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Traffic without violence: The path to a vision
Helmut Holzapfel
This paper outlines the development of ‘Vision Zero’ 
in Sweden. It is a new approach to road safety; it starts 
from the viewpoint that one casualty – even an injury – 
is one too many. This, after all, is routine in industry 
and, indeed, it is the norm within some sectors of 
transport such as rail and aviation. The result of not 
adopting a similar zero tolerance attitude towards 
road transport is a situation where people have been 
terrorised off of the streets outside their homes, where 
children’s play is restricted and where the streets 
have become unsafe for pedestrians. This is wrong. It 
needs to be reversed, now.
Keywords
Crashes, road safety, zero accidents
Integration of cycling & Light Rapid Transit: 
Realising the potential
Hugh McClintock & Dave Morris
This paper discusses the results of a recent project on 
the integration of cycling and light rapid transit with 
particular reference to recent experience in the UK but 
drawing also on relevant lessons from other countries. 
It focuses on the safety implications for cyclists of LRT 
and LRT-related infrastructure, the advantages and 
disadvantages of existing and possible in-vehicle 
arrangements for bike access, and the requirements for 
cycle parking at LRT stops.
Keywords
Bike access, cycle parking, cycling, integration, light 
rapid transit, safety
‘Walk it, Bike it, Bus it’: Perceptions of active modes 
of transport
Genevieve Stone, Billie Giles-Corti, Sharon 
McBride & Beth Jackson
Despite knowing that regular physical activity is 
good for health, levels of physical activity in 
Australia and overseas have declined. Contemporary 
theoretical frameworks provide a more comprehensive 
approach to understanding human behaviour by 
integrating biological and psychological factors with 
wider social, cultural and environmental influences. 
This approach suggests a need to identify legislative, 
policy, planning and design infrastructure factors that 
can contribute to supportive social, natural and 
constructed environments to increase physical activity, 
especially incidentally for transport.
This study investigated perceptions of active and 
alternative forms of transport to the motor vehicle as 
one way of increasing incidental physical activity. 
The research was conducted in a regional city in the 
south-west of Western Australia, where the local 
government expressed interest in the findings to inform 
strategic transport planning. 
Modal transport choices were influenced by seven key 

factors: time, distance, purpose of trip, safety/security, 
social perceptions of transport and features within the 
natural and built environment. Travel by public 
transport was mostly influenced by individual factors: 
control, convenience and choice. Numerous individual, 
social and environmental barriers inhibit active modes 
of travel, especially by public transport. 
Many barriers are best addressed through an approach 
that seeks to create supportive environments for active 
transport through healthy public policy, supportive 
infrastructure and committed inter-sectoral 
partnerships, such as with health, transport, 
planning, environment and local government.
Keywords
Active transport; qualitative research, Western 
Australia
Tourism by the elderly in Europe
Aranta van den Broeke & Wim Korver
There is an increasing number of senior citizens in 
western Europe who are both time rich and income 
rich. They are using this increased leisure time for 
travel and holidays. Despite their possible need for a 
more personal service when on holiday, they do not 
wish to be pigeon-holed as ‘elderly’ or ‘old’. Tourism 
authorities in the Netherlands would do well to target 
this niche market as senior tourists tend to spend more 
when on holiday and they tend to holiday more often 
than other tourists.
Keywords
Leisure, the Netherlands, senior citizen, tourism, 
travel
Car Club Development: The Role of Local Champions
Julia Meaton & Christopher Low
This paper considers the importance of local 
champions for the successful initiation and 
development of car clubs. The parallels between car 
club champions and other environmental champions 
are explored and the roles such individuals have 
within companies and communities are investigated. 
The paper highlights how important it is for car club 
champions to be embedded within the community so 
that their role as ‘agents of change’ can be maximised. 
In order to achieve such change champions need to be 
able to tap into social capital and use and develop 
social networks within their community. Champions 
also need to be sensitive to the heterogeneous nature of 
many communities and should be ready to adjust their 
message according to their audience. This paper also 
considers the impact champions have on the 
characteristics of resulting car clubs and looks at their 
continuing role once a car club has been established. 
The policy implications of our findings are then 
explored.
Keywords
car clubs, local champions, social capital, rural car 
clubs
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The time has come to rid the world of deaths and 
injuries from road traffic crashes. Currently about 3000 
people die every day and the majority of these are 
poor, live in developing countries and are pedestrians 
or cyclists. The scale of this epidemic is unacceptably 
high and the public policy response is unacceptably 
limp. One notable exception is Sweden with its ‘Vision 
Zero’ policy. The Swedish government has adopted a 
national road safety strategy (Vision Zero) that is 
intended to reduce fatalities and serious injuries to zero 
by 2020.

There is a mass of academic research over more 
than 50 years that shows that many road crash deaths 
are the result of cars and lorries going too fast or the 
result of vehicles intruding into locations where they 
can do maximum damage (e.g. near schools). The world 
has come to accept the death penalty on this scale as a 
fair price to pay for the assumed advantages of rushing 
around in a metal box weighing one tonne in order to 
make contact with increasingly distant destinations 
that could so easily be engineered to be more local. We 
also accept obesity, and high levels of health 
damaging air pollution inside the car. This is not a 
good deal.

The advantages of a programme to eliminate 
deaths and injuries are many. They include:
• A fairer and more just society where relatively slow 

or physically disadvantaged individuals are not 
terrorised and removed from the streets by the anti-
social behaviour of speeding motorists;

• The removal of trauma, misery and tragedy from 
many of our communities especially when children 
are the victims;

• Richer and more socially inclusive communities;
• Better economic conditions as people shop and buy 

goods and services locally within a physical 
distance easily reached on foot and by bike;

• More people using feet and bikes to get around 
because of the improvement in safety and security;

• Reductions in greenhouse gases;
• Reductions in noise;
• Reductions in the costs of running hospitals and 

emergency services;
• Healthier children (they will be less obese and 

healthier adults as a result);
• Reductions in police time and costs, and time and 

costs associated with the courts as the habit of slow 
and very safe driving spreads; and

• Reductions in crime as streets fill with people and 
social interaction intensifies giving new life to 
sterile and abandoned areas.
It would be difficult to design a single programme 

that could bring more benefits. So why is it not being 
done?

Recent events in the UK give us some clues as to why 
such an obvious social benefit is being routinely 
discarded. The UK government has been supporting 
investment in speed cameras and these cameras have 
had a significant effect in reducing deaths and injuries. 
There has been a huge media backlash with 
newspapers and radio/TV journalists attacking the 
government for this infringement on human rights (i.e. 
the right to kill children) and for the fact that it 
raises revenues. The UK government shows signs of 
retreating on the issue such is the size of the backlash 
and the assumed political unpopularity. Government is 
reducing the scale of the penalties and has accepted 
that the cameras must be painted bright yellow so 
that motorists know where they are. Clearly it would 
be wrong to expose motorists to the risk of being found 
guilty of breaking the law.

Motorists are now being described as the underdog, 
the victims of a harsh legalistic regime and milch 
cows. The political debate is now polluted with 
overtones of not being seen to be to be anti-motorist, not 
being seen to pick on motorists and to accept that 
speeding and anti-social driving are only very minor 
idiosyncratic behavioural tendencies rather than the 
harbingers of death and destruction that they really 
are.

This is just another stage in the journey of the car. 
The car has remodelled our land use systems, it has 
removed large numbers of pedestrians and cyclists from 
the roads, it has damaged public transport, it has 
entered the psyche and status-ridden consciousness of 
citizens and now it is polluting and perverting the law. 
Henceforth citizens who do not drive, who walk and 
cycle and who worry about death from speeding cars 
will have no protection from the law, the courts and 
from parliament. We must be ‘nice’ to the car and we 
will be ‘nice’ to the car. Fundamental concepts of justice 
and social equity are now being destroyed by the car.

It is in this wider context of traffic and human 
society that Helmut Holzapfel’s article must be read. 
Professor Holzapfel takes his cue from the Swedish 
‘Vision Zero’ projects and establishes the case for the 
widest possible application of Vision Zero. We can 
achieve zero fatalities and serious injuries in road 
crashes. Our success or otherwise in doing so will mark 
a critical phase in the development of human society. 
The consequences of failure will be far worse than the 
death and misery that this perverse technology 
imposes on the world.

John Whitelegg

Editor

World Transport Policy & Practice
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Abstract

This paper outlines the development of ‘Vision 
Zero’ in Sweden. It is a new approach to road safety; it 
starts from the viewpoint that one casualty – even an 
injury – is one too many. This, after all, is routine in 
industry and, indeed, it is the norm within some sectors 
of transport such as rail and aviation. The result of not 
adopting a similar zero tolerance attitude towards 
road transport is a situation where people have been 
terrorised off of the streets outside their homes, where 
children’s play is restricted and where the streets 
have become unsafe for pedestrians. This is wrong. It 
needs to be reversed, now.

Keywords

Crashes, road safety, zero accidents

Introduction

In the mid-1990s when the Swedish physician 
Claes Tingvall received steadily growing public 
support for ‘Vision Zero’, the idea of reducing the 
number of deaths and serious injuries due to motorised 
traffic to zero, he was arguing as a physician. He could 
not see the sense of devoting enormous material 

resources to saving the life of a seriously ill patient 
while much less demanding measures in the field of 
traffic would effectively prevent death and serious 
injury from the outset. Moreover, it has long been 
accepted – and not just among health professionals – 
that it makes good sense to combat not only the 
consequences of undesirable developments, but also 
their causes: for example, when the state takes action 
to reduce smoking but does nothing to lower the high 
risk to life presented by traffic accidents, Dr Tingvall 
saw through the illogicality of existing public policy.

In October 1997, Tingvall finally achieved his aim: 
the Swedish Parliament adopted the traffic safety 
concept ‘Vision Zero’. Sweden is indeed pursuing the 
political objective of reducing to zero the number of 
deaths and serious injuries due to traffic by the year 
2020.

But isn’t this completely unrealistic? Well, there 
are many examples of how greatly improved and more 
effective analyses and conclusions drawn from 
accidents do in fact lead to considerable reductions: one 
needs only think of industry, where methods of 

Figure 1. Accidents in Germany, 2001
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Sources: Causes of death statistics, road traffic accident statistics, statistics of the statutory 
accident insurance agencies, BAuA (Federal Institute for Occupational Safety and Health) data set
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accident analysis and remedial action have created a 
situation in which the number of industrial accidents 
in Germany is far below the number of traffic accidents. 
The risk of death or serious injury due to automobiles is 
incomparably higher for children and adolescents 
than all other health risks put together. Eight hours’ 
work and production under sometimes very hazardous 
conditions (chemical industry, building trade) are 
therefore much safer than the period of just over one 
hour we spend every day as pedestrians, cyclists or in 
our cars in the traffic environment. Of the 780 deaths 
caused by industrial accidents reported in Germany in 
2001, 54.8% were in fact accidents involving traffic.

Another example is air travel. Contrary to the 
feelings of anxiety suffered by many people, air travel 
(which covers much greater distances and is 
theoretically and subjectively much more hazardous 
due to the higher speeds and other problems such as 
changing weather conditions) are in most cases much 
less dangerous than driving by car to and from the 
airport. There are good reasons for this: every air 
traffic accident is analysed in detail and action is then 
taken to combat the causes; every movement of the 
aircraft is monitored, evaluated and recorded, with 
all the details being analysed to generate valuable 
information, both routinely and following accidents. 
When an accident involving the Concorde (rightly) 
leads to a general review of the overall technical 
system by the supervisory authorities and effectively 
grounds the aircraft, I believe the time has also come 
to re-evaluate the state of the automotive system we 
call the ‘automobile’ in the context of accident 
prevention. The same death toll as resulted from the 
Concorde accident near Paris is racked up every 24 
hours by the rest of Europe’s traffic systems. The 
response to accidents in the other traffic systems, 
however, is much more casual, not to say irresponsible, 
than in the area of aviation.

Children’s freedom of movement restricted

In fact, many people express relief on hearing that 
at least the absolute mortality rate due to traffic 
accidents in Germany is falling every year. However, 
many processes interact to produce this situation, not 
all of them fortunate: thousands of ‘traffic victims’ 
who in previous times would have died are now saved 
by intensive medical care, but all too often (for 
example after severe brain injury) remain in an almost 
intolerable state of suffering for the rest of their lives. 
Accidents, in particular involving children, are also 
decreasing because they play less ‘outside’ with 
television or computer games substituting this 
experience. Many children are not allowed to play 
alone on the street any more because of their parents’ 
fears and have to spend their childhood years within 
the confines of their home or garden, thereby forgoing 
all independent development. Even going to school in 
the morning on their own (which parents in the UK are 
now demanding as a basic legal right), one of the 
child’s few remaining experiences of reality, is often 
supplanted by the seat-belted view from the rear of a 
car (after all, it’s so safe).

Fear of falling victim to a traffic accident on the 
road thus has a huge impact on our life, so why isn’t it 
causing more public concern? While a large group of 
victims at a single location (as for example in bus or 
rail accidents) will quickly attract the attention of the 
media and give rise to memorial services attended by 
prominent public figures, hardly anyone helps in the 
‘ordinary’ cases involving individuals, as for example 
last year in Kassel, when a little girl waited for the 
green light and crossed the road in the proper manner 
on the way to school, but in the same instant was 
crushed beneath the rear wheels of a heavy truck 
making a right turn, because the driver failed to notice 
the child.

Figure 2. 
The daily assault 
course faced by children
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Many traffic accidents, and this is the worst part, 
could be prevented relatively easily and with little 
effort. Hundreds of lives could be saved by 
• slightly altered traffic light phases (as in the case 

just described), 
• modified vehicle design (an additional wing mirror 

already developed and in use in Holland and also 
relevant for the case mentioned), 

• the implementation of sensible rules for larger 
restricted speed zones, 

• more elaborate securing of building sites, 
• improved education about the consequences of 

aggressive driving, and 
• increased monitoring of speed limits. 

But it usually takes forever until something gets 
done or, when it’s done, it is completely inadequate.

When I earned my doctoral degree more than 20 
years ago, scientists at the Technical University of 
Berlin had already produced a completely new design 
for the front of a vehicle and its hood, almost ready for 
industrial scale production, which would render 
accidents involving pedestrians much less serious. It 
took until the beginning of 2001 before a Japanese 
corporation finally marketed an automobile (Honda 
Civic) incorporating some of the features of this 
design. The reason for this late fulfilment: slightly in-
creased insurance premiums because of the somewhat 
higher repair costs (in case of accidents) which had 
deterred the automobile manufacturers from 
implementing the idea. If even a single airline 
passenger were to die, let’s say due to an incorrectly 

designed toilet window, all the windows would 
immediately be replaced as a matter of course and 
brought up to the latest technical standard.

