
WOMEN AND
TRANSPORT:

MOVING FORWARD

Reid-Howie Associates

The Scottish Executive Central Research
Unit 2000

CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU
CRU CRU CRU CRU CRU CRU CRU



Further copies of this report are available priced £5.00.  Cheques should be made
payable to The Stationery Office and addressed to:

The Stationery Office
71 Lothian Road

Edinburgh
EH3 9AZ

Order line and General Enquiries
0870 606 5566

The views expressed in this report are those of the researchers and
do not necessarily represent those of the Department or

Scottish Ministers.

© Crown Copyright 2000
Limited extracts from the text may be produced provided the source
is acknowledged.  For more extensive reproduction, please write to

the Chief Research Officer at the Central Research Unit,
Saughton House, Broomhouse Drive, Edinburgh EH11 3XA.



TABLE OF CONTENTS

EXECUTIVE SUMMARY.................................................................................................. I

SECTION ONE : INTRODUCTION AND BACKGROUND .......................................... 1

THE NATURE AND PURPOSE OF THE STUDY......................................................................... 1
WOMEN AND TRANSPORT – OVERVIEW OF THE LITERATURE ............................................. 2
GENDER DIFFERENCES IN TRAVEL PATTERNS ..................................................................... 3

Social exclusion and employment .................................................................................. 4
Travel with children ...................................................................................................... 4
Accessibility of transport options................................................................................... 4
Personal safety.............................................................................................................. 5
Information needs ......................................................................................................... 6
Specific groups.............................................................................................................. 6
Consultation and decision making................................................................................. 6
Overview of issues affecting women............................................................................... 6

MAINSTREAMING EQUALITIES WORK ................................................................................. 7

SECTION TWO : THE FINDINGS - GROUPS/ORGANISATIONS..................................... 9

PATTERNS OF TRAVEL........................................................................................................ 9
ISSUES AFFECTING WOMEN’S TRANSPORT.........................................................................11
CHANGES REQUIRED.........................................................................................................13

Women’s employment...................................................................................................13
Travelling with children ...............................................................................................15
Access ..........................................................................................................................16
Personal safety.............................................................................................................16
Information ..................................................................................................................18
Specific groups of women.............................................................................................20

CONSULTATION ................................................................................................................22
THE IDENTIFICATION OF PRIORITIES ..................................................................................24
SUMMARY AND ADDITIONAL COMMENTS..........................................................................24

Overview ......................................................................................................................26

SECTION THREE : THE FINDINGS - WOMEN ..........................................................27

THE NATURE OF THE RESPONDENTS ..................................................................................28
The postal survey .........................................................................................................28
Focus groups................................................................................................................29
Diaries and other submissions......................................................................................29
Assessing the information gathered ..............................................................................29

TRAVEL PATTERNS AND RESTRICTIONS...............................................................................30
CONSTRAINTS TO TRAVEL ..................................................................................................31

Routes and timing ........................................................................................................32
Safety ...........................................................................................................................34
Information ..................................................................................................................36
Costs ............................................................................................................................37
Physical accessibility ...................................................................................................38
Consultation.................................................................................................................40
General issues..............................................................................................................41



ISSUES AFFECTING PARTICULAR GROUPS ............................................................................42
Women on low incomes ................................................................................................42
Lone parents/women with children ...............................................................................42
Women in rural/island areas ........................................................................................43
Women in cities/women commuters/women on peripheral estates .................................44
Older women................................................................................................................44
Women from ethnic minorities......................................................................................45
Unemployed women .....................................................................................................46
Disabled women ...........................................................................................................46
Overview ......................................................................................................................47

PRIORITIES FOR IMPROVEMENT .........................................................................................47
Top 10 priorities for improvement ................................................................................48
Routes and services ......................................................................................................50
Safety ...........................................................................................................................50
Information ..................................................................................................................51
Costs ............................................................................................................................51
Physical accessibility ...................................................................................................51
Consultation.................................................................................................................52
General issues..............................................................................................................52

SUMMARY ........................................................................................................................52

SECTION FOUR : PROVIDERS’ VIEWS ......................................................................55

PROVIDERS’ VIEWS ...........................................................................................................55
THE SURVEY .....................................................................................................................55
PERSONAL SAFETY ...........................................................................................................56
TRAVEL WITH CHILDREN...................................................................................................57
AVAILABLE ROUTES..........................................................................................................58
INFORMATION PROVIDED ..................................................................................................59
WOMEN FROM ETHNIC MINORITIES...................................................................................60
DISABLED WOMEN ...........................................................................................................60
WOMEN IN RURAL AREAS .................................................................................................61
CHANGES REQUIRED.........................................................................................................62
RECENT INITIATIVES .........................................................................................................63
FUTURE PLANS .................................................................................................................63
CONSTRAINTS ...................................................................................................................64
OVERVIEW ........................................................................................................................64

SECTION 5 – CONCLUSIONS AND RECOMMENDATIONS ....................................67

SUMMARY OF KEY CONCLUSIONS ......................................................................................67
Patterns and modes of transport...................................................................................68
Constraints experienced ...............................................................................................68
Priorities for change ....................................................................................................69

SUMMARY OF RECOMMENDATIONS ...................................................................................71
The development of a strategic response ......................................................................72
General use of findings ................................................................................................72

OVERVIEW AND LINKS TO CURRENT WORK ........................................................................73
Social inclusion and equality........................................................................................73
Lessons for mainstreaming of equalities work ..............................................................73



APPENDIX 1 : METHODOLOGY ..................................................................................75

AIMS AND OBJECTIVES OF THE STUDY ................................................................................77
THE APPROACH USED ........................................................................................................77
SUMMARY ........................................................................................................................81

APPENDIX 2 : THE LITERATURE REVIEW ...............................................................83

WOMEN AND TRANSPORT .................................................................................................85
GENDER DIFFERENCES IN TRAVEL PATTERNS ....................................................................86

Trips and average journey length .................................................................................86
Mode of travel..............................................................................................................87
Purpose of trips............................................................................................................88
Trip complexity ............................................................................................................88
Differences amongst women .........................................................................................89
Summary of travel patterns...........................................................................................91

ISSUES AFFECTING WOMEN’S TRAVEL PATTERNS..............................................................92
Socio-Economic Changes.............................................................................................92
Environmental and Technological Changes..................................................................95
Barriers and Difficulties...............................................................................................98

IMPACTS AND CONSEQUENCES ........................................................................................105
Social Exclusion.........................................................................................................105
The Need for Action ...................................................................................................107

APPENDIX 3 : SURVEY DATA TABLES.....................................................................109

APPENDIX 4 : THE CHECKLIST ................................................................................117

THE BASIS OF THE CHECKLIST .........................................................................................119
USING THE CHECKLIST OF ISSUES ....................................................................................120

APPENDIX 5 - DRAFT GUIDELINES FOR USING THE CHECKLIST...................131

APPENDIX 6 : BIBLIOGRAPHY..................................................................................149





i

• EXECUTIVE SUMMARY
 
 The principal aim of this research, carried out for the Scottish Executive from July 1999 –
May 2000, was to produce a set of guidelines for central and local government transport
policy makers to assist them in taking account of the needs of women in the development of
transport policy. The research stemmed from the recognition that there was a need to identify
clearly the transport issues affecting women in Scotland, and to facilitate consideration of
these in the development of transport policy in the future.
 
 This involved first gathering evidence on issues pertaining to women’s transport needs, and
exploring aspects of the existing inherited transport system and its relevance to women. This
was the main research component of the study and involved a review of current literature and
the completion of a large-scale consultation exercise, designed to involve a large number and
wide range of women in Scotland. The consultation process involved the circulation of a short
paper to over 500 key organisations, the circulation of a postal survey which was completed
by over 1500 individual women, the arrangement of focus groups throughout the country to
gather qualitative information, the development of a web site, completion of travel diaries and
submission of individual responses from a number of women.
 
 All of these sources allowed the identification of the travel patterns of women in Scotland and
the key issues facing women using transport. From these findings, it was possible to devise a
“checklist” of issues for use in considering means of removing the barriers to women’s travel
in future policy design and implementation in relation to transport. The findings were also used
to assist in the development of guidance for transport policy makers to inform policy
development and in the evaluation of the impact of policy on women’s travel.
 
 There was a high level of consensus amongst the women and groups involved in terms of the
key issues which affect women using transport, and the changes which are seen to be required.
The research findings focus on the travel patterns which were identified, on the constraints
which women face, and on the use of these to inform the development of the checklist. In
addition, the views of a small number of transport providers were also sought in order to
provide supplementary information on their perceptions of the issues and any examples of
current work addressing women’s transport needs.
 
 In terms of travel patterns, the research bears out many of the findings of other studies,
concluding that there are a number of differences in the transport patterns of women and men,
including a greater overall reliance on public transport and on walking by women (with the
level of reliance on public transport found to be related to other factors, such as, for example,
income, age, lone parenthood and disability). Women were also found to have a lower level of
access to private transport, to have different purposes for trips and to make more
“encumbered” journeys.
 
 Groups responding to the consultation paper also suggested a high level of taxi usage amongst
women, particularly disabled women, and it was also suggested that a number of women have
an interest in cycling. There was an overall picture of considerable variation amongst women,
both in terms of their use of transport and their experiences.
 
 Respondents identified a range of constraints to transport use, and the report concludes that
the transport which is provided in Scotland imposes a number of restrictions on women, in
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terms not only of their use of transport, but also of their participation in economic and social
life. Specific groups were found to experience constraints in terms of their use of transport in
different ways, including women in rural areas, women on peripheral estates, women from
ethnic minorities, disabled women, older women, homeless women, unemployed women,
women experiencing domestic abuse, lone parents and others.
 
 The most common constraints related to a small number of areas :
 

• lack of safety was identified as a major constraint, particularly at night. The related
issue of the comfort of transport services was also identified as linked to this, requiring
the provision of clean, warm, comfortable and safe vehicles and facilities;

 
• physical access to transport was a key constraint, particularly for disabled women and

for women travelling with children;
 

• the timing and routes of services also proved to be important, particularly in terms of
the provision of evening and early morning services;

 
• the cost of using transport emerged repeatedly as an issue for women, with links

between this issue and the levels of women’s income identified;
 

• information was also seen to be a constraint, in terms of its clarity and accessibility
overall, as well as the accessibility of transport information to particular groups;

 
• the lack of consultation with women was seen to act as a widespread constraint,

affecting the development of relevant policy, the provision of services and the
development of understanding and awareness amongst staff, whose attitudes were also
identified as affecting women’s use of transport.

.1 
 It should be noted that, whilst the report does not suggest that it is only women who are
affected by these issues, and it is acknowledged that the issues are relevant to all users of
public transport, it is also recognised that a range of gender-related differences (for example,
in employment, income, childcare, other family responsibilities and patterns of transport use)
mean that these issues predominantly and disproportionately affect women.
 
 The priorities identified from all of the strands of the work related to these issues, with a wide
range of improvements seen to be required to transport provision :
 

• improvements to safety and comfort, such as the introduction of measures for traffic
reduction, taxi sharing and regulation, the introduction of surveillance measures and
additional staff, the provision of easy access to assistance, better lighting, reduced
vandalism, safe car parking, and a general focus on the provision of clean, safe and
comfortable facilities;

 
• improvements to physical access to transport vehicles and infrastructure, including low

floor buses and the extension of low floor services, consistent provision of lifts and
ramps, improvements to roads and pavements, the provision of storage space for
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luggage/buggies on vehicles and the provision and regulation of parking for orange
badge holders and in residential areas;

 
• the general provision of more frequent services and specific improvements to services

in the evenings and on Sundays, as well as to specific areas (such as rural areas,
housing areas and small towns), along with a need for the provision of integrated
transport, routes consistent with women’s employment and for services to be punctual,
flexible and reliable;

 
• lower fares and reduced costs in other aspects of transport (such as taxis, parking

charges and petrol prices), as well as the development of concessionary travel schemes,
specific initiatives such as travel passes, off peak reductions and other options for
women on low incomes (and, where relevant, their companions), and the provision of
integrated/through ticketing;
 

• accessible, reliable, up to date and clear timetables, the provision of information on a
national basis, the provision of information in a range of formats and languages and the
distribution of information at bus stops and other relevant outlets. There was seen also
to be a need for increased information in relation to specific issues such as fares,
accessibility, routes and safety;

 
• greater consultation with women, with the involvement of a range of women in all

aspects of transport development, including strategic and practical issues, and the use
of a range of methods to obtain their views. This should include both proactive
consultation and the development and publication of complaints mechanisms,
supplemented by the provision of appropriate training to transport staff.

 
 These research findings can also be used to inform the development of policy and practice in
the future, and it is recommended that these should be considered by service planners and
providers in the development of both national and local policies (in the broadest sense) relating
to transport.
.2 
 The research, in presenting the views of a range of women and relevant groups across
Scotland in relation to transport, concludes that the level of interest in this study, and the level
of participation, provides an indication of the importance of transport to many women in
Scotland.
 
 The implementation of the checklist as a tool to assist in developing transport policy should
help to develop provision in the future which can address some of the issues which are
identified clearly as constraining the opportunities which are available to women in Scotland.
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 SECTION ONE : INTRODUCTION AND BACKGROUND
 
 1.1 Reid-Howie Associates was commissioned by The Scottish Executive in August 1999
to produce a set of draft guidance for central and local government transport policy makers to
assist in considering and removing the key barriers currently affecting women transport users
in the development of future transport policy. There has been an increasing recognition of the
need to undertake this type of work, as part of the government’s focus on social inclusion, the
“mainstreaming” of equalities work and the development of integrated transport, and this
study attempted to draw these strands together and to develop a useful tool for the future.
 

 THE NATURE AND PURPOSE OF THE STUDY
 
 1.2 The process which was undertaken involved developing a means of “auditing” policy
to ensure that women’s needs are taken into account, by identifying those key issues which
affect women in relation to the policy or service, then using these issues to guide the policy
process, and to ensure that developments address these. It can be seen to represent the first
stage in a process of gender auditing of policy, by encouraging those involved in transport
policy to consider women’s issues. In the case of this research, this has involved the
exploration of the key issues affecting women using transport, before developing, from this, a
relevant tool which should help to develop a transport system which is “women-friendly”,
based upon women’s own views. As Hamilton et al (2000) note, in developing their report on
similar work in England, the failure to include these issues affecting women in the
development of transport in the past has often been based on a lack of knowledge of the key
issues.
 
 1.3 In order to identify women’s transport experiences and priorities, and to allow the
issues which emerged to inform the guidance which developed, a piece of research involving a
range of methods was carried out with women across Scotland. The work took place between
July 1999 and May 2000 and involved a number of stages which are detailed in Appendix 1.
The differences in transport use and travel by men and women had already been well-
documented in the literature and in previous studies, which had established clearly that women
experience a number of issues in a different way, or to a different extent, from men using
transport. Whilst there was seen to be no need to compare these gender-related issues again
and to establish the existence of such differences, the task instead was to address the current
lack of detailed information in relation to the ways in which women actually experienced
transport use, and to use these findings to inform the development of policy to address them in
the future, and to tackle the problems which existing data had demonstrated.
 
 1.4 This report presents the findings of the study and is in a number of separate sections.
This section, firstly, provides a brief summary of the overall context within which the work
took place, by summarising the main findings of the relevant literature relating to transport
patterns and transport issues affecting women. A brief outline of the overall context of the
work, in terms of the focus on mainstreaming of equalities work, is also provided here. A full
literature review is included as Appendix 2.
 
 1.5 Sections 2-4 then present the main findings of the research which was undertaken,
involving a widespread consultation with women in Scotland using a range of means. Section
2 presents the findings of a consultation exercise which was carried out to identify the views of
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a large number of key organisations in relation to issues affecting women using transport.
Section 3 then explores the findings of a large scale consultation with women in the
community in Scotland, through a postal survey, a number of focus group discussions (held to
collect detailed qualitative information) and information provided by individual women in
relation to their detailed experiences of using transport. Section 4 then presents the results of a
short survey of the views of a sample of transport providers before Section 5 draws together
the common themes which emerged from all stages of the work and which were used to
inform the development of the checklist (provided at Appendix 4) and guidelines
(Appendix 5).
 
 1.6 The remainder of this section presents a brief overview of the literature.
 

 WOMEN AND TRANSPORT – OVERVIEW OF THE LITERATURE
 
 1.7 The system of transport which currently exists in Scotland has evolved to meet a wide
variety of needs : to enable workers to move around, to move goods, and to allow people
access to health and education services, as well as to leisure, tourism and other facilities.
 
 1.8 Transport takes a range of forms, including cycling, walking, using cars, buses, trains,
taxis, ferries, aeroplanes and specialist transport, and the use of transport plays a vital part in
shaping the lives of people throughout the country. It is a major influence on their
participation in economic and social life.
 
 1.9 It is gradually being recognised, however, that the benefits of the current system of
transport in Scotland are not shared equally, and amongst those groups which are not always
well-served by existing systems of transport are, in many cases, women. As Atkins states, for
example :
 

 “women are inhibited from undertaking journeys they would like to make, and are
hence constrained in their daily lives. Restraint of travel limits effective participation
in society and adversely affects women’s quality of life”.
 

 (Atkins, in Grieco et al, 1989)
 
 It has also been suggested that transport policy makers and providers have not always taken
account of women’s needs in the services which have developed.
 
 1.10 The last 10 years have seen some changes to this, and the recent Transport White
Papers for both the UK and Scotland (DETR 1998, The Scottish Office 1998) are clear in
recognising the need to take account of issues affecting women. Some research has also been
undertaken in the last few years to look at specific aspects of women’s travel needs and
behaviour, and the findings are presented in more detail in Appendix 2.
 
 1.11 Despite the progress which has been made, however, there are still many areas in
which women’s needs are not always met. Although there are ways in which men also face
travel-related restrictions, there are, however, major differences in the ways in which women
and men travel, in the types of transport which they use and in the nature of their journeys, as
well as in the problems which they face, and the effects of these upon their lives.
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 GENDER DIFFERENCES IN TRAVEL PATTERNS
 
 1.12 In the UK, the travel patterns of women and men vary a great deal, and in many ways.
Overall, women and men make approximately the same number of trips each year (TSO 1998)
but, beyond this, there are wide differences in the length of their trips, the forms of transport
used, the complexity of trips and the purpose of these trips. There are also differences in the
ways in which women in different geographical, economic and social situations, and women of
different ages, use various forms of transport.
 
 1.13 The literature review suggests the following key factors in relation to women’s travel
patterns:
 

 women and men make broadly the same number of trips annually;
 women tend to travel far shorter distances than men;
 women have much less access to cars than men;
 considerably fewer women than men have driving licences;
 women travel less in relation to their employment and are more likely to work close to

home and walk to work;
 although the differences between women and men in terms of their journey patterns

are closing, they are doing so only very slowly;
 women are more likely than men to travel by public transport, as car passengers and

on foot;
 women’s trips are more likely than those of men to relate to caring and family

responsibilities, while men are more likely to travel for business and leisure;
 women make more trips to and from education (including escorting children) and

more shopping trips than men;
 women make more journeys using public transport, with children and otherwise

“encumbered”;
 women’s journeys are more likely to involve a range of different forms of transport,

whereas men’s journeys often involve only their cars;
 there are variations in travel patterns between different groups of women, for

example, women with and without children, women with and without work and in
different forms of employment, women of different ages, women in urban and rural
locations, women from ethnic minorities and women with disabilities;

 women over 70 make fewer journeys than women aged 30-39 and are less likely to
have a driving licence and more likely to use public transport and to travel on foot;

 women on lower incomes travel shorter distances and have less access to a car than
other women;

 many disabled women are unable to use public transport in its current form;
 women in rural areas have access to more limited public transport services and rely

more heavily on car travel, and the impact of not having access to a car is greater in
these areas.

 
 1.14 These differences have wide ranging implications for the way women travel. There are
also a range of other factors which affect women’s travel, and these relate to socio-economic
issues (e.g. employment patterns, income and care responsibilities), technological changes
(e.g. environment and design issues) and barriers to women’s access (e.g. personal safety,
information and timetabling) which must be taken into account in identifying women’s
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transport needs. These can also affect and constrain women’s access to transport and will be
summarised below.
 
 Social exclusion and employment
 
 1.15 Women now participate more in paid employment, with an increase in the number of
women with children working, more women in part-time employment and more with two or
more jobs. Women now undertake more work-related journeys (particularly to and from their
place of employment, often at non-peak hours) and often have to balance journeys relating to
work and childcare.
 
 1.16 Women remain over-represented in lower status and lower skilled occupations, tend to
work closer to home than men, and to work more flexible hours, affecting the kinds of
transport they use and the need for availability of services at off-peak hours.
 
 1.17 The nature of work itself is changing, with a need for different types of skills, a need
for a more flexible workforce prepared to work irregular hours, often combined with periods
of full and part-time employment. There have also been changes to the location of much of
Scottish employment, both in industrial and service sectors, in favour of green-field, out of
town areas. Women with access to a car are likely to have a far wider choice of employment
opportunities, particularly in newer, growth industries which have tended to locate away from
town centres and residential areas.
 
 1.18 The cost of public transport may also restrict many women from returning to work,
particularly where, although they may have the skills, the geographic area in which there is a
demand for these skills would require a complex and expensive journey.
 
 Travel with children
 
 1.19 Women still have a disproportionate share of childcare responsibilities, affecting the
nature of journeys taken and highlighting the need for transport providers to make sure that
their provision is appropriate for women with children, in terms both of being able to board
the vehicles and the facilities available at stations and other areas.
 
 1.20 Women on lower incomes often work part-time (often in more than one job) and
combine this with complex childcare arrangements, which are complicated further by the
transport system currently existing in the UK.
 
 Accessibility of transport options
 
 1.21 The proportion of older people (and particularly older women) in the population is
now much greater than ever before, leading to an increasing requirement for accessible public
transport.
 
 1.22 There has been an increase in the number of low-floor buses which are capable of
being lowered close to pavement level to allow straight transfer for buggies and prams, as well
as wheelchairs, and these buses are also beneficial to many older people who, although
otherwise mobile, have some difficulty with steps. These buses also have increased luggage
space, a dedicated area for prams (where this is not being used by a wheelchair user) and
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improved access to seating. Shoppers’ services are not, however, routinely operated by low
floor buses. Trains have also become more accessible, and these developments have improved
travel for women who are “encumbered” and disabled women, but many suburban and inter-
city trains are very busy in peak (and in some cases off-peak) periods and there are still many
areas of Scotland (and particularly rural areas) which are served by limited or relatively
inaccessible services.
 
 1.23 The cost of public transport can also present problems for women on low incomes, and
schemes to reduce car use such as raising fuel prices, road-pricing and town centre (and
workplace) car parking charges can also affect those on lower incomes, and reduce the
likelihood of women being able to use private transport.
 
 1.24 Many people in Scotland now live in suburban areas and peripheral estates, but many
bus and train services operate on a “hub and spoke” system which makes travel between the
suburbs (which many women have to do daily for work, care and other reasons) particularly
difficult for those without a car. Bus routes are often circuitous and designed to keep down
the cost to the operator, rather than necessarily being best for users. Journeys are often long,
despite the point to point distances being short.
 
