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Introduction
The increasing number of motor vehicles in all parts of the country has been
one of the most visible and easily measurable signs of prosperity in Britain
since the Second W orId War. During this period, transport policy has been
largely focused on accommodating the resultant growth in traffic by
increasing the capacity of the road network through new construction and
through management measures. At the same time, it has been accepted that
some of the traffic problems stemming from this growth can only be
ameliorated by limiting the use of vehicles in rush hours. It has been thought
that this can best be brought about by striking a balance between private and
public motorised transport through a judicious allocation of the resources of
road space and finance. Such a focus concentrates mainly on the mechanics of
the transport system, and while accepting the practical and financial necessity
of this-particularly from the 'supplier's' point of view-our report is focused
instead on that component of policy which is concerned with providing all
members of the community with the means of meeting their daily travel needs.
This could be viewed as the 'consumer's' approach, and requires for its
understanding three lines of inquiry: it is necessary first to measure the travel
potential and needs of different groups in the population, secondly, to
establish their daily travel patterns and thirdly, to examine the relationships
between those patterns and land use and location planning.
The problem can then be approached by observing the relationships between
personal mobility, the accessibility of people and places-as reflected in
patterns of travel-and the consequences of travel both for the individual and
the public at large. These relationships and their implications for policy are set
out in the schema on the following page, which has been used as a backcloth
against which the research has been conducted.
The following chapters are therefore concerned with the characteristics of
mobility and accessibility which together define an individual's capacity to
travel in daily life. Holiday travel has been excluded from the analysis as it
does not form part of people's daily travel; in addition, travel in the course of
work has not been examined as it is a function of employment rather than
xiii
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personal life. The focus is on that personal travel which is determined both by
a person's roles in society, such as wage-earner, housekeeper, parent or
student, and by personal preferences, such as for employment, friends, and
leisure activity. The methods of travel examined include walking, and the use
of the private car, public transport and the bicycle, each of which are available
in different degrees to different people. The use of these methods interacts
with each other and with the characteristics of different areas, thereby
influencing people's access to different places.
In an earlier studyl, the authors identified inadequacies in the methods and
practices previously adopted in transport planning . These were considered to
have restricted the judgement of decision makers, and to have reinforced and
in part engendered a discriminatory approach to policy. Indeed that study
provided some insight into why transport planning has been and remains so
car-oriented. Four major defects were isolated.
Firstly, measurements using the household as the basic unit of analysis have
had a distorting effect since the roles, preferences and mobility of individuals
within households usually vary widely. As there is a relationship between each
individual's travel needs, mobility and travel behaviour, it is clear that
measurements relating to the household as a whole are very misleading.
Secondly, transport planning has been selective, in terms of particular
groups of people, types of journey and methods of travel. The independent
trips of children have not usually been included in the total for the household.
And in studies where individuals have been recorded, attention has been
focused on the head of household; this person is usually male and often the
only person capable of driving in those households which are car owning.
It has also been selective in paying great attention to the journey to
work-the only journey for which census returns have been taken.
Concentration on the journey to work is understandable in the light of the
economic importance of employment, the evident congestion on road and rail
at peak hours and the difficulties of operating transport at these times. In
contrast, however, the characteristics of other journeys, and of those who
make them, have received little attention. Moreover, the traffic problems of
the rush hour are only seen to be of consequence because limitations of road
capacity necessitate restraint on car use in urban areas. Yet the social and
environmental problems caused by traffic may be more disturbing at other
times; for instance, vehicles on a street impinge on its traditional function of
being a locus for social activity during the daytime; and their noise can
discourage people from opening windows in their homes in the evenings and at
weekends.
Concern with problems of traffic has also resulted in insufficient attention
being given to other travel methods. In particular, walking has been greatly
under-represented in the data used for transport and land use planning. The
exclusion in most transport studies of journeys of less than a mile on foot has
meant that the significance and potential of non-motorised methods of travel
xv

has been overlooked in the evaluation and formulation of plans resulting from
these studies. In addition it has meant that scant consideration has been given
to local trips-and those who make them-such as journeys by children to
school or playground, or by adults to neighbours, public houses or local
shops. The selectivity in terms of particular groups in the population and types
of journey has served to inflate further the apparent importance of motorised
travel, and thus to suggest that solutions to the traffic problem lie in the
attainment of a balance between public and private road transport. As a result
public transport has been credited with the dual role of contributing towards
easing congestion during rush hours when there is a shortage of road space,
and as a motorised service on all types of journeys for people without a car.
Yet such a 'balance' is difficult to attain, not least because restrictions on car
travel are different in kind from those on public transport; balance cannot be
achieved simply by switching journeys from one motorised mode to the other
as the modes are very often not interchangeable in practice.
In this respect the past framework of public transport administration is
relevant. Until 1968, planners could only consider public transport as a
commercial operation; the levels of service, fares, and routes were left to the
operators. Since that date subsidies have made it possible for public transport
operations which cannot be made financially viable to be considered as an
essential social service. The annual preparation of Transport Policies and
Programmes (TPPs) has enabled each County Council to indicate its preferred
balance for expenditure on roads and public transport. However, walking as a
major method of travel tends once again to be overlooked in this form of
'strategic' transport planning. Indeed the County Council's preferred
allocations as between the two principal competitors for transport funds are
based on the contribution of public transport to the alleviation of their traffic
problems-the more urban the area, the higher the proportion proposed for
public transport. This approach, which sees the management of peak-hour
traffic as the prime determinant for allocating funds, does not encourage
proper assessment of the social contribution of public transport services
provided in suburban and rural areas. Moreover, in the absence of criteria
related to personal mobility, the evaluation of the TPPs by the Ministry of
Transport (previously the Department of the Environment) cannot take
account of considerations of equity-the distribution of costs and benefits for
different groups in the population consequent upon any proposed investment.
The third inadequacy of present transport planning stems from the
evaluatory and predictive techniques used both for particular road schemes
and in the wider consideration of alternative proposals. The approach used
can be summed up in the phrase 'predict and provide' (although in the current
economic climate the 'provide' side of the equation has had to be somewhat
curtailed). Predictions of the number of vehicles and of the trips made by
them, particularly in peak hours, have been the main criteria for determining
the scale of the road network: these predictions have been long term-partly
xvi

because of the time involved in constructing the network. It is only recently
that the predictions have also been used to assess the equally-important
consequences of traffic noise and pollution, and of energy consumption.
However, in spite of these environmental assessments, the impact on personal
mobility of continuous 'predict and provide' has never been assessed.
One of the dangers of relying on the predictions of traffic is that they have
been based on other long-term forecasts of population and economic growth,
and on past relationships between these and the use of vehicles. Yet forecasts
are not always accurate: indeed it may now appear that they provide somewhat
insecure foundations for such inflexible structures as large-scale urban road
networks. Planning underpinned by these predictions becomes more an act of
faith than of prudence. Furthermore, concern for provision for future
motorised traffic overlooks the effects on non-motorised travel and directs
attention away from the present inadequacies of transport.
The proposals which result from these selective and future-oriented
planning techniques are evaluated and in turn justified by cost-benefit
analysis. Transport proposals are assessed for real and derived financial costs
and benefits and for their rate of return on invested capital. Unfortunately the
practical difficulties of using this technique have resulted in usually arbitrary
and often ridiculous valuations being made on both the cost and the benefit
side of the balance sheet, and highly inappropriate plans being recommended
as the 'best' way of furthering the goals of transport and planning policy.
The calculations contain three important components. The first is the value
of time: the time spent, saved or lost on journeys is converted into monetary
values at different rates for different journeys, types of people and methods of
travel. This has the same effect as the selection process described earlier.
Indeed, by the use of a wide range of values related to the traveller's wage
rates, it reinforces it in a manner equivalent to giving priority in a queue to
those earning most money. For example, the time of a person driving a car in
the course of work is deemed equal to that of two persons travelling by bus or
about five times that of a person walking on any other journey. Likewise,
delay to pedestrians at intersections controlled by traffic lights is valued
differently from motorists' delay. From these and other calculations,
weighting is accorded to motorised travel, making provision for it a 'better
buy' than provision for non-motorised travel. The second component relates
to changes in vehicle operating costs which are calculated for the analysis,
though changes in the patterns of non-motorised trips are excluded, again
reinforcing the above effects. Thus proposals which are highly motor-oriented
create apparent savings by reducing the travel time and the operating cost for
motorised journeys.
The third component is the costing of road accidents. Road engineering has
reached such a state of technical proficiency that if the characteristics of a road
and the traffic on it are known, reliable estimations can be made of the
number of accidents likely to occur. Apart from the obvious moral objection
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to this technique, the basis for costing is not sound, for the financial value
given to any reduction in accidents is translated into a value per hour of life
saved which proves to be somewhat lower than the value per hour attributed to
travel time saved.
Alternative and perhaps more appropriate value judgements could result in
very different plans: if the wider public benefit were taken to be the reduction
of social rather than traffic costs, then plans could well favour non-motorised
over motorised journeys, and short over long-distance journeys.
The fourth inadequacy in transport planning has been the approach used in
relating what is a narrow definition of personal mobility to an equally narrow
definition of land-use planning. Thus, although structure plans and transport
studies have reflected an appreciation of the relationships between location
planning and the generation of movement, they are large-scale in character,
and focus on forecast patterns of motorised traffic between relatively large
urban zones. There is little examination of the effects that catering for this
traffic has on local patterns of travel. Of course, some facilities have to serve
large populations and therefore have correspondingly wide catchment areas;
planning their locations and accessibility is necessary, but movement of traffic
or people associated with them should be analysed for potential conflict with
smaller scale local movements and for their effects on the travel and access of
less mobile groups in the population.
Likewise, the land use component of these studies is concentrated on largescale residential, industrial, commercial and recreational uses and on their
associated vehicular flows. Indeed, transport is seen as one of a number of
competing claimants for available land, the size of its claim being determined
by a perceived need to accommodate predicted traffic levels. In the same way
that transport planners have not studied all travel methods and have been
limited in their consideration of personal mobility, so land-use planners have
not adequately considered either the need for local accessibility or the
environmental and social impact of their decisions. New town planners have
been exceptional in that they have deliberately ensured that shops, schools and
other neighbourhood facilities are within walking distance of most people's
homes; so also have the specialised agencies who provide bus-stops, postoffices and letter boxes according to criteria of access.
A four-year programme of research was designed to probe behind these
inadequacies by adopting an approach that takes full account of personal
mobility and travel need. The programme began with self-administered
surveys in 1971 conducted in five areas to provide a comprehensive view of the
ways in which mobility and travel behaviour vary between different people
living in areas with contrasting physical characteristics. Children and
teenagers, as well as men and women, were included in the surveys; and the
adults were not limited to those who go out to work. Chapter III of the earlier
repore presented some findings from this first stage of the research
xviii

programme. Chapters I-Ill of this report present additional and more detailed
analysis of the data. The mobility of respondents is considered in relation to
their day-to-day travel for all purposes and by all travel methods . The findings
are viewed in the light of the provision and location of facilities and the level of
public transport service in the five areas.
The second stage of the research consisted of an equally comprehensive view
of the way in which accessibility varies for different facilities, people and
travel methods. This stage covered a wider area, and was carried out in 1972 by
means of a large-scale postal survey in the South East Region 's Outer
Metropolitan Area (OMA). Within this area, 200 locations, each one an
electoral polling district, were used yielding response from over 15,000 electors
(Chapter IV).
Mobility, accessibility and their interrelationships were then examined in
greater depth by means of extensive personal interviews in 1973 with two
groups in the population who warrant special attention-young mothers and
people over retirement age. These groups have received little attention and yet
have special needs and problems of travel: in particular, mothers have
responsibility for the needs of their dependent children, while pensioners have
to adjust to the normal ageing process and usually low incomes as well
(Chapters V-VII). The survey respondents were clustered in 38 of the 200
polling districts used in the OMA postal survey, enabling the characteristics of
the areas to be examined and their influence on mobility, access and travel to
be analysed (Chapter VIII).
The final chapter summarises the findings of the surveys, and points out the
implications of these for transport and land-use policies.

Mayer HiIlman, Irwin Henderson and Anne Whalley, Personal Mobility and Transport Policy,
Broadsheet No. 542. Political and Economic Planning, 1973. (Out of Print.)
2
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I. Adults' travel in five areas
The travel surveys reported in this and the following chapter were conducted
amo"ng a variety of people living in a selection of different types of area. The
surveys encompassed a range of journey purposes and the findings supply
something of an inventory or cataloguing of mobility levels and travel
patterns. They set out the whole spectrum of day-to-day travel for people aged
seven to seventy (and over), whether they are getting about on business or
pleasure, in town or country. Within this global picture it is possible to
examine the components of daily travel-purpose, method and duration of
travel-relating them to each other and to some of the social and
environmental influences on them.
Three surveys were carried out: among adults, teenagers and children in five
localities 1. The findings of the adult survey are reported in this chapter and
those of the teenagers and children in the next two chapters. As noted in the
introduction, an earlier work set down some of the findings of these surveys2.
These three chapters extend and amplify that work, though some of the data
and findings are necessarily repeated here. The localities for the surveys
consisted of a rural parish, and wards in a small town, a new town, the
suburban ring of a large free-standing city, and inner London.

Adult survey
Personal mobility
In order to gain some understanding of the influence of personal mobility on
the travel patterns of adults, it is necessary to know how many of them live in
car-owning households, how many have driving licences and how many have
other forms of personal transport.
I
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See Appendix 1 for survey method and response and Appendix 2 for social and demographic
characteristics of the respondents. Diagrams and descriptions of the five survey areas are
available in PEP Broadsheet 542 op.cit Chapter III pp . 46-52 or directly from PEP in the form
of a working paper.
PEP Broadsheet 542, ibid .

Several factors affect car ownership. It is generally acknowledged to be
closely related to household income, and indeed this relationship is partially
borne out in the five survey areas, notably in the small town, the new town and
the suburb, where the level of car ownership declines in parallel with the
income differential among these three areas 1. However, Table 1.1 indicates
that areal influences temper the relationship in the village and inner London:
though the village has the lowest median income, household car ownership
(particularly two-car ownership)2 is very high; in the inner London area, the
higher cost of housing (and thereby less money for spending on transport), the
concentration of facilities, the relatively good public transport services, and
the greater disincentives to car use suppress car ownership to the lowest level of
all the areas even though household income is average.
Table 11
Cars in
household

Household car ownership in five areas
village

None
One
Two or more
n

small
town

new
town

city
suburb

inner
London

%
54

57

40

38

6
279

5
185

%

%

%

33
49
18
160

29
59
12
278

36
60
4
342

%

Taken from Table 1111, PEP Broadsheet 542, op cit.

Table 1.2 shows that licence-holding 3 among adults and thus their ability to
travel independently by car, varies by area in a similar way to household car
ownership, though at a consistently lower level. The explanation for this is that
licence-holding is a characteristic not of the respondents' households but of
the respondents themselves, many of whom cannot drive even though living in
a car-owning household. This is particularly true of women; indeed, on
average men are more than three times as likely to be licence holders as are
women. Thus, in the five areas, licence-holding ranges from 48 per cent
upwards among the men in contrast to 38 per cent downwards among the
women. The highest levels for women are in the two areas of high two-car
ownership where female licence holding is over double that of the other areas.
Even so, in all households with a car, a substantial number of women cannot
drive-over the five areas the proportions with licences in these households
range from 55 per cent to only 18 per cent. This contrasts markedly with the
range of 85 to 97 per cent for men. Even in households without a car, where

2

3

2

See A ppendix I I.
Two or more cars are usually referred to throughout the book as two cars .
Provisional licence-holders are excluded from the analysis of the relationships of personal and
areal characteristics with licence-holding.

the level of licence-holding is of course much lower, nearly one in four men
can drive compared with less than one in 14 women.
Table 12

Licence-holding in five areas

Adult has

No driving licence
Provisional licence
Full licence
n

village

small
town

new
town

city
suburb

inner
London

%
45
4
51

%
39
3
59

%
49
6
44

%
61
4
35

%
66
3
31

157

275

342

266

182

A method of summarising access to a car is shown in Table 1.3, which
combines household car ownership and personal licence-holding to give four
decreasing 'levels' of access. The highest-level I-is enjoyed by people
holding a licence and living in a car owning household; those on the
lowest-level 4-have neither licences nor household cars. It can be seen that
there are strong variations by age as well as by sex.
Table 13

Access to cars according to age and sex, in five areas
respondent
has:

Men

household
has :
(all ages)

level
level
level
level

1
2
3
4

licence
no licence
licence
no licence

car
car
no car
no car

small
town

new
town

%
67
6
8
20

%
70
7
7
16

%

33

31
2

36
27
3

34

24
18

village

inner
city
suburb London

%
54
1
10
35

%
40
7
9
44

8
30
2

34

14
45
5
37

13
25
1
61

13
13
3
70

18
6
6
71

3
3
3
91

64

3
10
24

Women (all ages)

level
level
level
level

1
2
3
4

car
car
no car
no car

licence
no licence
licence
no licence

car
car
no car
no car

licence
no licence
licence
no licence

60

Pensioners

level
level
level
level

1
2
3
4

58

4
4
91

Taken from Tables 1113 and 1114, PEP Broadsheet 542, ibid.

In each area pensioners are most likely to be on the lowest level. Indeed, in
the two city areas, more than 90 per cent have neither a household car nor a
3

licence, and except in the village, pensioners' household car ownership is about
40 per cent less than that of all households. As with all adults, pensioners'
licence-holding is lower than their household car ownership. In the village and
new town, less than one in four have licences, while in the suburb and inner
London, it is less than one in ten. It is noticeable that the village, which
contains relatively high proportions of women and elderly people, nevertheless
has relatively high proportions of one- and two-car households, and relatively
high proportions of both women and pensioners who hold licences, thus
underlining the influence of areal characteristics.
In each area, about one in eight of the adults reported having an additional
method of personal travel, mainly bicycles or motor-cycles. Most were
reported in the new town, which has specific provision for cycling, and least in
inner London where high traffic volumes are likely to deter people getting
about on two wheels.

Number of trips
Adults in the five areas were asked to report the trips they made during the
survey week for work, shoppingt, leisure and social purposes. In four of the
five areas, the average number of trips for the week was 11 per person. In the
village, however, the average was only about nine.
The weekly number of trips appears to vary with the type of journey made,
though not in a pattern which might be expected. It may be thought that the
journey to work accounts for the majority of adults' trips, but this is generally
true only for people in full-time employment, for the survey shows that the
work trip's numerical supremacy is lost when the trips of all adults are
considered. In fact the overall average number of trips made each week by the
adults is remarkably equally distributed among journeys for shopping, for
work, and for social and leisure activities combined.
This distribution is not very equally balanced between men and women.
Men are of course more likely to go to work, so that on average they make two
to three more work trips than women, who in turn make more shopping trips.
The men reported a greater number of leisure trips than did the women,
though the latter made slightly more social trips. If these two purposes are
combined to reflect the discretionary part of the week's trip making, the men's
total is somewhat higher than the women's-as is their access to cars.
People in households with cars reported making a greater number of work
trips than those in households without a car, no doubt partly owing to the high
proportions of retired people without a car. Trips for social and especially for
leisure purposes are also more frequently made by those in households with
cars, though they make fewer shopping trips-in view of the greater ease with
which large quantities of goods can be carried by car. Licence-holders in the
car-owning households reported more leisure and work trips and fewer
I

4

' Shopping' includes personal business , such as visits to a post office, bank, etc .

shopping trips than those without licences. While this reflects the differences
in licence-holding and trip purposes between men and women, the survey
indicates that similar differences occur in the travel of women with and
without licences.
The frequency of trips also appears to be influenced by the characteristics of
each area. One example of this is mentioned above: on average people living in
the village make fewer trips than people in the other four areas. Even though
more of the villagers have cars, a relatively low number of trips are made for
most types of journey-and by most types of person. The exception is social
activity which is similar in all survey areas, reflecting the fact that destinations
on social trips are far more flexible and that for other purposes access to
facilities can affect the frequency of trips. The influence of area can also be
seen in the inner London area. Although people in households with cars
generally make more trips than those in households without cars, the two
groups in this area make very similar number of trips. This results from an
increase in the numbers of trips made by those without cars, and a drop in the
number by those with cars-again reflecting the area's better public transport
facilities but poorer driving and parking conditions. The average number of
shopping trips is highest in the inner London area and in the new town, both of
which have the most locally accessible shops; in the new and small towns,
where work places are likely to be nearer home-thereby enabling a return
home for lunch-more work journeys are made by adults employed full time.

Travel method
Variations in use
The methods of travel used on shopping, work, social and leisure trips I
provide additional information on the influence and interaction of personal
and areal characteristics. As Table 1.4 shows, travel by car does not generally
account for the majority of trips by adults-overall, slightly more trips are
made on foot than by car, with public transport taking a poor third place . The
table also shows that this order changes in the different areas: half the trips are
made by car in the area of highest car ownership, while the proportion of
public transport trips rises sharply in the areas of lower car ownership. Greater
use of public transport also coincides with an improvement in public transport
services and an increase in town size to the extent that, in inner London, it is
far more common than car travel. Of the three travel methods, walking varies
least among the areas. This is particularly significant in the village, where
walking is more common than car travel even though household ownership of
one or two cars is high: clearly the distances involved in travelling out of the
village must deter less essential travel.
I

Only trips on foot, by car and by bus are included in the following analysis as the bicycle,
motor-cycle, moped and taxi together account for only 3 to 6 per cent of all trips.
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Table 14

Method of travel on all trips, in five areas

W alk
Car
Bus 2

n (trips)
Average no.
trips
per week
1

alP
areas

all
trips

%
43

%
44

41
16
n.a.

village

small
town

new
town

city
suburb

inner
London

%

%

%

39

41

%
43

%
48

39
17

52
43
5

50

46

11

13

36
21

19
33

13659

1338

3171

3941

3124

2085

11.3

8.6

11.7

11.7

11.6

11.7

Standardised to take account of differences in trip numbers per area.
A very small proportion of these trips are by train; in inner London bus includes tube train as
well.

In each area, as would be expected, respondents in households with two cars
walk less than those in households with one car, and even less than those with
no car. Even so, those in one-car households make between 30 and 50 per cent
of their trips on foot, and those with two cars make between 15 and 30 per cent
on foot. Correspondingly, those in non-car-owning households make between
55 and 77 per cent of their trips on foot-the proportion dropping as their use
of buses increases. Concomitantly, car travel is higher among those in carowning households, particularly those with two cars where respondents are
more likely to have driving licences. Indeed, the effect of a person's licenceholding on their use of the 'household' car can be seen by comparing the travel
methods of men and women in car-owning households: Table 1.5 shows that
the amount of walking and car use varies widely, the difference being greatest
in the new town where few women hold licences but where nearly two-thirds of
households have a car.
Table 15

Travel methods used by men and women in car owning
households, in five areas

T ravel of respondents
in car owning
households

village

small
town

new
town

city
suburb

inner
London

36
52

18

16
54

20
49

30

40

61
42

74
45

82
29

77
38

50

On foot

% of men's trips
% of women's trips

50

8ycar

% of men's trips
% of women's trips
6
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The significance of walking in all areas is also apparent from the fact that, in
spite of area I variations in car ownership and licence holding, there are only
small differences in the average number of trips the adults make on foot in
each area. They range from 5.6 a week in inner London to 4.5 in thp village.
There are wider variations in the numbers of trips made by bus and by car,
resulting mainly from variations in car ownership: car trips range from 2.3 a
week in inner London to 5.8 a week in the small town, and bus trips from 0.4 a
week in the village to 3.8 a week in inner London. It can be seen that the
villagers' lower total of trips reported earlier is mainly due to less motorised
travel rather than less walking.
Although adults in car-owning households make fewer trips on foot than
those in households without a car, their total number of trips made in a week is
greater owing to more motorised travel: they make about three times as many
car trips as non-car-owners make bus trips. The exceptional area is again in
inner London where the effects of parking restrictions and traffic congestion
reduce the number of car trips in car owning households to only half that of
other areas.
Purpose of journey
In general, travel method varies with journey purpose. Table 1.6
demonstrates that in all areas shopping is principally done on foot, and work
Table 16

Method of travel according to journey purpose, in five areas

Type of journey

Shopping

Work

Social

Leisure

walk
bus
car
n(trips)

village

small
town

new
town

city
suburb

inner
London

%

%
58
12
30
(934)

%
67
11
23
(1386)

%
65
16
19
(1098)

%
73
19
8
(756)

27
13
60
(1161 )

13
20
67
(1368)

17
35
49
(998)

17
59
24
(673)

44
7
49

48
11
40
(487)

44
24
31
(315)

41
14
44
(541)

57
18
25
(341)

64
6
29
(504)

35
3

walk
bus
car
n(trips)

(350)

walk
bus
car
n(trips)

58
5
37
(252)

(440)

48
6
46
(628)

walk
bus
car
n(trips)

47
6
47
(232)

30
8
62
(636)

40
8
52
(559)

63

7

trips are made predominantly by motorised methods-notably the car;
walking is rather more typically the method used on social visits while the car is
more typically used for leisure trips. The main exception to this general pattern
is in the inner London area, with its low car ownership but good public
transport: here walking is still important for shopping trips but the car is
'overtaken' by public transport for the journey to work and by walking for
leisure journeys.
The table thus shows that walking is most likely to occur for shopping, then
social, and then leisure activities, and is least likely to be the method used for
getting to work, particularly in the three larger areas where there is a wider
separation of home and workplace, and where public transport offers a better
alternative to walking for those unable to travel by car. Even so, a significant
proportion of work trips in each area are made on foot. The supremacy of car
travel over bus travel can also be seen. The ratio of trips by car to those by bus
declines steadily as car ownership drops and bus services improve, to the point
where, for trips to work and shops, bus travel almost equals car travel in the
suburbs, and in inner London it far surpasses it.
The relative merits of buses and cars can be gauged particularly from
analysis of discretionary journeys for social and leisure purposes. The
convenience of car travel is again evident for even in inner London, car
trips outnumber those made by public transport, in spite of its relatively good
services.
These broad variations in travel methods used for different trip purposes to
some extent conceal variations among people and among areas: these can be
seen when trip purposes are considered individually. The high incidence of
shopping trips on foot is linked to the fact that women are more lIkely than
men to go shopping and less likely to have access to a car; moreover, the local
nature of this activity is confirmed by the relatively low use of buses, except in
the inner London area which is about a mile from two very good district
centres well served by bus routes. There is more car use in the village and small
town, reflecting their higher levels of female licence-holding and two-car
ownership. Even so, adults in car-owning households make half their shopping
trips on foot. In households without a car, at least three-quarters of these trips
are made on foot, the highest proportions being in the areas with infrequent
bus services.
On the work journey, the overall emphasis on car travel conceals wide
variations between men and women: in four areas at least 60 per cent of
working men but at most 40 per cent of working women go to work by car.
The exception is inner London where even within car-owning households
under half the men travel to work by car, compared with almost three-quarters
in other areas. In all areas work journeys are male dominated, so there is little
variation between households with one and two cars (in both of which most
men have driving licences); but there is strong variation between these and the
households with no car at all. In the latter walking takes the place of car travel
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for the two smaller areas, with public transport increasingly used in the larger
areas. Another slight areal distinction is the use of 'other' methods of travel in
the new town, which has a network of cycleways linking together the
residential and employment districts.
There are differences in travel between people working full-time (most likely
to be men) and those working part-time (nearly all of them women) which can
be related to the variation by sex in the availability of cars. As a result, walking
to work is more common among part-timers (reported by up to half of them
compared with up to a quarter of full-time workers). The part-timers also use
buses as much as those in full-time employment, so their car travel is
correspondingly lower.
Differences among areas in the patterns of work journeys reflect not only
levels of car ownership, but also the availability of local employment, and of
public transport both within and outside normal 'rush hours'. The restricted
time available to most mothers who work obliges them to have a fairly short
journey, so that while over half the part-timers in the suburb and inner
London go to work by public transport, none does so in the village where the
small number of women who work reflects the fact that there are few local
jobs and a bus journey would involve a long trip. In the small town, proximity
to the town centre, with its substantial amount of clerical and retail
employment, combines with a bus service less frequent and reliable than in the
larger towns, to produce high levels of walking among those working parttime.
As noted earlier, social and leisure travel is more varied than for other
journey purposes, and more of these trips are made by people in car-owning
households. However, the variation in car use between those with one and with
two cars is not as great as the variation for shopping trips-because the car can
more easily be used as a 'household ' car for both husband and wife on social
and leisure trips outside working (and shopping) hours. But it is still evident
that a car is more often available to all those in two- rather than one-car
households, and to men rather than to women.

Travel time
The length of time that trips take gives an indication of how far people have or
are prepared to travel, though to take account of variations in speed, travel
time must be related to both travel method and area before conclusions can be
drawn about distances . The surveys show that shopping trips are generally
associated with short travel times, social ones with slightly longer, and leisure
then work trips with longer ones still. This is a reflection of the amount of
walking on each type of trip, for walk trips tend to be shorter than motorised
ones, in time as well as distance. Travel by car appears to be suited to travel for
varying times and distances, while bus travel is clearly impractical for local
trips: the destination may not be on a bus route, and there is a minimum
9

threshold time needed for walking to and from the bus stop and waiting for the
bus.
Diagrams 1.1 and 1.2 indicate the difference in provision of facilities for
shopping and leisure activities: the more local nature of shops is seen from the
shorter walk times. This is particularly evident in the new town where over half
the shopping trips on foot take only about five minutes or less. And though
there are fairly short car times on both shopping and leisure travel, leisure trips
by car also include a noticeable proportion of journeys lasting 20 minutes or
more . There appears to be a gradual lengthening of car trips as the town size
increases, probably reflecting the slower car speeds on the more congested city
centre roads, as well as the wider geographical spread of leisure facilities in the
larger areas. Bus travel on shopping trips, though relatively insignificant,
indicates the distance of each survey area from a town centre: leisure trips on
buses appear to be made to a wider variety of destinations and the long
journeys (including travel on tube trains) in London are evident.
Diagram I 1
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Social trips are not tied to fixed destinations, and so the travel times are
more wide-ranging, except for journeys on foot in most areas, as Diagram 1.3
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shows. Car travel again takes less time than bus travel and the compact size of
both the new town and small town is indicated by the higher proportion of
five-minute trips by car.
The journey to work is unlikely to involve an optional number of uips and
usually only one location is used by each working person. It is therefore more
appropriate to examine travel time for each worker rather than for each trip ,
highlighting the difference between full- and part-time workers and thus
between men and women.
Diagram I 2
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Diagram 1.4 shows that employment opportunities are polarised for people
in the village, for travel time is either very short (often on foot) and within the
village, or long (mainly by car) to the surrounding towns. On the other hand,
the times are most 'bunched' in the new town, reflecting the large
concentration of employment in one part of the town. These times are also the
shortest-the distance is not great and cars are widely used . The times for the
small town are less bunched, with a secondary peak for journeys over 30
minutes (probably commuting trips to nearby cities) . Both towns involve
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shorter journeys to work than either of the two larger city areas with their wide
job opportunities. The double peaks in the distribution of journey times in the
suburb probably reflect the differences in travel time by car and by bus, and
the variation in employment locations: these are either in the city centre, some
four or five miles distant, or in the city's peripheral areas of mining and heavy
industry. The longer travel times and increased bus use in the two city areas
contrast with the shorter times and increased use of the personalised travel
methods-walking and cars- in the two town areas.
Diagram 13
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The times for journeys to part-time employment show similar variations by
area, but with a greater concentration of very short trips in each area:
altogether, one in three part-time workers but only one in eight full-time
workers get to work in about five minutes or less. Since most part-time
workers are women, and the travel method is very often walking, this finding
suggests that women take up local part-time jobs which allow them to fulfil
12

their other domestic roles, even though a wider choice of jobs might be
available if they travelled further.
I t is clear from the survey findings reported in this chapter that only a
minority of the adult population enjoys the high level of personal mobility
conferred by having the optional use of a car, although a majority have some
access to car travel. Strong variations exist according to area, age, sex and
other characteristics: the interplay of areal and social (including income)
factors results in household car ownership ranging from approximately 40 to
70 per cent and personal licence holding from approximately 30 to 60 per cent,
among respondents in the five survey areas. When purely personal factors are
considered, it is seen that the level of licence holding among women is, on
average, less than a third of the level for men; and the household car
ownership of pensioners-a large majority of whom live on low incomes or are
women-is less than a third the level for other households.
Diagram I 4
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These factors also result in certain travel needs and opportunities . The
chapter shows how extensive is the day-to-day travel of adults-they make on
average about one and a half trips daily for a variety of purposes, with social
and leisure travel, and shopping trips, being as significant as work trips. The
importance of walking as a method of travel in its own right has been revealed
and not just as at the beginning and end of each motorised trip: indeed, that
aspect of walking was not covered in the surveys. Nor is this importance
confined to people in households without a car; when women's travel is
considered, the distinction between car-owning households and others often
13

disappears owing to the fact that most of the former are unable to use the
household car independently.
Nevertheless, the advant8:ges of having a household car are clear from the
surveys, for where one is available there is a higher level of trip making and,
compared with bus travel, a lower level travel time per trip. The contrast
between walking and car travel does not stem from travel but from the implied
distance travelled, or the area of opportunity opened up by each travel
method. Walk times are, if anything, slightly shorter than car times thereby
providing access to a far more restricted area of opportunity.
The use of buses is, on the whole, quite low, though the type, nature and
amount of bus travel (and concomitantly, car travel) vary substantially by
area reflecting town size and therefore spread of opportunity, traffic
conditions, and levels both of public transport service and car ownership. The
strongest contrast in bus use is between the village and inner London-the
areas with 'extreme' geographical and environmental natures.
I t is noticeable, however, that the findings for those two areas are not
always divergent from each other, even though each exhibits a number of
' extreme' mobility and travel characteristics when compared with the other
three areas. The findings for these three often appear as consecutive points on
what could be viewed as a rising or falling scale of mobility or travel measures.
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11 Teenagers' travel in five areas
The introduction noted that the travel patterns of young people are seldom
examined in travel surveys carried out for planning purposes, even though
plans and policy decisions can influence their opportunies to engage in various
activities. In addition, the majority of young people-particularly
teenagers-are dependent on public transport for their longer trips because
they are too young to qualify for a driving licence which would enable them to
get around by car on their own-even if they are able to afford one.
A questionnaire was designed therefore to examine teenagers' total travel
activity and the extent of their independent travel against a background of
personal differences (including access to cars, motor-cycles and bicycles) and
areal differences in public transport provision and facility location I.

Personal mobility
The level of car ownership among the teenagers' households reflects the level
recorded in the survey of adults, as Table II.l shows. On the whole the
teenagers are more likely than the adults to live in a car-owning household, as
the lowest levels of car ownership are found among pensioner households,
which do not often contain teenagers.
Table 111

Household car ownership in five areas

Teenager's
household
has

No car
One car
Two or more cars
n
I

village

small
town

new
town

city
suburb

%
48

%

%

%

20
43
37
30

23

28
69
3
134

54

23
100

45
7
80

inner
London

%

55
36
9
44

Areal analysis in the following pages includes data and discussion of the teenagers surveyed in
each area: however, the sample sizes obtained in the village and inner London were very small
and so the data for those areas must be viewed with caution. The term teenagers is used for
simplicity, though young people of nineteen, and some of eighteen were included in the adults'
survey, which was drawn from the electoral roll.
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Legal constraints on driving mean that, though nearly two-thirds of the
teenagers have a car in their household, none of those under the age of 17 can
drive. In fact, only 21 per cent of those eligible to take the driving test have a
full licence l , and a further 12 per cent have provisional licences. However,
being able to drive does not necessarily mean being allowed free use of a
household car-just over one in three of the licence-holders has a car of his or
her own. Licences for riding a motor-cycle or scooter are held by only 14 per
cent of those eligible to take the test 2 (16 years of age or older at the time of the
survey) and about two-thirds of these has one of these vehicles.
An alternative personal form of transport theoretically available to all
teenagers is the bicycle: in this survey, 40 per cent have one. Ownership drops
sharply with age, from two-thirds of the 13-year-olds to under a fifth of the 17and 18-year-olds. This decline can be attributed partly to the older teenagers'
negative attitude towards cycling as a method of travel (some view the activity
as rather childish and some are concerned about their appearance) and partly
to their ownership of motorised vehicles 3 •
The drop in ownership with age, however, does reflect the fact that bicycles
can be and are used by younger children for fun as well as serving as a travel
method.
Excluding this play element, the use of bicycles can be related to accessibility
and traffic conditions by comparing ownership in each of the five areas. The
variation seen in Table IL2 can be partly explained by the congested traffic
conditions and safety hazard in inner London, the isolation of the village, and
the urban scale and safer conditions in the small and new towns.
Table 112

Bicycle ownership in five areas

% owning a bicycle

n

village

small
town

new
town

city
suburb

inner
London

19
31

46
107

50
139

39
87

45

13

Number of trips
In spite of differences in interests, role, free time and mobility, the teenagers
on the whole make a remarkably s~milar number of trips to the adults: in all
the areas, an average of just under 11 trips a week for social, leisure and
shopping purposes and to get to school or work, and again the lowest
average-about 9V2 trips a week-is in the village. The survey shows that the
teenagers make about twice as many leisure trips as either social or shopping
I

2

J
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7 per cent of all the teenagers in the survey.
6 per cent of all the teenagers in the survey .
Since the survey was carried out, there is evidence of changing attitudes towards this method of
travel, with the rising costs of cars and a growing awareness of the bicycle's ' environmental'
virtues contributing to an improvement of its image.

trips, that is more leisure, fewer social, and far fewer shopping trips than the
adults. Least social trips were reported by those in the village who possibly
have fewer school friends living nearby, for they have to go by special bus to
school in a neighbouring town.
Household car ownership appears to influence the number of trips teenagers
make, although to a considerably lesser extent than among adults. This is
probably because the teenagers are more homogeneous in terms of access to
cars, with very few of them being able to drive, let alone having a car to use .
Nevertheless, although the number of teenagers with their own motorised
transport is small, the significance of this as an independent form of travel for
this age group is borne out by the fact that the 27 teenagers owning either cars
or motor-cycles make an average of about eight trips a week for social, leisure
and shopping purposes, but those with no means of personal transport makf:
about four trips; those with a cycle make about five.
Age and sex make little difference to the number of trips, though like their
parents, the boys reported slightly more leisure trips and the girls slightly more
social and shopping ones; those over 15 also reported slightly more leisure
activity than the younger ones.

Discretionary travel
The significance of walking as the teenagers' primary method of travel can be
seen in Table 11.3: they make almost half of their discretionary trips on
foot-more than by bus and car together-and walking is the most common
method used for each type of trip. Household car ownership hardly affects the
proportion of trips made on foot, although it appears to be quite strongly
related to car and bus travel.
Travel 113
Method of travel

Walk

Car
Bus
Bicycle
Motor-cycle
n (trips)

Method of travel according to discretionary trip purpos.J
leisure

social shopping

%

41
26
23

50
54
46
15
22
20
14
19
20
11
11
9
413

7
3
959

458

%

all

%

409

%

1826

However, the relationship of car use and household car ownership is more
complex for teenagers than for adults. It has been seen that hardly any have a
car of their own, though a few can sometimes use the household car
independently-they share this status with many women; in addition,
teenagers also travel in cars from households other than their own. As a
consequence, even in non-car households, about 1 in 8 trips are made by car.
This proportion rises to 1 in 4 in one-car households and 1 in 3 in two-car
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households. There is an equivalent variation in the extent of bus use although
it is those in the non-car households who use this motorised method for 1 in 3
trips. Those in car-owning households make 1 in 7 of their trips by bus-a not
insignificant proportion.
In comparison with adults in similar households, teenagers generally use
buses far more often and also walk more. This difference is most clearly seen
in households which have two cars where the seemingly high use of cars by
teenagers falls far short of car use by adults, and where bus use by adults is
minimal.
There are some differences between the methods of travel used by boys and
girls: the girls make a higher proportion of their trips on foot (50 per cent
compared with 40 per cent for the boys), and by bus (25 per cent compared
with 15 per cent); the boys use bicycles and motor-cycles more often (20 per
cent of their trips compared with only 3 per cent of the girls' trips). However,
the frequency of trips by car does not vary very much. Analysis by age shows
wider differences: younger teenagers walk on over half their trips and use
buses or cars for a third of them. For older teenagers these proportions are
almost exactly reversed, though they still make more trips on foot than by
either bus or car.
Table 11.4 shows how the incidence of walking rises as town size and density
increase. As with adults' travel, there is a reversal in the roles played by public
transport and cars, reflecting the different levels or-car ownership among the
teenagers' households or friends, and the varied services offered by public
transport. The two areas of highest cycle ownership have most cycle use,
contrasting with inner London where no trips at all are made by cycle or even
motor cycle l •
Table 11 4

Method of travel on leisure, social and shopping trips combined, in five areas
village

Walk
Car
Bus
Bicycle
Motor-cycle
n (trips)

small
town

new
town

city
suburb

%
50

%

%

%

42
41
8

42

47

30

22
19

3
6

108

17
11
1
528

12
1
704

12
20
8
10
331

inner
London

%

52
7
41
0
0
155

Travel time
A quarter of all the teenagers' social, leisure and shopping trips take under five
minutes and nearly two-thirds take under 15 minutes. These times are slightly
I
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The figures for motor-cycles should be treated with caution as few teenagers own one.

longer than adults ' times for corresponding trips, mainly owing to differences
in travel methods. Like the adults, teenagers spend longer travelling to leisure
activities than to either social or shopping ones.
On the whole, travel times in the new town and small town are similar, being
fairly clustered for each type of trip. Leisure and shopping trips are somewhat
longer and more varied in the larger scale urban areas, reflecting the wider
range of opportunities in them and, in inner London, the extensive use of
public transport. In the village, it is possible to detect both very short and long
travel times-the short ones representing trips within the village, particularly
for social purposes, and the longer ones to the nearest towns several miles
away.
As with adult trips, teenagers' walk times are shorter than car times which in
turn are shorter than bus times: the teenagers' longer trips overall thus reflect
their greater use of buses. Even so, the teenagers appear also to walk further
than the adults, possibly to save the bus fare.
Further relationships appear when journey purpose is considered; social
trips involve most walking and thus include more short trips. Leisure trips on
the other hand involve more motorised travel, particularly by bus, thereby
necessitating longer travel times.
Table 11.5 shows the travel times for each travel method, with all three
journey purposes combined, and includes cycling times on the one-in-ten of
trips made in this way. It can be seen that roughly 40 per cent of cycle, 30 per
cent of walk, 20 per cent of car and 10 per cent of bus trips take up to five
minutes and that the two motorised methods include the widest range of travel
times.
Table 115

Travel times according to method of travel on leisure, social
and shopping trips

Time in minutes:
5 or less
10 or 15
20 or 30
40 or more
n (trips)
% of all trips

bicycle

walk

car

%

%

%

%

41
33
17
9

29
42
23
6

20
27
19

11
33
39
17

161
9

776

411
24

357
21

46

34

bus

Short car trips occur most frequently in the small and new towns, both of
which have a fairly compact urban form. The new town also has shorter bus
trips than any of the other areas. Indeed, it is interesting to note that,
although inner London has the most frequent and comprehensive public
transport services , the distances covered are likely to be greater, and on bus
journeys the traffic speeds slower, thereby resulting in longer trips.
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Journeys to school and work
Unlike the adults, virtually all the teenagers in the survey have a daily journey
to school or work: about two-thirds of them are at school, (including one in
three of those aged 16 or more) and about one-third are at work. A few make
journeys both to school or college and to work, having evening or weekend
jobs or being 'day release' students at colleges of further education. Whether
at school or work, over half the teenagers make five of these 'compulsory'
trips each week; a quarter of those at school but only one in ten of those at
work, make ten trips a week, almost certainly because they go home for lunch.
The average is just over six-one trip more than their leisure, social and
shopping trips combined.
The predominant method of travel to school is walking, as Table II.6 shows;
bus travel is also common, though areal differences are substantial. In sharp
contrast, few journeys to work are made on foot, as a large majority of
working teenagers reported motorised travel, usually by bus. They therefore
use cars far less than do adults on the work journey. Cars are even less
significant for the school journey, their use being lower than even that of
bicycles.
Table 116

school %
work %

Method of travel to school and work
walk

bus

car

bicycle

other

n

47

33
49

6
21

11
6

2

274

8

148

16

Travel method is again related to distance and travel time-homes being
nearer schools than places of work: and 40 per cent of school trips but under
25 per cent of work trips take ten minutes or less. The shortest trips are those
made by bicycle or on foot: on the school journey three-quarters take 15
minutes or less, whereas nearly three-quarters of bus trips take over 15
minutes-slightly longer than bus journeys to work.
As noted earlier, the village has no secondary school so that all but two
teenagers at school go by special bus to a town four to five miles away: yet in
spite of the vastly different population densities this is almost equal to the
travel time by bus to school in inner London (where three-quarters of them
travel this way). This is due to a number of factors: the larger schools in
London, the wide choice of schools available there, the comprehensive but
congested public transport system and, in all probability, the greater readiness
to travel in an area which is part of a large and complex urban form. Although
the population densities are lower in the three remaining areas, so too are their
urban scales, the choice of schools being smaller and within more
circumscribed educational divisions: buses are thus less often used and travel
times are shorter. Walking and cycling to school are most often reported in the
new town (by 61 per cent and 17 per cent respectively) which is planned on a
20

self-contained neighbourhood basis and has some provision for cycle travel.
Not surprisingly, the shortest travel times are reported in this area, where
about a third of the teenagers at school have a journey of no more than five
minutes.
Areal variations in the travel patterns of the teenagers on the work journey
are difficult to analyse because of the small numbers of respondents involved.
However, it is worth noting that in the village few reported using a bus and nne
cycled. This contrasts with the remaining four areas which have better bus
services: over three-quarters go to work by public transport in inner London,
and over half in the suburb. Higher car use in the new and small towns reflects
higher household car ownership: for all areas combined, cars are used for the
work journey by under ten per cent of teenagers in households without a car,
but by almost 40 per cent in households with one. It should be recalled,
however, that this falls far short of the corresponding figures for fully
employed adults, in all likelihood because teenagers in most instances have to
rely on another person as driver.

