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Developing a new consensus for physical activity
in England: Evidence of the growing convergence
of transport and public health policies

Adrian L. Davis

KEYWORDS: physica activity, intersectoral
collaboration, public heath

The recent consensus within physical education research
that moderate physical activity should be (re)integrated
into the routines of daily living has shifted the focus aw ay
from a traditional sports and exercise bias. This has come
about largely asa result of new medical evidence and an
understanding that the greatest public health ben€fit is to
be achieved through increasing activity levels among those
most sedentary. This change could strengthen recent
efforts within the transport sector, which now includes a
N ational Cycling Strategy, to promote cycling and a
forthcoming walking strategy as environmentally
sustainable modes of transport. This paper charts recent
developments in the public health and physical activity
sectors to illustrate how health and transport concerns are
leading to a convergence of public policy goals. However,
key to this are new ways of thinking and working,
requiring broad intersectoral alliances.

Is telecommuting a panacea for urban transport
ills? An Australian perspective

Dr Laurence Knight

KEYWORD S: information technology, work practices,
suitability for employment situations

Urban transport provides society with a range of benefits,
but it also generates serious problems in the form of air
and noise pollution, traffic accidents and congestion.
Attempts to solve these problems through conventional
means have achieved limited success. An alternative
approach (promoted by information technology
corporations) is for peopleto satisfy their needs without
travelling - in the case of employment - by telecommuting.

This paper examines the context in which the discussion
about telecommuting is taking place, as well as recent data
on the uptake of telecommuting. Coming from an
Australian perspective, the paper argues that while
telecommuting will not provide a stand-aone solution, it
has the potential to influence travel distances in its own
right, and (more importantly) enhance the effectiveness of
other policy mechanisms.

A Wish called Wander: Reclaiming Automobility
from the Motor Car

lan Ker & Paul Trante
KEYWORD S:language, freedom, restrictions to mobility

Argues that in pursuit of a specific kind of Gutomobility®
we have unwittingly reduced the independent mobility of
many people in the community, including the elderly, the
disabled, women and children. Discusses alternative
understandings of the term automobility. Argues that the
current dominant use (or misuse) of theterm has
facilitated the acceptance of the view that cars provide
freedom. The mythical nature of this viewpoint is
explored.

Local Agenda 21, sustainability, and British
policy on foodstore location - a case study

Alan G. Halswvorth, Rodney Toley & Cdin Black

KEYWORDS: Liphook, retail vitality, attractivenes and
accessibilty for shopping

The growth of out-of-town and edge-of-town superstoresin
Britain has had an adverse effect on the vitality & viability
of traditional, long established retail centres. The dilemma
facing many of these centres is whether a superstorein the
town would increase business and induce a trickle down
improvement to existing retailers.

Freedom of movement for women: Feminist
approaches to traffic reduction and a more
ecological transport science

Gabi Zauke and Meike Spitzner
KEYWORD S: women, mobility, planning

This paper is based on the thoughts, work and discussions
of the German network Frauen in Bevegung (Women in
Motion). There is a gender imbalance in transport
planning. Morewomen must be involved in planning, and
the needs of women must be addressed, if we are to
achieve a sustainable society.
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Trunk Roads and the Generation of Traffic: the
SACTRA report and associated Government
guidance - What does it mean and does it
matter?

Keith Buchan
KEYWORD S: United Kingdom, trafficgrowth, COBA

A government study into traffic growth on major roads
and motorways in the UK was published in December
199 by the Standing Advisory Committee on Trunk Road
Assesment ("SACTRA"). The government's formal
response and an accompanying guidance note to road
planners were published at the same time. This article,
first written in pamphlet form in early 1995, surveys these
three key documents and explains the substantial changes
in appraisal methodology that should arise from them.



Editorial

THIS is the first editoria snce the election of
a Labour government in the UK in May 1997.
The new government has already launched
into the transport debate with statements of
intent about supporting integrated public
transport and Gnding the love affair with the
carQ It has studiously avoided the
controversial battlefields of transport policy
including a new terminal for Heathrow
Airport and bypasses, such as that around
Newbury, and has supported the spending
restrictions of the previous Conservative
government.

The next few months will be critical for
this government. If it can move the transport
system away from its obsession with large
scale infrastructure projects and towards
numerous small scale improvements in
quality of life for rural and urban residents
alike then it will have done more than all the
sustainability rhetoric we have seen since the
Rio Conference in 1992. In this respect the
UK government has an historic opportunity
to demonstrate that there are wide ranging
economic, social and environmental gains to
be had from a sustainable transport policy.

However, this opportunity will be brief if
only because honeymoon periods for new
administrations are brief. Thetime is now
right for a bold statement about reducing car
dependency, transferring freight from lorries
to the alternatives and restoring rights,
freedoms and social justice to pedestrians
and cyclists.

Thisis of wider significance than the UK
alone. lust as cities need role models before
they initiate car restraint policies 0 it is the
same for countries. Israel is currently
embarking on a huge investment in a road
that will dramatically alter its geography and
increase the amount of urbanisation and long
distance commuting. The costs of the 300
km long CRoad Number 60arein excess of $1
billion and the benefits are very few. Its
supporters argue that Israel needs the road
because international statigics show that the
country has a lower than average car
ow nership rate and Onot enough roadsQ

Israel needs a different role model. Japan
has the low est level of spending on roads and
car parking asa percentage of GDP than any
other advanced industrial nation. It is not
noticeably failing in its economic
performance. Britain could set the standard
for a new kind of national transport policy
with strong local autonomy and strong local
support for car reduction and improvements
inair quality. We will soon know w hether or

not the new government will use the
landslide electoral victory to make a
difference or to give us more of the same.

In this issue of WTPP we give prominence
to some of the new insights that are ready
and waiting to fire a new government with
enthusiasm. Davis focuses on the links
between transport, physical activity and
public health. Spitzner and Zauke draw our
attention to the needs of women in society
and the extent to which transport systems are
designed by men to serve a narrowly based
male view of the world. Hallsworth, Tolley
and Black take us into theworld of shopping
(normally the task of women) to reveal the
extent to which shopping trips impact on
transport demand and the environmental
consequences of that demand. Knight
reminds us that telecommuting has
advantages and disadvantages and is a
legitimate part of an holistic view of
transport and travel demand. Ker and
Tranter develop the holistic grand by
shedding some light on the fundamental
tendencies in society and individual
lifestyles that fuel the demand for motorised
transport. These insights help to construct
policies that are capable of moving us to
lower levels of dependency on private
motorised transport.

In addition, we publish in full a
commentary on the UK report from the
Standing Advisory Committee on Trunk
Road Assessment (SACTRA). This report
was published in 1994 by the UK government
and gave authoritative support for the view
that building new roads creates additional
(Gnduced® demand and therefore can be
expected in some circumstances to make a
very limited or non-existent contribution to
solving transport problems. Induced demand
also has an impact on cost benefit analyses
and can reduce by a considerable margin the
benefits claimed in time savings for an
individual road scheme. The origina
SACTRA report was and is very significant.
We publish Keith Buchan® original
commentary from the same year because it is
a OnmilestoneO document still in demand and
not easily available. Its views on the
SACTRA report and its additional insights
are of vital importance everywherein the
world where new roadsare still being put
forward as solutions to transport problems.
Let us hopethe Israeli government takes
notice.

John Whitelegg, Editor
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Abstract

The recent consensus within physical
education research that moderate phy sical
activity should be (re)integrated into the
routines of daily living has shifted the focus
away from a traditional sports and exercise
bias. This has come about largely as aresult
of new medical evidence and an
understanding that the greatest public health
benefit is to be achieved through increasing
activity levels among those most sedentary.
This change could grengthen recent efforts
within the transport sector, which now
includes a National Cycling Strategy, to
promote cycling and a forthcoming walking
strategy as environmentally sustainable
modes of transport. This paper charts recent
developments in the public health and
physical activity sectors to illustrate how
health and transport concerns are leading to
a convergence of public policy goals.
However, key to this are new ways of
thinking and working, requiring broad
intersectoral alliances.