Roadside ‘victims’ avoidable

The ‘Vision Zero’ objective could be a useful 
instrument towards adopting a more radical approach 
in the area of unsafe road traffic. Preconditions for 
achieving this objective would be ongoing survey 
programs, greatly improved analysis of accidents and 
continuous elimination of causes in the fields of vehicle 
engineering, traffic planning and legislation or even in 
the training offered by driving schools. The ‘Vision 
Zero’ objective also raises the debate concerning 
accidents into a completely new dimension: it finally 
becomes clear that these anonymous roadside ‘victims’ 
may not in fact be an inevitable concomitant of modern 
societies, but are actually avoidable.

The indirect effects of radically improving traffic 
safety would be immense: urban development would 
benefit enormously, children would be able to go out 
alone on the streets again and, for example, go 
shopping unaccompanied. The attractiveness of cities 
for families would increase again, and certainly none 
of us would miss fearing that something dreadful 
might have happened if a (youthful or elderly) 
member of the family is late returning home. The 
measures planned in Sweden, however, by no means 
constitute a farewell to the automobile. Naturally all 
resources of automotive technology (ranging from 
modern speed management to electronic warning 
devices indicating inappropriate behaviour) should be 

Figure 3. Pedestrian impact zones on car bonnets in accidents
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fully utilised, and strict compliance with limits, when 
necessary, should be guaranteed. Town planning, 
which ultimately will also benefit, will have to make 
its own contribution by delivering improved conditions 
for cyclists and pedestrians, and ‘traffic education’ as 
we know it so far would have to be thoroughly revised.

The Swedish town of Lidköping has produced the 
first local model program for ‘Vision Zero’. The 
planned measures sound rather low-key, but are 
different from what we have seen in the past: parents 
are involved to a much greater extent than before in 
their children’s traffic education; the implicit 
intention naturally is that the children will 
afterwards keep an eye on their parents and, if the 
parents drive too fast, draw their attention to the risks 
involved; parents, accordingly, will also come to 
realise the risks to which their behaviour is exposing 
their children. Local associations, community groups 
and the public are involved, materials are given a 
local identity, accident black spots are inspected 
together. The important thing is that all those 
involved learn why it is necessary to impose 
restrictions on oneself in some places with the aim of 
ultimately achieving much greater safety for 
everyone. Every accident which occurred in the past is 
analysed with scientific scrupulousness and the causes 
will be eliminated both at this and comparable 
locations (which effectively emulates the approach 
adopted in aircraft engineering). The initiative with 
the name ‘Vision Zero’ will thereby be transformed 
into a ‘Mission Possible’.

‘Vision Zero’ would by no means be an unrealistic 
objective in Germany: in the next few years, a range of 
measures already introduced, admittedly much too 
late, in the field of automotive engineering (e.g. 
airbag, side airbag, front underrun protection for 

trucks) will be more widely implemented in vehicle 
fleets, and the latest traffic planning concepts 
willgradually take effect; this will certainly reduce 
the number of deaths and serious injuries due to traffic. 
Even details in planning (such as the ‘priority right 
turn’ with light signal systems, often combined with 
incorrectly located pedestrian crossings) are doubtless 
responsible for several hundred deaths and serious 
injuries every year, and automotive technology offers 
considerable scope for action (from flexible hoods to 
improved side mirrors for trucks), as does – last but not 
least – traffic legislation which to date has not 
always fully taken account of the seriousness of the 
consequences for victims in the penalties it imposes.

‘The main design factor is the tolerance of the 
human’, in other words what humans can tolerate must 
be the principal criterion for a traffic system, insists 
Dr. Tingvall. This approach and its implications must 
be discussed by all those involved and can only be 
understood and supported if local communities, the 
state, industry and all the people involved adopt a 
concerted approach. Every contribution would be 
valuable. In Switzerland too, the government is 
currently working on a ‘Vision Zero’-type program 
which is giving rise to a lively and sometimes heated 
debate throughout the population.

It is now common to overstate somewhat the concept 
of innovation originated by the economist Joseph 
Schumpeter, and it is often forgotten how innovations 
actually come about. An initial impetus is required, an 
objective or a vision, which stimulates engineers, 
professors, industry and perhaps even politicians to 
examine and get to grips with a problem. Vision Zero is 
such an objective and I think that, in this area, the 
effort devoted to generating and implementing 
innovations will certainly yield major benefits.
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Abstract

This paper discusses the results of a recent project on 
the integration of cycling and light rapid transit with 
particular reference to recent experience in the UK but 
drawing also on relevant lessons from other countries. 
It focuses on the safety implications for cyclists of LRT 
and LRT-related infrastructure, the advantages and 
disadvantages of existing and possible in-vehicle 
arrangements for bike access, and the requirements for 
cycle parking at LRT stops.

Keywords

Bike access, cycle parking, cycling, integration, light 
rapid transit, safety

Introduction: the significance of integrating cycling 
with light rapid transit

Several cities in the UK are now planning to 
introduce light rapid transit systems, as increasingly 
common in many other developed countries (Hass-
Klau & Crampton, 2001). This follows the success of 
earlier attempts to reintroduce trams on the streets of 
several cities since the early 1990s including 
Manchester, Sheffield, Croydon and the West 
Midlands. A new 12 kilometre line, the Nottingham 
Express Transit, is due to open in Nottingham in the 
spring 2004, with two more lines being planned. 
Completion of NET Line One will be followed in the 
next few years by new systems in Bristol, Liverpool, 
Edinburgh, Leeds, South Hampshire and London, as 
well as extensions to existing systems in the West 
Midlands, Greater Manchester and South Yorkshire.

Much has changed in the UK transport planning 
context since the first reintroduction of trams in 
Manchester and Sheffield and this includes a much 
greater recognition of the role of the bicycle. This was 
particularly marked with the publication of the 
National Cycling Strategy (DoT, 1996).

The integration between different modes of 
transport was one of the themes of the UK 
Government’s Integrated Transport White Paper in 
1998 (DETR, 1998), reflecting the growth of good 
integration practice in different countries (GRACQ, 
2002; Transport 2000 Trust, 2003) but the extent and 
practicality of different forms of integration can be 
controversial, including the cycling implications (CTC, 

1998; Holladay, 2002; MVA, 1998). Although cyclists 
can gain greatly from the reduction in traffic volumes, 
noise and air pollution that trams can bring, and from 
new cycle facilities provided alongside the tram 
routes, they are often very worried about the dangers 
of getting their wheels caught in tram tracks on streets 
shared with trams (Cameron et al, 2001).

Unlike an increasing number of LRT systems in 
continental Europe and the USA, none of the tram 
systems in the UK currently permit bikes to be carried 
(apart from folding bikes) but pressure for this form of 
integration has been mounting from some cycle 
lobbyists. The Greater Manchester Passenger Transport 
Executive, for example, has been under pressure to 
permit bike access on the third phase of Metrolink, 
particularly because one of these lines, to Oldham and 
Rochdale, will replace a current heavy rail service 
where bikes can be carried. There has also been 
pressure in Portsmouth and Sheffield. For some years it 
has been taken for granted that the key regulatory 
body, Her Majesty’s Railway Inspectorate (a division 
of the Health and Safety Executive), did not favour 
bike carriage but HMRI, which is revising its guidance 
in relation to cyclists, has now made clear that it has 
no objection in principle, leaving the decision to 
operators.

This paper reports on the results of a research 
project1 , conducted in close co-operation with 
Nottingham City Council and Nottinghamshire 
County Council, to investigate the various issues for 
operators, local authorities and cyclists, in achieving 
more integration in practice with particular reference 
to light rail and cycling. The project was funded by the 
Department for Transport and the Engineering and 
Physical Sciences Research Council under the 
DfT/EPSRC FIT (Future Integrated Transport) 
Programme. Financial support also was provided by 
the Nottingham Green Partnership and the 
Nottinghamshire Local Agenda 21 Partnership.

The research project aimed to investigate 3 broad 
areas of the potential integration of cycling and light 

1 Copies of the final project report, The Integration of Cycling 
and Light Rapid: Final Project Report, on CD-ROM, will be 
available in the Spring 2004 for £20 (including postage and 
packing) from  the author at the address above.
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rapid transit:
• the safety implications for cyclists of LRT and LRT-

related infrastructure.
• the advantages and disadvantages of various 

possible and existing access arrangements for bikes 
on LRT vehicles, and

• the requirements for cycle parking at LRT stops.
The focus was on the experience of the four major 

new LRT schemes in the UK (Manchester, Sheffield, 
Croydon and the West Midlands) on some of which 
there were known to have been particular problems for 
cyclists, but also taking account of relevant experience 
with other LRT schemes elsewhere in the UK and 
abroad. A further aim was to examine how far the 
more recent systems, in Croydon and the West 
Midlands, had learned lessons from the earlier ones in 
Manchester and Sheffield.

Safety implications for cyclists of LRT & LRT-related 
infrastructure

The research found that it was very difficult to 
avoid creating any new safety problems for cyclists 
arising from on-street LRT running but that, with a 
wide range of infrastructural and other measures, 
including publicity, education and awareness raising, 
the potential problems could be significantly reduced. 
This requires a systematic consideration from the 

outset of the likely impacts on cyclists both on existing 
special facilities and roads, and on proposed new cycle 
links.

The research and earlier work showed the 
significance of a wide range of local factors in the 
extent to which LRT lines might cause problems for 
cyclists (CTC, 1998; EDFU-BFS, 2001; MVA, 1998). 
These include the differing extent of off-street and on-
street running; the widths of the streets with tram 
tracks; topography, and the extent to which attractive 
alternative routes for cyclists wishing to avoid the 
tram tracks, are available and regarded as an 
adequate substitute taking account of their relative 
length, topography, surfaces, social safety and how 
far they serve destinations that different cyclists want 
to reach.

There was also evidence of particular problems for 
cyclists at tram stops and other pinch points (ADFC & 
SRL, 2000; CTC, 1998), especially if tram stops took 
the form of kerbside stops rather than island stops, as 
are more common where more space is available, 
particularly on dual carriageways.

The extent of these problems in different areas, and 
possible solutions were discussed with operators, PTEs 
(Passenger Transport Executives), local authority 
highways, cycling and road safety officers, Police 
representatives and cycle and other users groups, and 

Figure 1.
Bicycles are welcome on 

Strasbourg’s trams
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formed the basis of the detailed local interviews with 
representatives of such groups.

At the same time accident statistics were obtained, 
where available. An attempt was then made to 
analyse these on a consistent basis, which proved 
difficult due to inconsistent application of recording 
requirements. This aspect of the work, in consultation 
with police and local authority road safety staff as 
well as HMRI, showed clearly the need for 
comprehensive recording of all LRT/bike accidents, 
including minor falls, from the completion of the first 
tram tracks on a new line, as well as for this recording 
and analysis to be considered in the wider context of 
cycle accidents more generally and their causes.

Observations and discussions on the site visits to 
Sheffield and Croydon, in particular, with longer 
sections of road running, also gave further useful 
insights into the potential causes of LRT-related 
accidents for other user groups and the relationship of 
these to detailed layout, marking and signing features, 
public awareness and respect for these, and the extent 
of enforcement. These too were found to have important 
implications for cyclists’ safety and include 

misleading or ambiguous signs and markings.
The project also included a survey of cycle users to 

investigate their detailed experiences and ‘coping 
strategies’ when riding on streets with on-street LRT 
running. This was done to augment the other 
information on safety and infrastructure and to help 
investigate more closely the extent to which cycling 
safety issues featured in past and current detailed LRT 
planning, in relation to many other relevant 
considerations. It was also done to help examine the 
relevance of these decisions to current safety 
perceptions and behaviour among different groups of 
cyclists.

This produced some very interesting findings, for 
example on the extent to which cyclists sought 
alternative routes and their awareness of these where 
they existed, the experience of accidents by both less 
and more confident cyclists, the particular features of 
the road layout that were most likely to cause 
problems and the various measures they adopted to 
minimise problems. These included the use of rear view 
mirrors to help cyclists be more aware of when a tram 
was coming up behind them and the use of minor road 

Figure 2. Bicycles are welcome on Basle’s trams in addition to wheelchairs & prams
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junctions, parking areas and other unofficial ‘lay-bys’ 
on narrow stretches as places to pull in and wait from a 
tram to go past. Completed questionnaires from cyclists 
confirmed that road running sections had proved much 
more problematic for Sheffield cyclists, in particular. 
It reflected the lack of adequate attention to these 
aspects at the time of the design of the Sheffield 
system and the consequent increased perceptions of risk 
among many cyclists. It also provided several very 
useful pointers to a range of features to include in on-
road sections of future LRT lines, to help reduce 
possible problems for different kinds of cyclist.

The survey, and other evidence from abroad showed 
that both more and less confident cyclists can suffer 
problems from tram tracks although this problem tends 
to be regarded by cyclists in cities with longstanding 
tram systems as just one of several potential problems 
they need to learn to tackle when riding a bike. 
Perhaps, as with other new features of the highway 
system, some learning curve is inevitable early on, 
although the severity and length of this can be 
reduced.

The survey also underlined the importance of 
having a range of measures, including alternative cycle 
routes and road safety promotion, for different road 
users in place as soon as the first tram tracks are laid, 

rather than only when the first trams are on the 
streets. This includes sensitivity to cyclists’ needs in 
the detailed arrangements for LRT-related roadworks.

Possible in-tram bike access arrangements

Regarding bikes on LRT access issues it was found, 
particularly through analysis of experience abroad, 
that bike access could be permitted subject to a range of 
detailed conditions and with careful attention to the 
meticulous layout of LRT vehicles. There has been a 
clear trend in many countries towards gradually 
increasing the extent of bike access allowed, partly in 
response to pressure from cyclists (ADFC, 1993) and 
partly because it has been felt easier to make such 
provision with the increased use of low floor trams. So 
far, with some notable exceptions such as Strasbourg, 
relaxation has been more modest in France (GART & 
CVC, 2001) than in Germany (VDV, 2002). A survey of 
the experience of German public transport operators 
found that the main reason that their concerns had not 
materialised in practice was the general low demand 
from cyclists for bike take-up (VDV, 2002). At the 
same time there is evidence that making provision for 
bike access, as for disabled people, is easier if planned 
from the start in the design of new light rail vehicles 
and indeed one report on new French LRT systems noted 
that the provision of bike access was regarded by many 

Figure 3. A bicycle LEGALLY 
on board a tram in Strasbourg
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new operators as an integral part of a modern LRT 
system, along with stylish design, state of the art real 
time information, etc. (Hylen & Pharaoh, 2002). In the 
USA also, where several new LRT systems are being 
introduced, provision for bike access is becoming 
common (Holladay, 2002).

Interviews to investigate a large number of 
operational, design and communication issues were 
conducted with UK operators on their attitudes to bike 
access, and, particularly the various practical 
problems that they anticipated would arise from any 
relaxation of present restrictions in the UK where only 
the carriage of folding bikes has so far been permitted.

These discussions revealed the main concerns to be 
the impact on dwell times and general reliability of 
operations, the comfort and safety of other passengers, 
especially in crowded conditions, and particular 
concerns about the implications during emergency stops. 
There were also a number of concerns about how any 
cycle access would relate to the increasingly important 
access for passengers with disabilities, in particular, 
following the full introduction of the Disability 
Discrimination Act, 1998. (DfT, 2002).

