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Foreword

By Keith Hill
Parliamentary Under Secretary of State

This report is the first to explore, in depth, the links between public transport and social exclusion in urban
and rural areas across England.

The findings raise challenges to all of us involved in improving the availability, accessibility, affordability
and acceptability of public transport services. The report clearly demonstrates the importance of transport
needs being assessed - and catered for - when health, education, employment, commercial and social
service policies are being implemented. 'Joined up’ thinking needs to result in effective joined up working
and action, particularly in these deprived neighbourhoods. This applies not only to those in the
‘traditional’ transport sector (be it public, community or voluntary transport) but also to those of us across
central and local government.

The report also highlights the fact that public transport is not simply a means of access - it has other
social, health, economic and symbolic functions. These functions need to be recognised by transport
planners and providers.

The report will be used as a basis for further research by the DETR and will be fed into the work of other
Government departments, including the Cabinet Office’s Social Exclusion Unit. | am certain that this
report will prove invaluable to all of us concerned with tackling social exclusion.

Keith Hill
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Executive Summary - Key Results and Conclusions

Although transport is not necessarily high on the agenda of residents in New Deal for Communities
areas, there appear to be clear connections between transport and social exclusion. This was
particularly marked among unemployed people, families with young children, young people, older
people, and all those on low(benefit level) incomes.

In rural areas, socially excluded people are not found in dense numbers like in urban areas. However,
transport is a very important consideration to many rural and small- town/village dwellers, and to
most of those who have no access to a car.

Transport provision must be considered across central and local government and as a component part
of all services, e.g. work, health and social services, shops, education, leisure etc. Welfare State
provisions were instituted at a time when average weekly mileage per person was about 25 miles.
Now it is nearer 130. If a provision has a high transport cost it ceases to be a welfare benefit.
Affordability is a key issue. Considerations should include extending, changing or standardising
concessionary fares eligibility and looking at fare differentials.

Availability and accessibility are also key issues. There is a need to try to define what is an
acceptable basic minimum mobility/access provision. There is also a need to define how much travel
an individual should be prepared to undertake, e.g. to access work.

Enhancing social mobility requires more physical mobility. Given the current distribution of
opportunities, some people need both to be able to travel more and to accept the need to travel more
if they are to be socially "included". This may appear to lead to a short-term conflict with the

DETR’s objective of reducing the need to travel.

The current distribution of travel patterns is both a cause and a result of travel possibilities. It has
generated an urgent need for more flexible public transport provision to be considered.

Improvement of travel possibilities might make areas more desirable to live in. However, (as has
already happened in some places) while it could enhance the lives of many people, it could also
possibly accelerate the loss of facilities from the area unless care is taken to make sure that the travel
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IS two-way.

® One of the factors we had anticipated would play a major part was information. It was not a major
issue among our sample of public transport users; it would seem that those who are dependent on a service
tend to know their way around it in some detail. However, this applies to journeys regularly undertaken;
there seems to be more of a problem with information for unfamiliar journeys. Even regular public
transport users are not aware of other possibilities open to them.

Chapter 1 Introduction

1. Background to the Study

In 1998 the Social Exclusion Unit published "Bringing Britain Together", a report outlining plans for the
development of a national strategy for neighbourhood renewal. The report noted in particular that many
poor neighbourhoods have become more isolated over the last two decades and that this trend had often
been exacerbated by inadequate transport links.

In September 1998 the "New Deal for Communities"” initiative was launched. This initiative was designed
to target money on the most deprived neighbourhoods to:

® improve job prospects
® Dring together investment in buildings and investment in people; and,
® improve neighbourhood management and the delivery of local services.

Seventeen local authorities that had areas with very low scores on the Index of Local Deprivation were
chosen to submit bids to establish Pathfinder areas to try to pioneer new ways of working to cut across
traditional barriers.

The feature which distinguishes the New Deal for Communities from previous regeneration initiatives is
that it is flexible and very local. To ensure that it remained local, the bidding guidelines suggested that the
size of neighbourhood should be approximately 4000 households.

It was against this background that the DETR, who have a forward programme to identify and analyse
social inclusion issues, developed the current project.

In December 1998, Transport Research and Consultancy, and the University of North London, working
with Social and Transport Research Services, were commissioned by the DETR (through the
Department’s Mobility and Inclusion Unit) to examine the relationship between social exclusion and
transport and to identify the contribution that public and community transport can make to reducing levels
of exclusion.

In order to try to develop a more generally applicable model of the relationship between transport and
social exclusion, the project extended beyond the New Deal areas to cover rural areas, some of which
were part of the hinterland of New Deal towns and cities and fell within their travel to work area.

The brief was divided into three sub-sections:
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® To investigate the causal connections between social exclusion and transport, and identify those
groups particularly affected

® To assess the ways in which public (and community) transport can reduce social exclusion, and

® To propose a range of measures to encourage ridership among excluded groups

Interpreting the Brief
The brief therefore consisted of four distinct, but overlapping questions

® How far is transport (or lack of it) a contributor to the social exclusion of neighbourhoods and
groups?

® \What are the specific problems of the case study New Deal areas, and which of these problems, if
any, are common to all of them?

® What problems of social exclusion are encountered in the four chosen rural areas, and which of these
problems are common to all of them?

® To what extent can these problems be overcome through the provision of public and community
transport, and how much scope is there for operators to increase their ridership?

2. The Research Programme

Literature Search
The literature search covered literature in the following categories:

i) Definitions of and perspectives on the nature of social exclusion, from the theoretical and ideological to
the practical and descriptive. This work provides a crucial context for identifying the significance of
transport as a contributory variable.

i) Measurements of social exclusion. This includes types of indicators of exclusion, and the extent to
which both absolute and relative poverty(ies) are related to social exclusion. It also includes literature on
social networks.

iif) Transport and social exclusion. Insofar as the transport literature is concerned at all with social
exclusion, its emphasis is largely on access to facilities. Much of the literature on this issue has come from
outside the transport field.

Structuring the Survey Fieldwork
a) thepeople
People are excluded from activities they wish to undertake

spatially,because they cannot get there at all,

temporally,because they cannot get there at the appropriate time,

financially, because they cannot afford to get there, and

personally,because they lack the mental or physical equipment to handle the available means of
mobility.
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These exclusions affect everybody to some extent (even car drivers), but the effect is significantly worse
for deprived groups or neighbourhoods. It was important to ensure that, as far as possible, all subgroups in
the chosen neighbourhoods were represented in the research. We therefore decided that, given the
problems of deciding precisely who is socially excluded and why, we should take a life-cycle approach to
the research. We identified seven broad age groups, each of which contained a number of sub-groups. The
groups combined the life-cycle concept with the more usualsocio-economicc concepts of social exclusion
and, in order to structure the research, they are combined with the spatial element, which is essential when
considering the inter-relationship between social exclusion and transport.

b) Thetransport

The four ways in which people can be socially excluded by transport constraints are mirrored, although
not precisely, by a categorisation of what constitutes acceptable transport.

The role transport in general plays in the lives of most individuals is in the provision of affordable,
available, accessible and acceptable transport to the location of activities which those individuals want to
access. This is as true for socially included people as for socially excluded people. Full working
definitions of these criteria are set out in Appendix 1. Transport will be referred to as "adequate" when it
fulfils all four criteria. It will be referred to as "inadequate" if it fails on one or more of the criteria.

Although the brief specifies public and community transport, it has proved impossible to confine the
research to these two types of transport. It was clear from our initial discussions that people were

concerned with all means of getting about and that their views on public transport had to be seen in the
context of the whole journey (if not the whole lifestyle). The resident of the fourteenth storey of a block of
flats, unless extremely fit and not carrying heavy shopping, needs a lift in working order. The rural

dweller wanting to use a service bus needs to be able to reach the bus stop, and needs somewhere to stand
or sit while waiting. The user also needs to be able to board the bus; this, due to sustained efforts by

special interest group campaigners, politicians, and the DETR, is one of the aspects of transport provision
that is now being addressed.

Carrying out the Fieldwork

The first phase of fieldwork was to take place in those ten New Deal areas which had been asked to
proceed to Stage 2 of the New Deal bid. Although all these areas were collecting baseline data, the
transport data was limited to details of available buses and trains (with timetables), how often people used
buses, and the percentage of households owning a car. [While this latter measure may be indicative of
income levels, as an aggregate it does not help to find pockets of exclusion.]

Rather than this being an information-gathering exercise for the DETR and the Social Exclusion Unit, it
was agreed that in the chosen neighbourhoods any results that we had would be available to those areas
that they could benefit from our research. Because of this, and

® Dbecause there was to be (and already had been, in some areas) a great deal of survey work;
® because of the need for our work to contribute to the New Deal areas, and
® because of the need to avoid wasteful duplication,
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we had quite detailed initial meetings with the New Deal co-ordinators and researchers, who also provided
us with background data on the neighbourhoods.[1] The New Deal areas were extremely helpful both with
this and with helping us to find "gatekeepers" who might help us to access people who would not

normally take part in any kind of survey work.

It was clear that, particularly within those neighbourhoods with already developed community structures,
there would be no shortage of "community leaders" and "movers and shakers" who would participate, and
who would persuade their friends to do so. However, the research was designed to reach beyond those
people and to hear the views of people who might not normally participate.

Thus a variety of types of group discussion, individual interview and questionnaire surveys were used. As
well as more formal types, all possible opportunities were taken by the researchers and interviewers to get
into conversation with local people and to listen to what they have to say. Chapter 3 describes these
methods in detail and assesses their advantages and disadvantages.

e The decision about which types of group should be the main focuses in each area was made both with
reference to the need to ensure comprehensive coverage, and with the demographics of each area.
Thus, for example, in that area of Hoxton where there is a prevalence of older people, it was decided
that they should be a principal focus.

® The other consideration in deciding which groups should be sought out was the needs of the New
Deal co-ordinators or, in rural areas, local authority officers and others. For example, one
neighbourhood was suggested by a bus company from their local knowledge.

NOTE - all the survey work is intended to be qualitative. The household surveys were not intended to
provide accurate quantitative data (although we looked at the aggregate results to derive estimates of
possible patronage and revenue impacts of changes to public transport) but rather to give a broader spread
of views in each area to provide a cross-check on what was said in interviews or in discussion groups etc.