Introduction

In public health research the value of
intersectoral collaboration, as it has been
termed by the World Health Organisation,
has been recognised to be critica to the
promotion of health promoting public
policies within and beyond the health sector.
The Government@ White Paper O’he H ealth
of the Nation: A strategy for health in
England &formally acknowledged that the
strategy should be focused as much on health
promotion as on health care, @he pursuit of
®ealthOin its widest sense, both within
Government and beyond O(H ealth of the

N ation, p2). Its overall goal was to @dd years
to lifeQand Gdd life to yearsOby addressing
five Gxey areasO The World H ealth
Organisation ® ealth For AllOstrategy was
acknowledged as guiding this development,
suggesting that Government was prepared to
re-orientate health policy, and implying the
need for reorientation in other sectors of
public policy and beyond. Indeed, the White
Paper was circulated to local authorities with

a letter from the then Health Secretary urging
them to work with health authorities in
(Mealthy alliancesOin order to achieve the
strategy@® targets. In this the White Paper was
attempting to shift the focus for health
towards the need for healthy public policies
across the policy spectrum:
CQlocal Authorities are responsible for a
wide range of public services, many of
which impinge on heath and are linked
with the grategy st out in the White
Paper; these include education, transport,
social services, environmenta health and
food safety. Their contribution is vital to
the achievement of the strategy and | hope
that together with local NHS Authorities
and others you will help to st up loca
aliances and initiatives to improve the
health of local populations.O (quoted in
Blackman, 1992, p. 34)
This paper charts recent developments in the
public health and physical activity sectors in
illustrating how health and transport
concerns are leading to a convergence of
public policy goals, and the promotion of
what has been termed healthy public policy.

Healthy public policy

Healthy public policy is characterised by an
explicit concern for health and equity in al
areas of policy and by accountability for
health impacts (World Health Organisation,
1988). A useful distinction has been made
between healthy public policy and public
health policy in that the latter term refersto a
narrower set of policies, more usually aimed
at the system of caring for ill people. This
distinction is a crucial one. Healthy public
policy self-consciously aims to go beyond the
health care system and its more traditional
hospital and physician basd care (Hancock,
1982). Definitions of healthy public policy
incorporate broad visions of health, crossing
traditional disciplinary, organisational, and
governmental categories. They refer to a
concern for manipulating the social policy
environment to create a healthy society,
implicitly recognising that social and
environmental factors are important health
determinants.
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The healthy public policies approach
developed in the mid-nineteenth century
with public health attempts to combat
diseases of poverty such as cholera,
associated with working class urban living
conditions. Improvements in health came
largely through improved sanitation and
housing rather than medical treatment. With
the discovery of the germ theory of disease,
immunisation programmes and the growth of
therapeutic medicine environmental
approaches were overshadowed until their
re-emergence in the 1970s (Ashton, 1992).
The Lalonde Report (1974) and the work of
McKeown (1976) were cataysts for this re-
emergence, of the need for Gealth consciousO
policies beyond the health sector. The New
Public Health, as it became known,
incorporated and updated the nineteenth
century emphasis on the physical
environment as well as social factorsas
health determinants. The Ottawa Charter
(World Health Organisation, 1986) stated
that:

CHealth promotion goes beyond heath

care. It puts hedth on the agenda of

pdicy-makers in al sectors and at all

levels E Hedth promotion requires the

identification of obstacles to the adoption

of healthy public pdicies in non-heath

sectors, and ways of removing them.O
The need for healthy public policies and
intersectoral collaboration is, therefore, seen
to beintegral to promoting health. Health
work must address the policy sectors and
organisational actions affecting the
conditions and conduct that create health
(Milio, 1986). A series of initiatives initiated
by the World Health Organisation have
sought to develop such thinking. Yet the
professional structures in which public
health work is undertaken often mitigates
against this. As Baum (1995) notes:

OThe need for public health

understanding to be broad and to draw on

a range of disiplines is contrary to the

tendency towards academic

specialisation, stressing narrow

knowledge, extremely detailed about a

particular topic but lacking in a wider

appreciation of how it fits in the broader

scheme of things.O
In this respect the issues addressed here
about health, physical activity and transport,
involving the tensions between narrow
sectoral thinking which acts as a barrier to
effective intersectoral policy and broader
policy goals, are also critical issues in much
broader debates about sustainable
development. Narrow, sectorally-constrained

policy development fails to address the inter-
relationship between policy areas such as
transport, health and the environment.
Delivering sustainable transport requires a
multitude of actions across a range of policy
areas. Thereis a small but expanding volume
of literature about intersectoral collaboration
which is now drawing attention to a range of
structural and cultural barriers at inter-
national, national and the local level
(Spangen, 1995; Davis, 199%; B@kstrand,
Kronsell and Soderholm, 1996). This mirrors
on-going work on projects such as Healthy
Cities and Heath For All which view
intersectoral collaboration as a key tool in
increasing the profile of health across al
aspects of municipal government (eg.
Rathwell, 1992; Tsouros, 1995).

Physical activity and health

The benefits of physical activity in terms of
reduced risk of cardiovascular disease and
strokes have been documented through
studies since the hypothesis was first
developed (Morris et a, 1953), and they were
identified in the Health of the Nation strategy
for England (1992). Physical activity was
also seen as contributing to reduced
accidents and mental health benefits, two of
the other four national Gey areasD The
strategy acknowledged the value of targets at
a population level in stimulating progress
and providing a measure by which it could
be assessed. It also identified that
intersectoral working or ®ealthy alliancesOat
all levels were an important element in the
reorientation of health policy towards
prevention and health promotion.

Shortly before the launch of the Health of
the Nation the first comprehensive picture of
adult fitness levels in England was
published. This reported low levels of
physical activity among the majority of men
and women aged 16-74. A key finding was
that seven out of ten men and eight out of ten
women fell below their age-appropriate
activity level necessary to achieve a health
benefit. Published by the Sports Council and
the Health Education Authority (HEA), the
Allied Dunbar National Fitness Survey
(ADNFS) gave substance to the view that the
British adult population is increasingly
sedentary, although 80% of those surveyed
believed that they werefit and took sufficient
exercise (Sports Council/ HEA, 1992).
Reasons given for low levels of activity
focused particularly on people not seeing
themselves as GportyQas well as feding
overweight and embarrassed. The report
stimulated further research into barriers to

[5]
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physical activity but also importantly
provided a focus for action to address
declining levels. In this respect the ADNFS
provided a benchmark by which efforts to
improve physical activity levels among
adults could be gauged.

In March 1992 the British Medical
Association (BMA) launched a report
promoting cycling which signalled a
complete U-turn in policy from a view of
seeing cy cling as @angerousO Drawing on
earlier research the report concluded that
@ven in the current hostile traffic
environment, the benefits gained from
regular cycling are likely to outweigh the loss
of life through cycle accidents for the current
population of regular cyclistsO(BMA, 1992).
An organised national cycling lobby ensured
that the report received maximum publicity.
Within six months a leaflet, funded by the
BMA, the bicycle industry, and the main
cycle campaign body, had been sent to all
doctorsGsurgeries setting out the findings and
encouraging the uptake of cycling as an
environmentally-friendly means of transport
and as part of a healthy lifestyle. Although as
Whitehead (1992) has noted:

CE as well as mativating people to take

up cycling there have to be parald public

pdicies in place making it safer and more
pleasant to do soE people cannat be
expected to maintain an initial interest in
activities such as cycling if conditions on
the road do nat improve.O

rhysical activityOor Gport®
Approaches to fitness and physical activity
have been dominated by a sports and leisure-
led approach. Historically close links
between the sports and physical activity
lobbies through universities and research
bodies had resulted in a bias and strong
lobby which, to a large extent, has dominated
physical activity research, debate, and policy
formulation. This is reflected by a
considerable volume of research on physical
activity being published within journals
associated with sport. The ADNFS had
reported the association of physical activity
with GportyOimages in public perceptions.
Further work by the HEA, using in-depth
discussion groups which sought to
complement the ADNFS, identified that
physical activity operated as a generic term
for sport, exercise and leisure pursuits (HEA,
1993). Images of sport and exercise were
associated with youthful men and women
with @ippling muscles® with sport being
perceived as particularly male oriented.