Interviews were also held with some Continental 
operators with actual experience of bike access 
arrangements, to help examine how far concerns 
expressed in theory were in practice realised. These 
interviews were in Basle, Strasbourg, Freiburg and 
Karlsruhe and were accompanied by extensive 
observation of actual behaviour of cyclists and other 
LRT users, in both peak and off-peak conditions. These 
interviews confirmed a broadly similar set of concerns 
by Continental operators when bike access 
arrangements were first proposed but also how, 
through a wide range of measures, it had been to a 
large extent possible, to prevent serious problems 
arising and to make some provision for cycle access, 
under certain conditions. In several countries, notably 
Germany, it was clear that there had been a gradual 
relaxation of restrictions and that off-peak access, in 
particular, was now often common, albeit subject to a 
maximum number of bikes per LRV, and other detailed 
conditions.

Conditions may also include a hierarchy of users, 
with passengers with a disability at the top and 
cyclists at the bottom and this has often proved 
workable. Such conditions raise the question of 
enforcement, and how cultural and social attitudes 
may affect this. It seems that the presence of 
conductors can help reduce potential conflicts, not just 
with cyclists but with other groups including those 
with pushchairs, or heavy luggage or bulk goods. 
Enforcement is also helped by extensive publicity, 
including leaflets, posters, the internet, and signs and 
markings, on the platforms and in-vehicles. Allowing 

passengers with bikes only with a prepaid permit can 
also help to give the operator more control and reduce 
the risk of abuse, making clear that the permit will be 
withdrawn in cases of non-compliance. A 
comprehensive database of LRT systems in different 
countries allowing some degree of bike access and the 
conditions prevailing was built up throughout the 
project and is included in an appendix to the full project 
report.

Cycle parking at tram stops & interchanges

The third aspect of the project concerned bike 
parking requirements in relation to LRT, another vital 
part of integration and with much to learn from the 
experience of cycle parking at heavy rail stations and 
safe cycle routes to and from stations (Transport 2000 
Trust, 2003).

The consultancy work by Bikerail analysing the 
cycle parking requirements for Nottingham’s NET Line 
One was a major element of this work, early in the 
project (Bikerail, 2002). This emphasised the 
importance of detailed local siting factors (on and 
away from highways and other overlooked areas) 
affecting the security of bike parking and the need for 
security concerns in general, as well as careful detailed 
siting, to feature prominently in decisions on the type 
and quantity of cycle parking provision at different 
locations.

This work was then developed by the research 
team in interviews and site visits to existing UK 
systems and during the Continental study tour. 
Discussions were held with a range of groups, including 
cycle groups and operators, to ascertain their views on 
parking provision and the factors affecting usage at 
different sites. This confirmed the importance of 
addressing detailed perceptions of security but also the 
greater demand and potential when cycle parking for 
LRT customers was combined with that for other local 
attractions such as shopping and leisure centres, FE and 
HE colleges, and generally at transport interchanges.

Further investigation also confirmed the 
importance of a large number of other local factors 
affecting demand for cycle parking at different stops. 
These included topography, the extent and quality of 
access routes and the wider cycle network, traffic 
levels and dangers on nearby roads, distance between 
stops, the extent of provision for bike access on any 
local public transport, and space available at and near 
tram stops. It was found that taking careful account of 
all of these factors seemed more important than 
devising and applying any rigid standard of provision 
or forecasting model. The findings also emphasised the 
importance of management and maintenance issues for 
both short and longer term cycle parking, as well as 
communication, marketing and publicity.
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Conclusion

There is clearly much scope, as this research 
showed, for further development of cycling with light 
rapid transit, as further efforts are made to develop 
both modes of transport. Often there is great political 
commitment to new LRT schemes and to getting them 
implemented, and in this context the interest of 
cyclists and the implications for their safety and 
convenience can be overlooked. At the same time, there 
are significant practical problems, both in terms of 
accommodating cyclists safely on narrower highways 
with trams, and in making provision for bike access 
without prejudicing the legitimate needs of other 
passengers, including disabled people.

Of fundamental importance therefore is to recognise 
the importance of taking account of all the 

implications for cyclists, from the outset of planning a 
new LRT system or line and to work closely in 
partnership with local cyclists and other interested 
parties to address these issues. Much has already been 
learned by way of detailed lessons from experience, 
since the first new tram schemes of the 1990s, and 
applied, in liaison with Her Majesty’s Rail 
Inspectorate, to the detailed planning of the newer 
schemes in Nottingham and other cities. This needs 
further development and refinement, in the light of 
wider experience obtained in different places, to help 
both cycling and LRT to maximise their potential to 
reduce the dominance of motor vehicles in our cities, 
and to contribute more widely to the practical 
implementation of integrated transport.
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Abstract

Despite knowing that regular physical activity is 
good for health, levels of physical activity in 
Australia and overseas have declined. Contemporary 
theoretical frameworks provide a more comprehensive 
approach to understanding human behaviour by 
integrating biological and psychological factors with 
wider social, cultural and environmental influences. 
This approach suggests a need to identify legislative, 
policy, planning and design infrastructure factors that 
can contribute to supportive social, natural and 
constructed environments to increase physical activity, 
especially incidentally for transport.

This study investigated perceptions of active and 
alternative forms of transport to the motor vehicle as 
one way of increasing incidental physical activity. 
The research was conducted in a regional city in the 
south-west of Western Australia, where the local 
government expressed interest in the findings to inform 
strategic transport planning. 

Modal transport choices were influenced by seven 
key factors: time, distance, purpose of trip, 
safety/security, social perceptions of transport and 
features within the natural and built environment. 
Travel by public transport was mostly influenced by 
individual factors: control, convenience and choice. 
Numerous individual, social and environmental 
barriers inhibit active modes of travel, especially by 
public transport. 

Many barriers are best addressed through an 
approach that seeks to create supportive environments 
for active transport through healthy public policy, 
supportive infrastructure and committed inter-sectoral 
partnerships, such as with health, transport, 
planning, environment and local government.

Keywords

Active transport; qualitative research, Western 
Australia

Introduction

Compelling epidemiological evidence underscores 
the cumulative health benefits of regular moderate 
physical activity. Despite recent emphasis on 

moderate activity, such as walking, in the last 10 
years, overall levels of physical activity within 
Australia (Mathers et al., 1999; Armstrong et al., 2000) 
and overseas (US DHHS, 1996) appear to have 
declined.

Contemporary theoretical frameworks (Stokols, 
1996, Sallis & Owen, 1997) provide a more 
comprehensive approach to understanding human 
behaviour by integrating biological and psychological 
factors with wider social, cultural and environmental 
influences. This approach suggests a need to identify 
legislative, policy, planning and design 
infrastructurefactors that can contribute to supportive 
social, natural, physical and constructed environments 
to increase physical activity, especially incidentally 
for transport (King et al., 1995; Schmid et al., 1995; 
Stokols, 1996; Sallis & Owen, 1997; Rose, 2000).

There are many barriers to the uptake of regular 
physical activity. Creating supportive environments 
and achieving sustained behaviour change will require 
the creation of healthy public policy and supportive 
infrastructure across a variety of sectors (King et al., 
1995; Stokols, 1996; Lyons & Languille, 2000), including 
health, transport, planning, environment and local 
government, aimed at increasing non-motorised forms 
of transport, such as walking and cycling, particularly 
as incidental activity (Blair et al., 1996).

Many sectors derive important benefits from a 
collaborative approach to increase walking and 
cycling. Curbing traffic congestion and improving 
pedestrian safety is a motivation within the transport 
sector (Tranter & Lonergan, 2000). The planning sectors 
observe increasing amounts of urban land allocated to 
vast road systems, with the result that town planning 
is segmented and options for land zoning, urban design 
and landscaping are decreased (Tranter & Lonergan, 
2000; Newman & Kenworthy, 2000; Southworth, 1997). 
The environmental sectors are concerned about the 
over-reliance on inefficient forms of motorised 
transport (Mayer & Geller, 1982), with the associated 
negative impacts on air quality, noise pollution and 
overall quality of life within urban areas (Newman & 
Kenworthy, 2000; Mees, 2000). Finally, urban and  
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social planners and the local government sectors are 
concerned that the increased focus on road systems and 
motorised forms of transport reduces the possibilities 
for walking within urban areas (Fisher, 1993), 
lessening the opportunity for interpersonal interactions 
that can contribute to a strong sense of cohesion, well-
being and vitality within communities (Mees, 2000).

This study examined individual, social and 
physical environmental factors that influence 
transport-related physical activities such as walking, 
cycling and use of public transport. Investigating 
factors that facilitate or inhibit alternative transport 
options is considered an essential first step to 
encouraging supportive environments and informing the 
development of healthy public policy (King et al., 
1995; Sallis et al., 1998).

Method
Setting

The research was conducted within the central city 
area of the City of Bunbury, a coastal city of 27,000 in 
the south-west of Western Australia servicing a 
regional population of over 300,000 people.
Design & Sample

Informed by the findings from previous research, 
(Mayer & Geller, 1982; King, 1994; King et al., 1995) 
fourteen focus groups were held between March and 
November 1999, comprising 87 participants aged 18-59 
years, with no reason not to be physically active (i.e, 
no medical conditions or disability). Groups were 
stratified by distance living from the Central Business 
District (< 2 km and > 2 km), gender, employment 
status (employed, unemployed) and the use or not of 
alternative modes of transport (cycling, walking, bus) 
versus motor vehicles on the last trip into the CBD. 
Screening criteria did not include race/ethnicity, or 
indicators of socio-economic status other than 
employment status. Due to difficulty recruiting 
participants who lived more than 2 km from the CBD, 

and who used alternative modes of transport, the 
distance variable was collapsed for this variable. 
Table 1 summarises the sample number per group 
stratification characteristics: age, gender, employment 
status, distance living from the CBD and form of 
transport on the last visit to the CBD.
Conduct of groups

Each group lasted for approximately two hours, 
was audio-taped and conducted by the principal 
researcher, and an assistant took additional notes. 
Associative techniques (Debus, 1998) were used at the 
beginning of each group, to elicit associations and 
opinions that might otherwise be minimised by group 
dynamics (Kitzinger, 1995; Patton, 1990). Group 
discussions were moderated using semi-structured 
(Debus, 1998) non-directive, facilitated discussion 
techniques (Grbich, 1999).
Data analyses

The tapes of the discussions were transcribed and 
analysed in two parts: The principal author analysed 
each transcript, provided initial coding and assembled 
themes. Investigator triangulation (Mays & Pope, 
1995) was undertaken by three practitioners from the 
City of Bunbury, chosen for their expertise in the fields 
of health, transport and planning. Themes from this 
process were guided by key behavioural theories 
(Becker, 1974; Maiman & Becker, 1974; Bandura, 1977; 
Prochaska & diClemente, 1982; Deci & Ryan, 1985; 
Azjen, 1988), and using qualitative computer-assisted 
analyses (Richards & Richards, 1991), examined 
environmental factors influencing individual decision-
making as suggested in the socio-ecological model 
(Stokols, 1992; Sallis & Owen, 1997).

A total of seven influences on choice of transport 
emerged from the data. Each is addressed below, 
presented in order of the perceived importance of each 
factor, as indicated by the frequency and urgency with 
which they were discussed by participants. Some 
factors are jointly presented in the one section, as 

Table 1:  Focus groups sample stratification characteristicsTable 1:  Focus groups sample stratification characteristicsTable 1:  Focus groups sample stratification characteristicsTable 1:  Focus groups sample stratification characteristicsTable 1:  Focus groups sample stratification characteristicsTable 1:  Focus groups sample stratification characteristicsTable 1:  Focus groups sample stratification characteristicsTable 1:  Focus groups sample stratification characteristics

Age group Number per      Employment status x gender     Employment status x gender     Employment status x gender     Employment status x gender Distance from CBDDistance from CBD Form of transport usedForm of transport usedForm of transport used
age group    on last visit to CBD   on last visit to CBD

     Employed     Employed      Unemployed     Unemployed <2km >2km      Motor AlternativeAlternative
M F M F     vehicle

18-24 11 2 3 3 3 3 8 4 7

25-34 19 3 7 7 2 7 12 9 10

35-44 29 8 8 8 5 12 17 12 17

45-54 19 4 5 5 5 13 6 10 9

55-59 9 2 2 1 4 3 6 4 5

Total* 87

* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column* NB. The total sample was 87 participants. Row totals are not cumulative across age groups and column
totals are not cumulative across other stratification variables.totals are not cumulative across other stratification variables.totals are not cumulative across other stratification variables.totals are not cumulative across other stratification variables.totals are not cumulative across other stratification variables.totals are not cumulative across other stratification variables.
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participants perceived combined influences. Direct 
quotes from participants, in italics, are interspersed 
with the authors’ interpretive comments.

