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EXECUTIVE SUMMARY

Introduction

Though the ‘disbenefits’ of car travel are increasingly clear, ownership and use
continue to rise, despite a growing policy emphasis in Scotland — as elsewhere - on
reducing car dependency and achieving modal shift. The 2002 Scottish Social
Attitudes Survey (SSA) included a set of questions, sponsored by the Scottish
Executive, aimed at exploring public attitudes towards car use and modal shift.

The 2002 SSA was the fourth in a series of surveys run by the National Centre for
Social Research Scotland (NatCen Scotland), aimed at proving robust and reliable
measures of public attitudes in the devolved Scotland. The survey was based on
interviews with a representative sample of 1,665 Scottish adults, with fieldwork
carried out during the summer of 2002.

The nature and extent of car use

Although three-quarters of Scottish adults (75%) now live in households which own
or have regular use of a car and 63% are ‘current drivers’, car use and access vary
considerably across different sections of the population.

Those most likely to have access to a car and to be drivers themselves are males,
those with higher household incomes, those resident in less urban areas, and those
aged between 25 and 64.

It is not just that most people have access to cars: of those who do, most tend to use
them very often — 70% of drivers, for example, drive every day or almost every day.
Over half of all respondents (55%) travel by car as either driver or passenger every
day or almost every day.

This makes the car by far and away the mode of transport of choice (or constraint) for
the vast majority of the population.

When respondents were asked which type of journey is responsible for most of the
miles they travel by car, they were most likely to mention travel to a place of work,
education or training.

Why don’t people drive cars?

Among those who don’t drive cars, the most common reasons are simply that they
don’t have a licence (mentioned by 64%) or cannot afford to own or run a car (31%).
There is little evidence of a principled objection to car use, only 7% of non-drivers
citing environmental impact as a reason.



Alternatives to car use

Only around one car user in ten feels that they have no alternative to the car for the
type of journey that they make most often. For most people, for most types of trip, bus
is the main viable alternative.

The two most commonly-mentioned disadvantages in making such a switch are length
of journey time (mentioned by 72% of respondents in relation to travel to work) and
convenience (mentioned by 68%). By contrast, cost was mentioned as an advantage
by only a round a third of those able to travel by an alternative mode for their main
journey type.

Attitudes towards bus travel

The survey provides limited evidence that people feel insecure or unsafe using buses
— with just one in five disagreeing with the statement, ‘bus travel is safe’. That said,
the proportion disagreeing was slightly higher among women, among people in urban
areas and among older people.

In both urban and rural areas, negative perceptions of bus travel are most likely to
relate to the frequency of services, followed by cost, then punctuality and, finally,
personal safety.

Non-drivers were generally more positive than drivers about bus travel. Whether
drivers hold negative perceptions because they rarely use buses, or rarely use buses
because of their perceptions, is not possible to establish from this study.

Typology of the potential for shift from car to bus travel for short trips

Using responses to two agree-disagree statements (‘many of the short journeys I now
make by car, I could just as easily go by bus’ and ‘even if the public transport in my
area was really good, I would still want to travel by car most of the time’) a typology
was constructed of individuals’ ability and willingness to shift from bus to car travel
for short trips.

Only around a quarter of car users (28%) respond in ways which indicate that they
would be willing to shift and around a third (35%) in ways that suggest they might be
able to do so — moreover, those who are least able and willing to shift are those who
drive furthest and most often.

The proportion of car users indicating that they would be able to shift is significantly

higher in urban than rural areas, though there is no significant difference in the
proportion that would be willing to do so.

i



Influences on mode of transport choices

When asked specifically about the factors they consider when deciding what form of
transport to use, people are most likely to mention convenience (67%) and journey
time (47%).

Convenience is more likely to be mentioned by drivers than non-drivers and, among
drivers, by those based in urban areas and in the top income quartile.

Cost is more likely to be mentioned as a key influence by non-drivers than drivers
and, among drivers, by those in the youngest age group and the lowest income
quartile.

Fewer rural drivers mentioned convenience, journey time and the weather as
influences on mode choice — perhaps reflecting the fact that they often have no choice
about how to travel.

Attitudes towards policy ‘carrots’ and ‘sticks’

When asked what effect four possible policy interventions (gradually doubling petrol
prices over the next 10 years, introducing peak time congestion charges in city
centres, improving reliability of local public transport and cutting long distance rail
and coach fares) would have on their car use, half or more car users (48%-59%) said
of each that it would influence them to use their car less.

Car users in the 18 — 24 age group, those living in accessible urban locations, and
those who rated their local public transport as good were more likely to say they
would use their cars less in responses to ‘stick’ measures.

Car users in the 18-24 group and those from the highest quartile of household incomes
were more likely to say they would use their cars less in response to ‘carrot’
measures.

Those whose responses indicate that they would be able to shift from car to bus travel
for short journeys are likely to be influenced to cut their car use by the ‘sticks’ of
petrol prices rises and congestion charges.

The reverse is true for those more willing to shift from car to bus travel for short trips

who are likely to be influenced to cut car use by the ‘carrot’ of improvements in
public transport.

il



Conclusions

It needs to be remembered that car access and use is clearly patterned by age,
geography and income and that, even among car users, there is wide variation in
patterns of use and dependency.

Although the vast majority of car users could make alternative arrangements for the
majority of their journeys, most of the time, the speed, convenience and autonomy
offered by car travel outweigh other factors — including cost.

Financial disincentives to car use are likely to impact disproportionately on car users
in the poorest households — while it is those in the most affluent households who are
most likely to have access to cars and to use them most often. For this latter group,
improvements in public transport appear more likely to help bring about modal shift.

There is wide variation in the willingness and ability of car users to switch to other
forms of transport. Scotland now needs a range of targeted policies and packages of
measures that, in particular, will offer practical help to those currently unable to shift
and coerce or persuade those presently unwilling to do so.

v



1.1 INTRODUCTION

At both an individual and collective level, the ‘disbenefits’ of car travel are increasingly
apparent (Adams, 1999; Engwicht, 1998; Garling et al, 2002; Goodwin, 2001; Litman, 1999;
Newman and Kenworthy, 1999; RAC, 1995; Semlyen, 2000; Sloman, 2003; Stradling,
2002a,b). And yet, in Scotland — as elsewhere — car ownership continues to rise, despite a
growing policy focus on reducing car dependency and achieving modal shift. To understand
how such efforts might be made more effective, it is important to have reliable information
about transport behaviours and the attitudes that underpin them.

What is it, for example, that people value about car travel? What do people actually use their
cars for and how do they feel about the prospect of making such journeys by other means? To
what extent do car users actually feel there are viable alternatives for the type of journeys
they make most frequently? If such alternatives existed, what indications are there that they
would use them? What are the main considerations that seem to drive individual transport
decisions and collective transport behaviours? How do car users respond to possible ‘carrots’
and ‘sticks’ — for example, improvements in public transport or increases in the price of
petrol? Does Scotland have a ‘car culture’? In other words, does people’s attachment to their
cars go beyond simple considerations of function, availability and convenience? If so, what is
the basis of that attachment? To what extent are transport-related attitudes consistent across
the Scottish population and what are the implications of sub-group variation for the
formulation and implementation of policy?

These are some of the questions that this report addresses. Based on data from the 2002
Scottish Social Attitudes survey (SSA), the following analyses provide an overview of
attitudes and behaviours across the Scottish adult population as a whole, a summary of the
main ways in which those vary across different sub-groups, and a benchmark against which
to measure shifts over time.

Specifically, the report aims to do the following:

e Examine the nature and extent of car use in Scotland, including the frequency with
which people use cars and what they use them for

e Address the question of why some people don’t use cars, to see if there are lessons
here for encouraging modal shift within the broader population

e Consider the extent to which car users feel there are viable alternatives for the more
frequent types of journey

e Provide information on public views of the most important of those alternatives for
short journeys, namely bus travel

e Develop a typology of the possibilities for modal shift between car use and bus use
for short journeys, distinguishing between those who see themselves as unable and
those who would be unwilling to change

e Offer some conclusions about the implications of the findings for policy.

1.2 ABOUT THE SCOTTISH SOCIAL ATTITUDES SURVEY
The 2002 SSA was the fourth in a series of studies run by the National Centre for Social

Research (NatCen) Scotland. Its aim is to provide independent, authoritative, high quality
data on social and political attitudes in Scotland in order both to inform public policy and



facilitate the academic study of public opinion, in much the same way that NatCen’s British
Social Attitudes survey has done since 1983 across Britain as a whole.

The SSA 1is not an opinion poll. Polls take the 'pulse' of the public at frequent intervals, using
quota sampling methods and asking only a small number of questions about each topic.
Scottish Social Attitudes, in contrast, explores issues in much greater detail and aims to
identify underlying patterns in people’s attitudes and values and how these patterns change
over time.