An outcome has been that public

perceptions are biased towards an
understanding that physical activity is
largely something that time has to be made
available for, something many people claim
they cannot find. Together with special
clothing, and activity centres that need
accessing, this has meant that physical
activity has been seen as largely the domain
of young, slim and athletic men and women,
not attainable by the majority of the adult
population. Moreover, research has
identified that a significant section of the
adult population feel themselves fit enough
for the lifestyles they lead, having adapted
lifestyles to accommodate low fitness
thresholds. This results in a view that: ®@
say | was fit - wéll, fit enough to do what |
need to doOThis section of the population,
29% of men and 28% of women aged 16-74,
lead largely sedentary lifestyles. For them
physical activity of all kinds was often
viewed as difficult, unpleasant and a little
pointless (Killoran et a, 1994).

The perception of physical activity as
sporty and an activity beyond the routines of
daily life for the majority of the population
has resulted in the @hettoisationOof physical
activity within the sport and physical
education sector, with little intersectoral
working beyond traditional boundaries.
Operating within a predominantly
biomedical disease and lifestyles based
approach to health led to a failure to set
behavioural change programmes within
broader policies for environmental
modification (Davis and Jones, 1996).
Suggestions for policy changes which would
facilitate cycling as part of everyday life, as
proposed by the BMA, for example, are
infrequent in physical activity research.

This bias linking physical activity with
sport and exercise is also evident within
health education (Edmunds and Bowler,
1995; Trippe, 1996). Much emphasis, for
example, has been placed on GP referrals to
exercise schemes managed by staff based in
leisure centres. Yet while researchers suggest
that physical activity programmes can
increase participation sufficiently to achieve
long term health gain their research findings

Qdo nat support the increasingly popular

prescription for exercise schemesE we

have found no evidence to support the

efficacy of facility based interventions.O
In contrast, the researchers suggest that
physical activity at sufficient frequency and
intensity to provide long term health gain

Qs best achieved when exercise is home-

based, of moderate intensity, can be

performed aone or with cthers, is
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enjoyable, convenient, and can be
completed in three sessions per week.
Walking will satisfy al of these aiteria®
(Hillsdon, et a, 1995).

intersectoral collaboration

level

Barriers to
at the local

Researchers, particularly of public
administration, have noted that coordination
within and between organisations and
professions is a perennial problem, making
policy processes and implementation issues
important areas of study (Barrett and Fudge,
1981; Healey, 1990). Barriers to coordination
include vested interests, structural
complexity, and divergent professional and
organisational cultures. The way professions
organise and operate tends to encapsulate
these barriers through the defining of
boundaries that separate them from other
sectors so framing what is to be excluded.
Sectors tend to be marked out by specialised
discourses of knowledge and expertise in
seeking their legitimisation and maintenance.
Each sector has well established functions
and its primary interest is normally to
maintain and develop these.

Csectors are institutionalised

mobilisations of bias. Gectoringis

orientated towards protecting, if not
advancing, the differentiation of one
sector from another. This invaves nat

only segmenting particular aspects of

socia and economic life but aso
designating and hence restricting who is to
have standing in problem definition, and
programming in and constituting and
delivering treatments and interventions.O

(Degeling, 1995, p. 294).

This knowledge sits uncomfortably with
the need for intersectora collaboration in
order to achieve mutually supportive policy
goals. The interconnection between sectoral
policies may be far from clear among sector
members, including some within the health
sector. This is reflected in the literature, that
collaborative approaches to health and
sustainable development arereported to be
marginal to core agenda (N orton and Rogers,
1981; London Reseacrh Centre, 1993;
Blackman, 1995; BEkstrand, Kronsell, and
Soderholm, 1996).

Within health and medicine, sectoring
with its concern to maintain its dominant
expertise base is evidenced by the continued
dominance of the bio-medical model, with
claimsthat exponents of the New Public
Health produced socially desirable talk but
no hard data (Vandenbroucke, 1994).
Moreover, the dominance of quantitative

approaches in both health and road transport
sectors have been seen as @alue-freeQin
research and policy formation among these
groups, and among politicians seeking (ard O
evidence in support of policy choices. This
has led to an emphasis on individual
behavioural changes with structural change
largely absent from debates. In turn this has
allowed a business as usual strategy to
remain dominant with minimal recognition
of the interconnection of policy areas

Intersectoral collaboration at the

national level

The goal of reducing coronary heart disease
and promoting physical activity has been
progressed by the Department of Health
through the establishment of a number of key
groupings. A Health of the Nation Cabinet
Sub-Committee was established at which all
government departments were represented to
help enable intersectoral working. In
addition a Physical Activity Task Force was
established in July 1993. There were
concerns over a sports and exercise bias with
the appointment of the Task Force members,
principally among the cycling lobby,
pedestrian groups, public policy researchers
and some public health interest groups.
These lobby groups had consistently argued
that traditional and narrow sectoral policies
were not effective. Three of the Task Force
members were medicaly trained (albeit one
was a public health director), another three
were health education specialists, two were
leisure and recreation officers from local
government and two were Sports Council
executives, one of whom was Chairman. A
further grouping of health and sports
advisers were available to provide additional
assigance as well as officials from
Government departments.

The rejection of targets

During the first year of the Task Force® work
a considerable amount of time was spent on
developing physical activity targets. At a
HEA symposium in April 1994, designed to
support the Task Force in developing a
national strategy, a specific objective was to
examine possible targets for physical activity.
Three targets at a population level were
presented, having been proposed by the Task
Force. Based on medical evidence, and the
ADNFS, these were focused on reducing the
proportion of people who are sedentary,
increasing the proportion taking a minimum
of 30 minutes of at least moderate physical
activity five days a week, and increasing the
proportion taking on average three periods of

[71
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vigorous activity for 20 minutes a week
(Fentem and Walker, 1994).

The Cabinet Sub-Committee subsequently
rejected a targets oriented approach,
perceiving that they might be misconstrued
as individual targets, and was concerned to
avoid claims of Manny-stateQ
interventionism. Targets had previously been
set by two other Task Forces, on nutrition,
and obesity. More so than these, however, it
was recognised by Ministers and officias
that physical activity could impact on
policies across a wide spectrum of public
policies with the potential of raising political
and technical impediments. Members of the
Task Force were also concerned that targets
might be used crudely. The Department of
Health® (1995) consultation document,
which appeared in May 199, reflected this
view, so that on Chalance it has been decided
not to set targets for physcal activity, but to
concentrate instead on promating the uptake
of a more active lifestyle.O

The consultation paper set out the medical
evidence indicating that the greatest health
gains would come from shifting the emphasis
from regular vigorous to moderate phy sical
activity. This would be a more realigic feat
for those currently sedentary or having low
activity levels. Only 36% of men and 24% of
women are sufficiently physically active to
achieve health benefits. Essentially, despite
omission of GargetsOfrom the consultation
paper the three identified target areaswere
retained as core goals for the development of
a physical activity strategy.

National policy shifts

During the drafting of the consultation
pressures to reflect wider public policy
changes were important in shaping the
paper. The combination of the latest medical
evidence with that of adult fitness levels
reinforced the need for a broader policy focus
in halting and then reversing the decline in
physical activity and fitness. The public
health case for focusing on moderate
physical activity which could reach a far
wider section of the population could only
be achieved through a move away from the
sport and physical education predominance.
By 1994, policy changes in both the
Environment and Transport departments
within central government had begun to
focus attention tow ards the need for more
sustainable transport through landuse
planning in reducing the need to travel (and
carbon dioxide emissions) (DoE/ DoT, 1994).
In the Department of Transport itself, a
recognition of the need to shift from seeking

to meet @emand Ofor road space to @emand
managementOled to a remarkably swift
change towards promotion of cycling. The
BMA report had added extra ammunition for
carrying through this change. Indeed, two
weeks after the publication of the physical
activity consultation paper the Department of
Transport announced its intention to develop
a National Cycling Strategy (DoT, 1995).

