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Keyw ords &  abst racts

D ev elop ing a new  consensus f or  phy sical  act iv i t y
in  England: Ev idence of  the grow ing convergence
of  t ranspor t  and publ ic heal t h  po l icies

Adrian L. Davis

KEYWORD S: physical  activi ty, in tersectoral
col laboration, publ ic heal th

The recent consensus w i thin physical  education research
that moderate physical  activi ty should be (re)integrated
into the routines of dai ly l iving has shi fted the focus aw ay
from a tradi tional spor ts and exercise bias. This has come
about largely as a resul t of new  medical evidence and an
understanding that the greatest publ ic heal th benefi t is to
be achieved through increasing activi ty levels among those
most sedentary. This change could strengthen recent
effor ts w ithin the transpor t sector , w hich now  includes a
N ational  Cycl ing Strategy, to promote cycl ing and a
for thcoming w alking strategy as envi ronmental ly
sustainable modes of transpor t. This paper  char ts recent
developments in the publ ic heal th and physical activi ty
sectors to i l lustrate how  heal th and transpor t concerns are
leading to a convergence of publ ic pol icy goals. H ow ever ,
key to this are new  w ays of thinking and working,
requi r ing broad intersectoral al l iances.

I s t elecomm ut ing a panacea f or  urban t ranspor t
i l l s? A n A ust ral ian perspect iv e

Dr Laurence Knight

KEYWORD S: in formation technology, w ork  practices,
su i tabi l i ty f or  employment si tuations

Urban transpor t provides society w i th a range of benefi ts,
but i t also generates ser ious problems in the form of ai r
and noise pol lution, traffic accidents and congestion.
Attempts to solve these problems through conventional
means have achieved l imited success.  An al ternative
approach (promoted by information technology
corporations) is for  people to satisfy thei r  needs w i thout
travel l ing - in the case of employment - by telecommuting.

This paper  examines the context in w hich the d iscussion
about telecommuting is taking p lace, as w el l  as recent data
on the uptake of telecommuting. Coming from an
Austral ian perspective, the paper  argues that w hi le
telecommuting w i ll  not provide a stand-alone solution, i t
has the potential  to influence travel  d istances in its own
r ight, and (more impor tantly) enhance the effectiveness of
other  pol icy mechanisms.

Trunk  Roads and t he Generat ion of  Traf f ic: t he
SA CTRA  repor t and associat ed Gov ernment
guidance -  What  does i t  m ean and does i t
m at t er ?

Kei th Buchan

KEYWORD S: Uni ted Kingdom, traf fic grow th, COBA

A government study into traffic growth on major  roads
and motorways in the UK w as publ ished in December
1994 by the Standing Advisory Committee on Trunk Road
Assesment ("SACTRA"). The government's formal
response and an accompanying gu idance note to road
planners w ere publ ished at the same time. This article,
fi rst w ri tten in pamphlet form in ear ly 1995, surveys these
three key documents and explains the substantial changes
in appraisal methodology that should ar ise from them.

Freedom of  m ov ement  f or  w om en: Fem in ist
approaches t o  traf f ic reduction and a m ore
ecolog ical  t ranspor t  science

Gabi  Zauke and M eike Spi tzner

KEYWORD S: w omen, mobi l i ty, p lanning

This paper  is based on the thoughts, w ork and d iscussions
of the German netw ork Frauen in Bewegung (Women in
M otion).  There is a gender  imbalance in transpor t
planning.  M ore w omen must be inv olved in planning, and
the needs of w omen must be addressed, i f w e are to
achieve a sustainable society.

Local  A genda 21, sust ainabi l i t y , and Br i t ish
pol icy  on f oodst ore locat ion - a case st udy

Alan G. Hal lswor th, Rodney Tol ley & Col in Black

KEYWORD S: L iphook , retai l  vi tal i ty, attractivenes and
accessib i l ty for  shopping

The grow th of out-of- tow n and edge-of-tow n superstores in
Br itain has had an adverse effect on the vi tal i ty & viabi l ity
of tradi tional , long establ ished retail  centres. The d i lemma
facing many of these centres is w hether  a superstore in the
tow n would increase business and induce a tr ickle dow n
improvement to existing retai lers.

A  W ish cal led  W ander : Reclaim ing A ut omobi l i t y
f rom  the M otor  Car

Ian Ker  & Paul  Tranter

KEYWORD S: language, freedom, restrictions to mobi l i ty

Argues that in pursui t of a speci fic kind of Ôautomobi l i tyÕ
w e have unw i ttingly reduced the independent mobi l ity of
many people in the communi ty, includ ing the elder ly, the
disabled, w omen and chi ldren.  Discusses al ternative
understandings of the term automobi l i ty.  Argues that the
current dominant use (or  misuse) of the term has
faci l itated the acceptance of the view  that cars provide
freedom.  The myth ical  nature of th is view point is
explored.
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Edi t or i al

TH IS is the fi rst ed itor ial  since the election of
a Labour  government in the UK in M ay 1997.
The new  government has al ready launched
into the transpor t debate w i th statements of
intent about suppor ting integrated publ ic
transpor t and Òending the love affai r  wi th the
carÓ.  It has stud iously avoided the
controversial battlefields of transpor t pol icy
includ ing a new  terminal  for  H eathrow
Airpor t and bypasses, such as that around
N ew bury, and has suppor ted the spending
restr ictions of the previous Conservative
governm ent.

The next few  months w i l l be cr i tical  for
this government.  If i t can move the transpor t
system aw ay from its obsession w i th large
scale infrastructure projects and tow ards
numerous smal l scale improvements in
qual i ty of l i fe for  rural and urban residents
al ike then i t w i l l  have done more than al l  the
sustainabi li ty rhetor ic w e have seen since the
Rio Conf erence in 1992.  In  th is respect the
UK government has an histor ic oppor tun i ty
to demonstrate that there are w ide ranging
economic, social  and envi ronmental  gains to
be had from a sustainable transpor t pol icy.

H ow ever , this oppor tuni ty w i l l  be br ief i f
only because honeymoon per iods for  new
administrations are br ief.  The time is now
r ight for  a bold statement about reducing car
dependency, transfer r ing freight from lor r ies
to the al ternatives and restor ing r ights,
freedoms and social justice to pedestr ians
and cycl ists.

This is of w ider  signi ficance than the UK
alone.  Just as ci ties need role models before
they ini tiate car  restraint pol icies so i t is the
same for  countr ies.  I srael  is cur rently
embarking on a huge inv estment in a road
that w i l l dramatical ly alter  i ts geography and
increase the amount of urbanisation and long
distance commuting.  The costs of the 300
km long ÒRoad Number  6Ó are in excess of $1
bi l l ion and the benefi ts are very few .  Its
suppor ters argue that Israel  needs the road
because international statistics show  that the
country has a low er  than average car
ow nership rate and Ònot enough roadsÓ.

Israel  needs a d i fferent role model .  Japan
has the low est level  of spending on roads and
car  parking as a percentage of GDP than any
other  advanced industr ial nation.  I t is not
noticeably fai ling in i ts economic
per formance.  Br i tain could set the standard
for  a new  kind of national  transpor t pol icy
w i th strong local  autonomy and strong local
suppor t for  car  reduction and improvements
in ai r  qual ity.  We w i l l soon know  w hether  or

not the new  government w i l l  use the
landslide electoral  victory to make a
di fference or  to give us more of the same.

In th is issue of WTPP w e give prominence
to some of the new  insights that are ready
and w ai ting to fi re a new  government w i th
enthusiasm.  Davis focuses on the l inks
betw een transpor t, physical  activi ty and
publ ic heal th.  Spi tzner  and Zauke draw  our
attention to t he needs of w omen in society
and the extent to w hich transpor t systems are
designed by men to serve a narrow ly based
male view  of the w or ld.  H al lswor th, Tol ley
and Black take us into the w or ld  of shopping
(normal ly the task of w omen) to reveal  the
extent to w hich shopping tr ips impact on
transpor t demand and the env i ronmental
consequences of that demand.  Knight
reminds us that telecommuting has
advantages and d isadvantages and is a
legi timate par t of an hol istic view  of
transpor t and travel  demand.  Ker  and
Tranter  develop the hol istic strand by
shedding some l ight on the fundamental
tendencies in society and ind ividual
l i festyles that fuel  the demand for  motor ised
transpor t.  These insights help to construct
pol icies that are capable of moving us to
low er  levels of dependency on pr ivate
motor ised transpor t.

In addi tion, w e publ ish in fu l l  a
commentary on the UK repor t from the
Standing Advisory Committee on Trunk
Road Assessment (SACTRA).  This repor t
w as publ ished in 1994 by the UK government
and gave author i tative suppor t for  the view
that bui ld ing new  roads creates addi tional
(ÒinducedÓ) demand and therefore can be
expected in some ci rcumstances to make a
very l imi ted or  non-existent contr ibution to
solving transpor t problems.  Induced demand
also has an impact on cost benefi t analyses
and can reduce by a considerable margin the
benefi ts claimed in time savings for  an
ind ividual  road scheme.  The or iginal
SACTRA repor t w as and is very signi ficant.
We publ ish Kei th BuchanÕs original
commentary from the same year  because i t is
a Òmi lestoneÓ document sti l l  in demand and
not easi ly avai lable.  Its view s on the
SACTRA repor t and its additional insights
are of vi tal  impor tance everyw here in the
w or ld  w here new  roads are sti ll  being put
forw ard as solutions to transpor t problems.
Let us hope t he Israel i  government takes
notice.

