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Overview and context

The original title of this research dwork package 12 of the SOLUTIONS programme was
Neighbourhood accessibility and social inclusion. Its aim was to answer three questions
about which current knowledge was minimal (Handy 2005, Barton and Hills 2005):

e To what extent do outer city residents use local shops and services?
e To what extent do people travel to these destinations on foot or by bike?

e What, if any, is the influence o f spatial planning and layout on these behaviours?

The study involved a household survey in 12 suburban and exurban localities in four
different city regions: Cambridge, Newcastle, London and Bristol. Eight of the survey areas
coincided with local study ar eas for the main SOLUTIONS project. The survey areas are
widely varied in social composition and spatial character, so that together they give a
reasonably balanced picture of suburban England. The results reveal some similarities of
behaviour between survey areas but also a surprising degree of variation dleading to the

conclusion that it is essential to treat each place on its own merits

The research was designed so asto contribute useful information to the broader
SOLUTION$rogramme - the survey areas were chosen with this in mind, negotiated with
local aut hority and academic partners. The research was also designed to throw light on
the important general issues of social inclusion, healthy lifestyles and greenhouse

emissions.

Social inclusion is relevant in terms of levels of accessibility and supportive social

networks. Less mobile groups may be effectively disenfranchised by poor access to local
facilities. The absence of local facilities within walking distance may  in turn affect the
strength of local community ties and consequent mental well -being. This question is also
being explored by PhD research funded by EPSRC and linked to SOLUTIONS (Calve Blanco
2010).

A healthy lifestyle dpar ti cul arly &éactive traveld (i.e. wal
destination) - is recognised as critical to the issue of obesity and its associated health

problems (Butland 2007). The research reported here throws light on the degree to which

the presence of local facilities affects the level of active travel, and w  hether spatial

planning has a role in combating obesity.

Turning to climate change, transport is major contributor to carbon dioxide emissions, and
its share of total UK emissions has been steadily rising, now standing at 28% (DEFRA 2008).

This research captures nearly half (46%) of total trips - though a much smaller proportion



of total travel distance -and therefore provides evidence of the degree to which
neighbourhood accessibility is a factor in carbon emissions. It also provides the basis for
reviewi ng assumptions about modal split for local trips within large transport/land use

models which predict overall emission levels.

The theoretical framework for the research is provided by two areas of literature. The

first, from the transport field, is concerned with travel behaviour and the significa nce of
urban form. The second, from public health, is concerned with the factors that influence
levels of physical activity. See Barton and Hills 2005 on the SOLUTIONS website for a

review of this literature.

The potential practical value of this research is already (2009) evident. The patterns of
behaviour surveyed here systematically for the first time in the UK, provide valuable data
for policy makers. They assist planners to devise realistic accessibility crite ria. Plans often
include such criteria in order to guide new development into locations that encourage

active travel to local facilities by the majority of the population. Evidence from this study

is to be incorporated into the second edition of a widel y used practice guide, which will be
available early in 2010 (Barton et al 2010).

The aims and issues outlined above are revisited at the end of the paper, in the

conclusions.



Introduction

It is a while since neighbourhoods were declared dead (Webber 1964, Dennis 1968)or

6 p htasmagoricd Giddens 1990) Recent concerns about the impact that the apparent

decline of neighbourhoods has had on public health, social exclusion and the environment,

have raised the cause of neighbourhoods in the policy debate once more. A clearer

understanding of how different people behave within their neighbourhoods, in terms of

the decisions they make, the distances they travel, the facilities they use and their

attitudes about their environment can help inform the de bate. Key to any such

di scussion, though, i s neighbdunhcoddt. i Bmaa It oche fainrdi tHiid l so
suggestion that a neighbourhood is a local service catchment area, where facilities are

accessible by non-motorized means and where users cansatisfy some of their needs is

simple and effective, and will be used in this discussion.

This paper will consider the factors that influence modal choices. They could be
demographic, that there is something about who you are dthat influences your decisi ons,
or they could be environmental dthat the nature of the place in which modal choices are
made influences your decisions, finally, your attitudes about your neighbourhood, the
environment and travel may influence your choices. It is certain, thatinre  ality there is a
complex interaction between all these factors. The discussion will focus on the levels of
active travel that seem to be related a set of variables based on the three factors
presented above. Table 1 summarizesthe variables that will be ex amined as components

of each of the factors. The report will be structured according to these factors.

Table 1: Summary of factors, components and measures

Factor Component Measyre |

Demographic Age Cross tabulation of self -reported
Gender demographic classification by modal
Income choice per trip undertaken
Car ownership
Environmental Locational Levels of active travel based on location
Neighbourhood type Levels of active travel based on
neighbourhood type
Trip purpose Levels of active travel based on tr ip
purpose
Attitudinal Reasons for walking and Reported levels of agreement and
cycling disagreement with a selection of
Deterrents to walking and = statements
cycling

Importance of walkability



The investigation was driven by a lack of empirical evidence relating to how much and
how far people walk and cycle to local facilities. It assumes access to facilities to be a
basic need, and examines the effect of the car -based neighbourhood legacy has on

determining levels of active travel.

There is consensus inthe literature that environments influence levels of physical activity
(Handy et al 2005, Anand 2006, Lee and Moudon 2008, Brownet al 2008), although the
level of influence is still contested. The need to create environments that foster physical
activit y is not contested dparticularly in the light of the obesity epidemic that exists in

much of the developed world. Rodriguez et al (2006) suggest that over and above the
health benefits of active travel, making such trips could have a further positive impa  ct of
social cohesion and community support. They emphasise the importance of utilitarian trips
dto local shops and services 6 of being particularly significant in this regard.  This finding is
supported by Brown et al (2008), who found that intra -neighbourhood utilitarian physical
activity trips were associated with lower body mass index.