The influence of lobbying and
campaigning

The pressure for a shift in influence aw ay
from the sport and physical education sector
w as grengthened through long term lobbying
in the environment policy sphere where
transport campaigners had been arguing the
case that environmental as opposed to purely
behavioural changes were required in order
to reduce environmental impacts. Such
concerns were endorsed by the widely
publicised Royal Commission report on
Transport and the Environment (1994). In
this sphere there was a growing recognition
of the need for public policies which could
enable healthy and environmentally
sustainable choices to be made, accelerated
by the Bruntland Report @ur Common
FutureO(1987), the Earth Summit in Rio de
Janeiro in 1992, and the Government®
response to these - Gustainable
Development: The UK Strategy®(1994). The
changes in transport policy especially
enabled a broader policy focus on physical
activity, strengthening the case of those
seeking action beyond the traditional sectoral
focus for physical activity promotion.

The National Heart Forum, an influential
coordinating body for an alliance of heart
health organisations, played a key rolein the
physical activity debate. Represented on the
Task Force, the Forum took a broad public
health view of the need for healthy public
policies and a strong intersectoral focus in
the development of the physical activity
strategy. Close links with environment and
transport groups informed and strengthened
its own lobbying of the Task Force. The
Forum provided support for the position
agreed at the 1994 HEA Symposium and
reiterated in the consultation paper that
Gsuccessful promotion of physical activity in
England amounts to encouraging the
reintegration of physical activity into every
day lifeQ (Killoran, Fentem, and Casperson,
1994, p 3). A copy of the Forum@ response
was sent to all public health and health
departments mid-way through the
consultation period to help inform and
influence other responses.
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The consultation paper was strikingly
similar in emphasis to the statement on the
health benefits of physical activity developed
by a joint committee of the World Health
Organisation and the International
Federation of Sports Medicine (FIMS) in
1994. In this, daily activity was accepted as
being the cornerstone of a healthy lifestyle:

CPhysica activity should be reintegrated

into the routine of everyday living. An

obvious first step would be the use of
stairs instead of lifts, and waking and
cycling for short journeys@(World Health

Organisation, 1995).

The timing of this statement and the
signatories to it which included some of the
most prominent public health researchers in
this area, added further weight to efforts to
promote physical activity through public
policies which enable physically active
lifestyles.

The publication of the strategy

In March 1996 the Department of Health
issued a (dtrategy Statement on Physical
ActivityOconfirming support for the
consultation paper@ positioning among the
majority of the two hundred plus
submissions from consultees. Much of the
Statement focused on the work of other
government departments such as
Environment, Education and Employment,
Heritage, and Transport and external
agencies such as the HEA® Qctive for Lifed
campaign, launched the same day. The HEA
was aso given responsibility for taking
forward the work of the Task Force, which
was concluded, although against the wishes
of some members.

Although the Statement did not constitute
a comprehensive physical activity strategy
for England as proposed in the consultation
paper, the resolution that physical activity
should be reintegrated into everyday life
indicated a recognition of the failure of
narrow sectoral policies to promote physical
activity and health. Sport, by its very nature
tends to involve vigorous activity, recognised
to be @n unrealigic goal for the majority of
the populationd Realistically, addressing
wider public policy issues was the only way
in which declining levels of physical activity
could be challenged.

Conclusion

The physical activity debate was dominated
by factors strongly indicating a need for a
broader focus on physical activity beyond
sports and exercise. Pressure for change came
from an alignment of health, environment

and physical activity lobby groups who had
consistently argued that narrow sectoral
policies were not effective. The changing
policy direction within both the transport
and environment sectors were important
leverages. The Department of the
Environment® publication of a Sustainable
Development Strategy, a parallel to the

H ealth of the Nation, was an important spur
to action. This, combined with specific
targets to reduce carbon dioxide emissions
through land-use planning, measures to
tackle air pollution, along with
complementary policies from the Department
of Transport, signalled that policy focus was
shifting upstream towards environmental
modifications. The recognition by both of
these sectors at Government level of the need
for environmental modifications, which
include regulation, indicated that
behavioural change programmes, although
ideologicaly preferable, was not sufficient to
contain individually and environmentally
health damaging lifestyles.

M ore recently, the issue of a discussion
paper on walking (Department of Transport,
1996), and its acknowledgement of the health
value of walking suggests policy convergence
leading to healthy public policies is gaining
further momentum. Other examples include
a policy statement on transport and health
from the BM A (forthcoming) and an
extensive review of the health benefits of
cycling commissioned by the Department of
Transport. Moreover, thisis working
synergetically with other pressures for policy
changein transport. As Goodwin has noted,

OThere are other important elements in

transport pdicy which - for reasons quite

separate from health - are leading to the
same conclusion E [so that] the heath
argument is likely to find an unusudly

favourable hearing.O (Goodwin, 1997)

The question arising from this policy
debate is whether intersectoral alliances
betw een the transport and health sectors at
the local level will burgeon in the spirit of
healthy public policy. Recent health
education programmes such as Active for
Life will need significant and long-term
assigance from other major policy areas if
the public are to be enabled and encouraged
to act on health messages concerning healthy
living. Promoting health and sustainability
require new ways of thinking and working,
often in alliances well beyond those
commonly practised to date. M oreover,
recidivistic tendencies, likely to be common
to all policy sectors, may provide strong
resistance to strategies seeking to promote

[9]
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policies if these seem beyond traditional
professional and sectoral remits. As Healthy
Cities projects have found, politicians and
public servants may be happy to choose
policies which result in minor changes that
don® require more than incremental change.
They may be unwilling, however, to accept
more radical programmes which require, for
example, a redistribution of road space from

motorists to pedestrians and cyclists. It
remains to be seen w hether the growing
convergence between public health and
transport policy will result in the
surmounting of the sectoral and structural
barriers which currently stifle moves towards
environmentally sustainable and health
promoting transport.
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Abstract

In pursuit of GutomobilityOw e have
unwittingly reduced the independent
mobility of many people in the community,
including the elderly, the disabled, women
and children. Alternative understandings of
Gutomobility® The current dominant misuse
of the term has facilitated the acceptance of
the view that cars provide freedom. The
mythical nature of this viewpoint is
explored.

Introduction

Transport economics textbooks always used
to argue that the demand for travel isa
derived demand: that is, we do not seek
travel for itself but for what it enables us to
do. If that is s, then why do we devote ever
greater amounts of timeto it rather than
trying to minimise the travel we undertake?
Although those economics texts do recognise
tourist and certain types of leisuretravel as
exceptions, most urban travel is for
utilitarian purposes. According to the
theory, we should aim to minimise, rather
than increase, our consumption of travel.
And yet, when faced with an increasein the
speed of travel (for example, by the
construction of a new rapid transit system),
we tend to reduce the gains in terms of
longer journeys, thus maintaining the same
travel times.

Collectively, transport planners then treat
this additional travel as a benefit, on the
basis that it reflects an increase in the range
of choice available to each of us. One might
well question the utility of additional choices
when most of us are already suffering from
information and option overload (Keyes,
1991). Might it also not be possible that the
additiona choices made available to us
through time savings are less of a benefit
than they seem at first sight? Havewe
reached the stage where we simply spend
more time choosing and suffer a real dis-
benefit through continually wondering
w hether we have made the right choice?

It isincreasingly being recognised that in
making our private choices we often impose
unforeseen costs on others. This paper
show s that in pursuit of a specific kind of
automobility, we have unwittingly reduced
the independent mobility of many people in
the community, including the elderly, the
disabled, women and children. In doing so,
we have reduced their access to
opportunities such as employment,
education, recreation and social interaction.
In the particular case of children, we have
inhibited their development of
independence, with far-reaching and long-
term conseguences.

Yet it is not only the transport
disadvantaged whose freedom is curtailed by
the motor car. Motorigs themselves have
also been misled by the myth of cars as
freedom machines: the myth that car based
mobility directly complements autonomy or
self-directedness. Consequently, motorists
become more dependent on others (including
car manufacturers and repairers) rather than
gaining autonomy.

In this paper, the following questions are

addressed:

¥ is automobility ®ad language®?