John Whi t elegg, Edi t or
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A bst r act

The recent consensus w i thin physical
education research that moderate phy sical
activi ty should be (re)integrated into the
routines of dai ly l iving has shi fted the focus
aw ay from a tradi tional  spor ts and exercise
bias. This has come about largely as a resul t
of new  medical  evidence and an
understanding that the greatest publ ic heal th
benefi t is to be achieved through increasing
activi ty levels among those m ost sedentary.
This change could strengthen recent eff or ts
w i thin the transpor t sector , w hich now
includes a N ational Cycl ing Strategy, to
promote cycl ing and a for thcoming w alking
strategy as envi ronmental ly sustainable
modes of transpor t. This paper  char ts recent
developments in the publ ic heal th and
physical  activi ty sectors to il lustrate how
heal th and transpor t concerns are leading to
a convergence of publ ic pol icy goals.
H ow ever , key to this are new  w ays of
thinking and w orking, requi r ing broad
intersectoral  all iances.

a letter  from the then H eal th Secretary urging
them to w ork w i th heal th author i ties in
Ôheal thy all iancesÕ in order  to achieve the
strategyÕs targets. In this the Whi te Paper  w as
attempting to shi ft the focus for  heal th
tow ards the need for  heal thy publ ic pol icies
across the pol icy spectrum:

ÒLocal  Aut hor i ties are responsible for  a
wide range of publ ic services, many of
which impinge on heal th and are l inked
wi th the strategy set out in the Whi te
Paper ; these include educat ion, transpor t ,
social  services, envi ronment al  heal th and
food safety. Thei r  contr ibution is vi tal  to
the achievement of the strategy and I hope
that together  with local  NHS Author i ties
and others, you wil l  help to set up local
al l iances and ini tiat ives to improve the
heal th of local  populations.Ó (quoted in
Blackman, 1992, p . 34)

This paper  charts recent developments in the
publ ic heal th and physical  activi ty sectors in
i l lustrating how  heal th and transpor t
concerns are leading to a convergence of
publ ic pol icy goals, and the promotion of
w hat has been termed heal thy publ ic pol icy.

H eal t hy  publ ic pol icy

H eal thy publ ic pol icy is character ised by an
expl ici t concern for  heal th and equi ty in al l
areas of pol icy and by accountabi l ity for
heal th impacts (Wor ld  Heal th Organisation,
1988). A useful  d istinction has been made
betw een heal thy publ ic pol icy and publ ic
heal th pol icy in that the latter  term refers to a
narrower  set of pol icies, more usual ly aimed
at the system of car ing for  i l l  people. This
d istinction is a crucial  one. H eal thy publ ic
pol icy sel f-consciously aims to go beyond the
heal th care system and i ts more trad i tional
hospi tal  and physician based care (H ancock,
1982). Defini tions of heal thy publ ic pol icy
incorporate broad visions of heal th, crossing
tradi tional discipl inary, organisational, and
governmental  categor ies. They refer  to a
concern for  manipulating the social  pol icy
envi ronment to create a heal thy society,
impl ici tly recognising that social  and
envi ronmental  factors are impor tant heal th
determinants.

Developing a new  consensus for  physical  act iv i ty  in
England: Ev idence of  the grow ing convergence of
t ranspor t  and publ ic heal th pol icies

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

World Transport Policy & Pract ice
3/ 2 [1997] 4-10

A drian L. Davis
H eal th and Transpor t Research Group,School  of H ealth and Social  Wel fare,
Open Universi ty, Wal ton H al l, M i l ton Keynes, M K7 6AA, UK

I nt r oduct i on

In publ ic heal th research the v alue of
intersectoral  collaboration, as i t has been
termed by the Wor ld  Heal th Organisation,
has been recognised to be cr i tical  to the
promotion of heal th promoting publ ic
pol icies w ithin and beyond the heal th sector .
The GovernmentÕs Whi te Paper  ÔThe H eal th
of the N ation: A strategy for  heal th in
EnglandÕ formal ly acknow ledged that the
strategy should be focused as much on heal th
promotion as on heal th care, Ôthe pursui t of
Ôheal thÕ in i ts w idest sense, both w i thin
Government and beyondÕ (H ealth of the
N ation, p2). Its overal l goal  was to Ôadd years
to l i feÕ and Ôadd li fe to yearsÕ by addressing
five Ôkey areasÕ. The Wor ld  H ealth
Organisation ÔH ealth For  A l lÕ strategy w as
acknow ledged as guid ing this development,
suggesting that Government w as prepared to
re-or ientate heal th pol icy, and implying the
need for  reor ientation in other  sectors of
publ ic pol icy and beyond. Indeed, the Whi te
Paper  was ci rculated to local  author i ties wi th
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The heal thy publ ic pol icies approach
developed in the mid-nineteenth century
w i th publ ic heal th attempts to combat
d iseases of pover ty such as cholera,
associated wi th working class urban l iving
condi tions. Improvements in heal th came
largely through improved sani tation and
housing rather  than medical  treatment. Wi th
the d iscovery of the germ theory of d isease,
immunisation programmes and the grow th of
therapeutic medicine envi ronmental
approaches w ere overshadowed unti l  thei r
re-emergence in the 1970s (Ashton, 1992).
The Lalonde Repor t (1974) and the w ork of
M cKeow n (1976) w ere catalysts for  this re-
emergence, of the need for  Ôheal th consciousÕ
pol icies beyond the heal th sector . The N ew
Publ ic H eal th, as i t became know n,
incorporated and updated the nineteenth
century emphasis on the physical
envi ronment as w el l  as social  factors as
heal th determinants. The Ottawa Char ter
(Wor ld  H ealth Organisation, 1986) stated
that:

ÒHeal t h promotion goes beyond heal t h
care. It puts heal th on the agenda of
pol icy-makers in al l  sectors and at al l
levels É  Heal th promotion requi res the
identi ficat ion of obstacles to the adopt ion
of heal thy publ ic pol icies in non-heal th
sectors, and ways of removing them.Ó

The need for heal thy publ ic pol icies and
intersectoral  col laboration is, therefore, seen
to be integral  to promoting heal th. H eal th
w ork must address the pol icy sectors and
organisational actions affecting the
condi tions and conduct that create heal th
(M i l io, 1986). A ser ies of ini tiatives ini tiated
by the Wor ld H eal th Organisation have
sought to develop such think ing. Yet the
professional  structures in w hich publ ic
heal th w ork is under taken often mi tigates
against this. As Baum (1995) notes:

ÒThe need for  publ ic heal th
understanding to be broad and to draw on
a range of disciplines is contrary to the
t endency t owards academic
special isation, stressing narrow
knowledge, extremely detai led about  a
par ticular  topic but lacking in a wider
appreciation of how i t fits in the broader
scheme of things.Ó

In th is respect the issues addressed here
about heal th, phy sical activity and transpor t,
involving the tensions betw een narrow
sectoral  thinking w hich acts as a barr ier  to
effective intersectoral  pol icy and broader
pol icy goals, are also cr i tical  issues in much
broader  debates about sustainable
development. N arrow, sectorally-constrained

pol icy development fai ls to address the inter -
relationship betw een pol icy areas such as
transpor t, heal th and the env i ronment.
Del iver ing sustainable transpor t requi res a
mul ti tude of actions across a range of pol icy
areas. There is a smal l but expanding volume
of l i terature about intersectoral  collaboration
w hich is now  drawing attention to a range of
structural  and cul tural  barriers at inter -
national , national  and the local  level
(Spangen, 1995; Davis, 1996; BŒckstrand,
Kronsel l  and Soderholm, 1996). This mi r rors
on-going w ork on projects such as Heal thy
Ci ties and Heal th For  A l l w hich view
intersectoral  col laboration as a key tool  in
increasing the profi le of heal th across al l
aspects of municipal  government (e.g.
Rathw el l , 1992; Tsouros, 1995).

Phy sical  act iv i t y and heal t h

The benefi ts of physical  activi ty in terms of
reduced r isk of cardiovascular  disease and
strokes have been documented through
studies since the hypothesis w as fi rst
developed (Morr is et al, 1953), and they w ere
identi fied in the H eal th of the N ation strategy
for  England (1992).  Physical  activi ty w as
also seen as contr ibuting to reduced
accidents and mental  heal th benefi ts, tw o of
the other  four  national  Ôkey areasÕ. The
strategy acknow ledged the value of targets at
a population level  in stimulating progress
and provid ing a measure by w hich i t could
be assessed. It also identi fied that
intersectoral  w orking or  Ôheal thy al l iancesÕ at
al l levels w ere an impor tant element in the
reor ientation of heal th pol icy tow ards
prevention and heal th promotion.

Shor tly before the launch of the H eal th of
the N ation the f i rst comprehensive p icture of
adul t fi tness levels in England w as
publ ished. This repor ted low levels of
physical  activi ty among the major i ty of men
and w omen aged 16-74. A key find ing w as
that seven out of ten men and eight out of ten
w omen fel l  below  thei r  age-appropr iate
activi ty level  necessary to achieve a heal th
benefi t. Publ ished by the Spor ts Counci l  and
the H eal th Education Author i ty (H EA), the
Al l ied Dunbar  N ational Fi tness Survey
(ADN FS) gave substance to the view  that the
Br itish adul t population is increasingly
sedentary, al though 80% of those surveyed
bel ieved that they w ere fi t and took sufficient
exercise (Spor ts Counci l / HEA, 1992).
Reasons given for  low  levels of activi ty
focused par ticularly on people not seeing
themselves as Ôspor tyÕ, as w el l  as feel ing
overw eight and embarrassed. The repor t
stimulated fur ther  research into barr iers to

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

World Transport Policy & Pract ice
3/ 2 [1997] 4-10
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physical  activi ty but also impor tantly
provided a focus for  action to address
decl ining levels. In this respect  the ADN FS
provided a benchmark by w hich effor ts to
improve physical  activity levels among
adul ts could be gauged.

In M arch 1992 the Br itish M edical
Association (BM A) launched a repor t
promoting cycl ing w hich signal led a
complete U-turn in pol icy from a view  of
seeing cy cl ing as ÔdangerousÕ. Drawing on
ear l ier  research the repor t concluded that
Ôeven in the current hosti le traffic
envi ronment, the benefi ts gained from
regular  cycl ing are l ikely to outw eigh the loss
of l i fe through cycle accidents f or  the current
population of regular  cyclistsÕ (BM A, 1992).
An organised national cycl ing lobby ensured
that the repor t received maximum publ ici ty.
Wi thin six months a leaflet, funded by the
BM A, the bicycle industry, and the main
cycle campaign body, had been sent to al l
doctorsÕ surger ies setting out the find ings and
encouraging the uptake of cycl ing as an
envi ronmental ly-friendly means of transpor t
and as part of a heal thy l i festyle. A l though as
Whi tehead (1992) has noted:

ÒÉ  as wel l as motivating people to take
up cycl ing there have to be paral lel  publ ic
pol icies in place making i t safer and more
pleasant to do soÉ  people cannot  be
expected to maintain an ini tial  interest in
activi ties such as cycling i f condi tions on
the road do not improve.Ó

ÔPhy sical  act iv i t y Õ or  Ôspor t Õ?