 Personal safety
 
 1.25 Women are much more restricted in their travel than men as a result of personal safety
issues, and this intensifies after dark, with some modes of transport, such as double deck
buses, trains and walking, considered to be particularly problematic.
 
 1.26 In some UK cities, there are problems with underpasses and areas which become
deserted (or little used) after dark, with few pedestrians and poor lighting. Multi-storey car
parks have brought particular problems for women car users, and many women have also lost
confidence in “park and ride” because of their isolation on return journeys after dark. Many
car parks have poor design features, poor maintenance and a lack of staff. Many women,
therefore, avoid using both multi-storey and poorly lit surface car parks. Many transport
interchanges are seen to be unsafe by women, and more isolated bus stops and unstaffed
railway stations are often avoided after dark.
 
 1.27 More town centres and housing areas are now pedestrianised, and some of the paving
materials used (and drain covers) prove difficult for buggies. Many pedestrian areas have very
little traffic at night, and some bus stops are now in isolated, poorly lit back streets.
 
 1.28 Responsibility for violence against women always lies solely with the perpetrators, and
the overall goal must be to end violence against women by changing this behaviour. Any
solutions which suggest that women should restrict their activities or should alter their
behaviour are not considered appropriate to this analysis, but there are some ways in which
good design in the built environment can increase safety.
 
 1.29 There are still many areas within Scotland’s towns and cities where poor design
features can compromise women’s safety, including doorways, loading bays, over-bridges and
underpasses, multi-level housing and shopping areas, many isolated bus stops, walkways and
linking stairways (for example into transport interchanges, or between roads at different
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levels), areas with poor, or non-existent directional signage, areas without CCTV and isolated
parts of surface (and almost all parts of multi-storey) car parks.
 
 1.30 The behaviour of other passengers can also be a cause of concern to both women and
men, but, again, particularly to women.
 
 Information needs
 
 1.31 As women use public transport more than men, and older women more than other
groups, good public transport information is important for access and safety reasons. The
uncertainty caused by a lack of information and not knowing the time of the next service can
add to fear of crime on transport.
 
 1.32 The nature of women’s journeys, which often combine the use of different types of
transport, can also create information difficulties, as little information is currently available
covering more than single services, or providing connecting service information. There is not
yet a multi-modal journey information system covering Scotland.
 
 Specific groups
 
 1.33 There are a number of specific groups of women who face specific barriers to transport
use, and who may be seen to be particularly disadvantaged by current transport arrangements.
These include women in peripheral estates, women in rural areas, women from ethnic
minorities, disabled women and older women, all of whom have been found to have specific
requirements in terms of transport.
 
 Consultation and decision making
 
 1.34 There is little information available at the moment about the involvement of women
transport users in transport policy making and practice, and it is clear that many transport
services have been planned without such consultation taking place. There are few systematic
opportunities in place for women to give feedback on how far services and facilities meet their
needs.
 
 Overview of issues affecting women
 
 1.35 As the literature review (at Appendix 2) demonstrates, there are many gender-related
issues which currently limit women’s transport choices and opportunities. These limitations
affect women’s lives in many ways, restricting the kinds of transport which women can use,
the activities in which they can participate, the places to which they can travel and the times at
which they can use transport.
 
 1.36 The problems identified can make it difficult for women to enter employment and
training, to gain access to services, to attend appointments, to visit friends and family and to
travel with their children. A lack of access to transport can also leave them socially isolated.
 
 1.37 There are also a range of more general consequences in terms, for example, of the
costs to industry and employers, the impact on health and other social issues and, increasingly,
in terms of the increase in peak-time congestion on roads, of the transport patterns described.
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 1.38 The fact that many women are deterred from travelling, particularly during off-peak
periods, is also an economic issue not only for industry, but also for many transport operators
in terms of lost revenue.
 
 1.39 All of this information, available at the start of the research, provided the context
within which the research took place, suggesting the need, in the light of this, to address issues
affecting women using transport.
 

 MAINSTREAMING EQUALITIES WORK
 
 1.40 In addition to the transport issues raised, it is also important to consider the context in
relation to equalities work, and the government has made a commitment to addressing “social
exclusion” and to ensuring that all groups can take part in economic and social life. There is
also a national commitment to tackling violence against women, and to addressing gender
inequality.
 
 1.41 The preceding overview of the literature has demonstrated the need to ensure the
development of a transport system which addresses the specific issues which women face and
which affect and constrain their opportunities. Despite the increasing knowledge of these
issues, however, the development of more widespread access to services for women, and a
range of other groups in the community has, in the past, often been hindered by a reluctance to
acknowledge these issues and requirements. This has often been accompanied by a lack of
recognition of the effects of the failure to meet these needs and by the flawed assertion that, as
services are made available to all members of the community, then no groups are excluded
from their use. As this study focuses firmly on the need to recognise the issues affecting
women and to include this recognition as an integral part of the policy process, it is important,
at this stage, to clarify these assumptions and to set them in the overall context of the
commitment to “mainstreaming” of equalities issues.
 
 1.42 It should be stressed at the outset that it is not suggested in this report that only
women experience the problems which are identified, nor that it is only women who would
benefit from the changes which are suggested, and it is acknowledged that the issues which
emerge are relevant to all users of public transport. It is suggested, however, that the gender-
based differences which have been outlined above in relation to issues such as employment,
income, childcare, other family responsibilities and patterns of transport use make many of
these issues predominantly issues which affect women. As such, there are some issues which
are likely to have a differential impact upon women and to affect their use of transport in
different ways.
 
 1.43 The government’s expressed commitment to “mainstreaming” of equalities issues
requires a number of myths to be dispelled. There is a need to acknowledge that there are
some groups whose requirements have not always been recognised nor met in policy and
provision, and that there is a need for the identification and consideration of these diverse
requirements in the planning and implementation of policy and services, and the incorporation
of these as an integral part of provision. This does not suggest that other groups (such as men)
cannot be considered, nor does it necessarily imply that extra services should be provided to
groups experiencing exclusion. It simply suggests that there are a range of issues which may
be particularly important for one or more groups which have experienced a level of social
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exclusion (in this case women) in the past and that, if these are addressed, then policy makers
and providers can be more confident that they have taken steps to provide services which will
be fully inclusive, and which women will be able to use. (It is likely that, in so doing, they will
also enhance the services to a range of other groups, in the way, for example, that low floor
buses improve services for everyone, and not only for disabled people.)
 
 1.44 The persistence of the myths (which often centre on a lack of clarity of notions of
equality and the nature and purpose of actions taken to redress existing imbalances) simply
hinders the development of appropriate services. Such views are now, however, much less
prominent among statutory bodies in Scotland. There is now a clearer understanding and
commitment at the highest level to tackling these issues, coupled with the knowledge that, in
order to do so, there is a need for consistency in approach to identifying key issues facing
groups and basing the future development of policy and practice on their recognition.
 
 1.45 In the recent consultation paper “Towards an Equality Strategy”, the Scottish
Executive (in an excerpt from “Questions of Mainstreaming : Examining Policy and
Legislative Proposals within an Equalities Framework”) described mainstreaming as follows:
 

 “Mainstreaming equality is essentially concerned with the integration of equal
opportunities principles, strategies and practices into the everyday work of
Government and other public bodies from the outset, involving ‘every day’ policy
actors in addition to equality specialists. In other words, it entails rethinking
mainstream provision to accommodate gender, race, disability and other dimensions
of discrimination and disadvantage, including sexuality and religion”.

 
 (The Scottish Executive, 1999)

 
 1.46 The identification of the transport issues affecting women, and the development of a
tool to allow these issues to be identified and tackled through transport policy addresses one
aspect of this, and is consistent with such an overall approach.
 
 1.47 The following sections identify those key issues which women in the research identified
as affecting their use of transport, which allow the development of such an approach and the
tools to allow its implementation.
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 SECTION TWO : THE FINDINGS - GROUPS/ORGANISATIONS
 
 2.1 The first stage of the research constituted a major consultation exercise with key
women’s organisations in Scotland and local authorities. A large amount of qualitative data
was gathered here from 122 respondents. A short consultation paper (drawn from the
literature and covering the issues presented in Section 1) was issued to key organisations, and
respondents were then asked a series of questions in relation to the paper, and were invited to
identify the actions which they believed were required in order to address women’s needs. The
responses are summarised in this section. Although it is clearly impossible to detail all of the
responses received, the points which were made most frequently are highlighted, and the main
issues in relation to each question identified.
 

 PATTERNS OF TRAVEL
 
 2.4 A number of differences in actual travel patterns between women and men were
highlighted in the consultation paper. These focused on, for example, the differential need for
public transport and the use of different modes of transport, the differences in travel purposes,
the differences amongst different groups of women and variations in other factors affecting
their use of, and access to, transport.
 
 2.5 Respondents to the consultation were asked to identify any additional patterns of
women’s travel which had not been drawn out from the literature review. It was found that
there was a high level of agreement with the issues which had been suggested here, although a
small number of additional issues were raised. A total of 40 of the respondents here (33%)
made additional comments relating to travel patterns.
 
 2.6 Some of these clearly related not only to patterns of travel, but to issues affecting
women’s travel, and the latter are considered further later. In terms of actual patterns,
however, respondents identified some additional patterns affecting women more generally and
some patterns of travel of specific groups of women (particularly women in rural areas, older
women, and carers).
 
 2.7 In terms, firstly, of general patterns, it was suggested that, in addition to travelling
more on foot and by public transport than men, taxis are also a form of provision used by a
high number of women. Feedback suggested that women may be more likely to use taxis
where other transport provision does not meet their needs and several respondents suggested
that women use taxis more than men, and for different purposes. These patterns were seen to
relate partly to safety concerns, as well as to the perceived inaccessibility of existing transport
services.
 
 2.8 The higher level of walking by women has been identified previously, and some
respondents also pointed to a perception of the growing use of cycling as a form of transport
by women, relating to an increasing awareness of health and well being. (Clearly using cycling
as a main or supplementary mode of transport raises a variety of issues for women, including
practical provision in the form of somewhere to change/shower and leave a bicycle and
provision to meet safety considerations, such as cycle paths. A number of respondents also
raised these issues here.)
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 2.9 The lower level of access to a car for women was also reiterated by a number of
respondents, and an additional issue was raised relating to women who experience domestic
abuse. It was noted that access to a car for this group may be reduced further as part of the
actual abuse, with perpetrators restricting their access to money, discouraging women from
learning to drive and preventing access to a car as a means of reducing their mobility.
 
 2.10 In terms of patterns of travel for specific groups of women, a number of additional
details were provided in relation to the broad statement about the variations in travel patterns
for these groups. Respondents identified, for example, that women living in island areas would
depend more heavily on ferry services, and may require this provision in order to access a
range of services, including shopping, health, employment and recreational facilities. (Again,
respondents also commented on some of the problems experienced, as this type of travel was
seen to be difficult even where services were operating efficiently, and the difficulties
exacerbated where problems occurred in service provision.) Women in such rural and island
areas were seen to have much less choice in the types of transport which they may use, again
affecting travel patterns, for example :
 

 “In rural areas women often do not have choices to make about how they travel. They
do not have a range of options. Their choice is more whether they travel. This is
particularly the case for those on low incomes”.
 

 This lack of choice was also seen to influence the patterns of travel for women on peripheral
estates, who were seen to rely on (often) limited public services.
 
 2.11 Travel patterns were also seen to differ for women with caring and family
responsibilities, and a number of respondents highlighted the need to recognise the different
patterns for women with such responsibilities for adult family members. Women in this
situation were seen to require, for example, to make transport arrangements for attending
hospital and clinic appointments, often in areas which may be difficult to reach by public
transport. This was seen as a particularly significant issue for carers.
.3 
 2.12 The travel patterns of teenagers and younger women were also identified as potentially
involving specific issues. One respondent, for example, suggested that the travel patterns of
young women may differ from their male peers in relation to late night travel returning from
leisure activities.
 
 2.13 A number of perceived differences in the patterns of older women were also raised
(although one respondent also pointed to the perception that older men may face many similar
issues). It was noted, for example, that public transport is the only option for many women of
pensionable age, with a heavier use of this (suggested earlier and borne out by the findings in
the previous section). It was also suggested that older women from ethnic minorities tend to
travel in company rather than alone, and that travel patterns relating to disability are also more
likely to affect older women. There were also, however, seen to be differences in travel
patterns amongst older women, as those with grown up children were seen to have different
employment opportunities.
 
 2.14 The times of travel were also identified as a potential area of difference in travel
patterns, and the importance of part time work for women was highlighted in the paper.
Attention was drawn by a number of respondents to the actual travel patterns of women not
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only working part time, but also who work shifts and who may travel home very late at night
(or conversely very early in the morning). It was reiterated here that travel at night is a key
area in which there are gender differences in travel patterns, with many women restricting their
travel after dark.
.4 
 2.15 In terms of the purposes of journeys, although some of the differences have been
suggested previously, respondents reiterated the higher likelihood of women travelling to
shopping facilities, the need to attend hospital appointments or to visit patients in hospital
(given women’s caring responsibilities), and the need to gain access to other areas relating to
domestic or caring responsibilities (such as visiting prisons). One respondent also mentioned
the likely increase in trips made to places of education, often in the evening, and to
decentralised educational institutions.
 
 2.16 Lastly, in terms of differences in patterns, a number reiterated their perception of the
“multiplicity of journeys” undertaken by women in the course of a day, often involving similar
journeys to and from the same places. (The time involved in making such journeys, especially
when using public transport, was also highlighted here.)
.5 
 2.17 In general, however, there appeared to be a high level of agreement in terms of the
issues highlighted in the consultative paper (largely Section 1 of this report), with no
disagreement with the patterns described and the views which have been identified adding to,
and clarifying the information provided previously.
 

 ISSUES AFFECTING WOMEN’S TRANSPORT
 
 2.18 The consultation paper identified a range of issues affecting women’s transport, as
follows :
 

 Social exclusion and employment;
 Travel with children;
 Accessibility of transport options;
 Personal safety;
 Information needs;
 The needs of specific groups;
 Consultation and decision making.

 
 2.19 Respondents to the consultation were again asked to identify whether there were any
additional issues affecting women’s transport which had not been covered. Again, some of
these issues explored the areas already highlighted in more detail, rather than identifying new
areas, but this again provided useful additional information. A total of 35 respondents (29%)
commented on this issue.
 
 2.20 One area which was identified as having an impact on women’s travel and operating as
a barrier to access, which had not been covered in the consultation paper, related to the
provision of comfort (as well as safety). In this context, respondents pointed to the standard of
public transport vehicles and facilities, suggesting that the vehicles themselves (particularly
buses and trains), and the facilities (shelters, stations and other facilities) were often cold,
damp and poorly maintained. Staff attitudes to women travelling, as well as the low ratio of
women who were involved as transport providers, were also highlighted as affecting the
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likelihood that the provision which was made would address the issues facing women whilst
travelling.
 
 2.21 Generally, all of the other “additional issues” identified by respondents at this stage
related to the areas already outlined in the consultation paper (and listed earlier). Responses
did, however, provide additional insights to these key areas affecting women’s transport.
 
 2.22 In terms of issues covered within the paper, a number of respondents repeated
considerations relating to the cost of transport and the effect of this upon women. In
particular, given the point raised above in relation to perceptions of women’s use of taxis as a
result of the lack of alternatives and for safety reasons, the high cost of travelling by taxi was
highlighted. One respondent mentioned this specifically in relation to the cost of transport for
disabled women who may be forced to use taxis due to the lack of physically accessible public
transport. The cost of taxis was also identified as having implications for personal safety, as it
was noted that women who might otherwise use taxis at night may be deterred by the expense
involved.
 
 2.23 Attention was also drawn to the cost of travel where more than one member of the
family is using public transport (which, it was suggested, can become a more expensive option
than the private car). A lack of control over fare increases by local authorities was also seen as
a matter of concern by one respondent who drew attention to the fact that, in some parts of
Scotland, fares rose by 5-6% last year (a figure well above the rate of inflation). The cost of
learning to drive and acquiring a driving license was also pointed out and noted as particularly
significant for women living in rural areas.
 
 2.24 Additional points were also made relating to the physical accessibility of transport, and
these focused on the perception that the accessibility of taxis, as well as other forms of public
transport, can also be a problem. In addition, it was suggested that there are few, or no
accessible taxis in some areas.
 
 2.25 In terms of safety issues, personal safety issues were again highlighted. A number of
respondents drew attention to specific concerns in this area which they considered had not
been covered fully within the paper. In particular, a number of respondents pointed to safety
issues for women motorists, suggesting that the security of women whilst driving (in terms, for
example of issues such as whether or not to lock the doors, awareness of the immediate
environment when getting in and out of the car and breakdown procedures) were all identified
as specific concerns.
 
 2.26 In addition, it was also suggested that poor pavements and other aspects of the built
environment can deter women from walking.
 
 2.27 The limitations imposed on women’s access to employment, education, leisure
activities and other services by the current provision of transport were echoed in responses to
the consultation paper, with concerns relating to a range of forms of exclusion.
 
 2.28 Effects on specific groups, suggested within the document were also identified. The
often prohibitive cost of transport was again mentioned, for example, in terms of the effects on
women on low incomes, and their limited ability to access a range of opportunities. Many



13

respondents also identified rural women as being particularly affected by the current limitations
to transport provision in these areas.
 
 2.29 A number of other groups of women experiencing particular issues was also identified
here, including : pregnant women, women with young babies, young lone parents, women with
a range of care responsibilities and women fleeing domestic abuse. The issues for particular
groups were considered specifically later in the consultation exercise.
.6 
 CHANGES REQUIRED
 
 2.30 Respondents were then asked to identify the main changes which were required to
transport and to the transport infrastructure, in order to take account of a number of key
issues which had been identified, in a number of areas, and a range of suggestions were made.
 
 Women’s employment
 
 2.31 In order to ensure that transport addressed the barriers to women’s employment which
had been identified, suggestions were made by 92 respondents (75%) and these were found to
focus upon a number of issues, with personal safety and costs emerging as the two aspects of
transport mentioned by the highest numbers of respondents.
 
 2.32 Firstly, women’s safety when travelling to and from work was seen to be a key issue,
and was identified, for example, as particularly affecting women working shift patterns
involving early morning starts and late night finishes. The location of workplaces in otherwise
deserted areas (such as on peripheral industrial estates) also pointed to the importance of this
issue.
 
 2.33 It was interesting to note that the improvement of women’s safety was the single
change suggested most frequently in the context of addressing women’s employment needs,
and there was a high level of agreement of the need for a range of improvements. These
included the provision of better lighting at bus stops, bus stations and railway stations. The
removal (or tempering) of vegetation at bus stops and walkways was also suggested, as was
the installation of CCTV at stations, stops, walkways and car parks. It should also be noted
that changes to address women’s personal safety issues were also considered as a separate
issue and are discussed further below.
 
 2.34 The second major issue which was identified related to the cost of transport for women
travelling to employment, both as an issue for women in employment, and as a barrier to
unemployed women seeking employment.
 
 2.35 A number of changes were suggested in relation to costs. For women on low incomes,
and unemployed women, for example, it was suggested that there was a need for good,
affordable transport from disadvantaged areas to the main employment centres. For previously
unemployed women who obtained employment, there was seen to be a need to provide
assistance to address the problem of meeting transport costs whilst waiting for their first pay
cheque. One respondent suggested that some women on low incomes would benefit from
financial assistance to obtain a driving license (as a means of opening more employment
opportunities). The need for measures to tackle petrol costs in rural areas were also
highlighted by one respondent.
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 2.36 Improved access to public transport in general was suggested by several respondents
as a response to the barriers faced by disabled women travelling to employment, and this issue
is also considered later.
 
 2.37 A number of changes were suggested in order to encourage more women to cycle to
work, and these included safer cycle paths, more direct cycle paths, and facilities for cyclists to
shower and change on reaching work. A perceived need for an increase in park and ride
provision was also highlighted.
.7 
 2.38 A multiplicity of other changes were suggested to help to make current transport
services more responsive to women in relation to their employment, and these included, for
example : routing, timetabling, the quality of services, and the provision of information.
.8 
 2.39 A high number of respondents identified that current transport routes do not meet the
needs of women travelling to and from work, and changes in routing were suggested. Again,
routing in rural areas was identified as a specific problem, with transport “going from A to B
via X, Y and Z”, although some urban routes were also criticised as not incorporating
peripheral industrial estates, peripheral hospitals and other “out of town” workplaces.
.9 
 2.40 A large number of respondents also identified that current transport timetabling often
does not reflect women’s employment patterns (in terms of their likelihood of working part
time, or shifts identified earlier). The changes suggested here related to the need to link
transport provision more closely to women’s employment patterns and through the provision
of services which would “join up”. In addition, changes to make existing services more
punctual and reliable were also recommended, along with more flexibility and choice in
provision and the development of more regular and frequent services.
.10 
 2.41 The provision of reliable up to date travel information and timetables was also seen to
be a key factor linked to employment opportunities. It was suggested that information for
different services and modes of transport (multi-modal journey information) should be collated
and made available locally. The provision of such information, 24 hours a day via a single
point of access telephone information system, was also suggested.
 
 2.42 At a more strategic level, a number of respondents suggested measures which could be
taken by transport providers, local authorities and employers to ensure that transport services
were more responsive to women’s employment patterns. The need for transport providers to
consult both women and large employers in relation to issues such as routing and timetabling
was suggested. It was also suggested that employers could give more consideration to
employees’ transport arrangements, and should consider the provision of transport or
subsidies to employees, or should negotiate with transport providers on their workers’ behalf.
One respondent also suggested that employers should be more flexible in terms of working
hours in order to enable women to access employment by public transport.
 
 2.43 In terms of local authority action it was suggested by one respondent that :
 

 “Local authorities and operators should continually monitor both commercial and
subsidised networks to take into account changing travel patterns as a result of
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changes to employment locations and work times and where possible amend bus
services accordingly.”

 
 2.44 All of these suggested changes can be seen to relate directly to the barriers to
employment opportunities for women which were suggested from the literature review.
 
 Travelling with children
 
 2.45 The second area in which perceptions were sought of changes required related to
women travelling with children. There was perhaps greater consensus here in the responses
received that in relation to any other issue and a total of 110 respondents (90%) commented
here.
 
 2.46 Much of the feedback here related to women’s needs when boarding and alighting
public transport vehicles (including buses, trains and the underground) with children. Almost
three quarters of these respondents (80/73%) suggested that changes were needed to improve
physical access to public transport vehicles. Many pointed to the benefits which had already
ensued from the increase in low floor/kneeling buses, suggesting that there was a need for
more provision of vehicles of this type, along with the provision of more information on such
services. Many respondents also recommended that more space should be allowed for the
storage of prams, buggies and shopping on vehicles.
 
 2.47 Almost half of these respondents suggested that there should be more assistance
provided to women by transport staff other than the driver (49/45%), and that more staff
should be provided not only on transport vehicles, but also at stations and other transport
facilities. Several respondents pointed to the attitude of public transport staff as often
unhelpful and the provision of awareness training for staff was also suggested here.
 