Independent travel
Teenagers are at an age when independence is increasingly important for their
development into maturity and adulthood. Independence in travel was
therefore investigated by establishing how often they travel with parents and
by looking at the influences on their use of each travel method.
If 'household' car ownership and use were realistic concepts for formulating
planning and transport policy, then the results of the survey would confirm
this. However, they show that while it is true that teenagers in car-owning
households make twice as many trips with their parents as teenagers in
households with no car, the number of these trips is small, and there is little
difference between households with one and two cars. In all car-owning
households less than a fifth of teenagers' leisure, social and shopping trips are
made in the company of parents, and very few can use the household car on
their own. Almost twice as many of their trips are made alone as with parents,
and over twice as many are made with 'others' (friends, siblings or possibly
adults other than parents). Teenagers in households with no car make less than
a tenth of their trips with parents.
Accompaniment is highest on shopping trips, which are perhaps likely to be
family outings to buy presents or clothing, and there is little difference
between those in households with and without cars. There is more difference
on social and leisure outings, but even then travel with car-owning parents
does not constitute a substantial amount of 'household' car use. In fact, even
in car-owning households, leisure trips are most likely to be made with
'others', while travel on social, as indeed on shopping trips is most likely to be
alone; travel with parents is always in third place.
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Even though most trips with parents are made by car, travel with parents
does not account for all the teenagers' car travel: indeed, more car trips are
made with 'others' than with parents. No cycle trips and very few walk and bus
trips are made with parents. Walking and cycling are most frequently reported
as being made 'alone', whereas bus trips like car trips are most frequently
reported with 'others'.
Age has as much influence as car ownership on parental accompaniment:
about a fifth of the 13- to IS-year-old's trips, and a tenth of the 16- to IS-yearold's are made with parents. The younger group also make relatively more
trips alone and fewer with 'others'.
Teenagers are a population group whose developing interests,
responsibilities and independence result in a strong need for activity outside
the home. This need is met with relatively little reliance on the household car,
where there is one. They are perhaps the most active group in the population as
regards bus travel, having no physical problems with using buses; for many it
is a relatively cheap method of travel, though it must be recognised that their
financial resources are limited. In fact, they travel more on buses than in cars
(when the school or work journey is included) and as a consequence are
vulnerable to variations in the level of bus service, particularly in the evenings
and at weekends. As with adults, however, their most common method of
travel is walking; this is not surprising but what is paradoxical is the fact that
cycles, a method which would apparently so well meet many of their needs, are
hardly used at all.
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III Junior schoolchildren's travel in five
areas
The reasons for surveying junior schoolchildren were similar to those for
surveying teenagers. However, the survey design and construction differed 1.
Questions covered the children's personal mobility, their travel behaviour,
including the journey to school, and a record of places which they had been to
during the preceding weekend (the survey being conducted on a Monday2).

Personal mobility
Children's mobility was investigated not only by asking about vehicle and
cycle ownership, but also about restrictions on their travel. A number of
questions focused on whether or not they could travel to places on their own,
or with friends of a similar age. They were asked whether parents impose
restrictions on crossing roads or using buses; their use of cycles was
investigated and their unaccompanied travel examined. From the children's
viewpoint, restrictions may represent a circumscription of personal (or
independent) mobility; from their parent's viewpoint restrictions may reflect a
concern over road safety or possible molestation, or it may reflect how they
view their children's reliability; no doubt these factors interact.
The proportion of children in car-owning households is higher than that
recorded for the adults; children, like teenagers, live in young households, and
the resulting virtual exclusion of pensioner households leads to household car
ownership in the child survey being 62 per cent, including 14 per cent with two
or more cars. Nevertheless, the variation between areas is similar to that
already described for adults and teenagers.
Although access to the household car obviously cannot be personal to these
young children, access to a bicycle can be. In fact, children's ownership of

2

Appendix I gives details of the survey method . Children in five schools were interviewed, one
school in each area . The data should be viewed as resulting from case studies, rather than from
random samples.
Earlier experience confirmed that children find it difficult to recall events occurring more than
two days previously.
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cycles is about equivalent to their household's ownership of cars: just over 60
per cent of the girls and just under 70 per cent of the boys have a bicycle. Not
all the cycles are used as methods of travel, however, a fact which very likely
reflects their parents' if not their own fear of road accidents as well as the fact
that cycles can be used as play objects. These two functions of the bicycle can
be detected from the drop in ownership but its increased use for travel as the
children get older. This is shown in Table IlL1. The concern about road safety
is also reflected in the low ownership and use of cycles in the inner London
area.
Table 1111

Restrictions on the mobility of junior schoolchildren
age of child
7

%

Car in household

77

Owns cycle
- but not used on social trips
- but not used on leisure trips
Not allowed to cross main roads alone (')
Not allowed on bus alone
Never goes alone to playground, etc
Never goes alone on leisure trips

75
58
88
54
84

8
%

9

10-11

%

%

63
63

73

55

38
83
30

67
61
41

83

35
68

23

13

53

50

64

47
8
32

city
new
inner
town suburb London
%
%
%

All
%

village

small
town

%

%

69

84
77

88
80

77
66

59

37
78
17

25
87
39
42
15

59

49

65
47

80

83

5
21
3
21

28
52
10
37

68

11
52

53

77

21
42
10
32

51
81
14
43

6
23

45
50

76
94

52
70
11
29

('l 'alone' includes 'with friends of similar age'.

Concern about road safety is apparent too in that over a quarter of the
children said they are not allowed to cross main roads alone and over half are
not allowed to go on buses (which might take them into unsafe situations). The
table indicates that these restrictions are again closely related to age and that
they vary by area. The children have least freedom of movement in inner
London, where the compact and high density urban form results ~n a high
density of major roads and high traffic levels. The village children too are very
restricted as far as bus use is concerned: in this area, a bus ride would probably
take children into a nearby town where they might be lost or unable to cope
with increased and unfamiliar volumes of traffic.
The restrictions can also be measured by examining whether children can
travel to various places on their own or with friends, rather than being taken
by adults. This subject is covered in more detail later in the chapter, but the
table gives two examples showing again the gradual increase in freedom of
travel as children grow older. Playgrounds are more likely to be near home
than other leisure facilities 1 and so are associated with a higher level of
independent travel. In this instance, the accessibility of facilities in inner
London compensates for the restrictions on travel.

Weekend travel and journey to school
In addition to the mandatory five trips per week to and from school (ten for
the minority who go home at lunch-time), the children reported six weekend
Defined in this survey as places for paid entertainment and leisure activities.
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activities l which involved some travel, either alone or with adults: the activities
included going out to play, to leisure facilities, to shops, on visits and so on.
Their weekend trips thus average at least six, as response to each facility was
'yes' or 'no' rather than the number of trips to it. The children therefore easily
reach, and probably surpass, the adults' average total of eleven trips a week,
for it is likely that the children sometimes also go out after school-even if the
category 'playing outside' is exluded 2 • A quarter of the children reported going
to at least eight places and quarter going to less than four. Only six of the 627
children said that they did not go out at all at the weekend.
The places visited reflect the five areas' provision of facilities at specific
destinations, and their opportunities for travel to non-specific destinations.
Thus, the village children's above-average trips are mostly to non-specific
destinations, including cycling around and going to parks which for them was
interpreted as local open countryside; in inner London, on the other hand,
most destinations with above-average attendance arc at specific
locations-cinemas, swimming baths, playgrounds, libraries, etc.
Over three-quarters of all the children mentioned going shopping at the
weekend and playing outside: and between three-quarters and one-quarter
mentioned visiting people, going for a walk, trips to parks and playgrounds,
and going for a drive. The remaining, less frequented facilities are mostly the
ones located in specific places such as churches, clubs, cinemas, swimming
baths, libraries, football stadiums and museums.
The number of activities does not vary much with the age of the children
though there are some differences with individual activities: attendance at
church drops steadily with age, but shopping increases; cycling around, and
visiting a cinema or football match are also more common among the youngest
group. The activity which varies least by age is that in which the child has
perhaps least influence-going for a drive-which was reported by a third of
each age group.
Boys go to slightly more places than girls and are more likely to cycle around
for pleasure, go to parks or playgrounds, cinemas and football matches . On
the other hand, girls are more likely to shop, go to church, visit adults and go
for walks.
The other regular and frequent travel of children involves getting to and
from school each day during term-time. This is equivalent to the employed
adults' journey to work. Unlike the journey to work, however, the school
journey is usually a short local journey, most typically made on foot (81070 on
the journey to school and 84070 on the journey home). Fewer children (about
half of them) walk in the village, as some live in outlying farms or hamlets and
1

2

It may be thought that the children exaggerated or possibly misinterpreted the question on
where they went at the weekend, yet the consistency of the data, the logic of the patterns which
emerge when it is analysed, the impressions of the different interviewers, and the assurances of
school staffs all point to a truthful presentation of fact.
This could also involve a trip to a suitable playspace or to collect a friend.
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are collected by a special bus and a few are brought by car. In the small town
the main minority method is the car, reported by a quarter for the journey to
school though by far fewer for the journey home, suggesting that the morning
trip coincides with parents'-journey to work. (Most who travel only one way
by car walk home from school in the afternoon.)
It is noticeable that only one per cent of the children cycle to school: this is in
very marked contrast to the fact that two-thirds of them own bicycles.
Moreover, when compared with teenagers, more children own cycles but fewer
use them for going to school, and there is more walking and less travel by bus,
reflecting the smaller catchments of primary schools and the consequently
shorter journeys. This is particularly noticeable in inner London where state
junior schools have remained small, and therefore very local, and not taken on
the large scale found in some secondary schools. The same is true of the
village: one bus brings in some junior schoolchildren from the surrounding
farms, while another 'exports' all the teenagers to a nearby town having a
secondary school which can support the range of educational services
considered to be appropriate to their needs. Car travel to school is slightly
higher among the junior schoolchildren than the teenagers.

Independence and restrictions on travel
The effects of restricted mobility were examined in some depth by asking the
children first, whether they could go to various types of places by themselves 1 ,
and if so how they usually travelled there, and second, where they had been by
themselves the previous weekend.
Table 111.2 shows which places children are allowed to visit alone, and the
influence of age on this. It is apparent that about two-thirds or more can go to
each type of place and that there is a sharp and consistent increase in
Table 1112

Children's independent travel to a range of activities,
according to age
seven

Goes alone to:
Shops
Playgrounds, parks etc
School
Social visits
Lessons/ clubs etc
Leisure facilities 1

age of child
eight
nine

ten/
eleven

%

%

%

%

83

95
87
87
85
55

95
92

98
97
94
93

77
72
67
59
47

50

88
89

70

84

68

79

all

%
94
90

86
85
68
63

Denotes leisure and entertainment facilities for which entry payment is required-eg swimming baths, cinema.
I
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The terms 'by themselves', 'alone', 'on their own', are used for simplicity but may include
travel with friends of a similar age.

independent travel with age. The survey also indicates that boys are somewhat
less restricted than girls, and that children in households without a car are
allowed more freedom than others.
The table shows that independent travel falls for facilities or destinations
less likely to be near home, for they are then more likely to necessitate crossing
major roads or using buses: the difference between younger and older children
is therefore more evident for these than for 'local' facilities.
Though each area shows a similar pattern for independent travel,
differences occur owing to variations in accessibility, road safety, and car
ownership. Thus, children in the city suburb, which is an area of low car
ownership and low traffic levels, have the most independence, much more so
than those in inner London where traffic levels are hazardous. Indeed, a
quarter of the inner London children are accompanied home from school,
even though the journeys are short. In the village and small town, where
journeys to leisure facilities necessitate motorised travel in crowded town
centres, less than half the children go on leisure trips alone.

Methods used for independent travel
The children were asked how they travel to the various types of place when
going alone-answering with more than one travel method if for instance they
walk to one playground but cycle to another. Table 111.3 shows that, as
expected, they are most likely to walk, except when going to leisure
facilities-though even then more than half the children mentioned walking. It
can be seen that the proportion walking increases with the number allowed to
go alone, as these facilities are generally close to home. On the whole, walking
is the most commonly reported method in each area.
Table 1113

Method of travel on independent trips

on foot

Shops
Playgrounds/ parks
School
Social visits
Lessons/ clubs etc
Leisure l
n
I

= 624

n (cycle)

%
%
%
%
%
%

86
79
81
71

53
35

child travels alone:
by bus
by cycle

20
12
9

22
22
40

all

(owners)

32
32
1
34
16
11

(51 )
(51 )
(1 )
(53)
(27)
(17)

child does not
travel alone

6
10
14
15
32
32

= 406

See note for Table 111.2
Figures in brackets denote proportion of cycle owners using this method.

It can be seen that when cycles are used, it is likely to be to the most local
facilities, with a sharp drop in cycling to leisure facilities. Cycling is
particularly low in inner London with no more than a third of the cycle owners
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using them to go anywhere. Boys are far more likely to use cycles, even when
account is taken of their higher ownership.
Walking was mentioned fairly equally by each age group, though the same is
not true of cycling and bus use: the sharpest increase in bus use occurs at the
age of nine, confirming the relationship of age with restrictions on mobility
noted earlier. In general, between two and four times as many older children
than younger ones travel by bus when going out alone (apart from those using
buses to get to school).

Weekend activities
When particular weekend activItIes are examined (in contrast to the
generalised information about travel to different types of place) there can be
seen a now familiar increase by age group in independent activity: over half the
weekend activities reported by the children were reached independently of
parents, ranging from under half of the 7-year-old's activities to over twothirds of the ten- and eleven-year-old's activities. This higher proportion for
older children represents a greater number of independent activities also: the
youngest visited on average three activities by themselves and the oldest on
average four. Of perhaps greater significance is the difference in activity
reported: the older children's are far more wide-ranging in character and
location, as Figure 111.1 shows. Overall there is a drop in the proportion going
alone the further the activity is likely to be from home.
The number of independent weekend activities is lowest in the small town,
though independent activity as a proportion of all weekend activity is lowest in
inner London. Children in the suburb and new town are more likely to go to
places on their own and to go to more of these places: in these two areas twothirds of all activities are visited independently. Areal factors of safety and
access appear influential therefore, though there is also some variation due to
household car ownership, children in one- and then two-car households going
to progressively fewer of their activities alone.

Effect of restrictions
Clearly, children's independent travel is influenced by their parents' reaction
to some of the consequences of planning and transport policies. It is possible
to measure this by examining the relationships between being allowed to cross
roads or use buses, being able to go to places alone and the extent of
unaccompanied weekend activity. Table 111.4 shows that more of the children
who can cross roads by themselves, and even more if they can travel alone one
the buses, can go to each type of place alone: clearly restrictions on travel limit
their range of activity.
Likewise the number of unaccompanied activities reported for the weekend
was lower for those restricted, and these activities formed a lower proportion
of all their weekend activities . For instance, as Table 111.5 shows, seven-
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Diagram III 1: Independent weekend activity, according to age
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and eight-year-olds who are not restricted in crossing roads reported more
unaccompanied travel; moreover, this is to more wide-ranging facilities, in
both location and character. However, it is to be expected that restrictions
would limit children's independent movement and indeed, the restricted
children reported more activities in the company of adults as well as reporting
more of their activities undertaken in this way. Yet when all activities are
considered, more accompaniment does not wholly compensate the restricted
children for the smaller number of activities that they go to alone.
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Table 1114

Restrictions on crossing roads and bus use: effect on
independent travel
cross roads alone
not
allowed allowed

Goes alone to:

%
Shops
Playgrounds etc
Social visits
School
Clubs/lessons etc
Leisure
n
Table III 5

71
70
75
52
47
175

%

%

98
95

90
95
77
80
55

94

92
83

80
300

age 9-1 1
use buses
yes
no

3.4
2.8
6.1

4.2
1.7
6.2

2.8
3.1
5.9

3.3
2.1
5.5

Restrictions on independent travel: effect on weekend
activities
% of those allowed
to go alone, who
went alone at weekend

% of those not allowed
to go alone, who 'went
with adult at weekend

weekend
activity

Playspaces

playground
park

30
32

6
17

Social visits

visit friends

50

18

Paid leisure

cinema
football match
swimming

12
7
15

10
6
7

Other

library
club/lessons

9
13

7
10

Shops

shops

45

66

30

323

age 7-8
cross roads
no
yes

type of
place

I

46

Restrictions on crossing roads and bus use: effect on
weekend activities

Average number of activities
unaccompanied
accompanied by adult
all activities
Table 1116

%
88

96
94
91
90
74
69
449

use buses alone
not
allowed allowed

1

An additional proportion of these children, not shown here, were taken by an adult.

The second assessment of the effects of restriction can be seen in Table III.6
which shows that children reporting generally that they can go to a particular
type of place on their own are usually more likely to go to such a place at the
weekend. The only exception is on visits to shops, though this is probably
accounted for by the type of shopping done at the weekend-in large shopping
areas, rather than at the corner shops or parades that most children are
allowed to visit on their own.

Accompanied Travel
N umber and type of activities
As well as determining the children's ability to travel alone to different types
of places, the general questions on travel provided an opportunity for the
children to report if they go to these types of place in the company of their
parents, and if so how they travel.
Children in households with a car, and particularly with two cars, report
more travel with their family, and the type of place visited relates to this:
accompaniment by car-owning parents is most likely to occur for travel to
leisure or 'other' activities, than to school or play places. There is, however, no
such variation for shopping (reflecting the almost universal trips made
occasionally to buy clothes or other goods for the child), or for social visits
(reflecting the almost universal trips to relatives).
The increase in accompaniment among children in car-owning households
results in more car use than bus use on accompanied travel for each journey
purpose. When accompanied, however, just as when travelling alone, walking
is the most frequently reported method to shops, playgrounds and parks,
school and clubs, and was also reported often for leisure trips and social visits.
Clearly, considerations of road safety determine much of this accompaniment.
Cycling is negligible-contrasting with its use for independent travel. For
accompanied leisure and social visits, the car is the most common method, but
as half the children are not allowed to travel alone on buses, it is not surprising
that, when accompanied to these places, bus travel is as common as walking.
As the survey asked about travel methods 'sometimes' rather than
'usually' used on accompanied travel, walking is very frequently reported in
each area, but the extent of bus and car accompaniment varies with the level of
car ownership in the areas. Car rather than bus travel is very evident in the
village and small town, but less so in the new town; on the other hand, the
balance swings towards bus travel in the suburb and even more so in the inner
London area. It is interesting to note that in no area and for no journey
purpose is the number of children mentioning car travel equivalent to the
number in car-owning households . This is particularly noticeable for
accompanied travel to the more local facilities of shops, play spaces, and most
of all to schools, where the accompanier is likely to be the child's mother.
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It is apparent from these first three chapters that the broad travel patterns of
the population as a whole cannot be transformed into a neat and simple
formula because of the variety of influence on the patterns; neither is it easy to
disentangle the personal and environmental influences. Everyone has a need to
get about to a variety of places, yet constraints on the use of some forms of
travel operate to a greater or lesser extent for most people: control is exercised
over young children for reasons related to traffic levels and road safety as well
as for social, cultural or more biological reasons; teenagers, though fullyfledged and independent in their actions, are subject to restrictions related to
the accessibility of places they want to get to and the level of public
transport-including its cost-and most of them are of course too young to
take the driving test; and few adults have the option of exploiting the travel
potential which the car gives to adults, as it is available to only three in five
households, and freely available to under four in 10 adults.
It follows that dependence on other forms of travel than the car is high for
all groups, and that walking is of particular significance in view of its nearuniversal availability in time and place. Indeed, the surveys show it to be the
most used method of travel, although its use and suitability are affected by
areal factors and the type of journey that is made.
The findings of the surveys point to the need to widen the traditional
definitions relevant to the formulation of transport and land use policies: they
show that household car-ownership is an inadequate measure of mobility, that
for most people mobility is concerned as much with non-motorised as with
motorised travel, and that total travel patterns incorporate a larger number of
journeys for other purposes than for going to work.
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IV Mobility and accessibility in the
Outer Metropolitan Area
The following five chapters are concerned with two surveys conducted in the
Outer Metropolitan Area (OMA)-see map overleaf. The first survey
consisted of a postal questionnaire sent out in the summer of 1972 to 24,000
electors. An effective response was obtained from 15,313 of them giving
information about the range of mobility and access to be found in the subregion 1 which covers parts or the whole of eleven counties and which contains
over 5 million people, that is, about ten per cent of the population of Britain.
Reliance can be attached to the survey findings as the demographic data
reported in the survey compare favourably with other published data on the
OMA2.
The first part of the chapter covers the respondents' personal mobility:
household car ownership, the availability and use of local bus services and
attitudes to the services, and the local availability of facilities. The second part
examines the respondents' access to facilities and compares the travel times
needed to reach the facilities by different travel methods. Throughout the
chapter a distinction is made between the response from those living in urban
and those in rural areas 3 •

Personal Mobility
Household Car Ownership
Seventy-two per cent of survey households are car-owning, three quarters of
them having one car and the remaining quarter having two or more. Table
IV.l compares these proportions with the ones recorded in the previous year's
Census-the difference of 14 months between the two OMA records partly
explaining the increase. The table highlights not only the relative affluence of
1
2

J

A description of the survey and analysis of non-response appears in Appendix Ill.
Appendix IV contains social and demographic data on the respondents.
This classification was not obtained from the respondents but was added to the questionnaire
data at analysis stage. The urban-rural local authority classification existing before April 1974
was used . (Two New Towns have been classified as urban although they were situated in rural
local authorities .)
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the sub-region t, but also that, in spite of this, there are still about a quarter of
households without a car.
Table IV 1

Household car ownership in the survey, in the OMA and in
England and Wales

cars in household
OMA Survey (PEP)
OMA (Census)*
England and Wales (Census)*
*

none
%

one
%

two or
more
%

28
34
48

54
51
43

18
15
9

Census 1971, England and Wales: Availability of Cars, HMSO, 1974 Table 1.

The trend of increasing car ownership during the past two decades (in
Britain, 20 per cent of households had cars in 1953, compared with 36 per cent
in 1963 and 53 per cent in 1973) is complex, and at anyone time wide
variations in levels of car ownership appear when households are analysed
according to housing tenure and type 2 • It can be seen in Table IV.2 that those
in rented accommodation are far more likely to live in households without
cars: indeed, over two-fifths of them are in households without cars,
compared with one-fifth in owner-occupied households. Furthermore, almost
a quarter of the owner-occupied households have at least two cars, compared
with only a tenth of those in rented accommodation.
Table IV 2

Household car ownership according to tenure

cars in household:
none
one
two or more
n ('000)

owner
occupied

rented from
council*

privately
rented

%
19
57
24

%
41
51
9

%
43
47
10

8.8

4.4

1.7

* or new town corporation.

When household size is considered, small households are seen to be overrepresented among households without a car. Table IV.3 shows that threequarters with one person and over a third with two persons have no car and
few have two. All household sizes, except for those of one person, have nearI

1

The Family Expenditure Survey for 1973 records that, with the exception of Greater London,
the OMA is the region with the highest average incomes in the country.
It was considered unrealistic to enquire about household income in this postal survey. Its
relationship with car ownership is examined in the findings of the personal interview surveys in
later chapters.
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average levels of one-car ownership, but medium sizes-four to six
people-have the highest levels of two-car ownership.
Table IV 3

Household car ownership according to household size
number of people in household
4
6 7+
2
3
5
%
%
%
%
%
%
%
75
16 21
26
35 21
15
57
24
56
58
58
53
53
27
27
26 22
9 21
1

cars in household:
none
one
two or more
n ('000)

0.9

4.1

3.1

3.6

1.7

6.0

0.4

Analysis of household car ownership according to the age of the head of
household also reveals large differences. Table IV.4 shows that two-thirds of
households in which a pensioner is the head are non-car-owning in contrast to
well under one-third of younger households. This relatively low level of car
ownership is largely explained by their lower income, many of them consisting
solely of a woman pensioner l • Indeed, the highest levels of car ownership can
be seen in households whose heads are young adults between the ages of 25 and
44.
Table IV 4

Household car ownership according to age of head of
household
under
25

cars in household:
none
one
two or more
n ('000)

age of head of household
25-34 35-44 45-64
65+

%
36
55
9

%
18
69
13

%
18
65
17

%
29
54
18

%
68
28
4

0.2

2.0

1.4

3.1

1.6

Note: This table is compiled from data in which the respondent is head of household.

The relationship between household composition and car ownership is
established further in Table IV.5 which shows that households with no
children-including the pensioner-households-are twice as likely to be noncar-owning as those with children. It is worth noting too that the older the
children, the more likely it is that the household will have two cars.
In areal terms, Table IV.6 shows that car ownership levels are noticeably
higher the more distant the households are from a town centre. In the
I
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At the time of the survey, the retirement pension was only marginally above the average cost of
owning and running a car .

Table IV 5

Household car
composition

ownership

according

to

household

age group of children in household
5-9
5-9 & 10-17
no
0-4 0-4 &
only older
only
older only children
cars in household:
none
one
two or more
n

('O~~)

%
18
69
14

%
19
64
16

%
15
62
23

%
18
59
23

%
19
58
24

%
35
49
16

1.2

1.2

0.7

1.2

2.5

7.6

comparison of urban and rural areas, the balance is slightly different: car
ownership is more widespread in rural areas, where the higher-than-average
proportion of households with two cars is exactly matched by the lower
proportion of households with no car. As this high level of two-car ownership
cannot be attributed to demographic factors (for the household and personal
characteristics of respondents living in urban and rural areas are very similar),
it would appear that areal factors other than simply distance from the nearest
town centre encourage car ownership.
Table IV 6

Household car ownership according to housing location

walk to town centre, in minutes type of area
urban
rural
less than
30 or
more
30
cars in household:
none
one
two or more
n ('000)

%
30
54
16

%
24
58
18

%
30
54
16

%
23
54
23

6.7

5.5

10.7

4.5

Later chapters will examine more closely the level of licence-holding for
women and pensioners, though the postal survey gave some indication of this.
The relatively high proportion of two-car households in the survey is matched
by a high proportion of women with driving licences: four-fifths of the two-car
households contain a woman driver, although only two-fifths of the one-car
households do SOl. In all, only half of the car-owning households have a
woman driver. Similarly , only about half of all car-owning households with
pensioners living in them have a pensioner driver. Licence-holding in non-car
households is low, as seen in Chapter I.
Households with no woman are excluded from this analysis .
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Public Transport
A vailability of bus service
Although 50,000 people are directly covered by the survey there are only
14,000 cars available to them; this means that even if children under the age of
ten are excluded,l the great majority of people are likely to rely at times on
public transport for independent vehicular travel. (The fact that younger
children do not generally travel on their own does not, however, lessen their
dependence on public transport when travelling with an adult or on a school
journey.)
The availability of buses varies widely in different parts of the OMA. It
takes respondents an average of four to five minutes to walk to their nearest
bus stop, though for ten per cent of the households the stops are at least ten
minutes away. Not surprisingly, the distance to a bus stop increases with the
distance from the town centre.
Nearness to a bus stop is also associated with nearness to other
facilities-shops, open spaces, playgrounds and railway stations-so that
paradoxically the people more likely to need buses to get to these places are less
likely to be near to a stop. However, there is little difference in the times it
takes to get to a stop between respondents in households with and without
cars. Pensioners tend to report slightly higher times, but this is more probably
due to their slower walking speed than to geographical factors. Compared to
council tenants, owner-occupiers reported slightly longer times to a bus stop,
and people in rural areas are somewhat more likely to have to walk further
than those in urban areas.
While ten per cent of households are far from a bus stop, even more have no
Sunday bus service: 14 per cent of respondents know there is no Sunday
service; a further 11 per cent-mainly in car-owning households-do not know
whether there is one or not. Table IV. 7 shows that, while rural areas are twice
as likely as urban areas to have no Sunday service, there is nevertheless quite a
high proportion of people in urban areas without one.
Table IV 7

Sunday bus service in urban and rural areas
Sunday bus service
yes

respondents in:
urban areas
rural areas

% 78
% 66

no

don't know

n
'000

11
21

11
13

10.7
4.5

Respondents' bus use
The use of buses is related to a person's access to a car, the level of bus service
In the survey reported in the last chapter, the average age at which children were allowed to
travel by bus on their own was about nine.
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and, as will be seen later, his or her ability to reach destinations on foot. In
terms of frequency of use, more than half the respondents travel by bus less
than once a month; at the other extreme only 12 per cent-probably including
all the people going to work by bus-travel by bus at least five times a week.
Table IV.8 shows how bus use varies with household car ownership. The car's
influence is marked: almost half the respondents in non-car-owning
households travel by bus at least twice a week, that is more than twice the
proportion of respondents in one-car households and nearly five times the
proportion in two-car households. The decline in bus use with household car
ownership, however, ought not to obscure the significance of other data in the
table, for it is perhaps as noteworthy that a fifth of adults in households
without cars go on buses less than once a month, just as a fifth of those in twocar households go on buses at least once a month.
Table IV 8

Bus use according to household car ownership
number of bus trips
five or two to
one one to
less
n
more
four weekly
than ('000)
three
weekly weekly
monthly monthly

cars in household:
none
one
two or more

%
%
%

all

%

21
10
5
12

27
11
11
14

20
11
5
12

10
10
5
9

22
58

81
51

4.2
8.1
2.7
15.0

Within this general relationship of decreasing bus use and increasing car
ownership, bus use varies for different types of person according to age, sex,
household composition and licence-holding. Table IV.9 indicates the strong
influence exerted by these characteristics.
On the whole, the table shows that bus use l varies more for adults living in
households with one car than for either those with no car or two cars in the
household: it can be assumed that use of the household car, where there is one,
is also varied for other household members, including the younger ones not
included in this survey. Thus, on average, women use buses more than
men-largely because where there is a 'family' car, it is far more likely to be
used by the men. The most frequent bus use, however, is among working-age
men in households without a car, probably to get to their place of work: daily
bus users in this group are over four times the proportion in car-owning
households.
The categories of bus use used in the following discussion are: daily = at least five trips
I

weekly; frequent = one to four trips weekly ; infrequent = one to three trips monthly; and rare
= less than one trip monthly .
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Table IV 9

Bus use acording to person type and household car
ownership
number of bus trips
five or
more
weekly

two to
four
weekly

one
weekly

% 11
% 13
% 9
% 7

11
18
23
30

10
15
18
20

8
10
10
11

41
34

7.3
7.8
1.0
1.2

1 car household
2 + car household

% 24
% 8
% 4

23
8
3

19
7
3

10
8
4

24
69
86

1.8
4.0
1.4

Men aged 18-64
o car household

% 30

18

17

10

24

1.2

30
19

21
18

11
13

20
38

2.3
1.8

7

9

11

68

1.3

2

3

3

90

0.7

22
11

26
17

18
17

24
52

0.2
0.4

3

8

11

76

0.4

1

2

3

95

0.2

34
14
8

23
12
8

10
11
8

24
58
74

1.4
0.7
0.1

type of person
Allmen 1
Allwomen 1
Men pensioners 2
Women pensioners2

one to less often
three or never
monthly

61

44

n
('000)

Men

ocar household

Women
car household
% 19
1 + car household
% 12
but no licence
1 car household
% 5
and licence
2 + and licence car household % 1

o

M others with child under 5

ocar household

1 + car household
but no licence
1 car household
and licence
2 + car household
and licence

Pensioners 2
car household
1 car household
2 car household

o
I

1

% 10
% 3
%
%

%
%
%

2
-

9
5
2

including pensioners
aged 65 and over

But where there is a family car, the extent to which its use is a male
prerogative can be seen by the fact that even in these car-owning households,
women without driving licences include a relatively high proportion of
frequ ent bus users. In terms of bus use these women have less in common with
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women who have licences than with women in households without a car. The
table also shows the effect of the second car-commonly the wife's ear l-for
bus use drops to a very low level among women licence-holders in two-car
households. In addition to licence-holding and car ownership, women's use of
buses is also influenced by the presence of young children. The combination o f
these three factors provides some very strong contrasts: very few mothers with
driving licences in two-car households use buses at all, whereas well over half
the mothers in non-car-owning households use buses at least once a week.
There is also less bus use among pensioners in car-owning households,
particularly if a pensioner can drive: nearly three quarters of pensioners in carowning households travel by bus less than once a week. Nevertheless , a third
of those in households without a car travel by bus as infrequently.
Bus use also appears to be related to geographical measures, for people who
live near a bus stop or close to a town centre tend to travel by bus somewhat
more often than those far from a bus stop or town centre. But most of the
difference is due to the higher level of access to cars in the more distant areas .
Indeed, the preceding data show that the most significant variations in bus use
occur in relation to personal characteristics and household car ownership . For
all groups of adult respondents, however, the bus can be said to be an essential
service, because the only group containing no one using buses daily consists of
mothers with driving licences, living in two-car households, and with a child
under the age of five-a combination embracing only about one per cent of the
respondents.
Bus service adequacy
Accessibility by public transport is a function of the quality of the service as
well as travel time and distance to destinations, and so a series of questions was
included on the adequacy of bus services in the rush hour, other weekday
times, on Saturdays and Sundays.
Table IV.1O shows that respondents' attitudes reflect considerable
dissatisfaction, although 20 to 30 per cent of them (the majority of car-owning
Table IV 10

Adequacy of bus service at different times of the week
more than
just less than
adequate adequate adequate

Opinion of service

n
('000)

number
don't
know
'000

During rush hours
Other weekday times
On Saturday
On Sunday
t

%
%
%
%

21
23
23
21

48

52
49
32

31
25
28
47

10.4
10.8
9.9
9.0

3.8
3.1
3.7
4.6

Only 20 per cent of two-car households have no woman driver in them. This issue of female
licence-holding is examined in Chapters V and VI .
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households) did not give an OpIniOn. Over a third of those expressing an
opinion consider the service as 'less than adequate' on at least one of the times
of the week-for Sundays it is nearly half of them. At all times under a quarter
feel that it is 'more than adequate'.
Opinions about the bus service vary among people as well as different times
of the week. Men are more satisfied than women for all times, the difference
being heightened among pensioners. Indeed, of all groups, men pensioners
have the highest opinion of the services. Women pensioners are less satisfied
than younger women, and this is probably due to the fact that, as will be seen
in Chapter V, many of them report difficulty in using buses. It is also related
to the fact that the least satisfied people are the ones using the buses
most-those with low access to cars-while the most satisfied are the ones
using the buses least. (Up to half those using buses less than once a month
replied 'don't know' or 'not applicable' to these questions.) For all times of
the week frequent users are about three times as likely to report dissatisfaction
as the infrequent users, probably due to their being more aware of the
shortcomings of the service as well as being more dependent on it.
It is apparent that these shortcomings are greater in rural areas where, in
spite of low bus use, there is less satisfaction with the service-it has already
been noted that at least a fifth of respondents in rural areas have no service at
all on Sundays. Strong dissatisfaction was also expressed by people who
reported that travelling by bus to the nearest town centre takes half an hour or
more. This lengthy journey could reflect a long distance, as with outer
suburban or very rural areas; on the other hand, it could be a direct result of
poor bus services involving long waits and slow rides. A further factor which
may help to decide opinion is the comparison between car and bus travel: the
previous section showed clearly that many people in car-owning households do
not by any means travel only by car, and so they can make a comparison
between the two methods of travel. As a result, adults in car-owning
households-particularly those with older children who may wish to travel
independently of parents-expressed somewhat more dissatisfaction than
adults with no car in the household. It is only on Sundays, when the household
car is more likely to be used for family outings, that those in non-car-owning
households are noticeably more dissatisfied with the bus service.

Walking
Households in the OMA are fairly well serviced with facilities which can be
considered to be available on foot-that is, within a five- or ten-minute walk
of home. On this measure, and for the questionnaire's listed range of facilities,
Table IV.ll shows that bus stops, shops, post offices and children's
playgrounds are close to roughly half the respondents. Nevertheless, not all are
so well provided with facilities: over a quarter reported none of these facilities
nearby. Respondents were also asked about facilities likely to be further from
their homes-a walk of no more than ten minutes was considered 'local' for
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these. Parks, or public open spaces, and 'weekend' shopping areas are local
for well over a third of households, so that these can claim to be
neighbourhood facilities for substantial numbers of people, unlike railway
stations and amenities at town centres, which only about one in eight can walk
to in this time.

Table IV 11

Locally available facilities
households (I) within
five-minute
ten -minute
walk
walk

Facility:
Bus stop
Nearest shops
Post Office
Children's playground
Nearest park or public open space
'Weekend' shoppin9 area
Nearest railway station
Nearest town centre
'n/a' not asked
I

%

%

61

90
n/a
n/a
n/a

63

50
39
n/a
n/a
n/a
n/a

42
36

13
11

excluding the 0 to 7 per cent of households not knowing the time to the facility or replying 'not
applicable' .

Further analysis of the data shows relationships in the relative location of
facilities. If respondents are close to a bus route they are more likely to live
near a town centre and to have other facilities nearby: less than one in five of
those near buses, but two in five of those far from them, have no shops, post
office or playground within five minutes walk. However, as stops are sited so
as to serve the residential areas that the bus routes pass through, there is
always a majority of households within five minutes of a stop, even in rural
areas.
Another way of looking at local accessibility is to relate it more generally to
housing location. Table IV.12 shows clearly that those living close to town
centres are best off, since as distance from the town centre increases, the
proportion of households with local facilities decreases and the proportion
with no facilities increases. The facilities are also less available to people in
rural areas. Wide variations exist in urban areas, however, and indeed,
suburban locations can be just as poorly served as the rural areas.
Turning to tenure, a rather mixed picture appears, partly explained by the
fact that public and private housing is often found side-by-side-or at least
street-by-street. But by and large public housing is rather better off in terms of
the 'five-minute' facilities, though worse off for parks, and particularly
railway stations. Privately-rented accommodation takes a position midway
between the other tenures. For all types of tenure, there is a decline in local
facilities with increasing distance from the town centre, though this is slightly
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Table IV 12

Facilities within five minutes of home according to distance
from town centre
households with facility within five minutes
nearest
play
no
n
~ost
('000)
shops
o ice ground facilities

Travel time to town centre:

Near:
0-9 min walk ( % mile)
10-14 min walk (%_3,4 mile)
Medium:
15-29 min walk (%-1% mile)
10-19 min car (2-4 mile)
10-29 min bus (2-4 mile)
Far:
30+ minbus(4+ miles)
20 + min car (5 + miles)
urban areas
rural areas

%
%

87
67

70
52

47
41

8
20

1.3
1.5

%
%
%

65
58
61

51
47

48

41
38
38

24
30
28

4.0
4.7
2.4

%
%
%
%

49
49

41
42

34
33

38
36

2.8
0.7

67
53

52
47

41
35

23
35

10.7
4.4

less marked for council tenure, probably because more expertise is applied in
their planning.

Variations in Accessibility
The above section has provided information about facilities within walking
distance. Variations in accessibility can be examined more extensively by
analysing the proportions with high or low access for each of the travel
methods-walking, bus and car. Instead of indicating how many households
have local access, this analysis highlights the range of accessibility to various
facilities and how the travel method affects this. There is a difference in the
numbers of people who did or could give an answer for each travel method and
each facility, for not all those who gave a bus time knew what the car time was,
and vice-versa. l Notwithstanding this, the 7,0()() to 13,000 replies given for
each travel method and for each facility do provide data from which to gauge
the accessibility characteristics of the OMA.

Access to facilities
As would be expected, there is a wide range of access to all the facilities-park
or public open space, weekend shopping area, railway station, town centre and
family doctor. In Table IV .13, the higher proportion of respondents with short
travel times by all three travel methods to park or public open space and
I
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The questions on bus times resulted in large proportions of respondents replying 'not
applicable'-mostly those from car-owning households, and especially those with two cars; in
households without cars, respondents are more likely to answer 'not applicable' for bus times
to facilities which are nearer home-that is for shops and parks, which can easily be reached on
foot. Conversely, there is also a relatively high proportion of 'not applicable' for car times
given by non-car owners.

weekend shops confirms their more local nature compared with town centres
and railway stations.
Table IV 13 Travel time to selected facilities according to method of
travel
Method of travel and
time in minutes

Walk:

less than 10
10-19
20-29
30 and over

n (all known times)1 ('000)

nearest shops for
park or weekend
p.O.s. shopping

facility
own
doctor

nearest
rail~ay

station

nearest
town
centre

%

%

%

42
33
11
14

35
32
13
20

26
32
16
25

%
13
30
19
38

%
11
26
19
45

13.4

13.4

13.6

13.1

12.3

40
32
12
16

31
36
15
18

26
35
17

22

17
41
19
23

21
23

7.1

9.7

8.5

10.5

11.8

82
15
2
1

77
20
2
1

75
2
1

65
31
3
1

57
37
4
1

10.7

12.0

11.9

12.4

12.5

Bus:

less than 10
10-19
20-29
30 and over
n (all known times)1 ('000)

16

40

Car:

less than 10
10-19
20-29
30 and over
n (all known times)1 ('000)

22

For fairly short distances, the distributions are best seen in the data collected
on travel times on foot-that is, for journeys of up to about one-and-a-half
miles. More than a third of households are within a ten-minute walk of a park
and an area for weekend shopping, though a fifth are over 30 minutes' walk
away. The median time is about 13 minutes, whereas the medians for town
centres and railways stations are double this.
Just as the choice of area for weekend shopping is to some extent
discretionary, so too is the location of the respondent's own doctor;
consequently this distribution shows less of a peak than the others, indicating a
wider variation in the journey times. While a quarter of these trips can be
t

Times not known

walk n ('000)
bus n ('000)
car n ('000)

nearest shops for
park or weekend
p.O.s. shopping

own
doctor

nearest
railway
station

nearest
town
centre

1.2
4.2
2.2

0.9
4.9
2.1

1.2
3.2
1.7

1.8
2.1
1.6

1.0
6.3
3.2
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made on foot in less than ten minutes, a quarter take at least 30 minutes,
perhaps reflecting the trend towards group practices, often located in town
centres.
Longer distances are best indicated by bus or car times (though even a 15minute bus journey could cover a short distance, depending on the time spent
waiting and walking at either end). While still showing variations in access to
different facilities, bus times are more evenly spread than times for either
travel on foot or by car. The car times given by the respondents show up the
slight discrepancy between the distances to town centres and railway stations,
with slightly more people living near stations. This may be due to the stations
being on the edge of town centres or the difference in the relative ease and time
needed for parking in the congested streets of town centres as opposed to
station car parks provided on many commuting lines in the OMA. But the
difference shown in these data is minimal when compared with the extreme
differences among methods of travel, establishing and quantifying
conclusively the absolute time advantage of the car and thereby the far wider
opportunities open to those with one available: in fact the car effectively puts
its users within local access of all facilities.
The extent of the difference between the locations of weekend shops and
town centres can be determined by relating journey times to these places. Table
IV.14 shows that there are other shopping opportunities away from town
centres and nearer home (when distance is measured in minutes on foot), and
that they are more common as distance from a centre increases. This holds true
whichever method of travel is considered.
Table IV 14

Travel times on foot to town centre and weekend shops

% households
walk time to town
centre (mins)
less than 10
10-19
20-29
30 and over
total %
n ('000) = 12.0

walk time to 'weekend' shops (mins)
less
than 10
10
6

5
12

34

10-19

20
3
9
32

20-29 30 and
over

10
3
14

21
21

total
%
11
26
18
44
100

Table IV.15 summarises the patterns of access for different facilities by
showing the proportion of respondents equidistant from any two facilities,
together with the proportions nearer to one or the other. As a ten-minute car
ride covers a distance equivalent to several of the categories of walk times,
there is always a higher proportion of people equidistant from two facilities
when measured by travel time in a car. This is especially so where the facilities
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are fairly local in character, such as open -space and weekend shopping areas,
and where there are clear variations in walk times but not in car times.
Table IV 15

Accessibility patterns to four facilities

Households' access to facilities

Town centre and 'weekend' shops:
equidistant
'weekend' shops nearer
town centre nearer
n ('000)
Town centre and raJlway station:
equidistant
railway station nearer
town centre nearer
n ('000)
Open space and 'weekend' shops:
equidistant
'weekend' shops nearer
open space nearer
n ('000)

method of travel
walk

bus

car

%

%

%

61
38
1
12.0

78
20
2
9.3

77
21
2
11.8

59
23
19

66
15
19

75
17
9

12.0

10.1

12.2

43
24
35

59
18
19

78
10
13

12.5

6.2

10.3

Access by travel method
Some general conclusions can be drawn from the relationships between the
differences in travel time and travel method seen in the previous section. While
bus times are on the whole shorter than walk times, it is apparent that the bus
does not always have the advantage if facilities are local. Thus it can take
longer to get to weekend shops or parks by bus, if the distance is short and the
walk-wait-walk times to and from the bus stops outweigh the short riding time.
However, a higher proportion of respondents can reach the town centre more
quickly by bus, partly because centres are directly served with routes and better
provided with bus stops. This explanation is supported by the fact that far
more respondents replied 'Inapplicable' to the questions on bus times to shops
and to parks than to town centres.
The most startling variations in accessibility are between the car and both
other methods of travel. Table IV.16 shows that for travel times by car for
every facility, very few are more than 20 minutes away-and well over half are
less than 10 minutes away. The contrast with the proportions able to travel by
bus in these times is very marked. The table also shows a surprising similarity
between the times for bus and walking compared with car times.
Comparison of travel methods and their relative convenience in terms of
travel time depends on the type of activity being visited. Table IV.17 shows
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Table IV 16
travel
time in
minutes

Cumulative travel time to facilities: comparison of methods
of travel
nearest
town
centre

shops for
weekend
shopping

nearest
park or
p.O.s

nearest
railway
station

your own
doctor

walk

bus

car

walk

bus

car

walk

bus

car

walk

bus

car

walk

bus

%

%

%

%

%

%

%

%

%

%

%

%

under10 35 31 77
under20 67 67 96
under30 80 82 100

11
37
55

16 57

13

17

%

65

%

82

26

96
99

42
75
86

%
40

72

97

58

99

74

75
97

84

26
61
78

94

43

58

77 98

62

77

56

car

99

n ('000) 13.4 9.7 12.0 12.3 11.812.5 13.1 10.5 12.4 13.4 7.1 10.7 13.6 8.5 11.9
that for town centres, the advantage of cars over buses is greater than that ot
buses over walking.
It can be seen that there are only fairly small differences in the travel times
by car to get to any of the different facilities; thus accessibility by car is as
much a function of car or driver availability as of distance. It is apparent that
while the car effectively puts the great majority of its users within 'local access'
of each of the facilities, as previously noted, measurements using walk or bus
times vary widely, indicating that for people using these methods the facilities
range from highly accessible to highly inaccessible; moreover, these times
indicate a similarly wide range of access between one facility and another.
Table IV 17 Travel times to town centre: comparison of methods of
travel
bus time more than walk time
bus time = walk time
bus time less than walk time
n (/000)

%
6
35
59
10.0

%
car time more than bus time
car time = bus time
car time less than bus time
n (/000)

1

30
69

10.4

Access in urban and rural areas
The two main conclusions to be drawn from a comparison of urban and rural
accessibility patterns are that there is generally lower access in the rural areas
and greater variation in the accessibility of different facilities . The proportion
of respondents 30 minutes or more from each facility in the rural areas is about
double that in the urban areas- though there are still only small differences
between the areas for travel times by car. For some facilities, such as shops and
open space, there are lower proportions of medium travel times and fairly
similar proportions of short travel times, while for town centres, naturally,
there are few short travel times. The urban areas show wider ranges of access
to each facility, reflecting variations in urban local authority size and
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planning. Table IV.18 summarises the urban-rural vanatlOn by showing
median times to each facility for the three travel methods.
Table IV 18

Median times to facilities in urban and rural areas

median time in
minutes by:

'weekend'
shops

walk
bus
car

13
13
6

17
20

8

nearest
town centre

24
16
7

nearest
railway
station

30+ 22
24 16
11
7

nearest
park or
p.O.s .