Results
1. Time

Time was identified as a valuable resource, one 
that influenced daily priorities and actions. Thus, 
most participants, especially the employed, perceived 
a lack of time as the single greatest barrier preventing 
travel by alternative modes of transport:

‘… for me, time is such a precious thing… I have to 
ensure that my day is planned so that there is an 
efficient use of time of how I would structure 
things… I haven’t really got (time) to waste 
(walking or cycling).’(Employed Female)
Conversely, efficient planning and organisation 

facilitated travel by alternate means, as indicated by 
one committed cyclist:

‘… every night of the week… I have to… organise 
for the next few days. It becomes a hassle… and 
every now and then it just gets to me… but, it’s just 
part of it… while it is convenient it’s also a hassle, 
but the good side outweighs the bad.’ (Employed 
Female)

2, 3. Distance & Purpose of Trip

The distance required to travel, and the purpose 
and the destination of the trip were important 
influences on transport mode, again, especially for 
employed participants:

‘… distance is the main (thing)… even though we 
have got cycle-ways all the way in…’ (Employed 
Female)
… (walking) six or seven kilometres… starts to be a 
significant part of your day…’ (Employed Male)
Other barriers to walking or cycling for transport, 

indicated across all stratification variables, included 
the need to transport groceries and dependents, 
including children:

‘… if (you’re walking) because you’ve got to do your 
food shopping then it’s not practical… not if you’ve 
got a family with children…’ (Unemployed 
Female)
‘(I don’t have)… a proper thing on my bike for 
carrying groceries. I had a kind of (home- made 
carrier) and it just died as I went around a corner… 
eggs (were) breaking… everywhere…’ (Unemployed 
Female)
Despite these barriers, active commuting 

participants identified several ways to incorporate 
alternative transport options into their daily lives. 
One option was to select the mode of transport to suit 
the purpose of the trip and the needs of the situation:

‘(I) ride in purely for work reasons… I wouldn’t ride 
in for shopping… (unless I’m)… browsing… around 

the shops… because I know I’m not going to have a 
lot to carry.’ (Employed Female)
‘I… ride two km… because I live close… I find it’s 
the flexibility… if you’re shopping, you just do a 
couple more trips (and) you… carry less… (it’s easy 
to) park (the bike) outside the shop, walk in walk 
out…’ (Employed Male)
‘… If (the trip) is just (to pay) a one-off bill… then 
walking (is) great…’ (Unemployed Female)
A second option identified by employed 

participants was to walk or cycle one–way only to 
work. This option facilitated walking up to 2 km and 
cycling up to 10 km, although regular cycling over 
greater distances was also reported:

‘… I’ll get a lift in (then)… walk home… the 
distance is just right and it provides… exercise… 
2 km is a good distance…’ (Employed Male who 
lived approximately 2 km from the CBD).
‘(I cycle)… 16 km… one way… (it would be a) a 
32 km (round) trip… (but) I have a car (ride home), 
so I don’t ride both ways.’ (Employed Female)

4. Individual factors influencing use of public transport

Three main factors influenced travel by public 
transport, especially for employed participants – 
control, convenience and choice.
4.1 Control

A high priority was placed by participants on 
achieving a sense of independent control within their 
lives. Control was best accomplished by motor vehicle 
travel, as it afforded independent decision-making 
over the timing and destination of trips:

‘… (the advantages of a vehicle include)… freedom, 
you’re independent… you can go out for a drive when 
and where you want to…’ (Female)
The heightened sense of control afforded by motor 

vehicle travel contrasted with the minimal control 
offered when travelling by public transport. This 
participant felt that she needed to drive to work if she 
was ready early, or at the time to start work:

‘… (catching the bus involves)… keeping to a 
schedule… if… I have to stay back (at work) I can’t 
say “… I’m sorry I’ve got to go because I’ve got to 
catch a bus.” If I’m ready early I’ll (drive) in 
earlier (as there isn’t an earlier bus). If I’m not 
ready till the time I start work, I’ll (drive in).’ 
(Employed Female)

4.2 Convenience
A high priority was placed also on modes of 

transport that were accessible, convenient and easily 
accommodated within a daily routine:

‘… I live out of my car, (it) is my office… take my 
car away (and) I’m out of a job or I’m grounded… I 
can’t go out and do my job. I haven’t used public 
transport in… 30 years… I have never had a need to 
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ride a bus or train.’ (Employed Male)
‘… (If) I’ve got to take rubbish… or I’ve got to… 
carry tools and stuff (and)… pick up bits and pieces, 
(then) the car is a necessity…’ (Employed Male)
However, some participants overcame barriers such 

as insufficient time, and found that regularly 
incorporating walking and cycling into a busy working 
day could also be a convenient way to achieve 
incidental activity:

‘It is difficult to find times among the other parts of 
your life that you can justify taking out for… 
exercise for personal gain. I… see exercise as my 
personal desire to do it… my wife doesn’t… agree 
that exercise is necessary… so I have to find the 
time, and riding to work is a great way of doing 
that…’ (Male)

4.3 Choice
Participants who chose to drive a motor vehicle 

reported that travel by public transport was not 
practical, especially when timetable information was 
not readily accessible, services were irregular, 
infrequent and covered circuitous routes, and few 
facilities were provided at bus stops:

‘… it’s so much quicker to hop in the car and drive 
than to wait for a bus… it takes two minutes in the 
car to drive in, why make it a huge… (trip)?… it 
would take so much longer to catch a bus.’ (Female)
‘… the buses are so few and far between, if you want 
to use them you have to have a time- table. There’s 
no way you can stand or sit at a distant bus stop 
where there (are) no facilities… for an hour… just 
waiting for a bus.’ (Unemployed Male)
Unemployed participants acknowledged that 

catching a bus could be more cost-effective than driving 
a vehicle. However, compulsory vehicle costs rendered 
bus fares additional, unnecessary costs, overcome by 
walking:

‘… if (I)… want to go for a quick trip into town… to 
drive… I’m going to use about 5 bucks worth of fuel. 
It might just be cheaper to pay $1.50 and get on the 
bus.’ (Unemployed Female)
‘… if you own a car you pay all the costs associated 
with it, you might as well use it… compared to 
paying bus fares… (it’s) not much petrol to drive a 
few blocks into town… I’m already paying… 
insurance, license, maintenance, why pay bus fares? 
If I don’t use the car… I walk.’ (Unemployed 
Female)

5. Personal Safety & Security

Fears for personal safety were reported by 
participants of both genders, for all three alternate 
transport modes, particularly within the central city 
areas and on public transport at night. Children 
walking to and from school, older bus patrons waiting 

at bus stops for long periods, and cyclists on roads were 
considered vulnerable:

‘… there’s no way I’d let my children walk to school 
now… a man on a motorbike tried to pick up my 
son… by the time he got home… he was so white 
and petrified. You’ve got to be so wary and… 
alert…’ (Female)
‘They recommend that you don’t sit at a bus stop for 
more than ten minutes… someone drives past and 
sees the old girl sitting there… (and thinks) “if 
she’s still there we’ll go back”… that’s the trouble 
now… there is also the safety factor for the 
elderly… (They) are accessible for young kids and 
bag snatches if they are on a bus… I… think they 
would be easy targets…’ (Employed Female)
‘(Cycling) is probably the most dangerous form of 
transport… you’re not with the flow of traffic, and 
you’re having encounters, near misses, with vehicle 
every few seconds. Bikes should watch out… 
they’ve got no control over cars… (even when) I’ve 
got right of way, I still look on the side streets in 
case there’s a car coming… They need special lanes 
(that) are just for bikes… ’ (Unemployed Male)
Conversely, participants identified normative 

strategies to enhance perceptions of their security, such 
as walking in groups at night, supportive infrastructure 
on roads, end-of-trip facilities for cycling and a visible 
security presence on public transport:

‘All our staff… park in a group… (and)… walk 
together… (but) they (still) get frightened now and 
again because there’s a group of youths hanging 
around the car park.’ (Employed Male)
‘… we seem to be going backwards… with respect 
to… commuting cyclists… we’re… making roads… 
for cars… they… say you’re either a recreational 
cyclist or a car driver… there’s no consideration… 
no… planning for the (safety of) commuting 
cyclists.’ (Male)
‘… if you feel secure knowing your bike is going to be 
OK, then you’ll park (it) some where… to encourage 
pedestrians and cyclists to be more active I would 
like to see… a pit stop, where you’ve got a bit of 
safe seating, a bit of lighting… a well maintained 
water fountain… and toilets (I’d use the showers)… 
as long as the place was… clean and… looked 
after… it would have to be security patrolled…’ 
(Employed Male, cyclist)
‘The only thing that worried me about catching the 
bus (was) the trouble makers on there and I… did 
not feel safe… they should have security (people) 
on night buses… a camera can’t throw you off (the 
bus)… the damage is done before anyone gets 
there…’ (Unemployed Male)
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6. Social Perceptions

Perceptions of the social consequences and 
implications of travel by motor vehicle and 
alternative transport modes are presented in this 
section. Participants in this study perceived that 
society in the 21st century values a fast pace of life, 
expects full contribution by all and emphasises 
transport that affords the mobility required to fulfil 
such expectations. Driving a motor vehicle was 
perceived as an internationally dominant, entrenched 
social norm. Thus, travelling by alternative means 
could have unexpected negative consequences, such as 
deprivation from social and cultural opportunities:

‘… it’s very difficult to persuade people to not use 
their vehicles and to change the transport system… 
it’s the way society’s geared up… you generally 
don’t get by very well without a car… also (there 
is) culture capital because without (a car) you are 
denying your children and yourself a lot of 
possibilities to develop those things that you need 
in order to participate in life, to be a member of 
society… you’re denied that chance to network…’ 
(Female)
In contrast, participants who walked perceived 

that this form of transport provided opportunities for 
personal interaction, even with strangers:

‘… when you walk down the road you say “good 
morning” to people. I feel… out of place if (I) walk 
past someone early in the morning and don’t say 
anything to them. Australians have got a 
reputation for talking to everybody… to strangers 
(and) for being well-mannered and friendly.’ 
(Unemployed Male)
In all focus groups, participants suggested that 

walking within an inner-city area could be facilitated 
by a pedestrian-only zone. Such an area was perceived 
to contribute to the vitality of such spaces, providing 
safety from vehicles and a focal point for 
entertainment and other social opportunities:

‘… (In a mall everyone) could… tumble out onto the 
street and you could have benches with trees… give 
the town back to the people… (currently in) the 
main street… (people are) worried about their 
children and… looking to cross roads… as soon as all 
that’s removed a completely different atmosphere 
prevails… you feel you can stay because there’s 
people sitting around and buskers… and it’s very 
pleasant…’ (Unemployed Female)

7. Physical Environment

Aspects of the natural and built physical 
environment were perceived to facilitate or pose 
barriers to travel by alternative modes of transport. 
These included impacts of the built environment on 
valued natural environment features, seasonal 
variations and extremes in weather, and concerns for 

the broader environmental consequences of continued 
motor vehicles dependence.
7.1 Natural environment

Aspects of the natural physical environment were 
valued, especially water settings such as the ocean and 
estuary, public open spaces and bushland. Transport 
planning that maximised access to these features could 
facilitate incidental physical activity:

‘… (This city has)… pristine… waterways, that’s… 
the obvious place for having… pathways… and 
plant… trees… to give… more fresh air (to) get rid 
of all the fumes and the toxins in the air. I think 
(the city needs) more appropriate and careful 
design (to complement)… the natural environment.’ 
(Female)

7.2 Built environment
Urban designs in the city were perceived to detract 

from natural environment assets, and transport 
planning did not facilitate integrated infrastructure 
for walking:

‘… a dual carriage way along the water seems such 
a shame. It’s cut (the) water off from the general 
public… you have to cross a (busy) road to get to it.’ 
(Female)
In contrast, planning and transport strategies were 

identified that could reduce the priority of motor 
vehicles and facilitate active transport:

‘… (encouraging alternate transport)… requires good 
planning and the trouble is, we allow spread out 
communities where people live miles from 
anywhere and that forces them to use cars. (We 
need)… better planning of our corridors, with fairly 
dense housing near train and tram and bus routes.’ 
(Male)
‘… (in) the US… they’re encouraging alternative 
forms of transport and they’ve got dedicated lanes 
on all their major highways… freeways and main 
connecting roads… roller bladers and bicyclists… 
are all moving really fast… they all get along just 
fine.’ (Male)
‘… I really like footpaths… if they’re well off the 
road. You’re not walking along the road (with only) 
a concrete curb between you and a truck that’s… 
burning past.’ (Unemployed Female)

7.3 Season/Weather
Seasonal variations and inclement weather 

conditions posed barriers to walking, cycling and 
travel by public transport:

‘… it’s a matter of waiting until there’s enough 
light (in winter)… (also, the) change of weather 
(poses a) more difficult ride… the wind… the 
dampness… slows you down.’ (Employed Female)
‘… on a winter’s night, if it’s pouring with rain, 
when work finishes, I couldn’t see myself walk to t
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he bus station and wait even ten minutes for a bus, 
and then hop on a bus and think all the way home 
I’m going to get saturated walking from the bus stop 
to my front door… it gets darker too.’ (Employed 
Female)
In contrast, travel by public transport could be 

facilitated by provision of infrastructure such as 
purposefully and strategically located shelters, 
constructed of man-made or natural materials:

‘… it’s a long walk when it’s hot or when it’s 
raining. We asked… for a bus to detour… around the 
pensioners’ units… and they… didn’t think that 
was necessary. So I said, “right, if you won’t do 
that, then give us a bus shelter… because we get 
burned in the summer and drowned in the winter”. 
So we got our bus shelter.’ (Older Female)

7.4 Environmental Pollution
Concerns were expressed over the environmental 

and individual-level consequences of vehicle 
dependence. For example, run-off waste water from 
roads draining into the ocean and other waterways, 
and physical symptoms such as headaches:

‘… the use of… cars is putting… constant oil products 
and water… onto the road and it… washes into the 
drains and the estuary…’ (Male)
‘… it’s not good to be too close to the traffic, because 
(of) the fumes, you end up with a shocking 
headache, if you walk a kilometre or so along the 
side of the road, (if) it’s… fairly heavy (with) 
traffic…’ (Female)
Participants who walked and cycled for transport 

were more likely than vehicle drivers to identify 
solutions to the environmental problems associated 
with vehicle emissions. These included using mass 
media and other forms of communication to promote 
car-free transport days:

‘I saw a calendar… (where) cyclists (in) San 
Francisco… have two days per year when (car 
drivers are) not allowed to use (a) car… they’re 
trying to (encourage) anti-pollution… they could do 
it here, too, in all major cities (in Australia).’ 
(Female)
However, there was a sense that concerns for the 

environmental impacts of vehicles were not dominant 
internationally:

‘… they’re finally looking into the Ozone layer… 
but for how many years did they push that to the 
back… it’s… (now)… panic stations… we’re very 
lucky (where we are) situated (in his city)… it’s not 
highly polluted, we’ve got lots of forest nearby, the 
fresh sea breeze. We don’t have a pollution 
problem… but that’s a typical Western (view). I’m 
all right Jack, we’re not worried about those third 
world countries over there, getting all our 
pollution.’ (Unemployed Female)

Discussion

Within a socio-ecological framework (Stokols, 
1996), key factors identified in this study can be 
understood as influences of travel behaviour at 
individual and at broader socio-environmental levels. 
These are summarised in Table 2, presented in order 
from most to least important influence.

Consistent with findings from Australia (Booth et 
al., 1997) and from overseas (Lumsdon & Mitchell, 
1999; Sherwood & Jeffrey, 2000; Robert Wood Johnson 
Foundation, 2002) a lack of time was perceived across 
all groups as the greatest single barrier to travel by 
active modes. At the individual level, ‘lack of time’ 
can be understood from behavioural sciences 
theoretical perspectives (Prochaska & diClemente, 
1982; Vita & Owen, 1995; Sherwood & Jeffrey, 2000).

Changing individual health behaviours, 
perceptions of time barriers and elevating the priority 
for activity requires a focus on skill development in 
time management, planning and organisation. It also 
requires a focus on the health, social and 
environmental benefits of active modes of transport 
(Sherwood & Jeffrey, 2000), including distinguishing 
the type and distribution of different journeys within a 
community to allow for the scale of vehicle dependence 
to be identified, and for short journeys to be targeted 
for alternative forms of travel (Kauffman, 2000). If 
short vehicle journeys are perceived as socially 
unacceptable or less convenient (Transport WA, 1999), 
targeting them may be the first step towards breaking 
the often habitual travel behaviours of most 
commuters (Henderson & Ainsworth, 2000).