 2.48 The cost of travelling with children was also noted by 22 respondents, and it was
suggested that fares for children/families be reduced and that special deals such as family rover
tickets should be extended. Integrated ticketing was also seen to be a potential way of
reducing costs.
 
 2.49 A variety of safety issues specifically affecting women travelling with children were
highlighted (by 27/25% of these respondents). The most frequently suggested safety measure
was the introduction of seatbelts on vehicles and the provision of safer seating generally. Other
safety concerns here related to journeys to schools and nurseries, and a number of respondents
suggested that changes could be introduced to make walking and cycling to schools safer and
more feasible, through, for example, the provision of “safe route initiatives”, more and
improved cycle routes, and car free zones where school buses could be parked (both for the
safety of children walking or cycling to school and for children travelling on the school buses).
 
 2.50 Problems with current bus routes and timetables for women travelling with children
were again identified and suggested changes included making timetables fit more closely with
school times and ensuring that bus routes link schools with other areas which women will
require to visit, such as local shopping areas.
 
 2.51 The need for the provision of appropriate facilities for women with children was also
identified and a number of respondents highlighted the need for access to clean toilets,
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changing and feeding facilities, play areas, and waiting areas (which should also be clean,
warm, and available) on planes and trains, and at stations, airports and ferry terminals.
 
 2.52 Again these suggestions were consistent with the need to address the barriers which
were identified in the review of transport issues.
.11 
 Access
 
 2.53 Respondents were asked to identify transport changes required to take account of
access issues, and respondents took this opportunity to highlight a range of physical barriers
(such as vehicle and station design), and other barriers to access such as cost, safety and
transport routes (identified previously). Half of the respondents commented on this issue (61).
 
 2.54 In terms, firstly, of physical access, this was identified by over half of those who
responded to this question, and the largest number of respondents who identified physical
access (70%) pointed to the need for more low floor buses, the extension of such services and
the provision of information (as it was seen by many to be “almost impossible” to get
information on where and when low floor buses were available). It was also suggested that :
 

 “although low floor buses may be available on route into town there’s no guarantee
you’ll get one on the way back”,

 
 with a need to ensure consistent provision of accessible services. One respondent pointed out
that although low floor buses are not currently available on all routes, the Disability
Discrimination Act will impose end dates when all buses on registered services will have to be
compliant (although this date is clearly well into the future).
 
 2.55 Access to other public transport vehicles, such as train carriages and underground
carriages, was also mentioned by a smaller number of respondents, with changes seen to be
required in relation, for example, to the provision of more lifts and ramps.
 
 2.56 It was also suggested that more thought should go into the location of parking for
disabled people, and one respondent suggested that involving women with disabilities in
transport access audits would help make all forms of transport more accessible. As well as
improving the physical accessibility of transport, several respondents identified a need for the
provision of appropriate specialist transport (such as Dial-a-Bus and Dial-a-Ride). Staff
attitudes arose again here, with a number of respondents suggesting that more staff assistance
would help address some of the physical access barriers encountered by women.
 
 2.57 A small number of respondents (10) also identified the cost of transport, safety issues
(6) and limited current provision (15) as access issues for women, but the majority addressed
this question in terms of physical access.
 
 Personal safety
 
 2.58 This single question in the consultation, focusing upon the need to address barriers to
transport relating to women’s personal safety, generated a higher number of suggestions than
any other posed in the paper. A total of 89 (73%) of organisations made comments here, but
the number of separate suggestions made was higher than in relation to any other issue.
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 2.59 The change which was identified most frequently related to the provision of increased
staffing at stations and on public transport vehicles (as well as in car parks and cycle paths) in
relation to women’s personal safety needs (51/57% of these respondents). Although a small
number argued that an increased police presence would be beneficial, many more identified the
need for an increase in public transport staff. Several respondents believed that there was also
need for closer regulation of taxi services, improvements in licensing for taxi firms and vetting
procedures for drivers.
 
 2.60 The improvement of lighting was identified by 44 (49% of these respondents),
particularly at bus and train stations (with specific mention of suburban stations), bus shelters,
walkways and car parks. A small number of respondents also suggested that more local
authorities, private operators and large employers should adopt the “Secure Car Park Award
Scheme”.
 
 2.61 It was felt by a number of respondents that there was a need for safety initiatives to be
accompanied by the provision of training for transport staff, to enable them to deal with any
problems arising, summarised as follows :
 

  “those who provide public transport particularly at the front line should receive
training on promoting safety, dealing with violence and aggression and how to
summon help. Well trained and reassuring staff engender feelings of security… ”

 
 2.62 Around 1 in 5 of all respondents (26/21%) and 29% of these respondents also
identified the need for an increase in the use of CCTV (although one respondent noted that
CCTV should be “a back up but not a quick fix solution”).
 
 2.63 A variety of other measures which could be introduced (or improved) were also
identified and related to communications, such as :
 

  “the installation of easily accessible and well positioned emergency bells/buzzers on
public transport with strict policy towards response to this.”

 
 The provision of emergency telephones and general use phones at bus shelters and stations
was also suggested, and one respondent highlighted the need for the provision of emergency
phones on rural roads, as well as on motorways.
 
 2.64 Some respondents provided specific examples of “women only” initiatives of which
they were aware and considered effective. A number pointed to the women-only carriages
introduced in the London Underground, and some suggested that women-only provision be
introduced to a range of forms of public transport, along with the provision of women only
spaces at car parks. The introduction of reserved seating for women near to the driver was
also suggested, as was the introduction by more taxi companies of “women first” policies or
“women driver” services.
 
 2.65 The development of clear policies on safety and security, in consultation with women,
and as a contractual obligation was also suggested, including the development of enforceable
“no alcohol” policies on transport.
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 2.66 As before, a number of additional aspects of provision were seen to have an impact on
addressing women’s safety. Waiting for public transport emerged as a point at which many
considered that women’s personal security was most compromised. Increased regularity and
reliability of services, especially at night, was seen to provide a means of reducing waiting time
in potentially unsafe areas, as was the better integration of different services. It was also
suggested that shelters should be lit and open, with the area under the shelter visible from
outside, that vandalism at bus stops should be reduced and that they should be situated in
busier areas. The provision of additional bus services into residential areas (not just along main
routes) was also identified, as was the provision of buses which would stop on request at night
and the availability of reliable information on timetables and routes which would reduce
uncertainty and increase security.
 
 2.67 Several respondents pointed to the need to incorporate safety issues into planning and
design, for example :
 

 “the principles of crime prevention through environmental design need to be
promoted to architects, planners, builders, etc. For example, this would avoid
wherever possible the use of underpasses, improve lighting levels, remove recesses,
etc all of which affect the feeling of safety and security”

 
 2.68 It should be acknowledged here that a number of respondents expressed the view that
some of women’s transport safety concerns related to the perception of being at risk. As the
following section will show, however, this is often based on women’s actual experiences, and
as was highlighted in Section 1, the limitations created by fear of crime can be a significant
constraint to women’s lives. In addition to improving women’s safety, therefore, several
respondents suggested campaigns to increase awareness of issues affecting women when
travelling, and one suggested a need for personal safety training for women.
 
 2.69 Finally, the provision of training/awareness raising for women drivers involved in
providing transport was also highlighted by one respondent, who gave an example of a local
initiative in which the police, in conjunction with local garages, run safety courses for car
drivers, covering a range of issues such as personal safety, road safety and basic car
maintenance.
 
 2.70 As in the previous areas, it is clear that there was broad agreement in relation to the
need to address women’s safety and a wide range of suggestions in terms of the best means of
undertaking this.
 
 Information
 
 2.71 In relation to changes required to address the provision of transport information to
women, the responses received (69/57%) pointed to a need to address the type of information
available, the format and style of the information and the availability of this.
 
 2.72 One theme which emerged repeatedly was the perceived need for centralised multi
modal information, allowing ready access, from one point, to any information required, as well
as enabling journey planning where these journeys (as is often the case for women) involve
more than one transport mode. A total of 31 responses pointed to the need for improved
access to information. It was suggested that specific information about the links between
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different services could be included in this (such as, for example, which bus a passenger should
catch in order to catch a train leaving at a specified time).
 
 2.73 Respondents suggested a need for increased information in relation to the following :
fare prices (including special deals and concessionary fares), timetables (up to date and
accurate), services which are accessible to disabled people (mentioned most frequently as
requiring the provision of additional information), routes (including information on post buses
in rural areas), personal safety (safety policies, guidelines on what to do when endangered,
safe parking, safety for car users and contacts for women only taxi companies).
 
 2.74 A number of respondents identified effective information services which were already
operating, or currently being established. It was noted, however, that these services should be
publicised more widely in order that they can be used by more women.
 
 2.75 In terms of the means of provision of information, respondents suggested that they
should be provided by telephone. It was also stressed that they should be free (or cheap to
use) and available 24 hours a day.
 
 2.76 In terms of the actual availability of information, a total of 35 responses related to this,
and there was a general suggestion that this should be distributed more widely, with, for
example, the provision of leaflets and information at all stations (not only the central ones), at
local shops and post offices, on public transport vehicles and at bus stops (with “real time”
information where possible). Respondents also pointed to the need for information to be
vandal proof, up to date and accurate. The importance of the role of transport staff, including
drivers, as involved in the provision of information was also noted in some responses.
.12 
 2.77 A total of 39 responses focused on the types of information which were required, and
the translation of transport information into different languages was seen to be a priority by a
high number of respondents, and this included the need for leaflets/timetables and signs at
stops and stations. There was seen to be a need for information to be provided in a variety of
formats, including Braille, large print and on tape, and the use of more pictorial information
was suggested. It was stressed that information lines should have a text phone service for
people with a hearing impairment.
 
 2.78 The overall general theme in relation to this question, however, related to the need for
all transport information to be readily accessible, clearer and easier to understand. This was
seen to relate to all forms of information, including the provision of timetables, direct
information and public announcements. As has become clear, the provision of appropriate
information was seen to impact upon a range of other aspects of women’s transport
experiences.
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 Specific groups of women
 
 2.79 The previous section of this report and the consultation paper suggested that some
groups of women (women in peripheral estates, women in rural areas, women from ethnic
minorities, disabled women and older women) may face specific issues relating to transport. It
has become clear throughout this section that issues affecting these groups have been raised,
and opportunity was also provided to identify any additional issues.
 
 2.80 Many respondents took the opportunity to identify those groups of women which they
regarded as facing particular barriers, and 49 respondents (40%) did so, although few
additional suggestions were made in terms of changes necessary to meet these needs, as most
have been covered in relation to other points. Older women were identified here, along with
women on low incomes, unemployed women, women on benefits, disabled women, women in
rural areas, young women, students, pregnant women, women with young children, women
from ethnic minorities, women experiencing homelessness and women experiencing domestic
abuse, as having difficulties in relation to transport.
 
 2.81 In terms of the identification of changes to services to address the issues faced by
particular groups, some additional suggestions were made. Firstly, a number of these related
to the need to make transport provision more appropriate for older women (and this group,
along with disabled women were those mentioned most frequently at this stage in the
consultation as facing specific issues). The provision of transport services which could be used
by older women was seen to be essential to ensure that they remain able to participate, thus
reducing their risk of social isolation and exclusion.
 
 2.82 Several respondents, for example, pointed to the need for older women to have public
transport close at hand, with the introduction of more bus stops in residential areas. Safety
improvements were again seen to be relevant here, as well as costs and access issues (with a
need for the provision of more time and assistance to allow boarding and disembarking). The
need to limit the time older women wait at stops for buses was seen as important, as was the
provision of services which pick up “on request” and drop off “as required”.
 
 2.83 Physical access, in terms of vehicle design, was also mentioned and echoed in the
suggested changes to address the needs of disabled women. One respondent summarised the
implications of the transport barriers faced :
 

  “Many disabled women are currently denied access to employment, training and
education and therefore participation in society as a whole due to a lack of accessible
transport. Previous research has shown that for some disabled women, who are
unable to access any type of transport, social visits to friends or family are severely
restricted. This leads to social exclusion and isolation”.

 
 Changes to transport suggested here were found to relate largely again to the accessibility of
transport vehicles and facilities.
 
 2.84 In terms of peripheral estates, it was suggested that links could be improved to make
public transport more accessible, with the routing of public transport through housing schemes
(as opposed to going around them) recommended.
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 2.85 Issues affecting women living in rural areas were brought up by a high number of
respondents here, and again the isolation of rural women and their limited opportunities to
access leisure, social training and employment opportunities were described. Access to
services such as Benefits Agency Offices and Job Centres was also seen to be problematic for
some rural women, and one respondent pointed out that, in her area, these services were 26
miles apart. The high cost, infrequency and gaps in provision were highlighted by a number of
respondents and one again pointed to the problems for women who experience domestic abuse
in rural areas and their limited transport options to allow them to escape. Lone parents living
in rural areas were also identified as a group who may experience exclusion from, for example,
access to education, employment and childcare. One respondent summarised as follows :
 

  “…  the very vulnerable populations living in smaller settlements or individual
houses, for them, public transport is something they might read about, but rarely, if
ever see … … … . in rural areas, however much public transport is improved, a large
percentage of the population will always be dependent on cars to get to work and
reach essential services… ”

 
 2.86 Changes to make transport services more responsive to the needs of rural women were
highlighted as including the need to examine the routes covered in rural areas, the infrequency
of rural services, the distance to public transport, the cost of transport, and the linking up of
rural bus and train services. There was also seen to be a need to reduce fuel costs and to
address the high costs of transport from island areas. (One respondent, for example,
highlighted the fact that reduced weekend ferry fares on some routes were not accessible to
island residents.) Suggestions included the need to make more funding available to subsidise
rural transport and the need to introduce more community transport initiatives.
 
 2.87 Changes which were suggested to address issues faced by women from ethnic
minorities included the introduction of women-only services and the availability of
information, as described, in additional languages. One respondent pointed to research
identifying that women from ethnic minorities had heightened concerns about safety, especially
when travelling at night, with particular concerns in deprived areas, where racism was
considered to be more prevalent.
 
 2.88 As noted above, one respondent also identified specific issues for women experiencing
homelessness, and it was suggested that free transport should be made available to women
temporarily housed in hostels, in order to allow them to maintain contact with friends and
family, attend employment/housing interviews, and to attend other appointments (e.g. doctors/
counselling).
 
 2.89 It was also suggested that, for women fleeing domestic abuse, “public transport may be
a lifeline”, as :
 

 “Perpetrators of domestic abuse often restrict their partners’ mobility, by restricting
access to money, removing parts of cars to prevent women using them, preventing or
discouraging women from learning to drive, etc.”

 
 It was suggested, in this context, that provision of transport for women fleeing domestic abuse
should be a funded service managed by police/social work or a voluntary organisation.
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 2.90 In addition to all of these issues, clearly the changes suggested in relation to other
questions have implications for these groups, highlighting the need to address a combination of
aspects of transport provision in order to make this fully accessible to women users.
 

 CONSULTATION
 
 2.91 Section 1 of this report also identified a lack of involvement of women in transport
policy making. The level of discussion of transport issues with women was also explored, in
terms of respondents’ awareness of any consultation between women and transport policy
makers and providers in relation to the development and provision of services.
 
 2.92 Only a very small number of respondents were aware of any consultation taking place
(17/14%) and it was noted that such consultation was rarely specifically with women.
 
 2.93 In many of these cases, the consultation which was identified had been undertaken by
local authorities. Details were given, for example, of one quite extensive consultation, as
follows :
 

 “… as part of wider local authority consultation in securing socially necessary but
non-commercial tendered local bus services, included : on bus surveys,
questionnaires of staff, visitors and hospital outpatients, consultation with community
groups, consultation with women’s groups.”
 

 2.94 Other examples of local authority initiatives were also outlined (mostly by local
authority representatives). Other consultation exercises described included those carried out
by a small number of individual bus, train, taxi and air transport operators. The view of many
of these respondents was that women and women’s groups were well represented in these
consultations, but clearly the overall level of involvement is low. One respondent also
suggested that women are represented on local issues (including transport issues) through
their local councillors, or through community councils. Other respondents, however, believed
that :
 

  “at the strategic end of transport, more women should be involved in policy making.
Because transport has traditionally been a male dominated area, many close links
affecting women have been overlooked.”

 
 2.95 Suggestions for the improvement of the means of consultation were also sought, and a
range of suggestions addressed “who” should be consulted, “how” they should be consulted
and “what” they should be consulted about, as well as suggesting structures and policies for
consultation.
 
 2.96 Amongst the methods which were suggested to improve consultation were face to face
surveys in high streets, freepost feedback forms, public meetings, feedback forms on public
transport vehicles, questionnaires to passengers, surveys carried out at stations, and
questionnaires sent home to parents from schools. It was also suggested that there should be a
well-publicised suggestions/complaints procedure (possibly detailed on the backs of tickets)
and that any consultation should be highlighted in the local press.
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 2.97 A number of respondents stressed the importance of the inclusion of as wide a range of
women as possible. It was noted that not all women would be confident in giving their views,
making it necessary to consider a range of ways of involving them. A significant number of
respondents stated that local community groups should be approached during consultations,
particularly local women’s groups, and other suggestions included involving potential users
(car owners and users), consulting groups of women at children’s centres, setting up
workplace consultation groups (in offices, etc) and consulting female public transport
employees. It was also suggested that there should be :
 

 “dry runs with women on proposed transport systems to test their feasibility.”
 
 2.98 In terms of the subject matter of the consultation process, respondents suggested that
women should be consulted on day to day issues such as routes, timetables and bus stop
locations. In addition it was argued that consultation should also take place in relation to more
strategic policy issues and that transport providers should be obliged to consult with women
prior to being awarded contracts (with evidence of consultation required). It was also
suggested that transport providers should undergo disability awareness training before starting
any consultation.
 
 2.99 A number of issues were also raised in relation to the overall decision making and
planning processes, with the suggestion of the need for the involvement of women on:
 

 “decision making bodies across the board, including design of vehicles, routes,
facilities, etc”.

 
 2.100 It was also suggested that there was a general need to involve women through
measures to increase their representation, with one respondent pointing to a need to take steps
to ensure a 50/50 representation of women and men on all public bodies and local authority
committees relating to transport, with timed targets for increased representation. One
respondent suggested that :
 

 “A gender audit should be undertaken of all transport decision making structures,
with a view to taking positive action to improve the role of women in transport policy
making and implementation”.

 
 2.101 A number of respondents mentioned consultation in the context of Community
Planning, with a perception that this could improve the consultation process. Other initiatives,
such as the development of local transport strategies were seen to provide opportunities for
increased consultation with women as part of this process.
 
 2.102 A significant number of respondents simply stated that they felt there was a real need
for better, more regular and more comprehensive consultation with women on the range of
transport issues, a view summarised as follows :
 

 “transport providers are not able to influence employment and economic trends, but
by not identifying community needs in the localities where they operate, transport
providers will continue to fail half the population and potentially their largest
customer base and ultimately the community which they serve”.
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 THE IDENTIFICATION OF PRIORITIES
 
 2.103 Having considered all of these areas of potential improvements to transport,
respondents were given the opportunity to highlight any additional ways in which transport
could be improved. A range of suggestions relating to the issues already identified, such as
costs (more concessionary travel, introduction of travel passes usable on different types of
transport, cheaper taxis at night, free off peak travel for some groups, and free transport for
pensioners at all times) safety (particularly lighting and staffing) timetabling, routing, staffing,
and general standards of transport provision were identified again here. Several respondents
also suggested the introduction of more cycle routes and other measures to encourage cycling,
as well as identifying the need for changes to discourage car usage.
 
 2.104 A small number of respondents discussed broader issues of social inclusion and
transport, calling for improvements to make transport more accessible to all members of the
community. It was also noted that the planning of new developments should always take
transport into consideration, and that new developments should be located near existing
transport links.
 
 2.105 Opportunity was then provided for the identification of priorities in relation to
improving transport for women, and, given the previous comments in this section, it was not
surprising to note that cost, physical access and personal safety were identified most frequently
by respondents as the priority areas. A total of 84 respondents (69%) identified priorities here.
 
 2.106 Of these, safety emerged as the priority for the highest proportion of respondents
(identified by 51/61% of these respondents). Issues relating to addressing the cost of transport
were identified as a priority by almost a third of these respondents (41/49%). Physical access
issues were also described as a priority by almost a third (33/39%).
.13 
 2.107 Other priorities identified here related to the range of issues mentioned throughout this
section. Increasing the reliability of transport services was mentioned frequently, as was
increasing the frequency and the flexibility of services, the need for changes to transport
routes, and the need to address issues affecting women in rural areas.
 
 2.108 Others focused upon issues relating to staffing as a priority, as a means of addressing
physical access to services, information and safety issues, along with the provision of training
for the staff. The provision of increased and improved information also re-emerged here, as
did improved consultation and, finally, the integration of transport provision.
 
 2.109 It is clear from these priorities that, as has been the case throughout the analysis of the
responses, it is possible to identify from these findings a number of key issues which are seen
to have a significant impact upon the transport experiences of women.
 

 SUMMARY AND ADDITIONAL COMMENTS
 
 2.110 Finally, respondents were given the opportunity to comment on the conclusions in the
summary paper, which pointed to the overall restrictions caused by the current provision of
transport and the need to identify and address issues affecting women using transport. The
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majority of respondents chose not to comment here, and, amongst those who did so, the
largest number simply affirmed their support for the conclusions in the paper.
.14 
 2.111 In terms of additional comments, however, one respondent pointed to the
government’s commitment to addressing “social exclusion”, and to tackling violence against
women, as well as to addressing gender inequality. It was suggested that, in order to realise
such a commitment, there is a need to involve the private sector and to encourage operators to
consider a range of issues, rather than simply to focus on the opportunity for profit.
 
 2.112 A number of comments made specific reference to social inclusion issues, for example :
 

 “if women’s full and equal participation in the economy is to be achieved then women
must have full and equal access to job and training opportunities”.
 

 This was echoed again by other respondents who suggested that improvements to transport
could free women to become more economically active, as well as to participate more fully in
the life of the community.
 
 2.113 As at other points in the consultation, transport in rural areas was highlighted, with
suggestions such as the need to maintain a network of rural services (in the widest sense,
including such as post offices, schools and shops) and the increased provision of services as a
means of reducing dependency on public transport. It was also acknowledged that there was a
need to develop indicators of rural deprivation, and to address rural poverty more generally.
 
 2.114 Other specific comments here related to the inadequacy of transport services out of
town, the need for more consultation in rural areas, and the needs of lone parents (all of
which, it is suggested, are addressed more fully elsewhere).
 
 2.115 Environmental issues were also raised by a number of respondents. It was suggested
that the environmental impact of transport should be taken into consideration when discussing
any transport issue, and some suggested the need for the reduction of car dependency, coupled
with improvements to public transport. Several respondents also commented that there should
be more promotion of car share schemes, car pools, cyclists’ facilities, and incentives to walk
or cycle.
 
