that municipal sponsors want proof 

that their donation was spent on a trip to or from their municipality, and that Rural Rides is 

bogged down with tracking these trips. Rural Rides was an organic citizen response to a 

provincial travel survey conducted in 2013. Since emerging, Rural Rides has gathered 

knowledge including on how to run a successful pilot project and has increased rides per year 

from 1,000 to 10,000 since starting drives in 2014. Rural Rides changed from a non-profit 

corporation to a registered charity. Most drivers as well as clients are seniors and use the service 

to access medical appointments, therefore saving the province and taxpayer money on missed 

appointments, ambulance fees, and long-term care housing fees. 

Recommendations 

1) CTIs should accept lump sum donations from sponsors and apply these donations to any 

rides taken within their service area – in Rural Rides’ case, District 7. This would prevent 

cumbersome tracking procedures that link municipalities’ donations to rides taken to and 

from that location. 

2) CTIs such as Rural Rides should present data visualization to prove the regional nature of 

the majority of their trips. This would be a useful tool to convince planners, politicians, and 

the public, that lump sum donations that apply across the region make more sense than 

municipally-based donations. 

3) CTIs such as Rural Rides should refuse internal fundraising requirements associated with 

donations. With rides per year steadily increasing, and only two salaried employees, Rural 

Rides is too busy to fundraise themselves and need to focus on program delivery. 

4) CTIs should target new relevant sponsors. This research shows that Rural Rides saves the 

New Brunswick taxpayer money across the healthcare and employment sectors, so 

organizations who work in those fields are ideal sponsors of Rural Rides. 

5) Planners should leverage and translate CTIs such as Rural Rides’ expert knowledge about 

rural travel behaviour to design a transportation survey that assesses rural areas’ need for 

transportation services. 

6) RSC planners and Rural Rides operators should continue to collaborate, as the regional 

scope of RSCs and the regional scope of Rural Rides’ trips are natural allies. 

7) Multiple actors should collaborate to create a chronological history of all CTIs in New 

Brunswick to facilitate further lessons learned as CTIs may expand throughout the province. 

8) Planners should listen to CTI operators and other local leaders. Much was learned through 

the key informant interview during this research, and planners concerned about public 

transit-deprived regions should learn from existing solutions rather than accidentally 

duplicating services or making a mistake that a CTI already addressed. 
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Chapter 1: Introduction 
This chapter explains the basics of Rural Rides and the problem of a lack of viable 

transportation services in rural regions of New Brunswick. The research question and research 

objectives of this study are also put forward. 
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1.1 The Problem 

This study focuses on the province of New Brunswick in Canada, which has contextual 

challenges in terms of providing province-wide public transportation to both urban and rural 

areas. New Brunswick’s population is 50% rural, which is higher than the Canadian average of 

20% rural (Hanson, 2008, page 1). Trevor Hanson found that “many rural areas in New 

Brunswick have no local transportation alternatives available, and of those that do, most 

struggle for ridership and all have funding issues” (Hanson, 2008, page 1). This is the problem 

that this study explores: the planning challenge of providing viable transportation alternatives 

in rural regions of New Brunswick.  

The challenge of providing public transportation in rural areas is well-documented in 

transportation planning literature. Such services are costly to provide because a low population 

density and a high number of different destinations in most rural areas leads to a high per-

passenger cost for driver salaries and management (Kidder, 1976). The population and size of 

the service area often do not provide economies of scale required for public transportation. 

Subsidies large enough to provide minimum service levels to all who need it in a rural area 

appear to be beyond the fiscal capacity of local governments (Kidder, 1976). This challenge 

remains relevant decades later and across Canada. Greyhound Canada announced in 2018 that 

it was ceasing operations in Alberta, Saskatchewan, and Manitoba, with the senior vice-

president acknowledging that many small towns would lose bus service (The Canadian Press, 

2018). Declining ridership (a 41 percent decline over eight years) in relation to the increasing 

cost to provide service was cited as the primary reason for closure (The Canadian Press, 2018). 

Rural Rides, which operates in the Salisbury-Petitcodiac region of southeast New Brunswick, 

appears to be a successful and viable transportation alternative to a fixed-route bus system for a 

rural region. However, due to missing or incomplete information, Rural Rides cannot be 

appropriately evaluated as a solution to the problem. This study uses various methods to fill in 

information gaps as to the emergence, operations, and policy and sponsorship context of Rural 

Rides. This information will illuminate areas of improvement within the Rural Rides model, 

foster an understanding of policy support needed, and describe barriers to success of such 

community transportation initiatives (CTIs). These research methods allow recommendations to 

be drawn which help transportation planners and CTI coordinators design a program of service 

that is helpful to community members and efficient to operate. 

1.2 About Rural Rides 

Rural Rides describes itself as “a volunteer-powered Registered Charity created in response to 

an ever-growing need in our rural communities for safe, affordable, reliable transportation” 

(Rural Rides, 2015, paragraph 1). Rural Rides largely follows the ‘dial-a-ride’ model, in other 

words, operates as a taxi service with drastically reduced prices. Rural Rides is entirely 

dependent on volunteer drivers who use their own vehicles and are unpaid. The drivers are 

only reimbursed for the price of gas and the price of additional vehicular insurance.  
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Rural Rides’ website lists a range of potential pick-up locations in various villages in the 

Salisbury-Petitcodiac region and states that they will drop off clients to destinations outside of 

the region. They list a range of potential trip purposes, including leisure purposes, as long as 

Rural Rides receives a 48-hour booking notice. 

Local public or semi-public transportation services in New Brunswick include those operated 

by non-profit associations, nursing homes, private companies, as well as municipally-sponsored 

systems (Hanson, 2008). Rural Rides is one such transportation service at the local level that 

operates as a registered charity and is funded by a wide range of sponsors such as community 

action groups and municipal villages. 

Rural Rides began operations in 2014 in the rural region to the west of Moncton, New 

Brunswick’s most populous city. This rural area is called the “Salisbury-Petitcodiac region”, 

after the two main villages. Salisbury is 23 kilometres west of Moncton and Petitcodiac is 44 

kilometres west of Moncton (Figure 1).  

 

Rural Rides has seen great success in terms of ridership and community response, while 

struggling to retain sponsors and volunteers like many non-profits and charities. After starting 

operations in the Salisbury-Petitcodiac region in 2014, Rural Rides saw success and regional 

demand and expanded to the Tantramar region (south of Moncton) in 2017. This expansion saw 

Rural Rides servicing villages and towns such as Port Elgin, Dorchester, and Sackville (Saltwire 

Figure 1: Salisbury and Petitcodiac (green stars) relative to Moncton, New Brunswick. Source: Google Maps, 2020. 



Page 11 of 75 
 

Network, 2017). In 2018, Rural Rides expanded again to towns and villages east of Moncton 

such as Shediac, Beaubassin, and Memramcook (CBC News, 2018). Due to scope, this study 

focuses on Rural Rides’ original service area of the Salisbury-Petitcodiac region. However, Rural 

Rides’ success and its ability to expand twice is an important premise of this study as it shows 

that the transportation service is needed in rural New Brunswick and suggests that Rural Rides 

may be a viable alternative to meet this demand. 

“Community transportation initiative” (CTI) is a term used by New Brunswick’s Rural and 

Urban Transportation Advisory Committee (RUTAC). A “CTI” refers to a community-initiated 

transportation service such as a volunteer driver program or community van, typically initiated 

in rural areas with a lack of existing transportation alternatives (RUTAC, 2017, page 23). As 

such, the definition applies to Rural Rides. Rural Rides is often referred to as a “CTI” 

throughout this study.  

1.3 Research Question 

This research will conduct an exploratory case study analysis of Rural Rides as a community 

transportation initiative (CTI). The research question for this report is:  

What can Rural Rides teach planners about how to remedy the lack of public transportation 

service in rural communities? 

To understand what planners can learn from Rural Rides, three main objectives should be 

understood about Rural Rides: 

• How Rural Rides emerged 

• How Rural Rides currently operates 

• How Rural Rides functions within the transportation, planning, and sponsorship context 

of New Brunswick 

1.4 Scope of Study 

This study focuses on Rural Rides’ original service area, the Salisbury-Petitcodiac region. By 

revealing in-depth details about how Rural Rides emerged, currently operates, and exists 

within the transportation planning context of the Salisbury-Petitcodiac region, this report will 

explore the viability of the Rural Rides CTI model as a transportation option for public transit 

deprived regions elsewhere in New Brunswick or Canada. The report will also illuminate areas 

of improvement within the Rural Rides model, explore policy support needed, and describe 

barriers to success of such community initiatives.  

This report will conclude with recommendations for planners and CTI coordinators as well as 

questions for further research. The recommendations offer ways to prepare for or to plan a 

community transportation initiative that would be most helpful for community members 

suffering from a lack of public transportation, and most efficient for coordinators – who are 

often operating with limited funds and resources. Recommendations are based on what is 



Page 12 of 75 
 

learned about Rural Rides through this study’s triangulated research methods. This research 

will serve as a foundation to build a knowledge base required by planners to support 

community transportation initiatives (CTIs) in New Brunswick and across Canada. 

1.5 Justification for Study 

New Brunswick’s population is 50% rural, which is higher than the Canadian average of 20% 

rural (Hanson, 2008, page 1). The vast majority of New Brunswickers commute by car (90.4%) 

compared to the Canadian average (78.6%). Similarly, more New Brunswickers commute to 

another census subdivision (35.3%) compared to the Canadian average (20.6%). As a result, 

New Brunswickers drive more annual kilometres per vehicle: 16,118 km compared to 15,366 km 

(Bourgeois and Folster, 2014, page 2). Car dependency is a well-established problem and 

challenge in urban and regional planning for a variety of reasons from environmental impact to 

public health. Indeed, New Brunswickers emit 9.4% more CO2 from private vehicle operation 

than the Canadian average (Bourgeois and Folster, 2014, page 2). Only 2.2% of New 

Brunswickers use public transit, compared to 12.7% across Canada, because such services are 

largely non-existent outside of the handful of urban centres such as Moncton, Saint John, and 

Fredericton (Bourgeois and Folster, 2014, page 2). This transportation context of New 

Brunswick makes it a worthy location to explore existing potential solutions to private vehicle 

operation. 

Robert Cervero writes in the preface to his book, Paratransit in America: Redefining Mass 

Transportation, “must the choices always be limited to either driving or taking a fixed-route, 

fixed-schedule public bus?” (Cervero, 1997, page xiv). As such, a broad definition of paratransit 

is any transportation service that is non-fixed route, and therefore individualized to the client’s 

need. A 2010 study on Ontario transportation policy cites the need for research into the nature 

of paratransit services in smaller municipalities and rural areas because “paratransit services do 

not form part of the provincial priorities for investment compared to fixed-route” (Mercado et 

al., 2010, page 657). In the New Brunswick context, Trevor Hanson also cites a call by the TRB 

(Transportation Research Board) AP060 Paratransit Committee in 2007 for studies on the factors 

contributing to “the success of volunteer driver programs in different settings” (Hanson, 2013, 

page 1). This study can be seen as a response to these and other similar calls for research on 

alternative transportation services that operate in rural regions and smaller municipalities. This 

study’s focus on the community-initiated transportation service of Rural Rides in the Salisbury-

Petitcodiac region will provide lessons for planners who are concerned about a lack of viable 

public transportation options in their rural communities, and will hopefully broaden the scope 

of options that they will consider as remedy. 

1.5 Report Outline  

The remaining report is structured into five chapters. Chapter 2 describes the research 

methodology and data. Chapter 3 outlines background information of the study area, including 

a demographic analysis of Salisbury and Petitcodiac, a brief explanation of the Regional Service 
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Commission planning model, and an evaluation of existing transportation options. Chapter 4 

presents document analysis of a provincial transportation plan by RUTAC (Rural and Urban 

Transportation Advisory Committee), the municipal village plans of Salisbury and Petitcodiac, 

and online newspaper articles about Rural Rides. Chapter 5 presents findings from a key 

informant interview with Mr. Ross Alexander, a founding member and former president of 

Rural Rides. Chapter 6 presents a summary of research findings and 8 recommendations based 

on the findings. 
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Chapter 2: Research Method 
This chapter explains the research method and sources used for this study and in so doing 

shows the reader what to expect in each chapter.  
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2.1 Exploratory Case Study 

This goal of this study is to examine community transportation initiatives as a potential public 

transportation option in rural Canadian communities.  This is done using an exploratory case 

study research design (Yin, 2009). This report presents an exploratory case study of Rural Rides, 

a community transportation initiative in the Salisbury-Petitcodiac region of Southeast New 

Brunswick. The case study includes background demographic analysis, document analysis, and 

a detailed key informant interview. Documents analyzed include a RUTAC (Rural and Urban 

Transportation Advisory Committee) transportation strategy called From Surfaces to Services, 

Salisbury and Petitcodiac’s municipal plans, and three online newspaper articles about Rural 

Rides. Document analysis and the interview were complementary, with the interview filling in 

substantial missing information. 

2.2 Precedents 

Hanson (2013) studied community-initiated, volunteer powered rural transportation services in 

New Brunswick. The study acknowledges that in New Brunswick “many citizens in rural areas 

are wholly dependent on their automobile to meet their transportation needs given a lack of 

other acceptable alternatives, such as public transportation” (Hanson, 2013, page 2). Hanson’s 

research uses a feasibility study approach, surveying prospective users and volunteers on 

anticipated factors that would impact the success of a potential rural volunteer driver program 

focused on medical appointments. The research gauges the feasibility of replicating an existing 

“community transportation alternative” called Charlotte County Dial-A-Ride in southwest New 

Brunswick. According to the study, “the development of volunteer driver programs” is “one 

approach to bridge the gap between a lack of formalized services in lower density markets and 

instances where friends and family cannot provide assistance” (Hanson, 2013, page 2).  

Hanson’s study used 68 surveys, mainly from the town of Sussex in New Brunswick, and 

concluded that the majority (around 80%) of prospective users stated it would be important to 

use the service to access medical appointments either in Sussex or Saint John, the major city in 

southern New Brunswick. Around 40% expressed that it was important to use the service for 

shopping or other trips (Hanson, 2013, page 8). Out of the 68 respondents, 22 individuals 

indicated that they would be potential volunteer drivers, but only 11 individuals would be 

available to be a driver on weekdays, when the majority of medical appointments occur 

(Hanson, 2013, page 9). The majority also felt it was important to “know their driver” (Hanson, 

2013, page 8). Other results indicated a preference for volunteer drivers to keep costs low; a 

desire for accessible vehicles; and importance given to safety checks for vehicles and drivers 

(Hanson, 2013). Hanson’s study shows that New Brunswickers interested in volunteer driver 

programs have a preference for affordability, accessibility, and a community feel, and would 

use the program primarily to access medical appointments. 
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2.3 Method: Demographic and Geographic Analysis 

Relevant demographic and commute trip data were retrieved from Statistics Canada website to 

produce community profiles of the villages of Salisbury and Petitcodiac. The same variables 

were collected for Moncton (the nearest urban centre), New Brunswick, and Canada, to 

understand Salisbury and Petitcodiac in their regional context. Regional transit websites were 

used to understand the cost and schedules of the transportation options available to residents of 

Salisbury and Petitcodiac. Government reports were used to briefly explain how community 

planning in New Brunswick is executed through 12 Regional Service Commissions. 