3. The Steering Committee/Advisory Group

A Steering Committee/Advisory Group was established at the outset of the project to guide and monitor
progress. It was selected to give as broad a range as possible of people who were in some way concerned
with the associated issues which impact on transport and socially excluded people. It included local
authority representatives from transport and social services, community transport facilitators, a Passenger
Transport Executive, an urban local authority transport and land use planner (ex London Transport
planner), a rural transport planner, and Crime Concern. Members were:
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Miranda Carter DETR

Tracy Wallace DETR

Steve Shaw TraC

Stuart Cole TraC

Juliet Solomon TraC (Project co-ordinator)
Andrea Horne TraC (Project Administrator)

Sue Quick TraC (Project Administrator)
Murray Grant Merseytravel

Jenny Meadows Community Transport Association
Julia Stafford Crime Concern

Tim Davies/ Mark Goodma Devon County Council

Karen Hickey Bristol Community Transport
Steve Atkins Southampton City Council
Peter Coysh Somerset County Council
Phil Clapp Social Exclusion Unit

The Steering Committee met five times during the course of the project.

4. The Structure of the Report

Chapter 2 summarises some of the key existing literature on the subject

Chapter 3 describes and assesses survey methods used in the study

Chapter 4 gives descriptions of the urban areas

Chapter 5 gives descriptions of the rural areas

Chapter 6 summarises the transport needs of different groups of people

Chapter 7 looks at how far transport in the areas meets the "adequate" set of criteria
Chapter 8is about transport provision

Chapter 9 gives an overview of the relationship between transport and social exclusion

-10 -
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Chapter 10draws conclusions, makes recommendations and suggests research areas where gaps need
filling.

[1] It is unfortunate, although inevitable, that given the changes in economic geography, work patterns,
car ownership etc., in the last ten years, much of the data necessarily relied on the 1991 census.

Chapter 2 Current knowledge on Transport and Social
Exclusion

The literature reviewed for this study can be broadly divided into three topic headings. Under the first
heading several definitions of poverty and social exclusion are considered. Under the second, methods of
measuring poverty and social exclusion are discussed. The third section provides an indication of the
relationship between social exclusion and transport, and mentions some initiatives already taken to
address this question.

Definitions of Poverty and Social Exclusion

Social exclusion and poverty are strongly linked, and discussion has developed around their respective
definitions. Generally there seems to be agreement that poverty can be seen as "distributional,” linked to
resources, and social exclusion as "relational” (Room, 1995; Spicker, 1997). "Relational” issues include
"inadequate social participation, lack of social integration and lack of pb¢iRwom, 1995). The term

'social exclusion’ was originally coined in 1974 and first used by the European Commission in 1989 when
the Council of Ministers requested the European Commission to study policies to combat social exclusion
(Cousins, 1998).

Research into poverty as a social phenomenon has been described as an Anglo-Saxon product of the 19th
Century (Rowntree 1901, Townsend 1979), associated with the liberal vision of society in which atomised
individuals compete in the market place, and social policy provides people with enough money to survive.
However, Bhalla and Lapeyre (1997) argue that the economic aspects of exclusion are just as important as
the sociological and the political. They stress the importance of the precariousness of the labour market
and unemployment in relation to economic and social respects, suggesting that there are three main
categories of the social aspects of social exclusion: access to social services (such as health and
education); access to the labour market (precariousness of employment, as distinct from low pay); and the
opportunity for social participation and its effect on the social fabric (greater crime, delinquency and
homelessness, as distinct from predictability and stability etc).

Oppenheim (1998) suggests that it is necessary to focus on social exclusion rather than poverty for a
number of reasons. Social exclusion is multi-causal, relational, and it includes less tangible aspects than
poverty such as the loss of status, power, self-esteem and expectations. Oppenheim identifies various high
risk groups, such as lone parents, single pensioners, unemployed people, the economically inactive, and
children. Those in Pakistani, Bangladeshi and Caribbean ethnic minority groups are also mentioned as at
high risk, based on the fourth PSI study on ethnic minorities (Modood et al, 1997). We might also add

here that another important aspect of exclusion is political exclusion and the inability to influence decision
making, which can be affected by a lack of resources, including time, telephones, transport and articulacy

-11 -
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(Golding, 1986).

The present Prime Minister has described social exclusicm gwott-hand label for what can happen
when individuals or areas suffer from a combination of linked problems such as unemployment, poor
skills, low incomes, poor housing, high crime environments, bad health and family bredkdown

The "New Deal for Communities” neighbourhoods all share these characteristics. But despite this, it is not
necessarily the case that all individuals in those areas can or should be defined as 'socially excluded’; the
extent of their exclusion may depend on their support network.

Social networks and inclusion

The link between social networks and social exclusion is a difficult one. On the one hand, it can be argued
that one of the main aspects of social exclusion is the lack of a strong and supportive social network of
family and/or friends. On the other hand, it has been suggested that a strong network of a certain type can
limit expectations and prevent the attainment of a high income and 'higher level’ goods and services.
Examining consumption patterns, Douglas and Isherwood (1996) suggest that linkages between people
can be divided into social, technological and information links. They describethde fich means to be

well integrated into a rich communityThe poor may be linked socially, but have lower technological and
information links. These weak information and technological links contribute to exclusion from the wider
community.

The existence of kinship and strong social networks is still often assumed, especially in rural areas. For
example, 'Rural England: A Nation Committed to a Living Countryside ' (DOE and MAFF, 1995) refers
to "rural communities which are smaller and more closely'Kpi®); and to looking after themselves and
each other' But a close examination of the discussion document reveals an acknowledgerpenkefs'

of hardshig, (p24) 'inequalities (p33) and Yeprivatior' (p62), which is linked to the lack of access to
services, and reference is made to the decline in number of local facilities and limited public transport.
'Rural England: A Discussion Document’ (DETR and MAFF, 1998) is more explicit in its recognition of
hidden poverty in rural areas and the fact thatlal exclusion can be a feature of rural'lifpoint 5.17).

In relation to lack of access to facilities, recent research shows that 70% of rural parishes now have no
general store, half have no school and three quarters have no daily bus service (Matson, 1998), and that
lack of transport has severe implications for young people (Davis and Ridge, 1997) and other key groups
in rural Somerset (Dibben,1997). This latter research draws attention to how a lack of transport could lead
to exclusion from education, employment, and social interaction.

Measurement

Measurements have been put forward for both absolute and relative poverty. Townsend (1979) refers to
relative poverty as when peoglack the resources to obtain the type of diet, participate in the activities
and have the living conditions and amenities which are customary, or at least widely acknowledged or
approved, in the societies to which they belqpd1l in Golding, 1986). He drew up a deprivation index

from a survey of 2,050 households covering a variety of aspects including diet, clothing, and housing
conditions, and concluded that there was a poverty threshold at 150% of the supplementary benefit level,
below which families were deprived.

-12 -
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Recently, a set of indicators have been drawn up which attempt to measure social exclusion. Howarth and
Kenway (1998) suggested that a 'scorecard’ of indicators would enable new indicators to be introduced or
others removed without damaging the integrity of the rest, and let people focus on what matters to them,
e.g. pensioner poverty or long term unemployment. It is intended that the forty-six indicators constructed
by the New Policy Institute willielp the Government to 'keep its eye on the ball’ in tackling social

exclusiofi (Joseph Rowntree Foundation, 1998). These indicators are based around people on low
incomes, children, working-age adults, pensioners and communities.[2]

Transport And Social Exclusion

Travel trends use of and attitudes to public transport

Several sources provide information on transport use and expenditure among different social groups, of
which the Family Expenditure Survey and the National Travel Survey are examples. Car ownership and
travel to work data is available from census figures (the 1991 figures are now rather too old to be very
informative).

Recent trends in car ownership and use are shown in a study which builds up a picture of who owns cars,
what they use them for, and how much they spend on transport (Glaister & Graham, 1996). The study
found that most households whose head is economically active and in a profession have at least one car,
while more than half have two or more cars. On the other hand, less than 45% of unskilled manual and
economically inactive households have a car. Car ownership is particularly low for an older person living
alone: only 18% of single-person households aged over 65 own cars, and for women over 75 who live
alone the figure is just 7%. For children, walking is an important mode of transport, especially for short
distances. Those under 10 are heavy car users because adults ferry them about, whereas 11 to 20-year-olds
are relatively heavy bus users; they become independent, but have not yet obtained the use of a car for
themselves. Further findings show, for example, that only 51% of unemployed people spend money on
motoring whereas the figure is 72% for all other households. It has also been shown that there can be
some variation in travel patterns for people from ethnic minorities. For example they are more likely to
use public transport for travel-to-work (Green, 1998).

In another study in rural areas of Scotland, 89% of rural households were found to own at least one car
(Martin et al, 1998). However there was a small minority that faced mobility problems because of the
constraints of public transport options. These were typically those on low incomes, including job seekers,
those unable to drive, such as the young and older people, and mothers with young children. There was
also a significant group at risk from being pushed into this mobility deprived group due to the costs of
maintaining a motor vehicle. A further study in rural areas was carried out by Root, Boardman, & Fielding
(1996). Their report is based on research in two 'commuter’ Oxfordshire villages, and findings again show
differences in travel patterns based on income. For example, travel poor, non-car-owning rural residents
went to only a third of the places visited by car-owners, which indicates less access to facilities than
car-owning households. In Merseyside, trip rate was directly related to income level (which is related to
car ownership) - lower income households made far less trips than high income ones (Grant, 1998).

Three groups will serve as examples of the travel poor: people with physical disabilities, young people,
and job-seekers. With regard to people with disabilities it has been suggested that transport disability is
"the unnecessary exclusion of disabled people from current forms of transport, especially public
transport” (Heiser, 1995, p49). Difficulties include those linked to operating regimes: fixed routes; tight

-13 -
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scheduling; little time to get on and off; and passengers conforming to the schedule rather than vice versa.
It is also suggested that until most of the buses are accessible on a route, people with disabilities will not
go to the bus stop, whereas current transport planning tends to be based on demand. Other difficulties are
economic: taxis, minicabs and hire cars tend not to be subsidised.

In addition to operational and economic difficulties, there may also be others related to physical needs: in
OPCS Disability Surveys (1988) it was shown that 3 million people cannot walk 200 yards without
stopping and without severe discomfort, 2.3 million people cannot stand for 5 minutes without severe
discomfort and 0.5 million people lose control of their bladder at least daily.