30+ 12
24 12
10
6

your own
doctor

13+ 16
17 16
7
6

19
19
8

Access for households with and without cars
The accessibility matrix in the questionnaire can be corr.pared with the
question on car ownership to see whether or not low proximity to common
facilities is an incentive to household car ownership or to the acquisition of a
second car. One areal influence has already been noted: on average rural areas
have lower accessibility to facilities and higher car ownership. As the
proportion of households without a car is lower in rural than in urban areas,
but the proportion with just one car is about the same and the proportion with
two cars is higher, it can be said that the thresholds for both one- and two-car
ownership must be lower in rural areas. At the same time, households in a
rural area are less likely to have facilities nearby or within a short bus ride.
However, the strength of this relationship must be treated with caution for a
third of rural households can get to certain facilities within a ten-minute walk,
half do have shops and a post office nearby, and almost a quarter do not have
a car. Conversely, up to a third of those living in urban areas are over a halfhour's walk from facilities, almost a quarter do not have any of the 'basic'
facilities within five minutes of their home, and about one in seven of them
have two or more cars.
One explanation for the above relationships could be that the 'urbanites'
with poor accessibility are the ones with two cars, while the 'ruralites' with
good accessibility are the ones without cars. But the data do not support the
contention that accessibility has such a direct relationship with household car
ownership. Indeed, the analysis points to surprisingly small differences in
access to facilities for no-car, one-car and two-car households except, of
course, that their personal access is affected by the travel methods available as
well as distance.
A factor which could relate more directly to car ownership is the character
of places used for weekend shopping. It is evident that many households use a
town centre for this shopping trip-almost two thirds reported that the area
they use is large enough to support a Woolworth's store. As well 0\ er half the
respondents have their nearest shop within five minutes of their homes, yet less
than one in ten are as close as this to a town centre, it is obvious that in going
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to a town centre many respondents do not use their most local shops for
weekend shopping. Table IV.19 shows that car owners are somewhat more
likely to do this and to go to town centres which have both a Woolworth's and
a cinema, while there are more no-car households among those shopping at
places without these indicators of scale or other supporting services.
Table IV 19

w eekend

Facilities at weekend shopping area according to household
car ownership and in urban and rural areas

shopping area

has:

Cinema
w oolworth's
Bank
Post office
None of these
n ('000)

cars in household
none
one two or
more

%
37
53
65
84
8
4.3

%
44
62
78
89
5

8.2

%
45
63
80
90
5
2.7

all

%
43
61
76
90
6
14.9

respondent lives in
urban
rural
area
area

%
44
63
76
89
6

10.8

%
40
53
73
88
7
4.4

In geographical terms, it has been shown that as distance from the town
centre increases, so does the likelihood of there being more than one possible
weekly shopping area. The people who live furthest from town centres are thus
less likely to go there to do their weekly shop and correspondingly fewer of
them report a Woolworth's or cinema at the place they use. This can also
be seen in the response of people living in rural areas, where village centres
provide shops, post offices and even banks, and where the congruence of
weekly shopping areas and town centres is less than in urban areas.
Nevertheless, it is particularly the people in two-car households in rural areas
who travel furthest to do their weekend shopping.
The postal survey reported in this chapter had two main aims: the first was
to provide information on variations in mobility and access for adults living in
the OMA; and the second was to provide a source of respondents for the
subsequent personal interview surveys of women with young children and of
pensioners. The following four chapters are on the findings of these surveys
which are concerned with these two groups' personal mobility and access and
the relationships with their daily travel.
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V Personal Mobility: Young women with
children, and pensioners
Personal mobility is affected by two factors: first, an ability to use different
methods of travel and in particular to get around on foot without undue
discomfort; secondly, the availability of methods of travel, more specifically
access to travel by car and the quality of public transport.
These factors were examined by interviewing women with children under the
age of eleven, and also men and women over retirement age. 1 Both groups of
respondents were asked about their use of and attitudes to the three methods
of travel, though owing to the different constraints which bear on women with
children and on pensioners, the questionnaires for the two groups differed in
form. However, each included questions which fall into three broad
categories. The first is concerned with the respondents themselves-the
methods of motorised transport to which they have access, when they use
them, and for what journey purposes. The second category is made up of
questions about the area in which they live, details of the public transport
service and so on. The third category of questions covers the respondents'
reactions to these characteristics: what problems or difficulties they have in
getting about and how satisfied they are with local conditions. This last
category presents the consumers' reaction to many of the transport situations
with which they come face-to-face in their daily lives and over which planners
and policy makers have some control.

Problems and difficulties with travel
Travel on foot
Walking is the most universally available method of travel and as has been
seen in previous and will be seen in further chapters is the method commonly
used by most people on their everyday journeys. The two groups of
I

To distinguish between the women with children and the women pensioners, the former are
referred to in this and subsequent chapters as 'young women'. Descriptions of the surveys and
analysis of non-response are given in Appendix 5. Appendix 6 contains social and demographic
data on the two groups of respondents and their households .
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respondents are limited in their ability to get around on foot in different ways:
for the mothers, much of their travel is associated directly or indirectly with
young children, while for pensioners, the constraints are more due to ageing
which slows down mental reactions and increases physical incapacity.
Thirty-six per cent of the young women said that they have some difficulty
or inconvenience in getting around on foot-a proportion which varies with
whether or not they are travelling with young children. There is little difference
in the numbers with problems when travelling alone or with older children; but
more women with children under the age of five, particularly those with
children in a pram or push-chair, have difficulty, as Table V.l shows.
Table V 1

Young women's problems when getting around on foot
travelling with children
youngest child is:
five
under
three
and over
three
to four

proportion with problems
n
Of those with problems, the problem is
due to:
traffic/ crossing roads
narrow pavement
uneven pavement
hills/ramps
no pavement
mud/grass pavement
kerbs/ steps
places too far away
other
n (with problems)

travelling
alone

%

%

%

%

42
118

36
78

27
161

29
357

¥

%

%

%

38
32
21
14
12
8
8
6
17
77

53
14
9
7
26
12
2
5
14
43

39
21
15
14
16
8
2
7
19
103

Those with problems mentioned on average 1.6 difficulties, which are set
out in the table. It can be seen that the most frequently reported problem is
associated with traffic and crossing roads, particularly when travelling with
older children who are not safely held by the hand or in a pram or push-chair. 1
Taken together, however, there are more difficulties connected with
pavements than with traffic and crossing roads, ranging from their inadequate
width or even absence to their being poorly maintained. Narrow and uneven
payments, and to a lesser extent steps or kerbs, cause more problems to those
likely to be using a pram or push-chair: on the other hand, lack of a pavement
I
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Further expression of concern on this issue can be found in the next chapter which interalia
reports on the high frequency with which traffic danger was stated as the main reason for
accompanying children to school.

is a concern particularly o f women whose children walk unaided, reflecting
their greater concern over traffic.
The above problems were mentioned spontaneously. However, when asked
specifically whether they have problems in crossing roads, just over half said
that they do. Clearly, people are more likely to recall those problems that are
brought to their attention; yet the fact that so many replied yes must reflect a
real problem and widespread concern to an extent greater than that suggested
by the earlier, unprompted response shown in the table. On average 1.7
difficulties were cited by those with problems in crossing roads: two out of
three are disturbed by the speed of traffic and well over half consider the
number of pedestrian crossings inadequate. Other problems mentioned less
often include poor visibility, drivers of motor vehicles not stopping, cars
parked too closely together, and traffic-light phases being too short to allow
them to get across the road without hurrying.
In addition to questions about problems in getting around on foot generally,
respondents were also asked about their level of satisfaction with getting
around on foot in their locality. They rated them highly-over three-quarters
thought theirs good or very good. But well over half of those who rated it only
fair and nearly all of those who rated it poor also reported problems or
inconveniences. Half of those who consider their area good or very good for
getting about on foot nonetheless reported problems in crossing roads,
perhaps suggesting that the respondents do not perceive the roads they cross as
part of the pedestrian environment.
Thirty-two per cent of the pensioners said that they have some personal
difficulty in getting about due to their own physical condition I. Two-thirds of
these reported one explanatory medical factor and the other third mentioned
two. These difficulties were mainly attributed to arthritis (34 per cent), various
leg disorders (25 per cent) and heart conditions (24 per cent). Other conditions
mentioned were rheumatism, respiratory disorders, very poor eyesight and
very poor hearing. 2
When the pensioners with a medical condition were asked how much it
restricted them, 34 per cent said 'a lot', 40 per cent 'a fair amount', and 26 per
cent 'a little'. J There is a steady increase in difficulty with advancing years:
below the age of 70 only one in five have difficulty, whereas over the age of 80,
this rises to one in two. Women within each age group are also more likely to
I

1

J

This percentage excludes the nine housebound pensioners in the survey .
As these conditions are not necessarily ones established by a doctor, they cannot be assumed to
be medically accurate . Nevertheless, their incidence is not very different from that for people
over the age of 65 living in the OMA, recorded in the General Household Survey of 1971 .
Office of Population Census and Surveys. The General Household Survey: Introductory
Report. HMSO 1973 Table 8.12, p.284; Table 8.4, p.269.
For the sake of brevity , those in the first group are referred to as 'the severely restricted'. those
in the second as 'the fairly restricted' and those in the third as 'the slightly restricted' ; those
reporting no difficulty in getting around are called 'the fit' .
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report difficulty in getting around, and there is more restriction among those
in the C2 and DE social group households, partly no doubt due to their
containing more women. Although the restricted pensioners could benefit
most from having other people around to give a helping hand, a higher-thanaverage proportion of them live alone; this results in their having lower
household incomes than the fit pensioners and is related to their social
grouping.
On average two problems were stated by each of the 98 pensioners with
difficulty in getting around on foot. Two-thirds of them cannot walk very far,
and nearly half of them tire easily. About one in four are unsteady on their
feet, one in six cannot stand for long, one in seven find climbing steps or hills
difficult, and one in ten cannot go out alone.
Although some of these pensioners can get around unaided, 39 per cent
reported usually needing someone or something to help them. (33 respondents
use walking sticks, eight require another person to give a hand, one respondent
uses crutches, one a wheelchair, one a walking frame and a further six need
occasional help.) In other words, 14 per cent of all the pensioners rely on some
form of aid, the proportion increasing sharply with age: only a very small
proportion of all the pensioners in their 60s need help, but over a third of those
in their 80s do.
To ascertain the extent of the reported difficulties in terms of time, the
restricted pensioners were asked when they are affected. For two-thirds it is all
the time, the rest only being affected in particular weather conditions, such as
when it is wet, cold or icy. Medical problems make it difficult to walk, but in
addition a significant number do not like going out on foot after dark. When
asked whether they mind doing so, well over a third said yes, including over
half the women though only a few of the men. A few said that they never go
out when it is dark anyway and one in ten said that they are not too happy
about it. Again, older people are more frightened-half of the pensioners over
80, but a third of those in their 60s. Of the 149 respondents who are afraid or
not too happy about walking in the dark, 89 cited a general fear, 58 the specific
fear of being mugged, 29 mentioned difficulty in seeing or concern about not
being seen by traffic, and 19 gave other particular reasons. Thus physical
disabilities and a dislike of going out at night-time affect sizeable
proportions-32 per cent and 39 per cent respectively, and the numbers
increase with age.
In common with the young women, the characteristics of the walking
environment affect pensioners' ease of getting about on foot. In addition to
two who said that they do not go out on foot at any time, 41 per cenP find the
area in which they live 'difficult or inconvenient' -a proportion somewhat
I

I

2
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This variation by social group corresponds with the variation in chronic illness recorded in the
GHS (op . cit. , Fig . 8.4, p.279) .
Excluding the nine housebound pensioners.

greater than that for reporting personal difficulties in walking. These 125
pensioners cited an average of 1.6 problems each: pavements and changes of
level are of about equal concern, for as can be seen in Table V.2, well over a
third mentioned the condition of pavements (46 cited their unevenness, 6 their
inadequate width, and 11 the absence of paving or pavements) and \\ ell 0\ er a
third mentioned changes of level (hills, slopes and steps); one in five
mentioned traffic issues (25 cited the speed of vehicles, 17 difficulty in crossing
roads and 12 the absence or insufficiency of pedestrian crossings).

Table V 2

Pensioners' problems when getting around on foot
%

Proportion with problems

41

Of those with problems, the problem is due to:
uneven pavement
mud/ grass pavement
narrow pavement
no pavement
changes of level- hills/ ramps
speed/volume of traffic
other traffic issues
not enough pedestrian crossings
no seats
no / poor lighting
kerbs / steps

%
37
5
5
4
42
20
14
10
5
4

n (with problems)

3

125

When all were specifically asked if there is anything about traffic or
crossing roads that bothers them, a third said yes, with fairly equal
proportions saying a lot, a fair amount, and a little. As would be expected,
respondents reporting medi cal restrictions in getting about were twice as likely
as the others to have problems in crossing roads. However, the fact that one in
four fit pensioners mention specific problems is important, for their problems
are presumably environmental and not due to personal disabilities.
The pensioners were also asked to rate their locality for its general
convenience for getting around on foot. As with the young women and in spite
of the detailed problems or difficulties reported by 41 per cent of all the
pensioners as shown in the previous table, three-quarters rated their areas as
good or very good for walking. Detailed problems do influence their overall
impression however, as is apparent from the fact that four out of five of those
who rated the area poor reported a detailed problem, in contrast to one out of
five of those rating it very good.
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Travel by car
The car is a particularly desirable means of transport in view of its door-todoor convenience and the extent to which it reduces the effort and discomfort
involved in getting around. Nevertheless there can be problems associated with
its use, and both groups of respondents were asked whether they experienced
any. As the postal survey had revealed that many young women can drive,
attention was focused on their problems as drivers, and those without licences
were not asked about problems of car travel. For the great majority of
pensioners, however, car travel is likely to be as passengers. Thus all
pensioners were asked about problems of travelling by car, though some
questions were specifically aimed at those who drive.
Over one-third of the young women with driving licences indicated that they
have problems in getting around by car-on average 1.5 problems. The
difficulty of finding a convenient parking place was mentioned most (the next
chapter shows the main problem drivers associate with large shopping centres
to be the difficulty of parking, and that one of the more frequently reported
reasons for not shopping at the nearest town centre is the difficulty and
expense of parking), and the other main problem was congestion; some
women mentioned a fear of accidents or the bother when taking young
children. Nevertheless over three-quarters of all the young
women-irrespective of whether they can drive-think their neighbourhoods
satisfactory for travel by car.
A smaller proportion of the 60 pensioners with driving licences have
problems in using cars: only one in six mentioned something specifically and,
as with the young women, parking is the most often reported. About one in six
of all pensioners, irrespective of licence-holding, said that they disl;ke some
aspect of travelling by car, with a fear of accidents and the speed of traffic
being the most commonly reported .

Travel by bus
It is well known that many people find it difficult to travel by bus, and this is
confirmed in the survey: over a third of the pensioners and young women
travelling alone reported a problem with some aspect of bus use. However,
more of the young women have problems when travelling with children under
school age, especially with those under three. Likewise, pensioners with some
personal disability are more likely to encounter difficulty compared with fit
pensioners. Though the pensioners mentioned more problems on average than
the young women when they are travelling alone, the respondents with the
greast number of problems are those who travel with young children.
Many of the problems are common to both groups. Table V.3 shows that
the principal problems of the pensioners and of the young women travelling
without their children are the infrequency and unreliability of the service.
Other problems cited by many of the pensioners are their difficulties with
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standing at bus stops, getting on to the buses' high platforms and the
inconvenience of unsuitable routes; the other main problem of the young
women is the cost of fares. The pensioners almost certainly complained less
about high fares owing to the concessionary rates available to abbut threequarters of them.

Table V 3

Respondents' problems associated with bus use
pensioners

young women
travelling with children travelling
youngest child is:
alone
under
three- five and
four
over
three

%

%

%

%

34
307

55
118

44

35
161

Of those with problems, the problem is
%
due to:
infrequency
37
unreliability
37
waiting
22
effort 1
20
no space for push-chair
n/a
unsuitable routes
15
11
stop too far away
11
no bus shelter
high fares
8
no conductor
6
conductor doesn't help
1

%

%

16
9
62
34
16
2
8
11
31
39

36
33
20
12
6
7
2
17
9
11
90

Proportion with problems
n

n (respondents with problems)
1

103

}

64

78

}

%
40

357
%
46

} 36
8
n/a

8
5
5
17
3
3
141

For the pensioners, the problem is primarily getting on to the high platform of the bus .

The table also shows that, when travelling with their young children, the
problems reported by the young women differ markedly from those mentioned
either when they are going on buses on their own or with older children. The
main problem they cited when with their young children is the effort involved,
which is mainly due to having the children-and often a push-chair as
well-with them. Associated with this problem are the frequent complaints
about the lack of space for the push-chair and the absence of helpful
conductors or indeed of any conductor at all to give a hand. However,
infrequency and unreliability remain common complaints.
Different types of problem were mentioned by the fit and the restricted
pensioners. Although the two groups were equally concerned about service
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problems, the fit cited infrequency more often, while the restricted pensioners
cited fares, unsuitable routes and unreliability. The restricted pensioners,
particularly those with arthritis or rheumatisim, were also far more concerned
about other aspects of bus use-the high platforms, the distance to the stop,
and the lack of shelter and seats there.
Both the young women and the pensioners gave their area a lower rating for
travel by bus than travel on foot: only half the young women and just under
half the pensioners consider it good or very good for travel by bus, though
these pensioners were three times as likely as the young women to consider it
very good.

Comparison of travel methods
It is interesting to examine how often problems associated with travel by bus
and on foot were cited by the two groups of respondents. The comparison
shows that the young women reported more problems than the pensioners in
travel by bus and the pensioners more problems with travel on foot. Doubtless
the young women have a job coping with children on the buses whereas the
pensioners are less likely to be able to walk without difficulty. Problems with
the different travel methods are clearly reflected in the respondents' ratings of
the areas in which they live. Table V.4 shows that both the young women and
the pensioners are less satisfied with their area for bus travel than with its
suitability for walking. Whereas less than a quarter of each group rated their
pedestrian environment as fair or poor, over a half of the young women and
over two-fifths of the pensioners did so for bus travel. Twenty-nine per cent of
the young women considered their area very good for car travel, 19 per cent
for walking but only 7 per cent for bus travel.
Table V 4

Respondents' rating of their area for the three main
methods of travel
proportion reporting area 'fair' or 'poor'
young women
pensioners

Method of travel:
walk
car

bus

%
21
22

(not asked)

52

42

%

24

Access to cars
Access to cars not only strongly influences travel patterns, but also shows
which respondents are public transport's 'captive market', relying on it for
journeys not conveniently made on foot. This section deals with household car
ownership, licence-holding, and car availability for the two groups of
respondents, for in an examination of the social correlates of household car
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ownership it is important to analyse these factors. It is well-known that a
relationship between car ownership and income exists, 1 and has been the
principal (and sometimes the only) factor used in projections of future levels
of car ownership. However, given the different life-style which the car makes
possible, other life-style variables are also related to ownership. For an
individual to have optional use of the car, licence-holding also needs to be
examined to find those who are potentially able to use it; in turn this needs
relating to household car ownership. But even if an individual has a licence
and lives in a car-owning household, the car may not be available all the time .
This is espeically true among women who have licences, yet are effectively
non-car-owners during the day when their husbands take the car to work.

Household car ownership
Car ownership in the OMA is higher than in any other sub-region of the
country-double that of such areas as the Tyneside conurbation. Yet wide
variations exist within the OMA. Table V.5 shows that well over four-fifths of
the young women live in car-owning households, including a third in
households with two or more cars. By contrast, less than two-fifths of
pensioners live in car-owning households and few have access to a second car.
Table V 5

Respondents' household car ownership
number of cars in household
none
one
two or
more

%
Young women
Pensioners

14

%
65

%
21

63

30

7

n

357
307

For both young women and pensioners in this survey there is a steady rise in
household car ownership levels as their household's annual income increases:
at incomes greater than £2,250, a third of the young women's households have
two or more cars and less than a tenth have none, whereas at incomes under
£ 1,450 these proportions are reversed. Clearly, too, the low rate of household
car ownership among the pensioners is due in part to their relative poverty, as
few of their households include anyone economically active. Of respondents
disclosing their household income, the young women were about six times as
likely as the pensioners to report incomes of £2,000 or more. Yet this only
partly explains the difference between the two groups, for even at comparable
income levels, the rate of pensioners' car ownership is lower.
It appears that social group is even more closely related to car ownership.
I

For instance, the Department of Employment, Family Expenditure Surveys and Barry Hedges
and David Smith, How Many More Cars, Social Community and Planning Research, 1973,

p.23.
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Table V.6 shows that for both the young women and pensioners, the AB
groups have the highest proportion of households with two cars and the lowest
with no car, and the DE groups the lowest proportion of households with one
and two cars. Indeed, the probability of finding a young DE woman's
household (semi-skilled or unskilled manual worker) with two cars is roughly
equal to that of finding an AB one (professional or managerial) with no car.
There is moreover almost as high a proportion of AB pensioners in car-owning
households as DE pensioners in non-ear-owning households.
Table V 6

Household car ownership according to social group
number of cars in household
none
two or
one
more

n

Social group:
Young women

AB
C1
C2
DE

%
%
%
%

2
10
15
36

57
71
70
62

41
19
15
2

100
87
104
66

%
%
%
%

29

52
41
42
13

19
12
6
3

48
58

Pensioners

AB
C1
C2

DE

46

52
84

52
144

The relative affluence of the OMA and of the young households is borne out
by the fact that all social groups in the young women's survey have a higher
level of household car ownership than the national level. On the other hand it
is instructive to note that the young women's access to cars is consistently
higher than the pensioners' to the extent that, even among AB pensioners,
household car ownership is only seven per cent higher than among young DE
women.
Analysis of data from the postal survey reported in the last chapter showed
that owner-occupation is related to car ownership levels. The relationship can
be more closely observed among the young women, for all but seven per cent
of owner-occupiers' households have a car, compared with 28 per cent of
public tenants' and 20 per cent of private tenants'. Thus, the proportion with
no car is four times as high among public tenants as among owner-occupiers,
and moreover, the relationship holds even if social group is controlled.
Housing style is also related to household car ownership: nearly all the young
women in detached houses are car-owning, in contrast to three in five of those
in terraced houses. The variation in two-car ownership is even more striking:
half of those living in detached houses own two or more cars, compared to one
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in eight of those in either semi-detached or terrace houses.
The very wide differences in car ownership among pensioners is partly
explained by household composition. Among the young women's sample, the
typical household of husband, wife, and child(ren) accounts for neally all the
sample, but among the pensioners a wider variety of household types exists,
from pensioners living on their own, to pensioner couples living by themselves
or with their (dependent) children, to pensioners who are themselves
dependants in the households of their children. Table V. 7 shows that fe~
pensioners living by themselves are car-owning, but the majority of those
living with their children-almost certainly with higher incomes-are in carowning households.
Table V 7

Household car ownership and household composition
among pensioners

alone

Car-owning household
n

pensioner lives
with
with child(ren)
spouse
unmar.
mar.
only

other

5%

36%

58%

87%

50%

83

111

52

30

30

A second aspect of household composition is its sexual composition. Most
pensioners living alone are women, and it is to be expected that female-only
households are less likely to have cars-due not only to lower income but also
to the lower proportion of women with driving licences. It is not surprising
therefore-though nonetheless significant as a consequence-that pensioners
living on their own have such low levels of car ownership.
A high proportion of infirm pensioners live alone, and although these are
the people who would most benefit from living with other people, particularly
if they own a car, the survey shows that very few in fact live in car-owning
households: in this very affluent sub-region of the country, three-quarters of
the pensioners whose mobility on foot is restricted live in households without a
car, in contrast to just over half the fit pensioners (and in sharp contrast to the
quarter of all respondents to the postal survey).

Licence-holding: young women
There is a strong relationship between licence-holding and the number of cars
in the young women's households. Table V.8 shows that there is a large
difference in licence-holding between those in households without a car and
with one car, but there is an even greater difference between those in
households with one car and those with two or more. As a result the great
majority of the young women in these latter households can drive.
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Table V 8

Licence holding and household car ownership among
young women
cars in household
none

Licence holder
Non-licence holder
n

one

two or
more

%

%

%

4
96
51

35
65
232

89
11
74

While the decision to acquire a household car may be as much a function of
a husband's desire to have a car to go to work as his wife's preference for a
'family' vehicle, the decision as to whether or not she acquires a licence is more
personal and discretionary. In this context, the survey data on patterns of
licence-holding among young wives and their husbands is revealing: the
husbands are more than twice as likely to be able to drive as their wives-91
per cent to 42 per cent. Indeed, only three of those whose husbands can't drive
are full licence holders. Nearly all the wives with full and provisional licences
are in car-owning households. (In non-ear-owning households, only two have
full licences and four have provisional ones.) From this, it may be concluded
that a wife is very unlikely to acquire a licence until her husband has passed the
driving test and their household has a car. Nevertheless, the proportion of
wives with full licences in this survey is double the proportion recorded in the
1972 National Travel Survey for the female population of the country as a
whole. The wives' and their husbands' access to cars may be summarised, as in
Chapter I, by combining the household characteristics of car ownership with
the personal characteristic of licence holding. 1 This is shown in Table V. 9.
Table V 9

Level of access to a car among young women and their
husbands

Level of access:

Car-owning household:
licence holder
non-licence holder
Non-ear-owning household:
licence holder
non-licence holder

n

young women

husbands

%

%

41
44

85
2

1
14
357

6
7
344

It can be seen that the husbands have a very much higher level of access to a
car than their wives. While 85 per cent of the wives are in car-owning
I
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Those having provisional licences have been included with non-licence holders .

households, over half of them-but hardly any of their husbands-depend on
another person to drive them. In spite of this, the young women's access to
cars is high, with only 14 per cent on the lowest level, compared with 37 per
cent of all adults and 45 per cent of women recorded in other survey a{"eas. J
It might be expected that once her household has a car, the acquiring of a
licence would be influenced by the same variables as are related to household
car ownership. Strong relationships do indeed exist: for instance, the young
women who reported their household incomes to be above £2,250 a year are
three times as likely to be licence-holders as those whose incomes are below
£1,450. Moreover, in the same way that household car ownership is more
closely allied to social group than to income, so too is licence-holding. The
largest (absolute) gap is between the AB group and the others: over threequarters of the AB women have full licences, in marked contrast to a third of
the Cls and C2s and only one in seven of the DEs. Thus it can be seen how
restricted is the access of young women who are not in professional and
managerial households to the 'free-wheeling dynamic society'.
Light can be cast on levels of licence-holding in the near future by an
examination of the 37 young women with provisional licences. 2 In terms of the
levels of access to cars set out earlier, 33 of them will move to the top level if
they pass their driving test, as their households are already car-owning. Of
these 33, only four are in two-car households and the remaining 29 are in onecar households. Thus the provisional licence-holders are consistent with the
pattern of licence-holding outlined in the introduction to this section, and
suggest further that women usually learn to drive before their household
acquires a second car: only three of the young women in households with two
or more cars do not have licences.
To enable the investigation of licence-holding to be carried further, the 48
per cent of respondents without even a provisional licence were asked if there
was any particular reason for this, and whether they expected to get a licence in
the next year or so. Only ten per cent said yes, expectations being higher in carowning households and among the younger respondents.
The reasons for not expecting to get a licence vary. Among those in non-carowning households, the principal reason given is the expense of a car. By
contrast, those in car-owning households are concerned not so much with
expense as with a fear of driving and with the difficulties of acquiring a
licence-understandable concerns bearing in mind the accident figures and
I

1

see Chapter I.
Calculations from Department of the Environment, Highway Statistics 1972, HMSO 1973,
Table 50, and Central Statistical Office, Annual Abstract oJ Statistics 1972, London HMSO
1972, Tables 15 and 16, show that the proportion of these young women with provisional
licences is almost double the proportion in the whole adult population; the national figure for
provisional licence-holding is 6 per cent. The full licence-holding of 42 per cent of the young
women of the OMA is already greater than the national proportions for the whole adult
population, and the higher incidence of those with provisional licences makes it likely that this
relative position will be maintained or increased in the near future.
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also the high failure rate in driving tests. Nevertheless, the largest single
response was from those who said that there is no particular reason for their
not having a licence. The inability of almost half the young women without
licences both in households with and without cars to give a definite reason
suggests a sufficiently widespread lack of interest in getting a licence to
question whether access to this form of transport is a universal aspiration or
indeed whether lack of access to one is a deprivation. It is surprising that even
among this relatively young group of people, so many either see no use for a
car of their own in the present pattern of their lives, or see having a car to be
such a remote possibility that they cannot easily imagine it.

Car availability: young women
Given that the household has at least one car and that the young woman in it
has a licence, the final aspect to be considered is to what extent she has a car
available to use during the day. The survey shows that, of those with licences
in car-owning households, 71 per cent of them have this optional use of a car,
15 per cent have occasional use and 13 per cent never have one to use during
the day. The number of cars owned by the household is very much related to
this, as can be seen in Table V.1 O. It can be calculated from the table that, in
one-car households, well under two-thirds of those with licences have the
optional use of a car in contrast to nearly all of those in two-car households. If
the women without licences are included, as in the table, the proportions
become 19 per cent and 85 per cent respectively, reflecting the higher levels of
both licence-holding and car-availability among women in two-car
households. It is salutary to note that 34 per cent of all the young women in
car-owning households have optional use of a car, and when non-ear-owning
households are also included, this proportion for all the young women in the
survey falls to 29 per cent.
Table V 10

Car availability among young women
cars in household
two or all young
none
one
more women

Optional use of car
Other licence holders
No licence
n

%
0

4
96
51

%

%

19
14
65
230

85
4
11
74

%
29

13
58

355

Comparison of the young women's access to a car and the income level of
the household shows a tendency for more of the richer ones to have access to a
car. In the same way, social group is related to car access, for nearly two-thirds
of young \\-omen in AB households have the optional use of a car, whereas in
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the other three social groups the proportions drop from a quarter to very few
of the DEs. It would be expected that AB young women would be more likely
to have optional car use because they have higher levels of licence-holding and
household car ownership: but the differences are even greater than might have
been expected, with four out of five AB licence-holders having optional car use
in contrast to three out of five of the licence-holders in the other social groups.

Licence-holding: pensioners
Just as far fewer pensioners than young women live in car-owning households,
so too far fewer pensioners can drive. Of the 307 penSIOners, only 20 per cent
have a licence, and non e has a provisional one. Indeed, eight per cent of the
pensioners did once have a licence but have allowed it to lapse. Table V.ll
shows the four levels of car access for women and men pensioners, with those
for the young women in parentheses for comparison. The contrast between the
two groups is startling in its magnitude. The proportions at the highest and
lowest levels are more than reversed, with only 15 per cent of pensioners
having a licence and living in a car-owning household. When it is remembered
that the young women's husbands have much more access than the young
women themselves, it is difficult to imagine a wider gap in access to cars
existing in the adult population. However, such a differential is revealed \\- hen
the levels of access for pensioners are tabulated by sex. Only one in twenty of
the women pensioners are licence-holders in car-owning households III contrast
to two in five of the men pensioners I-a very similar proportion to the young
women. It is also noteworth y that four per cent of pensioners have a licence yet
live in non-ear-owning households and can therefore make little use of it.
The relationship between household car ownership and personal licenceholding for pensioners is similar to that recorded for the young \\ omen: fe\\Table V 11

Pensioners access to cars according to sex
I

Level of access

Car-owning household:
licence holder
non-licence holder
Non-ear-owning household:
licence holder
non-licence holder
n
I

all

pensioners
women

men

(young
women)

%

%

%

%

15

5
26

40
11

(44)

2
66
219

10
39

22

4
58

307

88

(42)
( 1)

(14)
(357)

The rates of licence-holding among the men and women pensioners in the sample are slightly
higher than the national rates of 31 per cent and 4 per cent revealed by the 1972 13 NatIonal
Travel Survey.
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pensioners in households without a car and over a third of those in one-car
households can drive. However, only half the pensioners in households with at
least two cars can drive- compared with nearly all the young women.
In spite of the 30-odd years gap which separates the two samples, licenceholding among pensioners in the different social groups parallels that of the
young women though the differences between the social groups are larger.

Car use-pensioners
Questions were not asked to determine how available cars are to licenceholding pensioners in car-owning households as it was expected that the low
number of these pensioners would preclude their sub-division into those with
optional, regular, or occasional use of the household car. Thus, in the analyses
which follow, pensioners in car-owning households are simply sub-divided
into those with and those without licences. However, a measure can be made
of the availability of cars for pensioners by examining their use of cars.
Just under half of all the pensioners make one or more trips a week in a car,
with about a third of these making four or more. On the other hand, over a
third of all the pensioners go in a car less than once monthly or never. This use
of cars is, of course, very much influenced by their level of access to one. As
Table V.12 shows, most of the licence-holding pensioners make at least four
car trips each week, but few of those without licences and hardly any of those
in non-car-owning households do so; indeed, half of these pensioners never or
rarely go out in a car.
Table V 12

Pensioners' car trips according to level of access to a car
four or
more
weekly

Level of access

Car-owning household:
licence holder
non-licence holder
Non-ear-owning household

%
%
%

all

%

70
9

1
13

number of car trips
oneto
less
one to
three often or
three
never
weekly monthly

26
61
26
34

4
13
23
18

0
17
50

35

n

46

67
188
301

Variations in the frequency of car use by age, sex, social group, household
composition and mobility on foot are largely attributable to the relationships
with access to a car. Thus the fit pensioners are one-and-a-half times as likely
as the restricted ones to use a car at least once a week; and, as already noted,
they are also one-and-a-half times as likely to live in a car-owning household.
Likewise, women use cars less than men, pensioners living alone less than
those living with families, and those with low incomes less than those with high
ones.
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Bus service and bus use
In addition to the problems and difficulties in using buses reported earlier,
respondents were asked about the characteristics and availability of public
transport: its frequency, hours of operation, routes, the distance from home to
the nearest bus stop,l and finally reliability. First, however, it must be noted
that three of the young women and five of the pensioners reported that they
have no bus service at all.

Service characteristics
Table V .13 shows a wide variation in the frequency of bus services reported by
the young women: half said that the service operates once every half-hour or
more infrequently in the daytime. Fourteen per cent did not know about the
buses or how often they run-not surprisingly, nearly all of them are in twocar households and have a car of their own.
Table V 13

Daytime frequency of bus service

5 or 10

%

12

bus frequency in minutes
15 or 20
30-60
over 60

39

44

5

n
306

Only two-thirds of the young women knew whether or not the buses in their
area run after 9 pm; and of these, about one in ten stated that the buses stop
earlier than this. As will be seen in Chapter VIII, these are often in the rural
areas which, as the postal survey revealed, are twice as likely as other areas to
have no Sunday service either. About nine out of ten of the 244 young women
and of the 293 pensioners who knew about the bus routes stated that theirs
went to the town centre.
Table V.14 shows how far respondents are from their nearest bus stops:
while about one in eight of all respondents are beyond a ten-minute walk, over
three-quarters of the young women and less than half the pensioners are within
a five-minute walk. The pensioners' response probably indicates their slower
walking speeds, which has been referred to in the last chapter, and the fact that
a third reported difficulty in getting around on foot. Few respondents said that
there is no bus stop or service within walking distance.
A third of the 257 young women reporting on the reliability of their bus
service consider it fairly unreliable. As noted earlier, the pensioners were not
asked this question, though a third of those with problems in using buses cited
unreliability, thereby reflecting their concern for this aspect of service.
I

Whilst both the young women and the pensioners were questioned about some aspects of the
bus service, such as their proximity to a bus stop (which could be affected by their ability to
walk), some of the questions were divided between the two groups because the surveys were
carried out in the same areas. Thus only the young women were asked about the characteristics
of the service, and only the pensioners about concessionary fares.
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Table V 14

Time taken to walk to the nearest bus stop

Young women %
Pensioners %

less
than
five

five
to
nine

78
46

11
34

time in minutes
ten
no
or
stop
more access.

7
15

don't
know

n

3
4

357
307

The postal survey showed that increasing distance from the town centre is
associated with increasing distance to the nearest bus stop. This survey
indicates that the more frequent bus services are associated with proximity to a
bus stop and buses running more reliably and later in the evening.
Not surprisingly, the inter-related characteristics of the bus services are
complemented by the incidence of those reporting problems; half of the young
women who consider the service fairly reliable mentioned some problems in
contrast to over three-quarters of those with a fairly unreliable service. The
inter-relationship is not so strong for the frequency of the service: respondents
with less frequent services were only slightly more likely to report problems.

Bus use
To shed further light on the relationship between service characteristics and
problems, and to provide the basis for an analysis of the determinants of bus
use, respondents were asked how often they use buses, and those who use them
less than once a week were asked why they do not use them more often.
Table V.15 shows how often buses are used by the two groups of
respondents (excluding any travel to work). It can be seen that the more
frequent users are the pensioners, one-third of whom travel two or more times
a week, compared with one-sixth of the young women. However, about half of
each group use them infrequently or not at all, which is surprising for
pensioners in view of their relatively low access to cars and the fairly
widespread availability of concessionary fares.
Table V 15

Frequency of bus use
two or
more
weekly

Young women %
Pensioners %
I

16
33

number of bus trips I
one
one to
less
weekly
three than one
monthly monthly

17
9

16
11

13
9

less
often or
never

n

39
37

357
307

excluding any work journeys

The restricted pensioners use buses more than the fit ones, probably because
they are less likely to live in car-owning households. However, among these
pensioners bus use declines sharply with the severity of their restriction.
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Reasons for low use
Table V.16 sets out the main reasons for low bus use given by respondents
travelling on buses less than once a week. It can be seen that the predominant
one is the availability of a car, and to a less extent the ability to get alound on
foot. The reason next in importance is the difficulty or effort involved in using
buses which was also one of the main problems of bus use shown in Table V. 3.
Indeed, the difficulties of mothers travelling on buses with very young children
are reflected in the fact that mothers with four- to five-year-olds use the bus
far more often than those with a child below the age of three. Relatively few
respondents stated the reason for their low use of buses to be high fares or the
inadequacy of the service.
Table V 16

Main reasons for low use of bus

Bus use:

Less than once a week
Reason for this low use:
no need as use car
no need can walk
effort with children
personal difficulty
expense
poor service / no service
no need can cycle
n (respondents giving reason for low bus use)

Young women

%

Pensioners
%

67

58

%

%

60

49

14
15
1
4
7

21
n/a

198

153

o

17
7
4
1

The relationship reported earlier between declining bus use and increasing
difficulty in walking is also reflected in the reasons given by pensioners using
the bus less than once a week for their not using it more often: whereas very
few of the fit mentioned personal difficulties or medical reasons, there was an
increase in the frequency with which the restricted pensioners cited them: over
half of the severely restricted did so. In addition, far fewer of the restricted
pensioners gave as the reason the fact that they can walk or have the use of a
car.
The reasons for low bus use given by the respondents suggest that strong
relationships will be found between bus use and car availability ('no need as
use car'), and the proximity of people and places ('no need can walk'), and
indeed further analysis confirms this. Table V.17 shows that bus use by the
young women increases as car availability decreases. It can be seen that there is
a substantial variation in bus use in car-owning r.ouseholds between those with
and without the optional use of a car. In fact th ... latter have more in common
with those in non-ear-owning households.
The availability of cars for the pensioners was not determined in the same
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detail. However, Table V .18 shows very similar relationships for it can be seen
that pensioners' use of buses increaseases sharply as their level of access to a
car declines. Moreover, those using buses at least once a week include half of
those who rarely travel by car in contrast to a quarter of those who travel by
car fairly frequently.
Table V 17

Young women's frequency of bus use according to car
availability

Car ava/~ability:
Optional
Occasional
No car in household

Table V 18

%
%
%

number of bus trips
oneor
less
one to
more
three often or
weekly monthly
never

n

78
24
12

106
200
51

4
39
65

18
36
24

Pensioners' frequency of bus use according to their access
to cars

Level of access to a car:

Licence holder in car-owning household
Non-licence holder in car-owning
household
No car in household

number of bus trips
one
weekly
less
two or
to one often or
more
never
monthly monthly

n

%

2

11

87

101

%
%

19
45

21
23

60
32

63
143

In spite of the different ways in which Tables V.17 and V .18 are drawn up, a
comparison shows that it is highly probable that the proportion who make
trips infrequently by either of the motorised means-bus or car-is much
higher for the pensioners than for the young women. In fact, a third of the
pensioners make less than one motorised trip per week, which it may be
inferred is a much higher proportion than among the young women, twothirds of whom even in households without a car make more than one
motorised trip per week.
Pensioners with difficulty in getting around on foot make fewer motorised
trips than the fit ones. The worst off are the severely restricted, with half of
them making under one motorised trip a week. Their difficulties in getting
around on foot are not therefore compensated for by more motorised travel.
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They are clearly much less mobile, but whether this means they are more
isolated depends on how many people visit them-a subject examined in
Chapter VII. Apart from these pensioners, however, others who make few
motorised trips can and indeed do meet their daily travel needs on fOOL
These findings point either to a much greater dependence upon walking for
pensioners and, as a result, either a limitation in the opportunities available to
them or to a low level of activity. (The opportunities accessible to them on foot
are examined in later chapters, particularly with reference to shopping and
social and leisure trips.) These more detailed tabulations also confirm the
findings of the postal survey of the general adult population which has shown
much lower bus use among people in car-owning households, particularly
licence-holders, and higher bus use among pensioners than among young
mothers. Yet the proportion of pensioners and young women with cars of their
own is small even in the affluent OMA, with its above-average levels of carownership and licence-holding. Indeed, taking the population as a whole the
small number of people with the optional use of a car is the most important
social aspect of bus use.
The relationship between proximity and bus use is explored in Chapter VIII.
It will be seen that use of buses is higher where facilities are beyond, rather
than within, a ten-minute walk. And the main reason given for low bus use
among those in non-car-owning households, particularly in areas of higher
density, is that they can walk.
The data in the postal survey enabled only one service factor to be looked at
in relation to bus use. It will be recalled that this showed a relationship
between decreasing walking time to the nearest bus stop and increasing
frequency of bus use. Data from the survey of young women enables two other
service factors-bus frequency and reliability-to be analysed in relation to
bus use.
Although those using buses less than once a week do not report infrequent
service as a reason for their low use, in many areas the proportion using the
bus declines with service frequency. Chapter VIII explores this relationship
also, and considers the effect of the areas' rates of car ownership.
Whether or not the young women reported that bus services are reliable is,
of course, as much a reflection of their attitude to buses as of the services' true
reliability: the more frequently buses are used the more respondents' attitudes
may be considered as being based on experience. Thus those who use the bus as
frequently as one or more times a week were least likely to report the service as
being fairly reliable. This tendency for dissatisfaction to increase with use was
noted earlier in the postal survey: frequent bus users being three times as likely
to consider their service inadequate as infrequent users.
Similarly, the inverse relationship between satisfaction with the service and
the frequency of use is borne out by the fact that both the young women and
pensioners reporting problems in using buses (particularly due to infrequency
and unreliability) are more likely to be frequent users.
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Concessionary fares
The responses of the young women and pensioners do not indicate that
expenditure on fares is a major problem affecting the use of buses or is a
deterrent to frequent use. That fares are relatively unimportant to the
pensioners in this survey is understandable, for the questionnaire reveals that
concessions are widely available to them. Of the 307 pensioners, 68 per cent
knew that a concessionary fares system is available to them in their area,
although a quarter of these didn't know how it works; 16 per cent reported
that there is no such system; and 16 per cent did not know whether there is one
or not-the majority of these being in car-owning households. 1
Table V 19

Pensioners frequency of bus
concessions
I

number of bus trips
oneor
one to
less
more
three often or
never
weekly monthly

Concession availability

Using concession
No concession available
Not using concession
Not knowing of concession

use according to fare

%
%
%
%

75
38
18
10

15
16
9
4

10
46
73
86

n

118
50

90
49

In spite of the fact that a concessionary system is available to most
pensioners, 41 per cent of them don't use it. Clearly licence-holders in carowning households account for some of this proportion, though their number
indicates that a substantial number of other pensioners do not use concessions
which are available to them. About half of those using a concession reported
that it makes a difference to them in that they travel more frequently and a
quarter reported going to places further away. The impact of concessions can
also be gauged from the amount spent on fares and the frequency of bus use by
those with and without concessions. Though the numbers are small, it is
interesting to note that for pensioners travelling at least once a week, the
average weekly expenditure of those using concessions is half the expenditure
of those with no concession. The frequency of trip-making also varies
markedly as Table V .19 shows: those using concessions are twice as likely to go
on buses at least once a week, compared with those who have no concession.
I

Most of the systems require a pensioner to show a pass and pay a reduced fare, though some
use vouchers, tokens, or a free pass. Few pensioners have to pay in advance for their
concessions, and these are mainly in areas using a pass system. The usual arrangement reported
was the payment of a half fare, though many just pay a flat fare, typically or two or three
pence. Two-thirds of those who knew about the system in their area said that there are no
restrictions on the times that the concessions can be used, the remainder being restricted to
using them outside rush hours.
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Indeed, three-quarters of the pensioners who use concessions go on buses at
least once a week, that is nearly twice as many as those with no concession.
Reduced expenditure and more frequent bus use by pensioners with
concessions may not be wholly explained, however, by the availability of the
concession. For instance, those taking up concessions are likely to be a selfselected group of those who benefit most from doing so. More importantly, it
may be that the areas which offer concessions have services which are better in
other respects (such as frequency and reliability), and which thereby encourage
more bus use l • Nevertheless, the more frequent use of buses by pensioners
with concessions shows how useful the concession is likely to be to those
wanting them.
These surveys were concerned with two very different population groups,
The findings have shown them to vary considerably within themselves-not
least in terms of their personal mobility. The young women are a group with
high household car ownership, reflecting their households' youth and
affluence; nevertheless, less than one in three of them have the optional use of
a car. On the other hand, the lower level of car ownership among the
pensioners' households more accurately reflects their low incomes and the fact
that they are of a generation whose origin almost preceded that of the car, and
which certainly preceded its rapid growth. Optional car use for the pensioners
is also much lower than for the young women: less than one in seven have use
of a household car (most of these are men).Thus both groups are characterised
by low optional access to a car, and so for their independent travel rely upon
other ways of getting around. Yet there are problems in using other methods
which are not a result of personal factors: when walking there is danger from
motor traffic and inconveniences associated with distance and with the low
levels of maintenance and provision for this method of travel; when using
buses-which neither group does frequently-inconveniences are due to
features of the bus service and to the discomforts of mass rather than
personalised travel. For a third of the pensioners there are also problems
resulting from their own disabilities which increase with age.