Approaches to fi tness and physical  activi ty
have been dominated by a spor ts and leisure-
led approach. H istor ical ly close l inks
betw een the spor ts and physical  activi ty
lobbies through universi ties and research
bodies had resul ted in a bias and strong
lobby w hich, to a large extent, has dominated
physical  activity research, debate, and pol icy
formulation. This is reflected by a
considerable volume of research on physical
activi ty being publ ished w i thin journals
associated w i th spor t. The ADN FS had
repor ted the association of physical  activi ty
w i th Ôspor tyÕ images in publ ic perceptions.
Fur ther  w ork by the H EA, using in-depth
discussion groups w hich sought to
complement the ADN FS, identi fied that
physical  activi ty operated as a gener ic term
for  spor t, exercise and leisure pursui ts (H EA,
1993). Images of spor t and exercise w ere
associated w i th youthful  men and w omen
w i th Ôr ippl ing musclesÕ, wi th spor t being
perceived as par ticularly male or iented.

An outcome has been that publ ic

perceptions are biased tow ards an
understanding that physical  activi ty is
largely something that time has to be made
available for , something many people claim
they cannot find. Together  w i th special
clothing, and activi ty centres that need
accessing, this has meant that physical
activi ty has been seen as largely the domain
of young, sl im and athletic men and w omen,
not attainable by the major i ty of the adul t
population. M oreover , research has
identi fied that a signi ficant section of the
adul t population feel  themselves fi t enough
for  the l i festyles they lead, having adapted
l i festyles to accommodate low fi tness
thresholds. This resul ts in a view  that: ÔIÕd
say I was fit -  w el l, fi t enough to do what I
need to doÕ. This section of the population,
29% of men and 28% of w omen aged 16-74,
lead largely sedentary l i festyles. For  them
physical  activi ty of al l  kinds w as often
view ed as di fficul t, unpleasant and a li ttle
pointless (K i lloran et al, 1994).

The perception of physical  activi ty as
spor ty and an activi ty beyond the routines of
daily l i fe for  the major i ty of the population
has resul ted in the ÔghettoisationÕ of physical
activi ty w i thin the spor t and physical
education sector , w i th l i ttle intersectoral
w orking beyond trad itional  boundar ies.
Operating w i thin a predominantly
biomedical d isease and l ifestyles based
approach to heal th led to a failure to set
behavioural  change programmes w i thin
broader  pol icies for  envi ronmental
modi fication (Davis and Jones, 1996).
Suggestions for  pol icy changes w hich would
faci l itate cycl ing as par t of everyday l i fe, as
proposed by the BM A, for  example, are
infrequent in physical  activity research.

This bias l inking physical  activi ty wi th
spor t and exercise is also evident wi thin
heal th education (Edmunds and Bowler ,
1995; Tr ippe, 1996). M uch emphasis, for
example, has been placed on GP refer rals to
exercise schemes managed by staff based in
leisure centres. Yet w hi le researchers suggest
that physical  activi ty programmes can
increase par ticipation sufficiently to achieve
long term heal th gain thei r  research find ings

Òdo not suppor t  the increasingly popular
prescr iption for  exercise schemesÉ  we
have found no evidence to suppor t the
efficacy of faci l i ty based interventions.Ó

In contrast, the researchers suggest that
physical  activi ty at sufficient frequency and
intensi ty to provide long term heal th gain

Òis best achieved when exercise is home-
based, of moderate int ensi ty, can be
per formed alone or  with others, is

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

World Transport Policy & Pract ice
3/ 2 [1997] 4-10



[ 7]

enjoyable, convenient, and can be
completed in t hree sessions per  week.
Walking wi l l  satisfy al l  of these cr i ter ia.Ó
(H i l lsdon, et al, 1995).

Barr ier s t o  in t ersect oral  col laborat ion
at  t he local  lev el

Researchers, par ticularly of publ ic
administration, have noted that coord ination
w i thin and betw een organisations and
professions is a perennial  problem, making
pol icy processes and implementation issues
impor tant areas of study (Barrett and Fudge,
1981; H ealey, 1990). Barr iers to coord ination
include vested interests, structural
complexi ty, and d ivergent professional  and
organisational cul tures. The w ay professions
organise and operate tends to encapsulate
these barr iers through the defining of
boundar ies that separate them from other
sectors so framing w hat is to be excluded.
Sectors tend to be marked out by special ised
discourses of know ledge and exper tise in
seeking t hei r  legi timisation and maintenance.
Each sector  has w el l  established functions
and i ts pr imary interest is normal ly to
maintain and develop these.

ÒSectors are insti t utional ised
mobi l isations of bias. ÔSector ingÕ is
or ientat ed towards protecting, i f not
advancing, the di fferentiation of one
sector  from another . This involves not
only segmenting par t icular  aspects of
social  and economic l i fe but also
designating and hence restr icting who is to
have standing in problem defini tion, and
programming in and consti tuting and
del iver ing treatment s and intervent ions.Ó
(Degeling, 1995, p. 294).
This know ledge si ts uncomfor tably wi th

the need for  intersectoral  col laboration in
order  to achieve mutual ly suppor tive pol icy
goals. The interconnection betw een sectoral
pol icies may be far  from clear  among sector
members, includ ing some w i thin the heal th
sector . This is reflected in the l i terature, that
col laborative approaches to heal th and
sustainable development are repor ted to be
marginal  to core agenda (N orton and Rogers,
1981; London Reseacrh Centre, 1993;
Blackman, 1995; BŒckstrand, Kronsel l , and
Soderholm, 1996).

Wi thin heal th and medicine, sector ing
w i th its concern to maintain its dominant
exper tise base is evidenced by the continued
dominance of the bio-medical model , wi th
claims that exponents of the N ew  Publ ic
H eal th produced socially desi rable talk but
no hard data (Vandenbroucke, 1994).
M oreover , the dominance of quanti tative

approaches in both heal th and road transpor t
sectors have been seen as Ôvalue-freeÕ in
research and pol icy formation among these
groups, and among pol i ticians seeking ÔhardÕ
evidence in suppor t of pol icy choices. This
has led to an emphasis on ind ividual
behavioural  changes w ith structural  change
largely absent from debates. In  turn th is has
al low ed a business as usual  strategy to
remain dominant w i th minimal  recogni tion
of the interconnection of pol icy areas.

I n t ersectoral  co l laborat ion at  t he
nat ional  lev el

The goal  of reducing coronary hear t d isease
and promoting physical  activi ty has been
progressed by the Depar tment of H eal th
through the establ ishment of a number  of key
groupings. A H eal th of the N ation Cabinet
Sub-Committee w as establ ished at which al l
government depar tments w ere represented to
help enable intersectoral  w orking. In
addi tion a Physical Activi ty Task Force w as
establ ished in July 1993. There w ere
concerns over  a spor ts and exercise bias w i th
the appointment of the Task Force members,
pr incipal ly among the cycl ing lobby,
pedestr ian groups, publ ic pol icy researchers
and some publ ic heal th interest groups.
These lobby groups had consistently argued
that trad i tional  and narrow  sectoral  pol icies
w ere not effective. Three of the Task Force
members w ere medical ly trained (albei t one
w as a publ ic heal th di rector ), another  three
w ere heal th education special ists, two w ere
leisure and recreation officers from local
government and tw o w ere Spor ts Counci l
executives, one of w hom w as Chai rman. A
fur ther  grouping of heal th and spor ts
advisers were available to provide additional
assistance as w el l  as officials from
Government depar tments.

The reject ion of  target s

Dur ing the f i rst year of the Task ForceÕs w ork
a considerable amount of time w as spent on
developing phy sical activi ty targets. At a
H EA symposium in Apr i l  1994, designed to
suppor t the Task Force in developing a
national  strategy, a speci fic objective w as to
examine possible targets for  physical  activi ty.
Three targets at a population level  w ere
presented, having been proposed by the Task
Force. Based on medical evidence, and the
ADN FS, these w ere focused on reducing the
propor tion of people w ho are sedentary,
increasing the propor tion taking a minimum
of 30 minutes of at least moderate physical
activi ty five days a week, and increasing the
propor tion taking on average three per iods of
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vigorous activi ty for  20 minutes a w eek
(Fentem and Walker , 1994).

The Cabinet Sub-Committee subsequently
rejected a targets oriented approach,
perceiving that they might be misconstrued
as ind ividual  targets, and w as concerned to
avoid claims of Ônanny-stateÕ
interventionism. Targets had previously been
set by tw o other  Task Forces, on nutr i tion,
and obesi ty. M ore so than these, how ever , i t
w as recognised by M inisters and officials
that physical  activi ty could impact on
pol icies across a wide spectrum of publ ic
pol icies w i th the potential  of raising pol i tical
and technical  impediments. M embers of the
Task Force w ere also concerned that targets
might be used crudely. The Depar tment of
H eal thÕs (1995) consul tation document,
w hich appeared in May 1995, reflected this
view , so that on Òbalance i t has been decided
not to set targets for physical  activity, but to
concentrat e instead on promoting the uptake
of a more active li festyle.Ó

The consul tation paper  set out the medical
evidence ind icating that the greatest heal th
gains w ould come from shi fting the emphasis
from regular  vigorous to moderate phy sical
activi ty. This w ould be a more real istic feat
for  those currently sedentary or  having low
activi ty levels. Only 36% of men and 24% of
w omen are sufficiently physical ly active to
achieve heal th benefi ts. Essential ly, despi te
omission of ÔtargetsÕ from the consul tation
paper  the three identi fied target areas w ere
retained as core goals for  the development of
a physical activi ty strategy.

N at ional  po l icy sh i f t s

Dur ing the drafting of the consul tation
pressures to reflect w ider  publ ic pol icy
changes w ere impor tant in shaping the
paper . The combination of the latest medical
evidence w i th that of adul t fi tness levels
reinforced the need for  a broader  pol icy focus
in hal ting and then rev ersing the decl ine in
physical  activity and fi tness. The publ ic
heal th case for  f ocusing on moderate
physical  activi ty which could reach a far
w ider  section of the population could only
be achieved through a move aw ay from the
spor t and physical  education predominance.