The survey takes place annually and is based on a random sample of around 1,600 people
from throughout Scotland (including a booster sample of respondents in rural areas). As such,
it is large enough to explore variations across key sub-groups and, through its use of rigorous
probability sampling, offers a high degree of precision and confidence in the results.

The sample is obtained by taking a sample of the addresses held by the Post Office in its
postcode address file and then attempting to interview a randomly selected person aged 18+
living at each address. No information is published from the survey that makes it possible to
identify any individual participant, only statistical summaries of the pattern of attitudes across
groups of individuals.

Further details about the way the survey is carried out and a copy of the questions asked as
part of the 2002 transport module can be found in Appendices A and B to this report.



2.1 THE EXTENT OF CAR USE

Although the SSA was not intended to provide definitive measures of transport-related
behaviours (more precise indicators are available from sources such as the Scottish
Household Survey and the National Travel Survey), it nevertheless provides some valuable
pointers about the nature and extent of current car use in Scotland. This is useful information
in its own right, and it also helps to make sense of the attitudinal data collected by the survey.

Perhaps the first thing to say is that, while the car is not yet as ubiquitous as the television or
the telephone, three-quarters of Scottish adults now live in households which own or have
regular use of at least one car. Of course, not all car users are actually drivers. That said, more
than six in ten adults (63%) say that they do currently drive.

Table 1 — Household access to cars and current drivers

% resident in % current drivers Sample

household with car size
All 75 63 1665
Males 77 73 784
Females 73 54 881
Age
18-24 66 41 114
25-39 79 71 439
40-64 82 72 704
65+ 57 42 404
Urban / rural area
Accessible urban 62 60 1116
areas (SHS cats 1-3)
Rural & remote 87 75 549
urban (SHA cats 4-6)
Household income
Highest quartile 95 86 462
Lowest quartile 43 34 215

There is, however, considerable variation in patterns of car access and use across different
sections of the population. While equivalent proportions of males and females live in
households with access to a car, three-quarters of males compared to half of females currently
drive. Those in the youngest and oldest age groups are less likely to live in households with
access to a vehicle or to be current drivers. People living in Scotland’s rural areas are more
likely than those in urban areas to be drivers or to have access to a vehicle through their
household." And car access and use is most clearly and radically patterned by income.

! Throughout this report, we have used an urban/rural distinction derived from the Scottish Household Survey’s
six-fold classification. For the purposes of our analysis, we have defined urban in terms of categories 1-3 (‘the



Among respondents in the highest income quartile, just one in twenty lives in a household
without access to a car or van — compared with more than half of those in the lowest income
quartile — and 69% live in households where both they and other household members have
vehicles.

Overall, then, those most likely to have access to cars and to be drivers themselves are males,
those with higher household incomes, those resident in less urban areas, and those aged
between 25 and 64.

None of the above variations are particularly surprising. However, it is easy to forget that car
access and car use are not uniform phenomena — in the sense that they vary in extent across
different sections of the population, but also in their causes and consequences. We should not
assume that the factors that drive (or restrain) car use among young people are necessarily the
same as among older people; or that a given level of car ownership is equally problematic in
both rural and urban areas. In other words, policies aimed at securing modal shift need to be
focused on particular groups — both to ensure that behavioural change happens where it is
most needed, and that the buttons that are pressed are indeed the right ones. The following
sections explore these issues in more detail.

2.2  FREQUENCY OF CAR USE

Of course, simply having access to a car or having a driving licence is not, in itself, evidence
of car use or car dependency. If car ownership was widespread but actual car use limited — as
in a number of European countries with more attractive public transport systems - there
would be a less pressing need to achieve modal shift. In practice, however, it is clear not only
that most people have (or have access to) cars, but that most also use them relatively often.

Of those who drive, 70% say that they do so every day or almost every day, and a further
19% indicate that they drive at least on between 2 and 5 days per week. If we look at car use
as either a driver or a passenger, over half of al/l respondents (55%) said that they travel by
car every day or almost every day.

Again, stark differences are evident by household income here. Whereas three-quarters of
those in the highest income quartile (78%) use a car every day or almost every day, the same
is true of just three in ten (29%) of those in the lowest income quartile.

Although residents of rural areas are more likely to have access to a car and to actually drive,
if one looks solely at car users, there are no clear differences in frequency of use between
those in urban and rural areas.

2.3 COMPARISONS WITH OTHER MODES OF TRANSPORT

How does car use compare with use of other forms of transport? To set the above figures in
context, the following graph shows the frequency with which respondents say they use cars
(as driver or passenger), buses, trains and bicycles.

four cities’, ‘other urban’ and ‘small accessible towns’) and rural as categories 4-6 (‘small remote towns’,
‘accessible rural’ and ‘remote rural’).



Figure 1 - Frequency of use of different forms of transport
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Base=all respondents (n= 1,665), except ‘car — driver’, asked of current drivers only (n=1,008)

What is immediately clear from this is that the car remains the mode of transport of choice
(or constraint) of the vast majority of the population. No other form of transport comes close
in terms of the proportion of respondents saying that they use it regularly. Perceptions and
use of other forms of transport are returned to in the sections that follow.

2.4 DISTANCE TRAVELLED AND THE TYPE OF JOURNEYS MADE

Respondents were asked not only how often they travel by car but also to estimate how many
miles they travel by car (as driver or passenger) in an average week. This provides further
evidence of the extent to which car use is structured into our daily lives — around three-
quarters of car users (73%) say that they travel less than 100 miles each week; indeed, half
(46%) travel less than 50 miles by car each week, suggesting that much car use is for
relatively short trips.

What, then, do people in Scotland use their cars for? Respondents were asked about the types
of journeys that they offen make by car (not including any travel as part of their employment
or by taxi or minicab). Three-quarters of car users (74%) often use a car for shopping,
around two-thirds (65%) to visit family and friends and roughly half (46%) to commute to a
place of education, work or training.

When respondents were asked, however, which type of journey is responsible for most of the
miles they travel by car, a rather different picture emerges. Viewed from this perspective,
travel to a place of education, work or training emerges as the most significant journey type
(mentioned by 37% of car users).



Figure 2 — Type of car journey responsible for most of the miles travelled by car
Base=current drivers (n= 1,008)
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2.5 WHY DON’T PEOPLE DRIVE CARS?

Before moving on to examine what the survey tells us about the possibilities for shifting
current car users towards other modes of transport, it may be instructive to consider the views
of those people who do not currently drive.

Those people who do not currently drive a car were asked about the reasons for this and their
answers are summarised in Table 2. Across all sub-groups, the most commonly mentioned
reason (by 64% of non-drivers) was simply that the respondent could not drive or did not
have a licence. This response is not, in itself, especially revealing, since it masks a number of
other issues, such as age (they may not yet have started learning), income (they may not have
a licence because they cannot afford to learn or to run a motor vehicle), need (all their travel
needs may be adequately met by other forms of transport) or choice (they may have
principled objections to car use or simply dislike cars or driving).

The next most common response is perhaps more telling: 31% of current non-drivers say that
the reason for this is that they cannot afford to drive. This implies both that a significant
proportion of non-drivers would drive if they could and, perhaps, that economic factors may
be of particular significance in dissuading current drivers from doing so (though, as we shall
see later, responses to other questions partly undermine this argument). Again, this response
is especially common among young people — mentioned by 42% of those aged 18-24,
compared with just 20% of those aged 65 or over. There are, then, few grounds for optimism
in the observation that young people are less likely than those in subsequent age groups to
have and to use cars. This is not necessarily evidence of generational shift in attitudes
towards different forms of transport, but is simply a reflection of younger people’s limited
options and opportunities. Other recent studies have suggested that while many young people
don’t have cars, most aspire to, for the access and identity benefits that membership of the car
community confers (Stradling, 2002a, b, c; Stradling et al, 2001)



Among older people, there is clearly already a sizeable minority for whom car use is either
unnecessary or impossible (because of health problems or disability).

Interestingly, the proportion of respondents indicating that they do not drive because car use
is bad for the environment is highest among those in the top income quartile. As we have
seen, however, 19 out of 20 people in this group do currently drive. It is also almost three
times as common among people educated to degree level as among those with lower
educational qualifications.

However, there is little evidence among current non-drivers of a principled objection to car
use, only 7% citing that it is ‘bad for the environment’. This mirrors findings from an earlier
study for the Scottish Executive of non-car use which reported that “Advantages of not using
a car were perceived mainly in personal terms — reduced stress levels ... absence of parking
problems, cost savings and improved fitness. Fewer respondents cited wider environmental or
altruistic benefits” (Scottish Executive, 1999, p.1). This suggests that there is little prospect
of persuading current drivers to part with their vehicles (or to use them less) solely by
focusing on the negative impacts of car use at an environmental or societal level. Far more
important, it would seem from this analysis, are the individual level levers of price,
availability and attractiveness of other types of provision.