I

This aspect is examined in Chapter VIII.
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VI Travel patterns of young women
with children
This chapter deals with the travel of the young women, examining the journeys
that they make in their daily lives to fulfil their multiple roles: as housewives,
typically with responsibility for keeping the larder stocked; as mothers, often
involved in their children's travel; and as adults with their own interests to
follow, sometimes in paid employment and invariably with social and leisure
activities outside the home.
No comprehensive studies have been made of this section of the population.
Rather, specific information has been gathered on .certain aspects of it; for
example, Gavron's study focusing on the housewife isolated from adult
contact during the working day1; Hunt's survey of women in employment 2 ;
Bruce and Daws' study of shopping habits 3 ; and PEP's reports on employed
women and on family planning4. But these studies have been concerned only
marginally with women's personal mobility, travel patterns, or problems of
travel.
The interaction of social characteristics, personal mobility and access to
people and facilities can be examined by surveying travel behaviour. The
patterns of journeys that the young women make in their everyday lives are
therefore analysed in this chapter according to the purpose of each journey,
how often it is made, the travel method used and the time taken travelling.

2
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Shopping
This first section examines all shopping trips I, and then separates the trips
made for day-to-day purchases from those made for the main food shopping
trip of the week when the bulk of the shopping is done (if such a main trip is
made). The section proceeds to report on attitudes to shops and shopping and
the characteristics of the shopping locations used. It also looks as the various
methods of substituting for trips, by which the women who don't shop or who
don't do all their household's shopping manage to meet the household's needs.

All shopping trips
In some respects, shopping is a discretionary activity, as it is flexible according
to when, where, and how often it is done. But, of course, it is also essential,
for nearly all the young women in the survey go shopping and the great
majority do all or most of their household's shopping: six per cent reported
doing only a small part of it and only two per cent do none.
Shopping is on a par with the journey to work as far as frequency is
concerned. 2 Table VI.l shows that nearly half the respondents make at least
four shopping trips each week, with six trips a week being reported most often.
Indeed, although 'once-a-week' shopping is sometimes considered common, it
can be seen from this survey that shopping is more typically done daily.
Table VI1

Frequency of shopping trips
trips per week
less
than
one

%

one

two

three

four

five

six

more
than
six

14

20

18

11

10

22

4

n

351

Personal and household characteristics, and the ways in which shopping is
organised, have some bearing on the number of trips made. The major
influences appear as the two closely related factors of social group and car
availability: women in AB households make fewer trips than the rest and are
only half as likely as women in DE households to shop at least four times a
week. The availability of a car also reduces the number of trips made.
Nevertheless, women with optional use of a car do not necessarily shop rarely,
for although they are more likely to shop only once a week, they are also as
likely as the other women to shop at least six times a week. The more frequent

2

In this survey 'shopping' refers only to buying food, drink and household 'nondurables'-cleaning materials and so on; it does not include shopping for clothes, furniture or
durable goods.
Unpublished data from the 1972/ 3 National Travel Survey show that on average an almost
identical number of work journeys as shopping journeys are made daily.
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shoppers are also those for whom no one else shops, who don't use mobile
shops or delivery services, who don't have a deep-freezer, or who work parttime. The latter are twice as likely to shop frequently as those employed fulltime, largely owing to the coincidence of opening hours allowing the parttimers to combine their work trip with shopping. Somewhat unexpectedly ,
frequent shoppers are not more common among the larger households which
have more mouths to feed.
Excluding the small number of shopping trips made by bicycle, train or
tube, six in ten of all shopping trips are made on foot (in spite of the effort
involved), three in ten by car, and one in ten by bus. By way of contrast the
great majority of the young women's husbands travel to work by car and very
few on foot.
Table VI.2 shows, in the distribution of all trips according to car
availability, that over three-quarters of the shopping trips of young women in
households without a car are made on foot, and most of the remainder are by
bus. Though few in number, many of these bus trips are made for the main
shopping trip when the shopping is heavy to carry, and when the preference is
for the wider range of goods and shops more likely to be found in areas further
from home . The frequency of walking among the two groups of women in carowning households is more surprising; those without optional car use make
three-quarters of their trips on foot, and although on average they shop less
frequently than women without a car in the household, they are obviously not
just waiting at home until the family car is available-for they go out on foo t
(in preference to the bus), and make an average of over three trips a week
within walking distance of their homes. As with the women with no car in the
household, a large number of their motorised trips are to do the main
shopping each week. It is worth noting, however, that even the women with
optional car use, though shopping less often, make a quarter of their trips on
foot.
Table VI 2

Method of travel on all shopping trips according to car
availability

y oung women

walk

car

bus

No car in household

% 24
% 74
% 80

A 11

% 61

74
18
1
31

2
8
19
8

with optional car use

w ithout optional car use

I

l

n (trips )

432
847

256
1535

in car-owning households .

Well over half of all shopping trips take under ten minutes and while it
might be thought that walking to the shops would take longer than going by
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car, this is not so. Ranking all shopping trips by method of travel and whether
they are 'short' or 'long' 1 reveals how local is much shopping activity. Table
Vl.3 shows that walking accounts for more trips than the other methods,
irrespective of whether the trips are short or long-there are more short walk
trips than either length of bus or car trips. It can be seen too that over one in
three of all trips are made on foot and within eight minutes from home. Also,
while more short trips than long trips are made by both foot and car, over
three-quarters of bus trips are long ones.
Table VI 3

Method of travel and travel time on all shopping trips

% all trips
n (trips)

short
on
foot

long
on
foot

short
by
car

long
by
car

long
by
bus

short
by
bus

36
1535

25

18

13

6

2

Day-to-day shopping
The young women were asked to provide information on up to four shopping
areas that they might use fairly regularly for buying food and non-durable
goods. In fact, over a fifth use only one area, almost a half use two and the rest
use three or four; the average number they use is just over two but nearly all of
them shop more frequently at one area than at others. This is termed their
'usual area' in the ensuing analysis and the trips to it are termed their 'day-today' trips.2 On average they make 3.3 trips a week to these usual areas, with
just under a third going there at least five times a week.
Fifty-six per cent of the young women walk to their usual shopping area, 34
per cent go by car (25 per cent as driver and eight per cent as passenger), a
further seven per cent go by bus and the remaining three per cent use other
methods or a variety of methods. Again, those in households without a car and
those with a household car but without optional use of it are not very
different, about three-quarters walking to their usual area. At the other
extreme, three-quarters of the women with the optional use of a car use it for
this purpose.
The significance of walking is strengthened when shopping trips are
considered, rather than shoppers. Areas visited on foot are likely to be visited
most often, so that of all day-to-day trips 68 per cent are made on foot, 22 per
cent by car, seven per cent by bus, and three per cent by other or varied
methods.

I

2

Short trips: less than eight minutes
Long trips: eight minutes or more .
About half the young women do their 'main ' shopping in the area they visit most frequently .
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In view of the high proportion of these shopping areas which are in
residential rather than in central areas of towns, it is not surprising that the
travel times are short when compared with other areas used for shopping: 80
per cent of day-to-day trips take only about five minutes or less, in contrast to
45 per cent of trips to other areas. The shorter times combined with the greater
amount of walking (68 per cent of day-to-day trips but 40 per cent of others)
confirms that usual shopping areas are far closer to home. Table VI.4 shows
that walk trips are likely to be the shortest ones and therefore to very local
areas. Car trips are also quite short-particularly for women who take a car
there themselves, car passengers being given lifts for somewhat longer
distances-but trips by bus take substantially longer than by either of the other
methods.
Table VI4

Travel time on day-to-day shopping trips according to
method of travel
travel time in minutes
less
than
three

three
to
seven

24
11

0

27

eight
to
twelve

thirteen
and
over

38

22

16

65

20
42

4
32

n
(trips)

Travel method:
walk %
car %
bus %

780
250
77

For women who walk to their usual area, travel time is related to how often
they go there, with distance being offset against frequency. Indeed, travel time
decreases as visits increase to such an extent that women who shop at their
usual area two or three times a week walk twice as far, on an average trip, as
those who shop there six or more times a week. But the relationship does not
hold for motorised travel. The times for car travel are less varied and are
unrelated to frequency. This could be explained by the higher speed of cars
which means that only slight variations in time can signify substantial
differences in distance travelled.
About half the mothers take their children on their day-to-day trips, and
naturally children under five, who are likely to be at home all day, are far more
often taken than children over five. It is also more common to take children
when the shopping area is visited on foot, probably reflecting the effort and
inconvenience of taking children and their pram or push-chair by either car or
bus.
On the other hand there is evidence to suggest that women prefer to do
shopping on their own, as children can prove a hindrance; 35 per cent of those
with a child in pre-school reported using the time the child is off their hands to
go shopping and furthermore, many reported planning shopping trips to
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coincide with the times when their children are looked after: moreover , two of
the main suggestions for changes making it easier for the respondents to shop
were 'somewhere to leave children' and 'wider entrances for prams'.

The main shopping trip
As already noted, the term 'main' trip was used to denote a trip on which the
bulk of the shopping is done to stock up for the week. Eighty nine per cent of
the young women make this type of trip once a week though three per cent
reported making it less frequently. Of the remaining 11 per cent, a third have
this main shopping done for them while the rest do not purchase significantly
more goods on anyone of their shopping trips.
The convenience of bringing home large quantities of goods by car is
apparent from the fact that whereas very similar proportions of women from
each social group make a main trip, over 90 per cent of those from car-owning
households do so, in contrast to 76 per cent from households without a car.
Half the women gave a reason for making the trip at a particular time of the
week; the most common reason is that there is no car (or husband to drive)
available at other times. Even so, three-quarters of these trips are made during
the working hours of a five-day week; in addition, 15 per cent are made on
Saturday and 10 per cent in the evenings. Friday is by far the most popular day
for making the trip, followed by Thursday and Saturday. Over half the women
shop in the morning , over a third in the afternoon and, as noted above, only
one in ten make use of late night shopping hours (after 5.30pm), usually on
Fridays.
The car influences how women shop for this main trip to the extent that they
are more than twice as likely to use a car for this than for other shopping trips:
57 per cent do so. But in order to use the household car, those without one of
their own are effectively restricted to making this trip on Saturday or the late
shopping evening. Indeed, nearly two-thirds of even trips are made by car,
and on Saturday the car has a near monopoly. But most car trips where the
woman herself drives are made during week-days, in the daytime: this is also
the most popular time for those without a household car, most of whom walk
there. The proposition that women in households without a car are not
necessarily disadvantaged on these trips because they are given lifts is not
borne out in this survey: only one respondent reported travelling in someone
else's car.
Few women use buses on these as on other shopping trips: about nine per
cent do so, but none at all on Saturdays, and they are mostly in non-carowning households. The women are far more likely to make the trip on foot
than by bus, for 29 per cent walk. (Yet this is only half the proportion walking
for day-to-day shopping.) The low use of buses is understandable bearing in
mind the problems of bus use set out in the previous chapter: the effort of
handling large amounts of shopping, and sometimes coping with children as
well, compounding the more general problems associated with the infrequency
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and unreliability of some bus services.
Further indications of the unsuitability of buses for this type of journey in
many areas is provided by the women who travel by car. They estimated that
the equivalent journey by bus would take almost twice the time it takes by car.
But as the times reported by actual bus users are by no means as high as this, it
may be concluded that those with access to a car live in areas, or choose to
shop at areas, where it would be difficult to make this journey by bus.
The main shopping trip typically involves a longer travel time than other
shopping· trips, in spite of more car usage and therefore far higher average
door-to-door speeds. About one in three of these trips takes less than five
minutes but about one in eight takes over 20 minutes. Confirmation that the
area in which this type of shopping is done is further from home is provided by
the fact that the times taken by each method of travel is longer, especially for
those who walk, in spite of the fact that half the women use the same area as
for day-to-day shopping.
An associated influence on the pattern of travel for the main trip is whether
anyone else helps with the shopping. Just over a quarter of the women
reported that they are helped, usually by their husbands, though some referred
to other adults from either their own or another household. Children rarely
help their mothers on the trip, though shopping with very young children may
be made easier for some mothers who use a pram or push-chair, over a quarter
of whom reported that this is used to carry the shopping on the main trip of the
week. This use of prams and push-chairs was reported almost exclusively by
women who make the main trip on foot. They receive little other help-one in
ten of those who walk but about half the car users are given some assistance.
On the other hand about half the women take their young children with them,
as on day-to-day trips. Other than in the car, goods are usually carried in
shopping bags-some of them wheeled ones. Shopping bags are used by those
walking or travelling by bus, though the latter make far less use of bags on
wheels which are difficult to lift and look after on a bus.

Shopping locations
The previous sections have discussed the shopping patterns of the 351 young
women. The 760 shopping locations they mentioned are used in differing ways
and visited at varying frequencies owing to their service and accessibility
characteristics. A typology of shopping locations was devised in order to gain
some insight into how their characteristics are traded off by the respondents.
Nearly three-fifths of all shopping locations mentioned are at town centres,
and just over two-fifths are smaller and more local, either in villages or in
urban residential areas. The apparent supremacy of town centres is modified,
however, by several factors: first, almost a quarter of the town centres used are
within a ten-minute walk or five-minute car ride from respondents' homes and
are therefore effectively 'local' shops; secondly, of all areas used by the
women, town centres are mentioned most but are not the ones visited most
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often. Town centres are common locations for main shopping trips, being used
by four out of five of the young women who make this sort of trip. But an
equal proportion use locally-based shopping areas l for their day-to-day trips.
Consequently, over two-thirds of all the town centres mentionea are the
second, third or fourth locations used and are generally visited infrequently.
On the other hand, two-thirds of all the local shopping areas mentioned are
regularly and frequently used for day-to-day shopping; and women whose
usual areas are local make more day-to-day trips than women whose usual
areas are town centres. Table VI.5 illustrates this further, by showing that the
smaller a shopping location is, the more often it is visited.
Table VI 5

Number of trips according to type of shopping area
shopping trips per week

'T ype of area

Large town centre
Medium town centre
Urban parade/village shops
Corner shop
A 11 areas

oneor
less

two to
four

five or
more

n
(areas)

75
61
32
23
52

22
31

4
7
24
39
15

228
215
274

%
%
%
%
%

44

38
33

44

761

There is a strong relationship between the size of shopping area and the
method of travel used to get there: Table VI.6 shows that village shops, urban
parades, and especially corner shops are more likely to be visited on foot, in
contrast to all sizes of town centre which are more likely to be visited by car2.
Although type of area is visited by people on foot or in cars, only large town
centres are visited by an appreciable proportion of bus users. This confirms
that the usefulness of buses is restricted to longer journeys where wider
opportunities and lower priced goods provide enough attractions to outweigh
the deterrents to travelling by bus.
The relationship that might be expected between access to a car and type of
area used for shopping is confirmed by the fact that more women with the
optional use of a car reported using a town centre, whilst more of those
without cars, particularly the ones in non-car-owning households, use parades
and corner shops. However, both groups of women include some who use each
type of area, and this is the result of the interaction between the two factors
already mentioned: accessibility and areal attraction. Town centres offer more
choice but are more difficult to reach. Nevertheless the town centre is not
I

2

Village shops, urban parades, and corner shops.
Three women in the survey use hypermarkets; they travel to them by car and none goes more
than once a week.
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always preferred-a quarter of the women with optional car use local parades
or the corner shop, and almost a third use village shops.
One possible explanation of this is that different types of shopping areas as
well as offering different levels of choice, also provide varying opportunities
for casual social contact-seeing friends and acquaintances. There is a
substantial decrease in shopping and chatting to people as the size of the
shopping area increases. While this no doubt reflects the smaller areas being
visited more often, their local nature and smaller population catchments
increase the likelihood of seeing neighbours, mothers who use the same clinic
or whose children attend the same school, and other friends living nearby.
Indeed, it may be that this contact is an incentive to making more trips to local
shops.
Table VI 6

Method of travel according to type of shopping area
type of area

Method of travel

w alk
Car
Bus
other
n ( locations)

large
town
centre

medium
town
centre

village
shops

urban
parade

corner
shop

all
areas

%
84

%
40

16
0
0

47
9
5
761

%

%

%

%

12
62
20
7

27
61
6
6
215

53
37
4
6
91

72
25
2
2
183

228

44

Once again there is a relationship with method of travel, for there is more
contact at areas visited on foot: these are of course more likely to be local and
to be visited more often. At nearly half of them, the young women reported
that they often stop and chat to people they know, whereas this happens at
only a quarter of the areas visited by bus and car.
Some indication of why certain types of shopping area are used is provided
by attitudes to them. About four-fifths of each type of area have
characteristics appreciated by the women, and between a third and a half of
each type have characteristics the women don't like: on the whole, therefore,
impressions are likely to be favourable. This is particularly true of local
shopping areas rather than town centres, because the proximity of local shops
is appreciated more than the choice and cheapness mentioned for town
centres. Even for main shopping trips, when choice and cheapness are
particularly important, proximity is still more highly valued, as Table VI. 7
shows .
There is also a tie between the women's attitudes and the reasons stated for
not using some areas. About a third of the women don't use their nearest town
82

Table VI 7

Characteristics of shopping areas most appreciated by
young women 1

n
% using this type of area
who mentioned
Area used for day-to-day
shopping:
local shops:
town centre shops:
Areas used for main shopping
trip:
local shops:
town centre shops:
1

proximity
friendliness
variety
cheapness
proximity
friendliness
variety
cheapness

69%
21 %

26 %
16 %

64%
30 %
46%
31 %

(women
using
areas)

206

206
145
145

73
73
233
233

The characteristics given in the table are the two most often mentioned for each type of area .

centre l for food shopping at all: well over a third of the women could give no
particular reason for this, saying that they 'just prefer' another area; the
reasons which were given are evenly divided between those relating to the
journey and those relating to the character of the centre itself. Significantly,
the one reason mentioned most was that the centre is too far away.

Trip saving
The young women use other ways of managing household shopping besides
going out on shopping trips themselves: these methods include somebody
shopping for them; the retailer coming to the door (in a mobile shop or
providing a delivery service); and the use of a household freezer. Roughly a
quarter of the women use each of these four methods (though more have bread
delivered, and nearly all have milk delivered); the effect of which is to reduce
their frequency of trips. For instance, 64 per cent of the women for whom
someone else goes shopping make three or less trips a week, in contrast to 44
per cent of women who have no such help.
The assumption that women with optional use of a car are least in need of
help from other people to do shopping for them is confirmed in the survey, for
under ten per cent reported that someone else goes shopping for them, a
proportion which is much lower than for the other women, particularly in
1

In urban areas this meant the centre of the local authorit y; in rural areas it was previously
determined from maps according to distance.
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those households without a car. Perhaps unsurprisingly half the women
working full time reported that someone else shops for them. A quarter of the
people who help in this way-virtually all of them husbands-do the main part
of the household shopping. Husbands are likely to use cars and shop just once
a week, while children are much more likely to help out several times a week,
to shop on foot, and to go only for small amounts of shopping.
The other methods of trip saving stem from the shop or its representative
bringing goods to the doorstep instead of the woman going out to the shop. Of
those who have deliveries of food (other than bread), one in three receives a
large part of the week's food in this way, but this represents only one in
thirteen of all the women. Sixty two per cent of the women reported that milk
floats used for the sale of non-dairy items are available, and 44 per cent said
their neighbourhood had a traditional mobile shopl-28 per cent of
neighbourhoods have both. Where either type is available, about a third of the
women use it, mostly for buying odds and ends. Mobile facilities therefore
play a smaller role in terms of bulk than do delivery services. On the other
hand, they probably have greater significance as trip-savers, as far as the odd
items of day-to-day shopping are concerned.
The 271 women not receiving any deliveries (other than milk and bread)
were asked whether they would like to have their food delivered: only 11 per
cent said they would-over half would pay for the service. Variations by car
availability and social group are slight: women in households without a car
and in the DE social group are somewhat more likely to want deliveries,
whereas women in car-owning households without the optional use of a car
show the least desire for delivery services-but of course many of the latter
have their own 'proxy-service' in that they are taken by car on their main
shopping trip.
A quarter of the women have a freezer-about twice the national
average-which may indicate a trend to be followed in less affluent households
or regions of the country depending on changes in economic growth, and
policies on taxation and electricity charges. The effects on shopping behaviour
are therefore of some interest. Freezer ownership is tied to social status and
household income and thereby to car availability and female employment: the
highest levels of ownership are among those who are in full-time employment,
those in AB households, and those with optional use of a car.
Three-quarters of the freezer owners said that it makes a difference to their
personal shopping habits, almost invariably because they can now buy in bulk;
just under a third said that it is a cheaper way of shopping, though only a few
said that they now use different shops. The switch to bulk-buying among
freezer owners is borne out by the fact that, even though women with optional
use of a car and/or in social group AB are among the most infrequent
In this survey, a mobile shop is distinguished from a delivery service as being able to be used
without previous notification or planning.
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shoppers, there are even higher proportions of infrequent shoppers among
freezer owners in these two types of household.

Journeys for the family
This section is concerned with the survey findings relating to journeys the
young women make exclusively for the sake of other members of their
family-primarily their dependent children 1. The findings cover the
accompaniment of children to and from pre-school facilities, primary schools,
playgrounds and parks; the pattern of accompaniment; factors influencing
accompaniment and reasons given by the respondents for doing it.
Before analysing these travel patterns, it is necessary to establish how much
basic life style is influenced by children. Perhaps one of the most revealing
features of the survey in this respect is the effect of young children on the
mothers' employment; three-quarters of those who don't go cut to work say
that they intend to return to work 2 , and 88 per cent of the mothers with preschool children gave the age of their children as the principal reason for not
going out to work, in contrast to 30 per cent of those with no pre-school
children; few of them said that they just preferred not to work. The influence
of children is further confirmed by the fact that three-quarters of the part-time
workers said that they don't work full-time because they have children to look
after. Indeed how much more influential is the role of mother rather than wife
is seen from the fact that three-quarters of the non-working respondents gave
pregnancy or childbirth as the reason for having stopped work, but under one
in five mentioned marriage.

Accompaniment to pre-school and primary school
Many parents and local authorities are anxious to provide children below the
age of five with one or two years' experience in the formal, semi-educational
setting of a pre-school facility where they can learn to cope with the outside
world without their mothers. An important component of many mothers'
travel is the regular accompaniment of children to and from these facilities and
subsequently to and from school.
A third of the respondents' pre-school children regularly attend some form
of pre-school facility, most typically a playgroup, though many go to a day
nursery or nursery school. The greater desire or ability of some parents to send
their children to one is reflected in the fact that half the pre-school children in
I

1

Fifty four per cent of the respondents had pre-school children and 74 per cent primary school
children; (26 per cent had only pre-school children, 46 per cent only primary school children,
and 28 per cent both pre-school children and primary school children) .
This compares with a national sample showing that 72 per cent of non-workers in the 25 to 44
age group (almost all of whom are women) intending to work, as reported in the GHS., op.
cit., p.63 .
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AB households attend in contrast to just over a quarter of those in other
households!.
Children under the age of four to five years have rarely developed enough
physical, emotional, and intellectual capabilities to react reliably to unforeseen
occurrences. Thus, with the exception of the shortest of journeys, they are
unlikely to be able to go very far on their own, and so their mothers usually
have the responsibility of taking them. It is not surprising therefore to find
that all the children in the survey attending pre-school facilities are both taken
there and brought back, usually by their mothers: 73 per cent of their mothers
do so every time and 19 per cent are on a rota with another adult. Of the
children attending a facility, about a third go two days a week, a third go three
days a week, and just under a third go every weekday. Over three-quarters go
in the morning only, the rest either in the afternoon or all day. On average, the
mothers who take their children make five trips a week for this purpose, the
frequency hardly varying between those with and without a car to use. Only six
per cent make no trips themselves, having made arrangements for another
adult to accompany their children. Clearly children's attendance at pre-school
gives their mothers time to do other things: 87 of the mothers (83 per cent) said
that they make particular use of this time-30 said that they do the shopping,
24 do things at home, 14 go to work and 9 go visiting friends or relations.
Accompaniment is less common on the journey to primary school. Half the
mothers with primary school children reported that their children are
accompanied: 68 per cent of these mothers always go themselves, 19 per cent
use a rota system and so sometimes go, and the remaining 14 per cent said that
another adult accompanies their child. Some mothers make journeys to preschool and to primary school; 18 out of the 43 mothers with children attending
both do so.
On average the mothers who accompany their children to or from primary
school make over nine trips a week. Few of the trips are made at lunch-time;
less than one in ten collect and return their child at this time. As with trips to
and from pre-school facilities, the weekly total hardly varies between mothers
with and without the optional use of a car. This indicates that accompaniment
results from factors other than the convenience which can be provided by the
availability of a car, of saving the child a walk.
Over two-thirds of the mothers have a primary school within a ten-minute
walk from their home 2 , and the influence of proximity on their method of
travel is apparent from the fact that where this is so, they are very likely to
walk: altogether two-thirds of those who accompany their children to preschool or primary school walk, and this includes nearly all the mothers without
a car, and even a quarters of those with optional use of a car.
I

2

86

This disparity is only marginally explained by the lack of such a facility. for only ten per cent of
the children were reported as not having one to go to or not having a place available to them in
existing facilities.
Not necessarily the schools used by them.

While most mothers can make the round trip and back in 10 or 15 minutes, a
quarter take over 30 minutes (suggesting in the case of pre-school facilities a
fairly strong motivation to have children there). Where there is a school within
a ten-minute walk, there is surprisingly little difference in the time it takes to
get to school on foot and by car. But where there are no schools as near, few
mothers who walk make the round trip in under half an hour whereas nearly
half of those who go by car are able to do so.
Past surveys have established a concern that parents feel about the safety of
their children on the roads l and this is one of the reasons why children are
accompanied to school. On the other hand, it could be that taking children to
and from school is one of the duties women assume in their role as mothers,
and that it bears little relationship to real, let alone perceived, danger on the
roads.- It is also possible that the accompaniment of children becomes a routine
and pleasant part of their daytime activities or is indeed simply arranged as
part of the work journey. The mothers of primary schoolchildren were asked
therefore what particular reasons they have for taking their children. They
could give more than one reason, for it was thought that the reasons would in
all likelihood reflect both the characteristics of the child and the conditions
along the route to school. As Table VI.8 shows, the predominant reason is a
fear of traffic accidents.
Table V I 8

Reasons for accompaniment of children to primary school

traffic
danger

child
unrel.

other
fears

school
too far

60

17

13

13

%

on way child too
bad
to work
young weather

11

9

2

other
reasons

no
reason

9

9

n = 149
The fear of accidents cannot be viewed as in any way irrational: a Transport
and Road Research Laboratory Report states that crossing roads at the 'stop'
phase of traffic-lights oriented towards motor vehicles is a difficult concept for
young children to grasp2, and statistics on road accidents show that a
disproportionately high number of children are involved, mostly as
pedestrians 3. It is interesting to note too that mothers in all social groups
mentioned traffic danger far more often than any other reason for
accompaniment.
Concern about traffic danger is reflected in the far greater level of
accompaniment reported by mothers whose children have main roads to cross
I

2

3

For instance, P .H. Levin and A.J . Bruce in 'Location of Primary Schools', Journal oJ the
Town Planning Institute, Vo154, No 2, February 1968, pp 55-66.
Helen V. Colborne. 'Two Experiments on Methods of Training Children in Road Safety',
Road Research Laboratory LR 404, 1971 .
Department of the Environment. Road Accident StatisTics 1974, HMSO 1976.
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and where no assistance is provided compared with those whose children have
no roads to cross, as Table VI.9 shows.
Table VI 9

Accompanied
n (children)

Accompaniment of children to primary school according to
hazard on route
main
road
w/o
patrol

main
road
with
patrol

side
roads
only

no
roads
to
cross

all

65%
97

48%
130

41%
90

27%
63

48%
380

Apart from the specific provision of patrols and crossings, other traffic
considerations in the area influence the extent of accompaniment. The
congruence between the existence of main roads to cross and difficulty in
crossing them is reflected in the fact that where respondents reported that it is
difficult to cross roads in their area, two-thirds of the primary schoolchildren
are accompanied whereas where there are no such problems, only half are. The
influence of traffic is also apparent from an analysis showing that in those area
reported by the respondents to be very good for getting about on foot, only a
quarter of the children are usually accompanied, in contrast to over half of
those in areas less highly rated.
Working mothers are somewhat less likely to take their children to school,
and if they do it is possibly a matter of convenience rather than need. This does
not necessarily mean that they have less concern over the safety uf their
children because these are usually older and there is thus less need to
accompany them.
Indeed, ability to cross roads safely is undoubtedly in parents' minds with
the age of their children. Chapter III showed this for the Five Area survey, and
the survey of young mothers demonstrates that age is the strongest
determinant of accompaniment: Table VI.I0 shows that less than one in five
children under the age of six years usually travels alone, whereas over threequarters of those aged ten or over do so. This suggests that most mothers are
generally in agreement with the authorities about the inability of children to
get around safely on their own'.
Another indication of the age at which children are allowed to travel alone is
the age at which they are allowed to cycle on the roads. Nine per cent of the
mothers said they would never allow their children to do so, and five per cent
said only when the child has passed a proficiency test. Of the remaining 252
I
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The Metropolitan Police recommend that children are accompanied up to the age of nine, and
the Advisory Centre for Education (ACE) considers that traffic is too dangerous for them to
cope with up to the age of nine or ten.

mothers who cited a specific age, half stipulated ten years or over. The age at
which they would allow their children to cycle is also closely related to their
mother's attitude to the traffic in their area. For instance, mothers reporting
particular road crossing problems gave an age for cycling which is one year
older on average than that given by mothers reporting no such problems. And
the mothers who said they would never allow their children to cycle on the
roads were far more likely to be the ones reporting their areas as unsuitable for
getting around on foot.
Table VI10

Accompaniment to primary school according to age group
proportion in each age group who are usually accompanied
six to
eight
ten to
all
four to
to nine
eleven
ages
seven
five

n

82%

62%

33%

23%

48%

60

119

122

81

382

Another important determinant of child accompaniment is the proximity of
the school, for whilst only 42 per cent of the children living within a ten-minute
walk of school are usually taken, this is true of 72 per cent of those living
further away. It is possible that the level of accompaniment to more distant
schools would be higher still were it not for the fact that, at present, local
education authorities are required to provide transport for schoolchildren
under the age of eight years who live beyond a radius of two miles from a
primary school.
A further factor related to whether children are accompanied is the
household's social group: three out of four children of AB mothers are taken
to school in contrast to just over half of those of other mothers. Nevertheless,
these AB mothers are not more likely to accompany their children
themselves-they make more frequent use of the rota system. The pattern of
accompaniment is also reflected in the mothers' level of access to a car, which
as was seen in the last chapter is closely related to social group. Over half the
mothers with the optional use of a car usually accompany their children to
school, whereas only a third of the other mothers do.
lt is clear that there are a number of different influences encouraging
mothers to accompany their children: the age of the child, traffic and road
crossing conditions, and the closeness of the school. In addition, the related
social variables of car availability and social group are als(') reflected in the
incidence of accompaniment. The influences, which have been treated
separately in this analysis, are often combined in the lives of the respondents.
Thus, while two-thirds of the AB mothers with the optional use of a car
usually take their children, even more do if the primary school is further than a
ten-minute walk. Similarly, two-thirds of all mothers accompany their child if
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there is an unpatrolled main road to cross, and even more do if the school is
also more than ten minutes away.
Nevertheless, the findings of this section of the survey suggest that provision
of safe and convenient routes for people on foot and bicycle would relieve
many of the mothers of a need to accompany their children, and thereby
enable them to take up more gainful activities. This is particularly apparent
when it is recalled that although most mothers reported that they would like to
return to work when their children have reached the age of five, the majority
accompany their children to school up to the age of eight.

Accompanying children on other journeys
Mothers also take their children to places such as parks, playgrounds, lessons
or clubs so that the children can engage in other activities outside the home.
Just under half take their children to these other places, most of them going on
foot at some time, and fewer using cars or buses. When analysis of these trips
is made according to the different travel methods as in Table Vl.ll, the
predominant one is still walking. Most of the mothers who accompany their
children take them out at least once a week: over half do so on foot, over a
third by car and hardly any by bus.
Table VI11

Travel methods used by mothers accompanying children to
places other than school or pre-school

Travel method(s) on accompanied trips:
(No accompaniment)
Walk trips only
Car trips only
Walk trips and car trips
Walk trips and bus trips
Car trips and bus trips
Walk trips, car trips and bus trips

n (mothers)

%

(54)
19
11

8
5
1
1
340

Whether and how often mothers take their children on these trips is strongly
related to social group. Over half the mothers in AB households take their
children out at least once a week, and two-thirds do so at some time, whereas
just over a quarter of the mothers in the other social groups take their children
out at least once a week and only just over one-third do so at some time.
Taking children for these journeys is also influenced by whether the mothers
have optional use of a car: two-thirds of these mothers make this type of
journey, whereas only a third of the other mothers do . Mothers in households
without cars, however, accompany their children more often than mothers in
car-owning households who do not have optional use of a car. This is perhaps
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explained by the mothers in these latter households not going because the
household car is unavailable, whilst for the mothers in households without
cars, the ease or difficulty of getting around is probably no different whatever
the time of day.
In areas rated good or very good for getting around on foot, 55 per cent of
mothers make journeys for their children's sake; in areas rated fair or poor the
number is reduced to 38 per cent. This is in direct contrast to the proportions
taking children to schools, where the rates of accompaniment are 25 per cent
and 50 per cent respectively. Thus if the quality of the walking environment is
good it makes accompaniment less necessary on the obligatory journey to
school, and encourages mothers to take their children elsewhere. If the area is
poor for walking, however, it makes accompaniment to school more necessary
and deters them from making discretionary trips with their children. It is
reasonable to assume that these children to not make trips alone and are
therefore enjoying less discretionary activities-as shown in the findings in
Chapter Ill.
The most regular trips the mothers make for the sake of their children's
leisure activity are to playgrounds and parks. The attractions are obvious: for
mothers they provide opportunities in pleasant surroundings to meet and chat
with other mothers who are likely to have similar life-styles, while for children
there is the chance to use a range of play equipment unlikely to exist in their
own homes, and to watch and mix with other children.
A third of the mothers take their children at least once a week to either a
park or a playground, and a further third go less often. While the remaining
third never go to a playground or park for the sake of their children, it must be
borne in mind that some of the households contain only older primary
schoolchildren well able to visit these recreational areas on their own. Indeed,
mothers of pre-school children are twice as likely as mothers with older
children to take their children to both types of recreational areas at least once a
week. This is particularly true where children are two or three years of
age-old enough really to enjoy such visits but not yet indulging in the same
type of physical activity and intellectual stimulation which nursery schools and
playgroups provide. Nevertheless, 41 per cent of mothers with pre-school
children never visit a playground and 35 per cent never visit a park-including
27 per cent who visit neither; while 63 per cent of those without pre-school
children never visit a playground and 44 per cent never visit a park-including
42 per cent who visit neither. The higher proportion visiting parks as opposed
to playgrounds is perhaps accounted for by the fact that a garden may be able
to provide an adequate substitute for a playground but not for a park.
Of the mothers going to these places, 84 per cent reported that they walk to
the playground and 75 per cent walk to the park. Bearing in mind the relatively
high level of car availability in the survey, the low use of cars suggests that one
of the functions of these trips is to provide exercise and interest on the way.
Buses are very rarely used-even less for these journeys than for school
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journeys. This could be due to the difficulty of using buses when accompanied
by young children, allied with the discretionary nature of the trip, or the
inconvenient siting of bus routes in relation to these facilities.
Of the factors that could affect how often these visits are made-availability
of a car, proximity of the facility, suitability of the respondents' own garden
for children's play, and perhaps the social group of the respondent-it is
apparent that proximity is the most influential. Just under one in three of the
mothers visit a playground and well over one in three visit a park at least once
a week where there is one within a ten-minute walk, whereas where they are
further away the ratios drop to about one in seven and one in six respectivelyl.
Clearly there is more incentive for mothers to take their children where they
can let off steam if they are living in accommodation without adequate
outdoor open space 2 • While the survey confirms that more of the mothers
living in houses without adequate gardens do take their children to parks and
playgrounds somewhat more frequently, the relationship hardly suggests that
publicly-provided play areas are a substitute for a garden: very nearly the same
proportions of those with and without suitable gardens never visit parks or
playgrounds. Similarly, social status has only a small influence on how often
mothers take their children there.

Journeys to accompany other members of the family
Not surprisingly, few mothers are involved in taking their secondary
schoolchildren anywhere for the children's sake 3 -by the age of eleven they are
unlikely to wish to be accompanied and mothers feel that they no longer need
to do so because the children are considered able to cope with traffic hazards.
Nevertheless, seven per cent of the mothers of these older children usually take
them to school and a further four per cent do so sometimes: the method of
travel is almost always by car. Rather more mothers take their older children
to other places: 20 per cent do so, including 11 of 13 mothers with optional use
of a car, usually at frequencies of at least once a week. A chauffeur-driven car
is clearly a tempting convenience even for an able-bodied teenager.
The same is true of the husbands, for the other type of accompaniment
reported by the young women was taking them all or part of the way to work.
In total, just over a fifth of the women with licences act as chauffeuses to their
husbands. Of these 30 women, five usually drive their husbands all the way to
work and four part of the way, while for the remaining 21 it is an irregular
occurrence depending, for example, on the weather. It has been seen, however,
I
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Sixty eight per cent reported a playground and 56 per cent a park within a ten-minute walk of
their home, although these were not necessarily the ones that they used.
Not surprisingly in the OMA, with its high proportion of post-war houses, 97 per cent of the
total sample have gardens, the great majority of which are considered by the respondents to be
suitable for children to play in.
20 per cent of the 357 mothers in the survey have one secondary schoolchild, and seven per cent
have two or more .

that 'kiss 'n' ride' -a term coined for this trip-is far more widely practised on
children's journeys .

General pattern of travel on family business
Travel to a range of facilities
The young women commonly use a variety of facilities during their daily lives
and some of the associated travel has been analysed in detail above; but Table
VI.12 summarises their use of and travel to thirteen of these and other
facilities. The table shows that five of the facilities are used frequently by over
half the women and eight by over a quarter of them; at the other extreme , four
are never used by over half the women and nine by over a quarter of them. For
all the facilities except the main shopping area, walking is the most commonly
reported method of travel, and for seven of them walking is at least twice as
common as car use, with bus uie very rare. It is noticeable that the facilities
which attract most walking include those which are visited with children,
mirroring the finding reported earlier that mothers are more likely to walk to
the shops if they have their children with them.
Table VI12

Use of and travel method to a range of facilities
frequency of trips
less
often never

facility

at least
once a week

Primary school
Pre-school

% 51
% 38

0
0

Day-to-day shop area
Main shop area
Post office
Chemist
Bank
Park
Playground
Library
Hairdresser
Launderette
Clinic

%
%
%
%
%
%
%
%
%
%
%

97
85
67
52
36
28
24
16
14
6
4

2
3
32
47
39
32
24
35

I
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if use facility
n

walk

bus

car

nJ

49 264
62 194 2

71
71

1
3

29
26

126
66

58

7
10
4
8
12
2
2
7
9
0
8

35

341
296
327
317
247
204
166
166
203
85
93

1

2
12
1
1
26
40

357

52
49

48

38

19
24

75
72

29
73
62
47
74
82
52
58

60
73

60

23
30
42
24
16
41
33
40

19

calculated as proportions of those with a primary school child.
calculated as proportions of those w ith a pre-school child.
excluding the few travelling by other or varied travel methods.

Further analysis shows that walking is more often reported for each facility,
except the library, by the young women going there at least once a week in
contrast to those going less often. Thus for post offices, 76 per cent of
frequent but 67 per cent of infrequent users walk there; for chemists, the
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Method of travel to a range of facilities according to car
availability
n2
Woman's car availabilityl
car
walk
bus

Table VI13

With optional car use
primary school
pre-school
' daily' shopping area
'weekly' shopping area
post office
chemist
bank
park
playground
library
hairdresser
launderette
clinic

%
%
%
%
%
%
%
%
%
%
%
%
%

28
19
26
6
37
20
9
48

60
22

29
25
35

0
0
2
0
0
0
0
0
0
0
0
0
0

72
81
72
94

73
80
91
52
40

78
71
75
65

47
21
98
98
94

95
90
63
48
64

70
24
20

Without optional car use
primary school
pre-school
'daily' shopping area
'weekly' shopping area
post office
chemist
bank
park
playground
library
hairdresser
launderette
clinic

%
%
%
%
%
%
%
%
%
%
%
%
%
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%
%
%
%
%
%
%
%
%
%
%
%
%

94

94

73
38
87
80
67
83
94
71
76
68
83

0
3
8
10
5
9
17
3
1
8
12
0
8

5
3
19
52
9
11
16
13
5
20
12
32
8

6
9
15
37
11
23
28
4
14

0
0
0
3
0
0
0
4
0
0
10
0
0

No car in household
primary school
pre-school
'daily' shopping area
'weekly' shopping area
post office
chemist
bank
park
playground
library
hairdresser
la u nderette
clinic
I
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94

91
85
60
89

77
72
92
86
78
64

100
83

22

27
0
17

64

35
186
161
186
176
130
115
94
83

109
47
60

16
11
47
35
45
44

25
26
22

18
22

13
12

In this table 'without optional car use' includes only those in car-owning households.
Although the sub-samples in some instances are too small for the differences to be statistically
significant, they nevertheless conform to a consistent pattern .

proportions are 67 per cent and 55 per cent; for parks, 81 per cent and 68 per
cent; and for clinics 89 per cent and 63 per cent. Correspondingly car use-and
to some extent bus use-is more often reported by infrequent rather than
frequent users of the facilities.
Variation in travel methods according to availability of a car reflects the
patterns seen for the facilities dealt with previously: Table VI.13 shows that
the majority of the women with optional car use go by car on these trips and
the great majority of other women walk, whether or not their household has a
car. There is still a substantial amount of walking even among those with
optional car use, such that they are more likely to walk than other women are
to use cars or buses.
The table also shows the alternatives to walking for women without the
optional use of a car. For those in households without a car the alternative is
almost invariably travel by bus. For those in households with a car the
alternative is more likely to be car travel for buses are rarely used. (Indeed,
these women tend also to walk more than the non-car-owners, further
reducing their bus use.)

Combining trips
An earlier section described how shoppers can save making some trips by using
various methods of trip substitution. A further way of reducing the amount of
travel is achieved by combining two or more activities on one journey. The
ability to make these multi-purpose trips o14foot or by bus is partly a function
of land use, being easier where a number of facilities are in close proximity,
though multi-purpose trips by car can be made to different destinations due to
the car's flexibility (unlike bus travel) and speed (unlike walking). Commonly
made trips-to schools and shops-were reported by many of them as being
combined with another trip-purpose including with each other.
Nearly two-thirds of the women fairly often combine shopping at the area
they use for day-to-day trips with another trip-purpose: a quarter visit post
offices and just under a fifth either visit a chemist or combine the shopping
with taking the children somewhere, usually to school. These three types of
combined trip are more commonly carried out when visiting their ' usual'
shopping areas, which are often local, in contrast to areas visited less
frequently. Indeed, where these facilities do not exist locally their absence is
criticised. Table Vl.14 shows that the larger the shopping area used for day-today trips, the more likely it is that multi-purpose trips are made: and a greater
variety of combined trips are made at town centres where visiting a bank and
doing shopping other than for food are as common as visiting chemists and
post offices. Shopping areas used at other times, which include a higher
proportion of town centres, are also more likely to include trips combining
food shopping with 'other shopping'. It may be that the other shopping is the
main reason for going to these infrequently visited areas.
The table also shows that two-thirds of the young women going to schools or
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pre-school with their children sometimes combine their trips, most commonly
with shopping, then with going to work, and visiting other people or other
schools. And about a third of those who go out to work combine their work
journey with shopping. Perhaps the ability to combine trips encourages the use
of particular facilities and influences the time and frequency of visiting them.
Table VI14

Combining trips on the journey to shops, school and preschool
town
centre

Women sometimes
combine trips
n (women)

usual shopping area
village
urban
shops
parade

school

preschool

corner
shop

%

%

%

%

%

%

71
144

64

57
110

25
24

64

69
74

72

86

Employment
Young women with children have traditionally formed the largest group within
the economically-inactive adult population below retirement age. Female
emancipation, smaller family size and more pre-school facilities are changing
this, and young married women represent a growing proportion of the labour
force. Thus the availability of employment is becoming increasingly
important. The demands of being a housewife, which has also traditionally
kept both young and older women at home, have lessened as a result partly of
labour-saving equipment, and partly of changes in household arrangements .
The growth of tertiary industry has also helped to increase female
employment, particularly in the South East of Britain.