Research on young people has shown that independent travel for non-car owners may be severely
restricted. Research on rural young people (Root et al, 1996) found that for 16-29 year olds, convivial and
communal forms of culture are associated with car travel. Further, the absence of good transport and
facilities led to anti-social behaviour, boredom and frustration through lack of choice. Other research
(Devon County Council, 1999) has demonstrated that education and training opportunities are also
severely restricted by transport constraints. Attitudes to public transport among urban young people vary
and may affect the way it is used, particularly where it is seen as a symbol of authority (Cetur 1993,
Brown 1994).

A number of studies (Cooper Sims, 1998; Audit Commission 1998) have found a clear link between travel
barriers and employment possibilities. These are related to routes, affordability, timing (particularly for
shift or Sunday working) and, in particular, reliability. Choice of job, or even the possibility of taking a

job at all, is thus positively correlated with the ability to travel.

Measures to address 'transport poverty’

A number of initiatives exist which are intended to address transport poverty and social exclusion.
Concessionary tickets are one of these. Another is the introduction of accessibility regulations under the
Disability Discrimination Act 1995 that will require new taxis, buses and coaches, trains and trams, to be
accessible to disabled people. Bus fleets contain an increasing proportion of low floor and wheelchair
accessible buses. These buses are helpful to all those who cannot manage steps, are carrying loads or
travelling with wheeled vehicles such as buggies. However, as with concessionary tickets, the availability
of accessible transport varies greatly between areas and operators.

Other initiatives include schemes such as "Dial-a-Ride" which may be run by local authorities, and
schemes making use of community transport such as the Hackney PlusBus. Community transport schemes
also address the question of transporting groups with particular travel problems, which can vary from
physical problems to cultural ones. Voluntary car schemes, where they exist, provide individualised
door-to-door service. These services are, however, subject to a number of constraints caused by
legislation, finance, and the level of volunteers.

Local authorities and PTEs also run tendered bus services to address the question of a shortage of services
where commercial viability is impossible.

Although an important factor in travel choice seems to be cost, this does not appear to have been a major
preoccupation with transport policy makers. Indeed, the Rural Bus Service Grant for rural areas
specifically precludes spending on concessionary fares (Local Transport Today, 2 July 1998). The
Transport Bill will introduce a national minimum standard for concessionary fares for pensioners and
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disabled people, involving a free annual pass entitling them to half-fares on local buses.

Suggestions for measures to address transport cost issues include those on Transport 2000’s 'welfare to
work’ agenda (Joseph, 1998), such as reducing fares through travelcards and general subsidy, and
targeting people and areas who are most transport-poor, using systems such as the Hertfordshire
Smartcard which will give discounted travel for unemployed people. Where there are route and time
limitations on travel, they also recommend support for local services such as home deliveries.

There are many ways in which local authorities can take the lead in addressing travel needs. For example,
Somerset County Council has attempted to incorporate the needs of the community in transport planning,
using, since 1986, the Social Need and Transport Accessibility (SONATAS) system to prioritise its
expenditure on rural public transport. This includes analysis of use of buses for work, adult education,
shopping, leisure and health purposes. In addition, it uses car ownership and demographic information on
young people aged 12 to 19, women aged 20-59 and retired people based on parishes (Somerset County
Council Public Transport Plan, 1997-2000).

Other local schemes include a scheme in Merseyside, run by Merseytravel, which involves initiatives such
as a Community Links project to provide information and consult people on developing future policy; a
trolleybus passing through five of the 'Pathways’ areas; and a community transport initiative.

Herefordshire and Suffolk Community Councils have established an initiative called "Wheels to Work’,
which has now run for four years. It includes loans of motorcycles (for 16-25 year old students and
trainees living in rural areas), subsidised driving lessons (for non-drivers who have access to a car), and
financing for car repairs and insurance. A car sharing scheme has also been proposed, subject to funding.

Rural (Community) Transport Partnerships have been established in some shire counties such as Devon
and Gloucestershire. These are aimed at trying to assess both needs and provision, and to provide overall
co-ordination of all local services that are publicly funded in any way (and, in some cases, services that
are not publicly funded). They are often associated with rural community councils. They aim both to
co-ordinate and rationalise transport provision, as well as to ensure that the impact of transport and
implications for transport services are considered in the other rural strategies and policies developed by
central and local agencies and authorities.

Summary

From the existing evidence it is clear that travel poverty can be a significant problem for those already
experiencing social exclusion, with a lack of real travel choice and, therefore, a lack of choice in activities
and destinations. It is also, in some cases, one of the causes of social exclusion. Travel poverty is strongly
associated with the inability to participate, since it can result in lack of access to both essential and
'non-essential’ services and facilities; work, hospitals, shops and education are examples. Travel poverty
is not confined to "excluded" areas; individuals within affluent areas (such as parts of Herefordshire) can
also be travel poor.

Those without cars usually need more time, greater effort, and pay a higher marginal cost to reach the
same destinations as people with cars. These problems apply in urban, peri-urban and rural areas, but take
rather different forms and demand different solutions. Such solutions, although currently often embryonic,
are being actively investigated in an encouraging number of local authorities.
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[2] This research has recently been updated.

Chapter 3 - Carrying out the fieldwork

Introduction - A working definition of the Socially Excluded

The definition of "social exclusion" which we are using for the purposes of this study, which is basically
Townsend’s definition of relative poverty (Townsend 1979), is at the heart of the approach we are taking
that people or groups are excluded if they are effectively unable to participate in activities which would be
considered normal in their society.

As will be obvious from this definition, there is a strong element of relativity involved. One person’s view
of "ordinary living patterns" may include twice-weekly trips to the pub, a weekly shopping expedition,

and a couple of visits to local friends, with perhaps a very occasional trip further afield. Clearly the
transport element of this lifestyle is predominantly confined to walking. Many people, however, would
define this type of life as out of the ordinary, assuming that a daily commute journey, a couple of annual
foreign holidays, a few weekends in the country, and a twice-monthly trip to an out-of-town shopping
centre are more normal. Equally, some people would regard a day as finishing well before half past ten at
night, while others might assume that the need for transport in the small hours was normal.

Clearly any definition is dependent on several levels of cultural norm and research results will, therefore,
need to be interpreted with caution.

1. Particular Considerations for Fieldwork with Socially Excluded People

Itis a truism in schools that the parents who are most difficult to reach are those who the school most
needs to reach. The same could be said of research which is intended to reach the "excluded". If they are
not in the mainstream "social game" then a) finding them, and b) persuading them to participate in surveys
is not a straightforward task.

The original proposal for this study contained three basic research methods: household questionnaires,
focus groups and "triad" surveys." These involve on-the-spot recruitment and are therefore suitable for
people who do not habitually use diaries.

2. Considerations in New Deal Areas

Co-ordination with New Deal Research

The first phase of fieldwork was to take place in those ten New Deal areas which had been asked to
proceed to Stage 2 of the New Deal bid. Although all these areas were collecting baseline data, the
transport data was limited to details of available bus and train services, how often people used buses, and
the percentage of households owning a car. While this latter measure may be indicative of income levels,
as an aggregate it does not help to find pockets of exclusion.
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Rather than this being a one-way information-gathering exercise for the DETR and the Social Exclusion
Unit, it was agreed that in the chosen neighbourhoods any results that we had would be also available to
those areas that they could benefit from our research. Because of this, and

® Dbecause there was to be (and already had been, in some areas) a great deal of survey work;
® because of the need for our work to contribute to the New Deal areas, and
® Dbecause of the need to avoid wasteful duplication,

we had quite detailed initial meetings with the New Deal co-ordinators and researchers, who also provided
us with background data on the neighbourhoods.[3] The New Deal areas were extremely helpful both with
this and with helping us to find "gatekeepers" who might help us to access people who would not

normally take part in any kind of survey work.

Observation

The first action taken by the researchers was an anonymous trip to, and investigation of, the
neighbourhood. This visit, lasting probably half a day, would involve a walk around the area to establish
where everything was, and a visit to a pub or shop (if there was one), to listen to conversations and to have
a chat with passers-by. Strangers in an area, patrticularly if they look lost, are often approached by
residents who are only too happy to talk about the area.

Finding the Non-Joiners

It was clear that, particularly within those neighbourhoods with already developed community structures,
there would be no shortage of "community leaders" and "movers and shakers" who would participate, and
who would persuade their friends to do so. However, the research was designed to reach beyond those
people and to hear the views of people (hon-joiners) who might not normally participate. Initial visits to a
couple of the areas indicated that a wider variety of research techniques would be both useful and
necessary than were originally proposed. While suspicion of researchers is common, those whose opinions
are less often sought are likely to be initially more suspicious, although when they participate they are

likely to be equally vociferous.

It was helpful to regard everybody encountered as a "gatekeeper". If, for example, a researcher got into
conversation with a shopkeeper or publican, they would very often be given ideas for other people who
might have something to contribute. This would be a very different selection of people from those who

were "formally” involved in the community (residents’ associations, parent-teacher groups, etc.). It was
therefore extremely important that as many as possible of the outside researchers should have the ability to
strike up a friendly conversation in a new environment.

Interviewers and recruiters were, where possible, chosen from an area near the surveyed neighbourhood,
and in the case of ethnic minority groups, from among that minority; this is obviously particularly
important where a minority language is spoken. There can be a problem using interviewers from their own
locality since they may well have a particular bias. Since all the surveys were conducted by an interviewer
and there were no self-completion questionnaires, the question of written translations did not arise.
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Eventually a very wide variety of types of group discussion, individual interview, and questionnaire

survey were used. Attempts were made to tailor the research in each area to what seemed suitable for that
area and to try to ensure that the research would not duplicate or impede any other survey work in the
area.[4] Most of the New Deal teams were delighted at the idea of extra input and extremely helpful. In

the end, all but one was immensely co-operative, and it was decided to exclude the one from the study. It
appeared that it was in many ways an especially sensitive neighbourhood in which there were worries
about the effects of too many surveys on an extremely disaffected population, and who did not think that
they had a transport problem.

The disadvantage of carrying out the research as described above is that it takes a great deal longer and is
more demanding of the interviewers than more standard methods. It would have been much more
straightforward to do some household surveys and set up a few focus groups of local activists and people
on market research panels, and to have simply repeated the procedure in all areas. It was not believed,
however, that useful results could have been obtained by this method.