Lee and Moudon (2008) investigated the relationship between neigh bourhood design and

physical activity. Their study included consideration of demographic variables, attit  udinal
variables, and, what they describe as Odbjective
series of spatial descriptors of the environment derived using GIS. They found that the

most important determinants of physical activity ina  neighbourhood (defined by them as a

1km buffer from the respondents homes) were the presence, in the neighbourhood, of

local convenience stores and post offices, proximity to a local cluster of facilities (food

stores, restaurants and retail outlets), and the absence of sup erstores, what they describe

as a O6big box retail stored.

Lake and Townshend(2006) suggest that the factors that correlate with the propensity to
undertake physical activity are high residential densities, a land -use mix dincluding local
shops, servicesand schools, presence of pavements and footpaths, attractive environment
and perceptions of safety. They note that modern suburban neigh bourhoods do not contain
many of these factors.

This report does not present a full set of results from the survey under taken. A selection
of relevant data is presented in the various sections, at different levels of aggregation,
which will be explained in each section. The results are presented as a description of
reported behavior dat this point, the analysis has not inc luded any multivariate analyses.
However, a number of valid inferences can, and will, be made from the data as presented.

These will be considered in the light of the literature presented above.



The case study areas

Twelve case study areas were selected based on the following three criteria:

¢ Arange of social structures and conditions
e Variety of neigh bourhood form and location

e Expressed preferences of SOLUTION®cal authority partners

Table 2 shows the characteristics of the twelve case study areas accordi ng to home and
car ownership, as well as the deprivation rank based of the 2004 Index of Multiple
Deprivation data. It can be seen that there is a wide variety o f neighbourhoods
represented. Home ownership levels vary from 57% to 96%; car ownership also from 57% to
96%:; levels of deprivation from across the spectrum. While some neighbourhoods are
characterized by relative poverty or wealth (compare Barking and Bradley Stoke) others
have considerable social diversity.

Table 2: Case study area characteristi cs

No car

ownership (%) | households

Bradley Stoke Bristol 82 4 30,457 to 31,951
Filton Avenue Bristol 59 29 5,408 to 21,304
Thornbury Bristol 83 13 13,499 to 32,404
Bar Hill Cambridge 88 10 27,652 to 31,095
Cherry Hinton Cambridge 66 20 12,397 to 31,072
Trumpington Cambridge 62 25 23,774 to 31,604
Barking London 57 43 5,050 to 10,279
Broxbourne London 83 13 8,487 to 27,628
Harrow London 66 28 7,487 to 28,356
Backworth & Shiremoor Newcastle 47 11 5,080 to 15,826
Cramlington Newcastle 74 13 4,924 to 30,928
Great Park Newcastle 96 16 28,837 to 31,794

Each study area is characterised below, and key demographic and attitudinal responses
from the questionnaires are presented. Note thatt he respondent symbol in the maps of
the study areas usually refer to multiple respondents.

Note that in the following area maps, each dot represents one post code surveyed, and

may include several households.



Bradley Stoke - Bristol
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of local facilities is poor.

There were 134 respondents in Bradley Stoke. Almost 93 percent own their own home.
Less than one percent lives in council houses, and the balance rent from private landlords.
Just under two thirds of the respondents live in households that have an income higher
that £30,000. This is about ten percent higher than the same statistic for the whole
sample. It is, however, very close to the result for the group New Suburbs of which
Bradley Soke is a member. Fifty -six percent of households have two or more cars, ten
percent higher than the result for Bristol as a whole, but slightly less than the result

across all new suburbs. Only 9% of houséhold do not own a motor vehicle, the lowest result
across the entire sample. Three percent of respondent households have more than two
children. Bradley Stoke has the lowest proportion of respondents with no children (just
under 62%). It is the third least racially diverse study area, with more than 96% of the
respondents identifying themselves as white. This is similar to the result for new suburbs,

but about 4% higher than across the whole sample.

Few respondents in Bradley Stoke agreed with the statement that bus services to local
services or main centres were good (only 11% and 25% respectively). Only three percent of

respondents felt unsafe during the day. Two -thirds of respondents felt that local shops



were within easy walking di stance of their homes. A similar proportion indicated a
preference to shop at local stores, although only a third indicated that proximity to local
service had been a motivating factor in purchasing their home. High levels of

disagreement with the statemen ts relating to the walking environment, that th e quality of
pavements and busy roadswere a deterrent to walking, were found. Just over 40% of
respondents cited exercise as the main reason for walking or cycling; only 23% agreed that

meeting people was a reason for such choices.

Filton Avenue - Bristol

Filton Avenue contains many 1930s and 1950s houses, with some Victorian terraces. In
terms of deprivation, it is a mixed area. Some areas within Filton Avenue are very
deprived, while others appear much low er in the 2004 rank of deprivation. It has higher
than average social rented
dwellings, and low levels of car
ownership. The general form of
Filton Avenue is that of grid -
based linear development, with
Filton Avenue itself providing an
intermittent, low -key, high
street function and a frequent
bus service. The main retail
centers (including superstores),
are outside the study area.
Since 2004 a regeneration
scheme has seen much of the
old council housing stock
replaced with new housing o
both private and s ocial rented.

There were 141 respondents in Filton Avenue. Filton Avenue has the most racially diverse
set of respondents in Bristol, with almost 7% from BME populations. Almost 28% of
respondent households do not own a car dthis is second only to Barking across the entire
sample; 52% own two or more cars. Fifty -six percent of respondent households earn less
than £30,000, compared with 36% in Bradley Stoke and 48% in Thornbury, the other Bristol
case study areas. Across the whole survey the result is 47%. Filton Avenue also has the

highest percentage of council tenant respondent households in Bristol at 11%. This is one
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