Extent of, and reasons for, employment
In marked contrast to their husbands, virtually all of whom are working fulltime, just under half the young women reported some form of
employment-apart from housework and looking after their children 1. The
majority of those in employment go out to work part-time 2 , some work either
full-time or at home and a few have occasional or seasonal jobs 3 • Bearing in

J
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In the remainder of the chapter, the term 'work' refers to paid employment, or gainful selfemployment and excludes the housework undertaken by most women.
The total of 46 per cent working in the survey compares closely with the 44 per cent total of
working married women aged 21 -44 in the OMA reported in the Census. (OPCS, Census 1971 :
Great Britain, Economic Activity, HMSO 1973, Part 1, Table 1.)
In view of their commitments in the home, part-time employment was defined as less than a
full working week, not as under 30 hours, as is standard.
As this section is principally concerned with the women' s regular activities, occasional workers
are grouped with those who are not employed, unless otherwise stated.

mind that many children are accompanied to and from school, the working
women were asked about their hours of employment in relation to school
times. Over half the part-timers work five 'short days' rather than a reduced
number of days per week, and so only two-fifths of them start work before 9
am-though nearly all the full-time workers start before this time. Likewise,
only two-fifths of the part-time but nearly all the full-time workers are still
working after school hours.
Four inter-related factors are likely to influence whether women work. The
first is simply the desire to do so, resulting from expectations of employment
fostered by education and the ability to pursue careers; some women may
prefer going out to work and mixing in adult company to the more childcentred life of a housewife, even though the former may entail extra effort and
responsibilities. Continued responsibilities at home are, however, reflected in
the high proportions working part-time as well as in the fact that the great
majority of working women continue to do most of their household's
shopping.
The second influence is undoubtedly financial: non-working respondents in
low income households are almost twice as likely as those in high income
households to want work either now or in the near future. Women's
employment is also related to social group; those in DE households include
relatively more working women, probably because of the financial incentive.
There is, however, above average full-time employment among the women
who themselves are in AB occupations.
The third and, in the respondents' opinion, most important influence on
their employment is their need or desire to be home-based-to look after their
young children and their school-age children during school holidays. As noted
earlier, many of them during term-time also act as child accompaniers. Indeed,
where the youngest child is under the age of one, only 10 per cent of the
mothers work, but as the age of the youngest child increases the proportion of
working mothers increases-to 64 per cent of those whose children are all at
school. It cannot be said, however, that the need to look after children
overrides the considerations of desire and finance, for over a third of all the
women, including almost a fifth of those with pre-school children, do go out
to work 1 •
The relative locations and accessibility of employment opportunities,
primary schools, and pre-school activities is the fourth element of importance
to women who wish to work. In some instances, the convenient availability of
these facilities may be a prerequisite for working, particularly for those
employed full ...time or at home. Moreover, a national survey found this
element to be the most important factor after wages in making a job pleasane.
In the opinion of the women, however, access to employment plays only a
I

1

In addition, 8 per cent work at home .
Audrey Hunt: op.cit. p.t87 .
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minor role in whether and how much they work; and although they think that
having to care for children plays a major role, few linked this with the
availability of pre-school facilities.

Journey to work
The three components of the work journey are normally recognised as being
the locations of home and work, and the means of transport used. For the
mothers of young children, there is an additional component of time. This is
related first to the number of hours available for employment and travelling to
work, and secondly to the specific times of the day when the mother is her
child's 'safety legs' for the journeys to pre-school or primary school. This
restraint on hours available usually means that only part-time work is possible,
and that a long journey is uneconomic in time or, in the case of motorised
travel, possibly cost. The restraint at specific times means that the mother has
to consider not only her own mobility but also that of her child.
From the viewpoint of personal mobility, there are several factors of
importance for the housewife-mother who wishes to work. It has been
acknowledged that the spread of land uses, which has partly resulted from the
influence of increasing car ownership and from planning oriented towards car
use, creates particular difficulties for 'secondary' earners, including women!.
It will be recalled that 42 per cent of the young women in the survey have a
driving licence, compared with 91 per cent of their husbands, and moreover,
that their licence-holding is by no means as closely related to their having
optional use of a car as it is for their husbands. Nevertheless, Table VI.15
shows that while walking is the most frequently reported method of travel to
work, almost as many women travel by car, either driving themselves or as
passengers. More than twice as many go on foot or by car as travel on the bus:
a few reported other methods of travel, mainly the bicycle. The relationship
between the full-time workers having high access to cars and part-time workers
having low access is reflected in the methods used by the two groups: nearly
half the full-time workers drive to work and one in five walk, whereas nearly
half the part-time workers walk and one in ten drives, findings similar to those
of the Five-Area survey reported in Chapter I.
Table VI15

Method of travel to work

% working women
% all husbands

walk

car

(as
driver)

(as
pass.)

bus

other

n

36

33
78

(23)
(73)

(10)
(5)

16
12

8

119
344

5

5

J . B. Cullingworth . Problems oJ an urban society, Vol. 1, The Social Framework of Planning:
George Allen and Unwin, London 1973, p.132.
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It is instructive to compare the young women's method of travel to work
with that of their husbands, almost all of whom work full-time and have a
driving licence. The high car use for the work journey among husbands shown
in the table is equalled only among working women with the optional use of a
car. Of these 37 women, 32 drive themselves to work; the remaining five walk.
For women in car-owning households without the optional use of a car, about
half walk, one-quarter go by bus and one-quarter go by car; seven of the eight
cyclists are in this group of women. Over half the working women in
households without a car go to work on foot, and just under half go by bus.
The bus users have longer journeys than those made by foot or car: the median
bus time is over fifteen minutes, while the median car and walk times are under
ten minutes, indicating in the case of walking that destinations are much more
local than for those travelling by either of the other two methods.

Social and leisure activity
The young women's travel on social and leisure activities were the subject of
separate questions 1 • The times of day and week at which they were made were
also recorded in order to investigate the differences due to car availability,
employment, and children being at school, and to compare the times when the
young women are likely to be on their own with the times when their husbands
are likely to be at home and family outings are therefore possible 2 •

Activity patterns
Almost all the young women reported going out to some social and leisure
activities each week. In view of this and the extent of their shopping activity
(shopping trips were reported by 98 per cent of them), the wholly isolated and
immobile young housewife appears rare. Nevertheless, while all but a few
reported some activity, the numbers going out at different times of the day and
week vary considerably. The evenings are the time when most of them make
leisure trips (71 per cent) while the daytime is most important for social trips,
both at weekends and on weekdays (71 per cent and 68 per cent) . Less common
are leisure trips at weekends and social visits in the evenings (54 per cent and 49
per cent). Leisure trips on weekdays are the least common (32 per cent).
However, these proportions do not indicate how often the trips are made: in
fact, as Table VI.16 shows, the women make an average of almost four trips in
a typical week. J A somewhat greater number of social trips than leisure trips
were reported with, for instance, a fifth of the women making less than one
social trip compared with a third making less than one leisure trip.
I

J

The definitions used in the questionnaire were common-sense ones: social trips to 'visit or pop
in to see friends or family' and leisure trips for 'leisure, meetings, entertainment and so on' .
In this section, weekday and weekend refer to day times only, and evening refers to the evenings
of the whole week.
Interviewing was done during school term and thus the estimates of trip-making are likely to
reflect term-time as opposed to school holiday patterns.
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Table VI 16

Combined number of social and leisure trips

trips per week
%

less
than one

one to
two

three
to five

six or
more

n

10

26

35

28

357

Table VI.17 shows the proportions of those reporting social or leisure
activities who use each travel method frequentlyl. It can be seen that walking is
most likely during the daytime, particularly for social visits. At weekends and
evenings both car and husband/driver are likely to be available and car use is
highest at these times. For the two most commonly reported activities-social
visits at weekends and leisure activities in the evenings-about two-thirds
reported that they never walk. One the other hand, about half the women who
go out on weekdays never go by car. The bus is by far the least used travel
method for either journey purpose and at any time-more than three-quarters
of those reporting social and leisure activities do not use the bus at all.
Table VI17 Travel methods used frequently for social and leisure trips
of those who go out for

Proportion who go
frequently:
I

On foot
By car
Bybus

social purposes in:
w /end evening
w / day

%
70

26
7

leisure purposes in:
w / end evening
w / day

%

%

14
62

18
59

%
48
43

5

5

11

%

%

27
65
4

16
53

4

Less frequent travel is excluded from table, hence some totals are under 100% . More than one
travel method are used by some respondents, hence some totals exceed 100%.

Several factors could influence how often the two types of trip are made and
the method of travel used on them. The survey shows that there are wide
differences in the proportions of each social group sometimes going out for
social and leisure purposes at the different times of day and week. More of the
ABs reported activity at all but one of the different times, reaching 80 per cent
for evening leisure, and being markedly higher than the other social groups for
weekday leisure. By contrast, weekend social activity was reported most often
by the DEs, whose activities are well below average at all other times.
Nevertheless, each group makes more social than leisure trips and the total
number of trips varies little among the groups, the highest number being
reported by the AB households.
'Frequent' corresponds to 'at least once a fortnight' except that for daytime social visits it
corresponds to 'at least once a week'.
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The relationship of trip frequency with car availability is complex in view of
the time when most of these trips are made. The distinction of car availability
within car-owning households is, of course, less meaningful in the evenings
and at weekends when women generally make trips with their husbands.
Indeed, the activities of women with and without optional use of a car (in carowning households) are similar at these times, though not during weekdays. In
the case of those with no household car, there is less activity at all times, and
particularly in the evenings.
Car availability is more strongly related to travel method than to activity
rates. The clearest influence of this is that, of women with optional use of a car
who make social and leisure journeys, well over half go frequently by car
whatever the time of week. The majority of the other women in car-owning
households use cars frequently only at weekends and evenings. During the
weekday their patterns have more in common with women in households
without a car, few of whom travel by car at any time.
Some car sharing does, however, occur, primarily on weekend and evening
leisure trips. Surprisingly, women without the optional use of a car do not
substitute bus use for car use: between two-thirds and three-quarters of those
who do not use a car do not use the bus either on these trips. They are
therefore dependent on people and places that can be reached on foot.
Two factors no doubt affect bus use. First, since some leisure facilities (such
as cinemas, bingo, swimming baths) are not local and are probably on bus
routes, it would be expected that the use of buses would be encouraged. On the
other hand, bus use might be discouraged because many of the leisure trips are
made at the weekend and in the evenings when the level of bus service is lowest
and most of the young women have access to a household car. Indeed, the
pattern of car use indicates that not only does car availability reduce the
amount of walking considerably, but it largely excludes the use of buses.
Women with optional use of a car are, not surprisingly, the lowest users:
nearly all of them said that they never use a bus.

Influence of children
Children influence their mothers' travel by encouraging or obliging them to
make trips for their sake, as previous sections have illustrated. The children
can also influence the journeys that their mothers make for their own social
and leisure interests, as responsibilities for children affect when and how often
they go out, whether they take children with them (for if not, arrangements
have to be made for the children to be looked after), and the travel methods
used.
As children grow older there is a change in the women's patterns of activity;
three-quarters of those with a child under two make social visits compared
with half of those with children only over seven. Inversely, just over a quarter
of those with children under two make leisure trips compared with a third of
those only with older children.
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The close ties between a mother and young child, the amount of looking
after the child requires, and the mother's wish to get out both for her own sake
and for that of the child, combine to explain the higher rate of weekly visiting
for those with very young children. Husbands are at work, and as few of these
women have jobs, they have opportunities to form friendships at playgrounds
and clinic waiting rooms, where they can meet other mothers. Furthermore,
social visits in the immediate neighbourhood are readily arranged and cost
nothing; in addition, a child can easily be looked after in a friend's house. This
is not so true of leisure facilities, when it is usually inconvenient to take young
children; nor are they so often found in the neighbourhood. The increase in
leisure trips with the age of children suggests that these two restrictions are less
important once children go to school. This reasoning is borne out by analysing
the extent to which children are taken on the women's social and leisure trips
on weekdays.
The great majority of mothers with pre-school children take them on both
social and leisure trips, the level of accompaniment decreasing slightly for
those aged three to five; it then drops sharply for those with children in school.
Whatever their age, however, children are probably not so easily
accommodated on women's leisure activities because of the reasons outlined
above; in fact 41 per cent of the women who make leisure trips but only 27 per
cent of those who make social trips reported that they never take their children
with them on weekdays.
There is a great contrast between the patterns observed during the week,
when mothers and young children are together without the father, and the
social and leisure patterns at weekends, when older children are not in school
and the family is together. Compared with weekday activities, the children's
age makes only a small difference at weekends, though the pattern for social
trips is still that women with younger children are more active than those with
older children. For leisure trips, no clear relationship appears to exist: about
half the women, irrespective of their child's age, reported weekend trips for
leisure purposes. Neither does age exert as strong an influence on
accompaniment at the weekend: over four-fifths of those making social or
leisure trips at the weekend take their children with them, though the older
children's developing independence and the reduced need for supervision do
result in a somewhat greater number of mothers going to these activities
without them.
Children, as well as car availability, affect the travel methods used on these
journeys. Walking is more common when children are taken, particularly very
young children. The same pattern holds true for leisure trips, although fewer
of these are made on weekdays and walking is anyway less common. Frequent
walking was also more often reported by women who have the optional use of
a car when going out with rather than without children. Conversely, frequent
car use-which during weekdays is mainly confined to those with the optional
use of a car-is less extensive on trips made with children, though their age has
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less influence. The use of the car, and to a lesser extent the bus, is higher for
leisure trips than for social trips and the rate of accompaniment is somewhat
lower. The more wide-ranging trips that can be made in a car are also made to
leisure activities where children are not catered for, such as at classes or club
meetings.
The influence of children on evening activities compared with daytime ones
is in some ways different: children do not usually go with their parents and
only about one in eight of the respondents considers them old enough to be left
on their own-therefore arrangements have to be made to look after them 1. As
in the daytime, however, those with very young children are more likely than
others to make social trips, while those with older children are more likely to
make leisure trips. Several factors may help to explain this. First, the older
their children the more likely their mothers are to go out, presumably because
they don't mind leaving older children on their own. Secondly, there is the
greater ease with which younger children can be taken on evening social visits
and put to bed in a friend'shouse; there are no comparable facilities at cinemas
or theatres! Thirdly, as noted earlier, mothers of younger children have more
opportunities for social contacts through chatting at playgrounds, clinics and
so on, and these contacts would lead to visiting between the parents.

Other influences
Both full- and part-time employment impose restraints on women's time and
thus reduce the frequency of their social and leisure trips, particularly in the
daytime, of course. Weekday social activities were reported by 79 per cent of
those not employed and by 63 per cent and 26 per cent of those working partand full-time respectively. Similarly, for leisure trips the proportions are 36 per
cent, 27 per cent and 19 per cent. The employed women, however, do not
compensate for the time they are at work by going out more often at other
times: 52 per cent of the full-time and 45 per cent of the part-time employed
make two or fewer trips per week compared with only 29 per cent of those not
employed.
The joint influences of employment and the age of children are obvious
from the fact that employment together with a child not yet in school
diminishes the mother's activity very considerably; for employed mothers
whose children are of school age, social and leisure activity increases slightly .
For those not working, social activity declines and leisure activity increases
when the child reaches school age, confirming that by the time children are in
school and thereby placing far fewer demands upon them, they either take up
employment full-time or part-time, or devote more time to leisure activities
I

The most common arrangement (particularly among the AB mothers) is the baby-sitter,
though for leisure pursuits in which husbands are not involved, such as club meetings or
evening classes, husbands are more likely to be the baby-sitters. Over a fifth reported friends or
relatives looking after the children. On social visits just under a fifth take their children with
them (particularly the C2 and DE mothers)-a much higher proportion than on leisure visits.
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outside the home. Part-time employment allows both, although as already
seen, these women have more in common with the full-time employed in the
extent of their social and leisure activity.
Ownership of a telephone, and length of residence in or satisfaction with the
neighbourhood each bear some relationship with the young women's social
and leisure activity, though the influence is slight. Certainly using a telephone
could be viewed as a way of substituting for social activity or as a way of
encouraging its arrangement. However, though telephones are used for social
purposes, they appear to provide extra social contact rather than replacing
trips, for there is little difference in the number of trips made by those with
and without a telephone.
Likewise, while other writers have hypothesised a relationship between
social or leisure activity and length of residence in a neighbourhood!, it does
not appear to be so in this survey. The women's subjective ratings of the
quality of their neighbourhoods include two aspects of relevance to social and
leisure trips: the women's satisfaction with their area's social and leisure
facilities, and with its neighbourliness. There is a small but positive
relationship between their activity and the provision of facilities, and a
stronger relationship for neighbourliness: about one in three of those rating
the area poor, but only one in seven of those rating it very good make less than
one social trip a week.
It has been seen that the young women lead active lives, their several roles
involving them in a multitude of different trips. Where the women have the
optional use of a car, they make about three-quarters of their trips in it,
indicating how much a car's convenience is appreciated. Yet because most do
not have a car to use as and when they please, and because their trips are often
local, much day-to-day travel is on foot. Walking is particularly common for
trips made with children, even for women who do have their own car. These
trips form a large part of young women's travel and many are necessary
primarily because of concern about children's inability to cope with traffic.
The survey also shows that women's use of buses is surprisingly low, even for
those in households without a car. It indicates that the women prefer instead to
use nearby facilities-even if they are smaller; to adjust or delay activities in
order to be able to travel by car (if there is one in the household); or to make
fewer trips and sometimes to engage in fewer activities.

I

Herbert Goldhammer. 'Some Factors Affecting Participation in Voluntary Associations',
E . W. Burgess and D .l. Bogue (Eds.) Urban Sociology. University of Chicago Press, 1967 . pp .
138-140.

104

VII Travel patterns of pensioners
The second group of people interviewed in the OMA surveys consisted of men
and women over retirement age. This group covers an extensive age range,
representing a large and growing proportion of the population as a whole, and
with wide-ranging characteristics and problems.
Pensioners have been the subject of more numerous studies than have young
women, and are often seen as a disadvantaged or dependent group, in terms of
social contact, housing, income, or health. Many researchers, including those
at PEP, have drawn attention to the special problems associated with the
change in life-style brought about by retirement or by physical or mental
ageingl. Yet few have investigated the part which mobility and accessibility
play in their relative deprivation 2 • This survey therefore looked more
extensively at the influence of these factors on their travel patterns. In general,
it could be said that pensioners have fewer restraints on their time than young
women: not many of them go out to work and it is rare for them to have
children to look after. However, as Chapter V and Appendix 6 show, the
pensioners are a group with mixed social and personal characteristics: many
retain household responsibilities, such as shopping, which entail travel, in
addition to the travel stemming from their own personal activities and
interests.
The following sections examine this travel against the pensioners' social and
personal backgrounds, with special emphasis on their mobility: the sections
cover shopping and personal business, particularly for those primarily
responsible for these matters in their own household; employmen"t; health and
medical care; leisure activities; and social visiting both to them and by them.

See for instance Barbara Shenfield and Isobel Alien, The Organisation of Voluntary Service:
a study of domiciliary visiting of the elderly. PEP Broadsheet No 533, 1972; W . Hobson,
Biology of Ageing, Institute of Biology, 1957; Ethel Shanas, Peter Townsend, et aI., Old
People in Three Industrial Societies, Routledge and Kegan Paul, 1968; Amelia Harris,
Handicapped and Impaired in Great Britain, Government Social Survey, HMSO, 1971.
The organisation Age Concern has come closest to the scope of this survey in examining
problems of old people's personal disability in movement.
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Shopping and personal business
The pensioners reported doing less shopping than the young women. In large
part, this is due to their sample including men as well as women-although
most men pensioners do some shopping. It is also due to the smaller
households in which most pensioners live, as well as other people from within
or outside their households doing or helping with their shopping. As a result,
the amount of shopping that they do varies widely: 48 per cent of the
pensioners do all of it, 12 per cent do most of it!, 8 per cent do just part, 10 per
cent shop only for 'odds and ends', while 23 per cent do none.
However, it remains a frequent activity for those who are responsible for the
household shopping. Table VII. 1 shows that the average number of trips by
the pensioners who do any shopping is 3.1, and that there is a steady increase
in trips with the amount bought. For those who do all or most of the shopping,
the most common frequencies are two and six trips a week (although in
comparison with the young women far fewer make six trips). Two-thirds of
these pensioners make a main shopping trip to get the bulk of their week's
needs at one go, the great majority at the area they use most often at other
times of the week.
Table VII 1

Frequency of shopping trips according to amount of
household's shopping

all

amount of shopping
all
odds and
most
part
ends shoppers

Average numbers of trips per week

3.2

2.8

2.5

2.0

3.1

n (pensioners)

145

37

23

29

234

Differences in the amount of household shopping done and in the frequency
with which trips are made are related to several personal characteristics,
among them sex, age, household composition and mobility.
Most women pensioners retain the housewife's role as the household's
principal shopper; 84 per cent do some of the shopping, compared to 60 per
cent of the men. Nevertheless, when men do act as the household shopper,
they make as many trips as the women who have this role. Younger pensioners
are more likely to shop than older ones, and to do so more often: 88 per cent of
the 66-70 age group do some shopping, in contrast to only 56 per cent of the
over 80s, even though far more of the latter are women. The influence of
household composition is also apparent: over 80 per cent of pensioners living
alone do all or most of their own shopping, while just under two-thirds of
Pensioners who do all or most of their household's shopping will also be referred to as
'household'shoppers.
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those in pensioner-couple households l do so. Generally, pensioners living with
other people do less of the shopping, particularly when living with married
children.
The relationship between age and mobility examined in Chapter III is
reflected in shopping activity: those whose mobility on foot is restricted even
though including a disproportionately high number of women, are twice as
likely as the others to report doing no shopping at all, and almost twice as
likely to have other people helping them with it-two-thirds of the severely
restricted have all their shopping done for them . In addition, among
pensioners who do most of their household's shopping, about 40 per cent of
the fit but only about 20 per cent of the restricted go shopping at least three
times a week. There is less difference among pensioners according to their
access to cars, for personal and household characteristics influence both this
and their shopping activity. Those in non-car-owning households include more
women and thus more household shoppers, though compared with other
household shoppers they shop less of ten-a situation the reverse of that
recorded for the young women.

Shopping trips
Apart from the frequency of trip making, there are few differences between
the shopping patterns of the 60 per cent of pensioners who do all or most of
their household shopping (the household shoppers) and the 17 per cent who do
only part of it (the minor shoppers). Both groups use fewer shopping areas
than do the more mobile young women. The main difference between the
groups is that minor shoppers report more locally-based shopping areas, and
as a result more frequently walk to them; there is also more car use among
these shoppers, mainly as passengers, and therefore less bus use. Only the trips
of the household shoppers, therefore, will be examined in this section.
It has been seen that few pensioners have a car of their own, particularly the
women, who are more likely to be the household shoppers. As a result, most
rely on walking or travelling by bus to do their shopping-few receive lifts in
cars: nearly two-thirds of their shopping trips are made on foot, a high
proportion not dissimilar to that of the young women. The pensioner's lower
level of access to cars therefore does not result in many more walk trips but in
substantially more bus trips. Indeed, Table VII.2 shows that the pensioners'
greater dependence on buses is such that one in five of their shopping trips are
Table VII 2

Household shoppers' method of travel on all shopping trips
n

% of trips
I

walk

bus

63

21

car (driver) (pass .)

14

(9)

(5)

other

(trips)

2

727

Married pensioner couples: respondents thus include a relatively high proportion of men .
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made by bus (more than double the proportion for the young women) and the
car is used for only one in seven (half the proportion for the young women).
The pensioners visit their usuaP shopping area about three times a week ,
and except for the few with a driving licence and car in the household, about
three-quarters of them walk there; even eight of the 25 licence-holders walk .
As with the young women, areas reached on foot are visited more frequently,
particularly if the distance is short. About a third of the non-licence-holders,
whether living in car-owning households or not, travel to their usual area by a
motorised method: those in households without a car predominantly use buses
and those in car-owning households use cars, though not much more than
buses.
Less car use among pensioners means of course that more personal effort is
needed to get the shopping home, which could partly explain why fewer of
them than of the young women make a main trip. Just over half the household
shoppers carry the shopping and a quarter use a wheeled bag or basket,
particularly if they have difficulty in getting around. Only a few reported that
another person helps them.
Travel times vary according to the different travel methods: half the
pensioners who walk or go by car to their usual shopping area get there in
about five minutes or less, while for half of those who go by bus the journey
takes about fifteen minutes or more. However, trips on foot are made more
frequently than trips by car, so there are far more short walk than short car
trips as Table VII.3 shows. As bus travel is more common than car travel there
are also more long bus trips than short car trips. In total, nearly half of all the
shopping trips take about 5 minutes or less and one in ten take 15 minutes or
more.
Table VII 3

Methods of travel and travel times on all shopping trips
short!
long
on foot on foot

% all trips
!

36

28

long
by bus

long
by car

short
by car

short
by bus

n
(trips)

17

8

6

5

628

See footnote to Table VI3 .

The relationship between frequency of shopping and travel time can give
some indication of whether distance acts as a deterrent to making trips on
foot. This appears to be so, for frequent trips2 are made by a third of the
pensioners walking to an area within ten minutes from home, in contrast to
only a tenth of those who walk further than this.
About half the pensioners combine their shopping trips with other activities,
most often collecting their pensions, but also calling in at the chemist, doing
As with the young women, this is defined as the shopping area which they use most often.
At least four trips a week.
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other (non-food) shopping and going to the newsagent, tobacconist or library .
A few also reported their shopping trips being combined with visits to the
bank, hairdresser, other people, cafes or restaurants, or with attending to
personal business, (e.g. paying bills, going to a launderette). As with the young
women, multi-purpose trips are more common in larger shopping areas, where
there is of course more potential for this. In large town centres, multi-purpose
trips are made by 70 per cent of pensioners, while at medium or small centres
and at village shops the proportion is about 60 per cent, at local parades about
50 per cent, and at corner shops less than 10 per cent.

Shopping areas
Forty per cent of the household shoppers use just one shopping area, 43 per
cent use two, 15 per cent use three, and two per cent use four. Just under half
the areas they mentioned are local, either village shops, urban parades or
corner shops. As with the young women, about a third do not use the nearest
town centre for any of their food shopping, mainly because it is too far away,
too busy or crowded.
Over half of all the areas mentioned by the household shoppers are the ones
they use for day-to-day shopping, and these areas account for more than threequarters of all their shopping trips. Table VH.4 shows again that walking is the
predominant method of travel, particularly where the areas are local, the car
and the bus being used more for journeys to town centres. The relatively low
levels of both car-ownership and licence-holding among the pensioners means
that three times as many travel to town centres by bus as do the young women.
Nevertheless, a large proportion walk to these centres, especially to the
medium and small-sized ones.
Table VII 4

Method of travel by household shoppers to different types
of area used for day-to-day shopping

Type of area

Town centre

Local

%
%

walk

bus

39

36

25

87

87

5

7

95

car n (areas)

Attitudes to shopping
Of all the pensioners who shop, 59 per cent like at least one aspect of it, and 49
per cent dislike at least one aspect of it. Attitudes appear to be unrelated to
age, but women like it more, dislike it less, and cited particular reasons for
their attitudes more than men. The reason women mentioned most often for
liking shopping was 'talking to people', followed by 'enjoy shopping', then
'see what's going on' or 'for a change of scene'. Men on the other hand cited
'getting out for exercise', followed 'by talking to people', and 'for a change of
scene'. The men's main grumble is that they just don't like shopping and the
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women's is that the cost of food is too high.
There are other influences on attitudes: those with some difficulty in getting
about more often say that they like going out shopping for the fresh air on the
way; somewhat fewer than average disliked shopping, though their dislike is
more often due to the effort involved. However, though it is often presumed
that shopping is particularly enjoyed by pensioners who live alone and who
therefore have less social contact at home, these survey findings do not bear
this out: pensioners living with their children liked shopping most-possibly
due to the fact that most are women.
Pensioners who do only a little shopping like the chance it gives to get out
for exercise, while those who are the household shopper like the chance it
offers to talk to people. Nevertheless, shopping they do not see as a substitute
for visits to or from other people: in fact those who made more social visits
also like shopping more.
Pensioners who walk longer distances to do their shopping like shopping
more than people who walk short distances; and the same is true for those
going by car. This could reflect a willingness to travel further by pensioners
who enjoy shopping, but it seems certain that access does not determine their
initial attitude towards shopping as an activity that appears to be more a
function of their personal characteristics. Nevertheless, good accessibility is
closely related to their attitude towards the shopping areas they use: the
proximity of local shops is highly appreciated (as it was by the young women),
particularly by those with difficulty in getting around on foot, for it obviously
enables them to do their shopping with the minimum of travelling. Local shops
are also preferred by the pensioners because of the greater opportunities to
stop and chat to friends and neighbours, and probably to shopkeepers that
they know-indeed, at corner shops nearly all stop to chat-but local areas are
criticised for not having the wide choice and lower prices appreciated at town
centres. Town centres themselves are disliked mainly because of busy roads
and pavements, and crowded shops.

Methods of substitution
An alternative way of examining the pensioners' patterns of shopping is to
look at the extent to which they make substitutions for trips. Over two-fifths
of the pensioners have someone else to shop for them, largely because they are
not responsible for the household shopping. Thus more shopping is done for
men pensioners, for older pensioners and for the ones living in large
households. Those living on their own are helped mainly by daughters or
daughters-in-law and by neighbours. Pensioners with difficulty in getting
around, many of whom live with married children, are also far more likely to
have shopping done for them. Only three pensioners have home-helps doing
shopping for them. Nearly all have milk delivered, just under a quarter have
bread delivered, and under a fifth have other food delivered.
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Another form of substitution is the mobile shop: 29 per cent reported a
travelling shop in their neighbourhood, and 59 per cent said that their
milkman also sells other things, thereby constituting a mini-mobile shop.
However, there is some duplication of these two types, with the result that just
over two-thirds of the pensioners have access to some form of mobUe shop,
and half of these use them , mainly for odd items of shopping. Trip saving
through bulk-buying on account of freezer ownership is rare: only 6 per cent,
mainly in the higher income and social groups, are in households with a
freezer. Four out of five pensioners have fridges but, as with the young
women, this is unrelated to shopping frequency.

Collecting pensions
Another necessary trip for most pensioners is to the post office to collect their
pension-only 22 pensioners obtain their pensions by cheque or bank transfer
and 16 by other varied means . The rest receive it through a post office. Nearly
three-quarters of these collect their own pension each week; the others either
collect it less frequently or someone else goes for them.
Equal proportions of men and women go to a post office for their pension,
though among pensioner couples it is more likely to be the husband. When the
women pensioners do not collect the pension themselves, it is usually picked up
by another person, whereas men pensioners are more likely to have it paid by
cheque or have it transfer red to a bank. In general, fewer of the older
pensioners and fewer pensioners with difficulty in getting around on foot
collect their own pension. Those who live alone are the ones most likely to
collect their own pension, while those living with married children are the least
likely to do so. Nevertheless, those reporting the least pension trips consist of
licence holders, over a quarter of whom obtain their pension by cheque or
bank transfer, and none of whom have someone else getting it for them.
As with shopping, the collection of the pension is usually a fairly short trip
of five or ten minutes: 77 per cent walk, 13 per cent go by car (mainly driving
there themselves), 10 per cent go by bus, and 1 per cent on cycles. Not
surprisingly , those in non-car-owning households are more likely to walk or go
by bus, but even so nea rly two-thirds of those in car-owning households,
including half of the licence holders, walk to collect their pension.
Another fairly regular non-food shopping trip is to a newsagent and
tobacconist. This trip is made by just under half the pensioners, though by
relatively fewer than men. It is a once-a-week trip for half those who go and a
daily trip for just under one in ten. The newsagents used are even more local
than post offices; over four-fifths of the pensioners walk to them and roughly
equal numbers of the remainder go by bus or car. The majority of the
pensioners combine the trip to the post office or newsagent (three-quarters of
their local shopping areas contain at least one of them) with going somewhere
else-usually shopping-particularly if they go by bus.
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Employment
In recent years there has been pressure for a reduction in the age of retirement.
At the same time improvements in health standards and in medical treatment
have combined to increase life expectancy. These factors have served to
transform and extend the post-retirement stage in life so that retirement no
longer heralds the onset of old age or a decline in the ability of pensioners to
lead a full life. Clearly the reason for reducing the statutory age of retirement
is related not to any physical or physiological necessity, but to a wish to bring
forward the time when people are 'let off the economic hook', and can choose
how to spend the rest of their lives, with the assurance of state care.

Pensioners in employment
Eleven per cent of the pensioners in the survey are employed 1, over two-thirds
of them part-time 2 • On average the part-timers work 12 hours a week, mostly
in unskilled occupations. Among the reasons given for working, 20 of these 35
employed pensioners said that they have remained working or have gone back
to work for financial reasons. This reason predominates among the poorer
pensioners and the licence holders-for whom the expense of keeping and
running a car could be an important incentive for their continuing to work. 13
said that they work to keep active; other reasons were that they enjoy working,
don't want to be bored at home, don't want to retire yet, and enjoy the
company at work. However, the fact that nine out of ten pensioners in the
survey are not in employment suggests that these motivations are not very
strong or that perhaps there are few opportunities for part-time work.
Sex and age are closely related to whether or not they are employed: the men
pensioners are far more likely to be working (and working full-time), than the
women pensioners; there is also a consistent decline in employment with
increasing age. The fall-off occurs for both men and women, though the
women begin the process earlier, paralleling their earlier age of retirement.
Thus, about a quarter of 61-65-year-old women, and a quarter of 66-70-yearold men continue to work but over these respective ages, both sexes show
sharp declines in employment rates. Mobility is a third factor related to
employment though its relationship with sex and age reported in Chapter V
must be borne in mind. In terms of ease or difficulty in getting about on foot,
it is the more mobile 'fit' pensioners who are more likely to work and, if
working, to be in full-time employment; only two pensioners with difficulty in
getting around go to work, both of them part-time. And the influence of
motorised mobility can be inferred from the fact that almost a third of the
licence holders go out to work, a far higher proportion than for other
pensioners.
1

2
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This compares with about 15 per cent of pensioners in Britain as a whole (Census 1971, Great
Britain, Economic Activity Part IV (10 per cent sample), HMSO, 1975).
Working less than 30 hours a week .

There are also fairly obvious relationships between employment and
household composition. Pensioners in pensioner couple households include
twice as many employed people as those in other households-and they
include a relatively high proportion of men, particularly younger ones. On the
other hand, only seven per cent of pensioners living alone, more of whom are
women and old, are employed, and there is only one employed pensioner
among the 30 living as dependents with married children.

Journeys to work
Though the size of the sample is small, it is worth noting that the employed
pensioners make on average four trips a week to work. The most common
method of travel is walking: 13 of the 29 who make regular trips go this way. A
further nine go by car (six driving themselves), five travel by bus, and the
others go by rail, cycle or other means. Those travelling by car include more
who work full- rather than part-time, with the reverse being true of those
travelling on foot. No work journeys are longer than the ones undertaken
before retirement: for just over half the pensioners, the journey is about the
same length, and for just under half it is shorter.
Door-to-door time for journeys is short, with half the walk trips taking less
than eight minutes; car trips are a little longer, but bus travel is longer than
both. Thus, jobs taken up, or carried on after retirement are characterised by
their local access, and if a change in location is made it is likely to reduce
travel.

Pensioners not in employment
Only 11 per cent of the 274 pensioners not in employment said that they would
like to work and, with two exceptions, all of them indicated a preference for
part-time work. The main reason for their wanting to work is financial,
though company at work was cited almost as often. The latter was
infrequently mentioned, however, by those who do work; it could be that they
do not realise fully the social benefit of going out to work or it could be that
people short of money work if they can, the financial benefit outweighing
other considerations. It is not surprising that, among non-workers, the low
income pensioners are most likely to want to work and to give money as the
main reason. Although men are keener to work than women, both groups give
money as a major reason; women, however, are equally concerned about
companionship, whereas men put keeping ' active as a secondary reason.
Younger rather than older pensioners are also more likely to want to work , for
various reasons; pensioners living on their own cited companionship as their
main reason for wanting to work, though both they and those living with a
spouse are concerned about money. Licence holders-mostly the younger
men-are over-represented both among those who would like to work and
among those who do work; at the other extreme, few pensioners with difficulty
getting around are employed, while they too include a slightly higher-than113

average number who want to work; it could be that their infirmities prevent
them from going out to work.

V oluntary work
In addition to the 33 pensioners in paid work, 30 pensioners are involved in
voluntary work; only two do both types. Over half the voluntary workers are
involved in charitable organisations, just under a third are connected with
churches, and over a third with other types of voluntary work-secretary of a
cricket club and so on. Equal proportions of men and women do voluntary
work and there is no obvious relationship with age. Perhaps surprisingly,
single pensioners are not more involved than others; highest involvement is
among those living with unmarried children, and lowest among those living
with married children. Voluntary work is more often reported by the most
mobile, that is, the licence holders in car-owning households, and least among
those with difficulty in getting around on foot. There is a further relationship
according to social group, with a decline in participation through the groups
from AB to DE pensioners.
The amount of travel connected with voluntary work is less than with paid
employment. About half the voluntary workers make less than one trip a week
for this purpose, another quarter make just one trip a week, and the others
make two or three. Walking and cars are the dominant methods of travel, each
reported by almost half the voluntary workers; bus travel is rare. Those who
walk are somewhat more active in terms of the number of trips they make.

Medical care
Health services are particularly essential for pensioners, who are more
dependent than the general population on medical attention from their doctors
or from specialist services at clinics and hospitals.

Table VII 5

Pensioners receiving medical attention according to age
group
pensioners in age group
60-70
71 -80 81 and over

Type of attention :
doctor has visited l
has visited doctor l
has been hospital patient 2
n (pensioners)
I

1
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in last four months .
in last twelve months .

%

%

%

13

23

30

43

40

22

27
136

33
126

18
45

Medical consultation and treatment
Nearly all the pensioners have a doctor, though one in ten never goes to the
surgery. The telephone is widely used for arranging appointments, for if a visit
from the doctor is required, three-quarters usually ring themselves or have
someone ring for them; if a visit to the doctor is planned, two-thirds usually
ring beforehand. In both cases these figures are substantially higher than
telephone ownership!.
The frequency of medical consultation by the pensioners is high relative to
the whole population. During the four months prior to the interviewing, half
the pensioners consulted their doctor on one or two occasions, and a quarter
did so more often.2 Those with restricted mobility and especially those with
some disorder affecting their joints or legs received the most attention. The
frequency of visits hardly varied by sex but not surprisingly older pensioners
are more likely to be seen by the doctor at home 3 rather than at the surgery.
Far fewer hospital visits are made than visits to or from the doctor, and
fewer of the fit reported going to a hospital or clinic either as an in-patient or
out-patient. Whereas a quarter of them had done so in the twelve months prior
to the survey, mainly as hospital out-patients on one or two occasions, a third
of those with restricted mobility had gone for treatment; 13 per cent of
them-more than twice the proportion of those who are fit-had been hospital
in-patients. One in five pensioners reporting heart disease had been an inpatient, and one in four reporting heart disease or some form of arthritis or
rheumatism had been an out-patient.
There is little variation in the pensioners reporting receiving medical
attention according to income or household composition, except for the more
frequent visits to the doctor by those on low incomes and by those either living
on their own or only with their spouse. Table VII.5 shows the proportion of
pensioners receiving medical treatment or advice according to age: below the
age of 80, visits to rather than from the doctor are more likely, whereas over
that age the reverse is true. Also in the case of the over 80s, fewer reported a
stay in hospital-though of course the survey excluded pensioners in hospitals
and nursing homes. Nevertheless, the evidence confirms that the restricted
mobility of the older pensioners does mean that doctors must visit them more
often.
In all social groups the most likely occurrence is a visit to the doctor in a
four-month period, the next most likely a hospital visit in a year, and the least
likely a visit by the doctor in a four-month period.

I

2

3

Forty-eight per cent of all the pensioners live in households with a telephone.
The average number of consultations is roughly comparable with those recorded for pensioners
in the GHS. (Office of Population Censuses and Surveys . The General Household Survey:
Introductory Report. HMSO 1973 . Table 8.32 . p.312).
Again these findings match those reported in the GHS . (ibid . Table 8.33 p .315).
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Travel to doctor and chemist
Over half the pensioners walk to their doctor, a quarter go by car and most of
the rest go by bus. Those in households without a car are twice as likely to walk
as those with a licence and a car in their household. Indeed, about two-thirds
of pensioners in households without a car walk to the doctor whereas twothirds with a licence and a car in their household go by car. About two-thirds
of those visiting doctors can travel there in five or ten minutes: car times are
somewhat shorter than walk times which in turn are shorter than bus times.
The relative inconvenience of the bus is reflected in the fact that nearly half of
those travelling by bus reported a journey of at least 15 minutes.
As already mentioned, fewer pensioners reported that the doctor had come
to visit them. Only nine per cent of the fit pensioners had had a visit, in
contrast to 42 per cent of those with restricted mobility. Not only are the
restricted more likely to have had the doctor come-they also have had a
greater number of visits in the same time period. Those with arthritis or
rheumatism reported the most visits from their doctorl. Clearly doctors prefer
to see patients in their surgeries whereby not only do they save travelling time,
but also have access to more equipment and perhaps nursing help.
Visits to and from the doctor usually result in having a prescription made up
at a chemist. The great majority of the pensioners collect their own
prescriptions. Three in five walk (including a quarter of those with a licence
and a car in the household) and one in five go by car; the rest go by bus or
other means. Those who go by car and those who walk have the shortest travel
times, with half making the trip in about five minutes. On the other hand, as
with the time to reach their doctor, nearly half of those going by bus take 15
minutes or more.

Leisure and social activity
The pensioner's leisure and social activity was the subject of more detailed
questions than that of the young women. It was thought that this aspect of
their lives would be of greater importance, for with so few of them in
employment and with less pressing family commitments, their interests would
naturally focus on it. Moreover, its relevance to social policy is considerable,
as the ability to keep in touch with people has the important function of
helping pensioners to retain both their independence and their ties within the
community. Nevertheless, while greater time is available to pensioners, most
of them are limited in their choice of activity due to income, mobility and
health constraints.
The pensioners were asked about all their principal spheres of leisure interest
and social visiting, including involvement in clubs and societies, visits to
leisure facilities, outdoor activities such as walks and drives, home hobbies,
I

In Britain, doctors are more frequently consulted about these conditions than any other. (Old
Age, Office of Health Economics, March 1968)
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and visits to and from relatives and friends. The use of the telephone was also
examined as other researchers have shown its value as a line of communication
to emergency services, family and friends!.

Leisure activity
Local authorities and voluntary agencies have established many clubs and
centres catering specifically for the needs and interests of pensioners- 'Over
60s', 'Senior Citizen' and 'Darby and loan' clubs, in addition to lunch clubs,
day centres and community centres. As well as these, the normal sports,
leisure, political, and cultural organisations are open for their participation.
However, only 38 per cent of the pensioners belong to clubs or societies 2 •
Over half of them attend just one club or society and a further quarter
attend two; two-thirds (that is a quarter of all pensioners) go to their club or
clubs at least once a week, as Table VII.6 indicates. The table also shows the
use of other leisure facilities: half of all the pensioners go to one or more of
them, again usually at least once a week.
Table VII 6

Pensioners ' use of clubs and leisure facilities

Club or society
Library
Church
Cinema etc 1
Parks etc 2
Pub

n
I

1

pensioner
ever visits

at least
once a week

%
38

26

30

28
23
21
11

%
16
15
10

7
6

= 293 to 305
time-bound leisure / entertainment, including cinema, bingo, dances, theatre.
public open space, including parks, public gardens, cemeteries.

Men are somewhat more active than women in using clubs and leisure
facilities, although there are large differences in the type of activity: 28 per
cent of the men but only four per cent of the women go to pubs; attendance at
church is 30 per cent for women and 20 per cent for men. Pensioners who live
alone tend to report more than average participation in clubs and societies-as
do pensioner couples-but less in other leisure facilities. Those living with
their families 3 report less of both types of activity and, as with the young

1

3

Peter Gregory and Michael Young. Lifeline Telephone Service for the Elderly. A National
Innovations Centre Booklet. London, 1972.
Almost two-thirds of the organisations do not cater exclusively for their age group .
In this section, pensioners 'living with families' include those living with single or married
children and possibly grandchildren.
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women, both are somewhat more common among pensioners in the AB social
group.
Age and physical fitness have an effect on pensioners' leisure activity, some
of which can be related to the existence of clubs aiming to serve older and
physically handicapped people. Those over the age of 75 are more likely to
attend clubs, though their use of all other leisure facilities is less than that of
younger pensioners. Likewise pensioners whose mobility is restricted make far
less use of leisure facilities. However, if the restriction is not severe, they do
report as much membership and attendance at clubs and societies as the fit
pensioners. For pensioners who are severely restricted, the attractions of clubs
and the efforts of their organisers are not sufficient to counter the problems of
mobility-few of them go to a club, society or other leisure facility.
Table VII. 7 shows that over half the pensioners going to clubs or leisure
facilities get there on foot. However, the proportion reporting car travel is
high relative to the number of all pensioners with access to a car, indicating
that those with cars participate more in leisure activities. Car use is particularly
high for visits to cinemas and so on, as these types of facilities usually entail
longer journeys, probably to town centres. It can be seen that, in spite of the
wide availability of bus concessions, relatively few pensioners use buses for
these purposes, although their use is substantially higher than that reported by
the young women.
Table VII 7

Pensioners' method of travel of clubs and leisure facilities

p ensioner visits :

method of travel
car
walk
bus

club or societyl
library
church
cinema etc 2
park etc 3
pub

%
%
%
%
%
%

All facilities and clubs

%

I

1

J

•

51
51
61
28
52
55
47

19
19
5
23
21
10
16

n
(pensioners)

42
30
34

49
27
35
37

116
93
82
65
60

31
519 4

this percentage exceeds 100 as some pensioners visit more than one club or society.
paid leisure / entertainment: includes cinemas, bingo, dances, theatres .
public open spaces: includes parks, public gardens, cemeteries.
519 activities, including 188 clubs or societies.