2.4 Method: Document Analysis 

Document analysis “entails finding, selecting, appraising (making sense of), and synthesising 

data contained in documents” (Bowen, 2009, page 28). Document analysis was conducted in this 

study to understand how Rural Rides emerged, how it currently operates, and how it relates to 

the transportation and planning context of southeast New Brunswick, including the 

sponsorship context. The purpose of document analysis was also to gather sufficient 

information to then clarify with specific questions during the key informant interview. Six 

documents were analyzed in this study: 

• From Surfaces to Services: A Provincial Transportation Strategy (2017) – RUTAC (Rural and 

Urban Transportation Advisory Committee) 

• Salisbury Municipal Plan (2010) – Village of Salisbury, Southeast Regional Service 

Commission 

• Petitcodiac Rural Plan (2018) – Village of Petitcodiac, Southeast Regional Service 

Commission 

• Rural Rides helps Salisbury people get around (October 2014) – Doria-Brown, CBC News 

• Rural Rides expanding its pilot program in Tantramar into full-time service (November 2017) – 

Saltwire Network 

• Rural transportation service expands to meet 'overwhelming need' (July 2018) – Weldon, CBC 

News 

The RUTAC strategy was analyzed first as this document applies to the largest unit: the 

province of New Brunswick. The content of this strategy was analyzed according to the 

following four categories: 

• Category 1: Community transportation initiatives or Rural Rides specifically 

• Category 2: Specific transportation needs of people living in rural communities 

• Category 3: Other specific transportation needs 

• Category 4: Other relevant information about the transportation planning, funding, and 

policy context of New Brunswick 

The RUTAC plan was analyzed according to the following steps: 

• Step 4: The plan was read in its entirety with relevant quotations highlighted.  
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• Step 2: Each highlighted quotation was typed up into a main document with the page 

number noted. 

• Step 3: Each quotation was re-read and assigned a number corresponding to one of the 

four categories. 

• Step 4: Quotations were copy-pasted and organized into the four categories. 

• Step 5: The quotations in each category were re-read. This allowed common themes of a 

category to be pulled forth. Quotations that seemed repetitive were considered to be an 

important point of the document. Overall themes and main points of each category were 

written in chapter 4 of this study.  

Next, the two village community plans were analyzed. Because these two plans do not 

explicitly concern transportation, a different approach was taken compared to the analysis of 

the RUTAC strategy. Both the Salisbury and Petitcodiac plans were available in PDF format on 

the Southeast Regional Service Commission’s website (NBSE). This allowed for key word 

searches of words such as, “drive”, “car”, “transit”, “walk”, “commute”, and “transportation”. 

Additionally, the detailed tables of contents were used to find and then read sections of the plan 

that related to transportation. The results of key word searches and summaries of sections of the 

plans related to transportation were written in chapter 4 of this study. 

Next, the three online newspaper articles were analyzed. Because these articles are explicitly 

about Rural Rides as a service, their document analysis focused on what could be learned about 

the emergence, operations, and policy and sponsorship context of Rural Rides (the three 

research objectives of this study). The articles were read and re-read multiple times and then a 

narrative summary was written for each research objective in chapter 4 of this study. The 

research objective categories (emergence, operations, policy context) were not clear-cut; 

sometimes information from the article seemed to bridge two categories or correspond to none 

of them. Nevertheless, an attempt was made to summarize the three articles along these three 

lines. Extra attention was given to points upon which the three articles agreed, disagreed, or 

areas where the articles appeared to contradict each other or were unclear. These latter areas 

provided entry points for the creation of key informant interview questions. 

2.5 Method: Key Informant Interview 

A series of leading and probing questions was created after conducting the document analysis. 

These questions were sorted according to the three research objectives (emergence, operations, 

policy and sponsorship context). These questions can be found in Annex C of this study. A 

phone interview was set up with Mr. Ross Alexander after calling the Rural Rides phone 

number on their website and asking who might be available to answer such questions. The 

interview was conducted over the phone, was recorded via a laptop with the phone on speaker, 

and lasted approximately one hour. The interview began with the prepared leading questions. 

Per the semi-structured interview method, sometimes probing questions were not necessary, 

and sometimes additional clarifying questions (not prepared in advance) were necessary. After 
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the interview, the recording was listened to and notable points were transcribed or 

paraphrased. Then, they were sorted according to whether they were mainly about the 

emergence, the operations, or the policy and sponsorship context of Rural Rides. The findings 

from the key informant interview were summarized according to the three research objectives 

in chapter 5, and provided the basis for the concluding recommendations in chapter 6. 
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Chapter 3: Background 
This chapter outlines how regional planning is executed through Regional Service Commissions 

in New Brunswick. It analyzes census demographics of the villages of Salisbury and Petitcodiac. 

It situates Salisbury and Petitcodiac in the regional context of southeast New Brunswick in 

terms of proximity to Moncton and urban centres such as Saint John and Halifax. This chapter 

also situates the Salisbury-Petitcodiac region in terms of the existing and nearby public 

transportation options available to residents of the villages: the municipal bus system of 

Moncton and the tri-city area (CodiacTranspo) and the provincial intercity bus system of New 

Brunswick (MaritimeBus).  

This demographic and geographic information helps illuminate why Rural Rides emerged in 

the Salisbury-Petitcodiac region, and sets the stage for more sophisticated questioning and 

analysis to take place through the document analysis and key informant interview chapters. 
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3.1 Community Planning in New Brunswick 

Planning services in New Brunswick are undertaken by Regional Service Commissions. The 

province of New Brunswick is divided into 12 Regional Service Commissions (RSCs). The 

following map (Figure 2) shows the boundaries of each RSC service area. Figure 2 shows that 

Salisbury and Petitcodiac are both in District 7, along with several other municipalities, rural 

communities, and Local Service Districts (unincorporated areas). All communities in District 7 

fall under the planning jurisdiction of the Southeast Regional Service Commission (NBSE, 2020). 

All areas serviced by Rural Rides including their two expansions (e.g. Salisbury, Petitcodiac, 

and Sackville, Beaubassin, Shediac) are part of District 7 as shown in Figure 2. 

 

Figure 2: The province of New Brunswick divided into 12 Regional Service Commissions who conduct planning for that area. 
Rural Rides operates in District 7. Source: SNBSC, 2012. 

This is a relatively new model that was adopted in 2012. Regional Service Commissions are not 

another level or tier of government but are accountable to their municipal and rural community 

members’ town councils, who are in turn accountable to their taxpayers (GNB, 2020). RSCs are 
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legislated and administered by the provincial Department of Local Government, which sets out 

requirements and mandates (GNB, 2020). Regional Service Commissions are required to carry 

out the following services: regional planning, local planning in Local Service Districts, solid 

waste management, regional policing collaboration, regional emergency measures planning, 

and regional sport, recreational, and cultural infrastructure planning and cost-sharing (SNBSC, 

2012, pages 5-7).  

The RSC model comes after the publication of the ground-breaking “Finn Report”, published in 

2008 and written by Jean-Guy Finn, the former commissioner on local governance. The Finn 

report, among other insight, argued for the amalgamation of nearby, smaller municipalities in 

order to streamline investments and services (Finn, 2008). In New Brunswick, “neighbouring 

communities often compete for new investments. . . .which can result in duplication” (SNBSC, 

2012, page 2). The goal of the RSC model is to enable communities “to communicate with one 

another, to plan and prioritize from a regional perspective, collaborate on projects, cost-share on 

service delivery, make mutually-beneficial decisions on investments” (SNBSC, 2012, page 2). 

3.2 Geography 

The following map shows Salisbury and Petitcodiac (starred in green) in relation to the 

municipal borders of Moncton (Figure 3). Salisbury is 23.3 kilometres from Moncton; 

Petitcodiac is 44.4 kilometres from Moncton. Salisbury is estimated to be a 23-minute drive from 

downtown Moncton while Petitcodiac is a 36-minute drive (Google Maps, 2020). Detailed maps 

showing the street networks of Salisbury and Petitcodiac can be found in Annex A of this study. 

 

 

 

 

 

 

 

 

 

 

 

Figure 3: Salisbury and Petitcodiac relative to Moncton, New Brunswick. Source: Google Maps 2020. 
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There are no meaningful medical facilities in the two communities, particularly for the elderly 

or for specialized services. Salisbury has a health centre open two days a week and Petitcodiac 

has a health centre offering basic services such as blood tests and vaccines. Community 

members seeking specialized health care or hospital services need to travel to one of the nearest 

urban centres, such as Moncton, Fredericton, Saint John, or Halifax (Nova Scotia). The following 

map shows Moncton relative to Saint John and Halifax. 

 

Figure 4: Moncton relative to Saint John and Halifax, Maritime provinces. Salisbury and Petitcodiac are just to the west of 
Moncton. Source: OurGeneaology.ca 

Figure 4 shows Moncton in the southeast region of the province of New Brunswick, near the 

border of Nova Scotia, with Salisbury and Petitcodiac just to the west of Moncton (see Figure 3). 

Google Maps estimates that a one-way drive from Moncton to Saint John is 1.5 hours, while a 

one-way drive from Moncton to Halifax is 2.5 hours. 
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3.3 Demographics 

Salisbury and Petitcodiac are both considered census subdivisions (CSDs) and villages by 

Statistics Canada. The following table presents some key census information from Salisbury and 

Petitcodiac shown compared to Moncton CMA, the province of New Brunswick, and Canadian 

averages. 

Table 1: Census information of Salisbury and Petitcodiac (CSDs) compared to Moncton, provincial, and national 

averages. Source: Statistics Canada 2016. 

Variable Salisbury Petitcodiac Moncton N.B. Canada 

Population 

 

2,284 1,383 144,810 747,101 35,151,728 

Population change 

(%)1 

+3.4% -3.2% +4.0% -0.5% +5.0% 

Population density2 

 

168.7 80.4 56.6 10.5 3.9 

Median age 

 

43.4 44.2 42.1 45.7 41.2 

No secondary 

diploma (%) 

21.3% 25.5% 16.8% 22.0% 18.3% 

Single-detached 

dwelling type (%) 

74.7% 77.4% 55.5% 69.3% 53.6% 

Median total 

individual income 

$29,536 $27,674 $33,587 $30,961 $34,204 

Average total 

individual income 

$34,915 $34,752 $41,410 $39,141 $47,487 

Median total 

household income 

$58,478 $54,720 $62,871 $59,347 $70,336 

Median value of 

dwelling 

$150,500 $125,130 $165,727 $150,010 $341,556 

Owner tenure type 

(%) 

73.7% 72.2% 68.9% 74.4% 67.8% 

Commute time of 

45-59 mins 

2.6% 3.9% 2.2% 4.1% 8.8% 

Commute mode as 

driver3 

88.5% 87.4% 80.6% 83.6% 74.0% 

Commute to a 

different CSD 

80.3% 55.6% 30.9% 34.7% 20.9% 

 

  

 
1 From 2011 to 2016. 
2 Per square kilometre. 
3 Of a car, truck, or van. 
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3.4 Demographic Analysis 

3.4.1 Population, Housing, Economics 

Salisbury and Petitcodiac are small villages, with populations of just over 2,000 people and just 

over 1,000 people respectively. Their land areas are 13.5 and 17.2 square kilometres respectively.  

These populations and land areas do not provide economies of scale required for providing 

public transit service.   

New Brunswick is an aging province overall. A 2017 strategy by the New Brunswick Council on 

Aging highlights that 19.5% of the New Brunswick population is senior (aged 65 and older). 

This is higher than the Canadian average of 16.5%. Furthermore, almost half (47.4%) of seniors 

in New Brunswick live in rural communities. This is a notable difference from the rest of 

Canada, where only 20% of seniors live in rural communities and the rest live in urban areas 

(Council on Aging, 2017, page 5). This intersection of an aging population and a rural 

population means that New Brunswick faces a rather unique situation for policy, including 

transportation planning policy. 

Salisbury and Petitcodiac both have an older median age than nearby Moncton. Salisbury and 

Petitcodiac have a younger median age than the New Brunswick provincial average, just by one 

or two years (Table 1). This implies that whatever policy considerations are due an intersection 

of aging and rural populations are certainly needed in the Salisbury-Petitcodiac region. An 

aging population combined with insufficient population for economies of scale for public transit 

helps illuminate why Rural Rides was initiated in the Salisbury-Petitcodiac region. Rural Rides 

may have been a response to aging community members unable to find suitable transportation 

options. This will be confirmed by subsequent research methods (document analysis, key 

informant interview). 

Nearby Moncton demonstrates a younger median age than the provincial average by three 

years – unsurprising given that Moncton is the most populous city in New Brunswick and 

features economic opportunity that could attract families and young people. As of the 2016 

census, Moncton’s population increased 4.1% while Saint John’s – New Brunswick’s other major 

city – population decreased by 3.6% (CBC News, 2017). Salisbury’s population grew at a similar 

rate to Moncton’s, while Petitcodiac’s population decreased (Table 1). This comparative analysis 

highlights the differences in median age, population size, and population change between rural 

Petitcodiac and urban Moncton. Despite being less than 50 kilometres apart, demographics 

indicate a vastly different lived experience for residents of the two communities.  

Not surprising given their designation as villages, Salisbury and Petitcodiac both have 

substantially higher proportions of single-detached dwelling units (75% and 77% respectively) 

than Moncton, New Brunswick, and Canadian averages (Table 1). Also unsurprising given their 

rural nature, Salisbury and Petitcodiac both have lower median individual and household 

incomes for the 2015 year compared to Moncton, New Brunswick, and Canada (Table 1). The 

same trend exists for average individual income: Salisbury and Petitcodiac’s are lower than 
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Moncton, New Brunswick, and Canada, but the average income shows less of a difference 

between Salisbury and Petitcodiac. The majority single-detached housing implies a sprawling 

or spatially distant housing pattern. Particularly considering the distance (20-40 kilometres) 

from Moncton and the lack of health services in the villages, this housing pattern indicates the 

need for car ownership or use. The housing pattern in combination with low income suggests 

that despite living in an environment predicated to car use, village residents may not have the 

income levels to sustain broad car ownership.  

Furthermore, both Salisbury and Petitcodiac have home ownership rates above 70%, higher 

than Moncton at 68% but lower than the provincial average. As high home ownership appears 

to be a provincial trend throughout New Brunswick, little can be inferred about the Salisbury-

Petitcodiac region, but, seen in conjunction with the low property value of dwellings and few 

health services or economic opportunities, it suggests a scenario where residents may want to 

move to an urban centre or a more convenient location but are precluded from doing so due to 

home ownership and a low resell value of their dwelling. The median value of dwellings in 

Petitcodiac is $125k, lower than the provincial average, while Salisbury’s median value is $150k, 

on par with the provincial average. Both values are lower than Moncton, where the median 

value is $165k. Salisbury residents would likely have an easier time selling their property due to 

a shorter commute into Moncton. 

3.4.2 Commute Behaviour 

Table 1 demonstrates that the proportion of people who commute to work as the driver of a car, 

truck, or van is substantially higher in Salisbury and Petitcodiac than in Moncton, New 

Brunswick, and Canada. In the Salisbury-Petitcodiac region, almost 90% of people commute by 

private vehicle (88.5% and 87.4% respectively). Comparatively, 80.6% of Moncton residents 

commute by private vehicle, while the New Brunswick average is 83.6% and the Canadian 

average is 74.0%. This information is crucial to this study because it confirms inferences based 

on the housing pattern and the relative location to urban centres of Salisbury-Petitcodiac: that it 

is a car-dependent region.  

Furthermore, a higher proportion of people in Salisbury and Petitcodiac commute for between 

45 minutes and an hour than in Moncton (Table 1). This variable also indicates car dependency, 

as a commute for 45 minutes outside of the community is likely to only be possible with a 

private vehicle.  

Additionally, the census shows that Salisbury demonstrates a very high percentage of people 

who commute to another census subdivision (CSD) than they reside (Table 1). Table 1 shows 

that 80.3% of Salisbury residents commute to another CSD, compared to 30.9% of Moncton 

residents, 34.7% of New Brunswick residents, and 55.6% of Petitcodiac residents. The high 

percentage of outside-CSD commuters in Salisbury even compared to Petitcodiac indicates that 

Salisbury can essentially be considered a commuter community, with the vast majority of 

residents working outside their community. This is likely due to Salisbury’s proximity (roughly 
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20 kilometres) to Moncton. Salisbury residents can take advantage of Moncton’s population 

increase and economic opportunities while still enjoying a more rural style of life. Indeed, 

Salisbury’s population growth roughly mirrored that of Moncton as shown in Table 1.  

3.5 Transportation Options Analysis 

Scholarship on transportation and travel behaviour in New Brunswick largely corresponds to 

the trends highlighted in this chapter. A 2014 report notes that New Brunswick residents 

commute to a different census subdivision (CSD) or census division more than Canadians 

overall: 35% compared to 20% (Bourgeois and Folster, 2014, page 2). Phrased differently, New 

Brunswick demonstrates “the highest rate of inter-city commuting in Canada” (RUTAC, 2017, 

page 8). Despite high levels of inter-city commuting and inter-CSD commuting, “transportation 

planning in New Brunswick has typically been driven by the needs of individual municipalities, 

not broader regions” (RUTAC, 2017, page 18). This section explains in greater detail the 

provincial inter-city bus system, and the closest municipal transit system, as they pertain to the 

Salisbury-Petitcodiac region. 