In the end, all possible opportunities were taken by the researchers and interviewers to get into
conversation with local people, whether residents, traders, business people, taxi drivers, etc., and to listen
to what they had to say.

3. Considerations In Rural Areas

The principal differences from urban areas are that the rural population is more dispersed than the urban
population, and socially excluded people in some of the most rural areas we studied could only be found
in small pockets. This was one of the reasons that it was decided that it would be worth conducting on-bus
and mobile library surveys, and surgery questionnaires.

We were also fortunate in that in or near three of the rural areas researched, attention had already been
given to the transport question, partly prompted by the Rural Bus Grant allocations in 1998, which meant
that background information was quite easily available.

4. Survey Techniques

It was considered important from the outset to find out whether transport problems arose naturally and
spontaneously, and where they fitted into the overall picture. This was easier in the case of the household
guestionnaires/interviews, since transport questions came near the end of a twenty minute interview, but
harder with pre-recruited groups since they had been asked to discuss a particular issue.[5]

® "Focus" groups. For people who do not normally keep a diary these are not easy to set up. Some
formally recruited focus groups were nonetheless set up with the object of recruiting a precise
number of certain ages and groups. Attendance tended to be either rather higher or rather lower than
the target number (one group, targeted at 8-10, ended up as eighteen people).

Groups were also convened in women'’s and family centres, etc., for this study. They proved to be very
useful, although there were some problems with size. If people were keen to come, which might be a
result of the powers of persuasion of the centre workers, the groups might be very big. Some of the groups
had nearly 20 people in, which is really too big for a focus group. Where they were not so keen, numbers
might be very low; the smallest number was two, which is a bit small.
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There is a much debated question about whether or not to tape record group discussions. It was left to the
group facilitator to assess how far the tape recorder was likely to alter the discussion and what the
participants felt about it.

e "Informal" discussion groups. These are "convened" in pubs, working mens’ clubs, day-centres
etc., and the composition of the group depends on word of mouth and who happens to be there at the
time. They are, however, based on focus group methods in that the facilitator will be working to a
topic guide, might tape record the discussion, and will take notes.

Tape recording is difficult in these groups because setting it up introduces an air of formality that can be
off-putting, although once enough has been drunk, the tape recorder is likely to be forgotten by the
participants! However, a group such as this may become fairly heated, with several people speaking at
once or talking in sub-groups, in which case the tape recording will not be of much use, particularly if the
transcriber is trying to decipher the accent.

These groups (of which fourteen took place during the study) seem to be particularly successful. The most
"unbuttoned" conversations take place when the facilitator (who ends up just being a "listener") does not
write during the session but makes notes immediately afterwards.

It is also important, if meeting in a pub or working men’s club, to make sure the barperson knows
precisely who is to get free drinks. During the study a bill of over A£200 (which should have been about
A£50) was run up in one pub because the publican had failed to distinguish between those who were to
get free drinks (in the group) and other people around the group!

e Hall-test surveys

In this type of survey a room or hall is booked and recruiters go to nearby pubs, streets, shopping centres
etc., and recruit directly. People are offered tea/coffee and a small incentive payment to come and discuss
an issue. This method is particularly appropriate to this project because of the nature of recruitment and
the immediacy of the groups, and also for those casually and spasmodically employed. Informal
discussions are held in small groups, normally about three recruits at a time, which is why this type of
survey is sometimes called a "triad."

The success of this type of survey depends on three variables: the location and atmosphere of the "hall”,
the skills of the recruiters, and the weather. The hall needs to be very close to a well populated area, such
as a market, and the recruiters need to have sufficient magnetism to "invite" people to join in. When the
weather is bad, not only do less people come out but those people do not want to be accosted on the street,
even if they are to be invited to a warm hall to drink coffee and talk about transport.

The halls were also used as a "base" for interviewers, particularly where teamwork was involved. Some of
the survey neighbourhoods did feel rather intimidating and work carried out in teams, with support from
the organisers, was more successful than that which was not. Halls were also used for valuable debriefing
sessions, in which particular issues and problems could be discussed, in the middle and at the end of the
day.[6]

® Photographic surveys
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There were some problems getting disillusioned teenagers to participate, but in two of the areas they were
happy to contribute by going out with throwaway cameras to take photographs of what they saw as
transport problems.

In one inner city area this produced a good collection of photographs which could then be described by
somebody to whom words came more easily. In the other, the cameras - and any photographs - never
came back.

The difference between the two areas was the strength of the local contact and their desire to see the
project through. In the first of these two cases, the detached youth worker was very enthusiastic; in the
second, the youth worker was less involved and it was an area with a greater feeling of alienation.

We also took photographs to describe areas where one photograph could provide more illustration than
several pages of text.

® On-street interviews and discussions

Assuming the weather is not bad, many people are very happy to sound off about their transport (or other)
problems if they do not feel they are going to have to spend a great deal of time doing so. During the
course of the study, a short on-street questionnaire, which could be used by local interviewers, was
developed, initially for use in areas where there was no suitable "hall." A large number of formal
(questionnaire-based) and informal street interviews were held.

® Household questionnaires

In each of the survey areas, a set of people in about 50 households was interviewed, to reflect as far as
possible the characteristics of the different parts of the neighbourhood. This was not designed to provide
guantitative data but

i) to serve as a check on the results of the other types of survey

i) to reach those who do not go out, and those who might not have the confidence to have a discussion
away from their own familiar territory

iii) to reach those who cannot go out by virtue of a mobility impairment
iv) to have a base set of broad statistics available

These 20-minute questionnaires were not designed to give quantitative results in each area, although the
aggregate results would provide an overview. They were a part of the qualitative surveys and were
intended to give a broader spread of views in each area to provide across-check on what was said in
interviews or in discussion groups etc. and to provide further evidence.

Households in some areas, where the area was fairly homogenous, were selected at random. In others, the
areas were divided into sections and streets from within them were sampled, to ensure spatial
representation. Interviewers were told to avoid dwellings where, for example, new cars were parked or
which looked obviously very prosperous, to minimise representation from the "socially included".7 They
were, however, told to try to make sure their sample ended up being as representative as possible of the
gender, ethnic and age cohorts of the area. The first of these criteria was easier to meet than the second,;
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the large majority of those questioned could be included in Market Research Society categories C2, D and
E. The second was less easy to meet, largely because there was no time to research the make-up of each
household in advance, and interviewers were therefore knocking on doors and had to "take what came”.

® On-vehicle surveys (rural areas + Nottingham)

Since the study was addressing public transport issues, it was decided that while not all respondents were
users, some on-vehicle interviews would be informative. This was not done in the urban areas because it
was felt that it would not be cost-effective, and because the Metropolitan areas and London Transport, at
least, undertake their own research. However:

- where anew bus routehad been put on since the Rural Bus Grants, and this had enabled people to travel
by public transport who could not previously do so, it was decided to ask them how they were affected by
the service

- surveys(short questionnaires) and interviews were also carried out on some existing services

- manysupermarketsrun free courtesy buses that are a part of many people’s weekly trips. One of these
was one of our survey venues.

- mobile libraries provide for people who cannot or do not want to go into the nearby town for their
library books. A day was spent accompanying the mobile library in West Sussex, talking to the users.

We had the full co-operation of the local authorities and operators to undertake this research, and these
methods proved to be very well suited to rural areas. Journeys were mostly rather longer than their
equivalent would be in an urban area, so there was time for passengers to fill in questionnaires and talk to
interviewers. It is also not difficult for a skilled interviewer to get a good discussion going on a bus
journey.

The two supermarket bus routes on which an interviewer travelled were run by West Sussex County
Council and operated by Brighton and Hove buses. Thus permission to work on the bus could be obtained
from the County. However, given the popularity of these buses among users, more account should, in
transport research in general, be taken of their function.

Accompanying the mobile library (for one day in one area) also proved to be profitable. It was a pleasant
day so there were quite a lot of people around. Users were, in general, very happy to chat; they were
people who had some time on their hands and were very friendly (none of the library users refused to take
part), and easily chatted in a group. However, there was a shortage of time at each stop - except in the
bigger villages. By the time the users had chosen their books and got off, there was only just time to listen
to their views before the library moved off.

It would have been possible, with a co-operative librarian (as the one in West Sussex was), to conduct
interviews in the vehicle if the weather was poor.

® Schools groupsThese fall into a category of their own because none of the work fits the other
categories. There were group discussions, sometimes with very large groups (about 20), and, in
primary schools, classes were conducted by a trained teacher around the topic to try to find out what
the children felt.
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Mostly the pupils were very happy to express themselves, and some useful information could be gained.
However, particularly in secondary schools, some of the pupils were likely to be showing off to each other
or trying to avoid uncomfortable issues such as having a parent in prison or a mother "on the game". It
was therefore necessary to find out something about the pupils from the school so that their answers could
be realistically interpreted.

In such a situation, there will still be problems (and possibly moral dilemmas) for the interviewer. A 12
year old boy says his father is working (and has 2 cars) and the school says he lives with his unemployed
lone mother who lives on benefits. It is possible that his mother is living with his father who is earning
substantial sums in the black economy. It is equally possible that the boy is trying to impress the other

pupils.

e |[nterviewing in ahealth centre and asurgery which included questionnaires left in a doctors’
surgery. This proved to be a useful venue because many of the excluded are suffering from sickness
or disability, and because people are happy to have discussions while they wait.

® Individual discussions with local "officials".

These include informal discussions and formal meetings with youth and community workers, New Deal
workers, local community leaders, local councillors, teachers, and, where a prison was the main business
of the village, prison officials. All these people help to build up a picture of an area and its problems, and
why transport is or is not an important consideration.[8] They may have a particular bias or prejudice, or
be taking part in political in-fighting, and the interviewer needs to try to find out what this bias is to
interpret their view of the "facts.”

5. Incentives

In many areas incentives were used, as is common in market research. In some places where people were
particularly poor, they were totally unable to understand why we wanted to give them something. Some
were suspicious and felt there was a catch. Social and Transport Research Services, who were undertaking
the market research, received a number of phone calls from people in one neighbourhood who just could
not believe that they were getting a fiver for taking part in a household interview. Some were delighted,

but others were worried that their benefits might be affected.