Table 2 - Reasons people don't drive cars
Base=non-drivers (n= 657); multiple response — answers may sum to more than 100%

Can’t Can’t Don’t Bad for Bad for Health/ Sample

drive/no afford to need to the  health age/ size
licence environ disability
-ment

All 64 31 27 7 4 9 657
Males 55 34 28 9 5 13 212
Females 69 29 27 6 4 8 445
Age
18-24 84 42 19 5 0 4 64
25-39 67 36 23 11 7 4 128
40-64 58 33 30 8 5 11 211
65+ 61 20 30 4 3 14 252
Urban / rural area
Accessible urban 66 32 29 8 4 9 488
areas
Rural areas & remote 56 20 17 5 4 14 169
small towns
Household income
Highest quartile 64 11 22 16 11 19 311
Lowest quartile 43 36 25 7 3 10 27




3.1 ALTERNATIVES TO CAR USE

We saw earlier that the types of journeys that most people are likely to make by car at some
point are to go shopping or to visit friends or relatives, but that the type of journey that
consumes the most road miles is to travel to a place of employment, training or education —
testimony to the impact that Green Travel Plans to work and school could achieve towards
modal shift. In order to gain a sense of whether people feel there are already viable
alternatives to car travel for the types of journeys they make most often, respondents were
asked how they would travel if, for some reason, they were no longer able to go by car (Table
3).

For most people, for most types of trips, bus is the viable alternative, although for certain
types of (typically highly local) journeys, such as travel to school/nursery or to the shops,

walking and taxi/minicab are also mentioned by a sizeable minority of respondents.

Table 3 — Type of transport would use if unable to travel by car by journey type

Work/  School/ Shops Leisure Family/ All

education nursery friends
Bus 45 43 44 42 51 47
Walking 14 35 22 14 10 14
Taxi/minicab 8 14 22 13 11 13
Train 9 0 2 9 18 9
Moped/scooter/motorbike 6 0 1 7 2 4
Bicycle 5 0 2 3 1 3
Could not make this type 13 3 ] 13 6 10

of journey without car

Base=respondents using car for type of journey made most frequently (n= 624)

Only around one car user in ten feels that they have no alternative to the car for the type of
journey that they make most often, though in relation to travel to a place of work, education
or training, or for leisure activities, this figure rises to 13%. Other recent research on Scottish
drivers (Farrington et al, 1998; NFO System Three Social Research and Napier University
Transport Research Institute, 2001, 2003; Stradling, 2003) has reported similar levels of
structural dependence on the car, distinguishing between those who are structurally car
dependent - the unable (‘I could not do otherwise’) - and those who are consciously car
dependent - the unwilling (‘Maybe I could, but I don’t want to”).

This suggests, however, that the vast majority of car users could make alternative
arrangements for the vast majority of their journeys if they had to. Why, then, do they not do
so? Respondents were asked what they thought would be the main disadvantages of using this
alternative form of transport compared to the car. Their responses, both for commuter-type
journeys and for all other journey types are shown in Table 4.



Table 4 — Disadvantages of alternative forms of transport

% mentioning Work/education  Other journey types
Would take longer 72 64
Would be less convenient 68 65
Would be less sure of getting there on time 44 22
Would be less comfortable 42 32
Would cost more 31 35
Would be more stressful 22 22
There would be no disadvantages 2 3

Base=respondents able to travel by alternative mode for main journey type (n=530)

Perhaps the first thing to note is the very small proportion of respondents who say that there
would be no disadvantages in switching to an alternative mode of transport - though, since
people who travel by car do so precisely because of the advantages it offers, this is perhaps
not surprising. The two most common disadvantages mentioned relate to length of journey
time and convenience. For travel to work or education, lack of certainty about arrival time
and a perception of greater discomfort are also substantial considerations. Although cost is
mentioned as a disadvantage by around a third of respondents, on the basis of this evidence, it
does not appear to be the most common consideration.

A further indication of the extent to which car users could switch to other forms of transport
comes in the form of response to two agree-disagree statements: ‘Many of the short journeys
I now make by car I could just as easily walk’ and ‘Many of the short journeys I now make
by car I could just as easily go by bus’. Thirty-eight per cent of current car users agreed with
the first of these (10% agreeing strongly) and 33% with the second (5% strongly). Although
slightly higher proportions in each case disagreed, the results still suggest significant numbers
of car users are not necessarily constrained to use a car through absence of opportunity to do
otherwise.

Just as revealing are responses to a further statement: ‘Even if the public transport in my area
was really good, I would still want to travel by car most of the time.” The critical word here is
‘want’, signalling this as a clear measure of personal preference or inclination. Around half of
all car users agree with the statement (14% agreeing strongly) and only around a quarter
disagreed (6% strongly). Interestingly, however, the proportion disagreeing was slightly
higher among the critical group of respondents in the highest income quartile — 30% of whom
did so, 12% strongly — suggesting that richer respondents are less strongly attached to their
cars.

3.2 ATTITUDES TOWARDS BUS TRAVEL

We have seen that, when asked about alternative modes of transport, car users are most likely
to say that they could make existing journeys by bus. Why, then, do more not already do so?
And why do those who already do, not do so more often? This section explores these issues
in more detail.

One hypothesis is that people feel insecure or unsafe using buses, particularly after dark. The
results from the SSA (Table 5) suggest that this is not generally the case — 58% of



respondents agreed with the statement ‘bus travel is safe’ and just one in five disagreed.
There are, however, age and gender effects here and these should not be overlooked — 65% of
men agreed with the statement that ‘bus travel is safe’, for example, compared with 56% of
women; 72% of 18-24 year-olds agreed, compared with 56% of those aged 65 or over.

One further point worth noting is that, where concerns about safety do exist, they do not
necessarily seem to spring from a fear of the unknown: the proportion disagreeing with the
statement and thus not seeing bus travel as safe was slightly higher among those who travel
by bus every day than among those who do so less often.

Table 5 — Agreement/disagreement with statements about bus travel

Agree  Agree Varytoo Disagree Disagree Can’t

strongly much to strongly choose
say

Buses are safe to travel in 6 52 5 14 4 15
after dark

Buses do not run often 13 37 4 26 4 13
enough

Buses cost too much 10 30 3 33 3 16
Buses run on time 4 43 5 23 5 16

Base=all respondents (n= 1,665)

There is greater agreement that buses are insufficiently frequent (50%, with 13% agreeing
strongly) and cost too much (40%, with 10% agreeing strongly) — though in neither case does
a clear majority of the population believe this to be so. There was also relatively little
disagreement with the proposition that ‘buses in your area generally run on time’ (28%,
compared with 47% in agreement).

We noted earlier that access to and use of cars are by no means uniform phenomena and that
important variations exist in attitudes and behaviour across geographic areas and population
sub-groups. The same, of course, is also true in relation to other forms of transport. It is not
surprising, then, that perceptions of bus travel are markedly different in accessible urban
compared to remote urban or rural locations (Table 6).

10



Table 6 — Agreement/disagreement with statements about bus travel by urban/rural

Agree Vary too Disagree
much to say
Buses are safe to travel in after dark Urban 67 7 26
Rural 84 5 11
Buses run on time Urban 57 6 37
Rural 66 7 28
Buses do not run often enough Urban 57 5 38
Rural 72 3 26
Buses cost too much Urban 52 3 46
Rural 54 3 43

Base=all urban respondents (n= 1,116), all rural respondents (n=549)

The results above can be summarised as follows: urban buses are less likely than rural ones to
be seen as safe and to run on time, while rural buses are more likely than urban ones to be
seen as insufficiently frequent. There is no significant difference between urban and rural
areas in terms of perceptions of the cost of bus travel.

Another way of looking at these results is to order them in terms of the proportions of
respondents holding a negative opinion in relation to each aspect of bus travel asked about -
i.e. agreeing or disagreeing with each proposition, depending on the slant of the question.
This suggests that — in both urban and rural locations - people are most likely to have
negative perceptions of bus travel in relation to the frequency of buses, followed by cost, then
punctuality and, finally, personal safety. While such findings do not translate neatly into
priorities for action, since we know nothing about the intensity with which such views are
held or about their actual impact on behaviour, they do suggest that actions to improve
service frequency and reduce cost are most likely to have a positive impact on general
attitudes towards bus travel.

On a related note, respondents were asked simply how good the public transport is in their
area. Not surprisingly, those living in urban locations were far more likely than those in rural

areas to rate it as either good or very good (Table 7).

Table 7 — Rating of local public transport provision by urban/rural

Very Good Neither Bad  Very n

good bad
How good is public transport in your area?
Accessible urban 11 48 23 15 4 1,116
Rural or remote urban 7 29 31 21 12 549

Base=all respondents

In both urban and rural areas, non-drivers were far more sanguine than drivers about existing
public transport provision (Table 8).
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Table 8 — Rating of local public transport provision by urban/rural and car drivers/non-
drivers

Good Neither Bad n

How good is public transport in your area?