 2.116 Respondents also took the opportunity here to give examples of other research and
transport initiatives which they considered to be relevant. These included :
 

 A Women at Work project in the Highlands which carried out a questionnaire survey
of 300 women and identified transport as a barrier to employment;

 The inclusion of a question to Clackmannanshire Citizens’ Jury on transport, asking
“What can the Council do to improve travel choices in the future”;

 The publication of “Hidden Figures – The 1997 Edinburgh Women’s Safety Survey”
(included in the literature review);

 The Scottish Office Action Plan “Preventing Violence Against Women”, which had a
section on transport (included in the literature review) and which, it was suggested,
could be presented to transport providers along with the results of this research,
through the Equalities Committee of the Parliament;
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 The Moredun Public Transport Campaign, relating to service provision to women
living in a peripheral Edinburgh housing estate;

 The recent introduction in West Lothian of a car-link scheme for rural areas, enabling
users to use a taxi for the cost of a bus fare, along with the introduction of a number of
services to key employment areas to assist in providing access to job opportunities;

 Examples from other parts of the world, such as Prague, where a ticket can be bought
for an hour, for use on different services, as well as Northern California where bike
commuters are encouraged through monetary incentives and bike equipment, where
businesses provide lockers and showers, and where railway stations provide stands and
lockers.

 
 2.117 Finally, a small number of comments related to respondents’ views of the approach
taken in the consultation paper, and 10 respondents stated that they believed that many of the
issues highlighted applied equally to men and women or that they were opposed to the gender-
based approach to the study. This represents only 8% of all of the responses received and such
comments have been addressed in Section 1 of this report.
 
 2.118 The clear arguments for identifying issues affecting women using transport will not be
restated here and the small number of comments which indicated an opposition to the
promotion of equality and a lack of understanding of notions of social exclusion and
mainstreaming perhaps serve most usefully to highlight the need for staff awareness raising
and training. They may also suggest a need for the identification of a means of ensuring
compliance, as well as persuasion, in the promotion of equality and the development of work
to increase access to transport for women.
 
 Overview
 
 2.119 The consultation exercise provided, as had been anticipated, additional details in
relation to the issues covered in the literature review. It also provided examples of the nature
and effects of some of these barriers to the use of transport which are experienced.
 
 2.120 It is clear that a number of key areas are emerging from the research findings, based
upon the expertise of these respondents, all of whom are involved either in transport
policy/provision or working with women. These issues will assist in the identification of
priorities which can guide the development of policy (and practice) in the future, and will be
summarised in the conclusions and recommendations of the report.
 
 2.121 Before summarising these issues, however, the findings of the other parts of the
research, starting in the following section with the findings of a survey of over 1500 women,
will be presented.
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 SECTION THREE : THE FINDINGS - WOMEN
 
 3.1 The research involved the use of a range of methods, in order to encourage the
participation of a wide range of women and groups across Scotland. The previous section has
identified the key issues from relevant groups in Scotland. The next parts of the research
involved the identification of the views of a large number of women throughout the country
using a number of complementary techniques, including a large scale postal survey,
supplemented by focus group discussions and the completion of individual travel diaries. This
section presents the findings of this wide ranging consultation with women and it is
worthwhile summarising the key aspects of this part of the process here, in order that the
findings can be set in context.
 
 3.2 Firstly, for the postal survey, a questionnaire was derived from the literature review
and covered the following areas :
 
 background demographic details;
 travel patterns;
 restrictions on travel;
 the consequences of any restrictions;
 the ranking of the priority of a range of issues.
 
 3.3 In addition, women were also offered the opportunity to indicate any further transport
issues which they considered to be a priority. The questionnaire itself was designed to be
folded, gummed and returned using a FREEPOST address.
 
 3.4 The postal questionnaire was distributed widely with the help of local authorities,
transport and women’s groups. A version was also made available for completion via the
internet. In this case, in order to preserve the confidentiality of respondents, a technique was
adopted which routed the responses (which were sent using e-mail) via a remote computer,
which automatically removed the e-mail address of the respondent.
 
 3.5 A considerable amount of publicity was also gained through a press release carried by
many local newspapers throughout Scotland, and around 200 questionnaires were requested
directly by individual women following these articles. In total, around 11,000 questionnaires
were in circulation during the research (although these were not directed to individual
women). The deadline for responses was extended twice to cope with the much higher than
anticipated volume of replies, and the fact that some local newspapers did not carry the press
release until close to the original deadline. A large amount of data was gathered through this
survey.
 
 3.6 In addition to the postal survey, 13 focus groups involving around a hundred women
were held in a range of locations, detailed travel diaries were completed by 18 women, and a
further 31 women contributed specific personal experiences either via e-mail or letter. Clearly,
this data cannot be assumed to be representative of all women in Scotland, but taken as a
whole, it does provide a wealth of supporting information, to supplement data from other
sources.
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 THE NATURE OF THE RESPONDENTS
 
 3.7 It had always been intended that the respondents would be drawn from across Scotland
and would reflect women in a range of circumstances, and this was achieved as follows.
 
 The postal survey
 
 3.8 The women in the postal survey were self-selected, and a total of 1584 completed
postal questionnaires were received by the final deadline. This is around 50% higher than had
been anticipated. Of these, 86 (5.4%) were received electronically. A full analysis of the
respondents is provided in a range of tables at Appendix 3.
 
 3.9 Analysis of the postcode information provided by postal respondents (which is too
extensive to reproduce here in much detail) indicates that responses were received from all
over Scotland (as well as some from other parts of the UK which were discarded at the data
checking stage, and which are not included in the 1584 responses which form the basis of this
analysis). It should also be noted that over 150 respondents did not include postcode
information, and there is no way of inferring the location of these respondents. Amongst those
women who responded via the internet, the majority were from the EH and G postcode areas
(which are, in any event, the largest by population), but 8 other postcode areas were also
represented. This helps to ensure that issues affecting women in different parts of the country
have been gathered in the completion of the research and, as will become clear later, was also
reflected in the spread of responses to other aspects of the consultation with women.
 
 3.10 The sample included a good spread of women by age, and around a third had
dependent children. Most lived with a male partner, and 9% considered themselves to be
disabled. More than 96% were white and the highest proportion were in employment,
although it also included those in training, as well as those who were unemployed. A range of
incomes were represented. The postal sample also confirmed a number of the issues raised in
the literature review (see Section 1 and Appendix 2), such as the level of holding of driving
licences by women, both compared to men and between women of different ages, and the
extent to which differential access to personal transport exists for women on low incomes and
those over the statutory retirement age. (See Tables 1-7, Appendix 3).
 
 3.11 The sample, however, is not completely representative of women across Scotland (and
was never intended to be, as it was based on including all women who wished to take part).
Working women, and those in the middle age ranges were over-represented and, inevitably,
women from ethnic minorities (although responding to an extent which is similar to some
estimates relating to Scotland’s population overall), formed too small a group from which
reliable conclusions can be drawn. It is important not to overstate these caveats, however, as
the postal survey provided the views and experiences of a considerable breadth of women, and
in sufficient numbers to allow detailed analysis (where relevant) by variables such as age,
access to personal transport, income and economic status.
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 Focus groups
 
 3.12 In addition to the postal respondents, focus groups were arranged and completed with
a range of women in a spread of geographical areas, again in order to ensure that issues
affecting some parts of the country were included. The groups which were held were also
identified around specific issues, as follows : rural women (Highland); women in an island area
(Western Isles); women in an urban/rural area (Fife); lone parents (Falkirk); women on a
peripheral estate/unemployed women (West Pilton); women with young children (Borders);
disabled women (Fife); women in ethnic minority communities (Dundee); older women
(Strathclyde); commuters (Edinburgh); women in a city area (Glasgow); transport planners
(Glasgow); women in the transport industry (Aberdeen).
 
 3.13 The group discussions focused on two main issues : the identification of problems for
women travelling formed the first part of the discussions, turning then to identify solutions and
priorities. Each focus group centred around the design of a women-friendly public transport
system and, as will become clear, the findings from this stage of the work accorded closely
with both the results of the consultation exercise and the large scale survey.
 
 Diaries and other submissions
 
 3.14 Travel diaries were circulated to 40 women and completed by 18. The primary
objective of these diaries was to gather quantitative and qualitative information on women’s
travel patterns, but, more importantly, to examine the issues and considerations which arose in
making these journeys. The diaries were completed over 1 week in February 2000, and
covered journeys to work or education, visiting family and friends, escorting children to
school, leisure and personal business (such as banks and medical appointments). The week in
question was quite typical of a winter week in Scotland. Some areas had a single day school
holiday, although most did not; the weather was not a significant factor, with only one snow
fall in east central Scotland and there were no major disruptions to transport in any of the
respondents’ home areas.
 
 3.15 In addition to the diaries, 31 individual women submitted letters and e-mail relating to
their own personal experiences of transport, and these are also considered.
.15 
 Assessing the information gathered
 
 3.16 The substantial data from all of these strands are considered together in this section, as
it was found that a number of recurrent themes emerged, all of which were consistent with the
findings of the literature review and with much of the information presented in the previous
section from the consultation paper.
 
 3.17 From all of these sources, women identified their travel patterns, highlighted a range of
constraints to their travel, described the effects of these constraints and suggested a range of
developments which might address these issues in the future.
 
 3.18 The travel patterns which were identified will be described first. General constraints to
travel are then discussed, before considering the patterns and effects on particular groups. The
section then concludes with a discussion of the improvements seen to be required.
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 TRAVEL PATTERNS AND RESTRICTIONS
 
 3.19 Women in the postal survey were asked to give some indication of their travel patterns
and women in all parts of the consultation described the impact of transport on their day-to-
day activities.
 
 3.20 Respondents to the postal survey were asked to describe their travel patterns relating
to a range of forms of transport (Table 8), and it was clear that there were considerable
differences between the modes of transport used. Bus and car driving were the modes used
most often by the respondents, although a significant minority never used either a bus or car.
Over 60% of the sample walked more than 1 mile at least once a week and, conversely, more
than one in five of the sample overall stated that they did not walk even a reasonably short
distance (although the postal questionnaire was unable to explore the reasons for this in
detail). The likelihood that a respondent would walk was, inevitably, age related (more than
50% of younger women walk every day, while less than one third of those over the statutory
retirement age are likely to do so).
 
 3.21 Women were also asked to indicate the ways in which transport imposed restrictions
upon them (Table 9). These were found to be largely consistent with those identified in
Section 1, and focused on three areas in particular – the general restrictions on many women
in relation to travel, the limited access to employment and the limited access to services and
leisure.
 
 3.22 In terms of general restrictions, there was a suggestion in the qualitative information
that “men tend to run the show” and that the accessibility and availability of transport were
linked to women’s independence and participation in a range of aspects of economic and social
life.
 
 3.23 There was a perception in the focus groups that women will now use cars wherever
possible, but a recognition that this is not currently a feasible option for many women. The
impact upon overall lifestyle for women was suggested, particularly in those areas in which
there were seen to be very severe restrictions on those who did not have access to a car, and
for particular groups, such as older women and disabled women, with some seen to be “shut
away in houses and trapped by a lack of money and a lack of services”. Examples were
identified through the travel diaries of women unable to visit their families because of travel
problems. The overall “level of hassle” for women, as major users of public transport was
considered to be unacceptable.
 
 3.24 The restricted access to services was also discussed in many of the focus groups, with
examples including the lack of access to shops, lack of access to basic needs for some women
whose children are ill, lack of access to hospital visiting (and sometimes requiring to “walk the
streets” between afternoon and evening visits as transport does not allow them to return
home), lack of access to education, problems with chemists, Job Centres, dentists, opticians
and a range of other appointments. There were a range of examples in the travel diaries of
women driving or being driven little more than hundreds of yards to shops or appointments,
for no other reason than a lack of safe, affordable alternatives.
 
 3.25 The most common restriction indicated by the postal data overall was felt by women in
relation to leisure activities. Nearly half of all women in the postal survey felt that transport



31

constraints imposed a restriction on the ease with which they could visit both friends and
relatives (although far fewer felt that this restricted caring for relatives). Almost a third felt
that they were restricted in where or when they could undertake activities with their children.
In relation to these constraints, a number of women in the group discussions reported that they
would not use transport at night and there were also seen to be difficulties in visiting family as
a result both of costs and availability. There were also specific issues for children and young
people in some of the areas, affected both by the cost and availability of transport, and
constraining their ability to participate in “a range of experiences”. A women in her travel
diary noted that she had had to leave the Women’s Guild due to the lack of an appropriate bus
service. Parents also often reported having to collect young people from social events some
distance away, with, again, the need for access to a car apparent. A diary respondent (from a
rural area) noted that there was a lack of appropriate transport for slightly older children to
travel unaccompanied outwith peak times, meaning either that parents had to travel on the
service themselves, or that they had to provide a “taxi” service. This “taxi” role was clear in
the travel patterns of women with children as recorded in their travel diaries, both in terms of
evening social events, and the journey to and from school.
 
 3.26 In terms of access to employment, almost 40% of women in the postal survey felt
restricted in where or when they could work and 37% in where or when they could study.
Many of the employment issues related to the availability of routes and services, and the
timings of services which do not always fit with women’s opportunities and working patterns.
Restrictions on evening meetings were also identified, and some jobs (for example in
community education) were identified as requiring late (and often very late) working, causing
specific difficulties :
 

 “We’ve got a lot of staff and that’s their job, to work at night, when they’re needed by
the community to open that building – that community could be having a social
function, so OK the council take on board to give them a taxi, but it’s got to be after
12, so when the function finishes at half past eleven, they can’t have a taxi, and it’s
still late at night and they have to lock up that building and go for their transport.”

 
 3.27 One travel diary respondent noted that getting a car had opened up a whole range of
previously impractical possibilities in terms of employment, while another, whose car had been
written off and could not be replaced, noted, conversely, that she had both lost the opportunity
of better paid work, but also a range of contacts. It was noted that women are not always
enabled to work flexible hours, and one group noted that the move of a major employer from a
central base to provision through a range of local offices had caused a range of problems for
women staff.
 

 CONSTRAINTS TO TRAVEL
 
 3.28 It has become clear that women believed that their transport patterns reflected a range
of constraints imposed upon them, some of which have been suggested in the previous
discussion, and the nature of these was then explored in more detail. Overall, there was found
to be considerable consistency in the constraints to travel which women experience which
were identified through the different strands of the women’s consultation. The findings here
reflected those issues which women perceived as restricting their travel  and related both to
the nature of the service provided and to their perceptions of the nature of the travel
experience itself.
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 3.29 The postal survey identified these constraints as relating to three main issues (Table
10). These were the routes of services, the times of services and safety (particularly at night).
Almost three quarters of women in the postal survey (73%) felt restricted to some extent by
the times of services, 70% by routes and 67% by safety issues at night. More than 50% of
women also reported feeling constrained to some extent by both the lack of information and
the cost of fares.
 
 3.30 Among disabled women, 76% felt constrained to some extent by a lack of accessibility
of services, (and virtually as many disabled women felt restricted by the times and routes of
services as by lack of access).
 
 3.31 These issues (routes and timing, safety, information, costs and accessibility) were also
amongst the key constraints which emerged during the focus groups and from the other forms
of information gathering. Two additional issues (relating to consultation and more general
issues in the means of service provision also emerged here. Each if these issues, and the
qualitative information provided, will be explored in more detail below.
 
 Routes and timing
 
 3.32 Firstly, as seen, the routes and timing of services proved to be the constraints which
were experienced by the highest number of women in the postal survey using transport (with
almost three quarters experiencing restrictions relating to these issues. In addition, focus
groups highlighted these as key issues (generally considering routes and timing together in
terms of the overall nature of service provision). After personal safety, these issues were also
highlighted most frequently by the individual women who submitted responses.
 
 3.33 From the qualitative information, it became clear that the main issue for women raised
here related to the timetabling of services, and specifically to the provision of services in the
evenings, when there were seen to be few services and services which did not run sufficiently
late (raised by 10 of the focus groups), for example :
 

 “There’s no buses after 7 o’clock – that’s a damn disgrace because everybody’s not
got cars.”

 
 3.34 One travel diary respondent noted that she could only visit her sister during the day, as
there were no buses to her area in the evening. Another noted that there were no buses from
her neighbourhood after 6pm, meaning that she became isolated, being unable to attend social
or church functions. Yet another noted that her local hospital was not served by buses in the
evening, meaning that she was unable to visit friends following operations. A further diary
respondent noted that she was forced to use a car in the evening, as three trains were
necessary to make a relatively short journey. One mother noted that it was possible to return
from her child’s school, but not get to the school by bus.
 
 3.35 Seven of the focus groups suggested that the times between services were too long,
that services were far apart and that cancellation of services without warning exacerbated
these problems. This was particularly important in the Western Isles, where cancellation might
mean delay by a full day. In rural areas generally, the need to run to timetable was stressed
particularly by travel diary respondents, as connecting services may be missed, requiring a very
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long, and often isolated wait. Several respondents noted that buses often run early,
necessitating a spiral of arriving at bus stops earlier and earlier in order not to miss a service.
One noted that the bus stop was in a threatening location, and that she was frustrated at being
placed at risk by the bus company’s unwillingness to run to timetable.
 
 3.36 Some areas, such as the Western Isles, were also seen to have very limited services
generally, and similar issues were raised in relation to women living in small towns and women
on peripheral estates :
 

 “My friend stays in xx (village) and she works in xx (town). For the times that she
works, she gets in in the morning at about 10 to 9 and she has to leave at half past
four to get home again, otherwise she can’t get home till 10 o’clock at night.
Sometimes she’s got to wait till her husband or son get home from their work to come
and pick her up”.

 
 3.37 Focus groups in four areas suggested that there were no public transport services in
parts of the areas, and in three there were no services early enough to allow women to get to
work for a 9am start. Virtually all of the working women who completed travel diaries
reported scheduling problems relating to the availability of suitable bus routes/times and the
restrictions placed upon them by needing to start and finish at set times.
 
 3.38 One woman from a medium sized town in Fife who responded individually summarised
some of the problems :
 

 “my work hours are from 9am to 2pm. For me to get to work I have to go via xx
(town). My morning starts by leaving home at 6.20am each morning, a short 20 min
walk through the town park to get to the bus station at approx 6.40am. A direct bus
leaves the station at 6.55am arrives xx (town) at 7.22am. If I miss this I catch the 7.09
to xx to catch the 7.45am which leaves to arrive at 8.20am. This process is repeated
at finish time. Now, should any of these buses be late, or as happened last Thursday
don’t turn up, it took me from leaving the house at 6.20am till 9.05am when I arrived
at work. The bus companies do not run services to fit in with people’s work patterns.”

 
 The actual distance involved in the above journey was around 10 miles.
 
 3.39 Some of these women noted the problems of having to share a car with her partner,
and the stress which could be caused in terms of being forced to make a long journey home by
public transport if their partner needed the car at a time outwith their regular routine.
 
 3.40 In terms of the availability of routes, there was seen to be a lack of linking services
between villages and between peripheral estates, reflecting the “hub and spoke” service
described in Section 1 :
 

 “I go to my mother’s, and she stays in xx (estate) and I have to get four buses to get
there”.

 
 3.41 It was noted that, where women are not on a main bus route, provision can not only be
limited in itself, but can also affect access to other forms of transport. The example given in
Falkirk was that many women are unable to get to trains without a bus and they need trains to
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gain access to the main cities. One travel diary respondent noted that she had no choice other
than to use a car to reach her local railway station, and that the only available long-stay car
park was an unsupervised multi-storey. Another Fife-based respondent noted that she
routinely had to drive into Edinburgh against her will, as car parking at Inverkeithing Station,
billed as park and ride, was usually full.
 
 3.42 Some respondents also suggested that services on minor routes are more likely to be
cut, and women in focus groups in two areas suggested that the point of access to trains may
be a long way away (one of these was a rural area). There were also problems in some areas in
relation to connecting services, with no late buses provided to meet train services, for example
:
 

 “I would often work late (as many people do now) and would get back to Stirling at 7
or 8 at night. Unfortunately, the trains do not coincide with the bus service and
bearing in mind that the train service goes down to one hour after six, I was pretty
stuck. The train missed the bus by a few minutes. It was an hour until the next bus and
I only live a 5-7 minute car ride away from the station (but too far to walk). It’s too
dangerous and frustrating to have to wait in the dark for an hour, so I had to get a
car.”

 
 3.43 These issues, relating to the effects of the availability of one type of service on access
to others, were also raised in 8 of the focus groups.
 
 Safety
 
 3.44 As seen, safety was another major constraint to women’s travel, not only for the
women in the postal survey, but also in all of the focus groups and the travel diaries. This was
the issue which was mentioned most frequently in the written submissions.
 
 3.45 In this context, personal safety was raised most frequently, and the most common issue
related to concerns about travelling after dark. While only 14% of women in the postal survey
felt constrained by safety in the day, this rose to 67% at night. Women in all of the focus
groups highlighted a range of areas in which they had safety concerns, and pointed (variously)
to almost all forms of transport, with examples of concerns with buses and bus stops, stations,
trains and on the Glasgow underground, underpasses, on foot, in car parks, in cars where
these broke down, particularly in isolated areas, in taxis in country areas and while using cycle
routes. These concerns were also echoed in the travel diaries, with some further issues raised,
such as the perceived danger of becoming trapped through bad weather, the danger posed
through the lack of pavements in more isolated rural areas and becoming stranded in a bus or
rail station having missed connections through late running services.
 
 3.46 Specific examples of issues causing particular concern were also raised in some focus
groups, such as poor lighting, drunk travellers and issues relating to harassment and verbal
abuse. There were issues relating to the lack of staff, and the lack of availability of staff even
when these were provided (with guards on trains given as an example of this). There was also
a perception that “nobody really does anything to help” and the view that women tend to “get
into a culture of no go areas”.
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 3.47 The following provide examples (from the focus groups) of the types of concerns
which arose and which were repeated frequently :
 

 “Before women in this area would even consider using the transport, there would
have to be better lighting – I’m afraid people will just not come out of their houses at
night in the dark”;
 
 “Trains are just as bad, and the stations are unstaffed and there’s nobody there and
it’s isolated, and if you come down in the dark, it’s horrible”;
 
 “I’d like to feel safer on the bus – I, personally and other women that I know have
had incidents where men have come and sat beside me and put their hand on you, and
they’re saying things – it’s awkward, and the driver doesn’t always take it seriously”;
 
 “If something did happen to you, there’s nobody there any more. The stations aren’t
staffed any more. The bus station, you’d have difficulty finding members of staff out
on the concourse”;

 
 “I would feel vulnerable if I had my two kids in the car and the car broke down,
because I’ve got 7 miles of nothing – there’s nothing but dual carriageway, not
houses, nothing”.
 

 3.48 There were also safety concerns raised by a number of groups relating to the issues
faced by women involved in providing transport :
 

 “They’re in a very difficult position … .. they’re on their own in their locked little
place and they have to think of everybody and of the bus, so are they going to come
out of their place, to take on and challenge? I don’t have an answer, I don’t know.”