6. Transport Supply

Interviews and meetings have taken place with people from the following groups:
- Three Shire County public transport organisers

- Two PTE representatives

- Five Community Transport organisers

- Eight commercial (large and small) bus and coach operators
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- 5 taxi drivers (individuals only) [9]

[3] It is unfortunate, although inevitable, that given the changes in economic geography, work patterns,
car ownership etc., in the last ten years, much of the data necessarily relied on the 1991 census.

[4] For example, in one area we had a specific request to talk with Yemeni women since it was considered
that the methods we were using might reach them where others had failed.

[5] Structured questionnaires tend to underplay problems, and qualitative approaches to exaggerate them.
[6] Local interviewers were not asked to work in the evenings.

[7] If the scale of the study had been larger, the less disadvantaged would have been included as a control
group.

[8] A group which is probably highly significant, but which is missing from this work, is probation

officers and others concerned with the treatment of young offenders. It is believed that transport to
probation appointments, or transport for visitors to young offenders’ centres, is a problem. For young
offenders in Somerset, for example, the nearest centre is near Oxford.

[9] The significance of taxis was, unfortunately, realised too late in the work to be able to include
representatives of taxi drivers’ organisations.

Chapter 4 - The Study Areas - Urban

This chapter starts by describing what was intended for New Deal areas and how they were selected.
There then follows a summary description of each area, with a brief conclusion to each section about the
relationship of transport to social exclusion issues in the area. Full descriptions of each area are available
on request from the DETR’s Mobility and Inclusion Unit.

1. The New Deal Areas

The New Deal for Communities is a key programme in the Government’s strategy to help some of the
most deprived neighbourhoods in the country. At the launch on 15 September 1998, the Deputy Prime
Minister said:

"This Government is committed to tackling the problems facing our most deprived communities. The
Social Exclusion Unit's report - Bringing Britain Together: a national strategy for neighbourhood

renewal - makes it clear that while standards of living across Britain have risen over recent years, there
are exceptions. Some of the very poorest areas have become increasingly run down and crime ridden, cut
off from jobs and from other serviceés.

The programme aims to bridge the gap between some of the poorest members of our society and the rest
of Britain. By focusing resources on small deprived areas, and dovetailing its work with other initiatives
operating in the area, it seeks to achieve maximum impact.

Although problems vary from area to area, there are four themes - common to most deprived
neighbourhoods - which the programme will seek to address:

tackling worklessness

improving health

tackling crime, and

raising educational achievement
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The new NDC partnerships will work with national, regional or local services from the very start and with
other organisations and bodies that are already delivering services and running programmes. They will
provide "joined up solutions to joined up problems".

In February 1999, Ministers announced 17 pathfinder neighbourhoods and partnerships. Ten of these
partnerships have now started to develop a detailed long-term strategy for change (Phase 2 of the
programme). These are based in:

Birmingham (King’s Norton)

Bradford (Little Horton)

Bristol (Barton Hill)

Hackney (Shoreditch)

Leicester (Braunstone)

Manchester (Beswick and Openshaw)
Middlesbrough (West)

Newham (West Ham and Plaistow)
Sandwell (Greets Green)

Southwark (Aylesbury Estate)

These areas are drawn from the top scoring areas in the Index of Social Deprivation. The indices used to
compile the overall index include the following:

Borough-wide indices are:
Unemployment, Low Income, Health, Education, Environment, Crime, Housing

Ward and Enumeration District Level Indexes are:
The indicators that make up the ward and ED level indexes are all from the 1991 Census. There are six
indicators at the ward level and five at the ED level. These are:

At both ward and ED levels:

i) unemployment (rates are generally 9% and over)
ii) children in low earning households

iif) households with no car

iv) households lacking basic amenities
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v) overcrowded households

At the ward level only (i.e. a less localised measure):
i) 17 year olds no longer in full time education
(Source: DETR, 1998 Indicators of Local Deprivation)

Seven other partnerships have been offered support to build and develop their partnership and their
long-term vision before assessment and progression to Phase 2. These are based in:

Brighton (East Brighton)

Hull (Preston Road)

Liverpool (Kensington)

Newcastle (West Gate)

Norwich (North Earlham and Marlpit)
Nottingham (Radford)

Tower Hamlets (Ocean Estate)

Research was carried out in all the New Deal for Communities areas with the exception of Southwark
(Aylesbury Estate) and Tower Hamlets (Ocean Estate) where co-ordinators felt that transport access was
not a problem and where the resources needed for co-ordination with the DETR transport study would be
greater than they could spare.

The size of the cities and towns in which the New Deal areas have been selected is very variable, as was
the type of neighbourhood. The densely populated inner city neighbourhood of Shoreditch, much of it
housed in high or medium-rise housing, for example, provides a strong contrast to the much more sparsely
populated, low density estates on the edge of Norwich. Equally, the extent to which transport might be a
factor contributing to social exclusion looked, at first sight, as though this was likely to be very different

in each area.

The research approaches used for this part of the study include:
i) Focus groups

i) Hall-test mini-groups and/or on-street interviews

iif) Household interviews

iv) On-bus surveys
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v) Informal and formal interviews and group discussions in various locations including
- health centre

- travel centre

- community centres of various types, including day-care

- a"people’s laundry"

- on-street

- bus stops

- working men’s club

- youth centre

- sheltered housing

vi) Discussions and meetings with "officials" e.g. community workers, employment agencies
vii) School groups and classes

viii) Photographic surveys by young people (2 examples)

2. The Neighbourhoods

Birmingham - Kings Norton

The Area

The area comprises three main housing estates: Primrose Hill, Pool Farm (The Folds) and Hawkesley
Estate, Kings Norton. Local residents know it as 'The Three Estates’. The number of households is 4,226.
The hallmark of this area is the fast turnover of population on its council housing estates and tower blocks.
This exacerbates problems of social exclusion on the Three Estates, perhaps most dramatically illustrated
by the 30% annual turnover in pupils of the three local schools.

The 'Three Estates’ is on the border of Birmingham and Worcestershire, and can be reached from the

main radial Redditch Road, which acts as a boundary. It is not visible from the main road and has open
field on all sides. It is not a place that you would 'pass through’. Rather like other edge of city estates, it

has a high proportion of green space and must have seemed very attractive when it was first built forty
years ago. In fact, the rural character of the area, with thickets of tress and uninhabited green space, makes
it feel (with justification) very threatening.

Bounded by a dual carriageway on one side, and the countryside on two others, the Pathfinder Area is a
very clearly defined geographical area on the southern outskirts of Birmingham. Despite a population of
over 10,000 residents, there are no banks, supermarkets or launderettes in the area. There is very little
direct employment available, and public transportation, for an area so geographically isolated, is patchy
within the estates, although there are good services on the main road around the estates. It is an area of
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high deprivation, with certain areas, notably Pool Farm, having a city-wide reputation as "bad places to
live".

Overview of Transport Connections and Relationship to Social Exclusion Issues

This area is typical of a peripheral estate which, because of the closure of reasonably local employment
opportunities, has become too poor to be self-sustaining and is too remote from major centres to share
easily in their wealth creation, medical, educational, shopping, leisure, and other facilities.

Transport, or problems with it (as well as actual traffic), is certainly contributing to the social exclusion of
a number of groups in this community. It is possible that almost all non-car-owning households are
excluded to a greater or lesser extent.

In particular, job-seekers, young parents, older people, and young people, all seem to be affected. If
facilities locally could be improved - and maintained - for younger people, some of these problems could
be alleviated. The overwhelming impression is that although there are quite a lot of bus services, none of
them - especially the No. 35 - can be counted on. When an appointment has got to be kept absolutely on
time, either a disproportionately long time has to be allowed to get there, or alternative means of transport,
probably ill afforded, has to be sought, which further reduces the probably already inadequate income of
the traveller.

Bradford - Park Lane, Marchfields, West Bowling
The Area

The New Deal area in South Bradford extends from virtually the centre of the city (near the Bradford
Interchange) southwards to the Marshfields Roundabout (Morrison’s Supermarket) and the A6177 Ring
Road. It includes 3 areas: West Bowling, Park Lane and Little Horton. The three estates are of mixed
housing types, with about 10% void. There is a significant ethnic minority population (43%).

Manchester Road bisects the area and is one of the main radial routes for Bradford, leading from the M62
via the M606 Motorway. At one time the Manchester Road had been a vibrant road, with many pubs,
shops and facilities for the local population. After it had been made into a main radial route many of these
facilities disappeared.

The road has fast moving traffic in the off-peak periods and is subject to considerable traffic congestion
during the peak. It has a central reservation, with some gaps (to allow people to cross the road) and two
overhead footbridges for people to cross. The Marshfields roundabout has pedestrian underpasses that are
perceived by local residents to be unsafe. The Manchester Road is served by fast, frequent bus services,
some of which have low floor (accessible) buses and other 'walk-on’ type buses. The Nipper Bus Route
628 runs to Little Horton and uses a wheelchair-accessible vehicle.

Each side of the Manchester Road has a bus service that penetrates the residential area. However, these
are far less frequent than the services on the main Manchester Road. Here the bus stops have no
information and no stop furniture. Many people walk to the Manchester Road to catch one of the more
frequent services. St. Luke’s Hospital is within the New Deal area and there are special hospital buses
running from the Interchange.
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Taxi (mini cab)Aservices are ubiquitous and reasonably cheap. The cab fare equivalent to a 50p one-way
bus journey is A£1.50 to A£1.80.

Overview of Transport Connections and Relationship to Social Exclusion Issues

Transport links to Bradford Centre and surrounding areas were felt by residents to be generally quite
good, although complaints were made about reliability and the lack of Sunday services on some routes,
and about prices. Complaints were also made about the volume and noise of traffic.

Subways across the main road are unpleasant and avoidance of them can trap people, particularly on a
Sunday or in the evening when the bus route serving that road does not run. Although other services are
very close, they stop on the other side of the roundabout. Crossing points are much more accessible on the
Manchester Road nearer to Bradford.

The most concerned group encountered were the traders. Because there were no financial facilities nearby
and main road buses were frequent enough for people to shop elsewhere, the number of traders was below
the critical mass necessary to keep the area vibrant, which was a major contributor to the problems of the
area.

Bristol - Barton Hill

The Area

The New Deal area is the historic neighbourhood of Barton Hill, which includes the core residential area
known as Barton Hill and The Dings, a smaller residential area that is closer to the City Centre. The area
is located on the southern edge of Lawrence Hill ward. It lies to the east of the traditional industrial heart
of the city behind the railway station, and is bound on all sides by physical barriers that separate it from
the city. These barriers include an urban motorway, a canal and a major pedestrian underpass.