By 1994, pol icy changes in both the
Envi ronment and Transpor t depar tments
w i thin central  government had begun to
focus attention tow ards the need for  more
sustainable transpor t through landuse
planning in reducing the need to travel  (and
carbon dioxide emissions) (DoE/ DoT, 1994).
In the Depar tment of Transpor t i tsel f, a
recogni tion of the need to shi ft from seeking

to meet ÔdemandÕ for road space to Ôdemand
managementÕ led to a remarkably swi ft
change tow ards promotion of cycl ing. The
BM A repor t had added extra ammuni tion for
carrying through this change. I ndeed, tw o
w eeks after  the publ ication of the physical
activi ty consul tation paper  the Depar tment of
Transpor t announced i ts intention to develop
a N ational  Cycl ing Strategy (DoT, 1995).

The in f luence of  lobby ing and
cam p aigni ng

The pressure for  a shi ft in influence aw ay
from the spor t and physical  education sector
w as strengthened through long term lobbying
in the envi ronment pol icy sphere w here
transpor t campaigners had been arguing the
case that envi ronmental  as opposed to purely
behavioural  changes w ere requi red in order
to reduce envi ronmental  impacts. Such
concerns w ere endorsed by the w idely
publ icised Royal  Commission repor t on
Transpor t and the Envi ronment (1994). In
this sphere there w as a growing recogni tion
of the need for publ ic pol icies which could
enable heal thy and envi ronmental ly
sustainable choices to be made, accelerated
by the Bruntland Repor t ÔOur Common
FutureÕ (1987), the Ear th Summit in Rio de
Janei ro in 1992, and the GovernmentÕs
response to these - ÔSustainable
Development: The UK StrategyÕ (1994). The
changes in transpor t pol icy especial ly
enabled a broader  pol icy focus on physical
activi ty, strengthening the case of those
seeking action beyond the trad i tional  sectoral
focus for  physical  activi ty promotion.

The N ational  H eart Forum, an influential
coord inating body for  an al l iance of hear t
heal th organisations, played a key role in the
physical  activi ty debate. Represented on the
Task Force, the Forum took a broad publ ic
heal th view  of the need for  heal thy publ ic
pol icies and a strong intersectoral  focus in
the development of the physical  activi ty
strategy. Close l inks w i th envi ronment and
transpor t groups informed and strengthened
i ts ow n lobbying of the Task Force. The
Forum provided suppor t for  the posi tion
agreed at the 1994 H EA Symposium and
rei terated in the consul tation paper  that
Òsuccessful  promotion of physical  activi ty in
England amounts to encouraging the
reintegration of physical activi ty into every
day l i feÓ. (Ki l loran, Fentem, and Casperson,
1994, p 3).  A copy of the ForumÕs response
w as sent to al l  publ ic heal th and heal th
depar tments mid-w ay through the
consul tation per iod to help inform and
influence other  responses.
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The consul tation paper  w as str ikingly
simi lar  in emphasis to the statement on the
heal th benefi ts of physical  activi ty developed
by a joint committee of the Wor ld  Heal th
Organisation and the International
Federation of Spor ts Medicine (FIM S) in
1994. In this, dai ly activi ty was accepted as
being the cornerstone of a heal thy l i festyle:

ÒPhysical  activi ty should be reintegrated
into the routine of everyday l iving. An
obvious fi rst step would be the use of
stai rs instead of l ifts, and walking and
cycling for  shor t journeysÕÕ (Wor ld  H eal th
Organisation, 1995).

The timing of this statement and the
signator ies to i t w hich included some of the
most prominent publ ic heal th researchers in
this area, added fur ther  w eight to effor ts to
promote physical  activi ty through publ ic
pol icies which enable physical ly active
l i festyles.

The publ icat ion of t he st rat egy

In M arch 1996 the Depar tment of H eal th
issued a ÔStrategy Statement on Physical
Activi tyÕ confi rming suppor t for  the
consul tation paperÕs posi tioning among the
major i ty of the tw o hundred plus
submissions from consul tees. M uch of the
Statement focused on the w ork of other
government depar tments such as
Envi ronment, Education and Employment,
H er i tage, and Transpor t and external
agencies such as the H EAÕs ÔActive for  L i feÕ
campaign, launched the same day. The H EA
w as also given responsibi l i ty for  taking
forw ard the w ork of the Task Force, w hich
w as concluded, although against the w ishes
of some m embers.

Al though the Statement d id not consti tute
a comprehensive physical  activity strategy
for  England as proposed in the consul tation
paper , the resolution that physical  activi ty
should be reintegrated into everyday l ife
ind icated a recogni tion of the fai lure of
narrow sectoral pol icies to promote physical
activi ty and heal th. Spor t, by  i ts very nature
tends to involve vigorous activi ty, recognised
to be Ôan unreal istic goal  for the major i ty of
the populationÕ. Real istically, addressing
w ider  publ ic pol icy issues w as the on ly w ay
in w hich decl ining levels of physical  activi ty
could be chal lenged.

Concl u si on

The physical  activi ty debate was dominated
by factors strongly ind icating a need for  a
broader  focus on physical  activity beyond
spor ts and exercise. Pressure for  change came
from an al ignment of heal th, envi ronment

and physical  activity lobby groups w ho had
consistently argued that narrow  sectoral
pol icies w ere not effective. The changing
pol icy d i rection w i thin both the transpor t
and envi ronment sectors were impor tant
leverages. The Depar tment of the
Envi ronmentÕs publ ication of a Sustainable
Development Strategy, a paral lel  to the
H eal th of the N ation, w as an impor tant spur
to action. This, combined w i th speci fic
targets to reduce carbon dioxide emissions
through land-use p lanning, measures to
tackle air  pol lution, along w ith
complementary pol icies from the Depar tment
of Transpor t, signal led that pol icy focus w as
shi fting upstream tow ards envi ronmental
modi fications. The recogni tion by both of
these sectors at Government level  of the need
for  envi ronmental  modi fications, w hich
include regulation, ind icated that
behavioural  change programmes, al though
ideological ly preferable, w as not sufficient to
contain ind ividual ly and envi ronmental ly
heal th damaging l i festyles.

M ore recently, the issue of a discussion
paper  on w alking (Depar tment of Transpor t,
1996), and i ts acknow ledgement of the heal th
value of w alking suggests pol icy convergence
leading to heal thy publ ic pol icies is gaining
fur ther  momentum.  Other  examples include
a pol icy statement on transpor t and heal th
from the BM A (for thcoming) and an
extensive review  of the heal th benefi ts of
cycl ing commissioned by the Depar tment of
Transpor t.  M oreover , this is w orking
synergetical ly wi th other  pressures for  pol icy
change in transpor t.  As Goodw in has noted,

ÒThere are other  impor tant  elements in
transpor t pol icy which - for  reasons qui te
separate from heal th - are leading to the
same conclusion É  [so that ] the heal th
argument is l ikely to find an unusual ly
favourable hear ing.Ó (Goodwin, 1997)
The question ar ising from this pol icy

debate is w hether  intersectoral al liances
betw een the transpor t and heal th sectors at
the local  level  w i l l burgeon in the sp i r i t of
heal thy publ ic pol icy. Recent heal th
education programmes such as Active for
L i fe wi l l need signi ficant and long-term
assistance from other  major  pol icy areas i f
the publ ic are to be enabled and encouraged
to act on heal th messages concerning heal thy
l iving. Promoting heal th and sustainabi l ity
requi re new  w ays of thinking and w orking,
often in al l iances w el l  beyond those
commonly practised to date. M oreover ,
recid ivistic tendencies, l ikely to be common
to al l  pol icy sectors, may provide strong
resistance to strategies seeking to promote
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pol icies i f these seem beyond trad i tional
professional  and sectoral  remi ts. As Heal thy
Ci ties projects have found, pol i ticians and
publ ic servants may be happy to choose
pol icies w hich resul t in minor  changes that
donÕt requi re more than incremental  change.
They may be unw i l l ing, how ever , to accept
more rad ical  programmes w hich requi re, for
example, a red istr ibution of road space from

motor ists to pedestr ians and cycl ists. It
remains to be seen w hether  the grow ing
convergence betw een publ ic heal th and
transpor t pol icy w il l  resul t in the
surmounting of the sectoral  and structural
barriers which currently sti fle moves tow ards
envi ronmental ly sustainable and heal th
promoting transpor t.
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A bst r act

In pursui t of Ôautomobi l i tyÕ w e have
unw i ttingly reduced the independent
mobi l i ty of many people in the communi ty,
includ ing the elder ly, the d isabled, w omen
and chi ldren.  A lternative understandings of
Ôautomobi l ityÕ.  The current dominant misuse
of the term has faci l i tated the acceptance of
the v iew  that cars provide freedom.  The
mythical  nature of this view point is
explored.

It is increasingly being recognised that in
making our  pr ivate choices w e often impose
unforeseen costs on others.  This paper
show s that in pursui t of a speci fic kind of
automobi l i ty, we have unw i ttingly reduced
the independent mobi l i ty of many people in
the communi ty, includ ing the elder ly, the
disabled, w omen and chi ldren.  In doing so,
w e have reduced thei r  access to
oppor tuni ties such as employment,
education, recreation and social  interaction.
In the par ticular case of ch i ldren, w e have
inhibi ted thei r  development of
independence, w i th far -reaching and long-
term consequences.

Yet i t is not only the transpor t
d isadvantaged w hose freedom is cur tai led by
the motor  car .  M otor ists themselves have
also been misled by the myth of cars as
freedom machines: the myth that car  based
mobi l i ty di rectly complements autonomy or
sel f-d i rectedness.  Consequently, motor ists
become more dependent on others (includ ing
car  manufacturers and repai rers) rather  than
gaining autonomy.

In th is paper , the fol low ing questions are
addressed:
¥ is automobi l i ty Ôbad languageÕ?
¥ w ho has access to car  based mobi l i ty?
¥ are chi ldren and w omen marginal ised by

an increased rel iance on car based
mobi l i ty?