 
 3.49 Indirectly related to this, a travel diary respondent observed that the only way that she
could buy a multi-journey ticket was to give over £50 in cash to the driver on a Monday
morning, raising understandable security concerns both for the respondent and the bus driver.
Another respondent had stopped travelling by bus, concerned for her safety due to the length
of time she had had to wait for a bus service.
 
 3.50 Two groups stated specifically that they were more concerned about harassment when
travelling in deprived areas, and the group considering issues for women from ethnic
minorities (as well as one of the other groups) also pointed to fears of racism and isolation.
Women in all of the groups gave a wide range of personal examples of problems which they
had faced, and one of the most striking findings of this strand of the work was the proportion
of the women in each of the groups with a personal account of problems experienced relating
to their personal safety :
 

 “We’ve all had one or two experiences … … ..”
 
 “I used public transport last Christmas, and it was the verbal abuse that was shocking
– very unpleasant, and nobody did anything”;
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 “The most frightening thing was getting on a train to Glasgow full of football
supporters”;
 
 “The worst experience I had was on a plane where a guy attacked the woman in front
… …  and all she did was put her seat back … .. I have never been so shaken”;
 
 “My youngest daughter stopped taking the bus home, because she said the sleazy old
drunks would come and sit beside you, and make remarks”;
 
 “I was sexually assaulted on a train, a few years ago and it was horrible, it was
horrible. It was one of the most awful experiences of my life.”

 
 Almost every discussion produced numerous examples of individual experiences.
 
 3.51 In addition to personal safety, a range of more general safety issues were also raised
here relating to the infrastructure provision, and to the level of transport, with busy roads seen
to cause problems for drivers and bikes and a range of issues relating to the provision of cycle
lanes (for example that they are not wide enough, involve stopping and starting, have traffic
parking on them and go through inappropriate areas, such as bushes, affecting personal safety,
as discussed above). In relation to rural areas, two diary respondents noted the lack of
pavements in lanes around their villages, and the fact that there appeared to be no enforcement
of speed limits. Also in relation to pavements, one respondent (in a telephone conversation)
suggested that pedestrians face increasing dangers from cyclists on pavements and two groups
stated that you would “take your life in your hands” while travelling on school buses.
 
 3.52 Two respondents to the travel diaries suggested that, in areas where children are
expected to use service buses, this should be discouraged, and special transport provided. A
number of older women within their travel diaries mentioned their fear of travelling alone on
buses due to the fact that buses move off too quickly, placing them in physical danger. One
mentioned specifically a friend who had broken a limb while trying to board a bus. Another
mentioned feeling threatened by the apparently common practice of being locked in a vehicle
while drivers were changing shifts.
 
 3.53 It was not only direct personal safety issues for women themselves which were raised.
A key concern for five travel diary respondents was the safety of their children in travelling to
school. One of the issues raised was mentioned above in relation to the lack of pavements,
while others related to the distance to the school bus stop, the fact that a bus was available
directly from school in the afternoon but not the morning, and the general fear of attack if
children were left to walk to school. One respondent described herself as “lucky”, as her child
could walk safely to school.
 
 Information
 
 3.54 The importance of information in enabling women to travel was also discussed in
Section 1, and again it was found that more that half (56%) of women in the postal survey
considered that they experienced some restrictions as a result of this.
 
 3.55 Women in the focus groups then provided again some further details of the nature of
the problems which they faced in relation to this. Some, for example, did not know where, or
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how, to get the information which they required about services, making any access impossible.
It was suggested that the growth in the number of bus companies involved in the provision of
bus services exacerbated this, making it more difficult to identify the appropriate source of
information, although this issue also applied to other services. For example :
 

 “How do you know if you don’t know who does it? It used to be that all you did was to
go to xx (one company). Now it’s all different.”
 
 “I think just having one place where you can get all the information you need to do a
journey – but you get, well, you’re the fourth person I phoned and you can’t tell me
and that’s it, I’ll just take my car or take a taxi, and it puts them off right away”.

 
 3.56 Even where focus group respondents knew where to gain information, a range of
issues were raised in relation to timetables, with the suggestion that these are often difficult to
read, with too many routes provided on one timetable (highlighted particularly by the groups
of rural women and older women) :
 

 “People will say …  well, I’ve got the timetable in front of me, but I don’t know how to
read it. Some of them are absolutely impossible to understand.”
 

 3.57 It was also noted that there is a lack of information at bus stops (commuters and
transport providers) that timetables are not always reliable (women with young children) and
that the timetables often change during the school holidays, without new information being
provided.
 
 3.58 Infrequent users of public transport pointed to difficulties in knowing what fares would
be required, and whether exact fares were necessary :
 

 “Do you need the right money … .. what is the right money? You pay and you get on,
and you want to get off … . how do you get it to stop?”

 
 They also suggested additional concerns in relation to information about making connections
and other aspects of using services.
 
 3.59 Specific difficulties were also raised by disabled women and women from ethnic
minorities in relation to the provision of information, particularly in terms of the provision of
information in appropriate formats, the lack of provision of information relating to the
accessibility of transport and facilities, and the provision of translated information. Both
groups pointed to the lack of staff who would be able to provide help in these circumstances.
 
 Costs
 
 3.60 Given the differential effects on women of the costs of transport which were identified
in Section 1, it was not surprising to note that more than half of the women in the postal
survey felt that they were restricted by the cost of travel, and issues relating to costs again
emerged repeatedly in the discussions, the travel diaries and submissions from individual
respondents.
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 3.61 Amongst the specific issues which were raised, the most common related to the
perception that transport generally is very expensive, and to the perception of high fares on
public transport, mentioned in more than half of the focus groups :
 

 “There’s a complete and utter lack of understanding – if you don’t have the money a
lot of women feel completely trapped – to them it’s an absolute nightmare”.

 
 3.62 This was seen to be compounded in areas where there was a need to change vehicles
during a journey, for example :
 

 “What are they going to do for the likes of us … . we’ve got shops at the shopping
centre, but it’s quite limited – if you want clothes you’ve got to go into town. That’s 2
buses and it all costs money. I don’t think they think about things like that.”
 

 3.63 Two travel diary respondents raised issues relating to a perceived difficulty in
accessing reduced price fares. One noted that it was not possible to buy such tickets other than
at a central bus station, while another noted that these could only be bought in cash on the
bus. One women (who regularly travelled only one way, returning by a different route) raised
the issue of the considerable disparity between the cost of single and return fares, which may
only be as little as £1 different in price.
 
 3.64 Issues relating to cost also arose for those who required to take a companion (an issue
raised by disabled women and women from ethnic minorities). One travel diary respondent
also raised the issue of the cost of community based transport.
 
 3.65 Taxis were mentioned specifically in seven groups as being too expensive for many
women, and the costs of private cars and parking were also highlighted by both the commuters
and inner city groups. Women in the rural and island areas also pointed to the higher costs
involved in travelling to and from their areas, by air and long distance rail. In the Western
Isles, the high cost of getting on and off the island was also noted, along with the higher petrol
costs faced. Women in rural areas suggested that, for many women, there is a need for their
own car, without which they are effectively housebound. For some travel diary respondents,
this raised additional issues as a consequence of the high cost of both maintaining a car, and
the extremely high rural petrol prices. The distance from taxi services in some of these areas
was also identified.
 
 3.66 It was stressed frequently that all of these issues, although affecting other travellers,
are clearly likely to have a differential impact on women, given the relative income levels
which were detailed in Section 1. As one respondent stated :
 

 “Women have less money than men, full stop, and when you pay the fares and you
look at the crap that you get for your money … . that really is bad.”

 
 Physical accessibility
 
 3.67 Although, for the majority of women in the postal survey, physical accessibility and
facilities for children did not impose restrictions, almost a quarter did experience some
restrictions here, and this was much higher amongst disabled women and lone parents. This
issue was also raised repeatedly in the focus groups and travel diaries, suggesting that, even
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where women did not experience the constraints relating to accessibility personally, there was
a recognition of the importance of this issue for women more generally. (This was borne out
by the identification of this through the postal survey as an area for improvement, discussed
later.)
 
 3.68 This was seen to relate particularly to getting on to vehicles with buggies and shopping
(mentioned specifically in 9 of the focus groups) and also to access for disabled women.
 
 3.69 The following quote highlighted both the complexity of journeys and the issues faced
for women with children :
 

 “I wouldn’t take the kids on the bus again because it’s just such a nightmare – I live
out of the city … …  and a couple of days I’ve to travel to my sister’s in the city who
looks after them … . my car broke down and I had to travel by bus into town with two
kids and all their bags and everything else, transfer from there on to a bus to get to
my sister’s, drop them off there and I had to get the bus back from there into town
and then from town to work before half past eight, and it was just a nightmare. I had
to catch the bus at 20 to 7 and I had to get the kids dressed. You can’t, like some days
you do in the car, just put their slippers on and a jacket and shove them in the car. I
wouldn’t do it … .. if somebody was working full time like me … .. I had my handbag, I
had my briefcase for work, I had their changing bag and all their stuff, their
lunchboxes and everything else … . and you’re laden and you’re trying to hold on and
you board the bus and you’re trying to get out your purse – I got to work and I was
ready to go home.”

 
 3.70 One travel diary respondent noted that she had used buses when her children were
small, but had found it “a nightmare”. This had led her to buy a car, which she had viewed as
“life-changing”, but, following the writing off of her car, had been forced once again to use
public transport. She now found that, due to a variety of problems in accessing buses, she had
virtually stopped visiting friends and relatives.
 
 3.71 It was also noted that there were specific access issues facing women who were
wheelchair users, in terms of being unable to use and board many vehicles. This was noted
specifically by one travel diary respondent who used a powered wheelchair, which she found
unable to use even on low floor buses. This meant that she had to use a community-based bus
service provider. She noted that the cost of this method was prohibitive and that, as a
consequence, she was unable to undertake many social and other activities. She was only able
to undertake social activities when a car was available, although, even when using volunteer
drivers, she reported finding this difficult due to the need to arrange to be met and assisted.
 
 3.72 Disabled women also pointed to a much wider range of issues relating to the physical
accessibility of vehicles, including the ability to board in the first place and the existence of
steps and inappropriate access. The group of disabled women also pointed to the frequent lack
of provision of announcements and information in other formats, while car drivers also pointed
to the abuse of orange badge provision and to the lack of space in car parks to allow
wheelchair users to get their chairs out of their vehicles. The lack of parking in residential
areas in the city was also identified as problematic here. One travel diary respondent with
limited mobility, although not an orange badge holder, noted that she routinely had to park on
double yellow lines to get close enough to the shops to be able to walk comfortably.
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 3.73 More than half of the focus groups, and a range of travel diary respondents also
pointed to the lack of space on vehicles in which to store luggage or shopping, and also to the
difficulties of getting off while carrying the shopping :
 

 “… …  trying to get on with a buggy, folding it up … . there’s never any space to put it.
Either that or the things are too high for you to lift the buggy up over … .. you’ve got
the baby in your arms, you’ve got the buggy here – it’s just a total impossibility.”

 
 This issue was cited by one travel diary respondent as the main reason why she needed to use
a car at all times. Another respondent noted that public transport was not conducive to being
used on what could be described as “complicated” days, which may involve multiple sequential
journeys to shops, after-school clubs and relatives or friends, usually carrying either shopping
or equipment. She observed that many such journeys could not practically be undertaken
except by car.
 
 3.74 The issue of buses moving before passengers were seated was also raised in the
context of their accessibility as a specific issue by older women (and other groups, including a
number of individual respondents) and was again seen to affect not only women with
disabilities, but women who were encumbered and women whose children may not always be
seated. One individual respondent wrote :
 

 “buses take off from stop before people seated and lurch along – little or no clutch
control and frequent emergency stops”,

 
 and many women viewed this as limiting the accessibility of provision.
 
 3.75 In terms of more general issues affecting access, there were seen to be generally poor
facilities on buses for women with children. It was also interesting to note that women in the
island area (likely to be making more longer journeys) pointed to the lack of facilities for
children at the airport, particularly where services were delayed (as was seen frequently to be
the case). One travel diary respondent (from an urban area) noted that she believed that there
should be dedicated seats for children, that buses should be “child-friendly” and that children
under 6 should not be made to pay any fare.
 
 Consultation
 
 3.76 Although not acting as direct constraint upon travel, women in the focus groups also
pointed to their lack of involvement in transport planning and to the lack of consultation in
making transport decisions, and suggested that this had an impact on the options available. It
was suggested that :
 

 “It’s the big boys who are just moving people around in big numbers and they’re just
that – you’re just a number, and they’re more generally catering for the stereotypical
passenger,”

 
 and that companies would generally have limited understanding of the reality of issues facing
women when travelling. There was a perception (with the exception of the women involved in
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the provision of services) that companies were reluctant to ask women about their experiences
:
 

 “If men frame a questionnaire, they often forget about women’s issues and it’s about
making sure they’re in there … …  they want to put women in there and we would tell
them. I don’t think they think – they don’t listen.”
 

 3.77 One individual respondent had found considerable difficulty in securing support from
her local authority and local police for the enforcement of safety measures designed to
separate cyclists and pedestrians. Her view was that the authority was trying so hard to be
“cycling friendly” that is was not prepared to listen to dissenting voices.
 
 3.78 There was also a more general view that transport was not currently provided in a way
which would enable the identification of the issues facing women.
 
 General issues
 
 3.79 Finally, although the above were the key areas of concern raised most frequently, a
number of general issues were also raised in the focus groups, although often by smaller
numbers.
 
 3.80 The most common of these related to both the comfort of the facilities and the
attitudes of the staff. It was noted in Section 1 that perceptions of surroundings can have an
impact on women’s perceptions of safety, but there was also a more general perception of the
overall quality of travel, and women pointed to being deterred from transport use by, for
example, noisy and uncomfortable public transport, poor temperature control on vehicles,
dirty or inappropriate facilities :
 

 “I’m frequently cold, wind tossed, and on several occasions soaking wet but this is
travel Edinburgh style. I could, as they say, write a book about it.”

 
 3.81 A number of travel diary respondents noted that they would not use public transport as
it was, in their experience, dirty, and that drivers and other staff were seen as unhelpful and
“disrespectful”. Six of the groups mentioned the attitude of staff, both in terms of the staff
level of understanding of issues facing women, and in terms of their responses to requests for
assistance. For some of the disabled women, there were also seen to be issues relating to a loss
of dignity in the provision.
 
 3.82 Bus shelter provision emerged frequently in the context of the nature of facilities, as
follows :
 

 “If someone drops you off into a blizzard and they’ve got these crazy bus shelters –
they’re useless – there’s only about three people can get in and it depends on what
way the wind’s blowing.”

 
 This view was shared by a number of travel diary respondents, some commenting on the
shortcomings of existing shelters, while one women noted that, in her (rural) area, there were
no shelters at all, forcing her to wait at the side of the road.
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 ISSUES AFFECTING PARTICULAR GROUPS
 
 3.83 It has also been suggested in previous sections that women in specific groups may have
specific patterns and constraints to their travel, and these issues were also explored. A wide
range of specific problems, with a differential impact on particular groups, was also identified.
 
 Women on low incomes
 
 3.84 Proportionately, the postal survey found that women in the lowest income group (up
to £10,000) were almost twice as likely to use the bus at least every few days than are women
with a household income of over £20,000. Conversely, women in the lowest income group
were much less likely to use the train, and slightly less likely to use the taxi. Very few were
likely to use planes or ferries at all (for example, only 3 of the 244 women aged 60 or over in
the sample flew once a month).
 
 3.85 The disparity is largest in the extent to which women in the lowest income band either
drive, or are driven in cars. Nearly 70% of women with a household income of over £20,000
drive at least every few days, while the comparable figure for women with a household income
below £10,000 is only 24%. Overall, less than 40% of women in the lowest income band had
access to a car, compared to 87% for those in the highest band. Once again, this reinforces the
sharp divide in typical transport use among groups of women.
 
 3.86 Women in the lowest income group were more likely to feel restricted than women in
higher income groups on almost all of the indicators. In the case of fares, this was by a factor
of as much as four times. Women in this group were also considerably more likely to be
restricted by personal safety issues, which is likely to be related to the fact that they are much
less likely to have access to personal transport, and thus most likely to have to travel by modes
other than by car at night.
 
 Lone parents/women with children
 
 3.87 Lone parents were almost three times as likely to feel restricted by the lack of facilities
for children than any other group, and more than twice as likely to be restricted by the cost of
fares. This group, not surprisingly, also viewed accessibility as a major restriction. Women
living alone with children were, not surprisingly, found in the postal survey to be the least
likely group (with those in residential accommodation) to have access to personal transport
(49%). (They are also the group most represented in the lowest income band, with only 11%
having a household income over £20,000, compared to over 55% of those living with a male
or female partner.)
 
 3.88 Women living alone with children were found to be more than five times as likely as
those living with a partner (of either gender) to use a taxi, and around 1.5 times as likely to
use a bus. Conversely, they were twice as likely as those living with a male partner (and more
than four times as likely as those living with a female partner) to never travel by air. For all bar
the oldest age groups, women living alone have travel patterns quite similar to those living
with partners (again, of either gender).
 
 3.89 It was interesting to note that all of the groups, and not only the specific groups
arranged to discuss these issues, raised the problems of access and travel with children,
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reflecting their common experiences as parents, as well as members of specific groups. In
addition, all of the women with children who completed travel diaries, as well as some who
had had children but were now older, raised similar issues.
 
 3.90 The lower incomes of lone parents and the problems caused by the lack of access to
cars were also specifically raised, making it more likely that this group would face problems,
and women raised difficulties, for example, in taking children to doctors and other services
using public transport. The following comment was typical :
 

 “I think the trips are more difficult because they don’t have any choice but to use
public transport, or to walk or take several buses with a buggy and lots of shopping –
it’s the whole hassle of the whole thing.”

 
 3.91 The main issues, however, related to access problems and to the physical difficulties of
using transport while encumbered.
 
 Women in rural/island areas
 
 3.92 The reliance on transport, coupled with a lack of public transport services, was the key
constraint which was highlighted by women in the groups in rural and island areas, with a high
level of dependence on cars :
 

 “The dependency on the car here is quite stark, and a parent with kids – it means you
can’t do much – even simple things like shopping … …  usually the person who works
is away with the car, and you’re stuck and your shared time with the family is spent
going shopping when the car’s available.”

 
 There were seen to be few buses (and very infrequent services) and often no trains (or trains
only a considerable distance away) in many rural/island areas. Women who did not have access
to cars faced additional problems in relation to the infrequency of provision.
 
 3.93 Respondents in the groups, diaries and written responses in both rural and island areas
also highlighted the length of journey times (“the post bus takes forever”) and, as well as
additional costs in longer journeys, there were seen to be additional safety issues caused by the
length of the wait for services. In three areas, (one rural, one part rural and the island area) it
was noted that there was no service, in at least part of the area, which would allow women to
begin work at 9am.
 
 3.94 Women in the island area also identified a number of specific difficulties, with the
weather seen to cause more problems for the availability of public transport, with buses, planes
and ferries affected by this. The costs of travel on and off the island and the cost of petrol, as
noted earlier, also caused problems, and the distances involved in travelling from villages to
the main centre meant an additional cost for women who required, for example, to catch an
early morning ferry, as they had to stay in town overnight.
 
 3.95 All of these factors affected women’s ability to travel, with specific effects, for
example, on gaining access to “a whole range of services”, attending appointments and getting
shopping (“the shops don’t deliver and there are not supermarkets in the villages”). Women
also mentioned the problems of getting access to leisure, visiting friends and family, to the
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extent that two travel diary respondents noted that they had virtually stopped seeing their
friends. As seen, women also reported problems in gaining access to employment :
 

 “You can just become more and more isolated, with less and less choice”.
 
 3.96 The scattered nature of small communities also made car sharing difficult, and the
isolation where cars broke down was seen to be a particular problem in relation to safety, with
large areas in which mobile phones would not work, even where women had access to these.
 
 Women in cities/women commuters/women on peripheral estates
 
 3.97 There is arguably a general assumption that women in city areas, living close to large
cities or those who commute into large cities, will have access to a much better system of
public transport, and that many of the problems relating to routes and services will not apply.
 
 3.98 It was found, in these groups, however, that, although there was a perception in these
areas that the daytime services were generally reasonable, the women who were off the major
routes faced many similar constraints to women in other areas, with access to services
dependent on their location, and not uniformly well-provided across the cities.
 
 3.99 The services to the peripheral estates, and between the peripheral estates, in particular,
were seen to be very poor, with women pointing to the need to make “umpteen connections to
get home”. There were also seen to be poor services into the housing areas and one area into
which the large buses were unable to enter :
 

 “The small buses were fine, they could get into the side roads, but what about
somebody who lives in the middle – I can’t go out because I’ve got to walk up there
and up there … … ”

 
 3.100 More erratic evening services were also seen to cause problems for some women who
were shift workers and for other women, for those who required to work late or to attend
evening meetings and for those who wished to use leisure facilities.
 
 3.101 Personal and general safety issues were also raised by women in cities, with, for
example, multi storey car parks, train travel, bus use and walking all seen to be problematic for
a range of reasons. The volume of traffic also created particular problems for cyclists in the
cities.
 
 Older women
 
 3.102 As might be expected, there was found to be considerable variation in the use of
transport by age. The most obvious of these was that older women, as a consequence of the
low level of holding of driving licences, were found to be much less likely to travel as a car
driver, and, conversely, were more likely to use public transport. Only 40% of women aged 75
and over in this sample, and 58% of those aged between 60 and 74 held licences, compared to
over 70% of women in younger age groups. Women aged 60 and over in the sample were also
less likely than any other group to travel as a car passenger and 65% the of women over 75
used the bus at least every few days. For women aged 45 – 59, the comparable figure was
almost exactly half of this (32%). Although there is not a direct relationship between age and
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access to a car, it is nonetheless very strong, making clear the level of dependency that both
older women and younger women (who are also often likely to have small children) have on
local public transport. Conversely, women aged 60 and over were found to be the group least
likely to use taxis, planes or ferries.
 
 3.103 Older women in the focus groups pointed to their reliance on public transport, and
highlighted the importance of the facilities provided and the impact of the costs of travel on
their use of transport :
 

 “An elderly women – she doesn’t qualify for help to get into the hospital and she was
paying for a taxi every time, because she couldn’t manage the bus.”

 
 3.104 This greater reliance on public transport means that all of the issues which have been
raised previously are likely to have a differential impact on this group, with the two particular
areas of personal safety (which includes fears raised by using services, as well as the threat of
assault) and costs highlighted by the older women involved as causing particular constraints.
 
 None of the women aged 75 and over in the postal survey felt very restricted by safety
concerns during the day, but 26% felt “very restricted” at night (compared to an average of
20% for women aged 59 and under). Older women were more likely overall to be concerned
about this to some extent, and two thirds of all women felt at least some restrictions as a result
of such concerns.
 