The Dings is fairly obviously socially and spatially excluded. It is cut off from the main part of Barton
Hill and from schools, community facilities and shops by the "spine road". There is a steep hill walk to
local schools (25 minutes to the secondary). The road leading to the central part of Barton Hill is busy,
uphill, winding and reputedly dangerous, as there is a harrow pavement and poor visibility for through
traffic.

Barton Hill comprises social housing stock, consisting maostly of high-rise and low-rise blocks, some
Edwardian terraced housing and comparatively modern, detached/semidetached/maisonette social
housing. Some of the high rise blocks have been refurbished and concierge schemes put in, but there is an
air of unkemptness about the area, including rubbish and abandoned cars. There is a useful range of small
shops and a doctor’s surgery, also a fairly large open space which is used for football and recreation.
Barton Hill has a frequent, 10 minute, bus service to and from Bristol City Centre (Route 36 low-floor,
single deck bus), but the journey time is long and the route is indirect. There are more frequent buses
along the main road at the bottom of Barton Hill, which is a short walk.

There is a high proportion of lone mothers and older people in the Barton Hill neighbourhood. There are
four supermarket buses a week, which are much appreciated, although mothers with buggies find one of
them difficult to board and cannot get on one of the others if it is full up.
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Overview of Transport Connections and Relationship to Social Exclusion Issues

Public transport in this area seems to be a very limiting factor, and is a cause of considerable
inconvenience and irritation to a number of people. There are people spending a long time travelling quite
short journeys because although some services are theoretically frequent, they can be unreliable. Choice,
for example, of school, is being constrained by this inadequacy. Almost half of the household interviewees
said they found travelling a problem, that there were places they wanted to go to that they could not get to
and that it seemed expensive. It is clearly contributing to social exclusion.

We think it would be worth investigating the use of and routes of courtesy buses. Although we did not
meet many people who used them regularly, those who did suggested that they are well used. It seems
possible that they may take a significant number of potential passengers from the commercial public
transport network and that the interaction between the two networks could be co-ordinated.

East Brighton - Moulsecoomb And Whitehawk
The Area

The East Brighton New Deal area, which is physically and socially isolated from the rest of the town,
comprises two very distinct parts -Moulsecoomb and Whitehawk. They comprise a mixed housing stock
of which about two thirds is social housing. Each is situated in valleys/hillsides separated from the town
centre by the Downs and the Brighton Racecourse. There is no direct road or bus link between the two
estates, although there appear to be family links between them. It is too far to walk between the two,
particularly because of the steep slopes.

Moulsecoomb has few facilities - one pub, a corner shop with a post office, some sports and keep fit
facilities, but little else. The lower end of Whitehawk has a reasonably extensive range of shops at the
southern (downhill) end of the estate including a greengrocer, butcher and baker. There are no banks,
pharmacies, hairdressers or support services on the estates. Both areas are very hilly, so less than fit
people or encumbered people living in the higher roads and streets have obvious problems of getting to
and from buses and trains. This is significant as the area contains a very high proportion of older people
and lone parents with buggies (25% of last year’s school leavers were pregnant).

Buses on the main roads are very frequent during the day, although expensive. There is not a great deal of
penetration into the estates, although problems of vandalisation of buses have been solved. Unlike most of
the other areas in this study, the train is used by the less well off; a train/bus ticket can be bought and it is
not seen as part of amore affluent culture by the locals.

Overview of Transport Connections and Relationship to Social Exclusion Issues

East Brighton is a very isolated area and other than to visit friends or relations, there is no reason to go to
or through either of the two estates. Like the estates peripheral to major industrial cities, it is effectively
invisible. Its general decline is due to the closure of major local employment opportunities, and the
concomitant decline of everything else in the neighbourhood. Work is a problem: there appear to be a
certain number of service opportunities in Brighton that are accessible by bus, but many of these are
extremely low-paid and seasonal. There are some jobs at Shoreham and further afield, but these are very
difficult to reach by public transport. Public transport is almost good enough to cover most non-work
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needs, although leisure opportunities are few because of timetables.

Within the estates, there are difficulties getting around because of the very hilly topography, and going out
at night is constrained by a justified fear of intimidation and/or violence.

While mobility and accessibility difficulties undoubtedly contribute to the exclusion of many in this area,
it is unclear to what extent the inadequacy of public transport could be considered a contributory factor,
except in the case of work journeys outside central Brighton.

Hackney - Shoreditch
The Area

The neighbourhood area for Shoreditch was chosen to encompass an inner or core area for major social
housing investment and an outer wider area for social and economic investment. The whole area extends
from the borders of Islington in the west to the Queensbridge Road in the east. The southern border of the
extended area is Old Street and the northern border is the Regent’s Canal. The area also includes social
housing estates to the east of Queensbridge Road. To the east are other districts with high levels of
deprivation. Parts of the area are easily accessible and are on through routes; other parts feel as if they are
extremely isolated (only one way in and out).

Housing is interspersed with small pockets of commercial and light industrial sites as well as open public
space. There is a park in the centre of the area, a sports centre and a small enclosed garden. Hoxton Street
has a full range of small shops, although some of them are rather run down, and a market on Saturdays
that is reputedly 'dying’, but still seems very well attended. There are doctor’s surgeries, community
centres, pubs, clubs and cafes in the area, also a Hackney Council 'First Stop Shop’ and library. There are,
however, no banks or building societies. There is also a growing cultural industries sector, e.g.

photographic studios and clubs.

There are reasonably frequent bus services running from south to north up New North Road and East

Road in the west and Kingsland Road towards the east. However, there are no services running from east
to west, other than along Old Street to the south. People going to destinations in the main part of Hackney
have to change buses, although there are direct services to shopping destinations like Dalston. The nearest
Underground is Old Street.

Overview of Transport Connections and Relationship to Social Exclusion Issues

This area contains a high proportion of older people, who have, and greatly appreciate, their free passes
for transport. However, many of them do not want to make long journeys but just want to be able to get
around Hackney. At present, this is very difficult because most routes are radial and does seem to be
limiting their movement quite significantly. There is also a problem of accessibility on most of the bus
routes.

There is a shortage of unskilled/semi-skilled work in the immediate vicinity so people have to travel some
way. Buses are not perceived as particularly reliable and the Underground is expensive.
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This area is unique in that there is a problem of getting visitors out of it, i.e. the young people who come
for the club scene. There is inadequate late night transport to get them out of the area (are taxis possibly
refusing to take them?) and so they are hanging around being troublesome.

Kingston Upon Hull - Preston Road
The Area

The community lies on the east side of the River Hull, three miles from the City Centre, and is physically
divided into four quarters by the Holderness Drain and Preston Road, which is dual carriageway for much
of its length. There are about 3,000 households in the community, with a population of about 8,000. Male
unemployment is 27% and incomes in the area are very low indeed. Preston Road lies close to the docks,
but is isolated from it by a number of physical barriers - a closed railway line (now converted to a
cycleway/footpath) and Hedon Road, the major access into the docks. The Holderness Drain, which
bisects the area, presents a barrier and a potential hazard for the many small children on the estate.

There is one small corner shop in the centre of the estate that has a run down and battered appearance,
although it is obviously well frequented; all other facilities are outside the estate, at either end (including
health and post office facilities and a cycle shop, which is indicative of the local cycling culture).

There is a large turnover of residents. Older people complained that young people did not stay in the area
long, contributing to the lack of community feeling. Conversely, younger people complained that older
people kept themselves to themselves and did not socialise. There appears to be a high proportion of
single mothers housed in the area. There appeared to be no facilities for organised activities for children or
a designated play area.

Overview of Transport Connections and its Relationship to Social Exclusion Issues

Although there are some quite significant issues associated with transport provision in the area, crime,
drug abuse and unemployment are the dominant concerns of the community. One person said that she felt
there to be a form of "collective trauma" in the Hull area and that the City as a whole had not recovered
from the bombing during the Second World War and the collapse of the shipping and fishing industries.
The area (apart from activities at the community centre) had no feeling of buoyancy at all. The Preston
Road estate was a reflection of wider social deprivation in the Hull area.

Complaints about transport services were of a minor nature; mainly concerning bunching of buses, the
rudeness of drivers and the difficulties of travelling with large amounts of shopping or children. Many

stops have shelters and timetables. Few people used Hull station on a regular basis, but all felt that it was
easily accessible by bus. In fact, many people felt little need to travel away from the estate at all. Cycling
was not uncommon. Few of the people questioned felt that transport presented a serious barrier to mobility
or accessing educational or work opportunities, although the younger people felt that they would like a
driving licence.

However, very few of the respondents appear to have considered taking work or using other facilities at
any distance from the estate, and so the possibilities and limitations resulting from the present or an
improved transport system had not really been considered.
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Leicester - Braunstone

The Area

Braunstone New Deal for Communities area is located on the western fringes of Leicester City and is
bisected by the Ring Road (A563), which causes noticeable severance of the area.

Braunstone Lane, to the west of the area, marks the divide between the 'County’ and the City - it is
perceived by some local people in the New Deal area to mark the divide between 'them [relatively
well-off] and us’. The main Hinckley Road, which runs from a Park and Ride at the junction with the M1
into the City Centre, borders the area to the north. In the south of the area there is the A4560 leading from
the M1 to the City Centre.

There are few employment sites in the area and no chemists, launderettes, financial outlets or other
meaningful retail options. There is no physical presence from social services. The north area housing
office has been closed and only recently has the local community centre reopened. Medical facilities in the
area are inadequate and of poor quality.

The north-western part of the area is on higher land than the other parts, so all pedestrian journeys
between different parts of the area involve walking up/down a hill. One informant suggested that the
north-western part was a

"Ghetto, cut-off from the decent area and fenced in by the ring-road"

Cort Cresent, which runs alongside the park, is served by a double deck bus route. This was described as a
bus that you could "drive your buggy onto" by one of the young mothers. There are two hoppa bus

services in the New Deal area. The 64, Fox Cub (operated by Arriva) runs through the north-western area
from Leicester Forest East to the City Centre. The 51 Hoppa bus service serves the north-eastern and
south-eastern parts. There are bus services on the Hinckley Road and Braunstone Lane that can be
accessed via a short walk if you live on the fringes of the area. Also there is a Park and Ride with an
express (non-stop) bus service to the City Centre.