¥ is i t a myth that cars provide freedom?
¥ w hat are the dangers of a high technology

vision for  automobi l i ty?

I s Ôaut om obi l i t y Õ bad language?

In the study of transpor t (or  any other  social
issue) w e of ten over look the subtle effects of
language on the acceptance of dominant
ideologies.  M odern Engl ish speaking
societies have uncr i tically accepted the use
of the w ord Ôautomobi leÕ to mean the pr ivate
car , and hence Ôautomobi l i tyÕ to mean pr ivate
car  use.  H ow ever , an examination of the
meanings behind this term suggests that such
usage is based on false assumptions.

A  Wish cal led Wander :
Reclaiming A utomobi l i ty  f rom the M otor  Car

I n t r oduct i on

Transpor t economics textbooks alw ays used
to argue that the demand for  travel  is a
der ived demand:  that is, w e do not seek
travel  for  itsel f but for  w hat i t enables us to
do.  If that is so, then w hy do w e devote ever
greater  amounts of time to i t rather  than
trying to minimise the travel  w e under take?
Al though those economics texts do recognise
tour ist and cer tain types of leisure travel  as
exceptions, most urban travel  is for
uti l i tarian purposes.  According to the
theory, w e should aim to minimise, rather
than increase, our  consumption of travel .
And yet, w hen faced w i th an increase in the
speed of travel  (for  example, by the
construction of a new  rapid transi t system),
w e tend to reduce the gains in terms of
longer  journeys, thus maintaining the same
travel  times.

Col lectively, transpor t planners then treat
this addi tional travel  as a benefi t, on the
basis that i t reflects an increase in the range
of choice avai lable to each of us.  One might
w el l  question the uti l i ty of addi tional  choices
w hen most of us are al ready suffer ing from
information and option over load (Keyes,
1991).  M ight i t also not be possible that the
addi tional  choices made avai lable to us
through time savings are less of a benefi t
than they seem at fi rst sight?  H ave w e
reached the stage w here w e simply spend
more time choosing and suffer  a real  dis-
benefi t through continual ly w onder ing
w hether  w e have made the r ight choice?
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Dictionaries gave the fol low ing defini tions:
¥ auto- (in combination).  Sel f, own, of or  by

onesel f (Greek autos).
¥ mobi le.  Shi fting posi tion readi ly, not fixed.

It needs only a l i ttle reflection to real ise
the absurd i ty of equating shifting position
readi ly by onesel f w i th the pr ivate motor  car ,
in many of the major  ci ties of the w or ld .  N ot
al l ci ties are as bad as Bangkok, w here traffic
moves at not much more than w alking pace,
but al l  ci ties have times and places w here the
car  is not a very mobi le piece of equipment.
Jokes about freew ays (roads w i th restr icted
access) being very expensive l inear  car  parks
are too often not far  from the truth.

But even w hen i t is mobi le, the motor  car
does not provide automobi l i ty to people.
Simply to keep onesel f mobi le in a car
requi res large vehicle manufacture, service
and repai r  industr ies, the road bui ld ing
industry, an international  oi l  industry and, of
course, an external  source of energy.

Therefore a paradox is in operation.  The
motor  car  appears to provide i ts ow ners w i th
the independence to travel  w hen and w here
they choose.  Yet there is a fundamental
dependency on the goods and services
provided by a mul ti tude of others.  The
apparent ÔindependenceÕ provided by the car
is qui te i l lusory.

The only true automobi l i ty is achieved by
w alking, but cycl ing comes pretty close since
most people can effect the necessary
maintenance and repai rs to keep a bicycle in
running order  and the r ider  provides his or
her  ow n energy to achieve the mobi l i ty.

The consequences of this are not trivial .
We find ourselves in the si tuation w here
suggestions that w e must seek al ternatives to
the pr ivate car  in our  ci ties are seen to be
advocating a reduction in the abi l ity of
ind ividuals to be independently mobi le.
Such suggestions confl ict w i th modern
concepts of individuali ty and are strongly
opposed.  Yet much of this opposi tion may
be based on a misunderstanding of
Ôautomobi l ityÕ and of the supposed
ÔfreedomsÕ provided by the motor  car .

A ut om obi l i t y  for  w hom ?

Automobi l i ty, in i ts cur rent (mis)usage as car
based transpor t, appl ies only to a minor i ty of
the population at any one time.  Even in
w estern societies, almost half the population
does not have independent access to a car .

Using data from Western Austral ia, the
transpor t d isadvantaged are
dispropor tionately the young (100% of those
younger  than 17), the aged (43% of those
over  60 do not have a dr iverÕs licence) and
w omen (25% of w omen over  17, and 60% of
those aged 60 and over , do not have a l icence
to dr ive).

Austral ian ci ties are among the most car-
dependent ci ties in the w or ld .  Yet despi te
the dominance of the car in Austral ian ci ties,
45% of people do not have a driverÕs l icence,
ei ther  because they are too young to dr ive
(26%) or  because of d isabi li ty, the cost of
ow ning a car  or historical ci rcumstances
(par ticularly amongst the elder ly).  There are
also a signi ficant number  w ho have a l icence
to dr ive, but do not have access to a car .

So far , our  most common approach to the
mobi l i ty disadvantages of such groups as
chi ldren, w omen, the elder ly or the d isabled
has been to attempt to provide more car
based mobi l ity for  them, usual ly as
passengers.  Whi le this may seem an
appropr iate choice in some ci rcumstances, in
doing so, w e have, often unknow ingly,
contr ibuted to the lack of true automobi l i ty
(i .e. independent m obi l i ty) for  the rest of the
population. Ironically, one of the most
hazardous tasks for  any pedestr ian
(especial ly chi ldren, the elder ly or  those w i th
d isabi l ities) 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  thei r  chi ldrenÕs lack of
genuine automobi l ity.

A ut om obi l i t y  f or  t hose
too y oung to dr iv e

Chi ldren represent an obvious group that has
not been a major  beneficiary of developments
in mobi l i ty via the car .  A l though they can
travel  as car  passengers, ch i ldren aged from 7
to 12 in many w estern countr ies now  have
much less freedom than in previous
generations to travel  around thei r  ow n
neighbourhood or  ci ty w i thout an adul t
(H i l lman et al ., 1990; Tranter  and Whi telegg,
1994; Tranter , 1994).

The reduction of chi ldrenÕs true
automobi l i ty can be related to the grow th in
the rel iance on the motor  car, ei ther  d irectly
through i ts ef fect on traffic danger , or
ind i rectly through i ts effect on the location of
activi ties, and the reduction in local ,
neighbourhood-based communi ties.
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It could be argued that the loss of this
independent mobi l i ty has been compensated
for  by extra car  trips as passengers.  As car
passengers, chi ldren can travel  to more (and
more d istant) locations than they could
otherw ise.  H ow ever  there are considerable
costs involved in depr iving chi ldren of thei r
freedom, not only for  the chi ldren
themselves, but also for  thei r  parents, the
w ider  env i ronment, and for  the w hole
communi ty (M oore, 1986; Tranter , 1994,
1995; van Vliet, 1983, Kegerreis, 1993).  The
independent mobi l i ty of chi ldren is
something w hich may not be compensated
for  by increased mobi l i ty of ch i ldren in cars

.
The most signi ficant costs of the lost

freedom relate to the chi ldren themselves.
Chi ldrenÕs ow n personal , intel lectual  and
psychological  development may be impai red
w hen thei r  independent mobi l i ty is restricted
(van Vl iet, 1983; Kegerreis, 1993; M oore,
1986, 236, 239).  In order  for  chi ldren to be
able to get to know  thei r  own neighbourhood
and communi ty, they need to have active
exploration. This is not provided when
chi ldren are passengers in cars:  chi ldren
may see more, but they learn less.  W i thout
true automobi l i ty, chi ldren are unl ikely to
exper ience a strong sense of local
communi ty, nor  are they l ikely to feel  as
though they are an impor tant par t of that
communi ty.

The impor tance of independent mobi l i ty
for  chi ldren is expressed v ery pow er fu l ly by
Engw icht (1992, 39):

ÒÉ  freedom to explore the local
neighbourhood É  gives [chi ldren] an
oppor tun i ty to develop a relationship wi th
the placeness of thei r  physical
envi ronment.  Robbing chi ldren of a sense
of place robs them of the very essence of
l i feÓ.

Another  consideration is that i f chi ldren
are constantly dr iven to school  and to other
places, they lose one regular w ay of
maintaining thei r  physical  fi tness.  The effect
of this lack of fi tness on sel f esteem and
obesi ty has been noted by an Austral ian
paediatrician, Dr  Simon Clarke:

ÒÉ  thei r  parents br ing them to see me
because they are overweight and have self
esteem problems.  Of course they are
overweight.  They are al l  fer r ied about  by
car  to organised spor t and organised
musicÓ  (Donaghy, 1994, 15).

Whi le i t is impor tant that chi ldren be able
to get to local  play areas by themselves,
w alking or  cycl ing journeys to school  and to
other  destinations also provide genuine play
activi ties in themselves (de M onchaux, 1981,
97 -99).  Research in the Uni ted Kingdom
(Keynes, 1995, 2) found that the major i ty of
pr imary school  chi ldren w ould rather  w alk
or  cycle to school  than be taken by car .

N ot only is the automobi l i ty of ch i ldren
decreased by excessive rel iance on the motor
car , but the automobi l i ty of thei r  parents is
also decreased w hen parents are forced to
spend more time acting as conscr ipt
chauffeurs, and hence have less time
available for  w alking or  cycl ing.  Chi ldren in
car  dominated envi ronments are much more
l ikely to be dr iven to school , to spor t, to
enter tainment, and even to thei r  ow n fr iends
homes.  Those w ho are most l ikely to be the
chauffeurs are the mothers of these chi ldren.

W omen and aut om obi l i t y

There are some impor tant gender
impl ications of the increased dominance of
the motor  car .  A l though some w omen may
appear  to have been advantaged through
increasing car  ownership, in general , women
have benefi ted much less than men.  Women
general ly have less access to pr ivate motor
vehicles (Pickup, 1988).  How ever , many
w omen feel  forced into purchasing a motor
vehicle because of f ears for  thei r  personal
safety as pedestr ians, as cyclists or  on publ ic
transpor t (H amil ton and Gregory, 1989;
Weker le, 1984).  Thus w omen may feel
depr ived of the freedom not to ow n a car .