 3.105 Older women were the group least likely to feel constrained by fares, routes or timing
of services, (and although the reasons were not given, this may be in part a result of the effects
of concessionary fares and the corresponding ability of older women to use multiple routes
(and modes) to make journeys). Women aged 75 and over were much more likely, however,
to feel restricted in terms of visiting friends and relatives than any other group, with half
feeling restricted in terms of visiting relatives.
 
 Women from ethnic minorities
 
 3.106 Although the figures in the postal survey were too small to allow conclusions to be
drawn in relation to the experiences of women from ethnic minorities, the issues affecting them
have been highlighted previously and emerged in the discussions as focusing particularly on
the experience of racism whilst using transport, and the implications of this for their personal
safety and their experience of travelling. There was, as noted, also a concern relating to racial
harassment, particularly for women using transport in some areas.
 
 3.107 The other major area which was highlighted related to difficulties caused by the lack of
availability of information for those for whom English was not their first language, and, for
example :
 

 “if they’re new to the country and they want to get from A to B and they don’t know
how to”.

 
 3.108 The issues relating to information applied not only to actual use of transport, but also
to the provision of written information relating to services, as well as to the provision of
announcements on vehicles (for example, where a train was splitting).
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 3.109 It was not surprising, given the problems which may be faced, that women from ethnic
minorities tended to prefer car use, with the suggestion that, if there was no one to accompany
them on public transport, women would often cancel their appointments.
 
 Unemployed women
 
 3.110 Given the links between the availability and accessibility of public transport and social
exclusion which were identified earlier, a number of specific implications were identified in the
focus groups for unemployed women. Again, although all of the issues relating to transport
also affect this group, they were seen to be particularly affected by issues relating to routes
and services. In addition, as with lone parents, this group is likely to comprise women on
lower incomes and to have a heavier reliance on the use of public transport services.
 
 3.111 The postal survey identified a sharp divide between both unemployed and retired
women and all other groups in terms of the likelihood that they would drive or be driven
(although there was a much weaker difference in terms of some other transport modes,
particularly the use of buses and taxis). More than three times as many employed women as
unemployed were found to be likely to drive.
 
 3.112 The cost of travel for unemployed women was raised repeatedly in discussion, with the
suggestion that women would often require to consider travel costs when applying for a job,
especially lower paid jobs :
 

 “It’s important for people who don’t have a job and they’re trying to get one –
they’re going to have to take into account that they’re going to have all of these
travelling expenses and the time it’s going to take. My daughter, for example, she’s
just left school and I stay in xx (town) – there’s jobs in xx (town) but how’s she going
to get there? It’s going to be half her salary just to get there, and if she was a shift
worker, it would be even worse.”

 
 3.113 The effects of the irregularity of services from some areas clearly affects the ability of
women to travel to work, and the lack of services at off peak times, during evenings and away
from the main routes in some areas were also identified as likely to have an impact on the
hours and the locations which can be considered. These problems, again are likely to be
exacerbated for unemployed women in rural areas :
 

 “A lot of the jobs now, they’re saying that you’ve got to have your own transport,
because it’s impossible to get here by public transport.”

 
 3.114 In addition, as seen in Section 1, new developments where there may be employment
opportunities are not always in areas which are readily accessible from the areas with high
proportions of unemployed women, and the lack of transport from suburb to suburb was
raised again in this context. Some jobs were simply seen to be impossible to access using
public transport.
 
 Disabled women
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 3.115 It is worth noting at the outset that disabled women were found to be second only to
lone parents in terms of the likelihood that they would be in the lowest income range (47%).
Disabled women in this sample were much less likely to have access to personal transport than
other women (only 48% against 72% of non-disabled women), although women in the focus
groups suggested that they would prefer to use cars. Only 32% of the disabled women owned
cars, compared to 58% of non-disabled women, with a similar percentage of disabled women
holding a driving licence (compared to 73% in this case).
 
 3.116 Disabled women were much more likely than others to use buses and taxis, but much
less likely to use trains or planes (which generally are more expensive). Finally, as might be
expected, there was found to be a very strong relationship between use of community
transport and Dial-a-Ride and both age and disability. This is as would be expected given the
target markets of these modes of transport. (Less obviously, community transport was also
used by a reasonable number of young women, possibly in connection with education or
training.)
 
 3.117 Disabled women in the focus group discussions pointed to the problems of physical
access, both to transport services and to the infrastructure. A wide range of public transport
services were described in terms of their access problems, and private cars were not without
difficulties, such as the abuse of designated parking spaces, the higher costs involved (the
inability to drive), the need to organise assistance in some cases and the lack of choice
afforded by the constraints in the transport available. There were also specific issues identified
here relating to staff attitudes, with a perception of a low level of understanding of the needs
of disabled people and the consequent lack of provision of appropriate information. All of the
women in this group had personal examples of difficulties caused for them whilst travelling
and disabled women in the postal survey were found to be particularly restricted in terms of
both visiting friends and relatives (with more than 75% indicating some level of restriction
with each) and a figure of close to 80% restricted in their access to leisure.
 
 Overview
 
 3.118 The picture which emerges from this analysis is one of considerable variation among
women. Clearly, traditional analyses of this kind have concentrated on the differences between
men and women (and these have been documented elsewhere), but this analysis has shown that
other issues affect the travel behaviour of groups of women and the constraints which they
experience.
 
 3.119 Overall, however, in addition to these particular experiences, the findings which have
been presented bear out the issues which were identified at the outset in the literature. It is
clear that women in Scotland do experience the types of constraints highlighted, and that these
constraints, in a number of clear areas, affect their ability to participate fully in economic and
social life.
 

 PRIORITIES FOR IMPROVEMENT
 
 3.120 Finally, following the identification of the constraints on women’s travel and the effects
of these, women were give the opportunity to provide their views on priorities for
improvement.
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 3.121 Women in the postal survey were asked to indicate the level of priority which should
be given to each of 32 suggested issues, which had been developed following the literature
review as a reasonable cross section of those suggested by women in the course of other
research. Inevitably, there had to be some trade-off between the development of a list which
would allow women to make their views known effectively and one which was, although fully
comprehensive, unmanageable in practice. In each case here, women were asked to rate issues
on a scale ranging from 1 = “least important” to 5 = “most important”. The midpoint
represented “medium” importance and the findings as summarised in Table 10 (in
Appendix 3).
 
 3.122 Virtually all issues scored higher than the arithmetic mean (3 in this case) and only two
groups of issues (those relating to facilities for children and those relating to women-only
facilities scored below the mean). This suggests that almost all were seen to have a high level
of importance. This suggests that women perceive a wide range of improvements to be
required. The findings of this question, therefore, identify the main priorities rather than simply
identifying requirements, which, it should be borne in mind, were more widespread and
encompass almost all of the suggestions on the list. The list below, extracted from Table 10
sets out those priorities for improvement which were rated highest by women
 
 Top 10 priorities for improvement
 

 More accessible timetables
 Better street lighting
 More evening bus and rail services
 More police in towns
 Clearer timetables
 CCTV in stations
 More consultations with women
 Police travelling on vehicles
 More routes in rural areas
 CCTV on vehicles

 
 3.123 What appears clear from the list is that no one issue dominates women’s priorities.
Three of the main policy strands set out in the first section of this report and identified in the
constraints experienced, access to information, safety and the routes/timing of services are
represented in this list, and examples of these occupy the first three places in the rank order.
Another key issue which was identified previously from the focus groups, namely the
importance of consultation with women, is also ranked seventh overall.
 
 3.124 In terms of the accessibility of vehicles disabled women rated the need for accessible
vehicles on the whole much more highly than did women as a whole (with this issue given an
average rating of 4.54, and being ranked highest of all by them). In addition, this emerged in
the top 10 overall priorities as will become clear later.
 
 3.125 In terms of the costs, “lower adult fares” ranked 14th (still in the top 50%), although
issues relating to family, off peak and children’s fares all rated in the lowest third.
 
 3.126 Respondents to the postal survey were then asked to choose the three issues to which
they would give the highest priority and the top 10 choices for this are summarised below:



49

 
 Top 10 choices of key improvements by number of women
 

 Lower adult fares
 More evening bus and rail services
 More routes in rural areas
 More day bus and rail services
 Police travelling on vehicles
 Multi journey tickets
 More dedicated cycle routes
 Better street lighting
 More accessible timetables
 More low floor buses
 More police in towns

 
 3.127 It is interesting to contrast this list with the previous list setting out the importance
given by respondents to each issue. It is considered likely that the first of the tables may reflect
women’s perceptions of the general changes required, while the second reflects their more
personal concerns. Six of the issues, however, emerge in the top ten in both tables, and there
was a relatively high level of consistency between the two. The issues that received least
support again mirrored those in the previous table. Only 8 respondents (less than 1%)
indicated that women-only car parks at stations were a priority, and only 18 women believed
that women-only car parks in towns were a priority. Women-only transport was supported by
only 40 women (1.5%). Similarly, only around 40 women identified improved facilities for
children both on vehicles and in stations as a priority. Here, however, “lower adult fares” is
rated highest, compared to 14th in the previous table. Overall 24% of respondents specifically
mentioned lower adult fares as a priority for them. There is, as might be expected, a significant
income effect in this, with over 36% of women in the lowest income group choosing this issue
as a priority. Similarly, the provision of more low floor buses emerged here, and was also, not
surprisingly, the most common choice amongst disabled women.
 
 3.128 Issues relating to routes and services were also ranked very highly by women as a
whole, closely reflecting the previous table, covering peak, off-peak and rural services.
 
 3.129 Finally, in relation to each of these issues, a range of more specific improvements were
suggested, and women in the postal survey made almost 400 suggestions, and women in the
focus groups also made more detailed suggestions and identified developments. Inevitably, a
number of these were simply re-statements of issues contained within the original list in the
postal survey. Many, however, provided additional suggestions in each of the areas identified
as constraints, and these will be described in more detail below.
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 Routes and services
 
 3.130 As seen, the provision of more evening services, rural routes and increased services
were highlighted in the priorities identified. Overall, suggestions relating to services were the
most numerous from the postal respondents (comprising over 45% of all suggestions). The
most common single suggestion (although as a category relatively small) was that public
transport should be better integrated across modes. Aspects of this were raised by 37
respondents and many of the focus groups. Among the specific suggestions made were joint
timetabling between modes, better integration in peripheral and rural areas, and making easier
cross-city travel by providing better integration within bus schedules.
 
 3.131 Among other suggestions made were a number relating to the opening (or re-opening)
of specific railway lines, for example around Edinburgh, to the Borders and other rural areas
particularly, more use of park and ride (although a number of practical safety issues relating to
park and ride were also raised) as well as suggestions relating to the need for more buses in
the “shoulder periods” – the early morning and early evening. Many women in the groups also
identified specific routes in their own areas on which they suggested that additional services
were required. There was seen to be a need generally for more frequent services, mentioned in
8 focus groups, as well as more services specifically between areas and into estates using
smaller buses, as well as in and out of towns and cities, with a perceived need for increased
services in the evenings and on Sundays.
 
 3.132 Although these were the most common suggestions, others made in the groups and
diaries included the need to use smaller buses, to take services to where these are needed, to
provide more bus stops or to allow services to be flagged down. Some travel diary
respondents, when asked at various points what would need to change to allow them to use
public transport indicated that (in various forms) services would need to become demand-
responsive, taking people where they wanted to go, rather than where the provider wanted to
take them. A number raised the specific issue (although not in these terms) of the benefits of a
“hail and ride” service.
 
 3.133 The provision of specialist services and shopping services were suggested for very
rural areas. The most common suggestion made in the postal survey relating specifically to
services (with aspects of this also covered in relation to safety), was that buses should run to
their published timetables.
 
 Safety
 
 3.134 Safety was the second most common category in which women in the postal survey
made additional suggestions (one in six women overall) and many of these suggestions were
also re-statements of those made in the questionnaire. The provision of lighting, policing and
CCTV, as seen, emerged as priorities for the women in the postal survey, and a range of
similar improvements were also suggested through the focus groups, diaries and other
submissions. In addition, women stressed the need for the availability of staff to respond where
CCTV was provided, and identified the need to address other issues relating to the built
environment, including open car parks. Other suggestions included staff (conductors on night
services, staff on all floors of car parks and better policing), hail and ride, raising awareness of
taxi sharing as a means of transport (with SCRO checks for all taxi drivers) and the provision
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of linking and improved services to reduce waiting times. One group also focused on the need
to prosecute perpetrators of violence against women.
 
 3.135 In terms of road safety issues, among new suggestions made by postal survey
respondents were that pedestrians and those with children should be given more priority than
currently, and that traffic calming/low speed zones should be used more extensively. A number
of women observed that there was a need to enforce existing regulations more fully, including
speed limits and, for a number of older women, the need to separate pedestrians and cyclists
on pavements. There was also seen to be a need for more and better cycle lanes to prevent
accidents.
 
 Information
 
 3.136 In addition to the priority given to information in the postal survey for clearer
timetables and more access to timetables, the groups also pointed to a general need for reliable
and improved information provision, and a range of locations for the provision of this were
suggested. These focused on points at which women may have access to this, such as at
through the provision of leaflets/timetables at the stops themselves and in the local
newspapers. In addition, it was suggested that there could be co-ordinated information about
different services and how to get to them at service points themselves (such as GP surgeries,
health centres and hospitals). It was also suggested that specific mail shots to areas may raise
awareness of local transport. Other suggestions included the provision of electronic
information (including via the internet) one stop phone line information and the provision of
national timetable information. It was stressed by many of the groups that the information
should provide details of connections, details of access and should be provided in a range of
formats, as discussed earlier.
 
 Costs
 
 3.137 The provision of lower adult fares was clearly a key priority for women in the postal
survey. In terms of addressing the high costs of transport, it was also suggested in the focus
groups that there should generally be cheaper fares and this was the main improvement
proposed. In addition, however, the provision of integrated “through ticketing” was
suggested, with women in five groups providing examples from Toronto, Hong Kong and
some European countries where this both reduced the cost and increased the ease of travel.
Some groups pointed to the need to provide subsidies to some of the routes to ensure
provision, and other suggested the development of concessions (or very specific schemes, such
as free travel for children with adults) to allow women on low incomes access to transport.
 
 3.138 A range of additional suggestions were also made in relation to the costs of travel,
including the need to extend concessionary travel to all modes, the provision of free parking at
interchanges and a small number suggesting cheaper petrol prices in rural areas.
 
 Physical accessibility
 
 3.139 As seen, access was a further priority, and additional issues raised in the focus groups
related to the need to allow access to the buses with buggies, shopping and wheelchairs, and
the development of low floor provision was mentioned in almost all of the groups. The other
most frequently cited improvement here was the need to design vehicles with space for
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luggage and shopping and wider aisles. A small number of groups also suggested the provision
of facilities for children in this context, although, as in other parts of the study, the main issue
related to the ability to board with children. A range of more specific access improvements
were also suggested by women with disabilities, including improvements to the provision of
information, improvements to roads and pavements and improvements to facilities, as well as
to the vehicles themselves. There was also seen to be a need for transport providers to
recognise the need to remain stationary until the passengers were seated.
 
 Consultation
 
 3.140 Finally, the need for more consultation with women emerged as a priority from the
postal survey. Improvements to consultation with women which were suggested in the groups
included the perceived need to involve women, as service users, at all stages in the decision
making process and for policy makers and providers to be made aware of the ways in which
provision impacts upon women. It was also noted that there are many ways in which contact
can be made with groups of women, and it was suggested in three groups that the consultation
process should be sufficiently flexible to use a range of different means to encourage women
to participate (as was also identified in the response to the consultation paper). The need for
real policy change, to ensure that the needs which were identified are met and to enable access
to the use of transport by women, was stressed.
 
 General issues
 
 3.141 Finally, many women in the postal survey commented on aspects of the poor quality of
some services offered by (particularly, but not exclusively) bus companies, including dirty
vehicles and rude or unhelpful drivers. Almost all of the focus groups (9) stressed the need for
the vehicles and facilities to be comfortable, clean and warm, as well as safe. Eight groups also
mentioned the specific need for the provision of enclosed bus shelters at bus stops.
 
 3.142 It was suggested in the postal survey that bus drivers should be better trained,
particularly in terms of moving off from stops smoothly, and giving older or disabled women
time to find a seat. Groups also pointed to the development of staff understanding and staff
attitudes to women passengers and to passengers facing particular barriers, through staff
training. It was also suggested that there was a need for more women staff and more staff
from ethnic minorities.
 

 SUMMARY
 
 3.143 As stated in the methodology, the purpose of this section was to explore the issues
which have emerged in previous research as affecting women’s travel, in terms of the
perceptions of women in Scotland.
 
 3.144 The existence of a wealth of literature at the outset meant that it was not necessary to
attempt to identify the broad types of constraints (although the focus groups, diaries and
individual responses, as was the case in the group consultations, also provided opportunities
for any additional issues which had not been covered in the literature to be identified). Instead,
the purpose was to identify the ways in which these constraints were experienced by women in
Scotland, the detailed nature of the effects of these on women’s travel and the ways in which
women in Scotland believed that transport provision should be improved.
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 3.145 A range of issues have been identified by all of these means of involving individual
women in the consultation, which both confirm and provide additional information relating to
issues affecting women and their transport priorities. It has become clear that the findings from
all these strands bear out the findings of the literature review and from other parts of the
consultation exercise in identifying women’s perceptions of some of the key issues which are
seen to restrict women’s access to transport, to impact upon women travelling and to require
consideration in the provision of a transport system which is fully inclusive.
 
 3.146 In terms of travel behaviour, the findings here strongly support those of previous
research in highlighting the fact that there are considerable differences between groups of
women in their use of various forms of transport. These differences are evident between
women in different income groups, of different ages, and between women who are employed
or in training and those who are unemployed and among disabled and non-disabled women
and other groups. A key finding of this survey is that women cannot be regarded as a
homogenous group in terms of their transport behaviour.
 
 3.147 The survey and the qualitative findings have also highlighted clearly both the extent to
which women are restricted in everyday activities as a consequence of issues relating to
transport, and some of the consequences of this in terms, for example, of issues as varied as
labour market skill shortages and the isolation from friends and family of many older women.
 
 3.148 It is clear from the responses assessing the importance of a variety of issues drawn
from the literature that no one issue or group of issues prevails, although a small number of
key areas emerge.
 
 3.149 This said, there are also differences among women here too, for example, with women
in lower income groups more likely to be concerned with safety issues (and, generally, as a
group, less likely to have access to personal transport), and that disabled women are most
concerned with the provision of accessible transport vehicles.
 
 3.150 In terms of the priority which respondents would give to improvements, cheaper fares
for adults was identified as the single most important change (and not only among those in the
lowest income groups). Overall, however, there was seen to be a need for improvements to
routes and services (the extension of the provision of local transport services in day, off peak
and rural areas), safety, improvements to information, costs, access and consultation, which
were confirmed as the priorities which emerged from both parts of this exercise.
 
 3.151 These issues are clearly consistent with those identified in the literature review and in
the previous section, but provided additional details of the effects on, and priorities of, women
in Scotland.
 
 3.152 The postal survey, focus group discussions, travel diaries and the submissions by
individual women have suggested clearly that these are the issues which must be addressed by
policy makers and providers in order to address current issues relating to social exclusion in
transport. Transport providers’ views of  some of these issues will be explored in the following
section, before these issues and their implications are summarised in the concluding section of
the report.
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 SECTION FOUR : PROVIDERS’ VIEWS
 
 4.1 Having explored the views of key organisations and women in Scotland in relation to
the key issues, it is also useful to provide a short summary of some of the issues which
emerged from a brief survey carried out of the perceptions of transport providers during the
research.
 
 4.2 Although the main focus of this research was on the views of women and on their
perceptions of the issues which they faced, a short questionnaire was also circulated to major
transport providers in Scotland, in order to identify any examples of current good practice in
addressing transport issues affecting women. This short survey explored their awareness of the
issues and allowed them to identify any initiatives which were being undertaken to improve the
accessibility of transport for women.
 
 4.3 Although it is recognised that any comparison between needs and existing provision
would clearly require a much more comprehensive survey to be undertaken, this small scale
exploration drew attention to the existence of a number of issues which may merit further
exploration.
 

 PROVIDERS’ VIEWS
 
 4.4 The providers’ survey covered representatives of all of the main forms of public
transport in Scotland, and again explored the issues which had emerged from the literature
review, with transport providers asked to highlight, for each issue, any initiatives which they
had undertaken, or planned to develop. The remainder of this section examines briefly the
perceptions of these transport providers, in terms of their views of women’s specific transport
requirements.
 

 THE SURVEY
 
 4.5 The information presented in this section was gathered by means of a postal survey.
The questions focused on a range of issues and were again designed primarily to explore
perceptions of the areas which had emerged from the literature review (for example, personal
safety, travel with children, the routes available, and the information available). In each
instance, the transport providers were asked to highlight any initiatives which they had
undertaken, or planned to develop, in relation to these issues.
 
 4.6 Respondents included direct service providers, such as some of the major bus
companies, 3 bus station operators, Scotrail and another train operating company, BAA and
other air services, 2 ferry companies, 7 taxi companies and the Glasgow underground. (Local
authorities’ views had already been sought through the circulation of the consultation paper.)
It is not, however, suggested that this sample is in representative of all transport providers in
Scotland.
 
 4.7 The survey does, however, raise some issues of interest relating to provision of
services. A number of themes were explored in the survey, and this section examines each of
these themes in turn, providing a brief indication of the views of these providers.
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 PERSONAL SAFETY
 
 4.8 Firstly, personal safety was identified in the literature and throughout the findings in
Sections 2 and 3 as a key constraint upon women when travelling, and almost two thirds of
these providers also recognised this. It was interesting to note, however, that almost one third
(31%) of the transport providers in this sample (including 8 bus operators) did not feel that
women faced any specific issues in terms of their personal safety.
 
 4.9 Amongst those respondents who recognised that women faced specific issues,
however, the key issues which were raised were problems for women travelling alone, and
there was a perception of “fear” as a contributory factor, including fear of attack, and the fear
of travelling in off peak hours and after dark. The waiting environment was also identified as
raising specific safety issues for women, with, for example, un-staffed areas and poor lighting
major concerns, reflecting the issues identified by women themselves. Other issues raised
related to the need to ensure that walkways are free from vegetation and are well lit, that the
waiting areas and car parking facilities must be secure and that any CCTV system must be
monitored. Finally, there was also seen to be a need for secure car parking facilities and, as
described previously these issues were also raised by women themselves.
 
 4.10 It was found that only a small number of providers mentioned safety issues (such as
lighting) relating to on board transport, with their main focus clearly on waiting areas and on
the period waiting to board.
 
 4.11 A number of problems which related specifically to individual modes of transport also
emerged here. Some taxi firms, for example, suggested that there is a danger from
unregistered drivers picking up women passengers (and, as seen, this issue was also raised by
women during discussions). Similarly, one ferry company identified that male-dominated
ferries presented personal safety issues for women.
 
 4.12 It was clear, however, that these providers considered most of the safety issues for
women to be related to areas outwith the actual vehicles and to centre on the built
environment and facilities. It should also be noted that each of the issues highlighted was
mentioned by only a small proportion of the sample, with few demonstrating awareness of the
range of issues which the previous sections suggest that women face.
 