Overview of Transport Connections and Relationship to Social Exclusion Issues

Although the background household interview sample is too small to be statistically significant, the fact
that 29 of the sample of 50 did not drive, and 33 of them travelled as a passenger once a month or less,
coupled with the fact that 20 never used a bus and only 25 used a bus two or more times a week, does
concur with impressions gained from groups and interviews that people’s horizons were very limited and
that, on the whole, many people, for whatever reason, tended not to go anywhere very much. [One
researcher described the level of movement in Braunstone at 8.30 a.m. giving the feeling of being in the
1950s.] There was, in fact, a very strong sense of community. The lack of travel would also explain why
people did not, on the whole, see travelling as a problem; they mostly did not equate possible
improvements to their life (if, indeed, they really believed their lives could be improved at all) with
mobility possibilities.
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Liverpool - Kensington
The Area

The Kensington New Deal for communities area is an integral part of inner-city Liverpool, a couple of
miles east of Liverpool City Centre. It is bounded by two major roads to the city. The area is characterised
largely by pre-1919 commercial and residential development suffering market collapse. House prices have
collapsed, and there is a high level of prostitution, drug abuse and other crime in the area (7 murders
within 2 years). Many of the houses in Kensington are two-up two-down terraces on narrow streets (which
are used by commuters for daytime parking). 10% of the properties are voided and there is a general air of
neglect and dilapidation. This is mirrored in the high percentage of voided shops, particularly on
Kensington Road, and the run-down Kensington Shopping Arcade

The area is bounded by busy radial routes -Kensington Road in the north and Edge Lane/Wavertree Road
(which is effectively a continuation of the M62) in the south. Both are well served by bus services.[10]
Buses are quite frequent during weekdays, but are less frequent at off-peak hours and on Sundays.
Reduced fares, using various types of travelcard, are available for a variety of groups. Edge Hill station is
a ten-minute walk from the New Deal area. Taxis are reasonably cheap and it is considered normal to use
them. The pedestrian environment is very poor (some pavements are in poor repair and roads are hard to
cross) and the area is not considered safe at night.

Overview of Transport Connections and Relationship to Social Exclusion Issues

In this part of Liverpool, the contribution of transport to social exclusion is less concerned with public
transport services, which are good, than with the whole transport environment. There is a great deal of
through traffic and because there are direct bus services to the city centre, non-residents use the very small
side streets as park-and-ride nodes. Local residents resent this. Traders are hampered by the lack of
passing trade and the ease with which local people can leave the area to do their shopping. But it would
appear that public transport, while catering well for radial and a few orbital single-stage journeys, does not
cater well for job opportunities which, such as they are, are rather dispersed.

Older people, although appreciative of the cheapness with which they can travel, do seem to feel that they
are rather treated as second-rate citizens by drivers. It was reported that the same was true of young
people. But public transport itself is not a major problem. Its daytime effectiveness does, however,
contribute to the social exclusion of the neighbourhood. Firstly, as car ownership in the area is low, streets
are used as parking places for ongoing bus users. Secondly, people can, and do, escape easily to spend
their time and money elsewhere.

Manchester - Beswick and Openshaw

The Area

The East Manchester community comprises a heterogeneous, but geographically distinct area totalling
9,417 households across Beswick, Openshaw and Clayton. The New Deal area comprises Beswick and
Openshaw and a small fraction of Clayton.
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The three parts of the New Deal area are separated from each other by roads and in the centre by industrial
land use. Residents consider themselves to belong to one or other of the three "villages" rather than to East
Manchester as a whole. Facilities in Beswick are very poor; there is a small shopping precinct and a
run-down Saturday market. There is no surgery or community centre. Openshaw, on the other hand, has
slightly better facilities, but still no banks or petrol stations.

Beswick and Openshaw are located between the Ashton Old and New Roads to the east of Manchester
City Centre. There are frequent and fast bus services running to and from Manchester City Centre along
both the main radial routes; there is a bus service, with low-floor buses, that crosses Beswick, running
North to South up Grey Mare Lane, but no equivalent for Openshaw. The new metrolink system in
Manchester will eventually be extended to Beswick to coincide with the opening of the Commonwealth
Games Sports City 2002. The Ashton New Road is served by four routes. Clayton has the Route 216. The
Manchester Minibus agency had, very shortly before this research was carried out, launched a circular
route Hail and Ride service called the E1. This was designed to link the residents of inner parts of Clayton
and Beswick with essential facilities and services.

There is a "hire car" culture in the area. The cost of hire car journeys was very competitive when

compared with bus fares, particularly if more than one person was travelling. There was a stand in

Beswick by the shopping precinct and on a Saturday we observed a continuous stream of shoppers making
use of this service. [About a third of respondents to our household questionnaire said they used a taxi at
least once a week.]

During off-peak periods there is a considerable amount of traffic on both the radial roads. The New Deal
team is concerned about the level of road accidents and has asked the DETR to include this as a
monitoring factor. Some work has been done in terms of School Travel Plans and Initiatives.

Overview of Transport Connections and Relationship to Social Exclusion Issues

There are many reasons why the area is considered difficult to live in. "Problem families", nothing for
young people to do, little local employment, and dangerous roads, are all important. All of these lead to a
feeling of helplessness and contribute to the feeling experienced by many of being trapped. Transport, or
the problems associated with it, which include cost and the difficulties of getting to workplaces, and the
need to be endlessly waiting - hanging about - contribute to these feelings of being trapped and existence
being rather bleak. So does the difficulty of getting out cheaply and easily in leisure time (particularly
Sundays.)

Middlesbrough - Whinney Banks and West Lane
The Area

The New Deal neighbourhood is on the western fringe of Middlesbrough, adjoining the town centre at its
north-eastern edge. It is bisected by two of the region’s major trunk roads, the A19 running north-south

and the A66 running east-west. The A66 was driven through a traditionally cohesive neighbourhood,
separating residents located just 50 metres apart. Other busy arterial routes, the A1032, A1130 and B6451,
separate people from local facilities such as shops and schools. As a result, the different parts of the
neighbourhood are now connected by footbridges, pedestrian walkways, and crossings. It is basically in
two parts: Whinney Banks is some distance from the centre of Middlesbrough (20-30 minutes walk); West

-34-



Department for Transport - Social exclusion and the provision of public transport - Main report

Lane is in Middlesbrough (5-10 minutes walk), but cut off from the town centre by main roads and a very
busy roundabout. There are quite frequent bus services on the main roads near both neighbourhoods.

There is some shopping in the area and, in addition, there is the Teesside Retail Park on the other side of
the A19 dual carriageway, which also has a nightclub. But the walk from the estate to the Retail Park is
regarded as being dangerous after dark and unsuitable for returning with heavy shopping.

The neighbourhood is not at first sight unpleasant, much of it being well laid out, with houses grouped
around courtyards and local green spaces. However, it is a poor environment. There are very limited
employment opportunities and few facilities, not even a GP surgery or bank; residents have to go to the
town centre and beyond for almost all their services above and beyond basic shopping, which is often
inconvenient and time-consuming.

Overview of Transport Connections and Relationships to Social Exclusion Issues

Transport was nhot perceived by a large number of people as causing a particular problem for adults (for
shopping, school, leisure activities, etc), although it was made clear that there were many transport
constraints on everyday activities. Young people, however, found their activities restricted not only by

lack of direct buses but also by problems understanding bus and train timetables (the coast was not far
away by train). They were very underconfident about travelling. For adults, employment was constrained
by transport. This was underlined by those respondents who have a car, who made it clear that the pattern
of their lives (in particular their jobs) would not be possible without the car.

In the household survey done for the New Deal, transport featured both directly and indirectly. When
respondents were asked what they thought was the major barrier to employment, the most common
response was "shortage of local vacancies" (36%), and lack of transport was also a barrier (21%).
However, there was a feeling that people did not actually want to travel very far to work. This was to
some extent confirmed by the New Deal survey which found that of those surveyed who were looking for
work, 44% were not prepared to travel for more than half an hour (this included a couple of people who
were not prepared to travel for more than 15 minutes).

Newcastle Upon Tyne - West Gate

The Area

The Newcastle upon Tyne New Deal area is extensive, encompassing Cruddas Park, Rye Hill, Elswick,
Westgate and Arthur’s Hill. The Eastern boundary of the areas is next to Newcastle City Centre, which is
a potential source of employment. There are 3,975 households in the area with a total population of 8,500.
About two thirds of the housing is Council or Housing association. The house types include pre-1919
terraced houses and flats modernised in the '70s; interwar maisonettes converted and updated in the '80s;
11 high rise blocks from the '60s and some '60s and '70s and '90s low rise housing. The area includes the
Newcastle Arena, the new Gene Museum, Newcastle College and three primary schools.

The population contains several different social groups. There is a significant Bangladeshi population and,
overall, 16.7% of the residents are from black and other ethnic minorities. The unemployment rate in the
area is 36.2% (compared to a City average of 17.2%).
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There has been high employment in this area for a number of years (generations in some families), and
being without formal work has become a way of life. The traditional local employer was Vickers

Armstrong. Before the demise of the ship-building and associated industries, Vickers had employed

50,000 people on the site. This has now been renovated and there is a small business park, including a call
centre. The site now employs around 5,000 people, most of them in white collar occupations.

There are a number of quite fast and frequent bus services running east to west, but it is difficult to travel
directly north/south by public transport; going in and out of the city is the only way to do this.

Overview of Transport Connections and its Relationship to Social Exclusion Issues

This is an area of very low aspirations and a long tradition of any ambitions suppressed in the face of the
reality of increasing unemployment over several generations. There were some rather negative comments
about the grandiosity of projects such as the Gene Museum and the Opera House. There was also
scepticism about the possibilities of any change, although people were keen to see environmental
improvements in the area.

Transport is not a major preoccupation, probably because this is an area of historically very low mobility .
It may also be because so many people are not constrained by a shortage of time and probably cannot
afford to go out often, as it involves spending money both on transport and at the destination. However,
for those who did want to work, journeys to some employment sites would be very tortuous and
time-consuming because of the lack of direct routes and might well be a disincentive.