Despi te recent changes in the rates of
w omen in the w orkforce, research in
Austral ia, Bri tain and the USA demonstrates
that Òoutside the home, w omen are sti l l
pr imar ily responsible for  domestic related
travel  purposes; for  example, shopping and
school  escor t journeysÓ (Pickup, 1988, 104).
As Tivers (1988, 93) argues, Òthis is clear ly
the resul t of gender  role d i fferentiation of
activi tiesÓ.  WomenÕs tradi tional chi ld  care
role now  includes the responsibi l i ty to keep
chi ldren safe w hen moving from one pr ivate
space to another , safe from traffic dangers for
example.  Thus w omen not only have less
access to cars, but they are more l ikely to
have to use them for  purposes that are
nothing to do w i th autonomy or  sel f-
d i rectedness, but more to do w i th perceived
constraints or  obl igations.
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A ut om obi l i t y  f or  m ot or ist s?  M obi l i t y ,
f reedom and unf reedom

The emphasis on pr ivate motor ised mobi li ty
systematical ly d iscr iminates against
substantial  sections of the communi ty in
terms of access to the facil i ties, services and
oppor tuni ties most of us take for  granted.
Yet even those w ho sti l l  have car  based
transpor t are being deceived by the apparent
advantages of the motor  car .

Residents of modern ci ties have
col lectively constructed a myth concerning
the freedom provided by the car .  As argued
above, the mobi l i ty provided by the car  is
contingent on the suppor t provided by a
plethora of goods and service providers.  The
myth that the car  provides us w i th freedom is
also based on the f alse premise that mobi l i ty
faci l itates freedom.  This idea is related to
the mechanistic model  of the w or ld which
sti l l pervades Western society (Capra, 1982).
In this w orld  view , objects (includ ing people
and machines) are not seen as productive
unless they are doing things, or  moving.
Unfor tunately, so much emphasis is placed
on moving that w e have forgotten w hat
movement can destroy. As Engw icht (1992,
18) explains Òfor  many people, movement
can be an expression of tyranny, a loss of
freedomÓ.  For  example, people may be
forced to dr ive chi ldren to organised spor t
simply because they  feel  i t is too dangerous
to let them play local ly.  Engw icht suggests
that Òtrue freedom l ies in having access to
the interaction (exchange) that w e need for
personal  and communi ty w el l -beingÓ.

M otor ists themselves often do not have
the freedom N OT to own a car.  As Catton
(1993) argues, Òfreedom involves the abi li ty
to act in w ays that are consonant w i th oneÕs
valuesÓ.  Grow ing numbers of people now
value:

¥ a safe and l ivable urban env i ronment,
protected from dangers such as traffic,
pol lution and other  dangers such as the
r isk of assaul t;

¥  strong neighbourhood based communi ties,
w hich al low people to feel  as though they
are an impor tant par t of a meaningful
communi ty;

¥  equi ty; and

¥ physical , psychological  and spi r itual  w el l -
being.

When people use thei r  cars, col lectively they
are behaving in w ays w hich are not

consistent w i th th is set of values.  If people
feel  forced into car  ow nership, then this
means that they have rel inquished the
freedom to behave accord ing to thei r  values.

But even i f w e accept the premise that
speed of movement can be equated w i th
freedom, the motor  car  has let us dow n.
Dur ing peak hour  traffic, average speeds in
Austral ian ci ties are often less than the speed
of a bicycle.  A lso, w hen the time dev oted to
earning the money  for  the purchase,
maintenance, insurance and so on of cars is
taken into account (as w el l  as the external
costs of cars), the social  speed of dr iving is
less than that of a cycl ist.  ÒIn the final
analysis, the car  w astes more time than i t
saves and creates more d istance than i t
overcomesÓ (Gorz, 1973).

Despi te the current emphasis on speed
and convenience, the value of w ander ing
around is stil l  recognised in our  society,
sometimes in seemingly unl ikely contexts.
For  example, ev en w i thin the U.S. A i r  Force
i t is realised that the best leaders adopt the
ÒLBWAÓ strategy:  ÒLead by Wander ing
(Walking) AroundÓ (Lester , 1995).  This
al low s leaders to stay in touch w i th people
and w i th thei r  w orking envi ronment.

In the same w ay, urban residents need
time to w ander  around thei r  neighbourhood
to give themselves a sense of place and a
sense of communi ty.  When people w alk (or
cycle) this is not merely transpor t as Òa
means of getting to a place, i t can be an
exper ience of place in i tsel fÓ (Engwicht,
1992, 39; see also Ohlenschlager , 1990, 28).

D angers of  a h igh-t ech v ision f or
aut om obi l i t y

As motor ists travel l ing at speed, our  vision is
restr icted to a narrow band, approximately
the w idth of the road.  Simi larly, transpor t
planners can easi ly be narrowly focussed on
technological solutions to the problems of
the motor  car .  A current example of t his is
the technological  view  of automobi l i ty as
Òcars that dr ive them selvesÓ.  This new
development in transpor t pol icy may make i t
even harder  to reclaim automobi l ity from the
car .  Zygmont (1993) suggests that in Òtraffic-
choked regions l ike the LA basin, automatic
dr iving w i l l  fi rst appear  around 2010Ó.  This
w ould be facil i tated by Intel l igent Vehicle
H ighw ay Systems, w hich may eventual ly
faci l itate cars dr iving in ÒplatoonsÓ at speed
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on freew ays, steer ing themselves by
fol lowing a guidance system transmi tted
from sensors in the cars.  Such a system is
claimed to increase f reew ay capaci ty by up to
300%.  This approach supposedly solves the
problems of cars by making cars better !

One of the many problems w hich such a
technological approach is that even i f i t
w orks on the f reew ays, i t w i l l simply mean
that there w i l l  be more cars coming off the
freew ays into urban areas at ei ther  end,
w here the cars wi l l  d isrupt communi ties, ki l l
people and make streets even more
unl ivable.  It w i l l  also fur ther  encourage the
trend tow ards the d ispersal  of land uses,
because w hen people save time on transpor t
they use i t to buy more d istance.
Consequently, l i fe w i l l  be even harder  for
pedestr ians and cycl ists.

By adopting a more logical defini tion of
automobi l i ty, w e can envision d ifferent
d i rections for  our  ci ties and thei r  transpor t.
In a ci ty in w hich people are genuinely
automobi le:

¥  w alking and cycl ing are the pr imary
modes of transpor t;  motor ised transpor t
(publ ic and pr ivate) is used only w here
non-motor ised transpor t is unsui table.

¥ streets are places for  people, rather  than
simply movement corr idors for  motor  cars
(Tranter  and Doyle, 1996).  Adul ts as w el l
as chi ldren use the streets as places to
socialise, places to Ôw anderÕ.

¥ most of the present road space and car
parking space is used pr imar ily for  non-
motor ing uses includ ing recreation, w ork
activi ties and food production.

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

¥ publ ic transpor t operates in w ays w hich
promote ease of independent use by al l
people, w i thout i tsel f creating barr iers for
those w ho w ish to w ander .

Such a ci ty is one w here people of al l  ages,
abi l ities and incomes are freer  to  Ôw anderÕ,
to explore, t o interact, to p lay and to

socialise.  Such a ci ty is ul timately more
equi table, because the abi l i ty to access
oppor tuni ties becomes less dependent upon
being able to command the substantial
resources necessary for  pr ivate motor ised
travel .

Concl u si on

People may w el l  have an innate Ôw ish to
w anderÕ.  When w e rush from one activi ty to
another , w hen w e treat ourselves as
machines, trying to be as productive as
possible, w e are depr iving ourselves of
impor tant exper iences.  We lose our  sense of
place and history.  We lose the oppor tun i ty
for  the sense of belonging that comes from
keeping in touch w i th our  communi ties.

Activists for more l ivable ci ties are
constantly searching for  new  w ays to reduce
the dominance of  the motor  car .  A l ready
there are numerous in-action models
throughout the w or ld  show ing how  w e might
be able to move tow ards this goal (traffic
calming, reclaiming streets for  people,
charging the fu l l  costs of cars, etc.) (H ass-
Klau, 1990; H ass-Klau, 1992;  Haw ley, 1993;
and CART, 1989).  The d i fficul ty ar ises in
being able to engender  w idespread
enthusiasm for  the necessary changes.  An
atti tud inal  change in society is needed;
dominant social values need to be
chal lenged.

This paper  has identi fied one impor tant
w ay to help produce such an atti tud inal
change:  raising an aw areness of the misuse
of language.  The w idespread misuse of
Òautomobi l ityÓ is not just bad language, i ts
constant use helps to repress the chal lenge of
the myth of cars as freedom machines.  If
enough people can understand the basis of
this myth, i f w e can understand the l ink
betw een cars and ÒunfreedomÓ, i f w e can see
the v alue in Òw ander ingÓ, then perhaps w e
real ly can reclaim automobi l i ty from the
motor  car .
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A bst r act

This paper  is based on the thoughts, w ork &
discussions of the German netw ork Frauen in
Bewegung (Women in M otion).  There is a
gender  imbalance in transpor t planning.
M ore w omen must be inv olved in p lanning,
and the needs of w omen must be addressed,
i f w e are to achiev e a sustainable society.1

I . M ajor  current  dev elopm ent s

I.1 The interdependence of w omenÕs
endeavours and ecological  effor ts are more a
strategic question.

We w ant to emphasise that now  is the
time to draw  together  the w omenÕs
movement and the ecological movement,
because the demands of both for  structural
and fundamental  change to science, planning
and pol i tics are very simi lar , there is an
increasing danger  that both movements w i l l
be played off against each other  by
establ ished lobbyists, there is a reaction
against both movement s, and there are many
oppor tuni ties to learn from each other  and to
correct and develop visions, or ientations and
practical steps tow ard solutions.