3.5.1 CodiacTranspo 

CodiacTranspo is the municipal transit system operated by the Public Transit Governance 

Committee on behalf of Moncton, the City of Dieppe, and the Town of Riverview (the tri-city 

area). CodiacTranspo is a bus system. The network offers 19 different bus lines. A single bus 

ticket is $2.75 but multiple pass options exist, including an unlimited monthly pass for $66.  

RUTAC (Rural and Urban Transportation Advisory Committee) highlights how “today, only 

2.2% of New Brunswick workers commute with transit, the second lowest rate nationally, and 

one third the rate of neighbouring Nova Scotia” (RUTAC, 2017, page 8). This comparison with 

Nova Scotia aims to divest low transit usage from Maritime culture or climate, and rather show 

that it is a result of decisions and planning.  

Despite 80% of Salisbury residents commuting outside of the village, the CodiacTranspo bus 

network does not connect Salisbury to Moncton. The most westward bus stop of the 

CodiacTranspo network (“Atlantic Baptist” bus stop) still requires an additional 16 kilometres 

to reach the village of Salisbury, and an additional 33 kilometres to Petitcodiac. In other words, 

the bus system firmly stops at the municipal borders of Moncton, Dieppe, and Riverview (the 

tri-city area). The additional 16 kilometres can be driven by car in approximately 14 minutes 

along Route 106 to Salisbury, and the additional 33 kilometres in 27 minutes to Petitcodiac, 

according to Google Maps. 

3.5.2 MaritimeBus 

Is this 16-kilometre, 14-minute gap filled by the inter-city MaritimeBus? MaritimeBus lists 

Salisbury as an origin and destination on their website, but not Petitcodiac. So while the 

Moncton-Salisbury trip can be taken, other factors differentiate MaritimeBus from a municipal 

bus system and make it less desirable, particularly for commuting. In particular, the 
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MaritimeBus offers two or three departures per day on a fixed weekly schedule, but not at the 

same time every day. For example, Maritime Bus departs Salisbury at 9:30 am from Thursday-

Sunday only – from Monday-Wednesday the earliest departure is 12:30 pm. The two or three 

daily departures also don’t offer much flexibility. A one-way Maritime Bus ticket costs 

approximately $12 plus tax and fees, depending on the time of booking. 

The inter-city provincial bus system in New Brunswick has changed names over the past few 

years, from SMT, to Acadian Lines, and now to MaritimeBus. MaritimeBus, and its previous 

name iterations, is a private company “subject to government approved routes and fares and 

have restricted competition” (RUTAC, 2017, page 8). In other words, there is just one provincial 

inter-city bus operator.  

3.5.3 ViaRail (Inter-City Train) 

ViaRail also operates in parts of New Brunswick, however, there are only train stations in major 

cities. A search on the ViaRail website for Salisbury and Petitcodiac as destinations or origins 

ends up directing to the MaritimeBus service. Additionally, “the frequency, speed, and 

availability of [ViaRail] service has been reduced in an effort to improve economy”, which now 

makes rail the “least attractive of any motorized travel option” due to generally slower speeds 

compared to the intercity bus or the car (RUTAC, 2017, page 8). As such, ViaRail would be more 

commonly used to reach cities in other provinces such as Quebec or Nova Scotia, rather than 

intra-provincial commuting or regular trips. 

3.5.4 Taxi Companies 

Taxi companies such as White Cab and Aircab operate in Moncton and, when called, indicated 

that they would both pick-up and drop-off in Salisbury and Petitcodiac. The cost of a one-way 

taxi trip between Salisbury and Moncton would be $60-70. This would be more expensive, 

roughly $75, between Petitcodiac and Moncton. Roughly $120 per day (for a round-trip) is likely 

a prohibitive daily transportation cost for most people, particularly for regular trips. Cab 

companies do not originate in Salisbury or Petitcodiac, so for a pick-up at either of these villages 

to occur, the cab driver would likely have to make the initial trip from Moncton. This may be 

factored in to the high price, and may contribute to difficulty securing a cab or to the necessity 

to book well in advance.  

3.5.5 Uber and Other Ride-Sharing Platforms 

At the time of writing, the province of New Brunswick currently does not offer Uber or other 

similar ride-sharing app-based platforms such as Lyft. A 2020 CBC News article explains that 

“ride-sharing is not permitted under the province's Motor Vehicle Act” (CBC News, 2020). In 

2017, RUTAC claimed that it is “likely” that these ride-sharing platforms will “soon” become 

available in New Brunswick cities since they have “captured a considerable share of trips in 

many large metropolitan areas” elsewhere, “despite a number of issues that have been 

associated with them” (RUTAC, 2017, page 25). This means that transportation options for New 

Brunswickers in the Salisbury-Petitcodiac region are municipal bus systems (which do not reach 
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their villages), intercity bus systems (which only reach Salisbury), using their own private 

vehicle, getting a ride with a friend or family member, and Rural Rides. 

3.6 Summary of Demographic Analysis Findings: 

• Analysis of Salisbury and Petitcodiac relative to their regional, provincial, and national 

contexts shows an aging population roughly on par with the provincial average; lower 

income levels; lower property values; a higher proportion of private vehicle commuters 

and more people commuting to outside their community. 

• Salisbury and Petitcodiac have a higher median age than the municipality of Moncton, 

implying that village residents may have specific transportation needs connected to the 

intersection of their age and rural location. 

• Salisbury and Petitcodiac have a higher proportion of housing that is single-detached. 

Additionally, Salisbury and Petitcodiac have a lower median and average annual 

income than New Brunswick and Moncton. This implies residents who are spatially 

distant from each other (in single-detached houses) with lower incomes and spending 

power than those in the nearest urban centre (Moncton). Additionally, Salisbury and 

Petitcodiac are 24 and 45 kilometres from Moncton, respectively. The resulting 

combination is a spatial geography and housing pattern ripe for car dependency, 

without necessarily also having the income levels to sustain broad car ownership.  

• Salisbury and Petitcodiac demonstrate a substantial majority of home ownership, and 

Petitcodiac demonstrates a much lower property value than the provincial average. This 

may suggest that residents are not able to move to another village or city due to a low 

income and a low resell value of their property, even though it would be more 

convenient for them or better correspond to their needs. 

• Salisbury and Petitcodiac have a higher commute mode share by private vehicle than 

provincial averages, and Salisbury has an especially high percentage of people who 

commute to a different census subdivision (around 80%). This implies a car dependent 

society. This also implies few economic opportunities within the villages. A further 

commute, outside of the community, is more likely to only be possible by private car. 

3.7 Summary of Transportation Options Analysis: 

• The municipal bus system of Moncton (CodiacTranspo) ends before reaching the 

villages of Salisbury and Petitcodiac. The gap between the end of the westward lines and 

the villages is 16 kilometres to Salisbury and 33 kilometres to Petitcodiac. This is too far 

to reasonably walk, meaning that another mode of transportation – likely, a car – must 

be procured to reach the villages from Moncton. 

• The provincial intercity bus system does service Salisbury and does run between 

Moncton and Salisbury, however, Petitcodiac is not listed as a destination or origin on 

the Maritime Bus website. The bus offers two or three departures or arrivals per day. 

This schedule does not allow for flexibility outside of the set times, and does not offer 

the same departure and arrival times for each weekday – not conducive to using the 
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intercity bus as a way to commute to work. A one-way ticket Salisbury-Moncton is 

approximately $12. 

• Despite 80% of Salisbury residents commuting outside of their community, 

CodiacTranspo (the municipal transit system of the tri-city area of Moncton, Riverview, 

and Dieppe) does not reach Salisbury. 

• Taxi companies such as White Cab operate in Moncton and, when called, indicated that 

they would both pick-up and drop-off in Salisbury and Petitcodiac, with a cost of $60-70 

one-way between Salisbury-Moncton, and higher between Petitcodiac-Moncton. 

Roughly $120 per day is likely a prohibitive daily transportation cost, particularly for 

regular trips. 

3.8 Chapter 3 Summary: 

Overall, background analysis of the geography, census variables, and transportation options in 

Salisbury and Petitcodiac indicates a car-dependent region. Important medical services are only 

found in urban centres such as Moncton; commute patterns indicate that many places of 

employment are found outside the villages; and income levels do not suggest a lot of disposable 

income to allow for car ownership, ownership of multiple cars per household, or frequent taxi 

rides between Moncton and the villages. Based on the findings in this chapter, it is not 

surprising that Rural Rides originated in the Salisbury-Petitcodiac region. Rural Rides fills a gap 

left by existing transportation options and corresponds to needs of the villagers. Rural Rides is 

more flexible than the intercity bus, and more affordable than a taxi. 
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Chapter 4: Document Analysis 
This chapter puts forth the findings from document analysis in three parts according to each 

type of document analyzed. First, the RUTAC 2017 provincial strategy. This document is 

analyzed according to four categories. Second, the community plans of the villages of Salisbury 

and Petitcodiac. These documents are analyzed using a key word search and their overall 

engagement with transportation. Third, the online newspaper articles from 2014-2018 about 

Rural Rides. These documents are analyzed according to the three research objectives of this 

study: the emergence, operations, and policy and sponsorship context of Rural Rides. 
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4.1 RUTAC Provincial Transportation Strategy (2017) 

This provincial transportation strategy (2017) was written by the New Brunswick Rural and 

Urban Transportation Advisory Committee (RUTAC). RUTAC was given a mandate by a 

provincial department, the Economic and Social Inclusion Corporation (ESIC) to “propose 

improved mobility options for New Brunswick” (RUTAC, page 3). This document was 

published in 2017 after the Committee (RUTAC) underwent a two-year process of research and 

consultations with experts and with the public. The Committee (RUTAC) calls for “an 

integrated transportation vision” and for provincial leadership. The document puts forward 

five reasons why an integrated vision is necessary; five requirements necessary to achieve this 

vision; and five recommendations to achieve this vision. The list of these reasons, requirements, 

and recommendations (i.e. the RUTAC strategy Table of Contents) can be found in Annex B of 

this study. The strategy document will be analyzed in this chapter according to the following 

four categories: 

4.1.1 Category 1: Community transportation initiatives (or Rural Rides specifically) 

Category summary: 

Overall, the RUTAC strategy advocates for an ‘all hands on deck’ approach to transportation 

coordination throughout the province. When listing the relevant parties and levels of 

government needed to achieve this, the “volunteer sector” and “non-profit sector” are regularly 

included as participants. The strategy uses multiple terms, sometimes “community 

transportation initiatives” or “community initiatives”, and sometimes “volunteer driver 

programs”, all seemingly to refer to the same phenomenon, but does not use “paratransit”. The 

phenomenon (CTI) is referred to as a success, and as a way to reduce dependency on the private 

automobile. The strategy also consistently cites the need for more data and more research on 

community transportation initiatives (CTIs). The strategy suggests partnerships between CTIs 

and long-term care homes, local businesses, and other groups. The strategy firmly recommends 

that the provincial government take leadership in supporting CTIs through sponsorship 

funding, financial support for further research, and provincial statements of interest. 

Specific examples: 

• The strategy declares that achieving their transportation vision requires actions from all 

levels of government as well as “the private and volunteer sector” (page 5). Similarly, 

the document laments that many transportation planning exercises do not engage “all 

partners”, including public, private, and community programs (page 13). 

• Coordination is called for between all levels of government and the “non-profit” sectors 

to maximize benefits of current investments (page 14). 

• “Regional volunteer driver programs” are cited as an example of “recent and successful 

initiatives that offer considerable potential for replication” (page 9) and as “successful 

examples of regional transportation initiatives” (page 22). 

• The document alleges that in addition to improvements to transit, New Brunswickers 

are looking for “support for more informal services, such as volunteer driver programs” 
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(page 9). “Support” is defined as potentially financial, but also as “initiatives that make 

it easier for people to volunteer their time or offset costs” (page 9). 

• Exploring “other transportation partnerships, including non-profit operations in 

locations where taxis do not operate” is suggested as a way to transport people to 

medical appointments (page 10). A forum between multiple transportation providers is 

also suggested to facilitate this (page 10). 

• The strategy criticizes New Brunswick at the Centre, New Brunswick’s multimodal 

transportation plan for not including specifics on how to foster the development of 

community transportation, including “community driver programs” (page 13). 

• The strategy explains that ESIC (Economic and Social Inclusion Corporation) “supported 

several data collection exercises by non-profit groups in smaller communities to help 

establish their community transportation services” (page 13). The results are described 

as “useful” but “not readily integrated” to other transportation services (page 13). 

• Citing the need to improve transportation data, the strategy alleges that “non-profit 

community transportation operators may collect some data, but it can be a labour-

intensive paper-based process” (page 20). 

• As part of a proposed provincial statement of interest, this strategy alleges that 

dedicated provincial support should be given to “non-profit community transportation 

programs” as one way to grow alternatives to the private automobile (page 15). 

• As part of a suggestion for an integrated mobile, web, and phone-based travel planning 

platform in New Brunswick, this strategy calls for “additional research into the 

effectiveness and impact of volunteer driver programs” (page 21). 

• As part of the goal of enhancing the availability of affordable, accessible, and effective 

urban and rural transportation options, the strategy makes a call to “enhance the 

regional reach of transit and foster collaboration with non-profit transportation 

operators” (page 22).  

• The strategy references a pilot project of an individual long-term care facility that shared 

accessible vehicles with community groups and suggests studying how this could be 

approached on a provincial level, potentially as a partnership with volunteer driver 

programs (page 22) 

• The strategy highlights a potential partnership between community transportation 

initiatives and local businesses, citing the mutual benefits of allowing more people to 

access places like grocery stores, banks, and government services – as customers and as 

employees (page 23). 

• The strategy suggests providing “stable core funding” to allow community 

transportation initiatives to “focus on service delivery” (page 22). The document 

explains that currently, volunteer driver programs are partially funded by Community 

Inclusion Networks (CINs), various other government funded programs, private 

sponsors, service clubs, and others (page 22). Expenses and activities of these programs 

include training, accrediting, and insuring drivers, reimbursing them, providing 
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dispatch scheduling services, writing grant applications, and bookkeeping (page 22). 

The document suggests that the provincial government of New Brunswick “take the 

lead in helping to alleviate the overhead burden through a provincial program that 

ensures group insurance coverage, stable funding, and consistent training” (page 22). 

4.1.2 Category 2: Specific transportation needs of people living in rural communities 

Category summary: 

Overall, this strategy references the specific transportation needs of rural residents mainly in 

terms of their situation in Local Service Districts (unincorporated areas) as opposed to 

municipalities and the problems associated with this. For example, transportation service 

planning is often not coordinated between municipalities and nearby Local Service Districts. 

This strategy does regularly highlight the specific needs of rural residents, but emphasizes the 

need for an integrated, all-encompassing, and coordinated transportation vision. RUTAC 

suggests that the province or the Regional Service Commissions (RSCs) take the lead in 

executing this. The strategy recognizes that community transportation initiatives (CTIs) are of 

particular importance in rural areas.  

Specific examples: 

• In its introduction, the strategy explains that RUTAC was initially tasked with 

developing “distinct urban and rural strategies”, but realized – due to job commuting 

and service consumption patterns – that “a unified strategy recognizing the specificities 

of rural and urban settings, but also focused on integrating modes and communities” 

would be better (page 6).   

• The strategy states clearly that “nearly all of rural New Brunswick is now exclusively 

dependent on the automobile”. Therefore, the strategy acknowledges that “for most 

people, the automobile will continue to be the transportation mechanism that facilitates 

economic and social inclusion” (page 9). 

• The strategy alleges that land use patterns should be catered to “clients” of community 

driver and ridesharing programs as a way to “enhance the vibrancy and sustainability of 

urban and rural areas” (page 15). 

• When calling for support for volunteer driver programs, the strategy underlines that 

help for these programs “will be of particular need in rural areas” (page 9). 