At the socio-environment level, time barriers to 
physical activity can be considered in the context of 
other factors, such as the distance required to travel 
and the purpose and destination of the trip, especially 
when transporting loads (Henderson & Ainsworth, 
2000) and travelling to multiple destinations (Joshi & 
Senior, 1998). Other barriers to active travel modes can 
be considered within a broader ‘macro-environmental’ 
perspective (Frank & Engelke, 2001), whereby 
neighbourhood characteristics have implications for 
planning sectors and local government. Planning 
principles that allow for higher urban density 
(Bauman, Sallis & Owen, 2002), mixed land uses, high 
connectivity between neighbourhood streets 
(Southworth, 1997; Frank & Engelke, 2001; Bauman, 
Sallis & Owen, 2002), and networks of continuous 
pathways, can reduce the distance between 
destinations and the time required to walk or cycle, as 
shorter routes allow greater access to multiple, key 
destinations (Goodwin, 1999; Lumsdon & Mitchell, 
1999; Environment, Transport & Regional Affairs 
Committee, 2001; Frank & Engelke, 2001; Robert Wood 
Johnson Foundation, 2002).
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Table 2: Key findingsTable 2: Key findings

THEME BARRIERS FACILITATORS

Individual Socio-ecological
Time Busy lifestyles in 21st Century Planning, organisation, priority 

setting
Transport planning that targets 
short journeys for walking/ cycling 
and higher usage journeys for 
public transport

Distance Length of trip x time available x 
purpose of trip

Walk or cycle one-way only Urban designs that place 
residential areas proximal to key 
service, commercial and retail 
centres

Purpose of Trip Transporting loads (shopping, 
children); multiple destinations

Flexibility, choose most 
efficient transport option 
according to purpose of trip

Public Transport Individual Factors:Public Transport Individual Factors:
Control Inadequate options undermine 

independence and autonomous 
decision-making

Willingness and opportunity to 
‘experiment’ with active 
transport modes

Infrastructure support for active 
transport

Convenience Inaccessible public transport 
modes not easily accommodated 
into daily routine

Direct routes to key destinations

Choice Rigid public transport timetables, 
circuitous routes

Timely, frequent, reliable public 
transport. Multi-mode transport 
options promoted as more 
cost-effective than private vehicle

Safety Few people walking/ cycling Planning, urban designs and 
transport infrastructure that 
prioritises pedestrians;

Lighting and seating; increase 
numbers active commuters

Security Driver attitudes towards other 
non-motorised road users, such 
as cyclists

Driver education; dedicated 
infrastructure for cycling;

Lack of secure facilities user-controlled access to 
purpose-built facilities for storage, 
shower and change; visible 
security presence

Social Perceptions Vehicle dependence as a social 
norm

Promotion of walking and cycling 
as contributors to increased social 
interaction/ cohesion;

Public transport considered 
"second class" 

friendly bus drivers; comfortable, 
safe and accessible buses

Environment

1. Natural Planning and designs that 
detract from walk/ cycle access 
to natural environment features

Concerns over environmental 
consequences of pollution

Value of natural environment 
acknowledged, with planning and 
infrastructure highlighting features 
and assets;

concerns over environmental 
consequences of pollution

2. Built Priority placed on vehicle travel; 
inadequate interconnecting 
walk/ cycle pathways

Infrastructure for walking and 
cycling; continuous paths along 
varied routes, connecting 
residential areas with key 
destinations

3. Season/ Weather Seasonal variations; weather 
extremes

Flexible personal routines Adequate shelter
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Fears for personal safety were further barriers to 
walking, cycling and travel by public transport. 
Planning policies that increase urban density and 
mixed land uses encourage greater numbers of people to 
walk in the streets (Ross, 2000; Frank & Engelke, 
2001). This has the potential to not only create 
positive social norms (Ross, 2000), but also to improve 
perceptions of personal safety (Wright et al., 1996; 
Ross, 2000). Perceptions of an unsafe environment are 
correlated with sedentary behaviour (Sherwood & 
Jeffrey 2000) and pose barriers to regular activity in 
natural settings (Sallis et al., 1997). Moreover, local 
government planning initiatives can improve the 
amount and quality of street lighting, especially 
around and within car parks (Sallis et al., 1998; 
Wright et al., 1996; Sallis et al., 1997), that combined 
with the presence of visible and frequent security 
surveillance, can deter antisocial behaviour. 
Similarly, cultural shifts can occur through effective 
social planning (Pucher & Djikstra, 2000), away from a 
priority on vehicles and roadways towards more 
sustainable urban designs (Planning Commission WA, 
2000). These planning efforts can encompass 
revitalisation of inner-city areas that allow for 
people-focussed activities, (Goodwin, 1999; Mees, 2000; 
Ross, 2000) increased opportunities for walking 
(Planning Commission WA, 2000) and interpersonal 
interactions that contribute to greater affiliation and 
an enhanced overall sense of community (Allen & 
Allen, 1987). Embedded in long-term healthy 
community policy, such policy changes have the 
potential to foster social networks (Breslow, 1996; 
Sundquist et al., 1999; Lyons & Languille 2000) that 
maintain and enhance the quality-of-life for residents, 
and also facilitate other environmental interventions 
that increase overall levels of physical activity 
(Bauman, Sallis & Owen, 2002).

A combination of environmental modifications 
within specific settings may further support a range of 
individual transport choices. Employed participants 
in this study suggested that varying the choice of 
transport to accommodate the circumstances of the trip, 
perhaps by walking or cycling one-way only to work 
and travelling in a car-pool or on public transport for 
the return journey, may increase self-efficacy for travel 
by these forms of transport (Bandura, 1977). 
Workplace-provided shower and change facilities and 
secure storage for bicycles and personal items can also 
facilitate these transport choices (Sallis et al., 1998). 
From a macro-policy perspective, the provision of 
transport infrastructure that is dedicated to non-
motorised transport modes, and local government 
planning that enforces limitations on vehicles 
(Herrstedt, 1992; Schnull & Lange, 1992) and 
prioritises pedestrians (Pucher & Dijkstra, 2000; 
Environment, Transport & Regional Affairs 

Committee, 2001) are both policy strategies that 
provide the preconditions to encourage active 
transport.

Participants in this study expressed concerns that 
widespread dependence on motorised vehicles and 
large quantities of transport infrastructure undermine 
perceptions of the health-enhancing capacity of 
natural environments (Mees, 2000) These views are 
supported by findings from within Australia 
(Transport WA, 2000) and overseas (Pucher & Dijkstra 
2000), confirming that walking and cycling are 
perceived as clean and sustainable forms of transport 
that contribute to the aesthetic value of the 
environment (Bhopal & Unwin, 1995). Efforts to 
promote walking, in particular, considered the basis of 
human mobility, are especially attractive at a time 
when increasing energy-efficient modes of travel are on 
the agenda of many industrialised countries (Mayer & 
Geller, 1982; Hillman, 1996). Inter-sectoral strategies 
that capitalise on natural environment features in 
urban designs can contribute to supportive environments 
for walking and cycling. These features include 
proximity to coastal (Bauman et al., 1999) and to other 
water environments (Stone, 1996; Wright et al., 1996), 
undulating landscapes or hills (Humpel et al., 2002) 
and a variety of walks and neighbourhood parks, 
especially those that include trees and pleasant 
scenery (Wright et al., 1996; King et al., 2000; Humpel 
et al., 2002). Conversely, unpleasant or aesthetically 
displeasing scenery and ‘boring’ outlooks, especially 
those that lack trees, undermine walking (Handy, 
1994; Wright et al., 1996; Ball et al., 2001) and 
facilitate sedentary behaviour (Wilcox et al., 2000).

This study found that travel by public transport 
conflicted with the need to achieve personal control 
over – and choice of – more convenient modes of travel 
(Azjen, 1988; Godin & Kok, 1996). To maximise 
personal control, transport policy can inform 
neighbourhood planning by projecting likely multi-
modal transport needs and incorporating frequent, 
direct routes to places of employment and to other key 
destinations (Mason, 2000). Integrated public transport 
infrastructure can encourage travel blending (Goodwin, 
1999) that in turn, may increase overall usage and help 
overcome the negative stigma associated with travel 
by public transport.

There are several limitations to this study. Data 
derived from focus groups may have limited 
generalisability (Patton, 1990) and participant 
perceptions from one geographic location may have 
limited applicability elsewhere. Further, it was 
difficult to locate and recruit participants who lived 
greater than two km from the CBD and who travelled 
by alternative forms of transport into the city centre. 
Therefore, those groups may be under-represented in 
the sample and there may have been selection bias 
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against others who travelled by these means, but who 
were unavailable at recruiting times. Finally, the 
principal author conducted all focus groups and one set 
of data analyses. Although the analyses were 
triangulated between several practitioners, it is 
possible that researcher bias may have influenced the 
final presentation of findings. Despite these 
limitations, the authors believe that focus groups are 
well suited for exploratory research (Grbich, 1999). 
The findings of this study provide some important 
insights and have implications for future quantitative 
research (Frank & Engelke, 2001) and practice 
(Bauman, Bellew, Brown & Owen, 2002; Lyons & 
Languille, 2000).

Conclusion

Numerous barriers inhibit active forms of transport. 
Creating supportive environments and achieving 
sustained behaviour change will require changes to 
public policy that facilitate the creation of supportive 
infrastructure. There is great potential for 
partnerships across a variety of sectors, such as 
health, transport, planning, environment and local 
government. Each community will have its own unique 
geographic limitations, however, prioritising 
infrastructure that facilitates walking, cycling and 
public transport, over other motorised modes of 
transport, may assist to reallocate travel preferences, 
especially on short journeys within neighbourhoods. At 
the individual-level, encouraging individuals to 
incorporate active transport into a daily routine – at 
least substituting short car trips with walking or 
cycling – may help change community norms to 
incorporate active commuting. It may also assist 
individuals to meet recommended levels of physical 
activity by overcoming perceived time and other 
barriers that undermine participation in regular 
activity.
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Abstract

There is an increasing number of senior citizens in 
western Europe who are both time rich and income 
rich. They are using this increased leisure time for 
travel and holidays. Despite their possible need for a 
more personal service when on holiday, they do not 
wish to be pigeon-holed as ‘elderly’ or ‘old’. Tourism 
authorities in the Netherlands would do well to target 
this niche market as senior tourists tend to spend more 
when on holiday and they tend to holiday more often 
than other tourists.

Keywords
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Introduction

As the west European population ages, more people 
have increased free time and greater disposable 
income relative to previous generations. This has 
fuelled the growth in tourism, both within and to the 
Netherlands. However, to optimise this potential a 
good understanding of this interesting, yet diverse, 
target group is essential. The leisure needs and 
recreation activities of one senior citizen are not 
necessarily those of another. In addition, 
internationally there are major differences. There is, 
however, one crucial common factor: senior citizens do 
not want to be seen as senior citizens. The DAF car 
effect1is a considerable risk: the moment a product is 
identified as being ‘especially suitable for senior 
citizens’, the less people want to buy it. Then again 
seniors do need special facilities. These must be offered 
in an unobtrusive manner so that tourists are not 
reminded of their possible age-related infirmity. 
Thus, the Dutch tourist sector is faced with the 
challenge of the opportunities of the senior market. 
With this in mind, TNO Inro was commissioned by the 
Netherlands Board of Tourism to investigate the 
potential of the elderly tourist niche market. This 
paper is a summary of the most important findings of 
that study.2

1 Due to the simplicity of the Variomatic gear system and, 
hence, their ease of driving, DAF cars acquired the negative 
image of being ‘suitable for the older driver’. Sales of DAF cars 
collapsed. 2 

The senior market

The marketing requirements for the senior citizen 
market is considerably different to those needed for 
other slices of the tourism cake. Of crucial importance 
is the fact that the share of senior citizens in the 
tourism market is increasing. Furthermore, this 
growing group is one with relatively more money and 
more free time. Elderly tourist behaviour is easily 
split into four segments:
(1)There are no children on the holiday to affect one’s 

leisure consumption;
(2)Retiring and becoming a pensioner turns the time 

factor on its head – from being a limiting factor it 
suddenly becomes limitless – but one’s income 
changes;

(3)Sickness and ill health become limiting factors – 
travel plans tend to be postponed; and

(4)Loss of a partner influences travel behaviour – 
travel ceases for a while and recommences as a 
single person.
As soon as we take a closer look things become more 

complex. Use of language has to be very careful – not in 
a politically correct manner but rather in how people 
react when being pigeon-holed. Take the 
understanding of the word ‘seniors’. This in itself often 
leads to discussion. Using terms such as ‘old’ or 
‘elderly’ is completely off track. It gets more 
complicated because they are elderly yet they do not 
want to know it and certainly don’t want to hear it 
from others. Those aged 55+ but not pensioners are 
insulted if they are lumped into the ‘Senior’ category. 
Then there is the misunderstanding of many (i.e. under 
55) who assume that elderly people all want the same 
in a vacation because they all appear to be the same. A 
senior citizen wants to be treated as an individual.3

But how do we do that if the tourist wishes of 
seniors are very different – mostly dependent on 
nationality?2 Belgians prefer to travel by car, Germans 
like the bus and Americans travel in groups. The 
British largely visit our cities, the Germans the sea 
and the French hardly visit at all. In short, senior 
2 The countries that are the most important origin countries for 
tourism in the Netherlands are Germany, United Kingdom, 
France, Austria, Denmark, Spain, Italy, Finland, Sweden, 
Japan, Canada, United States of America, Poland, 
Czechoslovakia and Switzerland. 3 
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tourists are as different, and as typical, as ‘normal’ 
tourists.

The European senior on vacation

A quarter of all holidays by west European seniors 
in 1990 were international trips. The European senior 
market is made up of a few originating countries and a 
few destinations. Germany (32%) and Great Britain 
(15%) are the most important originating countries, 
followed by France, Belgium and the Netherlands (see 
Figure 1). These 5 countries account for 71% of all 
international travel by seniors. The most important 
destinations are Spain, Austria, France, Germany and 
Italy. In Austria, Switzerland and Germany the 
seniors amount to 25% of all tourists. The Netherlands 
as an (international) destination is the ninth most 
popular destination for seniors who account for 
approximately 10% of all tourists.

What behaviour do seniors exhibit on vacation? It 
turns out that seniors in Europe travel a few times a 
year – those aged 55–59 make 2.4 holiday trips and 
those >75 travel 1.3 times. These holidays are 
generally shorter (10.4 days) when compared to the 
average European (12.4 days). On the other hand, it 
can be shown that holidays from 7 to 14 days or even 
longer are preferred. Favourite holiday months for 
seniors are July, August and September but in 

comparison with the regular public, seniors travel 
more often in the spring. Only a quarter of seniors 
travel unplanned. When preparing for a trip seniors 
don’t differ much from younger travellers, seniors also 
want information about lodgings, climate and travel. 
Information on activities tends to be less important to 
them.