Accessible Urban Drivers 59 23 19 628
Non-drivers 73 12 15 488
Rural or remote urban Drivers 36 31 33 380
Non-drivers 55 18 27 169

Base=all respondents

And car drivers’ rating of local public transport provision varies with frequency of usage, as
shown in Table 9.

(Ratings of local public transport as very good and good have been collapsed, as have ratings
of bad and very bad, and these are cross tabulated with frequency of use of local buses,
separately for accessible urban or rural and remote urban car drivers.)

Table 9 — Rating of local transport provision by urban and rural car drivers by
frequency of local bus use

How good is public transport in
your area?
How often do you use Good Neither Bad
local buses?

Accessible urban  Once a month or more 72 18 11
Less than once a month 68 17 14
Never nowadays 50 27 23
Rural / remote Once a month or more 52 30 19
urban
Less than once a month 36 27 36
Never nowadays 34 32 35

Base=all urban respondents (n= 1,116), all rural respondents (n=549)

Here we can see that car drivers who use their local buses regularly are more likely to rate the
quality of local public transport as very good or good than are those who ‘Never nowadays’
use their local buses. This is true for both urban respondents — 72% of urban car drivers who
use local buses once a month or more often rate local public transport as good compared to
50% of urban car drivers who don’t use local buses — and for rural respondents, for whom the
comparable figures are 52% of regular users rating them as good against 34% of non-users.

Two possible interpretations suggest themselves here. Drivers may hold (unfairly) negative
views of public transport because they do not use it. Alternatively, they may hold accurate
views of local public transport, and use their cars for precisely that reason. In other words,
perceptions may drive car use, or car use may drive attitudes. In reality, for most people, the
two are probably mutually reinforcing.
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We return to this theme below in discussing which population sub-groups appear most open
to modal shift from car use to bus use for short journeys.
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4.1 A TYPOLOGY OF THE POTENTIAL FOR SHIFT FROM CAR TO BUS
TRAVEL FOR SHORT TRIPS

One way of conceptualising people’s willingness and ability to shift modes is in terms of the
factors that seem to drive their transport choices. Transport joins up the places where people
go to lead their lives. Individual travel and transport decisions — whether and where to travel,
and by what transport mode — may be seen as driven by the interaction of three broad factors:
the individual’s perception of their obligations (‘What journeys do I have to make?’),
opportunities (‘How could I make these journeys?’), and inclinations (‘How would I like to
make these journeys?’) (Stradling, 2003).

How do measures of opportunity and inclination relate to each other in terms of the potential
for shift between car travel (the mode of choice of most people) and bus travel (the most
favoured alternative)? By relating responses to the question about the possibility of making
short journeys by bus by those to the question about the strength of the inclination to continue
using a car, it is possible to construct a simple 2x2 matrix giving a typology of those current
car users able or unable and those willing or unwilling to make this shift. Those who agreed
with the statement, ‘Many of the short journeys I now make by car, I could just as easily go
by bus’ we have classified as people who are ‘able to shift’; and those who answered
otherwise as those who are ‘unable to shift’, the structurally car dependent. Those who
disagreed with the statement, ‘Even if the public transport in my area was really good, I
would still want to travel by car most of the time’, we have classified as people who are
‘willing to shift’; the rest as those who are ‘unwilling to shift’, the consciously car dependent.

On this basis, we can assign all car users (Table 10) — or separately drivers (Table 11) and
passengers (Table 12) - to one of our four groups:

» Those who indicate that they would not still want to travel by car if public transport in
their area was improved and who could make short journeys by bus (willing and able):
Group 1

* Those who indicate that they could not make many of their current short car journeys by
bus but would be likely to do so if public transport in their area was improved (willing but
presently unable): Group 2

» Those who indicate that they already could make many short car journeys by bus but
would be likely to continue to travel by car even if public transport in their area was
improved (able but unwilling): Group 3

* Those who indicate that they could not currently make short car journeys by bus and
would be likely to continue to travel by car even if public transport in their area was
improved (unable and unwilling): Group 4
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Table 10 — Segmentation of all car users in terms of ability and willingness to switch
from car to bus travel for short trips

% of Total

Able to substitute bus
for short car trips

Unable to substitute
bus for short car trips

Willing to shift from car Groupl Group 2 Willing 25%
if local PT really good
8% 17%
Unwilling to shift from Group 3 Group 4 Unwilling  75%
car even if local PT
really good 24% 51%
Able 32% Unable 68% n=1,116

Table 11 - Segmentation of current car drivers in terms of ability and willingness to
switch from car to bus travel for short trips

% of Total

Able to substitute bus
for short car trips

Unable to substitute
bus for short car trips

Willing to shift from car Groupl Group 2 Willing 23%
if local PT really good
7% 16%
Unwilling to shift from Group 3 Group 4 Unwilling 77%
car even if local PT
really good 23% 54%
Able 29% Unable T1% n=1,008

Table 12 - Segmentation of current car passengers in terms of ability and willingness to
switch from car to bus travel for short trips

% of Total

Able to substitute bus
for short car trips

Unable to substitute
bus for short car trips

Willing to shift from car Groupl Group 2 Willing 31%
if local PT really good
12% 19%
Unwilling to shift from Group 3 Group 4 Unwilling 70%
car even if local PT
really good 31% 39%
Able 43% Unable 57% N=210
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In terms of modal shift, the most promising groups are those in the top row, and especially
those in the top-left quadrant, Group 1, whose responses indicate that they are both able to
make short journeys by bus and willing to do so with better public transport in their area. This
group, then, already appears to have both the opportunity and the inclination to shift modes.
Those whose responses indicate that they are currently unable to make short journeys by bus
but would be willing to do so if public transport provision were better (Group 2) seem to have
the inclination to shift modes from car to bus for short trips, but do not currently have the
opportunity to do so. An improvement in the quality of public transport would, prima facie,
provide that opportunity.

Those whose responses indicate that they are currently able to make short journeys by bus
but are unwilling to do so even if public transport were improved, Group 3, do not currently
seem to be constrained by lack of opportunity and simply seem to lack the inclination to shift
from car to bus travel. Those who are currently unable to make short journeys by bus and
would be unwilling to even if public transport were improved, Group 4, may currently be
constrained by lack of opportunity but also lack the inclination to shift modes, even if the
issue of opportunity were to be addressed through improvements in public transport.

Overall, then, 25% of all car users respond in ways that suggest they would use the car less if
public transport in their area was really good — the ‘willing’ — and around a third (32%)
indicate they could replace many of their short car journeys by bus — the ‘able’. The inverse
of these figures, though, calibrates the size of the problem for policy makers. Two-thirds of
this sample of Scottish car users (68%) attest to the combination of current bus service
provision and land use — the location of origins and destinations — which they see as
rendering them unable to substitute bus for car on short trips. Around three-quarters of
current car users (75%) would still want to travel by car ‘most of the time’, even if local
public transport were ‘really good’.

The picture is slightly less positive if we look just at car drivers. Only 23% of this group
appears willing to shift and 29% able to do so; and 55% fall into the least promising category
of ‘unwilling and unable’. However, car passengers appear slightly more amenable to
change, with 31% willing and 43% able, and it may be possible to enlist passengers as agents
for change amongst drivers.

4.2 PATTERNS OF CAR USE ACROSS THE TYPOLOGY

The problem, however, is not just that a clear majority of car users are either unwilling,
unable or both to switch to bus travel for short journeys — it is that those who are willing or
able to switch already tend to use cars less often. Not surprisingly, levels of car dependence
and car use are bound up with willingness and ability to switch to other modes.

For example, if we look at current drivers who indicate that they would be both able and
willing to shift to bus travel for short journeys if public transport were improved (see Figure
3), we find that only 47% drive ‘every day or nearly every day’. By contrast, the same is true
for 81% of drivers who say they are able but unwilling to shift and for 74% of those who are
both unable and unwilling. In other words, those who are easiest to shift are perhaps those
who least need shifting, while those who are most difficult to shift — that is, who appear to
lack both the opportunity and the inclination to do so — are most likely to use their cars ‘every
day or almost every day’. Similar patterns are evident in relation to the average number of
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17

SEGMENTATION BY SUB-GROUP

So far, we have looked at this segmentation o
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More non-drivers (i.e. those from households with access to a car but who travel only as
passengers) report themselves as able to substitute bus for car for short journeys, and
appear slightly more willing to do so.

There are no statistically significant differences between male and female drivers, nor
amongst drivers from different age groups.

There is no significant difference between the highest and lowest income quartiles in
terms of the proportions of car drivers who indicate that they are able to shift, though
30% of drivers from better-off households say that they would be willing to do so,
compared to 17% of lowest quartile car drivers.

In terms of urban-rural comparisons, there is a big difference in the proportion of car
drivers saying that they would be able to shift (significantly higher in urban areas), but no
significant difference in the proportions indicating that they would actually be willing to
do so. Not surprisingly, these patterns are also evident in regional comparisons. For
example, drivers in the Borders and the Highlands & Islands are less likely than those in
more urbanised areas to indicate that they are able to shift, but are no less likely to say
that they would be willing to do so.
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5.1 INFLUENCES ON MODE OF TRANSPORT CHOICE

Why, then, do people make the choices they do about mode of travel? In particular, what is it
that people value so highly about travel by car? If we want to understand what might shift car
users (of various kinds) into other forms of transport, we need to understand what gets them
into their cars in the first place.