¥ who has access to car based mobility?

¥ are children and women marginalised by
an increased reliance on car based
mobility?

¥ isit amyth that cars provide freedom?

¥ what are the dangers of a high technology
vision for automobility?

Is Gutomobility®bad language?

In the study of transport (or any other social
issue) we often overlook the subtle effects of
language on the acceptance of dominant
ideologies. Modern English speaking
societies have uncritically accepted the use
of the word Gutomobilebto mean the private
car, and hence Gutomobility®to mean private
car use. However, an examination of the
meanings behind this term suggests that such
usage is based on false assumptions.

[11]
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Dictionaries gave the following definitions:

¥ auto- (in combination). Self, own, of or by
oneself (Greek autos).

¥ mobile Shifting position readily, not fixed.

It needs only a little reflection to realise
the absurdity of equating shifting pasition
readily by onesdf with the private motor car,
in many of the major cities of theworld. Not
all cities are as bad as Bangkok, where traffic
moves at not much more than walking pace,
but all cities have times and places where the
car is not a very mobile piece of equipment.
Jokes about freeways (roads with restricted
access) being very expensive linear car parks
are too often not far from the truth.

But even when it is mobile, the motor car
does not provide automohbility to people.
Simply to keep oneself mobilein a car
requires large vehicle manufacture, service
and repair industries, the road building
industry, an international oil industry and, of
course, an external source of energy.

Therefore a paradox isin operation. The
motor car appears to provide its owners with
the independence to travel when and where
they choose. Yet thereis a fundamental
dependency on the goods and services
provided by a multitude of others. The
apparent OndependenceOprovided by the car
is quite illusory.

The only true automohility is achieved by
walking, but cycling comes pretty close since
most people can effect the necessary
maintenance and repairs to keep a bicyclein
running order and therider provides his or
her own energy to achieve the mobility.

The consequences of this are not trivial.
We find ourselves in the situation where
suggestions that we must seek alternatives to
the private car in our cities are seen to be
advocating a reduction in the ability of
individuals to be independently mobile.
Such suggestions conflict with modern
concepts of individuality and are strongly
opposed. Yet much of this opposition may
be based on a misunderstanding of
GutomobilityGand of the supposed
GreedomsOprovided by the motor car.

Automobility for whom?

Automobility, in its current (mis)usage as car
based transport, applies only to a minority of
the population at any onetime. Evenin
western societies, almost half the population
does not haveindependent access to a car.

Using data from Western Australia, the
transport disadvantaged are
disproportionately the young (100% of those
younger than 17), the aged (43% of those
over 60 do not have a driver® licence) and
women (25% of women over 17, and 60% of
those aged 60 and over, do not have a licence
to drive).

Australian cities are among the most car-
dependent cities in the world. Yet despite
the dominance of the car in Australian cities,
45% of people do not have a driver& licence,
either because they are too young to drive
(26%) or because of disability, the cost of
owning a car or historical circumstances
(particularly amongst the elderly). There are
also a significant number who have a licence
to drive, but do not have access to a car.

So far, our most common approach to the
mobility disadvantages of such groups as
children, women, the elderly or the disabled
has been to attempt to provide more car
based mobility for them, usually as
passengers. While this may seem an
appropriate choice in some circumstances, in
doing so, we have, often unknowingly,
contributed to the lack of true automobility
(i.e. independent mobility) for the rest of the
population. Ironically, one of the most
hazardous tasks for any pedestrian
(especially children, the elderly or those with
disabilities) is trying to negotiate the traffic
jams around schools at the end of a school
day; traffic jams caused by parents trying to
compensate for their children® lack of
genuine automobility.

Automobility for those
too young to drive

Children represent an obvious group that has
not been a major beneficiary of developments
in mobility via the car. Although they can
travel as car passengers, children aged from 7
to 12 in many western countries now have
much less freedom than in previous
generations to travel around their own
neighbourhood or city without an adult
(Hillman et a., 1990; Tranter and Whitelegg,
199%4; Tranter, 1994).

The reduction of children® true
automobility can be related to the growth in
the reliance on the motor car, either directly
through its effect on traffic danger, or
indirectly through its effect on the location of
activities, and the reduction in local,
neighbourhood-based communities.
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It could be argued that the loss of this
independent mobility has been compensated
for by extra car trips as passengers. As car
passengers, children can travel to more (and
more distant) locations than they could
otherwise. However there are considerable
costs involved in depriving children of their
freedom, not only for the children
themselves, but also for their parents, the
wider environment, and for the whole
community (Moore, 1986; Tranter, 1994,
1995; van Vliet, 1983, Kegerreis, 1993). The
independent mobility of children is
something which may not be compensated
for by increased mobility of children in cars

The most significant costs of the lost
freedom relate to the children themselves.
Children® own personal, intellectual and
psychological development may be impaired
w hen their independent mobility is restricted
(van Vliet, 1983; Kegerreis, 193, Moore,
1986, 236, 239). In order for children to be
able to get to know their own neighbourhood
and community, they need to have active
exploration. Thisis not provided when
children are passengers in cars: children
may see more, but they learn less. Without
true automobility, children are unlikely to
experience a drong sense of local
community, nor arethey likely to feel as
though they are an important part of that
community.

The importance of independent mobility
for children is expressed very powerfully by
Engwicht (1992, 39):

CE freedom to explore the local
neighbourhood E gives [children] an
opportunity to develop a relaionship with
the placeness of their physica
environment. Robbing children of a sense
of place robs them of the vay essence of
lifeQ

Another consideration isthat if children
are constantly driven to school and to other
places, they lose one regular way of
maintaining their physical fitness. The effect
of this lack of fitness on self esteem and
obesity has been noted by an Australian
paediatrician, Dr Simon Clarke:

CE ther parents bring them to se me
because they are overweight and have self
esteem problems. Of course they are
overwaght. They are al ferried about by
car to organised sport and organised
musicO (Donaghy, 1994, 15).

Whileit is important that children be able
to get to local play areas by themselves,
walking or cycling journeys to school and to
other destinations also provide genuine play
activities in themselves (de Monchaux, 1981,
97 -99). Research in the United Kingdom
(Keynes, 1995, 2) found that the majority of
primary school children would rather walk
or cycle to school than be taken by car.

Not only is the automobility of children
decreased by excessive reliance on the motor
car, but the automobility of their parentsis
also decreased when parents are forced to
spend more time acting as conscript
chauffeurs, and hence have less time
available for walking or cycling. Childrenin
car dominated environments are much more
likely to be driven to school, to sport, to
entertainment, and even to their own friends
homes. Those who are most likely to be the
chauffeurs are the mothers of these children.

Women and automobility

There are some important gender
implications of the increased dominance of
the motor car. Although some women may
appear to have been advantaged through
increasing car ownership, in general, women
have benefited much less than men. Women
generally have less access to private motor
vehicles (Pickup, 1988). However, many
women feel forced into purchasing a motor
vehicle because of fears for their personal
safety as pedestrians, as cyclists or on public
transport (Hamilton and Gregory, 1989;
Wekerle, 1984). Thus women may feel
deprived of the freedom not to own a car.

Despite recent changes in the rates of
women in the workforce, research in
Australia, Britain and the USA demonstrates
that Coutside the home, women are still
primarily responsible for domestic related
travel purposes; for example, shopping and
school escort journeysO (Pickup, 1988, 104).
As Tivers (1988, 93) argues, Cthis is clearly
the result of gender role differentiation of
activitiesQ Women@ traditional child care
role now includes the responsibility to keep
children safe when moving from one private
space to another, safe from traffic dangers for
example. Thus women not only have less
access to cars, but they are more likely to
have to use them for purposes that are
nothing to do with autonomy or self-
directedness, but moreto do with perceived
constraints or obligations.

[13]
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Automobility for motorists? Mobility,
freedom and unfreedom

The emphasis on private motorised mobility
systematically discriminates against
substantial sections of the community in
terms of access to the facilities, services and
opportunities most of us take for granted.
Yet even those who still have car based
transport are being deceived by the apparent
advantages of the motor car.