As with so many of the activities of both the young women and the
pensioners, walking more than motorised travel is related to frequent
attendance: both the clubs and other leisure facilities visited at least once a
week are twice as likely to be reached on foot as by car, car use being more
associated with the less frequently attended clubs.
The last group of leisure activities outside the home about which the
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pensioners were questioned covers those journeys made primarily for the
pleasure and enjoyment of the trip itself, namely walks and drives in the car,
and for those less active, sitting outside either at home or in parks, gardens,
and on public benches in the streetl.
Thirty-three per cent of the pensioners reported going for walks and nine per
cent on car drives at least once a week; on the other hand, 44 per cent never go
for walks and 51 per cent never go on car drives. Not surprisingly, there is a
marked decline in going out for walks among those reporting difficulty in
getting about on foot. Younger pensioners reported more frequent walks and
drives than older ones. Men pensioners are more frequent walkers than
women, but there is little variation by sex in the frequency of going for car
drives. The variations for both walks and drives in social groups and
household composition are less pronounced, though those in the DE social
group go on the fewest walks or drives, while the ABs make the most walks.
As anticipated, more activities were reported for the summer: 33 per cent of
the pensioners go for walks at least once a week in spring (around the time of
the interview) in contrast to 45 per cent in the summer; and 9 per cent go for
car drives in spring in contrast to 20 per cent in the summer.

Home hobbies
The most common leisure-time actIvIty at home is undoubtedly watching
television-92 per cent have one. Other hobbies range from reading and
listening to the radio, to knitting and woodwork. The 307 pensioners reported
904 activities-only one pensioner reported none-but the number of different
activities varied. Reading, listening to the radio and records, and sewing and
knitting are the most common activities among women, with over two-thirds
reporting that they do these things. The men seem to be more active as
gardeners, and they read less than the women; listening to the radio and
records are equally popular with both sexes. Fewer activities are reported by
those living alone, those living with their families, and those over the age of 75,
and markedly so by those in the C2 and the DE social groups.
Twenty-nine per cent of the pensioners keep a pet, of which nearly half are
dogs. However, the notion that pensioners keep pets to provide
companionship does not seem to be borne out. Only 11 per cent of pensioners
living on their own have one, while 43 per cent of those living with their
families do so; and there was little variation by social status or sex. Increased
age does, however, make keeping pets less likely.

Social activity
The pensioners' social actIvity was recorded separately from their leisure
activity, and visits to pensioners were recorded as well as visits by them to see
1

As the interviewing for the survey was conducted in March and April, questions were asked
about the summer as well as for that time of year.
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how much their social contact is maintained by visitors. The total of these
social visits is set out in Table VII.8 showing that just over a quarter of them
do not receive any visits in an average week and that half of them make none;
taken together just under a quarter of them neither receive nor make social
visits on a weekly basis. Nevertheless, the survey findings show that most
pensioners are in fairly frequent contact with relatives-mainly children and
their families-and that many are in contact with friends and neighbours.
Table VII 8

Frequency of social visits to and by pensioners, in an
average week

Social visits:

TO pensioners %
BY pensioners %
TOand BY %

less than
one

one to
two

three to
five

six and
over

n

27

22

50

27
22

20
11
20

32
12
36

303
305
303

3

It can be noted that the number of trips in an average week is higher for
visits to pensioners than for visits by them, and that more are visited than go
visiting. This is true of pensioners in each of the age and household
composition categories, of men and women, and of the different social
groups. In view of its relationship with mobility and household composition,
age and sex are the most important factors affecting the balance between the
two types of social contact as older pensioners, usually women, are generally
less able to reciprocate visits. Household composition is related to visits both
to and by pensioners: among those living with other people, the household
must supply much of their needed activity and social contact, (and presumably
reduce the number of potential visitors) for they are about half as active as
single pensioners. This too explains why those least likely to receive visits, in
turn make fewest. Pensioners in non-ear-owning households, too, reported
more visits, both to them and by them; two-thirds of them reported at leas t
three a week in contrast to two-fifths of those in car-owning households.
Social status appears to make little difference to the pensioners making visits
though its influence is marked in the number receiving visits, with twice as
many DE as AB pensioners receiving one or more visits per week, mainly from
relatives.

Visits TO pensioners
The fact that many pensioners are restricted in movement makes it important
to examine the visits they receive from other people: these visits can be viewed
as a method of trip substitution, providing the pensioner with social contact
without having to travel.
The inter-relationship between visits from relatives 1 and friends is set out in
I

'Relatives' refers to a household, rather than an individual, eg a pensioner's son, daughter-in law, and their children visiting the pensioner is counted as one 'relative'.
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Table VII.9 which for the sake of simplicity shows visiting as a dichotomy. It
can be seen that relatives are more likely visitors than friends, and that most
pensioners have this type of social contact at least once a fortnight. However,
one in five have no friends or relatives visiting them as often, r'lrtly because
they have no relatives or are never visited by them.
Table VII 9

Visits to pensioner from friends compared with visits from
relatives

% receiving visits
Fortnightly visits from relatives

fortnightly visits from friends
none at least one

20
25
45

None
At least one

All
n = 303 pensioners

all

17
38

37
63

55

100

Table VII.10 shows the travel methods used by relatives who visited the
pensioners at least once a fortnight. It can be seen that the bus is used least,
and that more pensioners receive visits by car than by bus or on foot
combined. The travel method used by relatives is strongly related to how often
they visit the pensioners. Frequent visitors are more likely to come on foot
than by car with the result that while more visitors come by car, more visits
are made on foot.
Table VII 10 Relatives' method of travel on visits to pensioners
on foot

42

%

walk

52

%
1

relatives visit at least once a fortnight
by bus

16
method of travel on all these visits
bus

5

n
by car

68

188 1

car

43

7172

percentages add to more than 100 as pensioners may receive visits from more than one
relative.
total trips made to pensioners, (excluding those made from relatives who visit less often than
once a fortnight).

Visits BY pensioners
Fifty-eight per cent of the pensioners visit friends or relatives at least once a
fortnight, typically making one or two visits; 11 per cent less frequent visits,
while 32 per cent do not visit any.
One imagines that pensioners with restricted mobiity would have more need
to engage in social and leisure activities, as they have fewer opportunities for
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social contact through working or shopping. However, the social patterns of
this third of the sample of pensioners are also affected by their restricted
mobility. A distinct relationship exists between restrictions on mobility and
levels of social visiting; Table VII .11 shows that compared with the fit
pensioners, fewer of the ones with restricted mobility visit friends or
relatives-nearly half of them visit neither. Clearly, if problems of loneliness
exist they would be intensified in these circumstances, unless more visits are
made to the pensioners. Such indeed is the case for these pensioners have more
visitors, including not only relatives coming at more regular intervals, but also
more home-helps and voluntary workers (though these represent only a small
proportion of the visits).
Table VII 11 Pensioners' visits to friends and relatives according to
ability in walking
Ability in walking

Restricted %
Not restricted %

visits at least fortnightly visits less often does not
friends relatives
friends relatives
visit

29

22

4

8

35

38

5

10

43
28

n

96

206

Note: percentages add to more than 100 as pensioners may visit both friends and relatives.

Closer analysis shows a steady drop in social visiting according to the
severity of the restriction: whereas three-quarters of those with no or only
slight difficulty in getting around make visits at least once a fortnight, only a
third of the severely restricted make any social visits. The low reporting by
these pensioners suggests that these discretionary visits are only made if the
journey presents few problems in travel, and that when this is not the case,
they are confined to their homes.
Table VII.12 shows the methods of travel used by the 58 per cent of
pensioners who visit either friends or relatives at least once a fortnight: it can
be seen that the proportions going visiting on foot and by car is almost the
reverse of the relatives' use of these methods. While about one-third of the
relatives visit pensioners on foot, about two-thirds of the pensioners go on
foot to visit their friends or relatives-and the proportion is even higher for
those who have difficulty in getting around on foot. The car is used by about
half as many: moreover, as on trips to leisure activities, walk trips are made at
a greater frequency than those made by the other two travel methods; the
people they visit on foot are far more likely to be visited at least twice a week
than those visited by bus and car. Although bus use is reported by similar
proportions of people visiting pensioners and pensioners visiting them-about
one in ten of both groups-the bus is used more frequently by pensioners,
being the method used to get to a fifth of the households they visit. The table
shows that motorised travel features less significantly when all the pensioners'
trips are considered.
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Table VII 12 Pensioners ' method of t ravel on visits to friends and
relatives
visits friends or relatives at least once a fortnight

%

on foot

by bus

by car

69

19

36

n

179 1

method of travel on all these visits

%
2

walk

bus

car

69

11

20

532 2

percentages total to more than 100 as some pensioners visit more than one household .
total trips made by pensioners (excluding those made to households they visit less often than
once a fortnight).

Of course, the use of di ffe rent travel methods varies with the availability of
a car. For instance , pensioners with a licence and in a car-owning household
are three times as likely as the other pensioners to make visits by car and
roughly twice as likely not to go on foot. By contrast, nearly half the
pensioners with no car in their households-the majority of pensioners-walk
to visit people and few use a car; more of them make '/isits by bus than by car.
About half the people visited are within ten minutes, and well over a quarter
within five minutes of the pensioners. As with the times of shopping journeys,
the times by each travel method are varied. Table VII.13 shows that two-thirds
of the people visited on foot live nearby, in contrast to few of those visited by
car, and hardly any of those visited by bus. Indeed,short journeys are made on
foot , lengthy ones by bus, with the car used for a wide range of journey times .
Table VII 13 Visits to friends and relatives according to travel time and
method
travel time in minutes

Travel method:

Walk
Bus
Car
All methods

under eight

35
1
5
41

eightto
twentytwo

21
5
14
40

twentythree
and over

all
times

2

58

8

14
29
100

10
19

n = 290 f riends and relatives visited by pensioners .

Friends and relatives who live further away are visited less frequently than
those close by: 45 per cent of those who can be reached in less than eight
minutes are visited twice a week or more, compared with seven per cent of
those who live over 23 minutes away. Indeed, the relationship between
123

distance and frequency is very strong: 70 per cent of those furthest away are
visited once a fortnight or less often, compared with only 15 per cent of those
who are closest.

Telephone
The telephone can provide pensioners with another means of keeping in touch
with people outside their homes, which is particularly important for those
whose friends and relatives are too distant to be visited, or for those too infirm
to make visits. Its importance is suggested by the fact that, of the 48 per cent
with a telephone, three-quarters use it to ring up family or friends to
chat-half of them at least three times a week. Telephone ownership is,
however, strongly tied to social status-98 per cent of the AB pensioners'
households have one in marked contrast to only 25 per cent of the DEs, for
whom keeping in touch by telephone is therefore far less possible. Of course,
public telephones are available, but for the pensioners dependent on them their
use entails an average round trip of ten minutes.

The housebound pensioners
In addition to the 307 pensioners analysed so far, the survey revealed nine
pensioners who are housebound and to whom therefore much of the
questionnaire was irrelevant, inappropriate or, at the least, embarrassing for
an interviewer to administer. Such situations had been foreseen and before
going out into the field, each interviewer was provided with special
questionnaires for housebound or bedridden people designed to reveal their
mobility in the home, how their medical needs are met, how their shopping is
done, and the extent of their social contacts. Their response is presented here
as a case study.
All but one of the housebound pensioners are women, and only one lives
alone-she gets around in a wheelchair. Their average age is 77. Three of them
live in car-owning households and five have telephones.
The respondents are evenly divided between those who have suffered from
some form of severe arthritis and those who have had strokes or heart attacks;
one mentioned blindness as a secondary affliction. These medical conditions
affect their mobility in a variety of ways, not only making them housebound
but also considerably restricting their ability to exert themselves at any time
and, in the case of three of them, even to stand. Five of the nine respondents
have seen their doctor in the previous four months-on average four
times-and three have had to go to hospital; one as an out-patient, one as an
in-patient and one as both.
Social interaction other than with their families at home varies. Six of the
nine housebound respondents reported several weekly visits by relatives or
friends, and these include three who have visits from both. On the other hand,
four have no regular visits from friends, and two have none from relatives.
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The two who have no visits more often than fortnightly are the ones living in
the two largest households. The only outings in the past year mentioned by any
of them were occasional car drives (for five of them) and visits to the doctor or
hospital (for four of them). Apart from watching television the home.activities
most frequently cited are reading and listening to the radio or records; knitting
and sewing were mentioned by three respondents. Only one has a pet.
The telephone does not appear to provide an alternative source of social
contact since only one reported often using it to talk to family or friends.
It is difficult to summarise the travel patterns of pensioners, for they
constitute a population with wide-ranging personal characteristics, interests
and life-styles: it can, however, be stated that they generally have low levels of
mobility, even in the affluent OMA. This results from restrictions on income
and therefore car ownership, and also on physical ability. Indeed, analysis of
pensioners' travel is particularly significant in view of the varied disabilities
associated with ageing, making movement of any kind more difficult and timeconsuming. For some pensioners, especially the more severely restricted, there
are compensations arising from living with other people, or from receiving
help or visits from outside the home, typically from their more mobile
children. In practice, however, most pensioners make a high proportion of
their trips on foot. In this they are comparable to the young women, although
the pensioners, being far less likely to have access to a household car, reported
more use of buses and fewer trips in total than the young women.
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VIII The influence of area
This chapter examines the geographical and social characteristics of the 38
polling districts in which interviews were conducted 1 relating them to the travel
patterns of the young women and the pensioners. It also assesses the influence
of accessibility on these patterns, particularly at the local level. The findings
reported in the chapter indicate a strong relationship between planning
practice, personal mobility, and the day-to-day travel of respondents.
One of the basic geographical characteristics is the population size of the
area in which respondents live. As in the examination of shopping patterns,
the analysis in this chapter divides urban areas into 'large towns' and 'smal~
towns'; rural areas form the separate category of 'villages'2. A second
geographical characteristic which is relevant to the analysis is the proximity of
a town centre 3 • About a fifth of the respondents live in a polling district
relatively close to a town centre (within 20 minutes' walk) and just under twofifths in a rural or suburban polling district far from one (beyond 20 minutes'
walk); the remainder live in polling districts whose distance from a town
centre is difficult to determine, usually because the district is large and thus
includes people living both near and far from a centre. These types of district
are most often found in small towns, and are referred to in this chapter as
being 'varied distance from town centre'.
The third, and major geographical characteristic used in this analysis is
housing density which has a relationship with the distances to or between
facilities, for facilities often depend on a catchment of a specific size of
population. The polling districts have been categorised as of high, medium, or
low residential density, or as scattered development where residential density
in the rural areas is not measurable 4 • Diagram VIII.! shows that in urban areas
See Appendix V.
There were no large cities or metropolitan areas covered by the surveys; all local authorities
had populations under 200,000 (prior to 1974).
Distance from town centre was determined from information given in the postal survey
reported in Chapter IV.
For simplicity, these areas will be termed 'scattered': not all the rural areas fall within this
category, as some are included in the low and medium density categories. See Appendix VII
for the method of calculating density.
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there is a distinct difference between the high density of polling districts in
large towns and the low density of districts in small towns. However, there is
considerable overlap of densities between the large and small towns , and
between the small towns and villages.
The diagram also shows that the surburban polling districts fall mainly
within the categories of high or medium density, contrasting with the image of
low density suburbia; it is the polling districts at varied distance from a town
Diagram VIII 1: Polling district density according to area size and distance from
town centre:
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centre which are dominated by low densities, reflecting their large and
dispersed nature. These districts tend to be in small towns, whereas suburban
districts are generally in large towns.
There is a fourth characteristic which is used in analysis throughout thi s
chapter. It is accessibility; a more complex measure than the three already
described. Unlike them it cannot easily be formed into a simple, single index
and is dealt with in detail later. The inter-relationships of these four
characteristics are very marked as indicated in the ensuing analyses of the
accessibility of respondents and their patterns of travel.

Physical framework of survey areas
This examination of the survey areas 1 relates the three broader characteristics
(area size, distance from town centre, and density) to the areas' local
characteristics. These have two main elements. First, the 'textures' of the
housing areas where the respondents live (described by the density, style, and
age of housing) and secondly, the 'forms' of the survey areas (resulting from
the layout and relative locations of houses and facilities). The form can be
described using measures of accessibility: local access to facilities on foot,
access to public transport, and also the level of service provided by it. As
Chapter V has shown, the level of service is important in influencing bus use
Henceforth in the chapter, the polling districts are referred to as areas.

127

because accessibility is determined not only by distance but also by the relative
ease of difficulty of covering any distance 1 •

Housing
Housing age and style are closely linked to the three area characteristics, with
far more flats, maisonnettes, and terrace houses in large towns and areas close
to town centres, while villages and areas at varied distances from town centres
include more of the space-consuming detached houses. Density is even more
firmly tied to housing style, as might be expected. Over half the young women
and pensioners in the high density areas live in terrace houses compared with
only a quarter in lower density areas; and well over a third of those in scattered
and low density areas are in detached houses in contrast to under a tenth living
at higher densities.
Post-war population increases in the South East have resulted in extensive
house building, particularly in the large towns 2 • Near town centres, the
housing is older-almost half the respondents in these areas live in pre-1914
houses , whereas up to three-quarters of respondents in areas either far or at
varied distances from town centres are in houses built since the Second World
War. Much of the most recent housing (post-1960) is in the low density areas,
although there is in general a mixed pattern of density with all ages of housing.

Local access
Housing density provides a measurement of the relationship of dwellings to
each other but not to other facilities. Both groups of respondents in the survey
were asked questions about facilities they go to in their daily lives, including
whether the facilities are local-within a short walk (ten minutes) from home.
The young women's questionnaire provides information on whether they
have local access to 14 different facilities. In addition to examining which are
likely to be provided locally, it is possible to summarise, for nine of them
which were listed together on the questionnaire, how many are available
locally. The nine chosen cover a range of places excluding those visited most
often (shops and schools merit individual attention), but including those which
many of the respondents could be expected to use fairly often: post office,
chemist, library, park, playground, bank, launderette, hairdresser, and clinic .
The questionnaire also provides information on access to primary schools and
pre-school facilities, the bus service, and public telephones. The postal survey

Some of the physical features were reported by both groups of respondents and the data can
thus be combined: where this procedure is followed, any major variation between the young
women and the pensioners is noted . Other features were reported by only one of the groups,
either because the characteristic is relevant for only one group (eg primary schools) or
because of the need to reduce the questionnaire's length whenever possible .
The large towns in the survey include several New Towns .
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provided additional information, indicating which of the 38 polling districts
have generally high and which have low access to shopsl.
Local access to each of the 15 facilities is shown in Table VIlLI. The first
impression is that most facilities are available to the majority of the young
women. However, those living in large towns are much better otf: they have
the best access to ten out of the 15 facilities, and above average access to 13 of
them. Access in large towns is only appreciably below average with respect to
mobile shops (though of course these shops are little needed as most large
towns have highest access to permanent shops). The difference between small
towns and villages is complex: villages are better off for about half the
facilities, and small towns for the other half. Villages are better provided with
many facilities, though not with schools and shops which are perhaps the most
important ones, and are less well provided with 'lines of communication' -bus
stops, public telephones, and mobile shops.
Table VIII 1 Local access to 15 facilities, according to area size: young
women
Facility within ten-minute walk :

Primary school
Pre-school facility
Post office
Hairdresser
Playground
Chemist
Park
Launderette
Clinic
Library
Bank
High access to shopsl
Mobile shop available
Bus stop in five mins.
Phone box in five mins 2
n young women
I

I

large
town

small
town

village

all
areas

%
80

%

%

%

85
81
78
81
78
62
71
65
55

78
82
70
52
43

75
66
76
65
62

51
45
35

54
40
44

49

22

64

46

21
26
30

41
35
47

54
83

61
47
18
39
66

91
125

99

44

34
83

38
85
96
135

64

77
75
66

61
56
53

44

79
87
357

Access to shops in each polling district was measured in the postal survey on the basis of a
five-minute walk . 'High' access describes districts in which at least 70 per cent of postal
respondents have shops within five minutes; 'Iow' access describes areas where under 40 per
cent have shops within five minutes. For example, 83 per cent high access in large towns
means that 83 per cent of women in large towns live in polling districts having high access to
shops.
For respondents without telephones in their households.

This information was transferred onto the records of each respondent from the interview
surveys.
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Table VIII.2 shows a general pattern of increase in local access as density
increases. Accessibility in high density areas, with their concentrations of
terrace housing, is better than that in medium density areas. In turn these have
better local access than low density areas where the more spacious style of
housing described earlier results in their having relatively few local facilities.
Finally, and almost by definition, local accessibility is at its lowest in the
scattered rural areas. Best access is provided in the high density areas for 11 of
the 15 facilites-including schools, parks and playgrounds, and also shops,
post offices and chemists. The medium density areas have best access to two of
the facilities, but next best access to most others. Banks, which have the lowest
overall access are most available in low density areas, and these areas also have
best access to mobile shops. Finally, scattered areas have the best access only
to clinics, though these are not necessarily permanent ones.
Table VIII 2 Local access to 15 facilities according to density; young
women
density of polling districts
Facility within ten-minute walk:

Primary school
Pre-school facility
Post office
Hairdresser
Playground
Chemist
Park
Launderette
Clinic
Library
Bank
'High' access to shopsl
Mobile shop available
Bus stop in five mins.

high

medium

low

rural
scatter

all

%

%

%

%

%

88

78

78
80
82
77
76
72
71
56
47
36

89
80
68

85
75
65
62
50
59
51

62
59
76
52
47
31
16
19

80
77
75

64
43

46

I

1

54
43
40

44

33

36
39

80

37
61

41

40

22
59

88

81

78

114

109

93

Phone box in five mins 2
n young women

69
52
62

76

66

61
56
53

49
41
35
47

21
19
28
66

79

58

87
357

55

44

see note for Table VIII 1.
for respondents without telephones in their households.

A closer look at the prOVlSIOn of places most visited by the young
women-shops, schools and pre-school facilities-shows that these are three
of the most accessible facilities in all areas, with highest overall accessibility
claimed by primary schools for the '~en-minute' facilities and by shops for the
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'five-minute' facilities. Access to shops is by far the best in large towns, but the
low density areas are much better off than the scattered rural areas.
A summary of 'ten-minute' access to the remaining nine facilities (excluding
bus stops and public telephones) was accumulated on the questionnaire. The
median number of these facilities available locally in each areas is iust under
six (out of nine possible) for large towns, just over three for small towns and
just under five for villages. This again puts the large towns in first place and
emphasises the better position of villages compared with small towns. Density
likewise is related to this measure-the median for low density and scattered
rural areas is under four facilities, for medium density areas it is about five and
for high density areas it is seven-although, as Table VIII.3 shows, the
medium density ones include more respondents likely to have all the facilities
within ten minutes. The table accumulates the numbers of people with
certain minimum numbers of facilities available. This shows, for example, that
over half of those in high density areas have at least seven facilities available
compared with a third, a quarter and a fifth of those in area~ of progressively
lower densities.
Table VIII 3 Number of facilities available locally according to area size
and density: young women
Number of facilities within a ten
minute walk:

All nine
A t least seven
At least four
At least one
None of them
n (young women)

large
town

area size
small
town village

density of polling district
rural
high medium
low scatter

%

%

%

%

%

%

%

21

6
15
47
87
13
125

18
41
67
91
9
99

16
51
82
99
1
76

22

13
28

3
17
52
86
14

46

79
98
2
133

35
66
92
8
114

58

91
9
109

58

Variations in accessibility are also related to whether the young women live
near or far from a town centre, but it should be remembered that 'near' in this
context refers to a 2V-minute walk from a town centre while 'local' implies a
five- or ten-minute walk: so the facilities of the centre are not necessarily local
to people living near the centre. However, these people generally do have a
higher level of access to most of the facilities, particularly post offices,
chemists, banks, launderettes, schools and pre-school facilities; this reflects
these areas' generally higher densities, their housing style, and their
development before the era when car travel began to influence planning form.
When the information is summarised, it shows that areas near town centres
have on average seven facilities, out of a possible nine, within a ten-minute
walk. The more recently built suburban areas have better access than areas
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near a centre to only five of them-including the 'lines of communication' ,
and shops and playgrounds. The polling districts at varied distances from a
town centre, which contain a high proportion of the most recent housing
areas, have best access to none of the 15 and worst access to six.
The pensioners' questionnaire, though designed differently, also provides
some indication of how local access varies·, for it provides data on their access
to shops, mobile shops, libraries (with mobile libraries distinguished
separately), parks, bus stops, post offict~s, chemists, telephones, and the
friends they visit fairly often.
Pensioners' local access in the different areas confirms the information
given by the young women. Pensioners in large towns have better access to five
of the ten facilities examined-shops, libraries, parks, bus stops and
telephones; those in small towns are closer to three-mobile shops, post offices
and chemists; and those in villages are closer to friends and are more likely to
have a mobile library. Thus the large towns again appear to have the most
local facilities. Pensioners in small towns, however, do have better access than
the young women, and it could be that in the large polling districts which are
Table VIII 4 Local access according to density: pensioners
density of polling district
Facility within ten-minute walk:
high

Post office
Chemist
Park
Library
'High' access to shops·
Mobile shop available
Bus stop within five mins.

medium

low

%

%

%

77

69
59

67
61
33

83

53
53

44

55
53
23
41

89

26
73

rural
scatter

%
68

55
16
52
18
25
29

43

26
38
47

90

all

%

70
63
38

50
47
29
21
89

Phone box within five mins 2
~ost of friends visited live within
five min. walk

58

58

51

77

58

No. of pensioners in each
type of area 3

57

97

109

44

307

J

I

88

See note for Table VIII 1.
For respondents without telephones in their households.
Sample sizes vary for different facilities.

The pensioners' response to questions about whether a facility is within walking distance must
be treated with some caution because of their varying physical ability and walking speeds: a
ten-minute walk would be likely to cover a wider range of distances for pensioners than for
younger people. In addition, all the information on local access was not asked of all
pensioners .
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often found there, the pensioners live closer to the town centre; certainly the
pensioners generally live in older housing, especially in the small towns, and
this is likely to be nearer the centre.
Pensioners living in areas near the centre have the best access to post offices,
chemists, libraries and parks. Those in suburban areas have better provision of
bus stops and mobile shops, while those in the far rural areas reported having
mobile libraries and most of their friends living nearby. As with the young
women, therefore, pensioners who live near a town centre have better access to
permanent facilities, though those further away have better access to lines of
communication and mobile facilities. The pensioners in high density areas, in
common with the young women, have good local access to most facilities, as
Table VIII.4 shows. These areas have best access to six of the nine facilities;
medium density areas have best access to libraries and telephones, and low
density areas to mobile shops. Pensioners in scattered areas appear most likely
to have friends nearby, though it must be noted that the sample size is small.

Bus service
The 58 per cent of young women and 80 per cent of pensioners who cannot
drive a car must rely either on a car driver or on public transport if they need to
go somewhere beyond walking distance. The above discussion of local access
has indicated that people who live in the large towns are less likely to need
buses as there are more facilities near home; but these people also have both
better access to a bus service and better levels of service than those in other
areas. Table VIII.5 shows the advantage of large towns in three respects:
people living there are more likely to be closer to bus stops, which in turn are
more likely to be on a route to the town centre; they are likely to have a more
frequent bus service, which in turn is more likely to run late in the evening; and
if they are pensioners they are likely to have more chance of obtaining fares
concessions and also to know about the concessions. In addition, services are
far more reliable in large towns than in small ones, and almost as reliable as
the far more infrequent buses which serve villages.
The various characteristics of the bus service do not all differ by area in the
same way: small towns are similar to large towns for access to bus stops, but
more like villages in terms of bus frequency, with hardly any of the young
women reporting a frequency of five or ten minutes; this is in contrast to a
quarter of those in large towns reporting this frequency. On the other hand,
reliability aligns together large towns and villages, in each of which about
three-quarters of the respondents report a reliable service in contrast to nearer
a half of those in small towns. However, in large towns, reliability is combined
with a frequent service, while in villages it is likely to be tied to a half-hourly or
even hourly bus service. The small towns, on the other hand, are good for
neither characteristic; they have fairly unreliable services running fairly
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Table VIII 5 Bus service characteristics according to area size
large

small

town

town

village

all
areas

%

%

%

%

85
11
4
99
95

83
8
9
89
88

66
20
14
82
89

79
13
8
91
91

25
54
20
1
74

3
39
56
3
57

4
18
64
14
77

12
39
44
5
70

62
31
6
99

45
37
18
93

35
39
26
79

48
36
16
92

79
14
7

67
12
21

55
27
18

68
16
16

Young women
Walk to bus stop in mins:
under five
five to nine
ten and over
Route goes to town centre
Service after 9 pm
Service frequency in mins:
five or ten
fifteen or twenty
thirty or sixty
less frequent
Fairly reliable service

Pensioners
Walk to bus stop in mins:
under five
five to nine
ten and over
Route goes to down centre
Concessionary fares:
yes
no
don't know

infrequently. The table also indicates that there is less likelihood of
concessionary fares being available to pensioners as area size decreases. 1
The bus service varies at different distances from town centres. People near
a centre have the best bus services, certainly in terms of frequency-a third
have a five- or ten- minute service, compared with under ten per cent
elsewhere-and reliability; hours of operation are also better than elsewhere.
The urban areas far from a centre have the best provision of bus stops,
especially in relation to pensioners' homes. The areas at varied distances from
town centres do not have very good services on any account, but it is the far
The 'don't know' figure is included in this part of the table as it is symptomatic of how well
concessions are publicised. Though the 'don't know' figure is also affected by car ownership
(for car owners have less incentive to find out), the difference in the levels of car ownership is
unlikely to account for the three-fold difference in don't knows between the large and medium
towns. When the don't knows are excluded, both sizes of urban area have concessions
available to 85 per cent of the remaining pensioners, but in the rural areas the proportion is
only 67 per cent.
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rural areas which rank lowest for most characteristics, though having services
with above average reliability. 1
In terms of housing density, too, districts with poor local access on foot are
not compensated by having better quality bus services. Indeed, the availability
of buses is better in the higher density areas, which tend also to huve more
facilities accessible on foot. Thus, as density increases, the proportion of
young women near a bus stop increases from 66 to 88 per cent, and of
pensioners from 29 to 73 per cent. (The bigger difference for pensioners could
be due partly to slower walking particularly by those living in scattered rural
areas, where more of them reported difficulty in getting around. It could also
reflect different housing locations of pensioners and young women within
polling districts-especially the larger lower density ones.) Furthermore, the
chance of the bus route going to the town centre increases with density, and so
does the possibility of being able to get a bus after 9 pm. The pattern is not
quite as straightforward as far as buses' frequency and reliability are
concerned, although the medium and high density areas are usually superior to
the scattered and low density areas.
In all, three-quarters of those living at high or medium densities have either
a frequent or very frequent bus service,2 compared with less than a third of
those in low density areas and a tenth of those in scattered areas-a quarter of
the young women in these scattered areas have a service where the interval is
longer than an hour. The saving grace of the infrequent services in these areas,
however, is their marginally better reliability.

Social and mobility characteristics of survey areas
Social character
There are very different social and economic bases in the large towns
compared to the medium towns and villages: two-thirds of the young women
in large towns are in social groups dominated by working-class occupations
(C2s and DEs) compared with one-third in the small towns and villages.
Similarly, the much greater number of AB households (professional and
managerial) in small towns corresponds to these areas' relative deficiency of an
industrial work force and their being white collar commuting areas. And the
high proportion of ABs in the villages reflects a preference for living in the
country which, when combined with higher mobility, permits the
breadwinners to reach larger settlements for employment. The pensioners'
social groups are similarly spread, although far more are in social group DE,
particularly in areas near to town centres. Social group is also related to
housing density: firstly, there are high proportions of AB households in low
I

1

The data on concessionary fares have not been reported here, as they are not really relevant in
this context; concessions, when available, apply to a whole authority and not just a part.
Very frequent = 5 or 10 minute service
Frequent
= 15 or 20 minute service
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density and scattered rural areas; secondly, there is a generally wide spread of
Cl and C2 households; and thirdly, there is a high proportion of DE
households in high density areas. DE pensioner-households are also
concentrated in the scattered areas, probably because these areas contain a
high proportion of women pensioners who are more likely to be classified as
DE.
The incomes of the young women's and pensioners' households, though
fundamentally different 1 , have similar distributions through the various types
of areas. The small towns and villages include the largest proportions of highincome households within both groups, and the large towns the largest
proportions of low-income ones; though the wealthiest young women are in
rural areas far from town centres, and the wealthiest pensioners in small
towns. Both groups show a shift towards higher household incomes as density
decreases, though in the scattered areas-again owing to the relatively high
proportion of women pensioner households-there is a drop in income.
A third social variable is housing tenure. Indices of all types of household
compiled from the postal survey show that polling districts in the large towns
have fairly low levels of owner occupation: more housing is publicly owned in
large towns-and there is a greater likelihood in large towns of public housing
being constructed at such a scale as to dominate a polling district. By contrast,
polling districts in small towns are dominated by high owner occupation, while
in villages a greater mix of tenure is found. A similar pattern arises among
households covered in the interview surveys.
Tenure to some extent reflects housing style, detached houses being in areas
of high owner-occupation and terrace housing in areas of public ownership;
thus in large towns about half the respondents are tenants of either councils or
development corporations. The small towns and villages have only half as
much public housing, and respondents, particularly the young women, are
thus predominantly owner occupiers. It has already been noted that in urban
areas there is a distinct difference between the high density of polling districts
in large towns and the low density of those in small towns, and that this can be
related to housing style. This variation in density occurs between the two types
of town which also show great variation in tenure but not in the age of
housing.
There is much less owner-occupied and more publicly-owned housing in the
survey's suburban polling districts compared with others, thus the suburban
areas can be typified as fairly high density areas of post-war local authority or
new town housing. On the other hand, the districts which vary in distance from
a town centre are more likely to be low density areas of new private housing in
small towns. In low density areas, owner-occupiers are nearly five times as
common as public tenants, and in scattered areas they are nearly twice as
About four in five young women but only about one in five pensioners were in households wit h
incomes over £1450 pa.
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common. Areas of medium density have somewhat more balance of tenures
while in high density areas public tenants outnumber the owner-occupiers by
three to two.
Housing tenure is a variable which provides a link between an area's
physical characteristics and the people who live in it. It is connected on the one
hand with housing density and style, and thereby with facilities being local,
and on the other with income and social group, and therefore with car
availability and mobility.

Personal mobility
For the 38 polling districts where personal interviews were also carried out, the
postal survey demonstrates that, although all of them have high car ownership
levels in relation to the rest of the country, the lower levels are found in the
large towns. There is also a relationship between increasing car ownership and
decreasing density. The young women's and pensioners' households, though
differing greatly from each other in car ownership, exhibit the same general
pattern to that seen in the postal survey with lower car ownership in large
towns and in high density areas.
However, Table VII1.6 shows that areal variations in the young women's
household car ownership are small in comparison with the variations in their
licence holding and car availability. Licence holding among the young women
is closest to the levels of household car ownership in areas of poor local access
and poor availability of buses, and therefore where there are higher incentives
to household car ownership together with stronger incentives to learn to drive.
In these areas, too, having a licence is far more likely to mean having optional
use of a car. As a result, the initially fairly small areal variations in household
car ownership progress into substantial areal variations in car availability, to
the extent of a four-fold difference between the different sized areas and
almost an eight-fold difference between the different densities.
Table VIII 6 Household car ownership and young women's
availability, according to area size and density
car in household and woman has :
no car
in household

Area size:
large town
small town
village
Density:
high
medium
low
rural scatter

car

licence but licence and
optional
no no optional
car use
car use
licence

n
young
women

% of
households
with two
cars

12
37

133
125
99

11
25
29

43

76
114
109

53

58

7
14
27
41

%
%
%

20
10
12

56
41
33

12
11
10

%
%
%
%

20
17
7
16

62
49

11
13
12
5

38

26

44

7
21
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Chapter V demonstrated how two-car ownership is strongly related both to
optional car use and to household income, and this chapter has indicated the
relationship between income and density. However, it can be said without
doubt that the areal variations in car ownership, two-car ownership and thus
car availability are certainly not wholly due to variations in income; indeed if
that were so, two-car ownership in the scattered rural areas would be about
half its actual level, while in high density areas it would be double its actual
level. Likewise the young women's licence holding would be far higher in high
density areas but lower in low and scattered rural areas: the influence of
income would result in about a ten per cent rather than a 40 per cent
difference. And although there is at present relatively little variation in the
number of households without cars, this would be reduced to practically
nothing were income the only influence.
The variation in pensioners' household car ownership among areas is similar
to that seen for the young women, but is wider for pensioners especially in
regard to density. Table VIII. 7 shows again that ownership rises as density
declines-although the maximum of 58 per cent for pensioners in the low
density areas is still far below the minimum of 80 per cent household car
ownership for young women in the high density areas. The mobility variation
between the young women and pensioners is widest in the scattered rural areas,
where only 16 per cent of the former but 71 per cent of the latter are in
households without cars-reflecting partly the generally lower level of
pensioners' income but higher level of young women's household income in
these compared with other areas. However, as noted for the young women, the
areal influence is also strong, for pensioners' licence holding is above average
despite lower average income. Small towns and low density areas are also overrepresentative of pensioners who have licences and live in car-owning
Table VIII 7 Household car ownership and pensioners' licence holding,
according to area size and density

no car in
household

Area size:
large town
small town
village
Density:
high
medium
low
rural scatter
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car in household
and pensioner
has no
has
licence
licence

n
pensioners

%
%
%

75
56
60

17
25
23

9
19
16

94
135
78

%
%
%
%

83
70
42
71

15
23
29
13

2
7
29
16

57
97
109
44

households. The low level of pensioners' licence holding is particularly evident
in the high density areas.
There is less variation by area when the pensioners' level of mobility is
extended by considering their ease of getting around on foot. The pensioners
in high density areas or living near town centres have the least difficulty in
getting around: about a quarter of them are restricted in comparison with a
third in most other area-types, and with two-fifths in villages-where women
pensioners are somewhat over-represented. However, this variation is due to
personal factors and does not reflect variation in areal inconvenience for
walking: pensioners in rural areas reported least inconvenience and least worry
about road crossing, even though local accessibility and their own mobility
levels are low.

Bus use
For people without cars, the need to make motorised journeys can be met by
public transport, and the previous sections showed how, on the whole, the bus
service is better in the areas where car ownership and availability are low,
namely the large towns and areas of high housing density. Bus use follows
this same pattern, though in each type of area, the pensioners are more likely
than the young women to travel on buses.
This difference is particularly noticeable in the scattered rural areas where
the variation in car access is at a maximum. Table VIII.8 shows where buses
are used fairly frequently, by both groups: the majority use them at least once
a week (excluding the journey to work), in large towns, in areas far from town
centres, and in high density areas-use dropping consistently with density; in
contrast, about half of both groups never use buses if they live in villages, low
density and scattered rural areas, or in areas near town centres .
Table VIII 8 Weekly bus use according to area characteristics
use buses at
least once
a week

Young women
Pensioners
n (young women)
n (pensioners)

near
town
village centre suburban

large
town

small
town

%
50
68

26
33

17
26

%
22

%
56

31

125
135

99
78

58

62

133
94

%

%

density
high

%

medium

low

rural
scatter

%

37

%

%
22

19

72

51
61

50

28

34

93
71

76
57

114
97

109
109

58
44

In most types of area, access to a car is the main reason given by respondents
for never or rarely using buses particularly in villages and low density areas .
But the influence of good local accessibility is equally evident: being able to
walk to places is just as likely to be the main reason for low bus use in areas
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near a town centre, in large towns as a whole, and in high density areas. And
the numbers never or rarely using buses are substantially higher than the
numbers with access to cars where there is good local accessibility for walking
to places. For pensioners, expense is mentioned relatively little except in areas
far from a town centre, where bus journeys are likely to be longer and thus
expensive for those with no fares concession.
Problems in using buses are more likely to relate to the bus service in villages
and low density areas, where the service is poor. Notwithstanding their own
difficulties or problems of bus use, respondents in large towns or near town
centres generally rated their bus service as 'good' or 'very good'. (On the other
hand, these areas were not seen as being very convenient for car travel.)

Travel patterns of young women
Shopping
Travel patterns among the young women are influenced by a variety of
factors, as Chapter VI has shown. The most important of these for shopping
trips are social group and car availability. This chapter has shown that these
factors are related to area, so it is not surprising that travel patterns for
shopping too are related to area. However, not all the variation can be
explained by these social factors, some being accounted for by the areas '
different levels of access to shops. It has been seen that access is best in large
towns and high density areas, then in medium density areas, then in medium
towns and then in villages, low density and scattered rural areas: this decline in
access by area-type is similarly matched in the decline in the number of
frequent shopperst, ranging from about 60 per cent in high density areas and
large towns, down to about 40 per cent in rural and low density areas.
The characteristics of an area can influence the type of shopping area
used-both on main and day-to-day trips; there is more use of town centres on
main trips by young women living in urban areas than by those in
villages-even though in villages they have high access to cars. In fact, the
young women in rural areas-especially scattered ones-are far less likely to
use their nearest town centre for food shopping at all, and some of those who
do use a town centre choose to go further afield to a possibly larger and more
varied one; in urban areas, however, the young women use their own, and thus
the nearest, town centre.
In each size of area between a quarter and a third of them walk on their
main shopping trip, though there is much more variation according to their
proximity to the town centre: two-thirds of those living near2 a centre walk on
this trip in contrast to under a quarter of those living far from a centre
(including only one in ten in the rural areas). Buses are used mainly in large
towns, by women who live far from the centre, and are very little used
I

1

Making at least four shopping trips a week.
Within a twenty-minute walk.
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elsewhere, where access to cars is higher. Whichever method of travel is used
and in all types of area, travel time on the main trip is likely to be more than
ten minutes.
The shopping areas that the women use for day-to-day trips are likely to be
nearer home-proximity is the most appreciated characteristic of these areas .
It is rather paradoxical that proximity is mentioned more in rural areas,
though local access to shops is lower than in urban areas; this probably reflects
the gre~ter contrast between the ease of getting to their village shops than to a
town centre, in comparison to the contrast between using local shops and the
town centre in an urban area. As Table VIII.9 shows the young women using
town centres for day-to-day shopping either live near them, live in small towns
where local access to other shops is low and car availability high, or live in low
density areas where the same conditions apply. However, in villages and other
rural areas, village shops are used rather than a town centre-as with the
'main' trip-in spite of high car availability. It is worth noting that corner
shops are used most by women living near a town centre, probably in the older
housing areas where corner shops are still to be found.
Table VIII 9 Shops used for day-to~ay shopping according to areas in
which young women live
near
town
village centre suburban

density

Young women
shop at:

large
town

%

%

%

%

%

%

%

%

%

town centre
local shops1

36

11

56

64

71
29

88

43

29
70

36
65

39
61

60
40

18
82

131

123

97

58

91

75

108

107

57

n (young women)
I

small
town

high medium

low

rural
scatter

includes urban parades, corner shops and Village shops.

In each type of area walking is the predominant method of travel on day-today shopping trips, though it is more often mentioned in areas with high local
access to shops or low car availability; and if the trips entail only a short walk
they are likely to be more frequent. Table VIII.IO combines the method and
time of travel. This shows how, for instance, the young women living in large
towns or high density areas are likely to have short walk trips, in contrast to
those in small towns and low density areas. Cars are more likely to be used in
these latter areas, however, and car trips are everywhere likely to be short
rather than long.
Just under two-thirds of the young women combine shopping with some
other activity; this is somewhat more common among those living in areas less
likely to have shops and other facilities near home, and in areas where a high
proportion of day-to-day shopping is done at a town centre. Another variation
by area-access to mobile shops-has been described earlier . Although
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Table VIII 10 Travel time and method on day-to-day shopping trips ,
according to area in which young women live
T ravel method
and time on day-ta-day
shopping

Under ten min. walk
Over ten min. walk
Under ten min. car
Over ten min. car
Bus
n (young women)

large
town

%
54

small
town village

near
town
centre

%

%

%

20
12
4
10

25
36
29
7
4

37
27
24
5
7

51
35
8
0
6

109

98

83

49

suburban

density
high medium

%
50

%
49

18
14
4
18

26
11
3
11

78

76

%
43

rura l
low scatter

%

%

23
16
8
10

17
32
37
12
3

35
21
24
15
6

103

101

54

shoppers are of course restricted in the time that they can use them, these
provide the opportunity for making what are in fact equivalent to very short
shopping trips, and they certainly appear to fulfil a demand in areas with poor
access to permanent shops.

Accompaniment of children
It has been seen in Chapter VI that the other frequent trips made by a
substantial proportion of the young women are tho.se to and from school or
pre-school, the trip varying in different types of area. Although part of this
variation reflects the areas' social and mobility characteristics, some can be
ascribed to their physical characteristics: distance, traffic levels and danger
from traffic. Walking to pre-school facilities is most common in large towns
where car availability is low, and it appears that women in these areas are more
likely to use a nearby facility, because though access to the facilities (denoting
local availability) is no better than elsewhere, the women are more likely to
make short walk journeys (denoting local use).
Accompaniment on the journey to school perhaps reflects areal differences
more, because at least for the children the activity is obligatory. Children are
more likely to be taken to school in small towns and low density areas, which
are the areas where more of the mothers mentioned traffic danger as the
reason for accompaniment. In addition, small towns-though not low density
areas-are less likely to have a school within ten minutes' walk from home.
Accompaniment also reflects the social variations among areas, but even if
social group is the main determinant, the danger of traffic is no less real to the
mothers themselves and the obligation to accompany their children no less
pressing.