I.2 The d iscussion among w omen
interested in transpor t issues w as started by
an analysis of the effects of traffic and
transpor t on women (Spi tzner , 1993).  They
recognised that the or ientation tow ards the
automobi le in research, planning and pol icy
resul ted in discr imination of space and time
against w omen, stabi l ised the structure of
domination and violence, w orsened the
psychological  d iscr imination of w omen and
w as counterproductive to the very impor tant
aims of equal  oppor tuni ties pol icies such as
better  condi tions for  combining w ork and
fami ly, assur ing an ind ividual  (mater ial)
existence, etc.

Tradi tional  transpor t planning and pol icy
- a very ÒtoughÓ economic sphere - continues
to ignore the tasks involved in w omenÕs
everyday w ork.  H owever , ini tiatives by
w omen are increasingly par t of theoretical
and practical d iscussions, exper ience is
gained in case stud ies and a number  of
feminist exper ts are involved in transpor t
research and the planning of w ork processes
(Spi tzner /  Zauke 1994).  Today w e are at the
point of elaborating integrated methods in
transpor tation research, cr i ter ia of planning,
and expressing concrete posi tions on actual
pol i tical decisions (e.g.  the pr ivatisation of
the national  railw ays).  In discussions about
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I n t r oduct i on

Frauen in Bewegung (Women in M otion) is a
nationw ide netw ork of w omen exper ts draw n
from science, p lanning and pol i tics which
w orks tow ards an ecological , social and
feminist change in mobi l ity and atti tudes
tow ards mobi li ty as a subgroup w i thin the
German Green Par tyÕs w orking group on
transpor t.  These are the resul ts of the
thoughts, d iscussions and w ork of Frauen in
Bewegung.

I. An outl ine of the main current
developments:
¥ The role and interdependence of women

and ecology;
¥ An overview  of the d iscussions betw een

those engaged in the themes of mobi l i ty
and transpor t;

¥ A feminist evaluation of transpor t
expendi ture;

¥ A feminist evaluation of five key traffic
generating pr incip les;

¥ The d iscussions on transpor t research,
pol i tics and planning; and

¥ Ensuing ecological  questions (mostly in
connection w ith the resul ts of the survey
by the Enquete Kommission of the
Bundestag on the Protection of t he Ear th).

II. WomenÕs view s w i l l  be given on three
strategies that cr i tical  transpor t research is
going to focus on.  These strategies have been
recognised in establ ished d iscussion for  the
last three years.

III. Final ly, w e w i l l cover  some areas of
interest to w omen w here practical, solutions-
based research is necessary and w here
w omen are involved al ready.
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al l these questions i t became clear : ecological
and sustainabil i ty objectives and intentions
of equal  oppor tun i ty are very close related.

Women are not only the victims of anti -
ecological  traffic planning, but also the
ecological  avant garde.  A ccord ingly, w e
need to or ientate the practice of transpor t
planning and pol icy tow ards women.  M en
are the problem and the object of the
practical cr i tics.

I.3 The fol low ing is an example of the
problems of male-dominated, selective
research categor ies.

One of  the dai ly problems of the effects of
transpor t on the envi ronment is i l lustrated by
the research category Òshopping trafficÓ.
Transpor t research expendi ture by the
Federal  Republ ic is largely limi ted to the
Stelzenbahn (Transrapid) project w hich
provides our  M inister  w i th a very nice
i l lusion of a Wirschaftsstandor t (research
standard).  The objective of this project is to

encourage people to travel  betw een Frankfur t
and H amburg (a d istance of 370 ki lometres)
to shop.  There is w idespread resistance in
Germany against the spending of bi l l ions of
M arks and the passing of several  laws for  this
project, because the usefu lness is d ifficul t to
determine, the economic value is uncer tain,
other  projects need the money, and the
venture is inconsistent in relation to
sustainabi l ity targets.

I.4 Five traffic producing pr inciples of the
establ ished transpor t science, planning and
pol icy are the targets of feminist cr iticism:

(i ) The connections betw een economic
grow th and transpor t growth, the pr imacy of
the market economy, and the pol i tical
real isation of the external  costs of the effects
of transpor t and traffic (monetary and non-
monetary, w ork intensive and time
consuming) are absorbed by society as a
w hole;2

(i i ) The pr imacy of job/ w orking/ labour
analogue, of a market economy in relation to
the defici ts of change in the gender  d ivision
of w ork and in relation to the spatial  d ivision
of w ork;

(i i i )The androcentr ic paradigm of
transpor t science and the resul ting
i r rationalism concerning the recogni tion of
an analysis of real i ty of impor tance to
mobi l i ty, concerning the aw areness of the
signi ficance of the d i fferent types of
problems, the ecological  potentials of
solutions, and the evaluation and
development of measures and instruments.

Implementing cer tain economies of scale
to achieve greater  efficiency of f actors of
production has effects w hich generate traffic.
Ir rational  (and inefficient) fixation of
insti tutional , mater ial  and personnel
capaci ties on technological  efficiencies
instead of d iscussing interd iscipl inary
approaches to problems involving mobi l ity
and coping w i th ev eryday l i fe has ser ious
effects.  I n practice, they  lead to
misjudgements w i th ser ious consequences
regarding the problem solving potentials
inherent in:

¥ technical  solu tions;
¥ large scale solutions and large projects;
¥ the signi ficance of long-d istance traffic;
¥ higher  speeds.

Table  1  : Di fferences in Access and background - a comparison

Traffic Policy Operatives
Traffic Planners and policy-makers ÒTransportation UsersÓ
Design of mobility parameters Mobility needs

Men Women, girls and boys, senior citizens
Ôin the prime of life: 30 to 60 years of age,
largely relieved of work in and for the home,
ÔhealthyÕ, not of foreign cultural background
Engineers

Activities

Employed Those involved in so called ÔreproductiveÕ
efforts to keep the breadwinner fit for work;
working in the informal sector, part-time and
full-time employment; Ôflexible working hoursÕ

Orientation of acting and thinking

Questions applicable to individual, Questions relating to everyday life, communi-
discrete assignments and projects cations, interpersonal relationships, the

organisation of (daily) life
Orientation towards feasibility, Orientation towards the limits of what
technical options can be coped with

Efficiency categories for the various rational isations
... of feasibility  ... of utility

Speed Slowness, non-accelerability
Longer distances Reference to room and nearby sites
(home, neighbourhood, district)
Large projects Incremental improvements
Specialisation of functions General utilisation; multiple utility (of space)
Standardisation of ÔsolutionsÕ
Technical optimisation by increasing Minimum (tranportation) cost and effort
technical effort
The automobile as an Ôabsolute necessityÕFreedom of choice of tranportation means
Being Ôon the roadÕ Accessibility, freedom of movement

Structural  traffic generation Structural  traffic avoidance
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These biases, which tend to create more
problems instead of solving them and w hich
correspond to business interests, have for
years now generated additional  traffic.3

(iv) The isolation of pol i tics favour ing
equal  oppor tuni ties f or  w omen and men, the
delegation of pol icies encouraging equal
oppor tuni ties to w omen and the lack of
integration and implementation of pol icies,
practices and resources w hich encourage
equal  oppor tuni ties at an official  level .

(v) The over-simpl i fied meaning of
ecology and sustainabil i ty - the isolation of
natural  resources from human resources is a
reflection of gender  h ierarchy and pow er
relationships in general , w hich runs parallel
to the insti tutional ising of envi ronmental
tasks.

I.5 Discussions on cl imate and related
ecological  matters has resul ted in a
fundamental  re-evaluation of transpor t
research.

The Enquete Kommission Vorsorge zum
Schutz der  Erdatmosphere (Protection of the
Earth) of the Bundestag has explained the
resul ts from decades of scienti fic research to
pol i ticians and planners.  It recommends
four  key strategies in the fol low ing order :

(i ) traffic avoidance;4

(i i ) substi tuting unsustainable modes of
transpor t by more sustainable ones (which
means, f or  example, offer ing the choice of
going by bus instead of going by car).

(i i i ) technical  treatments,
(iv) change of values and behaviour .

Traffic and transpor tation are not ends in
themselves.  Traffic is generated by the w ay
in w hich society ar ranges i ts activi ties, in
terms of both time and space.  If today we are
confronted w i th an excess of traffic, does
traffic reduction mean giving up cer tain
activi ties and forsaking a degree of mobi l i ty?

This idea arises from the concept of the
Òauto-mobi leÓ society.  Vehicular  traffic is
nei ther  the equivalent of nor  identical to
mobi l i ty.  Qui te the contrary: many people
find that thei r  personal  mobi li ty is, in fact,
restr icted by vehicu lar traffic Ð not at al l by
the m obi l i ty of pedestr ians, not v ery much by
cycl ists Ð but qui te ser iously by motor ists
and the effects of traffic planning and
pol icies fixated on the automobi le.  In  many
cases reducing vehicular  traffic enhances
mobi l i ty.

It is not just fr inge groups w ho are
affected.  It is often taken for  granted that the
use of an automobi le is universal .  That this
by no means is the case can be establ ished
quickly by examining statistics on dr iving
l icences, the availabil i ty of a vehicle and i ts
use by w omen.

A compar ison of population groups from a
var iety of types of settlem ents also
demonstrates that the automobi le mania
apparent in traffic pol icy and planning runs
w el l  ahead of actual  uti l i sation rates.
ÒLiberation from the automobi leÓ for  those
w ho do not have a car  is l imi ted, how ever , to
thei r  ind ividual  w ay of travel l ing - they are
by no means l iberated from the effects of
cars.