• The document notes that “many areas of New Brunswick are not covered by a 

transportation plan” – implying smaller, rural areas – in contrast to “larger individual 

municipalities” which do engage in transportation planning to guide their infrastructure 

investments (page 13). 

• Apart from some recent transportation planning studies in Greater Moncton and Greater 

Saint John which involved outlying or adjacent municipalities, the strategy notes that 

“there is no obligation for coordination of transportation service planning among 

smaller municipalities and unincorporated areas” (page 13). 
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• The strategy suggests that Regional Service Commissions (RSCs) “could be the 

facilitating agent for regional transportation planning since they have representation 

from municipal and unincorporated areas” (page 13). This move would require “clear 

direction from the provincial government” regarding the scope of RSCs (page 13). 

Expanding the scope of RSCs and having RSCs work with “member communities who 

already undertake transportation planning” would facilitate cost-sharing and would 

include the “rural areas organized into Local Service Districts, which currently have no 

involvement or input into transportation service planning in New Brunswick” (page 18).  

• The strategy also notes that “travel needs to go beyond municipal borders, and 37% of 

New Brunswickers do not live in a municipality”, using this as an argument in favour of 

the provincial government taking the lead on developing alternatives to single-

occupancy vehicles (page 13). 

• Household travel surveys, a “common tool” to facilitate transportation planners’ 

understanding of residents’ transportation needs, are also “often only used in large 

urban areas in New Brunswick”, precluding understanding of transportation needs of 

“citizens living in smaller towns, villages, and unincorporated areas” (page 20). 

• In reference to volunteer driver programs, the document states that the “majority of 

operations in New Brunswick” are in smaller towns and villages and have “developed 

in response to a lack of shared or affordable private transportation in their communities” 

(page 22). 

• In contrast to urban initiatives like fixed-route transit, smaller N.B. communities “have 

taken the initiative to develop smaller scale transportation programs, such as providing 

a community van”, often in response to employers facing difficulties hiring and 

retaining workers (page 23). 

• The strategy references initiatives by the UK government that use autonomous vehicles 

as a “means to address the ‘last mile’ challenges by bridging residents in rural 

communities onto existing. . . .transportation networks”, suggesting that this is 

something to emulate (page 25). This suggestion makes clear that RUTAC understands 

that there is a ‘last mile problem’ between rural residents and existing transportation 

networks. 

4.1.3 Category 3: Other specific transportation needs 

Category summary: 

Overall, this document pays attention to the specific needs of aging and mobility-reduced 

residents, while also referencing several times how transportation is a means to economic and 

social inclusion. In that sense, the strategy understands how a lower income level can increase 

the challenges posed by a car-dependent transportation system. 

Specific examples: 

• The strategy notes that volunteer driver programs will be of particular help in meeting 

“the individualized transportation needs of persons with a disability” (page 9). The 
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document explains that these programs often “transport people with mobility issues and 

those who do not own vehicles to appointments and errands using a volunteer’s 

vehicle”, and that a common trip purpose is to medical appointments (page 22). 

• The strategy notes that socioeconomic status can have an effect on people’s 

transportation needs and options, stating that “the New Brunswick family, 

demonstrably spending more of its income on transportation than the Canadian 

average, has less disposable income for essentials” (page 4). A major challenge for 

coordination of a provincial strategy, therefore, is “is ensuring that those who can least 

afford to own and operate an automobile have access to safe, efficient, and reliable 

alternatives” (page 19). 

• The strategy quotes RUTAC’s own findings from consultations and discussions that 

“transportation issues” are “constantly identified” for some people as “important 

obstacles to inclusion” in social and economic activities (page 6). Issues for these people 

ranged from difficulty reaching medical appointments, to transit stopping at municipal 

borders, to inconvenient locations of new schools (page 6).  

• The strategy states that there is “currently no plan” to help the increasing number of 

New Brunswick residents who fall into the ’65 years and older’ age group “transition 

from being drivers to passengers due to the health effects of aging and the onset of a 

disability” (page 7).  

4.1.4 Category 4: Other relevant information (e.g. transportation planning, funding, and policy 

context of New Brunswick) 

Category summary: 

Overall, other relevant transportation information in this strategy pertains to the roles and 

responsibilities of different levels of government. The strategy outlines how much of 

transportation in New Brunswick operates in silos. For example, municipal transit is the 

municipality’s responsibility, while the provincial Department of Transportation and 

Infrastructure (DTI) takes care of much of the road infrastructure. Lack of communication 

between various provincial department precludes coordination on transportation, and lack of 

relevant transportation data beyond commute behaviour precludes effective transportation 

service planning. 

Specific examples: 

• In their consultations and discussions, RUTAC found that much of New Brunswick’s 

transportation challenges stem from the fact that “it was not apparent where the 

responsibility lies to address the existing and anticipated transportation challenges” 

(page 6). Within each jurisdiction and sector, “transportation can become further 

segmented” between levels of government depending on whether the issue concerns 

provision of service (e.g. municipal transit), infrastructure (e.g. the Department of 

Transportation and Infrastructure), or programming (e.g. provincial funding for access 

to training to support transportation access) (page 9).  
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• The role of the province is particularly unclear. The strategy underlines that “municipal 

responsibility for transit” is “clearly” delineated, as is the role for federal funding for 

transit, but the provincial role is not specified “aside from ‘encouraging’ and 

‘promoting’” (page 13). The fact that provincial government departments work 

independently from each other means that opportunities to “effectively coordinate 

practices” or to “engage with transportation service providers” are missed (page 17). 

• The strategy suggests that there is “considerable interest” in using “existing provincial 

transportation assets” such as school buses “to support individual and community 

transportation needs” (page 22). The concept of existing assets is of interest to 

community transportation initiatives as they often use community members’ own 

vehicles. However, the strategy also notes that there are “numerous regulatory and 

policy constraints that complicate this for school bus use in particular” (page 22). 

• The strategy also highlights potential benefits to having a “single entity” at the 

provincial level that would support planning, forecasting, and data collection (page 17). 

This entity could facilitate a mechanism “that permits dialogue between government 

service providers and transportation service providers where coordinating 

services. . . .could provide critical mass for ridership” (page 17).  

• In terms of data collection, the strategy laments that although many transportation data 

sources such as vehicle counts and Statistics Canada data on commuting behaviour can 

support transportation infrastructure planning, there are fewer sources that support 

“service planning” (page 13). This distinction is what led to the title of the strategy: From 

Surfaces (i.e. roads, infrastructure) to Services (such as CTIs, etc.). 

• In addition to the unique struggles facing low-income, aging, and disabled people 

mentioned in the previous category, this strategy also notes that “motor vehicle traffic 

incidents are the number one cause of accidents leading to death in New Brunswick” 

(page 10). Additionally, the document notes that transportation contributed to 25.8% of 

New Brunswick’s 2014 CO2 equivalents, “half of which came from passenger vehicles” 

(page 7). These claims show that RUTAC understands the multi-faceted nature of 

problems arising from a car-dependent society. 

4.2 Community Plans 

4.2.1 Introduction: Community Planning in New Brunswick 

Planning services in New Brunswick such as building permits, zoning amendments, variances, 

and recommendations on municipal and rural plans are carried out by Regional Service 

Commissions (RSCs) (NBSE, 2020). There are 12 RSCs in the province of New Brunswick. The 

Southeast Regional Service Commission undertakes planning services for 16 municipalities, 

rural communities, and Local Service Districts (unincorporated areas), including the villages of 

Salisbury and Petitcodiac (NBSE, 2020).  

Regional Service Commissions are not another level or tier of government but are accountable 

to their municipal and rural community members’ town councils, who are in turn accountable 
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to their taxpayers (GNB, 2020). RSCs are legislated and administered by the provincial 

Department of Local Government, which sets out requirements and mandates (GNB, 2020). 

Community Plans are enacted under the authority of New Brunswick’s Community Planning 

Act (Loi sur L’Urbanisme). Member entities of Regional Service Commissions will either have a 

Municipal Plan or a Rural Plan depending on their classification as a municipality or a rural 

community. Municipal Plans and Rural Plans differ in that in Rural Plans, the Zoning By-Law is 

contained within the plan, whereas in Municipal Plans, the Zoning By-law is a separate 

document. The RUTAC strategy acknowledges that “many areas of New Brunswick are not 

covered by a transportation plan” (RUTAC, page 13). Neither Salisbury nor Petitcodiac has a 

separate transportation plan or transportation strategy. The village of Salisbury has a Municipal 

Plan that was consolidated in 2010 and the village of Petitcodiac has a Rural Plan that was 

enacted in 2018. 

4.2.2 Salisbury Municipal Plan: Analysis 

The Salisbury plan was consolidated in January 2010. The plan is divided into four parts where 

“the second part deals with regional and community management issues in terms of 

environmental health, transportation, utilities and services” (page 2). Within this second part, 

the Salisbury plan has a specific chapter on transportation (chapter 5). This chapter states that 

transportation plays an “important role in the lives of all residents and businesses” in Salisbury, 

continuing to clarify that the “primary function of all transportation networks within 

communities” is “access to land” (page 17). The plan supports this claim by citing two 

examples: the completion of the Trans-Canada Highway through Salisbury in 2001 which 

“brought new perspectives in terms of development potential” and the annexation of lands 

north of this highway which guaranteed a larger contribution to the tax base generated by the 

new regional businesses located near the intersection (page 17). As such, the plan mainly 

considers transportation in terms of land development potential.  

The Salisbury plan has a policy in chapter 5 concerning suitable transportation networks. The 

policy states that: “It shall be Council’s Policy, in conjunction with other senior levels of 

government, to continue to provide a suitable transportation network to meet the needs of the 

Village of Salisbury” (page 17). This policy does not spell out what the “needs” of Salisbury 

residents are in more detail. Additional policies in chapter 5 of the plan are concerning the 

provincial ownership of certain roads (and reduced municipal costs as a result); costs of 

maintenance and improvement of municipal roads; and subdivision controls, particularly 

regarding roads where some costs are paid by the developer when a new subdivision requires 

new streets. This policy further illuminates the title of the RUTAC provincial transportation 

strategy, From Surfaces to Services. It is clear that in the Salisbury plan, a transportation 

“network” refers to a road network for cars, and additional policies focus on the maintenance 

and financing of roads. This focus on road “surfaces” is exactly what RUTAC is alleging has 

been over-emphasized in New Brunswick at the expense of much-needed transportation 
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services such as expanded transit and/or better supported community transportation initiatives 

(CTIs). As such, analysis of the Salisbury Municipal Plan supports and helps explain the 

recommendations present in the 2017 RUTAC strategy. 

When conducting a key word search, no results in the Salisbury plan appeared for the following 

words: “bus”, “transit”, “driver”, “drive”, “van”, “commute”, or “walk”. The word “car” 

appeared pertaining to the zoning of “car washes” and similar businesses. This shows that 

commute patterns of Salisbury residents are not part of the Salisbury Municipal Plan. Since the 

Municipal Plan is a land use planning document, this implies that commute patterns and 

transportation mode choice are not considered relevant to the land use planning and municipal 

development of the village of Salisbury. 

4.2.3 Petitcodiac Rural Plan: Analysis 

The Petitcodiac Rural Plan was enacted in August of 2018. The plan states that “it is the 

objective of Council to encourage the continued development of the Village of Petitcodiac as a 

complete community by providing housing, employment, and a full range of amenities for 

residents of all ages” (page 2). Words such as “transportation”, “connectivity”, and “access” are 

notably missing from this description of a “complete community”, suggesting that the 

Petitcodiac Rural Plan focuses on the village itself as a community while largely eliding the 

regional context. The Petitcodiac plan does not have a dedicated chapter to transportation; the 

plan sections are organized around policies and proposals and zoning. 

Transportation is referenced in the policies and proposals surrounding Industrial zoning. The 

plan describes Petitcodiac’s proximity to the rail line and to two major highways in a positive 

light, stating that Petitcodiac therefore “shows potential to be a transportation hub for various 

industries” (page 12).  

No results in the Petitcodiac Rural plan appeared for the following words: “bus”, “transit”, 

“driver”, “drive”, “van”, “commute”, or “walk”. The word “automobile” appeared in the 

Petitcodiac plan in the context of permitted uses and zoning of “automobile service shops”, etc. 

Overall, like the Salisbury Municipal Plan, the Petitcodiac Rural Plan does not devote attention 

to commute patterns and transportation modal choice, implying that they are not relevant 

considerations in land use planning for the village. The Rural Plan does not refer to the 

challenges posed to its residents due to car dependency nor to Petitcodiac’s lack of bus station 

in MaritimeBus’s intercity bus system network. 

4.3 Newspaper Articles 

The following three online newspaper articles are analyzed in this section to gain insight into 

Rural Rides’ emergence, operation, and policy and sponsorship context: 

• October 2014: “Rural Rides helps Salisbury people get around” (CBC News) 
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• November 2017: “Rural Rides expanding its pilot program in Tantramar into full-time 

service” (Saltwire Network) 

• July 2018: “Rural transportation service expands to meet 'overwhelming need'” (CBC 

News) 

4.3.1 Emergence 

The 2014 article analyzes the emergence of Rural Rides in Salisbury. The article implies that a 

lack of transportation alternatives was the impetus, stating that “the rural community [of 

Salisbury] offers no taxi or bus service”. The article states that “residents” of Salisbury “created” 

Rural Rides, confirming that it is indeed a community-initiated service, but gives few other 

details such as which residents or how they got started. 

The 2017 and 2018 articles focus more on the subsequent expansion of Rural Rides into the 

Tantramar region (south of Moncton) and into areas such as Shediac and Beaubassin (east of 

Moncton). While these expansions are not the focus of this study, the articles nevertheless 

provide relevant information as to how a CTI can be initiated or expanded. For example, the 

2017 article explains that the Tantramar region expansion was initiated as a 6-month pilot 

project (in June of 2017). Rural Rides had targets for the number of volunteer drivers; number of 

clients; and number of rides given/taken. All targets were exceeded by the fourth month of the 

pilot project. The targets and results were as follows:  

Table 2: Targets and results of Tantramar 6-month pilot after 4 months (Saltwire, 2017). 

 Target Result 

Number of drivers 5 8 

Number of clients 7 26 

Number of rides 50 120 

 

Table 2 shows that the targets for clients and rides were exceeded by larger margins than the 

target for volunteer drivers. This illustrates a main claim of the article, which is that Rural Rides 

struggles to attract volunteer drivers to match the service’s growth. 

The most recent expansion is explained as possible due to three groups amalgamating: Rural 

Rides Affordable Transportation, Tele-Drive Albert Country, and the volunteer driver program 

of the Southeast NB Volunteer Centre. The 2018 article explains that this most recent expansion 

also emerged as the result of a “survey” done in Shediac and Beaubassin which determined 

there was an overwhelming need. 

The 2014 article does not explain whether the original Salisbury-Petitcodiac Rural Rides also 

started as a pilot project with targets; was made possible due to a group collaboration; or 

emerged because of a travel survey. This information can be clarified in the key informant 

interview. 
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4.3.2 Operations 

The 2014 article explains basic aspects of Rural Rides’ operations, similar to what can be 

currently found on Rural Rides’ website. For example: volunteer drivers are screened by the 

RCMP; must carry an extra insurance policy for which they are reimbursed; and are also 

reimbursed for gas. Trip costs are described as $10 “within town” (somewhere within Salisbury 

or Petitcodiac) and $30 “round-trip between Salisbury and Petitcodiac”. The $10 trip 

corresponds exactly to the cost of a round-trip within the Tele-Drive Albert County service area 

according to the 2018 article. It is likely that the prices were coordinated upon group 

consolidation, but the articles do not explicitly explain this. If the prices have been coordinated, 

that means that prices have not gone up between 2014 and 2018. This can be confirmed in the 

key informant interview. The 2014 article also explains that trips need to be booked 48 hours in 

advance and clients must pay a $10 one-time membership fee to begin booking trips with Rural 

Rides. 