We have already been given a strong indication - in responses to questions about the
perceived disadvantages of alternatives to car travel for common journey types — of the
importance of convenience and travel time. These findings are reinforced in answers to a
question that asked people specifically about the factors that they usually consider when
deciding what form of transport to use.

Figure 4 — Key influences on modal choice
Base=all respondents (n=1,665)

Convenience 67

Journey time 47

Cost 38

The weather 29

Comfort 26

Health and fitness 16

Safety 13

None of these 9

The environment 5

Again, considerations of environmental impact figure at the bottom of the list, outweighed by
concerns about the anticipated impact of the journey on their individual convenience, time
schedule and wallet. And this rank ordering is generally preserved across population sub-
groups.

Looking at differences between population sub-groups on each of these mode choice
influences:

e The importance of convenience is higher for drivers than for non-drivers and,
amongst drivers, is higher for those based in urban areas and highest for those in the
top income quartile. The importance of convenience is lower for the youngest drivers
(aged 18-24).
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Journey time is cited as a consideration more often by drivers than non-drivers.
Amongst the drivers, it is cited more often by the 18-24 year olds and least often by
those aged 65 and over; more often by urban and highest income quartile drivers; and
more often by those drivers willing to shift.

Cost was more likely to be cited as a consideration by non-drivers and, among drivers,
by 18-24 year olds and lower income quartile respondents.

The weather was more likely to be mentioned by urban than rural drivers, perhaps
because more rural drivers have less choice in travel mode, whatever the weather.

Comfort proved important to more male than female drivers and was less important to
those drivers designated ‘willing’ to substitute bus for car on short trips.

Health and fitness was mentioned by fewer drivers and, amongst the drivers, by fewer
18-24 year olds, higher-income drivers, those able to shift and those unwilling to shift.

There were no significant differences between population sub-groups in the
proportions who mentioned safety.

‘The environment’, while mentioned relatively rarely overall, was mentioned
substantially more often by high-income and ‘willing’ drivers.

Over a quarter of rural drivers said they usually considered ‘None of these’ factors in
deciding what form of transport to use, suggesting they felt they had no choice in the
matter, being more structurally car dependent than urban drivers (though it remains
possible that this research failed to identify one or more additional factors that are
particularly important to rural drivers).

Comparing the ‘preference profiles’ of the different groups:

More drivers than non-drivers say convenience, journey time and comfort is important
to them, while more non-drivers cite cost and ‘my health and fitness’.

Male and female drivers differed significantly only in that more males cited ‘comfort’
as a consideration.

The youngest drivers (18-24) were less concerned about convenience and health and
fitness, and more concerned about cost, while fewer of the oldest drivers (aged 65
plus) were concerned about journey time and cost and more of them mentioned health
and fitness. This latter may have been more a concern about their fitness to cope with
some travel modes, rather than the opportunities for healthy exercise that they
afforded.

Fewer rural drivers mentioned convenience, journey time and the weather as an
influence on mode choice.

More top-income quartile drivers mentioned convenience, journey time and the
environment; more bottom-quartile drivers mentioned cost and health and fitness.
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e More of those drivers designated currently ‘unable’ to shift short car journeys to bus
mentioned ‘My health & fitness’.

e Fewer of those drivers designated ‘unwilling’ to shift for short journeys mentioned
journey time, health and fitness and the environment, while significantly more
mentioned comfort.

5.2 ATTITUDES TOWARDS POLICY ‘STICKS’ AND ‘CARROTS’

Those who live in households with access to a car were asked what effect a number of
possible ‘sticks and carrots’ might have on their level of car use. The policy ‘sticks’ were
‘Gradually doubling the cost of petrol over the next ten years’ and ‘Charging all motorists
around £2 each time they enter or drive through a city or town centre at peak times’. The
policy ‘carrots’ were ‘Greatly improving the reliability of local public transport” and ‘Greatly
cutting the cost of long distance rail and coach services’.

Table 13 shows that each of these four potential policy changes has broadly comparable
anticipated effects on Scottish car users. Between 41% and 52% of current car users say that
the change in policy would ‘make no difference’ to their level of car use. Between a quarter
and a third believe they would use their car ‘a little less’, around a fifth say they would use
their car ‘quite a bit less’, and between 1 in 20 (5%) and 1 in 12.5 (8%) say it would lead
them to give up their car.

Table 13 — Effects of policy sticks and carrots on levels of car use (row %)

Might use car Even No Alittle Quitea Giveup  Base
more difference less bit less

Petrol cost rises 0 41 31 23 5 968

£2 City/town - 51 22 18 8 961

centre peak fee

Local PT more 0 42 30 22 6 970

reliable

Rail/coach 1 47 25 22 5 967

cheaper

Thus half or more (48% - 59%) of current car users say they could be influenced to use their
cars less by these policy measures. Table 14 gives for each policy measure the overall
proportion that say they would use their car less (a little less, quite a bit less, give up) and
also documents the differential influence of the demographic, transport use and attitudinal
characteristics of these respondents.
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Table 14 — Statistically significant differences in effects of policy sticks and carrots on
levels of car use

% would use Petrol cost rises £2 City/town Local PT more Rail/coach
car less centre peak fee reliable cheaper
All 59% 48% 58% 52%
Sex - - - -
Age 18-24: 84% 18-24: 65% 18-24: 83% 18-24:70%
65+:31% 65+: 36%
Household - - Lowest: 53% Lowest: 41%
income Highest: 67% Highest: 62%
quartiles
Driving - - - -
frequency

Car mileage
Urban/rural
Local
good/bad

‘Able’

‘Willing’

0-49pw: 64%
200+pw: 43%

Urban: 61%
Rural: 54%

Good: 65%
Bad: 52%

Able: 64%
Unable: 57%

Urban: 53%
Rural: 37%

Good: 53%
Bad: 39%

Able: 60%
Unable: 45%

Willing: 55%

Able: 66%
Unable: 56%

Willing: 83%

Willing: 66%

Unwilling: 48%  Unwilling: 51%  Unwilling: 50%

There were no statistically significant differences between male and female car users
in the extent to which they would reduce their levels of car use in response to the four
policy measures.

On all four policy interventions substantially more of the 18-24 age group anticipated
they would reduce their car use. In addition, in the case of congestion charging and
cheaper long distance coach and rail fares substantially fewer of current car users
aged 65 and above say they would cut their car use.

Household income made a difference to responses to pull measures — ‘carrots’ — with
more of those from the highest quartile saying they would cut their car use if the
reliability of local public transport were greatly improved and if the cost of long
distance coach and rail journeys were greatly reduced. However, differences in
household income did not make a statistically significant difference to the anticipated
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impact of push measures — a gradual doubling of petrol price over 10 years and a £2
peak access city-centre fee.

The percentage of drivers who would use their cars less did not differ with frequency
of current car use (whether they use them most days, 2-5 times a week, or once a
week or less often) but fewer high mileage drivers (200 miles per week or more) say
they would reduce their car use in the face of petrol price rises while more low
mileage drivers (below 50 miles per week) said they would.

More of those living in an accessible urban location or rating their local public
transport as good would cut their car use faced with the sticks of petrol price rises and
congestion charging.

More of the able - those who could substitute bus for short car journeys - say they
would reduce their level of car use if petrol prices were gradually doubled, with peak
time city or town centre congestion charging and if the reliability of local public
transport were enhanced.

More of the willing — those who would not still want to travel by car even if the local
public transport was good — would cut their car use under congestion charging and if
long distance fares were greatly reduced, and substantial numbers (83%) would do so
if the reliability of their local public transport were improved.
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6.1 CONCLUSIONS

We noted at the outset that in Scotland, as elsewhere, car use continues to rise, despite its
obvious disbenefits for both individuals and communities and a plethora of policy initiatives
aimed at bringing about modal shift. Drawing on data from the 2002 Scottish Social Attitudes
survey, this paper has tried to explore why that might be the case and to identify possible
barriers and inducements to greater use of other forms of transport.

Although the survey was primarily concerned with attitudes, it also collected some
information about actual car ownership and use, and the first thing to note by way of
conclusion is that this largely confirms a picture of Scotland as a highly car-dependent
society. The car remains the clear mode of choice for the majority of the Scottish population.
It is not only that three-quarters of us live in households with access to a motor vehicle — we
tend to use those vehicles frequently and in ways that structure car use into the fabric of our
lives.