Newham - West Ham and Plaistow

The Area

The West Ham/Plaistow New Deal area comprises three main section: Brooks and Plaistow North,
Woodlands, and Eastlea. In the centre is the Memorial Recreation Ground and East London Cemetery,
which tends to divide the area. It has a bad reputation and adults generally think of it as a'no go’ area. It is
surrounded by low shrubs and bushes and has in the past been the site of a ’Klu Klux Klan’ event. Each of
the three parts is heterogeneous, but can be broadly differentiated by type of housing stock and population.
Community severance is a key characteristic of Newham, mainly due to east-west transport axes such as
major trunk roads (A13 and Al1l) and rail lines.

Itis a very mixed area in terms of ethnic groups and age structure. Racial prejudice is rife. Some parts of
the neighbourhood felt quite intimidating. However, within the various groups, particularly among the
Pakistani population, there seemed to be a very strong sense of community and people helped each other
out by doing chores or by giving lifts.

There is a wide choice of transport services on main routes in Newham. The extent to which transport was
a problem or even an irritant varied very widely depending on the time constraints and the travel
ambitions of the people being interviewed. There were many comments about bus bunching and being
kept waiting in long queues; there were also problems financing bus travel. There were a few comments
about the Jubilee Line, which it was felt was not for the locals, as they did not travel into the West End.
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Overview of Transport Connections and Relationship to Social Exclusion Issues

Although, in general, people did want more things to do in the local area, they were obviously prepared to
travel a certain amount if they had to, but they wanted better and possibly cheaper transport.

They were aware of the wide choice of mode. There was no feeling that they were "trapped" and that they
could not get to where they wanted to go. There was, however, a widespread feeling that because bus
transport was so unreliable, disproportionate amounts of time had to be spent getting anywhere; people did
not like the feeling that they could easily have to wait 25 minutes for a bus, or that it could take 45

minutes to get to Stratford. This made life rather difficult when there were definite time constraints, such

as hospital appointments.

In this area the inadequacies of the transport system appear to contribute to residents’ negative feelings
about the area, probably do not help their self-esteem, constricts their lives, and can seem expensive.
However, while transport is a limiting factor in many people’s lives, it would be hard to attribute
responsibility to it as a major contributory factor to the area’s overall problems.

Norwich - North Earlham, Larkman and Marlpit

The Area

The New Deal area for Norwich is to the north of the city and consists of three peripheral estates. They are
very different in character and even within each estate there is a great variety of housing and, apparently,
income level. Most of the houses have gardens. There are three main roads in or around the area: Earlham
Green Lane, which runs along the southern boundary, Guardian Road, which is the eastern boundary, and
Dereham Road, which runs through the neighbourhood with Marlpit estate to its north. The area has been
heavily traffic calmed as a result of accidents.

The Dereham Road has four lanes and there is fast moving traffic in off-peak periods, which serves to cut
off the Marlpit housing area.

There is little for young people to do. There is no doctor in Earlham and no supermarket. The school that
most parents want to send their children to is not in Earlham, which is just outside the southern boundary
of the area, but in Hellesdon, which is just under three miles north of the New Deal neighbourhood. The
community appears to be suffering from a great lack of morale and low self-esteem.

Most of the area is within about 500 metres of a radial road. There are a number of moderately frequent
(10-minute headway) buses on these roads, following the lines of the old tramlines. There are no orbital
routes and no direct bus routes to the preferred supermarkets. There are no routes through the estates.
There was a tendered service in Marlpit, but ridership was too low for Norwich City Council to subsidise.
The No. 18 still runs through Marlpit every 30 minutes, but not "round the houses". The fares are more
expensive than in most of the areas in this study.
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Overview of Transport Connections and Relationship to Social Exclusion Issues

Respondents in this area were more aware of the relationship between the limitations imposed by public
transport and the constraints in their lives than the respondents in the other urban areas we surveyed.
There are several possible reasons for this:

i) There has never been a large local paternalistic employer, so people are used to the need to travel more
than walking distances to work. They are therefore more likely to be aware of the transport issues.

i) Norwich is not a large city and many facilities, such as supermarkets and places of employment, are
beyond the boundaries of the city, either in the country or in other towns; in fact to get the kind of choice
of job, shops, leisure pursuit, etc that is considered normal, it is probably necessary to travel beyond
Norwich City Centre. This will necessarily involve a fairly long walk, a change of bus, and probably cost
several pounds.

Nottingham - Radford and Hyson Green
The Area

Radford and Hyson Green is a multi-cultural area just to the north west of the City Centre. It consists
mainly of pre-1919 terraced property with some in-fill areas of local authority housing and social housing
on former clearance sites. It has quite a high population density. It is a very mixed area with a significant
ethnic minority population, and also an above average proportion of students.

The area suffers from a poor reputation, although the main shopping road is not unduly run down. There
also seems to be a strong sense of community, helping out, lift-giving etc. However, people do not want to
move there, businesses do not want to be based there and employers do not want to employ people from
there. [This is despite the fact that there are prospering businesses and skilled residents within the area.]
There have apparently been previous attempts at regeneration initiatives within the area.

There are a number of bus routes down the radial roads in the area, but, as in most towns of this size,
radial journeys are accomplished by taking one bus into town and taking another bus out again. A radial
bus linking ASDA supermarket with Queen Mary Health Centre and the University has recently been
started, but it is not very frequent and has not attracted many riders, although this may be because it is
only a few months old. An important future element in the transport system is the NET (tram) which is
due to be constructed shortly and which should link this area with areas of employment. However, traders
are worried about it because the market will go when the NET arrives and there are worries about the
impact it will have on the local ASDA.

Overview of Transport Connections and Relationship to Social Exclusion Issues

Although isolation cannot be considered a major feature of this neighbourhood because of its proximity to
the city centre, there are several groups in the area whose patrticipation in all normal social activities is
considerably constrained by their transport opportunities and are affected by its cost.
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Hospitals and health centres were not easy to reach, which was causing people to miss appointments,
wasting health resources. Women from ethnic minority groups were not very happy about public

transport, did not really want to use it, and would rather drive, particularly if they were trying to juggle
childcare and work responsibilities. Because of the dispersed nature of work facilities, jobs were not
always easy to access. There were not enough activities for young people and transport affordability was a
problem here (as with some other groups).

In common with many other neighbourhoods, the lack of orbital bus routes meant that, in general, because
of the need to go into town and out again to travel anywhere except the town centre, disproportionate
amounts of time were spent by non-car owners undertaking most activities. The NET, if affordable, could
overcome some of these journey problems - but might on the other hand, through siphoning people away
from trade in the area, contribute to its further decline.

Sandwell - Greets Green
The Area

The borough of Sandwell is akin to an inner city because all its boundaries are with other Metropolitan
Districts. Some of Sandwell serves as a Birmingham dormitory, although this does not apply to the New
Deal area. Industries have traditionally included metal, primary industries feeding metal industry, and
metal manufacturings. Many industries are still in the area, although some factories have been replaced.
Greets Green is in the heart of West Bromwich to the south and west of the town centre. As well as
residential areas there are thriving industrial units, playing fields, shops, and running through all this, the
canal, which in some senses, since it lost its predominant economic and transport function, plays host to a
'ribbon of poverty'.

In spite of the existence of several major employers within Greets Green, local residents are unable to
secure quality employment. This is partly due to a lack of skills among the resident population and the
absence of a locally directed employment link between residents and employers. In éssftergs' a

lack of connection between residents and their community and between employers and.té&idents

The area has a significant ethnic minority population (about 30%), largely housed in the East End of the
area, in Victorian terraced housing. This area, although run down, is lively and contains shops, health
centres, places of worship, etc. It is also within easy reach of West Bromwich shopping centre. Six
minority languages are spoken. All the communities have their own standing forums. The extreme west of
the area contains the other residential part of the New Deal Area. This is low-density council housing, laid
out with plenty of small green spaces.

The New Deal area is essentially served by two main bus routes. The 401/2 provides connections along
main roads to West Bromwich from Tipton and has Bilston and a 10 minute frequency Monday to
Saturday. The 74 is another major route that runs along the outskirts of the New Deal area at a 10 minute
frequency and provides another useful connection to West Bromwich or Dudley. Most areas are within
walking distance of these two routes. These two main routes are supported by a series of hail and ride
services such as the 630/1 that go through estates to and from West Bromwich at 15 minute intervals. This
is supplemented by a 458/9 service at 30 minute intervals. Bus Links across much of the Black Country
are available from West Bromwich. There are also Midland Metro stops within walking distance of most

of this area.
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Overview of Transport Connections and its Relationship to Social Exclusion Issues

It would be misleading to suggest that the contribution of transport to social exclusion problems in West
Bromwich is very significant. There are certain problems of affordability. What is clear is that there are a
number of cultural constraints among all groups (from Bangladeshi women through to young people)
which limit the extent to which they are prepared to travel or see travel as a necessary part of daily life.

3. General Overview of Transport and Its Relationship to Social
Exclusion Issues in the New Deal Areas

The New Deal neighbourhoods were chosen because they suffer from multiple deprivation. As is clear
from the brief descriptions, this is a heterogeneous collection of areas, whose social and spatial
characteristics are very varied indeed. So also are their environmental characteristics, and their provision
of services and other facilities. The peri-urban estates such as Kings Norton, Preston Road, North Earlham
and Moulsecoomb share common characteristics in being quite detached from mainstream city centre
activities and having mostly lost a major local employer. Similarly, inner-city areas such as Greets Green,
Shoreditch and West Gate have characteristics in common. Many of the areas have a main road running
through which contributes to community severance. While the main roads are often well served by bus
routes, overall, the levels of transport provision vary widely. So do fares, and in all areas there were those
who found public transport expensive.

There is a considerable amount of sharing and self-help in some of the neighbourhoods, which suggests
that however depressed the area may appear and however short of formal support, many informal social
networks function to fill the gaps. About a third of the people interviewed individually had various
reciprocal arrangements to do with shopping and keeping an eye on children, and about a third also said
that car-owning neighbours helped them out by giving lifts. Of the others, many who did not have such
arrangements nonetheless said there was a good sense of community, although there were, in all areas,
those who clearly did not feel part of a local community.

One of the distinguishing features of all the neighbourhoods is that while the residents sometimes have to
leave them in order to carry out their daily business, there is little or no reason for them to be visited from
outside except by people who have a particular personal connection. Nor do people, in