The 2017 article doesn’t mention a flat membership rate, but includes more specific details 

concerning the reimbursement for gas. The article states that drivers are reimbursed 35 

cents/kilometre for gas, and that clients pay 70 cents/kilometre to Rural Rides, or 25 

cents/kilometre if they are low-income. The article underlined that “every single client has 

qualified for the subsidized [low-income] rate”, implying that Rural Rides operates at a loss – a 

loss of 10 cents/kilometre just from gas reimbursement costs. The article quotes Rural Rides’ 

manager Kelly Taylor, who emphasizes that “transportation is almost always subsidized. . . .we 

are a registered charity so we are not in to make a profit. We are in to meet a need that exists in 

the community”. The article does not explain the income level required to qualify for the 

subsidized rate nor who decided on the reimbursement rates. Overall, the varying 

reimbursement rates should be clarified in the key informant interview. 

The 2018 article includes information on the scope of Rural Rides’ operations in terms of trip 

purpose. The article includes a client testimonial from “regular user” Betty Smith, age 79, who 

uses the Tele-Drive Albert County service instead of “expensive” taxis. Smith is quoted as using 

the service to “run errands, visit the library, get groceries, and go to the hospital”. This diversity 

of trip purposes suggests that Tele-Drive Albert County does not have specific parameters 

limiting the types of trip purposes their client takes. Since Rural Rides and Tele-Drive Albert 

County have amalgamated as of 2018, it is likely that Rural Rides, as it operates in the Salisbury-

Petitcodiac region, does not have trip purpose restrictions, either. The 2018 article also quotes 

the client (Smith) who explains that she can make multiple stops on her trip and the volunteer 

drivers wait, “no matter how many hours it takes”. It is not clear whether the time spent 

waiting is factored into the reimbursement rate, or whether only the amount of gas used is 

relevant. This can be clarified in the key informant interview. 
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4.3.3 Policy and Sponsorship Context 

Compared to the previous two topics (emergence and operations), the three newspaper articles 

offer the least information on this topic. The 2014 article simply states that Rural Rides is still 

looking for more volunteer drivers and is hoping that more sponsors will get behind the 

program, without specifying which types of sponsors they are looking for or targeting. 

Similarly, the 2018 article simply states that with the expanded service to Memramcook, 

Shediac, Beaubassin, etc., there will be a greater need for volunteer drivers, which is expressed 

as a “downside” to the expansion. Manager Kelly Taylor is quoted as saying, “we are always 

looking for more volunteers, because we can’t over use the ones we have”. Neither the 2014 

article nor 2018 article goes into detail about the policy support or sponsorship sources of Rural 

Rides. 

The 2017 Saltwire article offers the most insight into the relationship between Rural Rides and 

different levels of government, because it focuses on Rural Rides’ petition to the Town of 

Sackville for sponsorship funding. Rural Rides is asking the Town of Sackville to contribute 

about $4,100 per year to fund the program, the equivalent of 75 cents per resident. Kelly Taylor 

was speaking on the success of the first four months of the 6-month pilot project to “town 

councillors” during their “discussion meeting”, indicating that this was an interaction with the 

municipal level of government. The result of this initial petition was unsuccessful: “town 

council made no firm commitments”. The article also quotes Joanna Brown, who works for one 

of Rural Rides’ main sponsors, Westmorland Albert Action Co-op. Brown hopes that the 

municipality will soon step up to support the service. Despite a failed vote on the sponsorship 

issue, two councillors voiced their “strong support” in ensuring the transportation service 

continues, with councillor Bill Evans stating that “this falls into the realm of public service”.  

4.4 Chapter 4 Summary: 

The three types of documents analyzed in this chapter (RUTAC strategy, municipal plans, and 

newspaper articles) show that Rural Rides grew with great initiative from the local level. Rural 

Rides is supported verbally from community members in the newspaper articles and by written 

statements in the RUTAC strategy. RUTAC considers community transportation initiatives 

(CTIs) such as Rural Rides to be successful and supports funding them, especially from the 

provincial level, and supports encouraging partnerships with organizations such as long-term 

care homes. The strategy recognizes that CTIs are of particular importance to rural, low-income, 

and senior people. However, Rural Rides or other CTIs are not supported by or even mentioned 

in the municipal plans.  

Moving beyond written or verbal support is a challenge especially as the service continues to 

grow: RUTAC’s strategy emphasizes Rural Rides’ need for financial support and better data, 

while the newspaper articles also highlight the need for more volunteers. Missing information 

about the varying reimbursement rates and the survey or other means through which the initial 

interest for Rural Rides was expressed should be clarified through the key informant interview.  
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Chapter 5: Key Informant Interview 
This chapter presents the key informant interview. The interview complements the document 

analysis in chapter 4 by adding detailed information from Mr. Ross Alexander, who has been 

involved in Rural Rides since its emergence. The questions were prepared in advance and can 

be found in Annex C. True to the semi-structured interview method, the conversation also took 

organic turns depending on the interviewee’s responses. The questions were based on findings 

from the 2017 RUTAC strategy and the three newspaper articles, allowing the interviewee the 

opportunity to clarify some of the ambiguous findings from the document analysis.  

The chapter presents the interview findings according to three categories: emergence, 

operations, policy and sponsorship context. Each category is summarized in a narrative that 

explains key findings and is then followed with further detail, quotations, and examples. 
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5.1 Interview Findings 

The following findings are summarized or quoted from an interview conducted with Mr. Ross 

Alexander on March 10th, 2020. Mr. Alexander was the first President of Rural Rides, an 

original founder of the organization, and is the current Secretary of Rural Rides while also 

serving as a volunteer driver. 

5.1.1 Emergence 

Category summary: 

Mr. Alexander explained that the impetus for Rural Rides was a 2013 broadcasted public 

meeting called by a town councillor of Salisbury after being delegated to do so by the Salisbury 

mayor. This meeting was a response to a broad provincial survey undertaken by the Economic 

and Social Inclusion Corporation (ESIC) as part of their Poverty Reduction Program. The survey 

was broad but did focus on rural people and seniors (unsurprising given the demographics of 

New Brunswick). Transportation emerged as a common theme and challenge to poverty 

reduction from that survey. As a result, the broadcasted public meeting was called in 2013.  

When asked, “would it be correct in saying that the success of getting it [Rural Rides] started 

was based on having citizens such as yourself that were interested and took the initiative?”, Mr. 

Alexander responded, “absolutely, you’ve summed it up completely right there”. The interview 

revealed that it was something of a ‘right people at the right time’ situation – some of the people 

who attended that 2013 meeting in Salisbury subsequently decided to take initiative in response 

to a problem. This was a group of people who were community-minded and wanted to make a 

positive difference towards the people around them. They used their existing knowledge, 

experience, and network (be that previous employment at the federal government, existing 

volunteer experience with the local Lion’s Club, etc.), and translated that into the creation of 

Rural Rides. 

From 2013 to 2014, “background organizational activity” was conducted, namely, establishing a 

Board of Directors, developing by-laws, and gathering initial funds. Rural Rides was originally 

incorporated as a non-profit organization, and later changed into a registered charity. The first 

rides were conducted in 2014. Their first year, they conducted less than 1,000 rides per year – 

this year (as of 2020) they are at around 10,000 rides per year. This is a tenfold increase in 

ridership in less than six years. Achieving this has been “a lot of work”. 

More detail: 

• Organizational background activity involved gathering together enough interested 

people to establish a Board of Directors and completing the required paperwork to 

incorporate. Initial local champions such as Mr. Ross Alexander used “a few hundred 

dollars” of their own money to incorporate and set up the Board. Mr. Alexander was 

elected as the first President of Rural Rides. The by-laws were heavily based off the 

template of the Lion’s Club by-laws, of which Mr. Alexander and several other people 
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involved were members. Lion’s Club is a large volunteer service organization with clubs 

in communities worldwide. 

• Mr. Alexander and the initial Rural Rides coordinators estimated that around 15% of the 

population of the Salisbury-Petitcodiac region would need Rural Rides’ service. They 

based this estimate on information from the ESIC Poverty Reduction survey and on their 

research into the following variables of the region: people who didn’t own a car, 

couldn’t afford a car, couldn’t drive a car, and/or lived in areas not serviced by buses or 

taxis. Mr. Alexander said they focused on these variables rather than looking directly at 

people’s income levels. He said they probably could have had “better figures” on the 

population, and did not originally have target numbers of rides for Rural Rides. 

• Mr. Alexander agreed that Rural Rides “could” have been considered a pilot project 

initially, but it was not a formal pilot project. The logic of the founding group was that it 

could be a model that would be replicated in other areas of New Brunswick. However, 

despite having this notion, they did not expect that Rural Rides itself would expand as it 

did to the areas east and south of Moncton. This finding shows how Rural Rides has 

evolved with time, as the newspaper articles in chapter 4 revealed that the Tantramar 

region expansion of Rural Rides was initiated with a defined 6-month pilot project with 

clear targets for the number of rides and volunteer drivers. 

• Mr. Alexander referenced other similar volunteer driver programs throughout New 

Brunswick, such as one near Saint John, one near the village of Hillsborough that had to 

close, and one in Charlotte County (southwestern New Brunswick) that had been 

operating for around 20 years called Charlotte County Dial-a-Ride. When asked if any of 

theses served as inspiration for Rural Rides, Mr. Alexander was hesitant to say so, 

stating instead that the general dial-a-ride concept had been around for years, 

particularly in the United States, so they simply took this model and applied it to the 

Salisbury-Petitcodiac context. When asked if an ideal situation would be to have Rural 

Rides-style CTIs (community transportation initiatives) throughout the province, Mr. 

Alexander agreed that this would be absolutely ideal, and suggested that there could be 

one such service for each RSC (Regional Service Commission) District. 

5.1.2 Operations 

Category summary: 

In going from roughly 1,000 to 10,000 rides per year in six years, Rural Rides has made 

operational decisions and changes over the years. A notable change is from a non-profit 

corporation into a registered charity. Mr. Alexander revealed that it is more difficult to become 

a registered charity, but that it offers benefits. For example, some volunteer drivers offer to 

forgo being reimbursed for the gas for the ride they gave. Instead, they receive a tax slip for the 

equivalent amount.  

Rural Rides currently has one central office in Salisbury, one manager, and one ride 

coordinator. The job of manager and ride coordinator was previously done by one person. The 
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two jobs were separated into distinct positions as the manager became overworked. 

Responsibilities of these positions include finding new volunteer drivers, organizing rides, 

fundraising, record-keeping, writing grants, and much more. Overhead for these two salaries is 

a large part of Rural Rides’ expenses. The ride coordinator is required to be fluently bilingual 

(as New Brunswick is an officially bilingual province) and must demonstrate adept social skills 

when connecting potential clients to potential drivers. 

The key informant interview confirmed that Rural Rides has amalgamated with two other 

groups: Tele-Drive Albert County and the Southeast NB Volunteer Centre. Further information 

was given about the amalgamation compared to what was learned during the document 

analysis: Tele-Drive and the Volunteer Centre were both already offering similar dial-a-ride 

style ride services. With Rural Rides’ two expansions and subsequent amalgamation, the new 

amalgamated group now covers all of District 7 of the Regional Service Commission districts. 

They can pick up anywhere in District 7 and can drop off beyond District 7 depending on driver 

willingness. This amalgamation also has benefits in terms of sharing provincial funding from 

ESIC, which is analyzed in more detail in the Policy and Sponsorship Category. 

Since amalgamation, the new group name has been somewhat contentious as each of the three 

groups had its own name and history. ESIC, as the main sponsor, suggested Westmorland-

Albert Transpo (WA Transpo), after the two former counties (Westmorland and Albert) that are 

now District 7.  Finally, to acknowledge Rural Rides’ popularity and successful name branding, 

the merged group compromised and settled on WA Transpo as their incorporation name, with 

Urban/Rural Rides as their alias. Rural Rides’ website still uses simply Rural Rides, seemingly 

because each entity of WA Transpo a.k.a. Urban/Rural Rides also still operates (somehow) 

independently as well. The plan seems to be to continue streamlining and improving this 

amalgamation. 

Rural Rides does have certain parameters or restrictions on trips, but also offers substantial 

flexibility. Mr. Alexander explained these restrictions and areas of flexibility in the key 

informant interview. He underlined that whether a trip happens, and the details of that trip, are 

at the discretion of the volunteer driver who has full control to refuse a trip depending on the 

desired destination, time, or other factors. In such cases, another driver may accept. Drivers 

have a sheet of paper that they use to record trip information. Rural Rides then keeps diligent 

records of this information. Around 90% of trips are for medical reasons, which is in line with 

RUTAC’s characterization of community transportation initiatives (CTIs) in their 2017 strategy. 

Mr. Alexander noted the volunteer culture of New Brunswick and of Maritime/Atlantic Canada 

more broadly, musing that he hoped that Rural Rides could withstand the passage of time and 

generational cultural and societal differences. Not only are the majority of Rural Rides’ clients 

seniors, so are the majority of volunteer drivers – although senior drivers are generally more 

physically mobile than senior clients. Indeed, Rural Rides is “totally dependent” on volunteers, 

as is, according to Mr. Alexander, much of New Brunswick. 
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More detail: 

• Mr. Alexander said that a round trip using Rural Rides between Salisbury and Moncton 

would be around $30-$35. This is much more affordable than the same trip via taxi, 

which would be around $120 as outlined in chapter 3 of this study. 

• Mr. Alexander emphasized that Rural Rides “will not and cannot compete with taxis”. 

Rural Rides and taxi companies have completely different clientele: the people Rural 

Rides transports would simply not be able to afford a taxi, so they are “filling that void”. 

• Board of Directors’ insurance, vehicle insurance, and fingerprinting costs are key 

expenses for Rural Rides. Two million dollars of insurance is needed for drivers’ 

vehicles – more than the standard amount of one million. Drivers must be fingerprinted 

and go through security clearance by the RCMP, which can take a long time, particularly 

for male drivers. 

• Clients are also screened upon booking a trip, particularly in terms of what special needs 

they have. Rural Rides has limited wheelchair capacity but cannot accommodate all 

types.  

• Mr. Alexander explained that Rural Rides will never replace the function of an 

ambulance, that is, transport someone on a trip under emergency conditions. They will 

also not deliver packages.  

• Mr. Alexander confirmed that the response from clients and the community has been 

“extremely positive”. 

• Rural Rides’ ride coordinator can be compared to a taxi dispatcher, but functions in a 

very different way in practice. While taxi dispatchers usually conduct a simple 

connection to the nearest driver, Rural Rides’ coordinator must consult a list of available 

volunteer drivers and their schedules, and call the driver to confirm the details of their 

trip. 

• Clients must book trips 48 hours in advance. This is also written on their website. Mr. 

Alexander explains that this rule serves several purposes. First, it gives the ride 

coordinator time to attempt to find a driver. If a driver can’t be found for the trip, it 

won’t take place. Second, it is a precaution that prevents “abuse from our clients”, which 

could happen in the form of booking too frequent or too long rides. 

• Drivers must swear an oath of confidentiality with respect to their clients. 

• Recruiting new volunteer drivers is “everyone’s responsibility”, but falls primarily to 

the manager. Protocols and plans for recruiting drivers is becoming a priority for Rural 

Rides right now. As the newspaper articles made clear, Rural Rides always needs more 

volunteer drivers. They currently recruit via fundraising tables at public functions; 

through perfecting an elevator-style pitch; through existing volunteer networks such as 

the Lion’s Club; and of course through word-of-mouth. 

• Mr. Alexander mentioned that Rural Rides has considered what to do if the ride demand 

and number of volunteers continued to be mismatched, such as restricting the number 
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of rides per client per month or per a certain time period. So far, they have not needed to 

enact such measures. 

• Mr. Alexander noted that the majority of volunteer drivers are seniors themselves – 

information that had not been mentioned in any of the documents analyzed in this 

report. He noted that it’s much more difficult to recruit younger volunteers to Rural 

Rides but that they are very happy when they do so. (He also mentioned that it’s 

difficult to recruit younger volunteers to Lion’s Club, as well.) To generalize, younger 

people are often busier and less flexible (compared to retired people) as they may be 

working multiple jobs or raising families. Often, they are already performing similar 

ride services, but unofficially, to family members. When attempting a recruiting, Rural 

Rides emphasizes that becoming a volunteer doesn’t commit you to a certain number of 

rides – it simply puts you on the list to be called up to see if you are available. Rural 

Rides will sometimes offer to drive the person’s friend or relative on a day when it is not 

feasible for them to do the task, and in exchange they become a volunteer driver that 

Rural Rides can call up for a drive on a different day, when they are available. 