 4.13 Around three quarters (76%) of those transport providers which identified that women
face specific safety issues stated that they had taken steps to address them. Across the total
sample, however, only 47% of respondents had taken steps to improve safety, and the actual
examples of changes which had been made were clearly limited. In addition, only a small
number of providers stated that they had consulted directly with women’s groups, crime
prevention units or with local authorities (11%) in making the changes.
 
 4.14 Where improvements had been made to transport vehicles, these included the provision
of on-board radios on buses (4 companies), improved lighting (3 bus companies), the
introduction of new vehicles (new single deck low-floor buses by 2 bus companies) and the
employment of women staff (particularly by taxi firms and one ferry company).
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 4.15 Some improvements which had been made to the waiting environment were also
identified. Additional staffing at stations, for example, was found to have been implemented by
one bus station, by the rail companies and on the Glasgow underground. One bus station
operator  identified that it had set aside a specific waiting area for night travel and it was noted
that an attempt is being made by rail providers to ensure that the surrounding areas are clean,
tidy, and painted, to create a feeling of safety. (One bus station operator also noted that they
provided women passengers with safety leaflets to inform them of “dangers” and
“precautions”.) One example of a hail and ride scheme operating in the evening was identified
by a bus company, and more than half of taxi firms (4) were found to operate a priority
scheme for women travelling alone. These taxi operators noted that their drivers would also
ensure that women had entered their houses before leaving.
 
 4.16 It was clear from the views expressed, however, that while there was some awareness
of some of the issues affecting women relating to personal safety, there did not appear to be a
widespread awareness of the range of issues, and there was a significant proportion of
transport providers which did not recognise any of these issues (almost one third of this
sample). Similarly, although a small number of initiatives were identified, there appears to have
been little systematic attempt to improve provision to address safety concerns across the range
of issues identified by the women in the study, and a relatively low level of consultation in
order to make these changes.
 

 TRAVEL WITH CHILDREN
 
 4.17 A larger proportion (81%) of transport providers were found to recognise that women
travelling with children faced particular constraints (although 6 bus companies and one train
service provider did not), with the issue most commonly identified (by 52% of these), relating
to difficulty in accessing vehicles (as has been raised in previous sections). Of those transport
providers raising this issue, it was found, not surprisingly, that a high proportion of these were
bus services, where physical access can be a particular problem. Two thirds of bus companies
highlighted this, along with all of the air, ferry and taxi providers. A quarter of the transport
providers (with again a high proportion of bus operators) also noted that facilities on board
vehicles were required for storing prams, buggies, and other baggage (again recognising some
of the issues identified in the previous sections).
 
 4.18 A number of both taxi firms and bus companies (7) identified that there was a need for
women to be able to hold and supervise their children, both while accessing the vehicle and on
board, and this was seen also to constitute a specific safety issue, which was heightened when
the priority seating was being used by others. Taxi firms suggested that this could be
addressed in part by the use of seat belts, child locks and the restriction of children to the back
seat to ensure safety. One ferry company also raised a mode-specific issue by pointing out the
need to have the appropriate life-saving devices for young children.
 
 4.19 A number of problems relating to access to railway stations for women with children
and for disabled women were identified by both the rail services. Providers noted, for example,
that the absence of lifts or means of transporting prams/buggies makes it difficult to cross
walkways in railway stations. It was also noted by these operators that many parts of the
railway network may be physical inaccessible, and this was also seen to affect these groups.
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 4.20 A number of transport providers also identified the need for appropriate facilities for
children, such as waiting areas (including no-smoking areas), and play areas. A small number
of providers (5) also noted the need for toilet facilities for women with children, and facilities
for feeding babies, both in stations and on board transport. It was interesting to note that both
the air and ferry providers emphasised these points, perhaps reflecting the longer waiting times
for these services.
 
 4.21 Three quarters of this sample of transport providers stated that they had attempted to
meet the needs of women travelling with children. The highest proportion of improvements
were identified by bus companies, and related to the introduction of new low-floor, easily
accessible vehicles, and to increased on board storage (mentioned by 11 of the bus
companies). Rail and taxi companies also pointed to some access improvements to vehicles.
 
 4.22 A small number of providers (5 altogether, 2 of which were taxi operators) stated that
they had services to assist women with children, if they are pre-booked or paid for. (One rail
company, for example, pointed to Journey Care, providing a service in which staff ensure that
unaccompanied children are safe on the journey.)
 
 4.23 One bus provider also noted that family tickets were a way of reducing costs for
women with children and this was, as seen previously, highlighted by women themselves as a
potential area of improvement.
 
 4.24 Finally, other changes which were highlighted included one bus company and the
airlines introducing no-smoking services and waiting areas, as well as ferry operators, airline
and bus station operators introducing baby changing and play areas. In addition, safety
measures, such as seat-belts and child locks, had been introduced by almost half of the taxis in
the sample, and the ferry company noted that life-saving aids are now provided for children.
 
 4.25 Overall therefore, it was clear that providers in this sample recognised some of the
issues facing women travelling with children, and again, some changes to provision appear to
have been developed, particularly in terms of the increase in the number of low-floor bus
services. A recent report, however (Reid - Howie Associates Ltd, 2000) identified major gaps
in accessibility of much transport provision in Scotland despite the level of improvements
brought about since the implementation of the Disability Discrimination Act, and there is
clearly considerable scope for further work to address these issues and to ensure that all
providers recognise all of the issues. Women’s experiences, as set out in this report, confirm
that there remain major issues to be addressed.
 

 AVAILABLE ROUTES
 
 4.26 It has become clear that the availability of transport services, in terms of the routes and
times of services which are provided, is a major issue affecting the ability of women to travel,
and was identified repeatedly by women in terms of its impact upon transport accessibility.
The effects of such limited provision have also been highlighted in previous sections.
 
 4.27 Against this background, it was interesting to note that the majority of transport
providers (81%) expressed the view that women had no specific needs in terms of the routes
available, with only a small proportion identifying any issues facing women in this context.
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 4.28 The main issue, which did emerge (from only 19% of respondents), tended to be
general statements about the destinations and times being inappropriate to the needs of
women, but the broader links to employment needs, caring issues and social exclusion were
not identified. Many of the responses to this question appeared to confirm the apparent
considerations which, as set out in Appendix 2, can be seen to have driven the development of
the transport system, with providers pointing to operational considerations having influenced
the routes developed. In addition, the apparent lack of understanding of the issue was reflected
in some comments which suggested that all routes were available to women and were,
therefore, equally accessible, without any recognition of the relevance of the routes
themselves. Only 2 respondents identified the lack of routes to specific destinations.
 
 4.29 It was also found that only a small number of providers (8) had taken any steps to
address the routes available in terms of issues affecting women, and these examples were
generally very limited, and restricted, for example to two taxi firms stating that they would
simply use the shortest routes available, one bus company stating they used the maximum
routes which they could and one ferry company noting the provision of tea and coffee on the
journeys (although making no additional comments on routes).
 
 4.30 The general pattern in relation to this issue, therefore, was of a very limited perception
amongst these providers of the factors relating to the complex issues which emerged in the
research relating to the provision of routes and services which affect women’s transport. There
was little recognition of the impact of their provision on women, nor of their relation to other
aspects of women’s experience. In this context, it is suggested that there is currently little
consideration of these issues in this sample of transport services, despite their clear impact
upon women themselves.
 

 INFORMATION PROVIDED
 
 4.31 Similarly, there appeared to be little recognition of the issues affecting women relating
to transport information, although again this was a key area which was highlighted by women
themselves. A total of 83% of providers did not recognise that women faced any specific
issues relating to information, and a small number of providers (2 bus companies) suggested
that information should be improved for all transport users.
 
 4.32 Where issues were raised (by 6 respondents) there was again a focus upon safety and
security issues, with the suggestion that women must be informed of the security measures
being taken, with advice given on how to prevent, or deal with, any safety problems that may
arise. Only a small number of providers noted that customers should be kept up to date with
any timetable or service changes, in order to avoid some of the safety concerns of women
travelling alone or after dark.
 
 4.33 A very small number of providers (3) recognised that a range of information types
should be used to enable transport users to access and understand the information available
(for example, leaflets, posters, roadside displays, and real-time information keeping passengers
up to date with any changes made), but there was little overall recognition here of the impact
of these issues upon women.
 
 4.34 It was found that slightly more transport providers (22%) had taken steps to develop
their information services than acknowledged that there were specific issues for women
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(17%). This suggests that a number had made more general changes to their information, but
the overall number remained small (8 providers).
 
 4.35 Where improvements were noted, examples included the provision of maps and
timetables, leaflets, and roadside displays (4 providers). Again, however, the overall picture
here was a lack of acknowledgement, on the part of the majority of providers in this survey, of
the complex issues raised by women, and by specific groups of women, in relation to
information provision. In addition, although there were clearly some exceptions, the
proportion of these transport providers taking steps to improve the provision of information
was found to be low.
 

 WOMEN FROM ETHNIC MINORITIES
 
 4.36 Only nine (25%) of the transport providers in this survey considered that women from
ethnic minorities had any specific needs in terms of transport, and only 2 providers across the
sample had taken any steps to address these needs. Where transport providers stated that they
were aware of specific issues, all highlighted language issues and access to information as the
main problems identified. There was also some recognition amongst this very small number of
a concern for personal safety and fear of abuse, compounded with the threat of racism.
 
 4.37 Where improvements were identified, this was limited to the provision of staff
assistance, again pre-booked or charged as a service. Again, however, there was a general lack
of recognition of specific issues and one taxi firm commented, for example, that all of their
passengers were treated equally, again reflecting a more general lack of understanding of
equalities issues.
 
 4.38 As is clear from the above, almost 95% of these providers were found to have done
nothing to address the needs of women from ethnic minorities, and the majority of services
demonstrated a lack of recognition of the issues facing this group of women.
 

 DISABLED WOMEN
 
 4.39 In contrast to the above, it was found that, as was the case for women with children,
the majority of providers (72%) recognised that disabled women have specific needs (although
this still leaves over a quarter which did not).
 
 4.40 The main problems which were identified by transport providers here were related to
physical access and safety and almost 64% of providers mentioned the basic problem of
physical accessibility. Key access issues related to a number of factors such as gaining access
to the transport (11 bus companies, all bus station operators, the Glasgow underground and
others), the abuse of designated seating for people with physical disabilities, lack of access to
stations and to other facilities such as toilets. Some taxi firms also noted the need for
appropriate and accessible vehicles to be available.
 
 4.41 Beyond these basic issues, however, only a small number (3) of providers recognised
that disabled people may have difficulty in accessing information relating to services (for
example, departure times, timetabling, and other services available). In addition the focus of
transport providers was clearly upon issues for people with mobility difficulties (particularly
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wheelchair users), but only one mentioned people with hearing or sight impairments
specifically. Some providers again mentioned that extra help was available from staff on
request (5) and there was an acknowledgement by some bus companies that drivers and other
staff need to be trained in relation to how to assist disabled women to access transport and
information.
 
 4.42 Over half of the transport providers in the survey stated that they had attempted to
improve access for disabled women. Again more than half of the bus providers pointed to the
introduction of low floor/wide aisle vehicles, although the limited coverage of these has been
identified elsewhere in this report. Some other transport providers (mainly taxi firms) also
noted the introduction of vehicles which cater specifically for people using wheelchairs.
Physical access to stations, to transport and to other facilities (for example toilets) was also
identified in relation to rail travel. Again the provision of assistance on request was mentioned,
and some providers identified working with disabled women in an advisory capacity to gain
feedback and suggestions for possible improvements, but this was limited to one bus station
operator and one rail provider.
 
 4.43 In general, although there was some recognition of the issues facing disabled women,
and some of these providers were taking steps to improve provision, there clearly also remains
patchy and limited provision in relation to this issue, as has been demonstrated in other
research (see for example, Reid - Howie Associates Ltd, 2000). There are, however, a range
of complex issues facing disabled women using transport, with, as yet, only a partial response
from providers. Clearly, there are a range of implications for women themselves in terms of
the constraints which these issues impose.
 

 WOMEN IN RURAL AREAS

 4.44 As with routes, services and information, issues affecting those in rural areas was again
an area in which there was less recognition of any specific effects on women. Just under two
thirds (61%) of providers believed that women in rural areas had no specific transport needs,
including the majority of bus and taxi service providers.

 4.45 Where issues were recognised (by around a third of the providers) the key problem
identified (mainly by the remaining bus companies and bus station operators) was the
restricted availability of transport services in these areas. The need for good transport services
was identified as being the essential link to amenities such as shopping, schooling, and to
leisure and recreation services and the importance of public transport was recognised by these
respondents, along with the suggestion that it is also more expensive for public transport to
run in rural areas at a reasonable cost to the customer. Two providers also recognised that
there would be longer waiting times for connections in rural areas, and one respondent
suggested the need for an integrated transport system, with different providers integrating
their services, and thus reducing safety concerns.
 
 4.46 Although 39% of providers did identify specific needs for women in rural areas, it is
clear that, again, these did not reflect the complexity of issues identified by women themselves.
Only 4 providers pointed to having taken steps to address these issues. The measures taken
included increased staffing at stations, providing regular announcements to keep transport
users up to date with service times, and developing a more integrated service through park and
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ride schemes. One bus company stated that it had undertaken a community survey to identify
transport needs in rural areas.
 
 4.47 Generally, however, it was clear that the level of recognition of the need to address the
range of complex issues highlighted during the consultation exercise remained relatively low in
this, as in other areas, in the light of the small proportion of companies recognising and
responding to the issues.
 

 CHANGES REQUIRED
 
 4.48 In terms of providers’ views of the changes required, the main issue, which emerged
throughout the survey, and was which was clearly a key aspect of providers’ own perceptions,
was women’s personal security. The need to increase security for example, particularly in
stations and waiting areas, but also on transport and in gaining access to transport, was raised
by 11 respondents as requiring change.
 
 4.49 In addition to safety and security, it was suggested by 3 respondents that a more
integrated system of transport could be developed in rural areas and also in the suburbs (areas
where transport options may be restricted for women travelling to work). Integrated ticketing
was also suggested by one in order to make it easier for transport users to change between
transport types and routes. Again, however, the rationale for this related primarily to safety
and security, and to reducing the perceived associated risks.
 
 4.50 There was some mention here of cost as a contributory factor in restricting women in
their transport options, but this was mentioned by only 2 providers, and their focus was on the
cost of altering services and facilities, and the need for appropriate funding to make these
changes. Clearly, the issue of cost is viewed by these operators in terms of their own needs,
rather than in terms of reducing the cost of transport to women.
 
 4.51 One transport provider also noted that there was a need for research involving
women’s groups, including disabled women, women from ethnic minorities, and women from
rural areas (as well as crime prevention agencies), to enable the best service to be provided for
specific groups and areas. Appropriate marketing of services was also identified by one as
being needed to target information specifically at women.
 
 4.52 Only one respondent (a ferry company) pointed to the current focus in the
development of transport on the needs of men, and the importance of instigating change to the
actual means of service design/planning.
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 RECENT INITIATIVES
 
 4.53 Although providers, as seen, identified some changes made, only one fifth overall
stated that they had undertaken any additional initiatives in the last three years to address
issues affecting women.
 
 4.54 In terms of the nature of such initiatives, a small number of providers (3) mentioned
that they had met with community safety groups and agencies which had influenced the design
of their facilities and services. Others pointed to the introduction of CCTV, increased numbers
of staff at stations and improving the appearance of the stations. Similarly, one bus station
operator pointed to increasing the usage of real-time information, thus improving the
information available, while another pointed to ensuring that services are run to fit with school
hours, allowing women to collect their children from school.
 
 4.55 The cost of transport had been addressed by two providers thorough the introduction
of reduced fares for off-peak travel, as well as through-ticketing to allow ease of access to the
services. Again the employment of more women on ferries was cited as an example of a
positive development, and one taxi firm also noted that they had introduced strict checks on
driver suitability.
 
 4.56 It is important to note, however, that these initiatives again tended to constitute
individual examples of work undertaken, and although there have clearly been some
improvements to aspects of practice, these are by no means widespread. Similarly, there
appears to have been very limited consultation in relation to these issues, and an overall lack of
strategic and directed attempts to consider and address the issues affecting women on any
systematic basis.
 

 FUTURE PLANS
 
 4.57 It was noted that just over one third (39%) of providers stated that they had plans to
develop their service or facilities to address the needs of women travellers in the future. It was
found that 6 providers intended to carry out research, or to audit their own service provision,
in order to identify ways in which they can address these issues (perhaps reflecting the focus of
their local transport strategies).
 
 4.58 The redevelopment of facilities and services was also identified by two providers in
terms of future plans, with the general redevelopment of stations noted, and the use of CCTV
identified by two. Increasing the numbers of both staff and police, at stations and on-board
transport, was also highlighted by two providers.
 
 4.59 Five providers also gave examples of plans to improve their fleets, including
introducing new, safer and more accessible vehicles. Some also pointed to general service
improvements, and to the enhancement of information with, for example, the use of the
internet and the introduction of new information technology, along with real-time service
information. One respondent pointed to an aim to integrate transport systems in rural areas,
including the use of community transport, subsidised taxis and Dial-a-Ride.
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 4.60 As with other issues, however, such plans were identified only by small numbers of
individual providers in response to their own perceptions of key issues, and were not, in most
cases, based on the systematic consideration of the issues affecting women as these have been
identified during the course of this consultation exercise.
 

 CONSTRAINTS
 
 4.61 Providers were also asked to identify constraints to the improvement of services, and
the main constraint which was acknowledged by providers (mentioned by 33%) was finance.
Difficulty in accessing finance to provide new vehicles, as well as to redevelop stations and
facilities was identified, with the need for subsidy mentioned frequently, along with the need to
ensure financial viability. Subsidies were mentioned as being particularly necessary to improve
transport services in rural areas. Fuel costs were also mentioned as a significant constraint in
rural areas.
 
 4.62 Environmental, structural and legal constraints were also identified by a small number
of providers, such as for example, one taxi firm who had intended to advertise a priority
service for women, but who were informed that this was unlawful.
 
 4.63 Finally, two bus companies noted that safety problems outwith transport vehicles and
facilities (for example, at bus stops and while walking to and from homes or offices) are the
responsibility of the police and local authorities. These providers also noted their inability to
address these issues in isolation.
 

 OVERVIEW
 
 4.64 Although this brief survey highlighted some examples of good practice, and illustrated
some acknowledgement of a range of issues which women and organisations have identified, it
is also acknowledged that it is likely that there may be other initiatives taking place which are
not reflected here.
 
 4.65 It has become clear, however, from this survey that, overall, whilst the majority of
these providers appear to recognise issues affecting women’s safety and physical access to
vehicles, there are a number of operators who remain unaware of any issues affecting women.
Where issues have been identified, it is generally only the most visible of these which are
mentioned.
 
 4.66 In terms of more complex issues, such as the impact of information and routes and the
specific requirements of some groups, there is clearly considerable variation in the
acknowledgement of these issues amongst the providers surveyed. In some cases (such as the
issues affecting women from ethnic minorities) there is almost no recognition of these.
 
 4.67 Although the overall picture is one of many providers with a relatively limited
understanding of the detailed issues, there were a small number of providers who
demonstrated a more detailed knowledge and commitment to addressing these issues. A small
number of operators, covering a range of sectors, did demonstrate a higher level of
understanding and a commitment to development. It should be reiterated, however, that it is
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considered likely to have been those companies which are most aware of the issues which
submitted a response.
 
 4.68 Generally, despite some examples of good practice, only a small number of the
transport operators surveyed have initiated improvements for women, and there is evidence of
few specific and systematic future plans having been made. Although, therefore, some
providers  both recognised the issues and identified the need for action, the level of priority
afforded to these issues by them is clearly varied.
 
 4.69 All of these findings emphasise the need for change in the development of transport
services, in order to ensure that the range of issues identified by women through this research
are addressed in the future. This brief survey suggests that, not only is there a need for policy
guidance of the type which is developing, but there are also a number of issues which may
require further consideration by the providers themselves in terms of the direct improvement
of their transport services.
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 SECTION 5 – CONCLUSIONS AND RECOMMENDATIONS
 
 5.1 The study, through the consultation with groups and organisations, women and a brief
overview of the views of some service providers, has provided a wealth of information which
allows the identification of key issues which have been shown to affect and constrain women’s
use of transport.
 
 5.2 All of the findings emphasise the need for change in the development of transport
services, in order to ensure that the range of issues identified by women through this research
are addressed in the future. The issues identified suggest that not only is there a need for
policy guidance of the type which is developing, but there are also a number of issues which
may require further consideration by the providers themselves in terms of the direct
improvement of their transport services.
 
 5.3 The research has shown that women are a key group of current and potential public
transport users. They are, however, also a group which currently experience restrictions and
barriers to their travel. It is suggested that improvements to the provision of such transport to
meet their needs must be the main focus of work in the future for the many women who are
unable to drive, do not have access to a car or who, potentially, would choose to use public
transport if this were to be provided in an appropriate way. On the basis of the work
undertaken, it is considered likely that improvements to public transport provision would
increase women’s use of this, and this has implications both for the revenue of the providers
and in the wider context of the development of sustainable transport in the future. There are
clear benefits to providers and users in developing public transport which can be used by all
members of the community.
 
 5.4 This section will summarise the main issues and will highlight the key areas in which it
is suggested that improvements can be made.
 
 5.5 The findings and conclusions of this report also help to define the content of the
auditing tool and guidelines for transport policy makers which should assist in improving
provision (through policy) to women in the future. The tool which has been produced as a
result of this is included as Appendix 4 (although it should be noted that this should be used
with the accompanying guidance notes at Appendix 5).
 

 SUMMARY OF KEY CONCLUSIONS
 
 5.6 There is a high level of consensus which has emerged from the different parts of the
consultation process with key organisations and women in relation to the key issues which
affect women, and the changes which are seen by women to be required (although these are
not always recognised or addressed by transport providers).
 
 5.7 The main conclusions in terms of the issues affecting women can be grouped under
three main headings, relating to patterns and modes of transport, the constraints experienced
by women, and women’s priorities for change.
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 Patterns and modes of transport
 
 5.8 This research has borne out many of the findings of other studies in relation to patterns
and modes of transport, as well as providing insight to additional considerations. The key
conclusions here are as follows :
 

 There are a range of differences in the transport patterns of women and men which
were identified at the outset, and include a greater overall reliance on public transport
and walking, different purposes of trips, and more “encumbered” journeys;

 
 There are also variations between different groups of women, for example by age and

income;
 

 There are a range of issues relating to women’s limited access to personal transport
and the postal survey affirmed that women are less likely to have a driving licence than
men, and that older and younger women are less likely to be drivers;

 
 The postal survey found variations in car ownership, and over a third of the sample

had no car or no access to a car when needed;
 

 A high proportion of women in the postal survey walked regularly, and the
respondents in the sample used the bus and car most often;

 
 Groups responding to the consultation paper suggested a high level of taxi usage

amongst women, particularly disabled women;
 

 It was also suggested that a number of women have an interest in cycling, and
although many do not use this mode of transport, there are a number of issues for
those who do;

 
 The level of reliance on public transport was found to be related to other factors, such

as income and age, and linked to other issues such as lone parenthood and disability;
 

 It was suggested that women in island areas rely heavily on the use of ferries;
 

 Women with caring responsibilities were seen to make more complex journeys;
 

 The consultation responses suggested that women are more likely to travel off-peak
and less likely to travel after dark;

 
 There was considerable variation amongst women in terms of their use of transport

and their experiences.
 