Residents of modern cities have
collectively constructed a myth concerning
the freedom provided by the car. As argued
above, the mobility provided by the car is
contingent on the support provided by a
plethora of goods and service providers. The
myth that the car provides us with freedom is
also based on the false premise that mobility
facilitates freedom. Thisidea is related to
the mechanistic model of the world which
still pervades Western society (Capra, 1982).
In this world view, objects (including people
and machines) are not seen as productive
unless they are doing things, or moving.
Unfortunately, so much emphasisis placed
on moving that we have forgotten w hat
movement can destroy. As Engwicht (1992,
18) explains Gor many people, movement
can be an expression of tyranny, a loss of
freedomQ For example, people may be
forced to drive children to organised sport
simply because they feel it is too dangerous
to let them play locally. Engwicht suggests
that Qtrue freedom lies in having access to
the interaction (exchange) that we need for
personal and community well-beingQ

M otorists themselves often do not have
the freedom N OT to own a car. As Catton
(1993) argues, Oreedom involves the ability
to act in ways that are consonant with one®

valuesQ Growing numbers of people now
value:

¥ a safe and livable urban environment,
protected from dangers such as traffic,
pollution and other dangers such as the
risk of assault;

¥ drong neighbourhood based communities,
which allow peopleto feel as though they
are an important part of a meaningful
community;

¥ equity; and

¥ physical, psychological and spiritual well-
being.

When people use their cars, collectively they

are behaving in ways which are not

consistent with this set of values. If people
feel forced into car ownership, then this
means that they have relinquished the
freedom to behave according to their values.

But even if we accept the premise that
speed of movement can be equated with
freedom, the motor car has let us down.
During peak hour traffic, average speedsin
Australian cities are often less than the speed
of a bicycle. Also, when thetime devoted to
earning the money for the purchase,
maintenance, insurance and so on of carsis
taken into account (as well as the external
costs of cars), the social speed of driving is
less than that of a cyclist. Qn the final
analysis, the car wades more time than it
saves and creates more distance than it
overcomesO (Gorz, 1973).

Despite the current emphasis on speed
and convenience, the value of wandering
around is still recognised in our society,
sometimes in seemingly unlikely contexts.
For example, even within the U.S. Air Force
it isrealised that the best |leaders adopt the
QLBWAOstrategy: OLead by Wandering
(Walking) AroundO (Lester, 1995). This
allows leaders to stay in touch with people
and with their working environment.

In the same way, urban residents need
timeto wander around their neighbourhood
to give themselves a sense of place and a
sense of community. When people walk (or
cycle) thisis not merely transport as Ca
means of getting to a place, it can be an
experience of place in itselfO (Engwicht,
1992, 39; see also Ohlenschlager, 1990, 28).

Dangers of a high-tech vision for
automobility

As motorists travelling at speed, our vision is
restricted to a narrow band, approximately
the width of theroad. Similarly, transport
planners can easily be narrowly focussed on
technological solutions to the problems of
the motor car. A current example of thisis
the technological view of automobility as
Qears that drive themselvesQ This new
development in transport policy may make it
even harder to reclaim automobility from the
car. Zygmont (1993) suggests that in Ctraffic-
choked regions like the LA basin, automatic
driving will firg appear around 20100 This
would be facilitated by Intelligent Vehicle
Highway Systems, which may eventually
facilitate cars driving in CplatoonsOat speed
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on freeways, steering themselves by
following a guidance system transmitted
from sensors in the cars. Such a system is
claimed to increase freeway capacity by up to
300%. This approach supposedly solves the
problems of cars by making cars better!

One of the many problems which such a
technological approach is that even if it
works on the freeways, it will simply mean
that there will be more cars coming off the
freeways into urban areas at either end,

w here the cars will digupt communities, kill
people and make streets even more
unlivable. It will also further encourage the
trend towards the dispersal of land uses,
because when people save time on transport
they useit to buy more distance.
Consequently, lifewill be even harder for
pedestrians and cycligs.

By adopting a more logical definition of
automobility, we can envision different
directions for our cities and their transport.
In a city in which people are genuinely
automobile:
¥ waking and cycling are the primary

modes of transport; motorised transport

(public and private) is used only where

non-motorised transport is unsuitable.

¥ streets are places for people, rather than
simply movement corridors for motor cars
(Tranter and Doyle, 1996). Adults as wdll
as children use the streets as places to
socialise, places to GvanderO

¥ most of the present road space and car
parking spaceis used primarily for non-
motoring uses including recreation, work
activities and food production.

¥ significant car-free areas are provided
(Reutter and Reutter, 1996)

¥ public transport operates in ways w hich
promote ease of independent use by all
people, without itself creating barriers for
those who wish to wander.

Such a city is one where people of all ages,
abilities and incomes are freer to vander®
to explore, to interact, to play and to

socialise. Such a city is ultimately more
equitable, because the ability to access
opportunities becomes less dependent upon
being able to command the substantial
resources necessary for private motorised
travel.

Conclusion

People may well have an innate Qvish to
wander® When we rush from one activity to
another, when we treat ourselves as
machines, trying to be as productive as
possible, we are depriving ourselves of
important experiences. We lose our sense of
place and history. We lose the opportunity
for the sense of belonging that comes from
keeping in touch with our communities.

Activists for more livable cities are
constantly searching for new ways to reduce
the dominance of the motor car. Already
there are numerous in-action models
throughout the world showing how we might
be able to move towardsthis goal (traffic
calming, reclaming streets for people,
charging the full costs of cars, etc.) (Hass-
Klau, 1990, Hass-Klau, 1992; Hawley, 1993,
and CART, 1989). The difficulty arises in
being able to engender widespread
enthusiasm for the necessary changes. An
attitudinal change in society is needed;
dominant social values need to be
challenged.

This paper has identified one important
way to help produce such an attitudinal
change: raising an aw areness of the misuse
of language. The widespread misuse of
CautomobilityOis not just bad language, its
constant use helps to repress the challenge of
the myth of cars as freedom machines. If
enough people can understand the basis of
this myth, if we can understand the link
between cars and QunfreedomQ if we can see
the value in OvanderingQ then perhaps we
really can reclaim automobility from the
motor car.

[15]
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Abstract

This paper is based on the thoughts, work &
discussions of the German network Frauen in
Bewegung (Women in Motion). There is a
gender imbalance in transport planning.
More women must beinvolved in planning,
and the needs of women must be addressed,
if we are to achieve a sustainable society.!

Introduction

Frauen in Bewegung (Women in Maotion) is a
nationwide netw ork of women experts drawn
from science, planning and politics which
works towards an ecological, social and
feminist change in mobility and attitudes
towards mobility as a subgroup within the
German Green Party@w orking group on
transport. These are theresults of the
thoughts, discussions and work of Frauen in
Bewegung.

I.  Anoutline of the main current

developments:

¥ The role and interdependence of women
and ecology;

¥ An overview of the discussions betw een
those engaged in the themes of mobility
and transport;

¥ A feminist evaluation of transport
expenditure;

¥ A feminist evaluation of five key traffic
generating principles;

¥ The discussions on transport research,
politics and planning; and

¥ Ensuing ecological questions (mostly in
connection with the results of the survey
by the Enquete Kommission of the
Bundestag on the Protection of the Earth).

II. Women® views will be given on three
strategies that critical transport research is
going to focus on. These strategies have been
recognised in established discussion for the
last three years.

I1l. Finally, wewill cover some areas of
interest to women w here practical, solutions-
based research is necessary and where
women areinvolved already.

Major current developments

.1 The interdependence of women®
endeavours and ecological efforts are more a
strategic question.

We want to emphasise that now is the
timeto draw together the women®
movement and the ecological movement,
because the demands of both for structural
and fundamental change to science, planning
and politics are very similar, there is an
increasing danger that both movements will
be played off against each other by
established lobbyists, there is a reaction
against both movements, and there are many
opportunities to learn from each other and to
correct and develop visions, orientations and
practical steps toward solutions.