• Trips do have restrictions in terms of pickup locations. This was expressed on Rural 

Rides’ website and clarified by Mr. Alexander. Currently, in light of the two expansions 

and the amalgamation with Tele-Drive Albert County and Southeast NB Volunteer 

Centre, Rural Rides will pick up a client anywhere in the Southeast Regional Service 

Commission area (District 7 on Figure 2 of this study).  

• Trips can be taken outside of District 7 depending on if a driver is willing and able. Mr. 

Alexander noted that most “heart work” is done in hospitals in Saint John, and certain 

other medical procedures are only done in Halifax, Nova Scotia. These round trips 

would be over four hours depending on the point of departure, and likely more 

considering waiting time. Mr. Alexander has personally driven trips of this length, so it 

can certainly happen with Rural Rides’ service. Mr. Alexander explained that normally 

the round-trip should not go beyond 4 hours per their protocol, but because Rural Rides 

is a registered charity and not a government-regulated transit operator, drivers can 

agree to a trip longer than 4 hours. Without time to go into detail during the interview, 

Mr. Alexander did mention that there had been several “overnight” trips as well. This 

flexibility allows Rural Rides to respect drivers’ preferences and meet clients’ needs, all 

while staying well within legal limits on long distance driving due to driver fatigue. 

• The notion of social solidarity emerged as a theme in the key informant interview. Mr. 

Alexander, speaking also in his capacity as a driver, gave several anecdotes about the 

satisfaction of helping people. One client was alerted to the potential of a telephone 

scam through conversation during a ride. Another client “who happened to be blind” 

was taken for a ride to a destination and back simply so that the client, in their own 

words, could do something and get out. When asked about defining success at Rural 

Rides, the response was to do with satisfaction with what they are doing and with 

seeing people happy with the service. 
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• Sometimes, then, Rural Rides functions as a way for drivers and clients (again, mainly 

seniors) to reduce social isolation and have someone to talk to, but Mr. Alexander noted 

that this isn’t desired by everybody. Certainly though, some retired drivers do use the 

service as a way to keep busy and keep connected. (In Mr. Alexander’s words, “what am 

I going to do, watch TV?”) This aspect of Rural Rides is compounded by general 

Maritime friendliness, neighbourliness, and culture of volunteering. 

5.1.3 Policy and Sponsorship Context 

Category summary: 

In his capacity as not only the first President of Rural Rides, but also as a current volunteer 

driver, Mr. Alexander was able to explain with powerful examples how Rural Rides’ services 

save the New Brunswick taxpayer money across several levels and sectors. For example, 

driving clients to medical appointments avoids a ‘missed appointment fee’ that can run into the 

hundreds of dollars per appointment; allowing seniors to travel to regular appointments from 

home can delay a move into an assisted living facility which can cost $40,000-$50,000 per year; 

and providing a viable transportation option can prevent desperate people from calling an 

ambulance to deliver them to a non-emergency appointment (which Mr. Alexander confirms 

has happened via a paramedic). 

Throughout the key informant interview, the protocol for reimbursement and for receiving 

funds from sponsors emerged as a key area where streamlining could occur. Different 

provincial departments such as the Health Department or Social Development reimburse gas at 

slightly different rates per kilometre; certain departments or sponsors prefer to work with a case 

worker who reimburses the client directly, instead of reimbursing Rural Rides; and municipal 

villages often require proof that their donation was used on trips in their area. 

Rural Rides engages with and receives funding from all levels of government: the municipal 

level including village councils as well as larger cities; provincial departments such as Social 

Development and ESIC (Economic and Social Inclusion Corporation); and their Regional 

Service Commission. Mr. Alexander expressed that Rural Rides has been increasingly working 

with their Regional Service Commission who have been helpful in providing funding, a 

financial system, and general help – this partnership echoes recommendations in RUTAC’s 2017 

strategy that RSCs could play a greater role in transportation coordination.   

Mr. Alexander expressed a preference for Rural Rides to remain independent from government, 

while nevertheless continuing to receive funds from all levels of government. The benefits of 

remaining independent as a registered charity are mainly continued driver discretion (e.g. to 

refuse a trip) and flexibility (e.g. to drive further than the typical 4-hour round trip) as outlined 

in the previous category. 
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More detail: 

• The key informant interview shed light on the reason for the amalgamation beyond 

what was available in the newspaper articles. Rural Rides joined forces with Tele-Drive 

Albert County and the Southeast NB Volunteer Centre. These three groups offered 

similar dial-a-ride transportation services and were all situated in District 7 under the 

Southeast Regional Service Commission. Rural Rides and the other two groups were 

receiving funding from ESIC (Economic and Social Inclusion Corporation), a provincial 

department, who had a set amount of transportation funding per RSC district. The set 

amount of transportation funding was therefore being split between the three groups, so 

they amalgamated to use the money more efficiently. 

• Rural Rides applies for a type of provincial grant called “impact grants”, also through 

ESIC, which allows Rural Rides to receive any unallocated transportation or poverty 

reduction funding from the other 11 Regional Service Commission districts of New 

Brunswick. 

• As a result of receiving donations and grants from multiple levels of government, Rural 

Rides is subject to very frequent reviews and audits, which consumes substantial 

amounts of their time and resources. 

• Mr. Alexander explained that sponsorship partnerships with municipal villages were 

improving over the years, as Rural Rides has “proved itself” as a durable organization in 

their eyes. Over the years Rural Rides would talk to village councils and to the public 

with a reasonable amount of success. Villages would give a one-off donation and would 

eventually convert that to a line-item on their budget. Rural Rides is now a line-item on 

the city budgets of municipalities such as Riverview after regularly attending their city 

councils to ask for funding. 

• The importance of proving stability and longevity highlights Mr. Alexander’s point that 

consistent name branding for the organization is key. He again underscores how much 

of their clientele and volunteer drivers are recruited via word-of-mouth, so name 

recognition is essential. Additionally, developing a good reputation is crucial in securing 

municipal funding.  

• If somebody misses a medical appointment because of lack of transportation, somebody 

is paying $210 for that missed appointment. Mr. Alexander asks, “rather than pay the 

missed appointment fee, why not pay us the $30?” Sometimes it is difficult for 

provincial departments to accept this argument or way of thinking. Indeed, Mr. 

Alexander acknowledges, their funding would be public money so provincial 

departments are rightfully cautious with it. 

• Additionally, Mr. Alexander anecdotally referenced a client who was living “out in the 

country” and began working at a call centre. During her initial training period, Rural 

Rides drove her to work every day. These types of trips allow people to gain and 

maintain employment, which is the goal of several provincial departments who sponsor 

Rural Rides (such as ESIC and Social Development). 
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• Similarly, Mr. Alexander referenced clients who need regular physical therapy at a 

senior daycare, or regular dialysis or diabetes appointments. Because of Rural Rides, 

they were able to continue living at home and travel to their appointments several times 

per week. Paying market rent for an apartment is much more affordable than paying for 

an assisted living facility with in-house care. Rural Rides allows seniors such as these 

clients to continue living at home for a couple more years. Not only does this improve 

their quality of life and independence, but since these people often don’t have income, 

Rural Rides is saving the province money overall because the province would often be 

footing the bill for the long-term care facility. 

• The 2017 RUTAC strategy, From Surfaces to Services, has in fact been helpful in terms of 

communicating these types of arguments to the public, provincial departments, and 

potential sponsors. Mr. Alexander mentioned that he sometimes cites the findings from 

this strategy when making justifications, including to MLAs and Ministers. 

• The New Brunswick transportation community seems relatively connected. Mr. 

Alexander was on the RUTAC Committee who produced their 2017 strategy, which was 

analyzed in this report in chapter 4. Mr. Alexander mentioned that Rural Rides works 

with Dr. Trevor Hansen, also cited in this research, who helps ensure their record-

keeping is in line with the scientific community (e.g. a round-trip counts as two trips). 

This suggests that awareness and communication may not be the key obstacle to 

transportation service improvement in New Brunswick as key players are already in 

touch and friendly. 

• Mr. Alexander highlighted the title of the RUTAC strategy, From Surfaces to Services, 

explaining that despite having one of the highest ‘roads per capita’ ratio in Canada, 

transportation challenges in New Brunswick persist. 

• Mr. Alexander highlighted that Rural Rides gets asked repeatedly, by government 

departments or other sponsors, ‘when will Rural Rides will become economically self-

sufficient?’ Their answer, also found in newspaper articles, is “never”. Mr. Alexander 

explained that it’s never going to happen because no transportation operating system is 

self-sufficient; they’re usually lucky to recover 40% of costs. He adds, “why should we 

be expected to do it in the country if you can’t do it in the city?” It is difficult for Rural 

Rides to work with sponsors who do not understand this economic premise. 

• Rural Rides is almost constantly fundraising. Rural Rides attends almost “any public 

function that you see” and is there with a table display. Over the years Rural Rides has 

developed an elevator-style speech about “what it is that we do and why we should do 

it”. Mr. Alexander stated that sponsors almost always want them to do more 

fundraising, almost as a condition for a donation, but “we want to focus on program 

delivery, not fundraising”. Indeed, with only two salaried employees, they are already 

spread thin. 

• The ‘extra subsidized rate’ referred to in the newspaper articles was confirmed here. 

Rural Rides determines whether a client qualifies for this rate based on whether they or 
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their family earn less than $25,000 per year, are on Social Development, etc. If so, they 

would pay around $12.50 for a round trip Salisbury-Moncton, compared to the ‘normal 

price’ of $30-35. Most clients pay this reduced rate. Rural Rides does not overly concern 

itself with verifying income, as clients who can afford it are usually “happy” to pay the 

$30-35, and people who could afford a taxi would choose that option for convenience. 

• The newspaper articles wrote that Rural Rides reimburses their volunteer drivers at a 

rate of 30-35 cents/kilometre. Mr. Alexander corroborated that but also added important 

information. Firstly, Rural Rides is now trying to increase the rate to 40-44 

cents/kilometre for their provincial sponsors, as it is closer to the rate that government 

employees themselves are reimbursed at for work trips. Additionally, and crucially, this 

information revealed that sponsors do not always give Rural Rides a lump sum 

donation that Rural Rides then distributes to the drivers. Rather, sponsors reimburse 

specific rides at specific rates that sometimes vary between sponsors. 

• In other words, the newspaper articles write that Rural Rides reimburses the volunteer 

drivers, which the key informant interview revealed to be a mischaracterization or 

oversimplification. In fact, what can happen is the following: 

o Often, the sponsors send money to the client directly. Then, Rural Rides invoices 

the client for the cost of the ride. If the cost of the ride exceeds what the sponsor 

has given the client, the client makes up the difference, or, if the client is unable 

to do so, Rural Rides will make up the difference. This may happen when the 

sponsor is Social Development and the client is working with a specific case 

worker there. 

o Alternatively, Rural Rides can act as more of a facilitator that links sponsorship 

donations to specific trips. Certain provincial departments such as the Health 

Department and Social Development want to see that their donation goes to a 

trip for medical purposes or for employment purposes (respectively). This 

requires careful record-keeping of the purpose of each trip.  

o Sometimes, donations are filtered through their local or regional offices. For 

example, ESIC (Economic and Social Inclusion Corporation), a provincial 

department, is a sponsor of Rural Rides but distributes their money to the 

Westmorland-Albert Social Inclusion Corporation (WASIC), who then 

recontracts it to Rural Rides. 

o Municipal villages do indeed sometimes give lump sums as a line-item on their 

budget, but often want to see that their donation was used specifically or 

exclusively on trips to or from their village.  

o Mr. Alexander explained that “we have to track. . . .and it gets complex”, saying 

that these tracking and reimbursement procedures is “something they’re really 

bogged down with”. 

• Mr. Alexander explained that lots of trips are to and from rural areas, that is, not within 

village boundaries but likely within an unincorporated area. Since they were 
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unincorporated, there was no organization they could approach for money – until they 

realized they could approach the Southeast Regional Service Commission. The RSC is 

now providing funding to Rural Rides, and is planning on helping them by sharing their 

financial tracking system. Mr. Alexander said that Rural Rides would “tap into” the 

RSC’s accounting system this year, which would help with reporting all of the rides. 

Another complication Rural Rides is facing is that the financial calendar for ESIC has an 

April fiscal year whereas the RSCs use a calendar year, so it can be a “nightmare 

figuring out what money they have”. 

• The existing complicated procedures for procuring funding, tracking the funding, and 

reimbursing drivers through various avenues and mechanisms contributes to Rural 

Rides’ desire to remain separate from government. They are already subject to various 

protocols and regulations through being partially funded by government – remaining a 

registered charity allows them to retain some discretionary decision-making and 

flexibility. 

5.2 Chapter 5 Summary: 

The key informant interview confirmed findings from document analysis as well as added key 

information and detail. Main differences and additions revealed during the key informant 

interview were:  

• Most volunteer drivers are seniors themselves, although generally more physically 

mobile than the majority of Rural Rides’ senior clients. 

• Most clients pay a $12.50 fee for a Salisbury-Moncton trip, which is even more affordable 

compared to the transportation options analyzed in chapter 3 and is designed 

specifically for low-income clients. 

• Rural Rides amalgamated with two other volunteer driver programs to more efficiently 

receive provincial transportation funds that are allocated per RSC District. 

• Rural Rides originally incorporated as a non-profit organization but later changed to a 

registered charity. 

• Some volunteer drivers refuse gas reimbursement in favour of a tax slip. 

• Rural Rides is now receiving funding directly from its Regional Service Commission.  

• The RUTAC 2017 strategy was helpful in garnering political and financial support for 

Rural Rides. 

• Rural Rides can be demonstrated to save the province taxpayer money across the 

healthcare and employment sectors. 

• Rural Rides devotes significant time and resources to allocating sponsors’ donations to 

specific rides. In other words, Rural Rides often does not directly receive a donation but 

facilitates a donation being given to a specific ride or a specific client. 

 

These findings will be of particular use in creating recommendations for CTI operators and for 

planners to improve the efficiency and delivery of transportation services in rural communities. 
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Chapter 6: Conclusion 
This chapter analyzes the main findings from this study. 

This chapter also puts forward 8 recommendations based on the triangulation of research 

methods in this study, principally document analysis and key informant interview. These 

recommendations are the best available answers to the research question of this study, which is, 

what can Rural Rides teach planners about how to remedy the lack of public transportation in 

rural communities?  
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6.1 Analysis of Findings: Rural Rides’ Emergence, Operations, and Sponsorship 

Geographic Analysis 

Geographic analysis such as demographic, commute, and transportation options analysis in 

chapter 3 showed that Rural Rides was filling a market gap in the Salisbury-Petitcodiac region. 

Rural Rides is more affordable than taxis, and offers door-to-door and flexible service, unlike 

the intercity bus system MaritimeBus. Commute patterns revealed that many Salisbury 

residents are likely to commute to Moncton for work, as 80% of Salisbury residents commute to 

a different CSD (census subdivision). The municipal bus system, CodiacTranspo, only services 

the tri-city area of Moncton, Riverview, and Dieppe; it doesn’t extend to Salisbury and certainly 

not to Petitcodiac. This chapter’s findings provided more detail to the claim that New 

Brunswick was a highly car-dependent province.  

All areas that Rural Rides operates in, including its two expansions, are in District 7 of the RSC 

system, under the Southeast Regional Service Commission. Findings show that Rural Rides 

(now as the amalgamated WA Transpo a.k.a. Urban/Rural Rides) is the only transportation 

service that will pick-up anywhere in District 7, apart from potentially taxi companies who 

operate at a very different price point. The intercity bus system has no station in Petitcodiac and 

certainly no pickup points in smaller villages or unincorporated areas. 

Document Analysis 

The 2017 RUTAC strategy, From Surfaces to Services, offers broad support for CTIs such as Rural 

Rides, and includes statements acknowledging that CTIs are of particular importance to rural, 

senior, low-income, and mobility-reduced people. The strategy suggests a stronger role for the 

provincial government in terms of funding, as will as a larger role for RSCs (Regional Service 

Commissions), perhaps in a coordination role. The strategy suggests that many CTIs in New 

Brunswick have been successful and should be emulated and learned from. 