That said, one in four adult Scots do not live in a household with a car and around a third do
not drive. These proportions are much higher, moreover, among certain groups (e.g. younger
people and those on low incomes). It needs to be remembered, then, that problems of car
dependency are not distributed evenly throughout the population, but are especially acute
among particular sub-groups (e.g. those aged between 25 and 64, living in high income
households, in less urbanised areas). This suggests that policies should not necessarily be
aimed at the car-using population as a whole, but tailored to the specific characteristics,
circumstances and behaviours of key sub-groups.

Do those who do not currently drive hold the key to achieving modal shift among those who
do? The results from the SSA suggest not. Very few current non-drivers attribute their lack of
a licence to choice — much more commonly, they simply say that they cannot afford to learn
to drive or run a car. This suggests that many current non-drivers would be car users if they
could. The fact that car use is lower among younger people, for example, should not be taken
as evidence of generational shift in attitudes towards the car, but as a life-stage effect that will
be diluted as that group gets older and more affluent. Indeed, in one study (Stradling et al,
2001) young people scored highest on a measure of a sense of identity and self-image derived
from driving.

This raises a further interesting question in relation to low-income households. If we are
correct in suggesting that these households would own cars if they could, there is clearly a
potential conflict between policies aimed at improving the employment and life prospects of
the worst-off and policies aimed at reducing car dependency. (This, of course, mirrors the
global dilemmas around the tensions between economic development and environmental
degradation in the developing world (see, e.g., Adams, 1999). The car remains a hugely
potent symbol of economic advancement and status.

Turning to those who are currently car users, it is clear from the results that the vast majority
could make alternative arrangements for the majority of their journeys if they had to. Only
around one in ten indicate that they would be unable to make their most common type of
journey in any other way. Arguably, then, the barriers to modal shift are not primarily related
to opportunity or obligation, but simply to inclination. People use cars because they want to.
In an emergency, they might well be able to get to work or school or the shops on foot or by
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bus or in a taxi — but most of the time, the sheer speed, convenience and sense of autonomy
and control offered by the car still outweigh other factors, including cost.

What else does the research tell us about people’s willingness and ability to shift from cars to
other forms of transport? By developing a simple typology, we assigned car users to one of
four groups: those willing and able to shift from car to bus for short trips; those willing but
unable; those able but unwilling; and those unwilling and unable. Overall, it appears that
around a quarter of current car users would be willing to shift if there were improvements in
public transport locally and around a third would already be able to do so — but fewer than
one in ten (8%) are both willing and able, and around half (51%) are both unwilling and
unable to do so.

The significance of these proportions is amplified by differences in actual car use across the
typology. In the area of youth crime prevention, there is a frustrating truism that the young
people who are easiest to work with are almost always the ones least in need of intervention.
Similarly, in the area of transport policy, it will be easiest to shift attitudes and behaviours
among those who are least car dependent. It is the ‘hardcore’ of car users, who travel far and
often by car and do so for reasons of choice rather than constraint, who are most difficult to
budge. (Among those who we defined as ‘willing and able’ to shift from car to bus for short
journeys, only 47% drive every day; this compares with 81% of those whose responses
indicate that they are able to shift but unwilling to do so.)

Perhaps the key groups for intervention, then, are those whose responses indicate that they
are either able to shift but unwilling to do so, or unable to shift but willing to do so. These
groups are relatively likely to exhibit signs of high car use (66% and 81%, for example,
driving every day) but their responses also give grounds for optimism on one or other axis of
the willing/able typology. The unwilling and unable are likely to prove much harder to shift,
while the able and willing are already shifting, and making less use of their car.

What levers might be employed to help bring about such a shift? Those in households with
access to a car were asked what effect, if any, a number of policy ‘carrots’ (improving the
reliability of local public transport and cutting the cost of long distance rail and coach travel)
and ‘sticks’ (doubling the cost of petrol and introducing congestion charges in city centres)
might have on their level of car use. Overall, around half or more of all car users indicate that
they could be influenced to use their car less by each measure. Other key findings are these.
The critical high income group is more likely to be influenced by ‘carrots’ (e.g. improved
public transport) than sticks (e.g. higher motoring costs). ‘Sticks’ are most likely to be
effective in areas where public transport is already rated as good (e.g. accessible urban areas)
and among those who fall into the ‘able’ category. Substantial numbers of those who fall into
the ‘willing’ category (83%) say that they would use the car less if local public transport were
improved.

The fact that most of the Scottish population are car users does not mean that the car using
population should be treated as an undifferentiated mass. As the preceding analysis has
shown, some groups are especially likely to use cars and to use them often. In particular,
policy needs to remain alert to variations across urban and rural areas and between more
affluent and less affluent groups. Moreover, it needs to be remembered that those who are
easiest to shift are not necessarily those who most need to be shifted.
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What Scotland needs now is a range of targeted policies and coherent, integrated, packages of
measures that will offer reward to the ‘willing and able’; provide practical help and
opportunity to the ‘willing but unable’; motivate the ‘able but unwilling’; and combine
coercion/ persuasion with practical help for those who are both ‘unwilling and unable’ to
shift. This study has given an initial estimate of the relative sizes of these four segments of
the population of Scottish car drivers, and indications of the kinds of policy instruments to
which they might prove most amenable in the attempt to reduce their current car use.
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APPENDIX A SURVEY METHODOLOGY

The data in the report are taken from a module of questions asked in the 2002 Scottish Social
Attitudes survey. The survey involved a face-to-face interview with 1665 respondents and a
self-completion questionnaire completed by 1507 (91%) of these people. The questions on
transport can be found in Appendix B, details of the other questions in the survey can be
obtained from NatCen Scotland at www.natcen.ac.uk/scotland. The following summarises the
technical aspects of the survey, for more details see Bromley et al (2003).

SAMPLE DESIGN

The survey was designed to yield a representative sample of adults aged 18 or over living in
Scotland. The sample frame was the Postcode Address File (PAF), a list of postal delivery
points compiled by the Post Office. The sample design involved three stages:

1. Eighty-three postcode sectors were selected from a list of all postal sectors in Scotland,
with probability proportional to the number of addresses in each sector. Prior to selection
the sectors were stratified by region, population density, and percentage of household
heads recorded as employers / managers (taken from the 1991 Census). The list was also
stratified using the using the Scottish Household Survey (SHS) six-fold classification of
urban and rural areas2, and sectors within rural and remote categories were over-sampled.

2. Thirty one addresses were selected at random from 68 sectors located within the first
three SHS urban-rural classifications (large urban areas, to accessible small towns), while
60 addresses were selected from the remaining 15 sectors within the three most rural
categories (remote small towns to remote rural areas).. This was done in order to boost
the number of respondents from remote and rural areas. In total the issued sample
consisted of 3,039 addresses.

3. Interviewers called at each selected address, identified its eligibility for the survey, and
where more than one household was present at an address listed all households
systematically and selected one at random using a computer generated random selection
table. In all eligible households with more than one adult aged 18 or over, interviewers
also had to carry out a random selection of one adult using a similar procedure.

WEIGHTING

Data were weighted to take account of the fact that not all households or individuals had the
same probability of selection for the survey. For example, adults living in large households
have a lower selection probability than adults who live alone. Weighting was also used to
correct the over-sampling of rural addresses. All the percentages presented in this report are
based on weighted data, the unweighted sample sizes are shown in the tables.

? The six categories are: 1) the four cities, 2) other urban, 3) Small accessible towns, 4) Small remote towns, 5)
Accessible rural, 6) Remote rural. For more details see Hope, S. et al (2000) Scotland’s people: results from the
1999 Scottish Household Survey: Volume 1, Scottish Executive.

29



FIELDWORK

Interviewing was carried out between June and October 2002, (more than 80% being
completed by the end of August). An advance letter was sent to all addresses and was
followed up by a personal visit from a NatCen interviewer. All interviewers attended a one
day briefing conference prior to starting work.

Interviews were conducted using face-to-face computer-assisted interviewing (a process
which involves the use of a laptop computer, with questions appearing on screen and
interviewers directly entering respondents’ answers into the computer). All respondents were
asked to fill in a self-completion questionnaire which was either collected by the interviewer
or returned by post. A total of 158 respondents (9%) did not complete a questionnaire. Table
A2-1 summarises the response rate.

Details of response to 2002 Scottish Social Attitudes survey

Number %

Addresses issued 3039
Vacant, derelict and other out of scope' 332 10.9
In scope 2707 100.0
Interview achieved 1665 61.5
Interview not achieved 1042 38.5
Refused’ 662 24.5
Non-contacted’ 151 5.6
Unknown eligibility* 89 3.3
Other non-response 140 5.2

Notes

"This included empty / derelict addresses, holiday homes, businesses and institutions.

*Refusals include refusals prior to selection of an individual, refusals to the office, refusal by the selected
person, ‘proxy’ refusals made by someone on behalf of the respondent and broken appointments after which a
respondent could not be re-contacted.

*Non-contacts comprise households where no one was contacted after at least 4 calls and those where the
selected person could not be contacted.