The number of international trips made by those 
aged over 55 is 0.45 per year. However, each country is 
different. On one side the size of the country is of 
influence, on the other the (international) fondness of 
travel differs according to nationality. In Figure 2 a 
separation is made between small and large countries 
to take country size into account. This shows that 
inhabitants of Germany, Belgium and Switzerland 
like to travel abroad, while those of southern 
European countries and France don’t travel abroad that 
much.4

Sixty percent of seniors travel with a partner. A 
minority travels alone, with other family members or 
with friends (15% each)3. Many of these journeys are to 

3 In the survey where these specific numbers come from 
(European Commission 1998, Les Européens et les vacances 
1997–1998, Unité Tourisme, DG 23, Bruxelles), it was 
possible to give more than one answer (i.e. some seniors 
travel both with their partners and with family members or 
friends). Hence, the total doesn't add up to 100%. 4 

Figure 1. International travel by European seniors
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visit family or friends. Two-thirds of the seniors sleep 
in middle or high-class hotels. Holiday cottages 
(apartments, second homes of relatives) are also 
popular. There is not much interest in camping.

Choice of transportation differs according to 
nationality. Dutch and Belgians use the car while 
Germans and British prefer the bus or the plane. Such 
large differences are also seen in spending. However, if 
the amount spent is compared with the spending 
habits of the rest of the population then seniors spend 
the same amount, approximately €2000 per holiday.

Seniors’ reasons for travelling are not that much 
different from those of the total population, although 
few travel to sport fixtures or to visit discos. If seniors 
decide not to travel this is due to health problems, not 
financial difficulty.

Where the senior goes on holiday is dependent on 
where they are from. This determines whether they 
visit the sea, mountains, city or the country. In respect 
to cultural, historical and architectural interests the 
seniors don’t differ much from the rest of the 
population, they visit historic towns, churches, 
museums and national parks. However the older they 
get the less interested they are in long walks, 
sunbathing and restaurants. Religious events and 

folklore festivals become more popular.

The senior on holiday in the Netherlands

Most seniors who spend a night as a tourist in the 
Netherlands are Dutch. Furthermore, of 10 million 
holidays taken in 1996 by Dutch over fifty-fives, 6 
million were taken in the Netherlands. For the Dutch 
seniors important destinations are the seaside and the 
Veluwe National Park. Typical for our seniors is that 
next to hotels and cottages they also enjoy sleeping in a 
caravan or boat. In addition, the younger seniors 
(55–65) spend more than average.

From 1987 onwards the number of holidays taken by 
seniors increased dramatically. There are, however, 
large differences per age segment. The number of 
vacations abroad by younger seniors (55–65) has not 
increased as quickly as the number of vacations in the 
home country. Contrary to this, the number of 
vacations in the home country have doubled for the 
older seniors (65+), while the number of vacations 
abroad has hardly increased at all. The increase is due 
mainly to an increase in the number of short vacations. 
Older seniors like to go on vacation, but prefer to stay 
in the Netherlands. These holidays in the 
Netherlands are generally half as long as holidays 
abroad (6.6 days compared to 11.8 days). The senior 
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doesn’t differ much from the total population in this.
For German seniors ‘quality time’ is an important 

motivation for going on vacation. In addition, having 
the freedom to do what you want and time for the 
children are key factors. During the shorter holidays 
Germans often visit family and friends (60%) and 
cities (37%). Accordingly, use is often made of 
organised bus trips. More than 60% of German seniors 
travel abroad, with about half remaining in Europe. 
The majority visit Spain, Austria or Italy. Only 1% 
visited the Netherlands in 1996. Short trips (2 to 4 
days) are less appealing to them compared with other 
age groups (30% versus 41%). The frequency remains 
the same at 2.2 trips per year.

One of the distinguishing features of the British 
market is that the seniors spend significantly more on 
holidays than the rest of the British population (in 
1992 it was £619 compared with £547). The number of 
British seniors holidaying abroad is increasing; for the 
55–64 age group this is 23%, for those over 65 it is 19%, 
and more than two-thirds travel with a partner. 
Three-quarters of these spend their vacation in Europe: 
Spain, France, Italy, Germany and Portugal are the 
most popular destinations. Half choose seaside resorts 
and one-third take city breaks. Significantly, 70% of 
the British seniors visiting the Netherlands base 
their holiday in towns and cities.

The French seniors travel a lot; 75% of all seniors in 
France went on holiday in 1995. However only 13% of 
these trips are abroad. Two-thirds visited 
destinations in Europe, mainly Spain and Italy. The 
share visiting the Netherlands is small at only 1–2%. 
The French elderly go on holiday to read in a safe and 
quiet environment. They spread their holiday out over 
the year more than the rest of the population with 
High Season stretching from May to September. The 
type of transportation does not differ much from the 
rest of the population; some 70% choose the car and 
16% the train (among the younger population the 
corresponding figures are 80% and 10%).

Among Americans 40% of all vacations abroad are 
made by seniors; seniors tend to travel abroad at least 
twice a year, while over 20% make 4 international 
journeys per year. American seniors make up 46% of 
their citizens on more long distance vacations; 
approximately half of all American vacationers in 
Europe are seniors, for the Netherlands seniors amount 
to one-third of American visitors. Americans are 
extremely interested in comfort and good treatment and 
almost 40% travel in groups. The main reasons for 
visiting Europe are to encounter a different way of life 
and historic locations. Furthermore, costs, climate, new 
destinations, cultural events, previous experience and 
personal recommendations play a role in the choice. 
The American senior travelling to Europe generally 

spends 10% more than the average American.
For Danish seniors, southern Europe is a popular 

destination (Italy, Spain, Greece and France), as is 
eastern Europe; western Europe is not interesting to 
them (about 5%). Only 1% of Danish seniors travelling 
abroad visit the Netherlands. They prefer to visit 
historic cities and steer clear of busy commercial cities. 
Unlike younger Danes who holiday to escape from 
day-to-day routine and to another climate, they 
holiday because they can and to visit family and 
friends. During the preparation and booking of a trip 
the senior shows no major differences from the rest of 
the population. The car is the most popular mode of 
transportation, but remarkably Danish seniors travel 
by bus a lot. Also, more use is made of the train than by 
the rest of the population.

The senior market is growing

The number of senior citizens in the countries of 
greatest relevance to Dutch tourism will increase in 
the period from 1996 by 2005 by 15%, and these future 
seniors are more likely to travel than current seniors. It 
is expected that the number of senior vacations will 
increase in the same period by 36% to nearly 6.7 
million holidays. The number of foreigners on holiday 
in the Netherlands will increase by 40% in the same 
period to 1.6 million vacations (see Table 1). This 
ageing population with a greater desire to travel 
presents an even greater opportunity for the tourist and 
recreation sector than other segments of the 
holidaying population.

The Dutch market remains the most important 
market. It is expected that the number of trips by 
younger seniors (55–64 years) will increase the fastest 
(by 49%). The middle group (65 to 74) will increase by 
20% and those over 75 years old will increase by 32.5%. 
In terms of volume for the Dutch Market, the largest 
suppliers of foreign tourists in 2005 will be Germany, 
Great Britain and the USA.

It is anticipated that the German state of 
Nordrhein-Westfalen will generate some 250,000 
visitors. Niedersachsen, Berlin, Bremen and Hamburg 
are smaller segments (< 50,000) with 30% growth. The 
number of visitors from Southeast England will grow; 
mostly these will be from the (relatively small) 75+ 
group whose visits will increase by 40%. The number of 
travellers from the rest of Britain and Germany will 
also increase: in 2005 from 140,000 to 170,000.

The instream from the USA is interesting with 

Table 1. Number of seniors holidaying in the Table 1. Number of seniors holidaying in the Table 1. Number of seniors holidaying in the 
Netherlands in 1996 & expected growth to 2005 Netherlands in 1996 & expected growth to 2005 Netherlands in 1996 & expected growth to 2005 

Year 1996 1996-2005

Foreigners 1,148,746 463,054

Dutch 4,914,486 1,753,001
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respect to growth and size. For 2005 a group of 250,000 
to 300,000 people is expected, implying an increase of 
80%.

After Germany, Great Britain and the United 
States; France, Belgium and Japan are important to the 
Dutch Tourist industry. The number of 75+ Parisians 
will increase strongly (40%). Belgium forms a smaller 
segment with approximately 50,000 visits and a 
relatively small growth in the number of seniors 
visiting at 10%. Japan shows a large increase in the 
number of seniors visiting (60%); in numbers this is less 
spectacular, between the 50,000 and 100,000 visitors. 
Therefore we should take into account that over 40% of 
the Japanese visiting the Netherlands are over 55 
years old.

The senior market from further away within Europe 
is less interesting for the Netherlands due to the 
smaller number of visitors (<50,000). Finland (50% 
increase), Italy (70% increase) and Spain (80% 
increase) do however show considerable potential. The 
number of visitors from Switzerland, Austria, the 
Czech Republic and Denmark also increase 
remarkably, but in real numbers these are much 
smaller groups. Canada shows less size and growth.

Conclusion for the senior market.

Senior tourism forms an extremely important 
segment of the Dutch market, and it is a segment that 
in the coming years will grow more strongly than that 
of other age categories. In 2005, of the 8.25 million 
senior trips expected, the Dutch share is expected to be 
81%. Accordingly, the Dutch population still forms the 
most important market segment of this market.

From 1996 to 2005 the senior market will increase by 

36%, while the number of seniors will increase by only 
15% in those years. The growth in senior tourism is 
caused by more people holidaying and holidaying 
more often.

On the one hand, when it comes to holiday choices 
seniors do not differ much from the general public, and 
reaching them is easier than was assumed by the 
tourist market. On the other, the problem remains that 
they, inadmittedly, need and want to be treated 
differently. Greater access in hotels and supports in 
the toilets will need to be presented as practical and 
useful to all visitors. Walking excursions should be 
offered in shorter versions so that parents with 
children can walk them as well, and menus should be 
designed to cater for all tastes and dietary 
requirements.

This all seems very calculated, but it is necessary. It 
is definite that the senior group will become very 
important for tourism, not only in size but also in buying 
power. Most seniors who travel have a reasonable to 
good income and this is expected to improve in the next 
generation, although if the budget is limited this has 
a large impact on the travelling distance and the 
type/number of activities outside the house.

The inland market, our own population, is and will 
remain the most important market. If we look at the 
incoming tourists and involve the size and expected 
growth the USA is the most important followed by 
Great Britain, Germany, France and Japan.

What should we offer the Senior Citizen?

Senior citizens distinguish themselves from other 
market segments in aspects such as physical condition 
and mobility. These limitations can affect the number 

Figure 4. Number (x1000) of foreign 
senior citizens visiting the Netherlands 
in 1996 & expected growth to 2005
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and length but also the type of vacation. Providing 
enhanced service and travel facilities can solve many 
of these concerns. On a psychological level 
appropriate speed, fear of disease and vandalism, and 
flexibility are important factors. Good preparation, 
combined with advice and a safe environment are 
important.

Changes in the social network (retirement or loss of 
partner) are of great influence. As the values and 
inspirations of seniors do not change much with age, 
these social changes can lead to a new and different use 
of time. An example of the search for a new meaning of 
life is the popularity of specific interest groups (i.e. 
travel companions with the same interests). Interests 
and hobbies that people have or have had are often 
the determining factor.

The different stages of life have an impact on 
financial, physical and social areas, and influence the 
way in which the senior determines his or her 

holiday. The older people get the more important 
comfort, certainty, safety and personal care are also on 
holiday. Different demands are made on the tourist 
product, with respect to safety, service, transport, 
privacy, etc. Extra attention to the level of service and 
the amount of service is essential. If a holiday’s 
service and facilities do not meet the specific needs of 
the senior customer then this will adversely affect 
future bookings.

Seniors do not want to be seen as old or different to 
younger tourists. With respect to preferences and 
interests this group hardly differs from younger age 
groups. There are however differences in specific areas 
of interest (such as religion, folklore activities, less sun 
and sometimes not as active). The measure of special 
interest is often strong due to the wanted new meaning 
in this phase of life. In this area there is still too 
little information available in relation to this 
important market segment.
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Abstract

This paper considers the importance of local 
champions for the successful initiation and 
development of car clubs. The parallels between car 
club champions and other environmental champions 
are explored and the roles such individuals have 
within companies and communities are investigated. 
The paper highlights how important it is for car club 
champions to be embedded within the community so 
that their role as ‘agents of change’ can be maximised. 
In order to achieve such change champions need to be 
able to tap into social capital and use and develop 
social networks within their community. Champions 
also need to be sensitive to the heterogeneous nature of 
many communities and should be ready to adjust their 
message according to their audience. This paper also 
considers the impact champions have on the 
characteristics of resulting car clubs and looks at their 
continuing role once a car club has been established. 
The policy implications of our findings are then 
explored.

Keywords

car clubs, local champions, social capital, rural car 
clubs

Introduction

Car Clubs are just one option from a range of 
environmental transport initiatives aimed at reducing 
the number of cars on the roads. They have already 
proved to be successful in urban areas of Europe and the 
few car clubs already operational in the UK are 
beginning to attract interest from individuals, 
planners, developers, academics and government 
policy makers (Bedzed, 2002; DfT, 2002; Enoch, 2001). 
Car Clubs operate as a pool of community cars that are 
accessible to all club members. The vehicles are 
normally based in a central, secure and convenient 
location usually within 10 minutes of most club 
members’ homes. Most clubs with more than one car 
tend to have a variety of different sizes and models, 
ranging from small cars to people carriers and even 
vans. The cars are usually no older than one or two 
years since most Car Clubs enter into leasing 
arrangements with manufacturers. Breakdowns and 
vehicle problems are therefore rare, and when they do 
occur, the club covers the costs. Organisational and 

operational details vary between clubs but most charge 
a one-off joining fee (approximately £20), an annual 
membership fee (approximately £100), an hourly rate 
(around £2.00) and a mileage fee that covers fuel costs 
(Carplus, 2003). Joining a car club normally works out 
cheaper than owning a car, although some people 
manage to keep car ownership costs down by running 
very old cars (Litman, 1999). Car clubs are most 
appropriate for people who do not rely on their car for 
regular work journeys and for those that travel less 
than 12,800 km each year by car. Research into car 
clubs in mainland Europe and North America suggests 
that they can offer a number of social and 
environmental benefits to the communities in which 
they operate (Newig & Hockerts, 1995; Jensen, 2001). 
Car clubs are a pragmatic response to the fact that for 
many, life without a car would be a more restricted 
one. However, car clubs seem to encourage a more 
sensible approach to car use with members more 
inclined to use cars just for the journeys that they 
cannot achieve by other modes (by public transport or 
by walking or cycling). As a result, less overall car 
journeys should result. This seems to be the case for car 
club members in many areas of Europe.