The strategy acknowledges that rural communities are usually exempt from transportation 

studies that usually stop at municipal borders (e.g. Saint John, Moncton). This mirrors findings 

from chapter 3 that showed the CodiacTranspo system stopping at the municipal borders of 

Moncton, Dieppe, and Riverview. The RUTAC strategy also acknowledges the challenges that 

come with planning transportation services for LSDs (unincorporated areas) that appear to 

often fall through the cracks of the different levels of government in New Brunswick – 

especially before the advent of the RSC system in 2012. 

Both the Salisbury Municipal Plan (2010) and the Petitcodiac Rural Plan (2018) shed light on the 

title of the RUTAC strategy: they indeed focus on road surfaces, road connectivity, and the 

potential for profitable land development adjacent to well-connected highways. 

Neither plan appears to reference patterns similar to those found in chapter 3 of this study, such 

as residents’ high levels of commuting outside their community or high levels of commuting via 

private vehicle. Indeed, word searches for “commute”, “driver”, and “bus” were absent from 
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both plans. This also illuminates a recommendation in the RUTAC strategy for land use 

planning to consider the clients of CTIs such as Rural Rides – which these two plans clearly 

indicate is not currently happening. 

The difference in the level of attention given to transportation issues in the RUTAC Strategy 

compared to these municipal land use plans suggests that transportation in New Brunswick is 

more easily addressed at the provincial scale, potentially due to the regional nature of trips (e.g. 

many commute trips going out of the community of residence). This has implications for Rural 

Rides, as well as for the potential continued collaboration of Rural Rides and Regional Service 

Commissions, as both Rural Rides and RSCs operate at a regional scale larger than any 

individual municipality. 

This research found that there is often a dissonance between an extremely positive community 

response and a somewhat tepid political response in terms of pledging donations. This was 

observed in the RUTAC strategy, which offers glowing verbal praise for CTIs such as Rural 

Rides. The strategy also calls for increased funding, without really going into detail into how 

much or how frequently these proposed provincial departments should donate. 

Similarly, document analysis of the newspaper articles showed a focus on the operations of 

Rural Rides mainly in terms of how the service benefits community members. For example, a 

client of Rural Rides expresses gratitude as to the affordability and existence of the service. In 

terms of policy and sponsorship context, obtaining sponsorship from municipal governments 

such as town councils can be a challenge despite this verbal and community support. The 2017 

article explains that despite a successful pilot project in their region, the town of Sackville at the 

time of writing voted against including a regular donation to Rural Rides in their budget, 

despite several councillors expressing that Rural Rides fell under public service. 

Key Informant Interview 

This research was able to confirm that Rural Rides indeed emerged as a direct result of 

concerned citizens who took initiative. This is implied by the term “community transportation 

initiative” (CTI) in the 2017 RUTAC strategy, but the strategy nor newspaper articles on Rural 

Rides offer details on how community members initiated it. Newspaper articles state that Rural 

Rides emerged as a community response to a demonstrated problem, without delving much 

further into details. The key informant interview offered details: the ESIC survey which spurred 

the 2013 public meeting was province-wide, and the 2013 meeting was broadcasted, so Rural 

Rides began in Salisbury as opposed to elsewhere because Salisbury residents decided to take 

action and used their existing knowledge, experience, and networks to incorporate Rural Rides. 

Rural Rides has proved itself to be dynamic and able to learn from experience. From starting 

rides in 2014 on a somewhat ad hoc basis using minimal population information and target 

numbers, the Tantramar expansion in 2017 was a well-prepared pilot project with a defined end 

date after 6 months and clear target numbers. 
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This research revealed a preference from Rural Rides to remain independent from government 

in order to retain driver discretion and flexibility and to reduce additional regulatory steps, as 

they are already busy with progress reports, audits, and financial tracking. However, they do 

plan to continue being sponsored by provincial and municipal levels of government and indeed 

require these sponsors to continue operating. Engaging sponsors at the municipal and 

provincial level requires considerable, consistent levels of ‘proof’ and convincing from the part 

of Rural Rides. 

Rural Rides is making great strides in terms of educating and convincing provincial 

departments – and all levels of government – that their service is economically benefitting the 

province as a whole by keeping people employed, keeping people out of expensive long-term 

care homes, and preventing costly missed medical appointment fees, but they still have a long 

way to go to reach that general understanding. This research found that official reports such as 

RUTAC’s 2017 strategy, From Surfaces to Services, are helpful in making those connections clear 

to sponsors and members of the public because they offer published policy statements of 

support as well as supportive data. 

The amalgamation of Rural Rides with Tele-Drive Albert County and the Southeast NB 

Volunteer Centre was mainly done to more efficiently use the dedicated funds from ESIC, as 

ESIC has a set amount of transportation funds per RSC district. As such, this amalgamation is in 

line with the stated goal of the RSC model to share services and infrastructure within districts to 

reduce costs and improve efficiency. On the other hand, the continued requirement attached to 

some municipal donations – that Rural Rides demonstrates that their donation was indeed used 

on a trip either to or from their municipality or village – is not in line with this move towards 

cost-sharing and efficiency. Rural Rides devotes time and resources to tracking their municipal 

funding source and linking it to trips taken by clients within that municipal jurisdiction. As 

municipal villages only want their donations to apply to trips to and from their villages, and 

since many Rural Rides trips are to and from rural unincorporated areas (LSDs), this research 

revealed that Rural Rides is also starting to receive funds directly from their Regional Service 

Commission. This is logical because the RSC is responsible for the planning of those rural areas.  

6.2 Recommendations 

Each recommendation is explained and justified according to the findings of this study. These 

recommendations can be enacted by employees and volunteers of Rural Rides, WA Transpo, or 

similar community transportation initiatives (CTIs) to allow their service to more effectively 

remedy the lack of public transportation in their service areas.  

Planners can also benefit from these recommendations as they strive to foster conditions for 

CTIs to remedy a lack of public transportation or to support CTIs in operating more effectively. 

Planners can also apply these recommendations to their own regional transportation service 

planning endeavours in areas lacking in public transportation. Ideally, multiple actors would 
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work collaboratively in executing these recommendations in District 7, throughout New 

Brunswick, or in applying them to another geographic location.  

Recommendation #1: CTIs should use a common sponsorship pool of lump sum donations to 

facilitate a standard reimbursement rate 

CTIs such as Rural Rides should pool all funding from sponsors. Sponsors should be made 

aware that their donation will apply to any and all rides within the CTI’s service area. Requiring 

the donation to only be spent on a trip within the village or city that made the donation is 

difficult to operationalize in a ride service that covers multiple villages and cities. This research 

shows that many trips originate in a rural area and end in an urban centre to access a medical 

appointment at a hospital. In that case, which sponsor would fund that trip: the village of 

origin, the municipality of destination, or the provincial Health Department since the trip was 

taken for medical purposes? Making these decisions and linking trips to relevant sponsors takes 

significant time and resources, and Rural Rides is struggling with this, especially considering 

they only have two salaried employees.  

A common sponsorship pool will allow CTIs to set their own rate of reimbursement 

(cents/kilometre). Whether their rate applies to all clients or is staggered according to clients’ 

income levels would be at the discretion of the CTI, but the rate should apply to all rides 

regardless of sponsor source, trip origin, trip destination, or purpose. Sponsors should give a 

lump sum, ideally at regular time intervals, rather than pledge a certain reimbursement rate for 

certain types of trips. As their service continues to grow in ridership, this streamlining will be 

necessary for Rural Rides to continue to provide rides for all who need it at an affordable rate. 

Streamlining sponsorship will free up time and resources to focus on volunteer recruitment and 

other key matters.  

Rural Rides is already responsible for determining the rate that their lowest-income clients (the 

majority of their clients) pay for a ride, so setting an appropriate reimbursement rate for all 

clients for maximum overall benefit is not drastically outside their existing program delivery. 

The lump sum model is more in line with the direction that New Brunswick is heading with the 

Regional Service Commission model, and even with the direction that Rural Rides is heading 

with their amalgamation with Tele-Drive Albert County and the Southeast NB Volunteer 

Centre. The RSC model and the amalgamation both value cost-sharing and efficiency, as would 

a lump sum funding model for Rural Rides. Nearby villages, while distinct municipalities, are 

often a short drive from each other, and this research showed that New Brunswickers often live 

in one community and work in another. Spending finite resources on linking municipal 

donations to specific trips doesn’t reflect the reality of how interconnected these villages and 

communities are. A lump sum regular donation from each municipality in District 7 would 

better reflect the reality that Rural Rides’ transportation services benefit the region as a whole 

by improving transportation access to those who most need it, and by improving the capacity of 

the shared provincial healthcare system.  



Page 58 of 75 
 

Recommendation #2: CTIs should present data collection and visualization to prove regional 

nature of trips 

CTIs should (continue to) keep good records and keep track of trip length, origin, destination, 

and purpose. They currently undertake this recordkeeping largely in order to sift through 

relevant trips to apply to a relevant sponsor. In fact, this research suggests that these data and 

records would be better used to present a case for sponsors to illustrate why Recommendation 

#1 (common funding pool) is necessary. The case needs to be strong to foster buy-in for pooled 

lump sum funding, a CTI-controlled reimbursement rate per kilometre, and sustained funding. 

The research revealed that major sponsors of Rural Rides at the municipal and provincial level 

are hesitant to commit public money in the form of a regular donation. These government 

bodies require proof of a need for the service and proof that the CTI is stable enough to 

properly manage the funds. This research also revealed that the 2017 RUTAC report, From 

Surfaces to Services, was helpful and frequently used to make arguments for funding to 

politicians and the public. Therefore, a report that was even more targeted to Rural Rides would 

likely be even more helpful. Furthermore, this research revealed that Rural Rides already 

produces progress reports as part of their audits and grants, so this recommendation is based 

on a more effective presentation and visualization – the data appears to already be collected. 

Data visualization of trips, perhaps in the form of a map, would be helpful to show that the 

range of trip length that occurs is varied and is overall regional in scale. This would 

demonstrate the futility of linking donations from specific villages to trips to and from those 

specific villages.  

Challenges to this recommendation include finding resources at Rural Rides who have the time 

to help produce this. Rural Rides may also need to devote energy to data anonymization to 

square with their drivers’ oaths of confidentiality to clients. Collaboration between CTIs and 

regional planners or summer student planning interns skilled in GIS would allow this 

recommendation to be more easily achieved. If Rural Rides had a website with an interactive 

map showing the trips given over the years, or if Rural Rides could collaboratively produce an 

Annual Report breaking down their data and type of trips given for the year, this research 

indicates that such a website or report would be immensely helpful in securing regular 

government funding and fostering buy-in for funding streamlining processes. 

Recommendation #3: CTIs should refuse internal fundraising requirements  

CTIs should not accept requirements from sponsors that donations be matched by internal 

fundraising. This would allow Rural Rides employees and volunteers to focus on program 

delivery. Rural Rides employees are already busy applying for funding grants and producing 

progress reports. This recommendation may necessitate a strong demonstration, argument, or 

policy framework from the CTI to indicate to sponsors that their time is valuable and can be 

used in better ways than internal fundraising – in that sense, fulfilling Recommendation #2 

(data visualization) would also help achieve this.  
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6.2.4 Recommendation #4: CTIs should target new sponsors who work with trip purposes 

CTIs should communicate with and petition relevant governmental bodies at all levels of 

government as well as relevant private organizations to become sponsors. This 

recommendation is based on an increased understanding through this study of the mutual cost-

savings that Rural Rides provides: saving hospitals ambulance fees, missed appointment fees 

and paperwork, for example. Rural Rides and other CTIs could collaborate with hospitals so 

that hospital funds partially sponsor Rural Rides rather than going towards excessive missed 

appointment fees. Or, at minimum, hospitals could advertise Rural Rides as a transportation 

option available to patients.  

Indeed, RUTAC’s 2017 strategy promotes similar partnerships, such as CTIs working directly 

with long-term care homes. This research revealed that Rural Rides has actually delayed the 

move from independent living into a long-term care home by several years for some clients. If 

these cases were documented, potentially in a version of an Annual Report as per 

Recommendation #2, Rural Rides could approach organizations that promote aging-in-place or 

governmental bodies that are concerned with senior citizens’ care in New Brunswick for regular 

funding. A challenge here may be to rectify Rural Rides’ oath of confidentiality to clients in 

order to document these cases – and/or securing consent from the clients in question to use their 

name/information, potentially promising anonymity if preferred, etc. 

Recommendation #5: CTIs and planner should collaborate to create an updated rural 

transportation survey 

The key informant interview revealed that a key impetus for the emergence of Rural Rides was 

a 2013 provincial survey conducted by ESIC as part of their Poverty Reduction Program. 

Despite not being specifically designed for rural residents or even transportation, the results of 

this survey were crucial in triggering town council meetings and public meetings that 

eventually led to concerned citizens taking the initiative and creating Rural Rides. 

Over time, Rural Rides has proved itself to be extremely knowledgeable in terms of the 

population demographics of the Salisbury-Petitcodiac region and throughout District 7, as well 

as about the transportation needs and travel behaviour/patterns of Rural Rides clients and 

potential clients. The document analysis and key informant interview revealed that between 

2014 and 2017, a span of three years, Rural Rides learned how to ascertain target numbers and 

construct a pilot project accordingly – compared to its emergence which was undertaken on a 

comparatively ad hoc basis. Rural Rides’ knowledge on these matters should be leveraged and 

translated into a travel survey specifically designed for New Brunswickers living outside of 

major urban centres. This would likely facilitate CTIs such as Rural Rides beginning operations 

in other areas of New Brunswick, perhaps the areas that demonstrated the most need for these 

types of services according to the survey. Indeed, the 2017 RUTAC strategy also highlighted 

that rural areas are usually excluded from municipal transportation studies in New Brunswick. 
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Planners and provincial employees should collaborate with CTI operators to produce intelligent 

and tailored questions for a rural transportation survey. This collaboration would likely be able 

to accurately assess a geographic location’s need for services like Rural Rides. This 

recommendation can apply to provinces other than New Brunswick – the key takeaway is that 

CTI operators have specific knowledge about (rural) travel behaviour that could be useful in 

constructing travel surveys. 

Recommendation #6: Multiple actors should study the potential of further collaboration with 

Regional Service Commissions 

More research is needed to assess the potential scope and potential benefits of further 

collaboration between Regional Service Commissions (RSCs) and CTIs like Rural Rides. This 

study revealed that the Southeast RSC is currently collaborating with Rural Rides to streamline 

their accounting calendars. The document analysis also showed that provincial-level strategies 

(e.g. RUTAC’s 2017 strategy) were more able to engage with Rural Rides than municipal-level 

plans (e.g. the Salisbury and Petitcodiac plans). This is likely due to the regional nature of trips 

taken with Rural Rides’ service. This suggests an entry point for planners at the RSC who also 

operate at the regional level.  

Regional Service Commissions are also a logical sponsor for Rural Rides because many Rural 

Rides trips are to and from rural unincorporated areas (LSDs), and RSCs are responsible for the 

planning of those areas. This research indicates that this sponsorship is starting to occur. Per the 

lump sum model (Recommendation #1), RSC donations should be given as a regular lump sum 

and should not replace municipal donations, but supplement. 

Planners at RSCs and managers and volunteers at Rural Rides and other similar CTIs should 

begin collaboration through a regular meeting, forum, or some similar venue. Rural Rides needs 

to explain what they are currently struggling with and regional planners can consider how they 

can help. Again, Recommendation #2 (creation of a report of data visualization) would also be a 

good base to facilitate better collaboration between CTIs and RSCs: regional planners would see 

clearly how Rural Rides’ trips cover their entire District.  

Recommendation #7: Multiple actors should create a chronological history of CTIs in New 

Brunswick 

More research is needed to understand the history of all CTIs in New Brunswick – when they 

emerged, where they operated, when they folded, or when they merged with another group. 

The history of volunteer driver programs in New Brunswick is currently disjointed, spread 

among multiple sources, or relies on oral history. The merging, folding, reviving, and various 

name-changes of CTIs in New Brunswick is also difficult to verify and put a timeline to. 

Additionally, the key informant interview revealed a distinct collaboration between the Lion’s 

Club and Rural Rides. Producing such a chronological history would allow for more patterns to 

be drawn of collaboration between CTIs and similar local volunteer and charity organizations.  