.2 The discussion among women
interested in transport issues was started by
an analysis of the effects of traffic and
transport on women (Spitzner, 1993). They
recognised that the orientation towards the
automobile in research, planning and policy
resulted in discrimination of space and time
against women, stabilised the structure of
domination and violence, worsened the
psychological discrimination of women and
w as counterproductive to the very important
aims of equal opportunities policies such as
better conditions for combining work and
family, assuring an individual (material)
existence, etc.

Traditional transport planning and policy
- a very GtoughOeconomic sphere - continues
to ignore the tasks involved in women@®
everyday work. However, initiatives by
women areincreasingly part of theoretical
and practical discussions, experience is
gained in case studies and a number of
feminist experts are involved in transport
research and the planning of work processes
(Spitzner/ Zauke 1994). Today we are at the
point of elaborating integrated methods in
transportation research, criteria of planning,
and expressing concrete positions on actual
political decisions (eg. the privatisation of
the national railways). In discussions about

[17]
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Women are not only the victims of anti-
ecological traffic planning, but also the
ecological avant garde. Accordingly, we
need to orientate the practice of transport
planning and policy towards women. Men
are the problem and the object of the
practical critics.

I.3 Thefollowing is an example of the
problems of male-dominated, selective
research categories.

One of the daily problems of the effects of
transport on the environment is illustrated by
the research category Ghopping trafficQ
Transport research expenditure by the
Federal Republic is largely limited to the
Stelzenbahn (Transrapid) project which
provides our Minister with a very nice
illusion of a Wirschaftsstandort (research
standard). The objective of this project is to

Table1:DifferencesinAccessand background-acomparison

TrafficPodlicy Operatives

TrafficPlannersandpolicy-makers OrangportationUsersO
Desgnofmohility parameters M ohilityneeds
Men Women, girlsand boys, senior atizens

@ theprimeof life:30to60yearsof age,
largelyrelieved ofworkin andfor thehome,
GealthyChotofforeigneulturalbackground
Engineers

Adivities

Employed Thoseinvolved insocalled @produdived
effortstok eepthebreadwinner fitforwork;
workingintheinformal sedor, parttimeand

full-timeemployment;®@exiblew orkinghoursd

Orientation of adi ngand thinking

Quedionsapplicabletoindividual,
disreteassgnmentsand prgeds

Quedionsrelatingtoeveryday life, ommuni-
cations interpasonal relationships the
organisation of (daily)life

Orientationtowarddeashility, Orientationtowardsthelimitsofwhat

technicaloptions can beaoped with
Efficiencycategoriesforthevariousrationalisations

...offeagbility ..of utility

Speed Sowness non-acelerability

Longerdigtances Referencetoroom and nearby stes

(home,neighbourhood digtric)

Largeprojeds Inaementalimprovements

Speddisation offundions Generalutilisation; multipleutility (of gpace)

Sandardisationof@lutionsd

Tedhnicaloptimisation byinareasing Minimum(ranportation)oogtandeffort

technical effort

Theautomobileasan Gbsolutenecessity OFreedomof choicedftranportation means
Being®n theroad® Accessihility,freedomofmovement

Structural trafficgeneration Structural trafficavoi dance

[18]

encourage people to travel between Frankfurt
and Hamburg (a distance of 370 kilometres)
to shop. There is widespread resistancein
Germany against the spending of billions of

M arks and the passing of several laws for this
project, because the usefulness is difficult to
determine, the economic value is uncertain,
other projects need the money, and the
venture is inconsistent in relation to
sustainability targets.

I.4 Five traffic producing principles of the
established transport science, planning and
policy are the targets of feminist criticism:

(i) The connections between economic
growth and transport growth, the primacy of
the market economy, and the political
realisation of the external costs of the effects
of transport and traffic (monetary and non-
monetary, work intensive and time
consuming) are absorbed by society as a
whole;?

(ii) Theprimacy of job/ working/ labour
analogue, of a market economy in relation to
the deficits of change in the gender division
of work and in relation to the spatia division
of work;

(iii) The androcentric paradigm of
transport science and the resulting
irrationalism concerning the recognition of
an analysisof reality of importance to
mobility, concerning the aw areness of the
significance of the different types of
problems, the ecological potentials of
solutions, and the evaluation and
development of measures and instruments.

Implementing certain economies of scale
to achieve greater efficiency of factors of
production has effects which generate traffic.
Irrational (and inefficient) fixation of
institutional, material and personnel
capacities on technological efficiencies
instead of discussing interdisiplinary
approaches to problems involving mobility
and coping with everyday life has serious
effects. In practice, they lead to
misjudgements with serious consequences
regarding the problem solving potentials
inherent in:

¥ technical solutions;

¥ large scale solutions and large projects;
¥ the significance of long-distance traffic;
¥ higher speeds.



Gai Zauke&M ekeDitznerFreadan
ofmovementforwomen:Feminist
goproachestotraficreductionanda
moreecological transportsdence

WorldTransportPolicy& Practice
3/ 2[1997]17-23

These biases, which tend to create more
problems instead of solving them and which
correspond to business interests, have for
years now generated additional traffic®

(iv) The isolation of politics favouring
equal opportunities for women and men, the
delegation of policies encouraging equal
opportunities to women and the lack of
integration and implementation of policies,
practices and resources which encourage
equal opportunities at an officia level.

(v) The over-simplified meaning of
ecology and sustainability - the isolation of
natural resources from human resources is a
reflection of gender hierarchy and pow er
relationships in general, which runs parallel
to the institutionalising of environmental
tasks.

I.5 Discussions on climate and related
ecological matters has resulted in a
fundamental re-evaluation of transport
resear ch.

The Enquete Kommission Vorsorge zum
Schutz der Erdatmosphee (Protection of the
Earth) of the Bundestag has explained the
results from decades of scientific research to
politicians and planners. It recommends
four key strategiesin the following order:

(i) traffic avoidance*

(ii) substituting unsustainable modes of
transport by more sustainable ones (which
means, for example, offering the choice of
going by bus instead of going by car).

(iii) technical treatments,

(iv) change of values and behaviour.

Table :M obilityfigures:compari on between menandwomen

(A) Automobhileownership: Passengercar ownership per 100personsin 1986by agegroups

Age Cars/ 100men Cars/ 100 women
18-24 42 16
25-3A 86 36
35-44 % A
45-54 107 27
overss 70 9
Source Fladg 1989
(B) Acoesstoapasenger car (TownofLeverkusen)in 1989
Men Waren
2% 37%
Source:Hade, 199
(© Percentagehddingfulldrivinglicence
Men Wamen
8L7% 515%

(D) Theyoungerwomen havealmost GaughtupwithGhemen:%holdingadriving

licence,age18to40years

Men
N%

Waren
80%

Sources Deutsthe Shel |AG,1987/ Hade, 198/ BMW 191

Traffic and transportation are not ends in
themselves. Traffic is generated by the way
in which society arranges its activities, in
terms of both time and space. If today we are
confronted with an excess of traffic, does
traffic reduction mean giving up certain
activities and forsaking a degree of mobility?

This idea arises from the concept of the
Cauto-mobileOsociety. Vehicular traffic is
neither the equivalent of nor identical to
mobility. Quitethe contrary: many people
find that their personal mobility is, in fact,
restricted by vehicular traffic B not at all by
the mobility of pedestrians, not very much by
cyclists B but quite seriously by motorists
and the effects of traffic planning and
policies fixated on the automobile. In many
cases reducing vehicular traffic enhances
mobility.

It is not just fringe groups who are
affected. It is often taken for granted that the
use of an automobileis universal. That this
by no means is the case can be established
quickly by examining gatistics on driving
licences, the availability of a vehicle and its
use by women.

A comparison of population groups from a
variety of types of settlements also
demonstrates that the automobile mania
apparent in traffic policy and planning runs
well ahead of actual utilisation rates.
CLiberation from the automobileOfor those
who do not have a car is limited, however, to
their individual way of travelling - they are
by no means liberated from the effects of
cars.

However, the mobility of motorists
themselves is hampered not only by traffic
jams. The amount of time, effort and money
devoted to traffic is growing; traffic service
and performance levels areincreasing. What
happens, for instance, when more and more
women acquire driving licences and gain
access to an automobile? A common
experience among women is relegation to
CehauffeuretteO for immediate family
members, relatives or neighbours - unpaid
and at the expense of her own free time.