Most car clubs operate in urban areas and this is 
largely because urban areas are most likely to 
demonstrate the geographical and socio-economic 
characteristics thought to be necessary for them to 
thrive. These characteristics include dense population, 
good public transport and relatively easy access to 
services and facilities. However, because of the 
transport problems found in many rural areas, the UK 
Countryside Agency Rural Transport Partnership 
Scheme commissioned a Rural Car Clubs Project that 
funded 13 demonstration projects to investigate the 
potential of car clubs in rural areas. These projects 
required feasibility studies to assess whether the 
potential for a car club existed and this paper is 
primarily informed by four of these feasibility studies 
undertaken in the Colne Valley (West Yorkshire), 
Windermere (Cumbria), Whitby and North Craven 
(both in North Yorkshire). The paper is further 
informed by a number of feasibility studies in other 
areas and by communications with Carplus, the 
charity devoted to the development of car clubs in the 
UK. 

mailto:j.meaton@hud.ac.uk
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The feasibility study areas

The Colne Valley lies to the west of Huddersfield 
and includes the two villages of Marsden and 
Slaithwaite. Marsden is the last village found at the 
top of the valley, abutting the South Pennines (across 
the Pennines lies Saddleworth and the Greater 
Manchester conurbation). Slaithwaite is the next 
village and like Marsden has distinct geographical 
limits and a strong village identity. Both village 
centres are found at the bottom of the valley adjacent 
to the main A62 Huddersfield to Manchester road, the 
river Colne, the Huddersfield narrow canal and the 
main Manchester to Leeds railway line. Scattered 
hamlets and isolated farmhouses are found on the 
steep valley sides with small roads and unmade roads 
giving them access. Marsden has a population of 4,300 
and Slaithwaite, 5,600. 

Windermere and Bowness lie within the Lake 
District National Park in Cumbria. Located on the 
shores of Lake Windermere, the two areas of Bowness 
and Windermere have merged into one, linked by the 
central thoroughfare of the Lakes Road. However, 
they maintain discrete shopping areas, with the area 
between them comprising largely of hotels, residential 
areas, schools, and other community facilities. The 
area is bounded in the north by the main A591, which 
bypasses the main town, and in the south by Lake 
Windermere. To the east lies the town of Kendal 
(15 km away) and the M6 (30 km). To the north is the 
small village of Troutbeck, which lies just off the 
A591, and the popular tourist town of Ambleside, 
which is 8 km away. Thus the Windermere/Bowness 
area forms a central point within the southern Lake 
District. The total population of Windermere and 
Bowness in 1999 was 8,337.

The villages of Burton-in-Lonsdale, Clapham, 
High Bentham, Ingleton and Low Bentham were 
explored in the North Craven feasibility study. The 
population of the sparsely populated survey area was 
approximately 5,116. Craven is one of England’s 
outstanding scenic areas, with a mix of natural 
limestone and millstone grit landscapes, moorland, 
fells and meadowland, unspoilt villages and historic 
market towns, and lies within the southern part of the 
Yorkshire Dales National Park.

The feasibility study conducted for Whitby (in 
North Yorkshire) covered the town of Whitby itself 
and a number of smaller settlements including 
Castleton, Danby, Robin Hood’s Bay, Staithes and 
Sleights. The approximate population of the area 
covered was 26,477. Geographically, the area is 
dominated by two features: the Esk Valley running 
from east to west and the rugged coastline. The area 
lies within the North York Moors National Park and 
the coastline is defined as Heritage Coast. There is a 

poor communications infrastructure, but in the main 
road transport corridor the A171 links Whitby to 
Scarborough in the south and the A165 provides access 
to Middlesbrough to the north.

Of the four case study areas, only Windermere was 
considered to have insufficient potential to develop a 
successful car club. Although there were a number of 
contributory factors, it was found that the most 
significant factor influencing the potential for a car 
club, was not geographical or even socio-economic, but 
was whether there was an individual involved who 
was championing the concept within the community. 
This paper explores the role of these individuals, the 
local champions, within car clubs and examines what 
functions they undertake and why they are so 
important. To date little research has been undertaken 
in this aspect of car club development and this paper 
addresses this gap. As these issues were explored it 
became apparent that there were parallels between 
car club local champions and motivational individuals 
promoting environmental agenda in business and in 
communities. In essence all of these are acting as 
‘change agents’ within their respective environments 
and, in doing so, employ similar tactics to achieve 
their aims.

Environmental champions in the business sector

An exploration of the tactics of environmental 
champions in Small and Medium-sized Enterprises 
(SMEs) undertaken by Walley and Stubbs (1999) has 
significant resonance with the role of local champions 
in Car Clubs. In their examination of the role of 
environmental champions, they explored the 
interaction of context, process, and content in the 
promotion and acceptance of green initiatives in a 
small business. Their model, based on a case study, has 
been modified into a more general form, and is 
presented below (Figure 1). The context of their model 
refers to the business environment in which they 
function. Walley and Stubbs’ original case study 
demonstrated the importance of the company’s culture, 
the role of the managing director, the characteristics 
of the company (i.e. what it actually did), its public 
relations policy, and the availability and 
affordability of environmental improvements. It is 
within this context that the environmental champion 
has to operate and against this backdrop that the 
‘greening process’ develops. Walley and Stubbs place 
the champion at the centre of this process and identify 
three aspects of the tactics employed: ‘networking’, 
‘sense of audience’ and ‘agenda translation’. 

Networking, Sense of Audience & Agenda Translation

Networking is all about building informing and 
informative links. In the original study, the champion 
established links with environmental advisory groups, 
local environmental groups, local government 
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environmental officers and other companies.
Sense of audience is about how the new initiatives 

are presented to different groups, according to their 
priorities and needs, for example the environmental 
champion might assume different titles according to 
different audiences. Sense of audience is directly 
related to the third aspect of the greening process, 
agenda translation. In the original case study, agenda 
translation was used to refer to the process of 
‘greenjacking’ where the environmental champion 
takes a non-green agenda and gives it an environmental 
spin, for example, taking a paperless office agenda and 
translating it into an environmental initiative.

The final element of the model is ‘content’ and this 
is effectively the outcome of the champion’s 
activities. In the business context, the ‘content’ is about 
the environmental initiatives that have actually been 
adopted by the company and how the company 
performs with regard to them. Context, process and 
content are therefore thoroughly inter-linked, and 
continue to be, with the content outcomes contributing 
towards new organisational contexts which can then go 
on to underpin further initiatives. The environmental 

champion is the agent of change at the heart of this.
Using this model as a basis for the analysis of the 

development of Car Clubs, this paper explores the 
influence of the local context, the tactics employed by 
the local champion based on their knowledge of this 
context, and the influence that these strategies have 
on the resultant content.

Figure 2 shows how this model can be adapted to 
illustrate the key issues for car clubs.

Context

A number of factors have been identified as 
relevant to the successful development of Car Clubs. In 
particular, it has been argued (Bonsall, 2002; Koch, 
2001) that having easy access to local services, good 
public transport provision, and a reasonably high 
population density are important preconditions for Car 
Club development.

These three are normally inter-related since dense 
urban areas are also attractive places for public 
transport providers. It is also likely that places 
displaying these characteristics will have lower car 
ownership levels or lower levels of car usage.

Contact with advisory 
groups/ local environmental 
groups/ other companies

Context

Management direction
Company culture
Departmental sub- culture
Company image
Company characteristics
Company type
PR policy
Availability / affordability of of 
environmental know-how

Content

Environmental management 
systems in place

Level of implementation & 
involvement

Greening Process

agenda
translation

Champion

Networking sense of 
audience

Figure 1. Context- Process- Content  Model (adapted from Walley & Stubbs, 1999)

Different messages to 
different audiences

“Greenjacking” a quality / IT agenda
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Areas where parking is a problem are also thought 
to offer good potential for car club operations, as are 
places where there is good walking and cycling 
infrastructure. 

Most of the research informing both Koch and 
Bonsall’s work was with regard to urban car clubs and 
the characteristics mentioned above are, indeed, more 
likely to be found in urban rather than rural areas. 
However, the following factors for success could apply 
equally to rural and urban areas.

Koch found that wealthier areas were more likely 
to support car clubs and Bonsall suggested that middle 
class populations with strong interests in 
environmental and social issues were more likely to be 
receptive to the concept. This latter point leads to the 

concept of predominant community values. Areas with 
a rich fabric of community integration and activity are 
thought to have a greater chance of embracing 
innovation and change, and could prove the most 
fertile ground for car club development.

Bonsall suggested that general attitudes towards 
cars are also important and that these might go some 
way to explaining why car clubs seem to be better 
accepted in Europe than in the UK. He argues that UK 
car owners tend to be proprietorial with regard to their 
cars and use them more than European car owners 
(although this might be due in part to the higher costs 
of car ownership in the UK). Different communities in 
the UK are unlikely to display such differences but it 

Figure 2. Car Club Context- Process- Content Model (after  Walley & Stubbs, 1999)
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is possible that rural residents will feel more 
proprietorial about their cars than urban residents 
simply because they rely on them more.

Other contextual factors that need to be considered 
include the existence of a local need for transport 
alternatives and the ease of access to information 
regarding alternatives. If a town or village has high 
levels of satisfaction with existing public transport 
provision it is unlikely that a car club will be seen as 
necessary. However, if this is not the case then 
unsatisfied residents need to be aware of the potential 
for alternatives. 

Table 1 shows how the four feasibility study areas 
perform with regard to some of these key contextual 
factors. 

The data in the table is not scientific and will not 
stand undue scrutiny, however, it does capture the 
essential characteristics of the four areas. It was 
compiled using a combination of quantitative data and 
qualitative data. For example the categorisation of 
population densities are taken from the National 
Statistics website and car ownership from the 2001 
census. Our interpretation of whether these were high, 
mixes or low was rather subjective. Our categorisation 
of public transport provision is based on availability 
and frequency, and the existence of appropriate 
commuting routes. In all areas most cycling provision 
was for leisure purposes rather than commuting routes, 
and none of the areas had any integrated cycle-path 
provision. Categorisation of access to services was 
based on the level of services (doctors, dentists, shops, 
banks, education) available within the key 
settlements in the study areas. Our judgment on the 
level of need for alternative transport provision was 
based on a combination of factors (car ownership, 
wealth, access to services, public transport provision). 
Three communities had local organisations actively 
investigating transport issues, with two (North 
Craven and Whitby) being home to community 
transport operations, and this served as the basis for 

our classifications in terms of access to information.
The table shows how difficult is to use these factors 

for predicting the success or otherwise, of car clubs in 
communities. On the basis of this information it would 
have been impossible to predict that Windermere was 
the area where a car club was regarded as unfeasible. 
In fact, if decisions were based on this information, it is 
highly likely that of the four areas, Windermere 
might have been identified as the area with the most 
potential. 

The process

In their model, Walley and Stubbs refer to the 
‘greening process’ but this terminology is less 
appropriate for the car club model and we have 
decided to call it the ‘championing process’. As can be 
seen from Figure 2, the champion is placed at the heart 
of this process and has direct input into networking, 
sense of audience and agenda change.

Networking

With local transport initiatives, especially new 
and innovative schemes such as Car Clubs, networking 
could play a crucial role in raising community 
awareness and encouraging acceptance. Research in the 
US (Flora et al., 1997) suggests that communities that 
are highly effective at internal and external 
networking have high levels of civic capacity and 
tend to be more successful. Internal networking involves 
the ability of organisations and members within a 
community to not only communicate with each other, 
but to communicate in an effective way to allow the 
community to engage in internal collaboration, 
resolution of conflicts, and more effective use of 
community assets. External networking involves the 
ability of the community to systematically reach 
beyond its borders to obtain expertise, insight, 
resources and assistance. It would seem that 
communities better at networking tend to display 
higher levels of social capital. In fact it would seem 
that these notions of internal and external networking 

Table 1. Key Contextual Factors in the Four Feasibility Study AreasTable 1. Key Contextual Factors in the Four Feasibility Study AreasTable 1. Key Contextual Factors in the Four Feasibility Study AreasTable 1. Key Contextual Factors in the Four Feasibility Study Areas

Colne Valley Windermere Whitby North Craven

Population density Low Mixed Mixed Low

Public Transport Good Good Poor Poor

Access to Services Good Good Poor Mixed

Car Ownership Low High Mixed High

Wealth Low High Low Mixed

Cycling and Walking Infrastructure Recreational Recreational Recreational Recreational

Level of Need Medium Low Medium/Mixed High

Access to Information Good Poor Good Good
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have strong resonance and areas of overlap with social 
capital.

Social capital

Social Capital has long been recognised as 
important in terms of the economic development and 
social cohesion of local communities. However, it is a 
contested concept, that has resulted in many 
definitions, for example Bourdieu’s early definition 
focuses on the individual and defines it as

‘the aggregate of the actual or potential resources 
that are linked to possession of a durable network of 
more or less institutionalised relationships of 
mutual acquaintance or recognition’ 
(Bourdieu,1986). 
Putnam (1995) adopted a more succinct, clearer and 

more community focused definition. This community 
focus is beginning to dominate and is most pertinent to 
this paper. He describes it as,

‘networks, norms and trust that enable participants 
to act together more effectively to pursue shared 
objectives. Social capital, in short, refers to social 
connections and the attendant norms and trust’.
There are a number of ways of exploring social 

capital and an array of terminology has developed 
that reflect these different approaches (Baron et al., 
2000). For example a brief foray into the literature 
(ONS, 2001) has found reference to formal and 
informal, thick and thin, strong and weak, inward and 
outward and bridging and bonding social capital. 
These latter terms, bonding and bridging, are beginning 
to dominate discussions of the concept.

Bonding social capital exists within tightly knit 
groups where people share a lot in common, such as 
gender, ethnicity or social class. Bonding links tend to 
be strong and the concepts of trust and reciprocity are of 
great importance.

Bridging social capital exists between groups of 
people with less in common and bridging links are 
relatively weak, but can be held with a large number 
of individuals and organisations within the 
community. They are useful for disseminating 
information and establishing social capital between a 
larger number of people, although the perception of 
trust might be lower.

Putnam believes that it is important to distinguish 
between the two types of social capital because of the 
way they might impact on community outcomes. 
Bridging capital could, for example, be very positive, 
as it helps communities to reach out and find 
information, be open to ideas and to build 
partnerships. Bonding links could produce negative 
impacts as a result of parochial and insular attitudes 
and communities high in bonding social capital could 
display a controlling nature that might be hostile to 

local champions and social entrepreneurs. 
A successful and thriving community would ideally 

have a healthy balance of both bonding and bridging 
social capital. Any pioneering car club champion needs 
to be embedded within both.

Our feasibility studies did not set out to investigate 
levels of social capital and we cannot speculate on its 
existence or otherwise within these communities. 
However, it is possible to assess the extent to which 
the champions in our study areas were linked to their 
communities and to postulate on the importance of 
these relationships with regard to car club 
development.

In the Colne Valley the initiator of the car club was 
a resident of Slaithwaite who worked full time for a 
community organisation located in the village. The 
idea of establishing a car club evolved out of 
discussions with friends living in the village and with 
discussions with work colleagues. Initially the 
champion’s employers were reluctant to allow her the 
time to develop the idea, largely because of the 
novelty of the concept but also because transport had 
never been a high priority for the organisation. The 
champion appears to have been well placed to develop 
the initiative firstly because of her circle of like 
minded friends (or in social capital terminology, her 
bonding links) and secondly because her work role 
within the community had allowed her to develop 
‘bridging links’.