Page 61 of 75 
 

Producing such research would likely allow for more definitive explanations of the reasons for 

success or failure of each CTI, which could be applied to future CTI growth. The lessons learned 

from this research would likely be helpful as Rural Rides continues to upscale in District 7, or as 

similar CTIs begin operating in other districts, or as a province-wide volunteer driver program 

potentially emerges years into the future. 

Recommendation #8: Planners should listen to local champions, leaders, and CTI operators 

In this study, demographic analysis and document analysis were very helpful in setting the 

stage for why Rural Rides emerged in the Salisbury-Petitcodiac region and in setting up its basic 

model of operations. Nevertheless, specific details that allowed for these recommendations to 

be made were mainly drawn from the key informant interview. The key informant interview 

illuminated the struggle with linking trips to specific sponsors and linking specific sponsors to 

certain reimbursement rates. This in turn led to recommendations that promote an 

understanding of the regional nature of trips; an understanding of the mutual cost-savings that 

these services provide; and the necessity for a streamlined sponsorship model. Newspaper 

articles hinted at different reimbursement rates for different clients and the RUTAC plan 

broadly exclaimed the need for more funding, but this information was not as detailed or as 

valuable as what was learned in just a one-hour interview with Mr. Ross Alexander. The final 

recommendation of this study is therefore for planners attempting to remedy the lack of 

transportation options in rural communities to listen to and to work in close collaboration with 

existing CTI operators, volunteers, employees, managers, directors, and other local leaders, in 

order to not squander their valuable, detailed, locally-based information gleaned from months 

or years of work. Planners concerned about public transit-deprived regions should learn from 

existing solutions rather than accidentally duplicating services or making a mistake that a CTI 

already addressed. 

6.3 Limitations of this Study 

This research is based on a single case study, and the findings are likely to be highly contextual.  

It is not the study’s purpose to argue that CTIs are the only viable way to provide mobility 

services in rural Canada or to remedy the lack of public transportation in rural communities. 

Certainly, planners have other means of addressing the lack of transportation options in rural 

communities, such as through more traditional land use planning mechanisms, policy 

statements, or collaboration with provincial departments. Further research is needed to 

establish the viability of such other options.  

6.4 Further Questions 

a) More research is needed on how to operationalize a transportation service that is 

independent from government, but nevertheless funded by government. Are there 

precedents of provincial and municipal governments who have registered charities as 

line-items on their budgets? How did this come about and how does this work? Etc. 
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b) More research is needed on the intersection between community transportation 

initiatives and ride-sharing apps such as Uber and Lyft. Rural Rides is definitively not 

competing with taxi services as learned during the key informant interview, but how 

would the introduction of Uber in New Brunswick affect Rural Rides’ operations? 

Studies on the before-and-after of CTIs in Ontario or another province that has adopted 

Uber may be helpful in understanding CTIs’ segment of the market across Canada. 

c) More research is needed on the question of dwindling or stagnating numbers of 

volunteer drivers. Would the introduction of payment for drivers improve that? This 

study revealed that making this change would drastically change Rural Rides’ model, 

which is completely based on volunteers and operates as a registered charity. Paying 

drivers would likely cause prices for clients to increase, and the affordability is a crucial 

aspect of Rural Rides’ model. Are there precedents of CTIs that pay drivers but continue 

to offer low price points to clients through subsidies? How do they operate?  
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Annex A: Maps of Salisbury and Petitcodiac Map of Salisbury (Statistics Canada) 
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Annex A: Map of Petitcodiac (Statistics Canada) 
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Annex B: RUTAC 2017 Strategy Table of Contents 
The strategy puts forward five reasons why an integrated vision is necessary: 

• #1: New Brunswick has largely achieved its previous vision for automobile-based mobility, but this 

mobility now makes populations dependent on the ability to own and drive a car 

• #2: There is no broad ‘vision for mobility’ for transit, bus, and passenger rail services in New 

Brunswick today, only a duty to provide economical services that have yet to achieve their full 

potential to attract riders (8) 

• #3: New Brunswickers are looking for a ‘vision for mobility’ that improves access for those in greatest 

need, lessens the costs to citizens, and ensures support for community initiatives that use 

transportation to foster economic and social inclusion (9) 

• #4: New Brunswickers presently look to the automobile to facilitate their economic and social 

inclusion, therefore changing their behaviour can be a long process that needs to begin sooner rather 

than later 

• #5: A common vision is needed by entities responsible for planning and delivering transportation to 

realize efficiency gains with societal benefits through improved public health and access to 

employment (9) 

 

The strategy then puts forward five requirements to achieve this vision: 

• #1: Coordination and connectivity of services to facilitate access (7) 

• #2: Conditions to foster successful and inclusive alternatives to the single-occupancy vehicle 

• #3: Transportation data for decision-making 

• #4: Province-wide transportation planning 

• #5: Ownership of a provincial transportation planning and service policy 

 

The strategy then puts forward five recommendations to achieve this vision: 

• #1: Clarify roles and responsibilities for transportation service in New Brunswick 

• #2: Improve the planning, provision, and alignment of transportation services 

• #3: Improve and integrate transportation data for decision-making and trip-making 

• #4: Enhance the availability of affordable, accessible, and effective urban and rural transportation 

options 

• #5: Develop an action plan to implement this strategy 



Page 69 of 75 
 

Annex C: Key Informant Semi-Structured Interview Questions 

Emergence 

• When did Rural Rides begin? 

o Was there a key event or decision that led to the emergence of Rural Rides? 

o Is there anything that you would consider a turning point in Rural Rides’ start? 

• How did Rural Rides begin?  

o Did Rural Rides begin as a response to resident demands? 

o If so, are there now mechanisms in place to collect resident feedback, client feedback, 

or feedback from people in the Southeast Region to suggest a new location for the 

Rural Rides service? 

o Did you receive a sponsorship or funding that was particularly helpful? 

• Were surveys done before starting Rural Rides to understand residents’ travel behaviour 

and travel needs? 

o If so, who conducted these surveys and what types of questions did you ask? 

o If not, did Rural Rides use existing data sources to establish the need for the service? 

If so, which sources? 

• Did Rural Rides begin as a pilot project in the Salisbury-Petitcodiac region? 

o If so, did you have target numbers to determine the success of the pilot project? 

• Why do you think Rural Rides began in the Salisbury-Petitcodiac region as opposed to other 

[public transit deprived] Southeastern regions? 

Operations 

• Do you have parameters or limits on what kinds of trips your clients can take? 

o If so, why? 

o If so or if not, has this always been the case or were there originally parameters/a lack of 

parameters when Rural Rides began? 

• What kind of screening do volunteer drivers have to undergo and who conducts this? 

• How are volunteer drivers paid or reimbursed? 

o Are they only reimbursed for gas per kilometre? What about time spent waiting? 

• What do you think the motivation of drivers is? 

• Must clients pay a membership fee before taking individual trips? 

• Do different clients pay a different rate depending on their income level? 

o If so, what qualifies them for a different/subsidized rate? 

o Who determined these qualifications? 

• Does the trip destination affect the rate? 

o Does the trip destination’s location being within or outside of municipal borders affect 

the rate? (Local Service Districts?) 

• Where does Rural Rides get its funding to reimburse volunteer drivers? 

o Is there a different funding source for the subsidized rate for low-income clients? 

• What specific role does Rural Rides play in connecting clients to volunteer drivers? 

o What technology is used to make the connection? (e.g. telephone, email, internet 

platform?) 



Page 70 of 75 
 

• What information does a client have to give upon booking a trip with Rural Rides? 

o Are time of departure, destination, and trip purpose all needed? 

• How much time is needed between the point of booking a trip and the point of taking the trip? 

• Does Rural Rides coordinate anything with other community transportation initiatives in the 

Southeast region? 

o (e.g. trip parameters, trip reimbursement costs)? 

• How do you define ‘success’ at Rural Rides? 

o (e.g. a certain financial level, certain balance of clients to drivers)? 

• How has the response from clients/community members been? 

Policy Context 

• Who are your main sponsors? 

o Are you sponsored by CINs (Community Inclusion Networks) or ESIC? 

o Who would you like to sponsor your service in the future? 

• Several newspaper articles mention there is a need for more volunteer drivers. What is your 

plan to attract more drivers? 

o Do you have a contingency plan for if more volunteer drivers are not found? 

• A 2017 article references a meeting with town councillors in Sackville during the Tantramar 

region pilot project. How has the support from town councillors been generally? 

o Did town councillors initially champion Rural Rides in the Salisbury-Petitcodiac 

region? 

o Has Rural Rides received sponsorship or support from anyone at the municipal level 

of government more generally? 

• Why did Rural Rides expand to the Tantramar region and to the Memramcook-Shediac-

Beaubassin areas? 

o Are these expansions considered successes? 

o Do you have further expansions planned? 

• Has Rural Rides permanently joined forces with Tele-Drive? 

o Why/why not? 

• Does Rural Rides engage with planners or other employees of the Regional Service 

Commission? 

o Why/why not? 

• Does Rural Rides engage with anyone at the provincial level of government? 

o Why/why not? 

• Do you have any plans to integrate with New Brunswick policy, planning, or funding 

documents? 

o Do you have plans to integrate with organizations or groups? 

• What type of policy support or financial support would help you provide your service? 

• What are your future goals as a transportation service? 
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Annex D: Letter of Information and Consent 
 

Letter of Information and Consent Form 

 

Study Title:  Community-driven solutions: A case study of 

“Rural Rides” in southeast New Brunswick 

 

Name of Principal Investigator (Researcher): Ms. Rachel 

MacKnight, Faculty of Arts and Science, Department of 

Geography and Planning, Queen’s University 

Name of Supervisor: Dr. Ajay Agarwal 

Name of Funder: Norman D. Wilson Fellowship 

 

Hello,  

I am inviting a manager or coordinator of “Rural Rides Affordable Transportation” to participate 

in an exploratory research study. The purpose of this study is to understand how Rural Rides 

emerged and how it functions as a transportation service in southeast New Brunswick. This 

research study will benefit planning students and professional planners who are tackling the 

challenge of providing transportation services to rural communities across Canada. 

If you agree to take part, I will interview you over the telephone or using a videoconference 

software of your choice (e.g. Skype for Business). The interview should last 45 minutes. The 

interview will take place in March 2020. We can communicate via email or over telephone to 

agree upon a mutually convenient date and time.  

There are no direct benefits to you as a participant. Your insight will be invaluable to myself as a 

researcher and to this research study. An indirect benefit to you as a participant could be that 

more people learn about Rural Rides. There are no clear risks to you as a participant. A potential 

risk could be if you regret saying something during the interview. There are procedures that 

mitigate this risk that are explained in this letter. Your participation is voluntary and you can 

decline to participate in the interview at any time with no negative repercussions to yourself. You 

do not have to answer any interview question that you do not want to or that makes you 

uncomfortable. You can stop your participation at any time during the interview by telling myself 

(the researcher) that you wish to stop. You may refuse to answer one specific question by 

saying “I prefer not to answer this question”. You may withdraw entirely from the research study 

after participating in the interview up to 30 days after the interview has taken place. If you wish 

to withdraw, please email me at rachel.macknight@queensu.ca. After 30 days, it is no longer 

mailto:rachel.macknight@queensu.ca
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possible to withdraw because by that time I will have transcribed our interview and may have 

sent out a draft of my report to be reviewed by an examiner. 

What I learn from our interview will be written up into my Master’s report, a key component of 

my Master of Planning degree. A copy of my Master’s report will be available on the Queen’s 

School of Urban and Regional Planning website. It is possible that I will publish the findings of 

this research study in a reformatted way in academic journals and/or present them at 

professional urban planning conferences. You will be interviewed in a professional capacity. 

During the interview, please let me know if you say anything you do not want me to quote. Your 

name and position will not be included in the report or in any potential subsequent presentations 

and I will never include any real names with quotes, unless you specifically give me consent 

in this letter to include your real name. 

Because Rural Rides is a small organization, it is possible that you could be identified by what 

you say even if your name is not included in the report. Please do not say anything, such as a 

personal opinion, that you would not also say in, for example, an interview with a local 

newspaper. The purpose of my interview is to understand how Rural Rides emerged and how it 

currently operates. I am particularly interested in the precise service that Rural Rides provides in 

connecting drivers to clients, in the funding sources that Rural Rides uses, and in the 

connections that Rural Rides has with various levels of government. At the end of the interview, I 

will also ask you if you would like to refer me to another person who may be interested in 

participating, based on the interview questions. There is no obligation for you to suggest a 

participant, and there will be no penalty if you do not. We will be letting potential participants 

whom you refer know that you were the source of the referral. You also have the right to request 

that you are given time to notify the potential participants prior to us contacting them. 

Your confidentiality will be protected to the extent permitted by applicable laws. Because your 

confidentiality is not guaranteed due to the fact that Rural Rides is a small organization and you 

may be identified by what you say, you will have the choice of including your full name in the 

report, or to instead use “Interviewee 1”. Using your full name will give you credit for what you 

say and will prevent speculation as to which employee of Rural Rides said particularly things. 

Using “Interviewee 1” protects your confidentiality and anonymity more, but anonymity can still 

not be fully guaranteed. If you choose to use “Interviewee 1”, I will do this by replacing your 

name with “Interviewee 1” in all publications and a study ID number in all study records. The 

study data will be stored on an encrypted hard drive on Queen’s University servers. The key file 

that links real names with pseudonyms (i.e. “Interviewee 1”) and study ID numbers will be stored 

securely and separately from the data on my personal computer. Once 5 years has passed, I will 

remove the information from my personal computer and the de-identified data will be 

deposited into the Queen's University's Institutional Repository, which is an online 

restricted-access website. Access to study data is limited to those researchers on the study 

team: myself and my supervisor. The Queen's General Research Ethics Board (GREB) may 

request access to study data to ensure that the researcher(s) have or are meeting their ethical 
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obligations in conducting this research. GREB is bound by confidentiality and will not disclose 

any personal information. 

If you have any questions about the contents of this letter or about the nature of the research 

study, you may contact me, Rachel MacKnight, at rachel.macknight@queensu.ca. You may 

contact my supervisor, Dr. Ajay Agarwal, at ajay.agarwal@queensu.ca. If you have any ethics 

concerns please contact the General Research Ethics Board (GREB) at 1-844-535- 2988 (Toll 

free in North America) or email chair.GREB@queensu.ca. This Letter of Information provides 

you with the details to help you make an informed choice. All your questions should be 

answered to your satisfaction before you decide whether or not to participate in this research 

study. Keep one copy of the Letter of Information for your records and return one copy to the 

researcher, Rachel MacKnight. You have not waived any legal rights by consenting to participate 

in this study.  

By signing below, I am verifying that I have read the Letter of Information and all of my questions 

have been answered. If I do not sign below but merely keep this for my records, I must have 

verbally consented to all of the below while on the phone with the researcher (Rachel 

MacKnight). 

☐    Yes, you have my permission to use quotes (place your initials in the box provided) 

☐    No, you do not have my permission to use quotes (place your initials in the box provided) 

 

☐    Yes, you have my permission to use my full name (place your initials in the box provided) 

☐    No, you do not have my permission to my full name, please use “Interviewee 1” (place your initials in 

the box) 

 

☐    Yes, I understand the process for withdrawing from the study (place your initials in the box provided) 

☐    No, I do not understand the process for withdrawing from the study (place your initials in the box 

provided) 

 

☐    Yes, I understand how my data will be handled and stored (place your initials in the box provided) 

☐    No, I do not understand how my data will be handled and stored (place your initials in the box 

provided) 

 

☐    Yes, you have my permission to audio record the interview (place your initials in the box provided) 

☐    No, you do not have my permission to audio record the interview (place your initials in the box 

provided) 

 

☐    Yes, you may reveal my identity to those participants I have referred (place your initials in the box 

provided) 

☐    No, you may not reveal my identity to those participants I have referred (place your initials in the box) 

 

___________________________             ______________________                       _________________ 

Signature of Participant                                   PRINTED NAME                                          Date  

mailto:rachel.macknight@queensu.ca
mailto:ajay.agarwal@queensu.ca
mailto:chair.GREB@queensu.ca
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Annex E: GREB Clearance 

 