* Unknown eligibility’ includes cases where the address could not be located, where it could not be determined
if an address was a residence and where it could not be determined if an address was occupied or not.
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APPENDIX B SURVEY QUESTIONNAIRE

ASK ALL

[TRANSCAR]

(May I just check...) ... do you, or does anyone in your household,

own or have the regular use of a car or a van?

IF 'YES' PROBE FOR WHETHER RESPONDENT, OR OTHER PERSON(S) ONLY, OR
BOTH

Y%
Yes, respondent 26.3
only
Yes, other(s) only 14.4
Yes, both 34.1
No 25.2
Sample size 1665

IF ‘yes, respondent’, ‘yes, both’, DK OR REFUSAL AT [TransCar]
[OddNoCar]

How much do you agree or disagree with the following statement?
Most people I know would think it odd if I didn't have a car.

%
Agree strongly 21.4
Agree 34.3
Neither agree nor 18.8
disagree
Disagree 23.0
Disagree strongly 1.9
Don’t know 0.3
Refused/Not answered 0.2
Sample size 971
ASK ALL
[DRIVE]
May I just check, do you yourself drive a car at all these days?
%
Yes 62.9
No 37.1

Sample size | 1665
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IF ‘No’ AT [DRIVE]

[OddNoDri]

How much do you agree or disagree with the following statement?
Most people I know think it odd that I don't drive.

%
Agree strongly 6.9
Agree 16.8
Neither agree nor 24.6
disagree
Disagree 40.2
Disagree strongly 11.0
Don’t know 0.5
Sample size 657

[YnotDriv]

Here are some reasons why people might not drive a car these days.
Which, if any, apply to you?
PROBE Any other reasons?

MULTICODE

%
Can't drive / don't have a driving licence | 64.2
Can't afford to run a car 30.6
Don't like driving / travelling by car 9.1
Travelling by car is too dangerous 6.3
I don't need to drive 27.2
Travelling by car is bad for the 7.1
environment
Travelling by car is bad for people's 4.1
health
EDIT ONLY: 9.4
Health/medical/age/disability
Other reason 4.1
None of these reasons apply 2.2
Sample size 657

ASK ALL THOSE WITH ACCESS TO A CAR AT HOME (IF ‘yes, respondent’, ‘yes,
both’, DK OR REFUSAL AT [TransCar])

[GETABB1]

I am going to read out some of the things that might get people to cut down on the number of
car journeys they take. For each one, please tell me what effect, if any, this might have on
how much you yourself use the car to get about.

...gradually doubling the cost of petrol over the next ten years.
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%

Might use car even more 0.4
Might use car a little less 30.7
Might use car quite a bit 22.9
less

Might give up using car 5.0
It would make no 40.8
difference

Don’t know 0.2
Sample size 971

[GETABB3]

(What effect, if any, might this have on how much you yourself use the car)
...greatly improving the reliability of local public transport?

%o
Might use car even more 0.1
Might use car a little less 29.7
Might use car quite a bit 223
less
Might give up using car 5.5
It would make no 42.3
difference
Don’t know 0.2
Sample size 971

[GETABB4]

(What effect, if any, might this have on how much you yourself use the car)
...charging all motorists around £2 each time they enter or drive through a city or town centre
at peak times?

Y%
Might use car even more -
Might use car a little less 21.8
Might use car quite a bit 18.0
less
Might give up using car 7.8
It would make no 50.7
difference
Don’t know 1.2
Refused/Not answered 0.4
Sample size 971
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[GETABB2S]
(What effect, if any, might this have on how much you yourself use the car)
...greatly cutting the cost of long distance rail and coach services?

%
Might use car even more 0.9
Might use car a little less 253
Might use car quite a bit 21.6
less
Might give up using car 4.6
It would make no 47.1
difference
Don’t know 0.5
Sample size 971

ASK ALL DRIVERS (‘Yes’ AT [DRIVE]))
[TRAVELI]
How often nowadays do you usually travel ...by car as a driver?

Y%

Every day or nearly every day 70.4
2-5 days a week 19.3
Once a week 6.0
Less often but at least once a 1.5
month
Less often than that 1.1
Never nowadays 1.7
Sample size 1008

ASK ALL

[TRAVEL2]

(How often nowadays do you usually) ...travel by car as a passenger?

Y%

Every day or nearly every day 13.6
2-5 days a week 22.6
Once a week 21.4
Less often but at least once a 14.9
month
Less often than that 11.1
Never nowadays 16.4
Sample size 1665
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[TRAVEL3]
(How often nowadays do you usually) ...travel by local bus?

Y%
Every day or nearly every day 10.2
2-5 days a week 12.0
Once a week 8.6
Less often but at least once a 9.1
month
Less often than that 13.3
Never nowadays 46.8
Sample size 1665
[TRAVELA4]
(How often nowadays do you usually) ...travel by train?
Y%
Every day or nearly every day 0.6
2-5 days a week 1.2
Once a week 2.8
Less often but at least once a 10.6
month
Less often than that 34.7
Never nowadays 50.0
Sample size 1665
[Travel6]
(How often nowadays do you usually) ...travel by bicycle?
Y%
Every day or nearly every day 2.0
2-5 days a week 3.9
Once a week 33
Less often but at least once a 3.1
month
Less often than that 5.8
Never nowadays 81.8
Sample size 1665
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ASK ALL WHO EVER TRAVEL BY BIKE AT [TRAVELG6]

[BikeJour]

Which of these types of journey do you do by bicycle, not including any you might make as
part of your job? PROBE Any others?

MULTICODE
Y%
Going to place of work, education or 18.0
training
Going to the shops 25.8
Going to leisure activities 30.6
Going to visit family or friends 21.9
Cycling for pleasure or as a hobby 73.2
(None of these) 1.0
Sample size 291
[BikeLeis]

And can I just check, when you cycle are you ...READ OUT... mainly going somewhere in
particular, such as to work or the shops, or, do you mainly cycle as a hobby?

%
mainly going somewhere in 27.6
particular
mainly cycle as a hobby 63.5
(Both/Varies) 7.9
Sample size 291

ASK ALL WHO TRAVEL MORE THAN ONCE A WEEK AS A DRIVER OR
PASSENGER AT [TRAVELI1] OR [TRAVEL2]

Miles

On average, how many miles do you travel by car each week as a passenger or a driver?
Please don't count any journeys you make as part of your job or any

you make by taxi or minicab.

%
0-49 miles 46.4
50-99 miles 26.9
100-199 miles 15.8
200-299 miles 6.3
300 miles or more 34
Varies too much to 0.7
say
Don’t know 0.5
Sample size 1442
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[Journyl]

Here are some types of journey people make by car, as a driver or passenger.

Which of these would you say you often do by car, not including any you might make as part
of your job? PROBE: Any others?

MULTICODE

%
Taking children to school or nursery 12.4
Going to place of work, education or 46.3
training
Going to the shops 74.0
Going to leisure activities 41.1
Going to visit family or friends 64.6
Driving for pleasure 20.0
(None of these) 1.8
Sample size 1442

IF MORE THAN ONE ANSWER AT [JOURNY1]

[Journy?2]

And which of these types of journey would you say is responsible for most of the miles you
travel by car, not including any journeys you might make as part of your job?

%
Taking children to school or nursery 4.2
Going to place of work, education or 41.5
training
Going to the shops 24.2
Going to leisure activities 9.1
Going to visit family or friends 18.2
Driving for pleasure 2.7
(None of these) -
Sample size 1066

MOST COMMON JOURNEY TAKEN (IF ONE ANSWER GIVEN AT JOURNYI,
JOURNYX=JOURNY1; IF MORE THAN ONE ANSWER GIVEN AT JOURNY1,
JOURNYX=JOURNY?2.)
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[JournyX] * dv

%
Taking children to school or nursery 3.8
Going to place of work, education or 37.1
training
Going to the shops 27.9
Going to leisure activities 9.0
Going to visit family or friends 17.4
Driving for pleasure 3.0
(None of these) -
Sample size 1442

ASK ALL WHO EVER USE A CAR FOR ‘Going to place of work, education or
training’

[JourWork]

Say that for whatever reason you were no longer able to use a car and had to find a different
way of going to your place of work, education or training.

What alternative would you use for all or most of this journey?

IF MORE THAN ONE MENTIONED

PROBE: Which one would you use most?

Y%
Bus 44.6
Train 9.1
Taxi / minicab 8.0
Bicycle 5.0
Moped / Scooter / Motorbike 6.3
Walking 13.6
(I could not make this type of journey withouta | 12.8
car)
(Don’t know) 0.8
Sample size 624

3 Derived from [Journy1] and [Journy?2]
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IF NOT DK/Ref OR ‘Would not make this journey without a car’ AT [JOURWORK]
[JourDisW]

What do you think would be the disadvantages of making this journey (by bus/train/bus etc)
compared with going by car?

PROBE: What others?