In both Whitby and North Craven the local 
champions were based within Community Transport 
organisations. The champions were supported by 
friends and colleagues to an extent that it could be 
argued that there were at least two champions within 
both of these areas. All individuals involved in the 
promotion of the car clubs lived in the feasibility 
areas and displayed good bonding links and as a result 
of their existing role within the community transport 
arena, they also displayed high levels of bridging 
links.

The Windermere champion worked for an 
organisation based in Kendal, some 15 km outside the 
feasibility study area. The champion had taken over 
the car club project after the original champion had 
left the organisation. Furthermore the champion did 
not live within the feasibility study area himself. 
These seem to be major problems with regard to gaining 
access to the community. In the other studies the 
champion had been our link with the community and 
this had allowed us to identify key individuals and 
sections within the community who were most likely to 
see car clubs in a positive manner. In Windermere this 
short cut simply did not exist and despite employing 
the same methodology and the same team of 
researchers we failed to identify any potential 
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members of a car club. We do not believe this is 
indicative of poor levels of social capital in the area, 
rather that we were simply unable to connect to it. As a 
result we were unable to recommend the development 
of a car club in the Windermere area.

Sense of Audience

This is about how local champions ‘sell’ car clubs to 
different people and how different methods might be 
employed so as to maximise acceptance across a wide 
range of individuals and groups. It has already been 
noted that car clubs are ‘misunderstood’, that their 
environmental roots could put people off and that some 
people are concerned that they might threaten public 
transport provision (Bonsall, 2002). For example some 
people confuse car clubs with car sharing and even car 
enthusiasts clubs. Other people, particularly car 
owners might perceive someone pushing an apparently 
green transport agenda as a threat to their freedom.

In order to overcome these problems a champion has 
to be able to emphasise the different aspects and 
benefits of joining car clubs to different types of 
potential members. For example a car club could be 
marketed by: 
• emphasising its environmental benefits to those 

individuals with a green agenda; 
• promoting hassle free motoring to non-mechanically 

minded or possibly older people; and
• highlighting the community benefits to those with 

a social agenda or by promoting the diverse vehicle 
types available to those with specific needs (e.g. 
people carriers to families or vans to local 
businesses). 
In order to do this effectively, the champion needs 

to have the local knowledge to ensure that the most 
appropriate marketing message is delivered to the 
right people and so that the agenda is translated into 
one acceptable by enough people in the area to support 
a car club. 

During the feasibility studies we became strongly 
aware of the importance of delivering the right 
message to the right people. However, this is very 
difficult to achieve and the peculiarities of car clubs 
make them almost impossible to ‘sell’ to a mass 
market. Since different aspects of car clubs appeal to 
different sectors of society, it is almost impossible to 
come up with a marketing message that appeals to all 
potential members. Publicity and promotional 
materials are absolutely essential for promoting car 
clubs, but it is difficult for a leaflet to encapsulate all 
the different reasons for joining and such materials 
need to be used in tandem with one-to-one personalised 
discussions between champions and potential members. 
This is only achievable if the local champion is 
thoroughly embedded in the community. 

Agenda translation 

Agenda translation therefore occurs if the 
champion has been successful. Interestingly, it seems 
likely that car club champions will have to do the 
reverse of what environmental champions do in SMEs. 
Walley and Stubbs suggest that a type of ‘greenjacking’ 
occurs whereby non-green agenda are given an 
environmental spin. Car club champions might well 
have to play down the environmental benefits in order 
to convince a sceptical public. This might be 
particularly true for small communities in rural areas 
displaying rather conservative, traditional values 
with a resistance to change. Within this context car 
clubs could easily be perceived as rather radical fringe 
initiatives and it is up to the champion to ensure that 
a more appropriate image of car clubs is presented.

Content

The content refers to the actual results of a local 
champion’s activities in terms of whether a car club is 
feasible or not. If there is no champion present, or if 
the champion fails to engage with the local 
community, then it is unlikely that there will be a car 
club. This latter scenario appears to have been the case 
in Windermere; the champion existed but did not have 
sufficient links with or within the local community. 

Where a champion has been successful a car club 
will normally result, although it might take time. In 
many cases the early characteristics of the car club are 
highly dependent on the champion and his or her 
activities. For example, the early membership 
profiles might reflect the champions own ‘bonding 
links’, with early members being similar in their 
outlook, with many knowing each other. In the Colne 
Valley, almost all of the first eight members knew or 
had heard of the others. A champion’s continuing 
influence on a car club depends on whether they have a 
role after it has been established. Many champions go 
on to be members of the clubs and some have a role on 
the steering group or the management of the club. If the 
champion has a diminished role following the setting 
up of a club, it is possible that the club could suffer as a 
result. There is some research from Europe that 
suggests that early members might leave as car clubs 
develop and move on from their original, often local 
community-orientated structures (Franke, 2001).

The operating structure of the club (including 
technology, car types, fees, marketing, etc.), is 
normally decided by a steering group consisting of 
early members (possibly including the champion) and 
often an administrative officer paid to manage and run 
the club. The commitment of these salaried staff and 
their relationships with the members and the 
champion are crucial to the success and growth of car 
clubs.

As with the business model, the content feeds back 
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to the context, so a successful, growing car club might 
ultimately influence some of the contextual factors, 
such as car ownership levels, cycling/walking 
infrastructure, access to services and predominant 
community values. Thus a virtuous circle of continuous 
improvement could emerge.

Conclusions & Policy Implications

Historically car clubs have worked when they 
have been demand driven, i.e. where groups of 
individuals have got together and established their 
own clubs. There seems to be no obvious substitute for 
this pattern of car club development and it is 
extremely difficult to mimic this process. It is almost 
impossible to sell a car club within a community if 
there is not a demand for it. However, it is also fair to 
say that many communities will not initiate car clubs 
even if there may well be a need for such an initiative. 
This is largely due to two key factors. First, there is 
low awareness of the concept and the practice of car 
clubs amongst the general public. Second, the support 
and resources necessary to make a club a sustainable 
reality need to be made available. The charity 
Carplus is one agency playing a key role in addressing 
these two factors.

This paper has demonstrated the important role 
that local champions can also play in remedying this 
situation. By creating awareness and gathering 
knowledge resources the local champion appears to be 
a more significant factor in car club development than 
the geographical and socio-economic factors more 
commonly considered vital to the emergence and 
subsequent development of car clubs. This finding is of 
major significance for agencies concerned with 
supporting the creation of increased numbers of car 
clubs in the UK. Rather than funding and other forms 
of support being targeted on the basis of identifying 
communities that possess the factors previously 
thought of as having a primary significance, this view 
of car club creation suggests that future support should 
be people-focused rather than place-focused. 

This people-focused approach would place local 
champions at the heart of the support effort. Selecting 
areas for support would require a more sophisticated 
analysis that would seek to identify the presence of a 
local champion that had demonstratively strong links 
both within their community and with agencies 
outside. Under this regime, the champion and social 
capital replaces socio-economic and geographical 
factors as the trigger for support.

Such a strategic re-orientation would match the 
policy on social entrepreneurship currently being 
pursued by the UK government. This work has focused 
on supporting social entrepreneurs (Leadbeater, 1997) 
who come forward for funds but it also seeks to identify 
community members who could become entrepreneurs 

within their communities. One organisation funded by 
the government and so charged with these tasks is 
UnLtd (see http://www.unltd.org.uk). When social 
entrepreneurs begin to operate in a geographic area it 
seems to create a potential for increased levels of 
community development (Thompson, Alvy & Lees, 
2000). To this end, by identifying local champions, car 
clubs could even become a catalyst for other community 
development activities to take place.
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The Promotion and Marketing of Cycling 
One-day Conference, Nottingham University

Wednesday 31 March 2004

organised by

Hugh McClintock, Institute of Urban Planning, School of the Built Environment, Nottingham University (0115) 951 4875, 
<Hugh.McClintock@nottingham.ac.uk>

Phillip Darnton, National Cycling Strategy Board and Bicycle Association

Shirley Acreman, Sustrans

Tony Russell, CTC (0117) 925 6115, <tony.russell@ctc.org.uk>

in cooperation with:-

Department for Transport, National Cycling Strategy Board, English Regions Cycling Development Team and Sustrans

Conference aims:

• To explain the key principles of Marketing, illustrated with examples from cycling and general consumer markets.

• To highlight, with specific examples, how these principles can be practically applied by Local Authorities, the private sector, 
environmental organisations and user groups

• To discuss, and learn from, good practice of what has been done to promote cycling, and point out some common pitfalls and 
barriers in effective communications.

• To give guidelines, and equip participants with specific tools to encourage and enable them to mount promotional schemes 
more effectively in their local communities.

• To provide a networking opportunity for those involved as transport professionals, including those involved in travel plans, 
and to discuss and share practical and relevant marketing ideas in partnership with other groups, including cycle users and 
other non-governmental groups.

The Conference will be of interest to:

• Local authority and other public sector staff at senior and other levels working in transport planning in general as well as 
cycling in particular, and in other areas of transport, recreation and tourism, including TravelWise® officers, Travel Plan Co-
ordinators and sustainable transport officers

• Company travel plan/staff travel coordinators

• Local authority members

• Transport, recreation and tourism consultants

• Cycling, other transport, and other environmental campaigners

• Cycle hire and other business groups involved in the promotion of cycling and tourism 

Speakers include:

• Philip Darnton, National Cycling Strategy Board

• Shirley Acreman, Sustrans

• Peter Andrew, Life Cycle, Bristol

• Andy Shrimpton, "Cycle Heaven", York

• Dan Johnson, City of York Council

• Anna Trafford, London Cycling Campaign

More details available from:-

Hugh McClintock, Organiser, tel. (0115) 951 4875, <Hugh.McClintock@nottingham.ac.uk> or Emma Clews, Conference 
Secretary, tel. (0115) 951 4132, fax. (0115) 951 3159, <cpd.conference@nottingham.ac.uk>

Institute of Urban Planning, School of the Built Environment, University Park, Nottingham, NG7 2RD

Cost:

£135.00 per person including a buffet lunch and tea or coffee, with a limited number of places available at a concessionary rate 
of £25.00 for representatives of voluntary groups. 

mailto:Hugh.McClintock@nottingham.ac.uk
mailto:tony.russell@ctc.org.uk
mailto:Hugh.McClintock@nottingham.ac.uk
mailto:cpd.conference@nottingham.ac.uk
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welcome. Whether you are a novice author or an experienced 
one, the Editor would like to invite you to consider sharing 
your thoughts and experiences with others like yourself. We 
can promise a considered and constructive review of your 
article and, for contributions deemed suitable, publication in 
World Transport Policy & Practice.
Read through the following guidelines and feel free to contact 
John Whitelegg, the Editor, who will be pleased to offer 
comments on drafts, work in progress, or ideas which could be 
made into an article.
Editorial objectives
The journal aims to provide validated information about the 
latest developments in transport policy to enable local 
authorities, governments, consultancies, NGOs and supra-
national organisations to speed up their policy development 
and implement new ideas from around the world. It will:
• cover all passenger and freight transport
• deal with global as well as local issues
• include the development of the ideas of sustainability, the 

design of cities and rural areas, transport corridors and 
international links to improve health, the economy and the 
environment.

Article composition
Articles should normally be between 2,000 and 4,000 words. 
Shorter articles can be published as ‘Comment’ pieces. 
Responses to papers which have appeared in the journal, 
either as letters to the Editor or as response articles, will be 
welcomed.
Submitting articles
1. By e-mail
Articles for publication may be submitted by e-mail attachment 
to Pascal Desmond. It is useful if authors indicate what 
software is required to read any attachments and if they 
include the letter combination ‘zq’ in the title. Please DO NOT 
name articles ‘whitelegg’, ‘wtpp’ or variations of these. 
Authors are advised that they may need to provide a version 
on paper and/or on 3.5” disk prepared on an Apple Macintosh 
or PC system.
2. On paper
Three copies of articles, typescript and double spaced with 
wide margins are needed. Manuscripts will not normally be 
returned, so you should ensure you retain a copy. Provide the 
article on paper of no less than 80 gsm weight with high quality 
print. This will enable electronic scanning if needed. Please 
supply the same version of the article on a 3.5” disk prepared 
on a Macintosh or PC system in ASCII format. Mark the disk 
clearly with your name, the article title and the software you 
have used. Where there is ambiguity, the disk version will 
normally be considered definitive.
Presentation
Headings and subheadings should be used at approximately 
500–750 word intervals. Ensure that headings and 
subheadings are clearly identified. 
Charts, diagrams & figures
These should be called ‘Figures’ and numbered consecutively 
(e.g. Figure 1, Figure 2, etc.). Make sure they are clear and 
can be reproduced easily. In addition, provide the raw data so 
that we can redraw them, if necessary. 

Indicate where in the text they should appear ‘(Figure 1 about 
here)’. Each figure should have a brief title (e.g. ‘Figure 1. 
Schematic of the Programme’). 
Tables
Tables should be numbered consecutively, independently of 
figures. Indicate in the text where they should appear. Give 
them a brief title. Ensure that they are clear and legible. 
Authors should not use many tabs or spaces between 
columns of data – normally, one tab is sufficient.
Maps
Maps are especially welcome as ‘tiff’, ‘pict’ or ‘jpeg’. They 
should be numbered consecutively, independently of figures 
and tables and their location in the text should be indicated. 
Ensure that they are clear, uncluttered and legible. They 
should have a title.
Measurements
SI units should be used throughout.
Abstracts & Keywords
Write an abstract of 75 words or so which summarises the 
main points of the article. It should be sufficient for a reader to 
decide whether or not they want to read the whole article. Also 
note up to six keywords which describe the content of the 
article. These could include geographical area, if specific, 
industry, functions, managerial activity and process.
References
Authors should keep references to a minimum, ideally no more 
that ten to fifteen. References should be confined to essential 
items only and those that are necessary to establish key 
steps in an argument or key areas of support for a particular 
proposition.
Reference citations within the text should be by the author’s 
last name, followed by a comma and year of publication 
enclosed in parentheses. A reference list should follow the 
article, with references listed in alphabetical order in the 
following form:
Books: Surname, Initials (Year of Publication) Title Place of 
Publication, Publisher.
Articles: Surname, Initials (Year of Publication) ‘Title’ Journal 
Volume, Number, Pages.
Originality
The author should indicate if a paper has been presented 
elsewhere. If the author does not do so, the Editor will assume 
that the paper is an original contribution. Papers appearing in 
World Transport Policy & Practice should not be published 
elsewhere without the written consent of the Publisher of the 
journal.
Copyright
Authors submitting articles for publication must warrant that 
the work is not an infringement of any existing copyright. 
Papers and contributions published become the legal 
copyright of the publisher, unless otherwise agreed.
Contact details
World Transport Policy & Practice, Eco-Logica Ltd., 53 
Derwent Road, LANCASTER, LA1 3ES. U.K.
Telephone: +44 1524 63175 Fax: +44 1524 848340
Editor: Professor John Whitelegg 
<John.Whitelegg@phonecoop.coop>
Business Manager: Pascal Desmond 
<pascaldesmond@eircom.net>
http://www.eco-logica.co.uk/WTPPhome.html
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