This has even become institutionalised in so-
called community bus services manned (but
usually OwomannedO by volunteer drivers.
Longer travel distances, based on the
automobile, will have to be compressed once
again; roadway planning giving priority to
automobiles along the paths children take to
school make it necessary to provide
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accompanying traffic, in which a supervisory
person, usually awoman, will also go along
to ensure safety. Thisis (auto)mobility
imposed from above - and it can be avoided.
Determining which factors and structures
generate traffic requires detailed analysis.

Structural avoidance of traffic aims at
preserving and increasing the mobility of
both women and men in a manner which is
environmentally and socialy equitable, is in
the interest of providing choices in lifestyle
pattern and individual distinctiveness that
principally affect their day to day activities,
and is achievable within an environment and
parameters which are sustainable. Mobility
increases as the effort and cost required for
transportation, its organisational
preparations, etc., decline. The effort
required for trave is impacted by the
distances to be covered, time factors and
technical investment (i.e. vehicles).
Eliminating situations which impose travel is
the first step toward structural reduction of
traffic volumes; the perspectives include
modifying time and space structures, altering
the circumstances which make travel
necessary, and changing ingrained habits.
Therelevant magnitude to be considered is
the reduction of distances travelled and the
number of passenger kilometres and ton
kilometres to be covered in motorised
vehicles.

II.  Women® view on strategies for
transport aimed at CO, reduction and
mobility research.

From the feminist point the strategies
make sense but a very different sense than
the mainstream of transport science until
now:

Figurel: Children going to school unaccompanied - 1971& 1990

100 1971 1990
% |going to school unacco mpani ed |
80
60 -
40 —
20
Al em [
7 8 9 10 11 Age

Source:H illman,Ad amsand W hitelegg(190OneFalseMoveE A StudyofChildren'sindependentmobility. O
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1. Thestrategy of traffic avoidance
means avoidance of factors forcing
transportation.

2. The strategy of substitution optimises
mobility conditions because of the current
substitution in the other direction
(motorisation of women).

3. Technical strategies are not so
important. Moreimportant are strategies co-
ordinating small scale technical
improvements.

4. A change in values and behaviour
concerns not only people@® private
behaviour, but also the values and behaviour
of professionals. Simultaneously, it
optimises the conditions of implementation,
augments the structures of decision making
and fills the gap of women/ men power.

Given the realisation of ecological and
environmental change among developed
countries, feminist demands regarding the
implementation of sustainability may be
described in the following ways:

Areas of Implementation

1. To achieve traffic avoidanceit is very
important to ensure a reorientation of
planners, politicians and researchers towards
autonomy of mobility (not auto-mobility) for
all - especially for the benefit of children and
women. Thereare four key requirements:
¥ reduce speed;
¥ provide privileges for car-free people®

mobility;
¥ reduce privileges for automotive mobility

by internalisng the social and environmental
costs (especially in the freight sector); and
¥ reintegratework inthehouseand onthejob.

2. The implementation of strategies to
substitute unsustainable modes of transport
with sustainable modes is topical. The
privatisation of the railways which is
encouraged by the European Union is one of
the most important decisions for the future of
sustainable mobility policies and offers a
possibility of a turning point. Privatisation
involves regionalisation of local and
provincial transportation. Regionalisation
means new planning procedures and
reorganisation of public transport provision.
As this brings new planning procedures,
women are asking for a systematic analysis of
the mobility problems of women in everyday
life. Thenew organisation of public
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transport (for the near future) has potential
for a fresh start. Women request a

professional who works explicitly for equal
opportunities in public transport planning.

3. To achieve a change in the values and
behaviour of professionals thereis a need to
reorganise the established institutions and
organisations. There is a recognisable
demand for achange to different forms of
political and planning organisation.
However, we need to overcome the
entrenched, conservative views which
continue to dominate. These can be
overcome by introducing new procedures.
For example, a condition of getting a job as a
planner should bethat candidates must have
had practica experience of people-centred
work.®

These are the areas of implementation and

practice. In addition, there are many related
questions and areas to research. Thereare
the questions of consumption - the car is a
product which is connected with the
ideology of freedom. There is the question of
the future of work and labour and the
integration of different kinds of work (jobs
and household and self determined work).®
Thereis the question of our common future
and the need to re-establish local
distinctiveness as a means of reducing
transport intensity. There is the issue of self-
sufficiency. There is the myth of being a man
and the quest for freedom. Perhaps we need
a man@ policy.

Women and the environment need an
emancipated sustainable change of transport
and mobility, and everyone everywherein
the world needs ecological, socia and equal
opportunity-oriented freedom of movement.

Fi gure2: @ omen movemoreecologi cally GA vai | abil ity of acar to women and menin different situationsof life

1007
%

907

807

707

607

507

407

307
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O—l
women

education

men women

without

men  women men
employed

Source:KON T1V1989,(unpublished)MeikeSpitzner
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N otes

1)

2)

3)

This paper was presented at the European Con-
gress CEmancipation as related to physical plan-
ning, housing and mobility in EuropeO Septem-
ber 11-14, 1994, Driebergen, The Netherlands.
The meaning of social subsequent costsis, not the
consequences for the interrelationships among
people or among groups within the population,
but rather those subsequent costs which are so-
cialised, absorbed by sodety as a whole, both
private households and public budgets. These
are costs which are not charged to the initiators.
These are - smply for methodical reasons - prima-
rily environmental costs which can be expressed
in monetary terms. The social, male-dominance,
democratic, communicative and socio-psycho-
logical aspects, which arerelevant to maintaining
social values and transition have not found any
accessto thisdiscussion, since by nature they are
determined neither economically nor directly
within their contexts.

Roadway construction, high-speed railways, the
expansion of regional airports, engineering v ehi-
cles for the Ghree-car familyOin the form of
electric cars, etc., always implies not only shift-
ing traffic volumes to ecologically less sound
transport media, but alwaysand at the same time
the generation of new traffic and new growthsin
traffic which will have to be dealt with - of
approximately 50,000 trips on the French TGV
Sud high-speed train in the first year some 35,000
were trips which would not have been taken; an
elevated Transrapid maglev route, for which plans
were resurrected once again, this time for con-
struction in eastern Germany, if set up as a con-
nection between airports is seen as the driving
factor for a considerable growth in air traffic;
according to current esimates by the Parliament
of North-Rhine Westphalia, a Transrapid link

4

5

=

—~

between Bonn and Berlin would generate 3.1 x
10° passenger kilometresin new travel, etc. The
recognition that traffic creates traffic is decades
old but has not become a guide for action even
down to this day.

Traffic Avoidance Working Group of the Frac-
tion of the Social Democratic Party of Germany in
the 12th Session of the Bundestag, 17 October
1991 in Potsdam. The Greens had previously, in
1990, published the brochure prepared by their
National Traffic Working Group: QLearning to
walk again, reducing traffic - creating nearness -
gaining timeQ
Cf. Grote & al. (1991) CApproaches to strategies
implementing the participation of women ex-
perts, forms of participation of women civilians
and the significance of women® commissions
and networks,and changestoadministrativestruc-
turesQ in: Spitzner, M., Beike, U. e.al. (1994)
Optimating the Opportunities of M obility and the
Partidpation o Women. A study about possible
legidative and planning intervention by the Sate
of Rhineland-Pfalz in the interestsof and promot-
ing participation by women, to improve
infrastructural developments for women in rural
areas. Project report commissioned by the Minis-
try for Equal Opportunities for Women and Men
in Rhineland-Pfalz, Wuppertal Institute,
Wuppertal.

6) Inthenextfiveyearsthe Wuppertal Institute and

the Ingtitute for Ecological Research on Econom-
ics(I..W) Berlin/ Wuppertal is going todo astudy
about GQChanged labour, work and world of life
and mobility Owithin a research project CRustain-
able Mobility in City Regions - Models, Criteria,
Srategies of ImplementationQ commissioned by
the Ministry of Research and Technologies of the
Federal Republic of Germany.