MULTICODE

Y%
Would take longer 71.9
Would cost more 31.0
Would be less sure of getting there on 43.6
time
Would be less comfortable 41.5
Would be more stressful 21.6
Would be less convenient 67.6
(There would be no disadvantages) 2.3
Sample size 530

ASK ALL WHOSE MOST COMMON CAR JOURNEY IS ‘Taking children to school
or nursery’

[JourSch]

Say that for whatever reason you were no longer able to use a car and had to find a different
way of taking children to school or nursery.

What alternative would you use for all or most of this journey?

IF MORE THAN ONE MENTIONED

PROBE: Which one would you use most?

%
Bus 43.2
Train -
Taxi / minicab 13.5
Bicycle -
Moped / Scooter / Motorbike -
Walking 35.1
I could not make this type of journey without 8.3
a car
Sample size 51

ASK ALL WHOSE MOST COMMON CAR JOURNEY IS “‘Going to the shops’
[JourShop]

Say that for whatever reason you were no longer able to use a car and had to find a different
way of going to the shops.

What alternative would you use for all or most of this journey?

I[F MORE THAN ONE JOURNEY MENTIONED (E.G. TO DIFFERENT SHOPS)
PROBE: Please think about the journey you make most often.

I[F MORE THAN ONE ALTERNATIVE MENTIONED

PROBE: Which one would you use most?
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%

Bus 43.6
Train 1.7
Taxi / minicab 21.8
Bicycle 1.7
Moped / Scooter / Motorbike 1.4
Walking 21.7
I could not make this type of journey without 7.8
a car

Don’t know 0.4
Sample size 417

ASK ALL WHOSE MOST COMMON CAR JOURNEY IS ‘Going to leisure activities’

[JourLeis]

Say that for whatever reason you were no longer able to use a car and had to find a different
way of going to leisure activities.

What alternative would you use for all or most of this journey?

IF MORE THAN ONE JOURNEY MENTIONED (E.G. TO DIFFERENT LEISURE
ACTIVITIES)

PROBE: Please think about the journey you make most often.

I[F MORE THAN ONE ALTERNATIVE MENTIONED

PROBE: Which one would you use most?

Y%

Bus 41.7
Train 9.1
Taxi / minicab 12.5
Bicycle 2.6
Moped / Scooter / Motorbike 7.0
Walking 13.9
I could not make this type of journey without 13.2
a car

Sample size 126

ASK ALL WHOSE MOST COMMON CAR JOURNEY IS ‘Going to visit family or
friends’

[JourFamF]

Say that for whatever reason you were no longer able to use a car and had to find a different
way of going to visit family or friends.

What alternative would you use for all or most of this journey?

IF MORE THAN ONE JOURNEY MENTIONED (E.G. TO DIFFERENT
FRIENDS/FAMILY)

PROBE Please think about the journey you make most often.

I[F MORE THAN ONE ALTERNATIVE MENTIONED

PROBE: Which one would you use most?
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Yo

Bus 51.4
Train 18.4
Taxi / minicab 11.2
Bicycle 0.9
Moped / Scooter / Motorbike 2.3
Walking 9.5
I could not make this type of journey without 59
a car

Don’t know 0.4
Sample size 275

IF NOT DK/Ref OR “Would not make this journey without a car’ AT [JOURSCH] OR
[JOURSHOP] OR [JOURLEIS] OR [JOURFAMF]

[JourDisd]

What do you think would be the disadvantages of making this journey (by train/bus/on foot
etc) compared with going by car?

PROBE: What others?

MULTICODE
%

Would take longer 64.0
Would cost more 35.0
Would be less sure of getting there on 21.6
time
Would be less comfortable 31.8
Would be more stressful 21.6
Would be less convenient 64.5
(There would be no disadvantages) 3.2
(don’t know) 0.2
Sample size 786

ASK ALL

[DifTrans]

Which of the statements on this card comes closest to your own view? Wherever [ am going,
I nearly always use the same form of transport, or, I regularly use different forms of
transport, depending on where I'm going

)
Wherever I am going, I nearly always use the same form of 81.8
transport
I regularly use different forms of transport, depending on where I'm | 17.9
going
Don’t know 0.3
Sample size 1665
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[DecTrans]

This card shows various things people might consider when deciding what form of transport
to use to go somewhere. Which, if any, of these things do you usually consider when
deciding what form of transport to use?

PROBE: What others?

MULTICODE
Y%

The cost, 37.5
The journey time, 47.1
Convenience, 66.7
Comfort, 26.2
The weather, 28.9
The environment, 4.8
My health and 15.9
fitness,
Safety, 13.1
None of these 9.2
(Don’t know) 0.2
Sample size 1665

[TrSpendl1]

Which of the items on this card would be your highest priority for extra spending on

transport?

Please read through the whole list before deciding.

IF NOT DK/Ref or ‘None’ AT [TrSpendl1]
[TrSpend2]

And which would be your next highest priority?

lst an

priority priority

Yo %

Trains 19.8 21.5

Buses 23.2 27.6

Roads 45.1 24.2

Facilities for cyclists (e.g. cycle lanes) 5.1 11.0

Facilities for pedestrians (e.g. pedestrian 4.9 13.2
crossings)

(None of these) 1.0 2.1

(Don’t know) 0.9 0.4

Sample size 1665 1623
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QUESTIONS FROM SELF-COMPLETION SECTION

Compared with the rest of Scotland, how good or bad
are each of the following things in your area?’

Not
applicable
Very Very Can’t
good Good Bad bad choose
Public transport? 13.3 43.1 19.9 13.9 5.6 3.7 0.4
[Areatran]
The availability of good 24 16.5 28.5 30.0 13.7 7.6 1.2
jobs? [Areagjob]
The affordability of 32| 265 28.5 243 9.4 6.8 1.2
housing for people to rent
or buy? [Areahous]|

Sample size: 1507

Now some questions about transport.
From what you know or have heard, please tick one box
for each statement to show how much you agree or
disagree that the buses in your area generally ...

PLEASE TICK ONE BOX ON EACH LINE

Vary too
Disagree muchto Can’t

Agree Disagree strongl choose
... are safe
to travel in
after dark?
[Bussafe] 6.3 51.4 14 4.3 53 53 14.7
... do not run
often enough?
[Busrunof] 12.9 37.3 25.9 3.5 3.5 13.1 3.9
... cost too
much?
[Buscost] 9.9 30.4 32.5 2.9 2.5 16.3 5.5
... Tun on
time?
[Busrunti] 4.2 42.6 23 4.9 5 15.6 4.7

Sample size: 1507

* These questions formed part of the health module, but are included here for information.
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Please tick one box to show how much you agree or disagree with this statement.

Many of the short journeys I now make by car I could just as easily walk
[Carwalk)

PLEASE TICK ONE BOX ONLY

%
Agree strongly 9.5
Agree 28.1
Neither agree nor disagree 11.3
Disagree 28.8
Disagree strongly 11.9
I never travel by car 6.1
Can't choose 34
Not answered 0.9
Sample size 1507

Many of the short journeys I now make by car I could just as easily go by bus
[Carbus]

PLEASE TICK ONE BOX ONLY

%
Agree strongly 5.4
Agree 279
Neither agree nor disagree 10.9
Disagree 333
Disagree strongly 12.8
I never travel by car 54
Can't choose 3.7
Not answered 0.6
Sample size 1507

Sample size: 1507
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Even if the public transport in my area was really good I would still want to travel by car
most of the time

[Gptcar]

PLEASE TICK ONE BOX ONLY

%
Agree strongly 13.6
Agree 38
Neither agree nor disagree 11.6
Disagree 20.5
Disagree strongly 5.8
I never travel by car 5.7
Can't choose 3.6
Not answered 1.2
Sample size 1507
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Here are some statements about different types
of travel. Please tick one box for each statement
to show how much you agree or disagree with it.

PLEASE TICK ONE BOX ON EACH LINE

Neither
agree

Agree nor Disagree Can't Not
strongly Agree disagree Disagree strongly choose applicable

Most people in towns
and cities to get around
[Trnsctl] 5.7 34.7 22.5 28.7 4.7 2.8 1.0
Most people in rural
parts of Scotland do not
need a car to get around
[Trnsct2] 7.0 11.5 4.8 47.8 27.0 0.9 0.9
People should  be
allowed to use their cars
as much as they like,
even if it causes damage
to the environment
[Carallow] 3.2 16.5 26.2 38.2 10.7 4.1 1.1
A problem with
travelling by bus is that
you never know who
you’re going to have to
sit beside [Bussitb] 3.3 23.1 26.3 30.0 11.2 5.0 1.2
Travelling by bus gives
you a sense of
independence [Busfrind] 2.6 19.4 26.4 359 10.0 4.7 1.1
Travelling by car gives
you a sense of freedom
and independence
[Carfrind] 20.4 59.5 10.2 5.1 1.0 3.1 0.7
If two or more people
are travelling together, it
is often cheaper to drive
than go by public
transport [Driv2tra] 16.1 57.8 12.9 7.4 0.5 4.3 1.0

Sample size: 1507
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