Local access
The survey areas have already been examined to establish whether they have
local access to a range of other facilities used by the women in their roles as
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housewives and mothers: examination of the use of the facilities and travel to
them allows for a wider appraisal of the influence of accessibility 1. The
relationships between accessibility, frequency of use and travel method cannot
be summarised simply, because social as well as physical considerations are
often relevant to behaviour. In addition, some of the facilities involve ~ptional
activity (such as going to a park) and some obligatory activity (such as going to
a clinic). Moreover , the frequency of using some facilities may be open to
choice, while for others there may be choice about where to go, irrespective of
whether or not the activity itself is optional. In spite of these limiting factors, it
is possible to analyse the young women's behaviour in relation to their area's
accessibility by looking at the facilities both individually and cumulatively.
Earlier chapters have looked at the relationship of walking to the use of
facili ties. Table VIII. I I also shows for individual facilities that both walking
and use are higher when a facility is near home 2 • The increase in use of
facilities which are nea r home is particularly noticeable for parks and
playgrounds-possibly because their use is optional, and possibly because the
young women will a lm ost certainly be taking a child, and maybe a pram or
push-chair. The discretionary nature of some activities and the choice as to
how often some facilities are visited is reflected in whether frequent use of
facilities near home is balanced by either infrequent or no use of distant
facilities. The table suggests that the proximity of a park or playground is
related to more people using them frequently and fewer people never using
them. On the other hand, proximity of a post office or chemist, which are
more likely to be visited for non-discretionary purposes, is related to more
people using them frequently and fewer people using them infrequently; the
proportions never using these facilities are the same whether they are close to
home or not.
The tra vel methods shown in the table indicate a consistently high
proportion of walking to all facilities when they are local, with walking at least
three times as common as car travel. The open-ended range of distances 'over
ten minutes' walk ' results in much more varied and lower proportions of
walking to the di fferent facilities and higher proportions of car use. Thus cars
are the most common method for five of the nine facilities if they are not
within ten minutes' walk. However, cars remain second to walking for the
facilities which the young women are certain to visit with their children. Bus
use is low everywhere, irrespective of access (and non-existent for trips to
1

2

A lthough local access was defined by using a measure of walk time, use of facilities and
method of travel were determined before asking about accessibility, so as not to bias the
reporting of travel methods used.
Respondents were asked whether they have facilities within a ten-minute walk, whether they
use that type of facility, how often and how they get there. However, if there is a facility
nearby it might not be the one they use; thus the data on use and travel method do not refer
necessarily to the facility ten minutes walk away.
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Table VIII 11 Young women's use of facilities and method of travel
according to local access
Facility 1

Post office

within
ten
min.
walk

yes
no
Hairdresser yes
no
Playground yes
no
Chemist
yes
no
Park
yes
no
Launderette yes
no
Clinic
yes
no
Library
yes
no
Bank
yes
no
I

frequency of use
at least
less
oncea
often never
week

%
%
%
%
%
%
%
%
%
%
%
%
%
%
%
%
%
%

69
59
16
10
32
14
55
48
39
16
10
3
4
5
18
18
40

33

29
40
46

61
27
25
44

52
32
36
22
19
24
32
36

1
1
38
28
42
61
1
0
28
49
67
79
71
64

47
45

38
38

22

41

26

method of travel
n

walk

bus

car

n

267

78
57
71

4
5
7
15
1
8
3
16
1
4
0
0
4
11
4
9
3
17

18

249
76
134
67
121

88

237
99
219
104
199
155
190
148
174
145
164
140
145
141
124
223

34
89

68

79
38

82
63
80

26
87
60

71
39
66

35

38

22
51
10
26
18
47
17
33
21
74
9
30
25
52
30
49

40

183
133
128
72
54

31
45
47
72
92
92
153

Ranked by likelihood of being within a ten-minute walk.

launderettes), though there is usually a relatively sharp rise in bus use where
there are no local facilities.
The relationships of use with accessibility are affected by car availability: as
seen earlier in this chapter, areas of higher local access are likely to be areas of
lower car availability. However, between 20 and 60 per cent of women with
optional car use walk to facilities, apart from banks, the proportions
increasing when the facilities are likely to be near home.
The facilities, their accessibility and their use can also be examined in
aggregate by showing how many facilities are locally accessible, how many
used frequently, and how many visited by each method of travel. Only eight
per cent of all the young women have none of the nine listed facilities
accessible locally, the proportion being slightly higher for those with optional
use of a car than for others; a further 42 per cent have between one and four
facilities accessible locally and the remaining 49 per cent have between five and
nine accessible, this proportion being highest for those in car-owning
households, but without optional use of a car (54 per cent) and lowest for
those with such use (44 per cent). The following discussion divides the young
women into those with few facilities (0-4) within a ten-minute walk and those
with many (5-9).
Table VIII. 12 shows how access to facilities is related to frequent use: more
144

facilities are visited frequently by the young women who have many within a
ten-minute walk of home, while more facilities are never visited by those with
few locally accessible.
Table VIII 12 Number of facilities young women use according to
number locally accessible 1

Number of facilities visited at least once a week:
three or more
one or two
none
n (you ng women)
Number of facilities never visited:
three or more
one or two
none
n (you ng women)
1

few locally
accessible

many locally
accessible

(0-4)

(5-9)

%

%

39

46
49

56
6
180
77
22

2
180

6
177
69
29
2
177

within a ten-minute walk.

The young women go to more facilities on foot than by other travel
methods: they visit on average over three of the nine facilities on foot, in
contrast to under one by bus, and just over one by car. Car use is naturally
increased when only licence-holders are considered-they drive to an average
of just over three facilities. It decreases sharply among those without licences:
the average number of facilities these women are driven to is well under one,
even if they live in car-owning households. The importance of optional car use
is illustrated by the fact that those without licences use buses to get to more
facilities than they visit by car.
Even more facilities are visited on foot by women who have many facilities
locally accessible, and there is a corresponding increase in bus or car use by
those with few facilities locally accessible. Table VIII. 13 sets this out in more
detail. It can be seen that twice as many of the young women walk to five or
more facilities if there are many, rather than few, locally accessible, and that
half as many walk to none. The variation according to car availability is that
over a third of the young women with optional use of a car walk to none of the
facilities and one in ten of them walks to at least five facilities. Though this
proportion seems high among women with the choice of using a car, it
contrasts markedly with 45 per cent for other women in car-owning
households, and 33 per cent for those without a household car (who are more
likely to use buses).
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Table VIII 13 Number of facilities young women walk to according to
number locally accessible

Number of facilities visited on foot:
five or more
three or four
one or two
none
n (young women)

few locally
accessible

many locally
accessible

(0-4)

(5-9)

%

%

21

45

24

27

34
21
180

17
11
177

Table VIII.14 indicates that few facilities are visited by bus, even when only
those without driving licences are considered. Nevertheless, and in contrast to
Table VIII.I3, it can be seen that a higher proportion visit at least three in this
way if there are only few facilities locally accessible. Those without a
household car are likely to visit more facilities by bus, irrespective of the local
accessibility of facilities: 12 per cent go to at least three facilities by bus,
compared with only four per cent of those who cannot drive but who do have a
household car.
Table VIII 14 Number of facilities young women without licences visit by
bus according to number locally accessible

Number of facilities visited by bus:
three or more
one or two
none
n (young women without licences)

few locally
accessible

many locally
accessible

(0-4)

(5-9)

%

%

10
21

4
21
76
109

69
100

A similar though more extensive increase in car travel occurs among women
with only few facilities locally accessible. Indeed, when car travel by licenceholders is considered, the relationship is almost the reverse of that for walking
and local access: Table VIII. 15 shows a halving in the proportions driving to
none and almost a doubling in the proportions driving to at least five, among
licence-holders with few rather than many facilities locally accessible . The
pattern is less extreme among those without licences who therefore travel as
car passengers: three-quarters are not taken by car to any facility, but they are
driven to more facilities in areas where few are locally accessible.
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Table VIII 15 Number of facilities young women visit by car, according to
number locally accessible

Number of facilities visited by car:
Licence holders
five or more
three or four
one or two
none
n (licence holders)
Non-licence holders
three or more
one or two
none
n (licence holders)

few locally
accessible
(0-4)

many locally
accessible
(5-9)

%

%

39
33
14
14
79

22

9
18
73
100

18
33

27
67
3
14
84

109

Employment
The young women's journey to work is somewhat less likely to be local than
the journeys already described, but it does show some variation according to
the type of survey area. Working women are more often found in large towns
(41 per cent) than elsewhere (30 per cent); in addition, those who live near
town centres, which contain traditional sources of female employment in
offices and shops, are more likely to go out to work. These areal patterns of
employment reflect among other things the young women's greater incidence
of walking and going to work by bus compared with their husbands' use of
cars. Two-thirds of the working women who live near town centres walk to
work, compared with under a third elsewhere; half of those in suburban areas
go to work by bus; and in medium towns (where bus services are poor and car
availability high) half of them go by car.

Social and leisure activity
The young women who live in large towns are also somewhat more active in
terms of social and leisure trips, even though Chapter IV has shown that
employment is the most important factor in reducing these activities: about 70
per cent of those in large towns but about 60 per cent of the rest make three or
more social and leisure trips each week. This proportion also declines as
density falls. Most social activity was reported in the large towns and areas of
higher density, though not during weekdays for more of them in these areas go
out to work. Young women in the small towns, which contain the highest
proportion of AB households, reported most leisure trips, especially in the
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evenings. On the other hand, young women in areas near town centres, where
there are few AB households, reported less leisure activity than other women
at all times of the week, but particularly in the evenings: this reflects the
variation in leisure activity between social groups, reported in Chapter VI. In
general, however, areal differences in activity are small.
More variation is to be seen among areas when travel method is considered,
though much of the pattern can be traced to areal differences in car ownership
and car availability-especially when it is remembered that household cars are
of course more 'available' to those without licences in the evenings and at the
weekend.
Thus for social trips on weekdays cars are more available and more likely to
be used in rural and low density areas; but during evenings and weekends, car
use is more equally reported in all areas. Bus use is always low, but more
noticeable during weekdays, especially in large towns and in urban areas far
from a centre, where the bus service is good. The lower car ownership in
medium and high density areas is also reflected in higher bus use. As Chapter
VI has shown, walking is always highly reported during weekdays and in fact is
reported most in small towns and low density areas where the bus service is
poor but where, unlike rural areas, friends are more likely to live within
walking distance. At weekends and particularly in the evenings, however,
walking becomes more pronounced among those in large towns, and high or
medium density areas.
The patterns of travel on leisure trips are similar to those on social trips,
except that fewer leisure trips are made, and they involve greater car use. This
higher car use is more noticeable in low density areas and villages, especially
during the daytime. Only in high density areas and in large towns does car use
remain low in the daytime. Walking generally takes second place to car use,
especially in the evenings and in low density areas. Bus use is again higher in
large towns, urban areas far from town centres and high density areas, and
extremely low in low density and rural areas, reflecting both car availability
and variations in the level of bus service.

Travel patterns of pensioners
Shopping
There is little variation in whether pensioners go shopping according to where
they live, and the greater proportions of shoppers in some areas is mainly
attributable to the higher numbers of women pensioners who live there-such
as in the large towns, the high density areas and at the other extreme the
scattered rural areas. As with the young women though, the characteristics of
the area do have an effect on the number of trips made by those who go
shopping: frequent shopping is more common in the higher density areas
where shops are near home, while the scattered rural areas contain the lowest
proportions of frequent shoppers, in spite of having high proportions of
women pensioners.
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The use of local shops for day-to-day shopping is more common in the large
towns than in the small towns and in high or medium density areas than in low
density areas where a greater proportion of pensioners use the town centre.
Like the young women, pensioners who live in villages and rural areas are most
likely to use the village shops for day-to-day shopping.
Walking is the most common method of travel used by pensioners for dayto-day shopping in all types of area, and especially in large towns and high
density areas, where three-quarters walk. In these areas, too, the second
method of travel is the bus, travel by car being minimal as few pensioners have
them available. Cars are more likely to be used than buses in the medium
towns and villages and in the lower density areas where car availability is
higher and more use made of town centres. Less walking to shops in these
areas is related to low accessibility, as under a third of the pensioners in these
areas who walk to shops do so in under ten minutes, in comparison with more
than half who walk to shops in medium and high density areas.

Social and leisure activity
Table VIII. 16 shows the number of trips made by pensioners in the different
types of area for social visits and for attending clubs and societies: it indicates
a disquietingly low amount of trip-making in villages, where more than half
the pensioners make no trips (or less than one) in an average week , either to
visit people or to go to clubs and societies . This is consistent with the low bus
use reported by pensioners living in villages, 50 per cent of whom never use the
bus (compared with 16 per cent of pensioners in large towns). It is also
consistent with the greater number of pensioners in villages who report some
Table VIII 16 Combined number of social and club trips by pensioners
and visits to them in an average week, according to area
size
number of trips made by pensioners
none

Area size

Large town
Small town
Village

%
%
%

31
39
55

one-two three-five

over five

21
16
18

21
14
5

27
30
22

number of visits to pensioners
none

Large town
Small town
Village

%
%
%

one-two three-five

over five

23
17
19

35
29
32

22

19

32
24

22

24

n
pensioners

94

135
78
n
pensioners

94

135
78
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difficulty in getting around on foot: 40 per cent do, compared with 30 per cent
in large towns.
These low levels of trips and mobility for the rural pensioners are somewhat
compensated for in terms of social contact by the visits which other people
make to them. The table shows that though the pensioners in the villages make
the few est trips they do not necessarily receive the fewest visits. Moreover,
though not shown in the table, those near town centres-another group who
make a low average number of trips-are also among those more frequently
visited. However, the pensioners in large towns, who are the ones making the
highest number of trips, do not have a compensatory reduction in the number
of visits made to them; thus when the total number of pensioners' social trips
is added to the number of visits received, differences among areas remain, but
on a lesser scale than shown in the table.
Over half the pensioners who visit friends or neighbours said that most of
the people they often visit live nearby-that is within about five minutes'
walk-and only one in ten said that none of them were nearby. They appear to
be nearest in the scattered rural areas, where the poorer bus services are likely
to deter pensioners from visiting friends who live further away (and perhaps to
encourage friendship among closer neighbours); and in the high density areas,
where there are good bus services, rather more pensioners said that none of the
friends they visit live nearby.
The number of visits to both friends and relatives (who cannot be 'chosen'
in the way that friends can) is also linked to density, as Table VIII.17 shows,
with more trips being made in the higher density areas.
Table VIII 17 Number of visits to friends and relatives in an average
week, according to density: pensioners

Polling districts with:
lower densities %
higher densities %

less
than one

one to
two

three or
more

n

54
45

26
29

20
26

153
154

Accessibility to social activity can be related to the pensioners' travel
behaviour, as in Table VIII.IS. This shows that the friends and relatives visited
frequently are more likely to be visited on foot, and that as visits become less
frequent, so the use of a car increases. Bus use does not vary as widely,
although it is more likely to be used to get to people visited infrequently. The
table also shows, for each category of frequency, the proportion of friends and
relatives who are visited on foot and who live within about ten minutes' walk:
thus the pensioners have a ten-minute walk or less to over half the friends and
relatives they visit very frequently, but to only one in seven or those they vi~it
infrequently.
\
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Table VIII 18 Pensioners' social activity: method of travel and proximity
according to frequency
people visited by pensioners
by bus
by car
on foot

number of visits:

Two or more a week
Onea week
One a fortnight

%
%
%

All people visited

%

73
61
35
57

11
11
18
13

16
28
46
30

clubs and socities anended
bybus
by car
on foot

number of trips:

Onea week
One a month
Less often

%
%
%

All clubs and societies

%

52
34

26
42

19
15
11
17

30
51
63

41

n

92
114
93
299

n

97
71
19
187

prop. of these
people within
ten minute walk

53 %
33 %

15 %
34

prop. of these
facilities within
ten minute walk

31 %
25 %
16 %
27

The table gives a similar relationship between frequent trips, walking, and
proximity for the pensioners' attendance at clubs and societies: it has been seen
in the previous chapter that these trips are generally less frequent than the
pensioners' social trips and that there is greater use of motorised travel
methods, together with less travel on foot. Even so, half the clubs and societies
attended frequently are reached on foot, while more of those visited once a
month or less are reached by car. The clubs and societies are farther away from
pensioners than are their friends and relatives, as seen from the proportions
walked to in ten minutes or less: these range from almost a third of the most
frequently attended to about a sixth of those infrequently attended . The effect
of proximity on the pensioners' use of various leisure facilities may be gauged
from the higher number who walk if they can get there within ten minutes; and
for all facilities except the church, those within a ten-minute walk are more
likely to be frequently attended. This repeats the pattern reported for the
pensioners' social activity and also for the young women's use of facilities.
Thus for all types of social and leisure activity, more trips are made when
the destination is accessible locally. Indeed, even though social and leisure
activity varies by age, sex, physical ability and car ownership, the survey also
shows some distinction between those living in the higher and lower housing
densities for, as noted earlier, density is related to accessibility: 38 per cent of
pensioners in low density or scattered rural areas made less than one trip a
week, and 14 per cent made at least five; in the medium and high density areas
34 per cent made less than one and 20 per cent made at least five .
It is apparent from this chapter that planning as well as transport policy is
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reflected in patterns of travel. The areas in which the surveys were conducted
vary widely in accessibility, just as the respondents themselves vary in
mobility: clearly these two measures are closely related. The findings of the
surveys suggest that, in determining accessibility, planning can create the
potential for making trips on foot and indeed, they reveal far more walking
and more frequent trips where local access is good. On the other hand, areas of
poor local access are necessarily more dominated by motorised travel and
contain more of the respondents with access to cars. Yet in these areas, those
who do not have use of a car are clearly in a disadvantaged situation, for the
availability and level of bus services is generally poor and does not therefore
compensate for the lack of local 'access'. Thus both the planning and the
transport systems influence travel potential and help to determine the ease or
difficulty of meeting travel needs.
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IX Summary and conclusions
The surveys which are analysed in preceding chapters were designed to explore
alternative aspects of personal mobility and accessibility and, as stated in the
introduction, to test the adequacy of some of the assumptions and techniques
of current and past transport planning. It was pointed out how present
transport planning was selective in not considering the travel patterns of all
groups in the population, all the journeys they make, and all the methods of
travel they use. The surveys therefore concentrated on these omissions: while
hitherto car ownership has been treated at the household level, the surveys
investigated the personal availability of cars; and whereas journeys have
usually been aggregated to a total for the household, emphasis has been given
here to personal travel (including that of children and teenagers). The
research was thus concerned not with the movement of vehicles but with the
movement of people and the way this reflects their personal mobility-their
ability to get about on foot or cycle, the level of public transport service
available to them and their option for travelling by car. The surveys also
examined some of the effects of land use planning on travel patterns by
focusing on the accessibility of facilities that are in daily use.
The first two sections below summarise the findings of the surveys in respect
of mobility and accessibility. The third section points out social and
environmental consequences of these findings and of current transport policy.
The fourth section spells out some policy implications and then makes
recommendations for the future.

Personal mobility
There are three general survey findings on the extent of people's day-to-day
travel. The first, though perhaps obvious, finding is that everybody has a need
for travel. It is not only the economically active who make a considerable
number of trips- shopping and school journeys are numerically as significant
as the journey to work. Secondly, taking all trips made and all people
surveyed, the surveys show that there are only small variations in the average
number of trips made per person in different areas, in spite of areal differences
153

in population structure, car ownership, public transport services and locally
accessible facilities. Thirdly, however, the surveys indicate that this average
incorporates a wide variation in individual patterns of travel.
While this variation is strongly influenced by personal mobility and
accessibility, much of it can be explained by the roles that people either have to
or choose to play in their family or in society. Children have to go to school
every day of the school year, and as they grow older they prefer to spend
leisure time with friends their own age rather than with parents; their personal
preferences and interests change rapidly. Most women are responsible for the
family shopping, for some years taking babies or young children with them.
The care of children frequently influences their travel patterns, because they
usually find it necessary to accompany children to school, a task which
generally entails another journey in order to collect them. Parents' social and
leisure activities are also influenced by their children when they make journeys
which fit in with the children's needs or interests. Economically active people
almost invariably travel to their place of work every day, but at the same time
their earnings permit them a wide choice of leisure pursuits as well as enabling
some of them to own a car and thereby to extend this choice farther afield. On
the other hand, most pensioners do not have to go out to earn a living, or to
bring up children. They have far more time for social activities and leisure and
cultural interests, but they can rarely afford the convenience of a car.
The surveys·-found that trip-making for particular purposes is strongly
affected by these personal characteristics and also that these characteristics are
major determinants of personal mobility. The influence of age is illustrated by
the fact that parents generally feel obliged to accompany younger children but
allow older ones to travel on their own. Clearly, children's independent
mobility is restricted in law as they cannot drive, and nowadays they can only
rarely cycle safely on public roads. Unequal mobility between the sexes can be
seen in the disparity between men's and women's optional use of the
'household car', as reflected in the housewives' journeys to shops and their
husbands' journeys to work. Another influence on mobility is household
composition: in the case of pensioners this is often linked with both age and
sex, which together largely determine their travel patterns.
Social class and income are two inter-related household characteristics
acting directly and indirectly to influence people's travel. Their indirect effect
is seen in the surveys through their relationship with mobility: middle-class
wives are more likely to have driving licences, and their higher income
households more likely to have two cars while the lowest income households,
irrespective of class, are unable to afford even one car. More directly, social
class is likely to affect travel through its relationship with personal interests
and attitudes, particularly in respect of discretionary travel, and through its
relationship with the location of job opportunities. Household income is
strongly related to car ownership and affects travel directly in the case of
activities which require entrance or membership fees or which necessitate
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payment for tuition or equipment. It is also related to employment levels
among housewives and pensioners.
Many of these personal and household characteristics interact with each
other and with mobility to affect travel patterns. Pensioners living with their
children in middle-class households are more likely to have access to a car, yet
they need to travel less as they are unlikely to do the household shopping and
they have social contact within the home. Pensioners living alone are more
likely to be on low incomes and therefore to have less mobility though they
have to do their shopping, and their social life is more likely to entail going
out.
As well as demonstrating these complex relationships and their associated
travel patterns, the surveys show unequivocally the more direct influence of
mobility on people's travel. This influence can be measured by examining
different travel methods, as their attractions, availability and use vary widely
for different people and journey purposes.

Car travel and availability
Comparisons of travel times by different methods show that the car has clear
advantages in permitting travel to more distant destinations. Its speed and
convenience put most of the facilities of daily life within easy reach, and its
comfort renders long travel times far less inconvenient than travel by other
methods. The surveys show that it extends the range of work opportunities
enabling jobs to be fitted in, for example, by young mothers; it permits a wider
choice of schools; it is especially convenient and cheap when compared with
public transport for the longer journeys on which children are taken; it allows
more distant and more flexible social contacts and a wider choice of leisure
pursuits.
The use of the car can result in money-saving on shopping as goods at larger
(though more distant) shopping centres tend to be cheaper. It may save
journeys and effort-shoppers with their own car made fewer trips on average,
reflecting the car's convenience for carrying the goods they buy. Many of
those who can only have occasional use of a car adjust their shopping habits
accordingly. This is not surprising in view of the fact that a typical family's
weekly household purchases weigh around l00lb. Cars are obviously well
suited and economical for outings when members of a family wish to travel
together.
Finally, the car's advantage is evident from the fact that few problems were
mentioned in using it compared with the problems cited for travel on foot or
by bus; congested roads and inadequate parking places were the only
complaints gaining more than a rare mention by respondents. Taken together
the widespread advantages of car travel clearly explain the substantial growth
in car ownership during the last two decades.
However, travel by car is as much a function of its availability as of its
inherent advantages, and in this respect the survey findings reveal that
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measurement of household car ownership represents a very inadequate
assessment of personal use. Although there is some overlap, car availability
varies from optional use to no use at all. People with the optional use of a car
form a minority of the population, even in the relatively affluent OMA. It is
worth recalling that the postal survey covered 50,000 people, yet only 14,000
cars are available to them. Sex and social class are both influential in
determining who enjoys the optional use of the car-in households with one
car it is typically used by a man for his journey to work, irrespective of
whether there is a woman in his household who can drive. However, in the
OMA survey, over three in five of the young women in the AB households
have the optional use of a car, in contrast to few of the other young women.
When women do have this optional use, they are very likely to live in
households with two cars.
The next category of car availability includes people who can drive, who live
in car-owning households but who do not have one of their own. Women
predominate in this category, the majority of them being young housewives.
Some pensioners, living perhaps with their more affluent children, can drive
but do not possess their own car; a few of their older grandchildren, too, may
be in a similar position.
The third category covers all the other people who live in car owning
households, but who can't drive. It is the largest category and about half of it
consists of all the children and the majority of teenagers in car-owning
households. Most other people in the category are women; the postal survey
found that about half the car-owning households in the OMA contain no
woman driver. When considering the possible changes in the future size of this
category it should be recalled that some of the young women without licences
expressed an intention of acquiring a licence in the near future, though some
of the pensioners have had to give up driving.
Lastly, there are all the people living in non-car-owning households who
rarely have cars available; occasional lifts, or the use of taxis or hired cars
account for their few car trips. Even though the OMA is relatively affluent, as
noted earlier, about a quarter of the households do not have cars-they are
often small households, many consisting of pensioners. Indeed, at present
(and into the foreseeable future) only those pensioners with fairly substantial
independent means can own and run a car-the weekly cost of doing so is
approximately the same as the state pension.
It may be concluded from the survey analysis that, although a high
proportion of economically active males have the optional use of a car,
particularly among the middle class, cars are far less available to the rest of the
population.
In view of the considerable advantages of car travel, it is not surprising that
the survey records its pervasive use by those able to exercise this choice as to
how to travel. On the other hand, for those without the optional use of a car it
is often presumed that public transport provides their main alternative method
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of travel. It is important to note that this is not so: even those who live in noncar-owning households make only a minority of their trips by public transport.
This is due to public transport's inherent disadvantages, many of which were
detected in the surveys.

Bus travel and availability
Bus use is affected the the physical abilities and preferences of users and the
extent to which service operations and vehicle design can accommodate them.
Many of the reasons cited for low bus use are associated with the unreliability,
infrequency and inconvenience of bus travel. The cost of fares was not
mentioned much by adults except by those on low incomes, but most of these
are pensioners for whom concessionary fares are being widely introduced.
However, a substantial proportion of schoolchildren are likely to be deterred
by high fares, particularly as full fares have to be paid on reaching the age of
14, when most of them would wish to lead lives independently of their parents,
even if the parents were prepared to act as chauffeurs for them.
Except for the journey to work of those without access to a car, bus travel
was found to be unsuitable or unnecessary for most journeys and for many
groups in the population. For instance, carrying shopping by bus appears to be
a disincentive to its use, for even on the main weekly shopping expedition,
shoppers without a car are more likely to frequent a shopping area to which
they can walk rather than a more distant area necessitating travel by bus.
Travel by bus for social and leisure journeys is also relatively rare-probably
owing to the combination of dispersed destinations inadequately served by
public transport routes and the poorer services at off-peak times when these
journeys are likely to be made. Similarly, bus journeys with children are rare.
Pensioners with difficulty in walking also have difficulty in getting to a bus
stop, mounting the platform and keeping their balance on the bus; those who
do use buses for social and leisure journeys tend to be the ones who make these
journeys less frequently than the ones who walk or go by car. Perhaps the most
revealing aspect relating to the convenience of bus travel is that in spite of
concessionary fares, pensioners travel more often on foot than by bus on most
types of journey.
The use of buses is also related to the level of service. The surveys revealed
varying levels of service: in the OMA, over half the respondents have a bus
stop within a five-minute walk of their homes and nine in ten within ten
minutes; but about one in seven have no Sunday service, and one in three have
buses running at intervals of 30 minutes or longer. These service inadequacies
tend to occur together and thus have a cumulative effect: greater distances to
bus stops are associated with less frequent and less extensive services. This is
particularly evident in rural areas where the services have deteriorated more
than in urban areas.
A further important disadvantage of bus travel is that average bus journeys
to identical destinations take about twice as long as car journeys. Often
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journeys can be made more quickly on foot than by bus, because of the time
needed to walk to a stop and wait for a bus or because the bus route may not
run close to the desired destination.
The above are objective measures of bus services: matching these are the
respondents' subjective assessments which indicate that many people are far
from satisfied with the service. Almost half consider the Sunday services
inadequate and over a third think services are inadequate at other times as
well. This is related to a variety of factors: dissatisfaction rises with use,
probably because bus passengers are more aware of the shortcomings of the
service and, in the case of those in car-owning households, unfavourable
comparison can be more readily made with car travel.
Indeed, the availability of a car is the principal reason cited for infrequent
use of buses; over three-quarters of people in households with two or more
cars hardly ever use buses and this reflects too the general relationship between
increasing car use and decreasing bus use. Nevertheless, the disincentive to bus
travel is by no means limited to those who have access to a car for, as noted
earlier, the majority of journeys even of people in non-car-owning households
are not made by bus: the postal survey in the OMA recorded that, while on
average adults in these households made two bus trips a week (and these
households included most of the frequent users), one in five of them used the
bus less than once a month. In the Five Areas' survey, only one in six of all the
adults' trips and under one in three of the teenagers' trips were made by bus, in
both instances the majority of them to work or school. Indeed, the bus is
revealed as a residual method of travel, primarily used by those without access
to a car and without facilities within walking distance.
On the other hand, the survey also confirms that bus services are essential
for the great majority of the population-particularly those who cannot drive
and for whom the services represent the only independent means of motorised
travel-however the adult population is grouped, whether by age, sex,
household car ownership, personal licence-holding, or household
composition, it includes some people using the bus at least once a week.
Indeed, the great majority of households do contain public transport
users-even households with two or more cars-for the household car does
not necessarily meet all the travel needs of its members.
Although, as noted earlier, about three-quarters of OMA households now
own cars, at anyone time well under a third of individuals have the optional
use of a car. In spite of the rapid increase in car ownership in the past decade
and its impact on public transport, the social factors limiting car availability
ensure that the number of people in the population which depends upon public
transport for its motorised transport is shrinking less quickly than the number
of new car registrations and licence holders would imply.
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Travel on foot and the potential for walking
Of course, the fact that bus. travel only partially serves the needs of people
without a car is mainly explained by their ability to reach their destinations on
foot: walking is indeed the predominant method of travel for all journey
purposes, other than the journey to work, of those without the optional use of
a car. This category includes over two-thirds of the young mothers in the
OMA: over four in five of their shopping trips and nearly all of their journeys
to take children to and from school are made on foot; and over two-thirds of
them visit people on foot at least once a week. The pensioners make an even
higher proportion of their shopping, social and leisure trips on foot. Walking
is an important method of travel even to work for many people-a third of the
employed mothers and almost a half of the employed pensioners walk there. In
the Five Areas' survey, a third of all the men's trips and well over half the
women's were made on foot.
The convenience of walking as a method of travel is perhaps reflected in the
higher number of trips made by those who walk. The appropriateness of
walking for many journeys is borne out by the fact that a substantial number
of walk trips are made by those with optional use of a car, particularly if
children are taken and if destinations are local. In fact the major limitation of
walking is of course that it is impractical for longer trips-the majority of walk
trips reported in the surveys lasted no longer than ten minutes.
Problems associated with walking were mentioned as frequently as problems
of bus travel and more than those of car travel. They concern both the
pedestrian environment (such as the condition of pavements and changes of
level) and the danger and the inconvenience due to traffic. However, there is a
distinction between the problems of different groups in the population: no
doubt owing to age and infirmity, pensioners are particularly concerned with
the effort and physical conditions on journeys, and the difficulty of crossing
roads; mothers whose children are still in prams or push-chairs have difficulty
owing to the width and surfacing of pavements, and mothers with children of
any age are particularly worried about the dangers of traffic.
The consequences of this concern are felt on both sides, for parents feel
obliged to accompany children on many journeys, and the children themselves
cannot go about on their own because of the constraints imposed on them by
their parents. It will be recalled that, on average, children are not allowed to
cross main roads on their own until they reach the age of eight, that is many
years after they are physically able to do so.

Bicycles and the potential for cycling
The surveys show that parental prohibitions apply even more stringently to the
use of bicycles. Most mothers said that their children would not be allowed to
cycle on main roads before the age of ten, and one mother in five said that they
will never be allowed to do so. As a consequence, the findings of the Five
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Areas' surveys on the travel of junior schoolchildren revealed relatively little
use of bicycles-and almost none for the school journey, in spite of the fact
that two-thirds of the children owned cycles. (This finding contrasts strongly
with the relationship between adults' ownership and the use of cars.) The
explanation for this low use of bicycles among younger children lies in
parental fears about the risk of road accidents, while older children and adults
are able to confirm the appropriateness of this fear for themselves. Indeed,
adults' ownership and the use of cycles is very low. The reluctance of both
adults and children to cycle may be reinforced by the unpleasantness of
sharing the road with fast-moving, noisy and polluting vehicles, by discomfort
in bad weather, and by a certain though declining degree of self-consciousness.
Some of the features of travel, then, can be explained by the personal
mobility of respondents-their level of access to a car, the quality and
convenience of public transport, and their ability to get about easily on foot.
The survey findings thus suggest the need to dispose of a number of currently
accepted notions on transport issues.
First, cars are not universally available to all households: over a quarter are
non-car-owning, even in the most affluent sub-region of the country.
Secondly, personal mobility measured simply in terms of household car
ownership is misleading for it is apparent that the car's availability and use by
people within the household varies greatly; as a result the mobility needs of
its members are only partially met by the 'household' car (even licence-holders
do not necessarily have the optional use of the car). Thirdly, car sharing is
rare, not least because of the polarisation of car-owning and non-car-owning
households by class and geographical area. Fourthly, public transport at
present is not the most commonly used mode for people without a car; far
more often it is walking. Fifthly, it is unlikely that public transport can be
made sufficiently attractive to encourage people with a car to transfer to it: in
this respect choice is generally an unreal concept as the attractions of the car in
terms of travel time, convenience and comfort are too great, and it appears as
a rather meaningless concept for people without a car as they walk unless their
destination is too distant. Sixthly, low motorised mobility does not necessarily
imply low 'activity'.
Apart from the pensioners with considerable difficulty in walking and the
housebound pensioners (most of whom present a picture of socially and
physically circumscribed lives), adults without a car demonstrate considerable
adaptability in their travel. Indeed, though the lack of a car affects the type of
trip made, it does not affect the total frequency of trips anything like as much
as is suggested by' surveys which exclude non-motorised travel, for non-car
owners mainly walk to their destinations.
The adaptive process can be seen in some of the changes in patterns of travel
that occur with age. As children grow older and are allowed to cross roads on
their own, to cycle on main roads and to use buses, they build up social and
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leisure patterns which reflect their widened geographical perspective.
Likewise, once free of the limitations of travel with a pram or push-chair, the
mothers' mobility horizons are lifted as they can more easily use public
transport. As pensioners grow older, other people may do their shopping for
them; social visits are made to them rather than by them, and where dIfficulty
in walking becomes acute they move into or share a home with a friend or one
of their children, or into a home for old people. It would appear that to some
extent the non-car-owner matches his life style to his mobility whereas the car
owner can adjust his life style to take advantage of his greater mobility.
The findings on personal mobility revealed three anomalies . First, rising carownership and use, which benefits many adults by providing wider access to
jobs and leisure activities, increasingly limits the independent lives of children
outside the home and requires parents to travel more for their children's sake.
Secondly, pensioners who would most benefit from using a car in view of their
relatively low physical ability, are the least likely to have access to one: as
noted earlier, both their low income and, with advancing years, their inability
to drive, preclude this. However, this disadvantage is not adequately
compensated for by their use of buses because the same difficulties they
experience in walking affect even more their ability to use buses. The third
anomaly is then that as a result they do walk to most destinations and the
greater their difficulty in doing so, the higher is the proportion of their total
trips on foot.

Accessibility
In addition to examining the relationships between travel patterns and
personal mobility, as summarised above, the surveys also examined the
accessibility characteristics of different areas. The location, scale and
population catchment of facilities, and the density of residential
accommodation are clearly factors over which planners have some control.
The findings of the surveys reveal that these factors influence accessibility and,
as a consequence, travel patterns.
While there are no comparable data for other parts of the country, and thus
judgement must be made without generally accepted guidelines, the surveys
indicate that most people enjoy a high level of access to many of the basic
facilities used in their daily lives, in spite of variations among areas: a bus stop,
some shops and a post office are within a five-minute walk, and a primary
school and a playground within a ten-minute walk, of the majority of
households in the OMA. Parks and larger shopping areas , particularly in town
centres, are less accessible in view of the larger populations that they serve.
Travel patterns reflect the varying accessibility of facilities, and this is
particularly apparent in relation to the proportion of trips made on foot. As
might have been expected, the more local the facility, the more likely it is that
people walk to it. While this may appear obvious, the surveys showed the
strength of this link; for instance, where facilities were within rather than
161

beyond a ten-minute walk, the young mothers were three times as likely to
walk there. The findings also revealed that the frequency with which many
discretionary trips are made is closely allied to proximity, and this relationship
was seen in the greater use of local parks and playgrounds, and in the
pensioners being more likely to visit and be visited by friends and relatives
living nearby. Distance is obviously a deterrent to travel because of the time
and cost involved; it is particularly so for people without the use of a car as
longer distances necessitate the use of public transport, which, as noted earlier,
is the least attractive travel method.
Local facilities and easily accessible friends and relatives result in children
being more likely to be allowed to travel on their own; parents do not feel the
need to take their children as there is less likely to be a main road to cross on
the way. The benefits can be expressed in social terms-a' local' life is a more
independent one, both for children and their parents. For shoppers, too,
proximity has its benefits: shoppers often liked local shops because they were
able to talk to people they knew. But matching the limitations of walking
noted earlier are the limitations of proximity, for obviously the greater the
distance travelled the wider the choice that can be exercised in terms of the
number and scale of facilities: for instance, larger scale shopping areas offer
wider variety and cheaper goods.
The survey findings also illustrate the greater local access to smaller scale
facilities: clearly, a junior school serving 300 children entails a shorter average
journey than a secondary school for 1,000 children. Shorter journeys also
occur in areas of high density, because their supporting populations are more
tightly bound geographically. Thus accessibility is tied to density and scale: in
high density areas facilities are obviously closer together, though if catchment
populations are large or densities low, the spread of facilities rapidly exceeds
convenient walking distance: the surveys show that areas of high and medium
density have far more facilities within walking distance than low density and
sca ttered rural areas.
In addition, density is related to household car-ownership and even more so
to car availability. These are low in high density areas compared with medium
density areas and lower still compared with low density areas even when
variations in the household incomes of those living in the areas are taken into
account. As a result of the reinforcing effect of income, hardly any of the
mothers living in high density areas in the OMA have the optional use of a car,
in contrast to nearly half of those in low density areas.
Given that density is related both to local access and to car availability, it is
not surprising to find that car use is higher in the lower density areas, and in
the scattered rural areas. In these areas those with a car would appear to get
the best of both worlds in being able to enjoy more spacious surroundings
without at the same time experiencing the inconveniences of longer walks or
bus travel on the poorer services that are inevitably provided there. It has been
seen that teenagers are considered to be less well served than anyone in these
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areas and it is clear that they are indeed a particular group who suffer
disadvantage for they have less interest in using their large gardens and at the
same time do not have easy access to places they like to use in their leisure
time. A special cause for concern therefore is the trend for newer housing
being built at lower densities, for the survey found that people living in houses
built after 1960 have lower levels of access to public facilities. It is clear that
people without a car benefit more from higher density residential areas with
their better bus services, closer bus stops, and more local facilities.
Accessibility is reflected in other major geographical variables; distance
from the nearest town centre and position on the urban rural continuum. The
areas surveyed reveal wide variations in the number of local facilities and the
time it takes to reach them: people living close to town centres are generally the
most favourably placed, compared with those far away from a town centre or
living in rural areas. However, in terms of local facilities, rural areas surveyed
are no worse than suburban areas.
The relationship of these planning and geographical variables with mobility
is significant in terms of car availability and the quality of the bus service. For
instance, the surveys found that households with two cars and women holding
driving licences occur most often in areas of low density distant from town
centres, particularly so in scattered rural areas where half have the optional use
of a car. Also the bus service varies considerably with the population of the
built-up area: buses in the towns of over 50,000 people are twice as likely to
run on Sundays and four times as likely to operate at intervals of twenty
minutes or less, compared with those serving the villages. Moreover, with the
exception of the reliability of the service, the problems of bus travel are
generally greater in rural areas.
Variations in car availability and bus service levels are reflected in travel
patterns in the different areas: bus use for all types of journey is higher in large
towns where car availability is relatively low; it is highest in urban areas far
from a town centre where, in contrast to areas near the town centre, fewer
destinations can be reached on foot.
The accessibility factors described above are relevant to land use policy as
well as to transport policy and public transport management. The surveys
indicate that these factors tend to be cumulative, though their impact on travel
is very much a function of personal mobility: from a transport viewpoint those
without ready access to a car appear to be far better served in areas of higher
residential densities, closer to a town centre, with the facilities used in daily life
being within convenient walking distance. The travel of people without a car
becomes progressively less convenient the more the areas diverge from these
associated factors, for the greater the area's dependence on motorised travel
the more likely it is that journeys are constrained by people having to be
driven-by a bus driver or a car driver. Yet the former types of area are those
which, over time, are housing a declining proportion of the population with
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much new development taking a form closer to the other end of the
accessibility spectrum.
It is important to ensure that areas which have inadequate local facilities are
well served by public transport. However, just as the findings on personal
mobility revealed three anomalies, the findings on accessibility also revealed
one: those areas with fewer locally accessible facilities also tend to have poorer
bus services so that people without access to a car are doubly deprived.