H ow ever , the mobi l i ty of motor ists
themselves is hampered not on ly by traffic
jams.  The amount of time, effor t and money
devoted to traffic is grow ing; traffic service
and per formance lev els are increasing.  What
happens, for  instance, w hen more and more
w omen acqui re dr iving licences and gain
access to an automobi le?  A common
exper ience among w omen is relegation to
ÒchauffeuretteÓ for  immediate family
members, relatives or  neighbours - unpaid
and at the expense of her  ow n free time.
This has even become insti tutional ised in so-
cal led communi ty bus services manned (but
usual ly ÒwomannedÓ) by volunteer  dr ivers.
Longer  travel  d istances, based on the
automobi le, w i ll  have to be compressed once
again; roadway planning giving pr ior i ty to
automobi les along the paths chi ldren take to
school  make i t necessary to provide

Table    : M obil i ty figures: comparison between men and women

(A) Automobile ownership: Passenger car ownership per 100 persons in 1986 by age groups
Age Cars / 100 men Cars / 100 women
18 - 24 42 16
25 - 34 86 36
35 - 44 96 34
45 - 54 107 27
over 55 70 9

Source: Flade, 1989

(B) Access to a passenger car (Town of Leverkusen) in 1989
Men Women
72 % 37 %

Source: Flade, 1989

(C) Percentage holding full driving licence
Men Women

81.7 % 51.5 %

(D) The younger women have almost Ôcaught up withÕ the men: % holding a driving
licence, age 18 to 40 years

Men Women
90 % 80 %

Sources: Deutsche Shel l AG, 1987 /  Flade, 1989 /  BMW 1991

Gabi Zauke & Meike Spitzner: Freedom
of movement for women: Feminist
approaches to traffic reduction and a
more ecological transport science

World Transport Policy & Pract ice
3/ 2 [1997] 17 - 23



[ 20]

accompanying traffic, in w hich a supervisory
person, usual ly a w oman, w i ll  also go along
to ensure safety.  This is (auto)mobi l i ty
imposed from above - and i t can be avoided.
Determining w hich factors and structures
generate traffic requi res detai led analysis.

Structural  avoidance of traffic aims at
preserving and increasing the mobi l i ty of
both w omen and men in a manner  w hich is
envi ronmental ly and social ly equi table, is in
the interest of provid ing choices in l ifestyle
pattern and ind ividual  d istinctiveness that
pr incipal ly affect thei r  day to day activi ties,
and is achievable w ithin an envi ronment and
parameters which are sustainable.  Mobi l ity
increases as the effor t and cost requi red for
transpor tation, i ts organisational
preparations, etc., decl ine.  The effor t
requi red for  travel  is impacted by the
distances to be covered, time factors and
technical  investment (i .e.  vehicles).
El iminating si tuations w hich impose travel  is
the fi rst step tow ard structural  reduction of
traffic volumes; the perspectives include
modi fying time and space structures, al ter ing
the ci rcumstances w hich make travel
necessary, and changing ingrained habi ts.
The relevant magni tude to be considered is
the reduction of distances travel led and the
number  of passenger  ki lometres and ton
ki lometres to be covered in motor ised
vehicles.

I I . W omenÕs v iew  on st rat eg ies f or
t ranspor t  aim ed at  CO

2
 reduct ion and

m obi l i t y  research.

From the feminist point the strategies
make sense but a very d i fferent sense than
the mainstream of transpor t science unti l
now :

1. The strategy of traffic avoidance
means avoidance of factors forcing
transpor tation.

2. The strategy of substi tution optimises
mobi l i ty condi tions because of the current
substi tution in the other  d i rection
(motor isation of w omen).

3. Technical  strategies are not so
impor tant.  M ore impor tant are strategies co-
ord inating smal l  scale technical
improvements.

4. A change in values and behaviour
concerns not only peopleÕs pr ivate
behaviour , but also the values and behaviour
of professionals.  Simul taneously, i t
optimises the condi tions of implementation,
augments the structures of decision making
and fi ll s the gap of w omen/ men pow er .

I I I . A reas of  I m plement at ion

Given the real isation of ecological  and
envi ronmental  change among developed
countr ies, feminist demands regarding the
implementation of sustainabi l ity may be
descr ibed in the fol lowing ways:

1. To achieve traffic avoidance i t is very
impor tant to ensure a reor ientation of
planners, pol i ticians and researchers tow ards
autonomy of mobi l i ty (not auto-mobi l i ty) for
al l - especial ly for  the benefi t of chi ldren and
w omen.  There are four  key requi rements:
¥ reduce speed;
¥ prov ide pr ivi leges for  car - free peopleÕs

mobi l i ty;
¥ reduce pr ivi leges for  automotive mobi l ity

by internal ising the social and envi ronmental
costs (especial ly in the freight sector ); and

¥ reintegrate w ork in the house and on the job.

2. The implementation of strategies to
substi tute unsustainable modes of transpor t
w i th sustainable modes is topical .  The
pr ivatisation of the rai lw ays w hich is
encouraged by the European Union is one of
the most impor tant decisions for  the fu ture of
sustainable mobi li ty pol icies and offers a
possibi l i ty of a turning point.  Pr ivatisation
involves regional isation of local  and
provincial  transpor tation.  Regional isation
means new  planning procedures and
reorganisation of publ ic transpor t provision.
As this br ings new  planning procedures,
w omen are asking for  a systematic analysis of
the m obi l i ty problems of w omen in everyday
l i fe.  The new  organisation of publ ic
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Figure 1: Chi ldren going to school  unaccompanied - 1971 & 1990

Source: Hillman, Adams, and Whitelegg (1990) ÒOne False Move É  A Study of Chi ldren's independent mobili ty.Ó
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transpor t (for  the near  future) has potential
for  a fresh star t.  Women request a
professional  who w orks expl ici tly for  equal
oppor tuni ties in publ ic transpor t planning.

3. To achieve a change in the values and
behaviour  of professionals there is a need to
reorganise the establ ished insti tutions and
organisations.  There is a recognisable
demand for  a change to d i fferent forms of
pol i tical and planning organisation.
H ow ever , w e need to overcome the
entrenched, conservative v iew s w hich
continue to dominate.  These can be
overcome by introducing new  procedures.
For  example, a condi tion of getting a job as a
planner  should be that candidates must have
had practical  exper ience of people-centred
w ork.5

These are the areas of implementation and

practice.  I n addi tion, there are many related
questions and areas to research.  There are
the questions of  consumption - the car  is a
product w hich is connected w i th the
ideology of freedom.  There is the question of
the fu ture of w ork and labour  and the
integration of d i fferent kinds of w ork (jobs
and household and sel f determined w ork).6

There is the question of our  common fu ture
and the need to re-establ ish local
d istinctiveness as a means of reducing
transpor t intensi ty.  There is the issue of sel f-
sufficiency. There is the my th of being a man
and the quest for  freedom.  Perhaps w e need
a manÕs pol icy.

Women and the envi ronment need an
emancipated sustainable change of transpor t
and mobi l i ty, and everyone ev eryw here in
the w or ld needs ecological, social  and equal
oppor tuni ty-or iented freedom of movement.

Ñ  without car in the household

Ñ  car ownership

Source: KONTIV 1989, (unpublished) Meike Spitzner

Figure 2: ÔWomen move more ecologicallyÕ - Avai labil i ty of a car to women and men in di fferent situations of l ife
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1) This paper w as presented at the European Con-
gress ÒEmancipat ion as rel ated to physical plan-
ning, housing and m obili ty  in EuropeÓ Septem-
ber 11-14, 1994, Driebergen, The N etherlands.

2) The meaning of social  subsequent costs is, not the
consequences for the interrel at ionships among
people or among groups w ithin the populat ion,
but rather those subsequent costs w hich are so-
ciali sed, absorbed by society  as a w hole, both
private households and public budgets.  These
are costs w hich are not charged to the init iators.
These are - simply  for methodical r easons - prima-
ril y  environmental costs w hich can be expressed
in monetary  terms.  The social, mal e-dominance,
democrat i c, communi cat i ve and soci o-psycho-
logical aspects, w hich are r elevant to maintaining
social values and transi t ion have not found any
access to this di scussion, si nce by  nature they  are
determ i ned nei ther economi cal ly  nor di rect l y
w ithin their contexts.

3) Roadw ay  construct ion, high-speed railw ays, the
expansion of regional air ports, engineering vehi-
cl es for the Òthree-car fami l yÓ i n the form of
electric cars, etc., alw ays implies not only  shif t -
i ng traf f ic volumes to ecol ogi cal l y l ess sound
transport  medi a, but alw ays and at the same t i me
the generat ion of new  traf f ic and new  grow ths i n
traf f i c w hi ch w i ll  have to be deal t  w i th - of
approxi mately  50,000 trips on the French TGV
Sud high-speed train in the f irst  year some 35,000
w ere trips w hich w ould not have been taken; an
elevated Transrapid maglev  route, for w hich plans
w ere resurrected once again, this t ime for con-
struct ion in eastern Germany , if  set up as a con-
nection betw een airports is seen as the driv ing
factor for a considerable grow th in air t r af f ic;
according to current est imates by  the Parliament
of N orth-Rhine Westphal ia, a Transrapi d l i nk

between Bonn and Berlin w ould generate 3.1 x
109 passenger k ilom etres in new  travel, etc.  The
recognit ion that t raf f ic creates traf fic is decades
old but has not become a guide for act ion even
dow n to this day .

4)   Traff ic Avoi dance Work ing Group of the Frac-
t ion of the Social Democrat ic 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
N at ional Traff ic Work ing Group: ÒLear ning to
w alk  again, reducing traf f ic - creat ing nearness -
gaining t imeÓ.

5) Cf.  Grote et al.  (1991) ÒApproaches to strategies
i mpl ementi ng the part i ci pat ion of w omen ex-
perts, for ms of par t icipat ion of w omen civ il ians
and the si gni f icance of w omenÕs commi ssi ons
and netw orks, and changes to admi nistrat ive struc-
turesÓ, in: Spitzner, M ., Bei ke, U.  et .al. (1994)
Optimat ing the Opportunit ies of M obility and the
Part icipat ion of Women.  A study  about possi ble
legisl at ive and planning intervent ion by  the State
of Rhineland-Pfalz in the interests of  and promot-
i ng par t i ci pat i on by  w om en, to i m pr ove
infrastructural developments for w omen in rural
areas.  Project report  commi ssi oned by  the M inis-
try  for Equal Opportunit ies for Wom en and M en
i n Rhi nel and-Pfal z ,  W upper tal  Inst i tute,
Wuppertal .

6) In the next f ive years the Wuppertal Inst itute and
the Inst itute for Ecological Research on Econom-
ics (I…W) Berlin/ Wuppertal is going to do a study
about ÒChanged labour, w ork  and w orld of  l ife
and mobilityÓ w ithin a research project ÒSustain-
able M obility  in City  Regions - M odels, Criteria,
Strategies of Implementat ionÓ, comm issioned by
the M inistry  of  Research and Technologies of the
Federal Republic of  Germany .
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