Social and environmental consequences
It is clear that knowledge of both personal mobility and the accessibility
characteristics of an area is necessary to explain the ease or difficulty with
which people meet their daily travel needs. The survey findings have revealed
relationships between these factors which point to the appropriateness of each
travel method for different types of journey. This has implications for the
convenience of travel and for social well-being.
The surveys have shown that the journey to work is only one element in the
patchwork of daily journeys, that walking is a significant travel method for a
large part of daily travel and that there is a variety of planning factors
influencing accessibility. Yet the introduction showed that policy has not
recognised all the realities of travel, for certain types of journey and methods
of travel have featured only peripherally in the relevant processes of decision
making. This is tantamount to discriminating against them and against the
people associated with them.
Effectively this represents one of the major social costs of present planning
in that it interferes with the rights of individuals to exercise their freedom of
action. While the exercise of this freedom is an instinctive desire, and the
freedom afforded by the car undeniably accounts for its widespread
popularity, at the same time there has been a decline in the ability of certain
groups in society with low or no access to private vehicles to exercise their
freedoms. This is a social cost which represents an erosion of progress towards
equity.
The surveys have indicated that the growth of traffic can create conditions
in which children in particular sustain a loss of freedom or independence, as
parents increasingly feel obliged to impose restrictions on them. Indeed,
children have, in effect, to prove to their parents their abilities to cope with
traffic to obtain the parental licence to get about on their own; this is
comparable to their parents having to pass a driving test to go out on their own
in a car. The difference, however, is that the children's test has become
progressively more stringent, and this has resulted in a considerable
circumscription of their freedom as individuals, compared with the freedom
enjoyed by their parents and even more by their grandparents when they were
children.
It cannot be denied that today's children do benefit from increased
opportunities of travel if their parents have a car. This enables them to be
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taken to people and places otherwise inaccessible to them and can also result in
increased comfort and convenience on some of their day-to-day-travel.
Nevertheless, in some ways they can be seen to pay for this in terms of their
reduced independence.
It has been seen that, on average, parents will not allow their children to
cross main roads unaccompanied until they reach the age of eight, to travel by
bus until they are nine and to cycle on main roads until they are ten. Children's
inability adequately to perceive traffic danger is viewed as sufficient reason for
denying them this freedom. It is notable that children are obliged by law to go
to school but the law provides them with little protection on their way.
Moreover, one of the functions of the educational system is to develop
children's abilities to think and act independently, yet for several years they
are denied opportunities for developing complementary skills in coping with
the unexpected when getting around on their own. Indeed, the surveys suggest
that many of them are isolated from the activities that they can and would like
to do on their own because of parental restriction, for where parents were less
concerned about road safety, the children went out more and went out more
on their own. The residential street used to be the traditional play space and
social milieu for children which they could reach on their own and which
introduced them to a world beyond their family. Now some children are
confined to the home or have to be taken to a playground which rarely
provides the same freedom and unpredictability which are essential parts of
the process of informal learning.
Theoretically, older children are able to travel like adults once free of the
above constraints. The surveys show that teenagers have a greater interest in
getting around on their own or with their friends, and prefer to lead lives
independent of their parents. The consequence of this is that, in common with
adults who have no car of their own, they rely very much on walking, public
transport or in some cases, cycling. Teenage leisure interests are unlikely to be
local and therefore often entail the use of public transport, which the surveys
have shown is frequently inadequate, for instance, in its hours of service. (This
may well be a further factor to account for respondents in the personal
interview surveys rating their areas very unsatisfactory for teenagers.) And
even if both parents have cars, a teenager is not necessarily mobile-he can
hardly be taken to the cinema with his girl friend and later collected.
Many women also experience a certain loss of freedom, as a result of their
responsibilities for young children. It has been seen that about half of them
feel obliged to accompany their children to and from school and often also to
the playground, the children's friends and other leisure activities, the main
reason being the fear of road accidents. Indeed, parents are often admonished
for not accompanying their young children. Able-bodied adults accompanying
able-bodied children because of fear is one of the more disturbing and
wasteful by-products of the motorised society. It is particularly wasteful as
most of these journeys are duplicated since the children have to be taken and
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collected: accompaniment on the five school days each week thus entails ten
round trips-twenty if the child has lunch at home. A mother with two
children is cast into this tied and potentially unnecessary role for about eight
years of her life. Chaperoning on foot or chauffeuring by car appear to be an
added dimension of the function of bringing up children. But this unremitting
task is not just a time waster, for the 'chunks' of the day that are spent in this
way also reduce the options of many mothers for doing at least part-time work
and thereby of leading a less child-centred existence.
Additionally, the survey of young women, a large majority of whom live in
car-owning households, has shown that in comparison with their husbands not
many derive fully the compensating benefits of car ownership; though able to
be taken out during evenings or weekends, over two-thirds do not have
optional use of a car during the day-and car sharing between households is
very low.
Pensioners have been revealed as another substantial group of the
population whose freedom to get around conv~niently and safely is curtailed.
About a quarter of adult years are spent in retirement, and for many
pensioners these years are spent in comparative isolation as a result of the
death of their spouse-about one in four live on their own. The surveys show
that, even in the affluent OMA, most pensioners have never owned a car and
only about one in five holds a driving licence. Moreover, few of them have
access to a car and, other than the occasional drive, there is little evidence of
car use if they live in non-car-owning households. This low level of access to a
car is reflected in a greater dependency on walking and public transport, and
the survey recorded that the pensioners who have some difficulty in
walking-comprising one-third of those questioned-use buses less often and
make more of their trips on foot. Pensioners' vulnerability on journeys is
reflected in the published national statistics on road accidents which show that
the casualty rate of pensioners under the age of 80 is eight times that of young
adults, and for those over 80 it is twenty times higher. It may be that travel
difficulties compound the isolation of some pensioners, for half reported
making no visits to family or friends in an average week, and a quarter never
make any leisure visits.
The issue of equity is closely related to the maintenance of personal
freedom. It may be posited that one of the principal social goals of transport
planning should be to distribute as fairly as practicable both the 'benefits' of
safe and convenient access to people and places, and the 'costs' of motorised
traffic; the status quo should be changed only if such change improves the
conditions of those groups in society with the greater need. Clearly, social as
well as economic goals need to feature prominently in policy.
Since the Second World War, the growth of motorised travel has been
associated with a widening of the gap between those able to live in
surroundings fairly free from traffic nuisance and those exposed to its worst
effects. At the same time the increasing mobility of those with the optional use
166

of a car has been achieved by effectively reducing the mobility of those without
such use. Yet the groups without the optional use of a car are now and always
will be a majority of the popula tion-children, many mothers, and pensioners,
particularly those with difficulty in walking. All of them have been shown in
the surveys to be in need of safe and convenient access to the people and
places they want to get to, for they are largely dependent on walking (and
sometimes cycling) and on public transport-travel methods which have
steadily declined in quality, convenience and availability as car ownership and
use have risen. Paradoxically these travel methods impose the least social and
environmental costs on society. For these reasons one could have expected
government policies to favour them rather than to focus so extensively on
catering for the predicted rise in car ownership and use as if it were wholly
desirable because of its enrichment of the quality of life; as if the economic
objections of these policies should override all other objectives; or indeed, as if
it were in any case inevitable.
People using cars undoubtedly have to put up with some nuisance from their
own and neighbours' cars , yet they tend to live in lower density areas in which
this nuisance is diluted . Moreover, these areas do not attract concentrations of
activity but instead ' export' traffic to the central higher density areas with their
high density road networks and lower levels of household car-ownership.
The primacy given to cars in present land use and transport planning has
consequences other than those directly identifiable from the survey findings.
They are not the focus of this study, though they are widely discussed
elsewhere: 1 but reference must be made to them here, as policy decisions on
transport should not be made in isolation from them.
First among the social costs is the suffering associated with road accidents.
With a close degree of predictability, 6,500 to 7,500 people are killed and
nearly 100,000 seriously injured on the roads of Britain each year, and a car is
involved in the great majority o f these tragic incidents. In addition to the large
number of people whose lives are physically affected, a much larger number of
people are bereft or distressed and their mental welfare is thereby impaired.
Furthermore, the fear and danger of accidents is disturbing for all travellers,
results in greater accompaniment of young children and discourages cycling.
Secondly, there are costs imposed on future generations whose options are
being diminished by the consumption of finite resources: metal and minerals
for the manufacture of cars, sand and gravel for road construction and oil for
energy-resources to which posterity also should have claim. Furthermore, the
I
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need to conserve oil is all the more pressing in view of the long lead time
required for developing alternative non-polluting energy sources: otherwise
dependence on the currently most favoured alternative of nuclear power will
be increased, together with the attendant problems of disposing of residual
radio-active waste which cannot be rendered harmless except through its
natural degeneration over thousands of years. It thereby poses a continuing
hazard to countless future generations.
Thirdly, there are costs imposed on other public and private bodies: a
greater degree of self sufficiency in the home production of food is not
achieved by the loss to agriculture of fertile acres used for road building or for
new car-oriented and low density housing developments. Provision for
increasing car travel entails increasing investment in transport, for
construction, compensation for those injuriously affected, and so on; yet there
are perhaps more desirable claimants for these public funds, particularly in a
period of economic stringency. Government investment in the motor industry
exacerbates this problem, for this makes it more difficult to discourage car
ownership and this, in turn, leads to renewed pressures to spend more on
roads.
The increased public investment has not even reduced the cost of motorised
travel; indeed, it has generated more mileage by encouraging more journeys
and longer journeys. This has resulted not only from the take-up of wider
choice in travel but also from residential and industrial relocation: people have
found it convenient to live far from their place of work, and industry has
moved away from railheads, ports and waterways, responding to the freedom
and new opportunities that road transport has opened up.
Beneficial results have been achieved from the development of larger
facilities, in terms of economies of scale and the provision of better quality or
wider choice of services. Yet there have been adverse results too. Larger
hospitals and group medical practices require longer journeys to be made by
people at a time when they are particularly vulnerable.
In the retailing sector, larger supermarkets have had the effect of increasing
the distances that shoppers travel, and reducing the number who can walk to
do their shopping. In the more extreme instances the development of
superstores and hypermarkets on edge-of-town or out-of-town sites has
effectively excluded most shoppers without access to a car for not only are few
of these sites accessible on foot, but they are usually difficult to reach by
public transport and not easily integrated into a public transport network.
Schools have increased in size by about a quarter in the last ten years with
the effects of increasing the travel time, inconvenience and cost for many
schoolchildren. Moreover, the longer journeys increase the likelihood of
traffic danger and, as has been seen, the need for parents to accompany young
children. And when larger schools involve lengthier journeys-perhaps by
special school coach-the children are less likely to be able to participate in
extra-curricular activities.
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Fourthly, there has been the decline in the quality of the environment with
the growth of traffic which is regarded as an intrusive nuisance by a rising
proportion of the population. Paradoxically, many of these people themselves
use cars and so contribute towards the nuisance. In many urban situations
traffic may intrude to the extent that it can alter behaviour and attitudes,
reduce efficiency at work and affect sleep; traffic can oblige people to keep
their windows closed, and to double glaze them if this can be afforded. There
are more adverse consequences, for wide roads and streams of motor vehicles
reduce the function of the street as a locus for s0cial interaction and break
community ties: walking with someone is not a very satisfying social activity
along heavily trafficked roads which hinder conversation. Indeed, many local
environments have been destroyed or split and communities scattered to make
way for road building or widening. The increasing separation of home,
work place and recreation, encouraged for instance by facilitating commuter
travel and zoning land uses, can threaten basic human needs of identity:
people are far less likely to be concerned about their local envIronment if they
spend much of their time outside it.
From the design viewpoint, urban motorways and road widening schemes
can rarely be claimed as improvements to the appearance of a town. Generally
the flow of traffic along them interrupts the urban form of linked views, while
the size of new roads and of road signs and lighting standards on them is out of
scale and visually intrusive.
Present planning does implicitly recognise some of these costs, but in a
piecemeal and palliative way. Compensation is paid to those exposed to excessive newly-created traffic noise; accident reduction is included as part of the
financial benefits of road building provision of environmental areas and
pedestrian precincts indicates official recognition of the nuisance that heavy
traffic causes. Unfortunately most of the less tangible social costs set out
above are omitted because they do not lend themselves to measurement or
amelioration in monetary terms.

Recommendations
It is clear then that some of the consequences of current land use and transport
planning policies are undesirable in many significant respects, suggesting that
a change of direction is needed. In order to transcend the selective nature of
these policies and to remedy the biassing effects of its techniques, as described
in the Introduction, proper regard should be given to all groups in the
population and all the travel methods they use. Likewise adequate
consideration should be extended to the local nature of much daily activity and
therefore to the relevance of proximity and non-motorised travel. The starting
point of new policies should be a recognition of the wide inequalities in the
mobility of individuals and in their accessibility to the destinations they wish to
reach, with greater attention paid to the social costs and conflicts of their
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travel patterns. These need to be incorporated into the process by which
contemporary planning decisions are made.
Public policy on transport has yet to reflect these realities and to accept that
it is not necessarily in the public interest to increase dependence on cars. It is
apparent that, if the need and incentive for motorised travel were lessened, the
social costs outlined earlier would be reduced and the needs of those with low
mobility be accounted for more equitably. While recognising that different
groups have different abilities to afford high levels of mobility and high
quality environments, it is surely an important function of planning not only
to moderate the effects of the decisions of one group on another, but also, as
far as possible, to narrow the gap between the groups.
Safe and convenient access needs to be seen as a basic right of the whole
population; this will require formulation of new policies to cater for those at
present at a disadvantage. Policies of investment in motorised travel may well
exacerbate their problems. The attainment of these objectives requires new
policies on land use and accessibility, as well as on transport itself, and also
requires legislative measures.
The rest of this section therefore sets out some of these policies and the
associated planning measures in the context of generally accepted planning
goals; it then looks briefly at the place for these policies within the planning
system and at some of the implications for other areas of public policy.
There appear to be three basic goals of the planning system relevant to the
subject of this research: 1
Facilitating access to people and places
Providing for safe and convenient movement
Minimising the conflicts and social costs of travel
While these goals do currently feature either explicitly or implicitly in much
of strategic planning, the preceding analysis suggests that they have been
interpreted too narrowly. All three are in the realms of Structure Plans and
Transport Policies and Programmes-two processes closely linked within the
activities of county authorities.
Access to people and places is influenced in the planning process through the
spatial distributions emanating from the land use policies set out in Structure
Plans and Local Plans. These plans need to incorporate measurement of the
ways in which land use decisions affect people's activity and the availability of
the destinations they wish or need to reach. In order to further the goal of
facilitating access, land use policies should lead to the formulation of
guidelines and standards on densities, scale and location, which take full
account of the activities of all groups in the population.
Planners could determine the population catchment within easy access of
1
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facilities so as to enable people to lead less 'area extensive' lives if they wish. It
is clear that higher densities make it possible to provide facilities which are
easily accessible to more people because the area within which a supporting
population lives is thereby reduced. While it is justifiably argued that
households should be free to trade off low access against the benefits af low
density living, it should also be recognised that this trade-off is strongly
influenced by mobility and is therefore very biassed unless it reflects the wide
variation in mobility among different household members.
The size of the supporting population necessary for each facility is
important too because the provision of a larger scale facility increases the
radius of its catchment area. It is therefore necessary where practicable to
maintain and promote smaller scale facilities. In this context, consideration
can be given to the 'hierarchy' of facilities: these are either small scale,
numerous and local, or larger, few in number and far away. The hierarchy is
the main determinant of the travel method used, for facilities unavailable
locally necessitate car or bus travel, whereas those which are available locally
enable and encourage walking. There is almost universal agreement on the
need for a bus stop, playground, primary school, shop, public house and
doctor's surgery to be 'around the corner'; it is also preferable if a secondary
school, community centre, shopping precinct, library, health centre, park,
bank and church can be provided within walking distance. Other facilities
cannot be provided locally, either because of their large supporting
populations, because they occupy extensive areas of land or because of other
overriding administrati ve or economic considerations. It is then necessary to
facilitate access to them by motorised means.
The hierarchy is thus one of different types of facility, rather than different
levels of the same facility (though this can also occur). This means that all tiers
in the hierarchy, including small scale facilities, require consideration in the
country's strategic planning, for otherwise the provision of some facilities
could be overlooked. Additionally, if the provision of local facilities is not give
consideration in strategic planning, then essential facilities are likely to be
provided only at the large scale, and therefore be fewer in number, even
though small scale outlets would be more accessible. In this context, planners'
advice to public bodies is critical.
Land use planners can also influence accessibility through their decisions
affecting the location of facilities and through planning control over changing
uses of buildings. For instance, they can promote policies and individual
planning proposals to take advantage of public transport networks and to
ensure that natural barriers do not reduce access to facilities. They can also
influence whether multi-purpose journeys are made; close associations of preschool facilities, primary schools, shops and job can save travel time. These
associations may determine whether mothers of young children can have a job
outside the home .
While present planning can allocate land for certain uses, or prohibit land
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from being used for certain purposes, it does not have the statutory right to
ensure that specified development takes place. For this to occur, more positive
powers could be given to planning to encourage, stimulate and generate
private as well as public activity in the desired direction. Incentives as well as
advice and exhortation need to be available to local authority planning
departments in the same way as they are available to central government
departments who operate at the regional scale. In other words, economic
planning needs to be applied at the local as well as the national level. If local
authorities had greater flexibility in determining rateable values, they could
discriminate in favour of preferred developments. To what extent such
intervention is politically desirable must of course be carefully considered.
Access should be measured in terms not only of distance, however, but also
of the ease with which people can traverse distance: it is therefore interwoven
with the second goal of safe and convenient movement. This is controlled
through transport policies which are integral both to the planning system and
to Transport Policies and Programmes (TPPs). It is insufficient for transport
policies to be interpreted, as they often have been in the past, in terms of
motorised travel and peak hour or long distance movements. For to take full
account of the personal mobility of all groups in the population, the policies
should lead to the formulation of standards and the design of systems for
travel on foot, by cycle, on public transport and by car. This would also
correct the shortcoming of TPPs which focus mainly on motorised travel
because provision for this is expensive, and the first concern of the TPP is in
justifying a particular balance of investment of public funds. Walking is given
inadequate treatment which minimises its importance as a method of travel
and, as a consequence, people who are dependent on walking feature
minimally in the strategic thinking of transport planners.
The pedestrian environment cannot be considered in isolation from the
facilities to which walking provides access. This requires recognition of
walking as the main method of travel of the majority of the population and
not solely in the present limited context of precincts in central areas or
residential developments.
The surveys have shown that, because of age and infirmity, many people
have difficulty in walking: they may have to contend with the natural
elements-hills, bad weather and darkness. But it is often within the control of
transport planners and engineers to improve the conditions, convenience and
safety of journeys made on foot. Walking could be made more attractive for
both the fit and the infirm by making it easier to cross roads, improving the
width and condition of pavements, lowering kerb heights and minimising and
grading changes in level. Moreover, even though it is obvious, it is nonetheless
important to recognise that walking is more pleasant when there is less traffic.
And while landscaping along motorways is the well-met responsibility of the
transport authority, the amenity along pavements is not usually given the same
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consideration-indeed , pavements have increasingly become repositories for
the paraphernalia o f traffic management.
Perhaps the most importa nt way in which transport planners can fulfil their
responsibilities to pedestrians is by both establishing preferential pedestrian
rights at road intersections and by reducing traffic speeds. At intersections,
road surfaces could be merged into pavements and given distinctive markings
to establish pedestrian priority ; th is would have the effect of reminding drivers
that they are sharing a street which has functions other than providing routes
to their destinations. Measures for restricting speeds include the use of road
'humps' and ' rumble strips', and would of course make travel safer for vehicle
occupants as well as for pedestrians.
Policies on cycling could tak e account of the fact that cycle ownership,
particularly among younger people , is by no means as low as cycle use would
suggest. It is clear that the potential for this form of transport could be realised
if linked routes were established either free from traffic or shared with only
slow-moving motor traffic; in addition more attention could be given to
providing cycle parks. Such measu res would benefit present cycle owners and
also encourage other people to p urchase and use them. Policies promoting
cycle use would allow its benefits to be more widely enjoyed, for it combines
much of the flexibility of the car , with higher average door-to-door speeds
than buses, and with cheapness. A lso if more adults used bicycles they would
become more associated in teenagers' minds with adult behaviour, and so
encourage cycling by the more self-conscious teenagers.
An essential pre-requisite for ensuring that these measures are incorporated
into the planning process is to re-organise the staffing establishment of
planning authorities so that they include people with specific responsibilities
for the interests of pedestrians and cyclists. The posts created would not
merely reflect recognition of the existence of these travellers, but would be of a
status equivalent to the existing posts which are concerned with the overall
development of the road network a nd provision for motorised movement.
An integral part of the above approach to walking and cycling is the
development and implementation of standards of safety, convenience and
amenity : likewise there is the need for the development of standards for public
transport services- which at present vary widely-for public transport is the
travel method upon which all those without the optional use of a car may have
to depend to reach facili ties not available locally. These standards would
provide guidelines for public transport operators and could be used to justify
the allocation of investm ent proposed in TPPs. The standards could take
account of the varying limita tions and needs of the users. Similarly, in
planning networks and routes, public transport operators could take account
of the location of places that people want to visit. These places can be made
more accessible if the network has branches passing through all parts of a town
and if care is taken with the siting of bus stops and timetabling at interchange
points.
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The effectiveness of the public transport system is also affected by tariffs.
Although fares may not be a major influence on public transport use, they are
significant for people on low incomes. Fares concessions make a difference to
the extent of pensioners' bus travel and it may be expected that high fares
restrict bus use for family outings and for schoolchildren's bus travel,
particularly that of older ones who have to pay full fares at present.
Traffic management now gives priority to public transport in certain
circumstances, yet this provides only limited control over the running of the
service as a whole. If public transport is to run as smoothly and efficiently as
possible, then there is a need not only to provide stretches of bus lane but to
have control of bus operations along the whole route, by allocating road space
where necessary, providing bus-activated traffic-lights and giving exemption
from the restricted turnings and circuitous routeing imposed on other traffic.
Of course land use planning policies are also relevant to public transport:
these policies should recognise the corridor characteristics of public transport
and the fact that it operates more effectively where the supporting population
is within easy walking distance of bus stops-and thus in areas of higher
residential density, and where public and commercial facilities are located
along its routes.
There remains the need to develop an approach to car use to complement the
approaches to walking, cycling and public transport. To do so, it is necessary
for policies to reflect more fully than at present the social costs of car travel
outlined earlier, and the limited availability of cars to the majority of the
population, which is the most important social aspect of car use revealed in the
surveys. This is not to suggest that the car should be restricted unnecessarily,
but rather that when it is used, it should be done so considerately and when
other more socially desirable modes are inappropriate. Car use should be
curtailed, however, when the social cost to the community is too high
compared with the benefits conferred on its users.
Measures resulting from this approach would include most of the traffic
management and planning measures already mentioned for promoting
walking, cycling and public transport, for these would also reduce the
incentive to travel by car. However, where social costs of car use are incurred
and the promotional measures are not effective enough, discriminatory
measures which increase the costs of travel (such as supplementary licensing)
or prohibitory measures (such as parking control) could be employed with as
much effect as was necessary to achieve desired results.
Policies aimed at reducing dependence on motorised travel are also
appropriate to the third, transport-associated, planning goal-that of
minimising the conflicts and social costs of travel. Even though it is not
couched precisely in these terms, this goal is implicit in planning statements
referring to the quality of the environment, road safety, diminished pollution
and efficient public transport operations. In view of the costs and conflicts
referred to earlier in this chapter, it is clear that the attainment of this goal
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requires policies and measures which reduce the risk of death or disablement
from road accidents, which free children-and their parents-of the need for
accompanied travel, which improve the quality of the environment, and which
redistribute travel opportunity more equitably among the population. The
land use and transport planning measures outlined above are consistent with
these aims. Other necessary planning measures include evaluative techniques
which take account of the social and other costs of traffic generation and of
their effects on the accessibility of all groups in the population.
All the realities of transport can be acknowledged in interpreting these three
basic planning goals, and it is clear that to do so would involve policies which
lessened the need and incentive for motorised travel. Furthermore, the
implementation of such policies would enable people to meet their daily travel
needs on foot far more than at present. In view of the limited availability of
cars and the largely unavoidable deterrents to bus use, this appears to be a
further justifiable aim of strategic planning policy-at which level of planning
there is a statutory duty to justify policies and proposals. It is necessary to
isolate this aim as a strategic issue for inclusion at the broad policy level of
Structure Plans as well as seeing it as a subject for detailed proposals-all too
often it is included solely at the level of local area plans.
The feasibility of including provision for walking as a strategic issue in
Structure Plans can be more readily seen by separating the two planning roles
of county authorities. In the first of these roles the county is a strategist; in the
second, it is responsible for implementing some elements of the strategy
through detailed planning exercises. To date, these roles have not always been
distinguished individually, yet it is necessary to do so in order that in its
strategic role, the county may set out the need for movement networks for all
travel methods, the priorities given to each method, the broad policies for their
provision and the integration of these with broad land use policies. In
implementing the policies which relate to the large scale networks-for
highways and public transport-the county is fulfilling its secondary planning
role: this should be viewed through the medium of a project plan, in the same
way that district planning authorities at present take responsibility for
implementing policies on the pedestrian network in local area plans.
It is sometimes argued that walking already features in Structure Plans. But
where this is so it is usually only by way of designation of a limited number of
pedestrian precincts or in consideration of crucial road crossings. Yet
pedestrian precincts are mainly in major shopping areas and are the only
pedestrian facility seen as significant because their consumption of land is
concentrated rather than diffused-as the pavement area of a whole town is
diffused. Similarly, the crucial crossing points are located on the primary
highway network, where provision for pedestrians is included as a
consequence of the development of that network rather than as part of a total
pedestrian network.
The same limited view of pedestrian activity is found in TPPs, no doubt
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because the guidance given by central government to county authorities
subsumes the latter's powers on the provision of pedestrian facilities under the
heading 'highways'. Yet both land use and transport planning have scope for
policies which consider walking comprehensively, as a major travel method.
Policies were outlined earlier which would lead to a safe and convenient
movement system for pedestrians, integrated with land uses. By the same
token these policies would lessen the need and incentive for motorised travel.
It is possible to include such policies within the framework of the present
system and at various stages in this. The question remains as to whether the
system can cope with the changes caused by such policies and the resulting
changes in travel. It is sometimes argued that this would be impracticable as it
would involve large scale alteration in patterns of travel. Yet it is clear that the
day-to-day development and implementation of past policies have determined
present patterns; moreover, land use and transport planning make an on-going
and long term contribution to altering travel patterns, as changes in the urban
fabric and its movement system occur at a slow rate. So it is likely that
desirable change can be brought about in a non-disruptive way by the slow
incremental process over which planners exert such a strong influence.
The furtherance of the land use and transport policies outlined above has
implications for other spheres of decision making, both public and private.
Supporting measures can stem from the locational policies of various
bodies-education, health and retailing facilities have already been
mentioned. Legislative and fiscal measures are also pertinent: the pedestrian
environment can be enhanced by the stricter enforcement of existing laws by
the police, more stringent legislation on engine noise emission and vehicle
exhaust pollution by Government, and the imposition of stiffer penalties for
traffic offences. Measures to minimise the risk of road accidents could include
a more comprehensive driving test and far lower speed limits in situations
where pedestrians and cyclists are otherwise at risk from fast moving traffic.
Changes in the attitude of the Exchequer towards the ownership and use of
company cars could dissuade people from developing a life-style which
becomes car dependent, for the policy on company cars serves at present to
encourage higher levels of car ownership and use (in addition to entailing a loss
of public revenue). Raising the cost of private motorised travel, for instance by
increasing the duty on petrol and parking fees, could influence travel patterns
and locational decisions. This would reduce motorised mileage while not
necessarily increasing a household's expenditure.
The public could be made more aware of the social costs of car travel, as
each journey makes life marginally worse for people living along the route
taken-and therefore the longer the journey, the greater is the aggregate loss
of amenity. If awareness were heightened, a variety of measures could be more
easily introduced to reflect these costs with greater accuracy: the road tax
could be transferred to a further petrol tax; work places could be broadly rated
according to the traffic they generate; more use could be made of
176

telecommunications to save some travel, as in the case of shopping and social
visits. Delivery services could be promoted to reduce the need for each
household to fetch all its own goods-this would also benefit those who find it
difficult to carry their shopping.
It is perhaps at the personal level that the most substantial contributions
could be made to minimising dependence on motorised transport. Most of the
traffic management and land use planning measures for promoting walking,
cycling and public transport outlined above will lessen the incentive to travel
by car, and thereby the car will feature as an essential commodity for fewer
journeys. Moreover, there will be less aspiration for households to own more
than one car.
In the same way that there should be greater awareness of the public costs of
car travel, there is a need for a greater appreciation of its private costs to
balance its more widely appreciated benefits. For instance, there could be a
better understanding of how much time a person has to work to pay for a car,
an advantage of which is supposedly to save time. Moreover, greater account
could be taken of the evidence which shows that, far from spending less time
travelling, car ownership may result in more time being spent: it opens up a
wider choice of destination and activity and encourages longer journeys to be
made.
Family decisions about the location of home or workplace could be taken
with more consideration given to their implications for travel time, travel cost,
car ownership and children's travel. While most people's travel patterns for
school, work, shopping and leisure are influenced by their prevailing
accessibility, there are many occasions in a lifetime when change can be made:
each person goes to at least two different schools, every year about one in ten
families moves to another home, two in ten adults change their jobs and threequarters of a million young people seek work after completing their full-time
education. If on each of these occasions greater consideration were given to
the travel implications of their decisions, then the need and incentive for
motorised travel could be dramatically altered.
Transport policies must be based on principles which are as explicit as those
in the fields of housing, education and welfare. I f more socially conscious
attitudes are to be adopted, then those responsible for planning and
implementing policies need a greater awareness of the realities of personal
t!"avel which have been the subject of this research. Without such
understanding it seems impossible to determine what significance to attach to
the criteria of efficiency, cost effectiveness, energy needs or environmental
improvement, currently used to evaluate transport proposals. The exclusion of
specific social goals from the evaluation process renders much of recent
transport and planning practices dubious.
There are indications that decision-makers in Government are becoming
aware of the need for changes in its policies, although radical change is
difficult for a variety of reasons. Government is faced with pressures from the
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lobbies of motorists' organisations, transport workers' unions, motor
manufacturers and road construction industries; it derives substantial revenues
from taxing both vehicle purchase and use, and it now has considerable
investment of manpower and public expenditure in the motor industry. Even if
aware that travel and social costs may result from the scaling up of facilities,
Government cannot easily discount the fact that economic benefits may accrue
to supplier and user; it is also understandably reluctant to infringe on the
freedom of car users and to reduce the undeniable benefits which the car
confers on much of the population. Moreover, radical change in any context is
difficult because it requires changes of attitude and because it interrupts the
momentum created by the pursuit of particular policies over a long period of
time.
In the light of these observations it would appear to be in the public interest
to allow society's dependence on the car to increase. However, such an
objective places in jeopardy the considerable social benefits of reducing this
dependence-a fairer sharing out of the freedom to get around conveniently
and safely, more people alive and well to share this freedom, a life style less
wasteful of land and other natural resources, and a better social and physical
environment. Here lies the central dilemma facing decision-makers aiming to
reconcile planning policy with transport's realities.
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Appendix I
Five Area Survey:
Survey Method and Response
The fi ve areas incl uded four urban local authority wards (in a small town, a
new town, a city suburb and an inner city borough) and one rural authority
parish; within each area, surveys were conducted among adults, teenagers and
junior schoolchildren. The surveys were designed and administered from PEP
in September 1971.

Survey Method
A pilot survey established that it was impracticable to obtain information on
the travel patterns of all household members, and so the initial sample units
for each area consisted of one adult per household. Selection was by means of
systematic random samples from the electoral registers, chosen to give 600
electors for each of the urban wards; the total number of households in the
parish was less than 600 and so only 250 electors were chosen (the much larger
sampling fraction and the anticipated higher response counters any bias arising
from the smaller sample size). In no area was there any duplication within a
household.
The adult survey provided the basis for the second-stage selection of
teenagers. Instructions and questionnaires were enclosed with each adult
questionnaire to ensure random selection of up to two teenagers where present
in adult respondents' households. It was calculated that this method would
give a response from about 100 teenagers in each area.
The questionnaires were posted to respondents and collected, two to four
days later, by P EP staff aided by groups of voluntary workers from local
organisations in each area. Up to three calls were made to each address.
Volunteers were asked to note reasons for non-response and whether the
people involved were in households containing teenagers and / or cars. The
survey was publicised on local radio stations and in local newspapers.
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A totally different survey method was used with the junior schoolchildren.
The pilot survey confirmed that some young children have difficulty in
reading, recall, comprehension and concentration. Simplified questionnaires,
using graphics, were therefore designed, and limited information sought if it
relied on memory. The children were given questionnaires at school, the
children themselves filling in or ticking the appropriate replies. Schools were
chosen which were central to each survey area ensuring that almost all
respondents lived within them. Four classes in each school took part in the
survey, corresponding to the four school-year groups.
PEP staff explained the questionnaire to the children, using a blackboard to
illustrate the method of completion.

Response
The non-response of the adult and teenager surveys is shown in Table Al.l.
The rather high proportion of 'moved/died' resulted from the surveys being
carried out almost a year after the electoral registers were compiled.
Table All

Five area survey: sample size and response: adults and
teenagers

Initial adult sample
moved/died
away
Potential response

100%)

village

small
town

new
town

city
suburb

inner
London

all
areas

247
21
28

611
70
45

596
67
37

608

598
88
50

2660
304
192

198

492

460

346

2164
1255

58

32

Adult response no:

156

496
279

%:

79
32

56

70

518
282
55

103

140

89

44

408

104

90
2

138

496

6

3

54

32

115
3
49
162

141

228

207

12
115
770

30

126

95

177

178

606

12

52

83
94
66

81

294

43

9
4

27
30

97
39

312

10

66
60
69

(=

Teenager forms completed
Non-response:
moved / away / died
demolished/ not traced
non-contact
refusals
(of whom, refused at
door)

49

o

9

1

o

192
42

58

l

Refusals :
men
women
car in household
no car in household
teenager(s) in household
no teenager in household
I

18

17

60

37
16
24
33

77
39
96

68

24
97

221

197
121
303

Includes respondents who refused on doorstep, but excludes those who said they would post
completed questionnaire and did not do so, and those who returned a blank form .
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AppendixII
Five Area Survey:
Characteristics of Respondents
and their Households
Adults' survey
In choosing the survey areas, an attempt was made to reduce the effects of
demographic variations by selecting four wards and a parish which were
internally varied, in social structure, income, age and household type. Table
A2.1 shows these characteristics for the five areas.

Teenagers'survey
Response from teenagers (aged 13-18) was obtained from between one- and
two-fifths of the adults' households: it was highest in the new and small towns
and lowest in the village. One teenager's questionnaire was returned from each
of 242 households and two were returned from each of 86 households,
totalling 414. Table AII.2 shows the respondents' personal characteristics: as
in the adult survey, the new town has the youngest hrmseholds, followed by the
city suburb, small town, and inner London, leaving the village with the 'oldest'
teenager population.

Junior schoolchildren's survey
Over 600 children (aged 7-11) took part in the survey, ranging from 110 in the
inner London area school, to 140 in the new town school. Girls outnumbered
boys slightly though both were distributed fairly evenly by area and age. Most
of the children (95 per cent) had brothers and sisters. (It is probable that the
survey included more than one member of some families.)
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Table All 1

Five area survey : adults and their households

Adult respondents:
Sex
man
woman
Age
under 30
30 to 59
60 or more
Employed
full -time
part -time
no
OccupatIOn
professional / managerial / technical
intermediate wh ite collar
cle rlcal / sales
other white collar
skilled manual
semi and unskilled manual
indeterminate manual
housewife
retired unemployed
Adults ' households:
No . of people
one
two
three
four
fiveor more
No . of adults
one
two
three or more
No . of children
none
one
two
three or more
Age youngest child
under five
five to ten
eleven and over
no children
Head of household occupatIOn
professional / managerial / technical
Intermediate white collar
clerical / sales
other wh ite collar
skilled manual
semi or unskilled manual
Indeterminate manual
housewife
retired / unemployed
Income per week
under£15
£15 £24
£25£34
£35 and over
n (respondents)'
n's vary slightly for each question OWInI
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(D

village

small
town

new
town

city
suburb

inner
London

%

%

%

%

%

43
57

54
46

48
52

49
51

47

20
45
35

13
64
22

25
65
10

20
62
19

21

38
13
49

56
12
32

54
17
29

55
14
31

54
12
34

1
7
6
1
14
15
2
32
21

7
15
18
5
10
12
1
19
11

1
11
16
1
17
21
3
23
7

7
13
2
11
34
3
19
12

3
9
20
1
11
21
2
20
14

17
25
23
19
17

8
24
22
28
18

3
16
23
32
26

21
20
26
23

18
61
21

9
55
36

5
71
23

13
62
25

35

55
17
14
14

49
20
22
9

29
22
28
21

39
21
22
18

56
17
17
9

20
13
11
55

13
18
15
49

27
23
20
29

24
23
13
39

12
15
14
56

2
13
4
2
29
20
3
3
24

11
22
12
8
20
12
1
4
11

1
16
6
2
32
27
6
2
7

11
8
9
3
17
42
6
3
12

5
11
10
2
21
30
3
1
17

29
33
20
18

12
24
23
41

9
23
37

26

38
22

30

12

20
28
30
22

163

285

355

388

196

va'ied small percentages of non-response .

10

53
21

58

12
25
22
19
23
12

53

Table All 2

Five area survey: teenagers
village

small
town

new
town

city
suburb

inner
London

%

%

%

%

%

45
55

50
50

49
51

54
46

53
47

23
35
42

34
35
31

44
38
18

36
27
36

27
33
40

58
39
3

70
27
3

70
25
5

49

59

42
9

41
0

31

107

141

89

46

Sex
boy
girl

Age
13 to 14 years
15 to 16 years
17 to 18 years

Occupation
at school
atwork
at school and work
n (respondents)

Table All 3

Five area survey: junior schoolchildren
village

small
town

new
town

city
suburb

inner
London

%

%

%

%

%

47
53

44
56

43
57

48
52

45
55

27
24
28
22
116

18
23
25

8
33
20
39
137

15
32
22
31

22
33
26
19

141

110

Sex
boy
girl

Age
7 years
8 years
9 years
10/ 11 yea rs
n (respondents)

34

126
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Appendix III
Outer Metropolitan Area Postal Survey:
Survey Method and Response
Survey Method
The sampling and survey were carried out by a market research agency, in
consultation with PEP, in 1972. The aim was two-fold: to provide sampling
frames of pensioners and of women with young children to be used in the
second stage of the Outer Metropolitan Area (OMA) study; and to provide
extensive information about mobility and accessibility in the OMA.
A two-stage sample design was used involving the random selection of
24,000 electors. At the first stage, 200 polling districts were selected from a
sampling frame stratified by County, area type and a social class index. The
second stage required the random selection of 120 electors from within each
polling district.
The postal survey was conducted in three stages: the initial mail-out and two
reminders.

Response
The cumulative response rates after each stage were:
productive

After 1st stage
After 2nd stage
After 3rd stage

%
33.7
51.3
63.8

nonproductive

%
6.8
8.9
12.5

total

%
40.5
60.2
76.3

The 'known' non-response was 12.5 per cent, while no reply was received
from 5,680 electors (23.7 per cent). A breakdown of non-response rates is
shown in Table AIlI.l.
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Table Alii 1 Outer Metropolitan Area: postal survey

Total names selected from the electoral register
Less
G.P.O. returns (not marked)
G.P.O. (Gone Away)
Refusals
Deceased
No reply received after three stages
Rejected at editing stage
Total non-response
Total productive interviews

number

%

24,000

100.0

1,122
830
842

3.4

140

5,671
76
8,681

15,319

4.7
3.5
0.6
23.7
0.3
36.2
63.8
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AppendixIV
Outer Metropolitan Area Postal Survey:
Characteristics of Respondents
and their Households
Respondents
Table AIV.1 shows the even distribution of respondents by age and sex and
tabulates similar data for the whole OMA from the 1971 Census. The two
distributions are similar, though the youngest groups are slightly underrepresented in the survey; perhaps they are the people most likely to be living
away from home or to have recently moved on marriage and are thus not
shown at the correct address on the sampling frame. 1
Table AIV 1 Age and sex of respondents and OMA Census population
age group

Survey
respondents %
OMA Census
population %
n = 15313

65 and
over

total

35

15

100

33

15

100

men women

17-24

25-34

35-44

45-64

48

52

12

17

19

48

52

14
19
n = 14986

18

Notes: Source : Census 1971 . GB. Advance Ana/ysis. HMSO 1972.
Census proportions by sex have been calculated on the OMA population in private households,
aged 15 and over.
Census proportions by age have been calculated on the OMA population in private and nonprivate households, aged 17 and over .

Just over half of the respondents are heads of household, about one in five
of whom are women. Another 40 per cent of respondents classed themselves as
1

Register of Electors .
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housewives. The remaining 13 per cent of respondents are adult children living
with parents, elderly parents living with married or unmarried children,
lodgers, siblings and.other relatives of the head of household and so on: they
are fairly equally divided between men and women.

Households
The 15,313 respondents live in households containing a total of about 50,000
people. Details of household size and composition were obtained from 14,491
of the respondents, (five per cent non response). The mean household size is
3.3 for the survey comparing with 2.8 for the whole OMA, reflecting the
survey's relatively low proportion of single person households.
TableAIV2 Household size in survey and OMA Census
number of people in household
five or
one two three four more total

This survey %
OMA Census %

6
13

29
28

18
14

25
18

25
26

100
100

n
(households)

number
of people

14,491
1,892,371

47,838
5,293,195

This low proportion of single person households in turn is partly due to the
sampling method: electors and not addresses were selected from the sampling
frame, and thus the probability of inclusion of single elector households was
less than that for households with more than one elector. And although \lome
single elector households in the OMA are one-parent families, most of them
consist of just one adult and no children. Table AIV.3 illustrates the similarity
in ages between all the people in households surveyed and people in the OMA
Census households.
l
Table AIV 3 Age groups in survey and OMA Census households

0-4

People in
survey
households %
People in
OMA Census
households %
I

18and
5-9 10-14 15-17 over

total

number of
people in
households

households
including
pensioner(s)

7

8

8

5

72

100

47,838

26%

8

9

8

4

71

100

5,307,160

not
available

This data provided sampling frames of:
(a) households containing pensioners, and
(b) households containing young children, for use in the personal interview surveys.
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The data on household composition are summarised in Table AIV.4.
Table AIV 4 Types of household composition

One adult, no children
Two or more adults, no children
Adult(s) with children:
to 4 years only
to 4 years and older
5 to 9 years only
5 to 9 years and older
10 to 17 years only

o
o

Total
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% of all
households

number of
households

7
46
47

17

962
6660
6801
1230
1221
721
1162
2467

100

14,423

9
9

5
8

Appendix V
Outer Metropolitan Area Interview
Surveys (Pensioners and Young
Women with Children):
Survey Method and Response
The surveys took the form of personal interviews with pensioners and with
mothers of young children living in the Outer Metropolitan Area, using
questions provided by PEP, but with sampling and fieldwork carried out by a
market research agency.

Survey Method
The interviews were conducted in 38 of the 200 polling districts used for the
earlier postal survey (see Appendix Ill). In each of these 38 districts, 24
addresses were drawn from the list of informants who had completed a postal
questionnaire. Where possible these addresses consisted of 12 addresses where
a mother with at least one child aged 0-10 years had been reported in the
household, and 12 where a man 65 years or over or a woman 60 years or over
had been reported. In a number of districts, however, there had not been 12
pensioner or mother informants in the previous survey, and in these cases the
deficiency was made up by drawing slightly more mothers / pensioners in
another area. The selection method used was systematic random sampling,
that is a fixed sampling interval applied to a random start. The sample yielded
798 eligible addresses.
Interviewers were required to make a minimum of three ineffective calls at
each address before being able to classify it as unproductive. Interviewers
carried credentials supplied by the Department of the Environment. A total of
673 interviews were achieved (357 among mothers and 316 among the
pensioners) representing a response rate of 84 per cent. The full response
breakdown is shown in Table AV.l .
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Table AV 1

Interview surveys: response

Addresses issued
Deadwood
not located
premises empty / demolished
sick permanently
informant moved
informant dead
no mother / pensioner
Eligible households
Interviews achieved
Non response:
refused / busy
no reply
out after three calls
away
I

young
women

pensioners

no.

no.

466

446
57

57
2
7
1
13
0

4

8
6
16
5
18

34
no.

%

409

357

100
87

18
8
20
6

2

34
22

5

12
5

4

1

no.

389
316 1

%

100
81
9

6
3
1

This includes nine interviews where a shortened version of the questionnaire was used, due to
informants being housebound.

The interviews took between 45 minutes and an hour to administer. Some
sections of the pensioners' questionnaire were cut from the schedule if the
informant being interviewed was housebound.
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Appendix VI
Outer Metropolitan Area
Interview Surveys:
Characteristics of Respondents
and their Households
Ninety-seven per cent of 357 respondents in the young women's survey were
mothers with children aged ten and under, and three per cent were other
people (including two men) fulfilling a maternal role to young children. Eleven
of the 357 were single (including widowed, divorced) parents.
The average age of the respondents was 34: their age distribution is shown in
Table A VI.1.

Table AVI1 Age group of respondents: young women

%

under26

26-35

36-45

over 45

n

10

49

36

6

357

The average household size was 4.3 people, the great majority of households
consisting of a typical young 'nuclear' family.
The 316 pensioners interviewed (including the nine housebound pensioners)
had an average age of 73, and were slightly under-representative of younger
pensioners, as Table A VI.2 shows. This is partly explained by the fact that the
respondents were sampled from the respondent~ to the postal survey,
conducted some nine months earlier, who were asked to state whether there
was a pensioner in their household at that time. In each age group, women
outnumber the men, particularly among the sample over 80.
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TableAVI2 Age group of respondents: pensioners
60-65

OMA survey (PEP) %

16

1

OMA Census 1971 %

19

Survey men
Survey women

8
42

2

66-70

71-75

28

24

30
23
66

76-80

17

,

21

over
85

81-85

12

3,

¥

n

316

30
46
82

12
37

89
227

Includes eight men drawing pensions although they were below the age of 65.
Women only .

1

Twenty-eight per cent of the pensioners were men and 72 per cent women,
which compares with proportions of 31 and 69 per cent in the 1971 Census for
the OMA. About half were married-again similar to the Census proportion. 1
The average size of household was 2.1 people, and the average number of
pensioners l.5. The composition of households is shown in Table AVI.3
below; most of the pensioners living alone were women.

Table AVI 3 Pensioners' household composition .
Pensioner couple
Pensioner alone
Pensioner(s) with unmarried child (and other)
Pensioner(s) with married child and spouse
Pensioner(s) with married child and spouse
and grandchild(ren)
Pensioner(s) with other adult
Other
n

%
36
27
17

3
7
8
1
316

Table A VI.4 gives social and housing information for both groups of
respondents, emphasising the differences between them. It is noticeable that
few of the young families live in flats or maisonnettes and that they are likely
to live on new estates rather than to have integrated themselves into the older
housing areas: half the young women had lived in their neighbourhood for
under eight years while half the pensioners had done so for more than 20 years.

I
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OPCS, Census 1971, Great Britain: Advance Analysis, HMSO, 1972, Table 1, p.59.

Table AVI 4 Social and housing characteristics of young women and
pensioners

Annual income

Under 950
950-1449
1450-2249
Over 2249
Social group (Hoh)

AB

C1 , C2

DE

young women
total
Hoh household

3
25
43
25

pensioners
total
Hoh household

2
17
44
38

76
11
7
5

young women

60
17
14
9
pensioners

%

%

28
53
19

16
36
47

22
41
33
4

23
37
22
17

60
32
5

49
36
14

29
31
40

49
20

0
1
19
40
41

27
50
14
6
4

Accommodation

detached house / bunga low
semi-detached house /bungalow
terrace house
flat/ maisonnette
Tenure

owner-occupied
public rented
private rented
Age of dwelling

pre-1940
1940-1960
Since 1960
People in household

one

two
three
four
five or more

30

193

Appendix VII
Outer Metropolitan Area Interview Surveys:
Definitions of Area Characteristics
Four variables used in analysis in Chapter VIII were not obtained from the
personal interview questionnaires, but from other sources. The variables are
area size, residential density, distance from town centre, and access to shops.
AREA SIZE: the 38 polling districts were first identified as being in urban
or rural local authorities (pre-1972 Local Government Act). The urban
authorities were further subdivided into large and small according to the
population in the major built-up area and the status of their town centre rather
than local authority population; the relationship between these two is shown
below.
Table AV 11 1 Area size and local authority population
Area size
under 10

Large town
Small town
Village
1

o
1
9

1971 census population (OOOs)l
10-25
26-50
51-74
75 and
over

o
5
1

2
6

o

6

3

o

5

o
o

Parish population in rural areas.

DENSITY: there are no published figures of residential density for polling
districts (or of population, households or acreage) but estimates can be
obtained in various ways. Firstly, the gross population density of the ward or
parish containing the district could be used as a proxy for the polling district
density. Secondly, a finer estimate of the district's density could be arrived at
using maps and small scale unpublished Census data. The first method has
obvious pitfalls-the ward or parish may contain additional land uses and if
so, these would artificially reduce the residential density; and the ward or
parish could include a number of housing areas, each of varying density and
each being the nucleus of a separate polling district. The second method
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provides a more accurate estimate and was thus used in the study, although it
is subject to some error because Census areas are not completely contiguous
with polling districts, and polling districts themselves are likely to contain a
variety of housing types and densities.
The polling district densities were calculated in the following way:
a maps outlining each polling district were obtained, and the outlines
transferred to official maps showing enumeration districts for the 1971
Census.
b the residential area within each polling district was measured by
planimeter.
c
the number of households within the enumeration districts of each
polling district was obtained from the 1971 Census. Where a polling
district boundary cut across an enumeration district the Census data was
divided proportionately.
In six of the rural polling districts, the settlements were too small and
scattered to arrive at any realistic figures of residential density. These are the
scattered rural areas in Chapter VIII. The remaining four rural polling districts
contained large villages, for which the density was calculated using the
procedure described above. These and the densities of the urban polling
districts are shown below.
Table AVII 2

Polling district densities
households per acre

No. of polling districts

6 and under
(Iow density)

7t09
(medium density)

10 and over
(high density)

12

12

8

INDICES USING DATA FROM POSTAL SURVEY: information from
postal survey respondents was formed into indices showing the proportion of
respondents in each polling district! within a 20-minute walk of their nearest
town centre, and the proportion having shops within a five-minute walk. The
polling districts were then categorised according to the value of their index as
shown below.
Table AVII 3 Index of distance to town centre
No. of
polling
districts

7
15
16

near town
centre
varied
distance
far from
town centre

0-29 per cent of respondents to postal survey within a 20-minute walk
of centre
30-69 per cent of respondents to postal survey within a 20-minute
walk of centre
70-100 per cent of respondents to postal survey within a 20-minute
walk of centre

There were, on average, 77 postal respondents in each polling district.
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Table AV" 4 Index of local access to shops
No. of
polling
districts

3

low access

17

medium
access

18

high access
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0-39 per cent of respondents to postal survey have shops within a 5minute walk
40-69 per cent of respondents to postal survey have shops within a 5minute walk
70-100 per cent of respondents to postal survey have shops with a 5minute walk