 Constraints experienced
 
 5.9 Similarly, there were a range of constraints to transport use identified by women, and
the main conclusions here are as follows :
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 The system of transport which is provided in Scotland imposes a range of restrictions
on women in terms both of usage of the transport and women’s participation in
economic and social life, identified in all parts of the research process;

 
 The most common constraints which were identified overall could be seen to relate to

a small number of areas which were common to all sections of the report, and
consistent with previous studies which have been undertaken;

 
 Safety was identified as a major constraint through all parts of the consultation,

particularly at night. Comfort was also identified by respondents to the consultation
paper and by focus groups as linked to this, requiring the provision of clean, warm,
comfortable and safe vehicles and facilities;

 
 Physical access to transport was a key constraint, particularly for disabled women and

for women travelling with children;
 

 The timing and routes of services were identified as a constraint by the highest
proportion of women in the postal survey, particularly in terms of the provision of
evening and early morning services. These were also found to be major issues in other
parts of the research process;

 
 The cost of using transport emerged repeatedly as an issue for women, both in the

postal survey and the consultation paper, as well as in the focus groups, and the links
between this issue and the levels of women’s income were identified;

 
 Information was also seen to be a constraint, in terms of its clarity and accessibility, as

well as the accessibility of information to particular groups;
 

 The lack of consultation with women was seen to act as an overall constraint,
affecting the development of relevant policy and provision of transport, and the
development of understanding and awareness amongst staff (whose attitudes were also
identified in the consultation paper and focus groups as affecting women’s use of
transport);

 
 Specific groups were found to experience constraints in their use of transport, and a

number of particular issues for groups were identified through this process. The groups
identified included women in rural areas, women on peripheral estates, women from
ethnic minorities, disabled women, older women, homeless women, unemployed
women, women experiencing domestic abuse, lone parents and others.

 
 Priorities for change
 
 5.10 The main conclusions in relation to the priorities identified from all of the strands of
the work were as follows :
 

 The priorities for change reflected directly the constraints which had been highlighted
by women in the study;
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 There was seen to be a need to make general improvements to safety and comfort,
and for :

 
1.1 the provision of improved lighting;
1.2 the reduction in vandalism;
1.3 the introduction of more CCTV;
1.4 the presence of police/other staff on vehicles and in the street and to respond to

the CCTV system;
1.5 the provision of access to help (phones and other technology);
1.6 traffic reduction and calming measures;
1.7 the improvement of the built environment for those on foot/cycling;
1.8 the introduction of safety policies (e.g. no alcohol);
1.9 measures to increase walking and cycling and to ensure that this can be

undertaken safely;
1.10 measures to encourage taxi sharing;
1.11 regulation of taxi providers;
1.12 the consideration of safety for motorists, including safe car parking;
1.13 clean and comfortable facilities.
 

 There was seen to be a need to make a range of improvements to physical access, and
for :

 
1.1 increased numbers of low floor buses;
1.2 an extension of low floor services;
1.3 consistent provision of lifts and ramps;
1.4 improved design of accessible vehicles and stations;
1.5 accessible facilities to be generally available;
1.6 improvements to roads and pavements;
1.7 storage space for luggage/buggies on vehicles;
1.8 both provision and regulation of parking for orange badge holders, and in

residential areas.
 

 There was a widespread perception of the need to improve routes and services, to
provide additional services and for :

 
1.1 the general provision of more frequent services;
1.2 additional provision in the evenings and on Sundays;
1.3 additional provision to rural areas and small towns;
1.4 the provision of an integrated system of transport;
1.5 routes consistent with the location of workplaces;
1.6 timing consistent with women’s work patterns;
1.7 routes linking schools to shopping areas;
1.8 timing consistent with school hours;
1.9 more routes into housing areas;
1.10 services between peripheral estates, small towns and outlying areas;
1.11 request stop provision;
1.12 punctual, flexible and reliable services.
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 There was seen to be a need to reduce costs and for :
 

1.1 generally lower fares;
1.2 improvements to concessionary travel;
1.3 travel passes;
1.4 off-peak reductions;
1.5 improved options for unemployed women and women on low incomes;
1.6 low-cost options for companions;
1.7 integrated/through ticketing;
1.8 reduced taxi, parking and petrol charges.
 

 There was also seen to be a need to improve the provision of information and for :
 

1.1 accessible and clear timetables;
1.2 translated information;
1.3 reliable and up to date information;
1.4 information in a range of formats;
1.5 distribution of information through relevant outlets;
1.6 accurate information at bus stops and facilities;
1.7 increased information about fares, accessibility, routes and safety;
1.8 a single point of access to multi-modal information, by telephone and via the

internet;
1.9 provision of national timetable information;
1.10 an improvement in the ability to access service information from staff.

 
 There was seen to be a need for greater consultation with women and for :

 
1.1 the involvement of women in a range of circumstances;
1.2 the involvement of employers;
1.3 the use of a range of means of consultation;
1.4 the identification of means of consultation which are relevant to women;
1.5 the development of staff training;
1.6 the development and publication of both feedback and complaints mechanisms;
1.7 the involvement of women in all aspects of development, including strategic

and practical issues.
 

 SUMMARY OF RECOMMENDATIONS
 
 5.11 The main recommendations must, therefore, focus on the problems which have
emerged in the previous sections. Again, although the purpose of this report is primarily to
inform the development of a tool to assist transport policy makers to ensure that provision is
relevant to women in Scotland, and to identify issues for inclusion in this, it is suggested,
however, that there are also a number of strategic recommendations which should be
considered, before identifying each of the key areas in which change is required and using
these as the basis of the tool.
 
 5.12 Whilst the difficulties of addressing all of these changes are recognised, given the cost
implications (and the related need to raise revenue to undertake these), there are a number of
measures which can be addressed through the development of appropriate policy and practice,
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and which could, therefore, be implemented readily, with longer term consideration given to
the means of moving towards the implementation of the wide range of suggested
improvements which have been made. With this in mind, the recommendations are detailed
below.
.16 
 The development of a strategic response
 

 The tool which has been developed using the findings of this research, should be made
available to, and used by, transport policy makers in Scotland;

 
 This tool should be used in conjunction with the more detailed guidelines which have

been prepared, reflecting current knowledge of transport issues affecting women;
 

 The methodology which has been used to undertake this work should be considered in
relation to the wider development and promotion of the focus on mainstreaming, as
some of the principles will have broader applicability;

 
 The research findings can be used to inform the development of policy and practice in

the future and should be considered by service planners and providers in the
development of both national and local strategic issues relating to transport;

 
 The use of the tool which has been developed should address the key constraints

which women have identified in the research.
.17 
 General use of findings
 

 The findings from this research should be disseminated to transport policy makers and
providers and should be used to inform the future development of provision;

 
 Policy makers can use the findings not only to support the application of the auditing

tool, but to inform the broader process of policy development;
 

 Service providers should use the information and the priorities for change within the
report to identify and address the constraints evident within their own services, and
which present barriers to women in using their service. They should take steps to
implement the changes which have been identified and should recognise the benefits of
the provision of fully inclusive services;

 
 The findings can also be used to link to other areas of policy (e.g. housing, addressing

violence against women, employment issues etc) and to identify where changes can
overlap and complement each other in order to combat social exclusion.
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 OVERVIEW AND LINKS TO CURRENT WORK
 
 5.13 Having presented the conclusions and recommendations, the final comments relate to
the overall process of the research and to the implications for other current work.
 
 Social inclusion and equality
 
 5.14 As seen in Section 1, there is now a widespread commitment to the promotion of
social inclusion in Scotland, and to ensuring that all groups in the community are enabled to
participate fully in the economic and social life of the country. The basis of ensuring that this
commitment is reflected in practice is through the promotion of policies which meet the needs
of all sections of the community.
 
 5.15 It was identified at the outset that an assumption had been made in the past both by
policy makers and transport providers that there was a high level of homogeneity of need
between men and women, and amongst women. This assumption, that policy should be
developed, and services provided based upon, in effect, the requirements of the most visible,
majority group, can no longer be sustained. The level of interest in this study and the level of
participation has demonstrated clearly the importance of transport to many women in
Scotland. The findings of the research have provided insight into the experiences of a large
number of women, and have assisted in identifying and explaining their transport priorities.
 
 5.16 The report has argued throughout that there is a need to take account of differences
between the needs and experiences of groups, and of the differential impact of existing and
future provision on different groups, resulting from their individual circumstances or patterns
of service use. It has also been argued that there is a pressing need to address the current
situation whereby some groups, often including women, do not have the same level of
opportunity for participation in social and economic life. This is the issue which lies at the
heart of social exclusion.
 
 5.17 The auditing tool and guidelines, mentioned at 5.5 and throughout this section, which
is contained at Appendix 4, has been designed to reflect these considerations and can be seen
to have been defined by the views and experiences of women across the country.
 
 5.18 The implementation and use of the tool will clearly have a major part to play in
ensuring that the transport provision which develops in Scotland in future is designed to
overcome the constraints identified, and to be fully inclusive for women, who constitute a
major current and potential group of users.
 
 5.19 Finally, it is also suggested that, arising from this research, there are a number of
lessons which can be learned for the overall development of mainstreaming of equalities work.
.1 
 Lessons for mainstreaming of equalities work
 
 5.20 In terms of lessons for the mainstreaming of equalities work, although it is
inappropriate to explore these in detail here, it is clear that this work has provided a practical
example of applying the concept of mainstreaming (in relation to issues affecting women) to a
specific area of policy in Scotland.
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 5.21 It seems that the process which has been developed in undertaking this work can
potentially have a broader applicability to the development of a methodology for the practical
application of mainstreaming. It is suggested that it is usable as a framework, both in terms of
policy and practice, and could be applied to a wide range of areas of work, across the
equalities field and across a range of policy areas. From the process which has been followed
in the preparation of this research, it is possible to suggest a number of general elements which
should be present in the implementation of a mainstreaming approach in practice.
 
 5.22 Firstly, when such an approach is adopted, there is a need to identify the main issue
which will be addressed (for example, that a group experiences barriers to full participation in
society and that there is a need for policy and practice to change). Secondly, there is a need to
identify existing data, relating both to broad socio-economic information about that group, and
to that specific area of policy. Thirdly, gaps in information should then be identified. Fourthly,
a research process should be developed exploring, in depth, the issues affecting that group in
comparison to others, and the ways in which they experience the barriers. Finally, the research
findings, along with the other evidence, can then be used to develop the specific auditing tools,
either for policy or practice to ensure that the needs of that group are met.
 
 5.23 Clearly, these tools can take a wide range of forms, and in this case focused on the
production of a tool for transport policy makers. The need could equally, however, be for the
development of a tool to allow service providers to identify women experiencing domestic
abuse or for a good practice guide for a housing service. The crucial elements for
mainstreaming, whatever the purpose, are that the tool developed must be rooted in evidence,
and must be accompanied by clear guidance.
 
 5.24 There are then, potentially, at least three subsequent stages in the use of such a tool.
Firstly, this must include the provision of training and awareness raising to those who will use
the tool. Clearly, evidence from research such as this can help to highlight some of the benefits
of this type of work in a way that is relevant to a range of people who might use the material.
The final stages in the mainstreaming process are then the implementation and use of the tools,
and their monitoring and evaluation. These, in themselves, raise a range of other issues
outwith the remit of this report, but which must be acknowledged here.
 
 5.25 On the basis of this, this research has implications for the development of a coherent
process for mainstreaming, which is clearly central to improving the policy making process
overall. The lessons learned, as well as assisting in the development of improved transport
provision, can be used to assist this type of positive development for policy makers, service
providers and the wider community in the future.
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 METHODOLOGY
 
 This appendix sets out in detail the aims and objectives of this research, as well as the
methodology which was developed to allow these to be met.
 

 AIMS AND OBJECTIVES OF THE STUDY
 
 The research stemmed from the recognition that there was a need to both identify clearly
women’s transport needs and to help to facilitate the process of gender auditing of transport
policy in the future. The main aim of this work, as detailed, was as follows :
 

 To produce a set of guidelines for central and local government transport policy
makers to assist in gender auditing future transport policies.

 
 The tool which has been prepared is the first stage in the development of gender auditing, by
encouraging transport policy makers to consider issues affecting women. In order to achieve
this, the following, related objectives were identified :
 

 To identify and assemble evidence on issues pertaining to women’s transport needs
and priorities (such as accessibility, multi purpose journeys, personal security);

 To relate these to the existing inherited transport system (including walking and
cycling) and to assess how the system meets, or fails to meet these needs;

 To devise a “checklist” of issues for use in gender auditing future policy design and
implementation in relation to transport;

 To produce guidance for central and local government transport policy makers to
inform policy development and evaluation of the impact of policy on women’s travel.

 

 THE APPROACH USED
 
 In order to undertake this work, it was clear that there were a number of discrete but
connected tasks that needed to be undertaken. The brief identified five main stages to allow
this work to be undertaken. The following sections set out how these different stages were
addressed.
 
 Stage 1 : The Identification of Existing Information and Gaps
 
 As set out in Section 1, there was a considerable body of information available on travel
patterns, with much of it available by gender, by age, and, in some instances by economic
group and local authority. Much of this information had been gathered as part of on-going
surveys of transport use, primarily the National Travel Survey, but also as part of surveys
undertaken by operators such as ScotRail and organisations such as SPT.
 
 In addition, work undertaken by the TRI for the Scottish Office in 1997 identified a plethora
of studies that explored specific aspects of travel behaviour, mostly using questionnaire
surveys. Some of these surveys had a gender focus, although many related to travel behaviour
more generally, and did not disaggregate men and women. Although the TRI work was useful
as a starting point, therefore, it was important to update this in the light of other work
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undertaken in the interim at Scottish and UK levels. This was carried out through a
comprehensive literature search which is summarised at Appendix 2.
 
 In addition, however, to the transport-specific literature, it was also important to consider a
range of other issues, and there was also substantial information which had been developed in
the past decade relating to women’s issues, which was also explored. Relevant work, for
example, related to the promotion of equality in policy making, issues relating to exclusion and
disadvantage, and issues relating to women’s access to provision. This was also reviewed at
the information-gathering stage.
 
 The information gathered was then used to inform the key issues which underpinned the
research work, relating to the ways in which women use the transport system, the impact it has
on women’s lives, the ways in which women experience exclusion and disadvantage and the
priorities which women would set for the improvement of transport policy and operation. The
objective of the first stage of the work was, therefore, to identify all of the relevant sources of
such information relating to women in Scotland and to use the information gathered to inform
the issues identified. In addition to informing the later stages of the work, any gaps in existing
information were identified.
 
 Stage 2 : The Identification of Issues Affecting Women Using Transport
 
 The next stage was to identify issues affecting women using transport more specifically and to
explore further some of the issues in relation to this which emerged at stage 1. As outlined
earlier, relatively little evidence existed on some of the issues facing women relating to
transport. It was clear at the outset that the most researched area was that of personal safety
(and to an extent the issues affecting women as pedestrians) but other aspects, such as, for
example, the need for (and use of) information, the impact of fares policies and the
consequences of the current “hub and spoke” – based systems of public transport were much
less well-understood. Wider social and economic impacts on women such as the role of
transport in social exclusion and its effect upon the labour market advancement of many
women were also less well-understood. The purpose of this stage of the work was to explore
these issues in more detail.
 
 It was agreed at the start that the most appropriate way to do this was to involve women
themselves in the identification of their needs, and in terms of the means of gathering the views
of women, a range of techniques were used. While it was considered desirable to reach as
many women as possible who wished to contribute to the research, it also needed to be borne
in mind that the use of large scale surveys alone as a means of gathering information would
inevitably have some limitations in terms of the breadth of the information which could be
collected. Accordingly, a number of complementary approaches were used in order to ensure
that a wide range of women were consulted, and that issues were explored in appropriate
detail.
 
 Firstly, a consultation was undertaken with organisations specifically focused on women’s
issues, local authorities (equalities and transport staff), SPT and other key relevant large
national organisations such as the Scottish Consumer Council and transport user groups. This
consultation focused on a questionnaire covering a detailed set of issues derived from Stage 1.
A short consultation paper was prepared and a range of key questions identified. Over 500
consultation papers were circulated to relevant organisations, including not only those



79

identified specifically above, but also to groups which were members of the Scottish Women’s
Forum, which exists to allow women to have a voice in policy issues. At a local level,
examples of organisations included authority-wide women’s networks and specific women’s
projects (which also acted as points of distribution for the wider survey). Voluntary
organisations dealing specifically with transport issues were also be provided with
questionnaires, seeking an organisational response. It was expected that these organisations
would wish to consult with their members, and appropriate time was allowed for this. From all
of these sources, a total of 122 detailed responses were received and have been summarised in
Section 2.
 
 Secondly, a large scale survey, targeted at a wide range of women who wished to participate,
was undertaken. This covered a small number of higher-level questions drawn from the key
issues identified and agreed with the Advisory Group. In order to ensure a high level of
participation, the questionnaire was incorporated within a leaflet describing the research, and
produced in a format which allowed it to be folded, gummed and mailed to Reid-Howie
Associates using Freepost. The questions were straightforward and short, and identified some
of the broad current constraints and suggested improvements.
 
 This leaflet/questionnaire was distributed largely via women’s organisations and networks,
with publicity sought and obtained in the national and local press. Permission was again given
for the use of this list of members of the Women’s Forum as one of the main means of
distribution of the questionnaires. In addition, a selective range of public buildings (including
libraries, tourist information services and GP surgeries) were also targeted with leaflets and
posters (where appropriate). A total of 1584 questionnaires were returned and the findings
summarised in Section 3.
 
 A web site was also developed carrying similar material. This had an on-line version of the
questionnaire, along with details of the work, a short paper (described below) and an invitation
to submit other written comments. Although experience suggested that this may be likely to
reach relatively few women, a total of 380 visits were made to the web site and a total of 86 of
the questionnaires were returned in this way.
 
 The third main strand of this part of the research involved further detailed discussions, through
the identification of specific groups of women to take part in focus groups. Focus groups were
arranged and completed with rural women (Highland); women in an island area (Western
Isles); women in an urban/rural area (Fife); lone parents (Falkirk); women on a peripheral
estate/unemployed women (West Pilton); women with young children (Borders); disabled
women (Fife); women in ethnic minority communities (Dundee); older women (Strathclyde);
commuters (Edinburgh); women in an inner city area (Glasgow); transport planners (Glasgow)
and women in the transport industry (Aberdeen).
 
 These discussions each lasted around one hour, and the proceedings were taped and
transcribed, with the analysis detailed in Section 3.
 
 These groups considered individual issues of particular relevance to them in some detail (for
example social exclusion, issues affecting women in rural, inner city and peripheral estates, the
needs of commuters, mode-specific issues). They also considered the more general issues
affecting women as transport users. The identification of these problems formed the first part
of the focus group discussion, turning then to identifying solutions and priorities in a range of
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areas. Each focus group centred around asking the women to “plan” a service which would
take account of women’s needs, covering issues such as the type of information which it
would provide and the way of doing this, the facilities which would be provided, the routes
taken, the design of the vehicles etc. From this, along with the other sources of information,
the key issues affecting women and the basis of the checklist were identified.
 
 The main means for identifying women to participate in these groups (who would generally
have direct experience of the issues under discussion) was through women’s networks, and/or
projects, with the support of local authorities.
 
 The fourth and final strand of this aspect of the research involved the development of travel
diaries, completed by a small group of 19 women volunteers from different backgrounds with
different travel patterns, over a five day period. The objective of this exercise was not (as
would usually be the case), to map trip purposes (or complexity), but to gather qualitative
information on women’s perceptions of the decisions they faced in day-to-day travel settings,
their perceptions, for example, of the reasons for choosing between transport options and the
impact transport (or its limitations) had on their lives. The findings of this work are also
included at Section 3.
 
 The objective of all aspects of this stage of the work were, therefore, to undertake primary
research to fill the gaps in the current understanding of women’s travel issues and priorities,
and, by this means, to allow this to form the basis of the work of the next stage, which
involved assessing the extent to which have access to the existing transport system in
Scotland.
 
 Stage 3 – Assessing the extent to which women have access to the existing system of
transport in Scotland
 
 In order to supplement the above information, a limited survey of local authorities and selected
larger transport providers was also carried out to identify aspects of good practice, and any
initiatives which had been undertaken or which were planned to improve the provision of
transport for women in Scotland. It was never intended that this survey should provide part of
the detailed consideration of transport issues affecting women, nor that it would provide a
comprehensive account of the current transport system. The purpose of the brief piece of
work was to provide a snapshot of the views of some providers, and the results of this survey
are described in Section 4 of the report.
 
 Stage 4 : The development and testing of a checklist to help to inform gender auditing of
transport policy and practice
 
 The fourth stage of the work then built upon the previous three stages by allowing a specific
checklist of issues to be developed as the first stage in a gender audit. Examples of such
checklists already existed in terms, for example, of those developed by three UK departments,
by Status of Women Canada, the government of New Zealand, and by a multi-agency EU-
funded project looking specifically at the impact of gender on legislative issues. These and
other examples helped to identify best practice in this area. In addition, however, the women’s
views from the field research were the main source of information to inform the process, and
this was the primary means of development of this.
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 From all of these sources, a draft checklist relating specifically to transport policy was
developed (Appendix 4). Staff from the sponsoring department were involved in identifying
the usability and practicality of this, as well as the impact upon individual areas of policy. It
should be noted that this checklist remains in draft at the time of the production of this report,
as it may require amendment in the future in order to take account of work which is
developing in The Scottish Executive in relation to equalities issues.
 
 Stage 5 : The development of draft guidance for central and local government
 
 Finally, following the development of the checklist and methodology for its use, draft guidance
was prepared for a range of audiences relating to the use of the tool in the development of
policy. The objective in this was to make the checklist and the methodology (as well as the
guidance) accessible and easy to use. The checklist includes a range of key issues identified
from the research. The guidance includes explanation of the development of the material, the
rationale for the process and the means of applying this, in practice, for transport policy
makers.
 

 SUMMARY
 
 The use of all of these methods in combination allowed the objectives of the research, as
specified within the brief, to be addressed, and for a means of beginning the process of gender
auditing services to be developed. This should help to ensure that future developments in
transport reflect fully the priorities and barriers to travel for women in Scotland.
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 LITERATURE REVIEW
 
 This literature review is presented in three main parts. The first part provides an account of
current knowledge of women’s travel patterns and the gender differences in these. The second
then explores a range of issues which have been found to affect these patterns and some of the
barriers and difficulties which women face in travelling, as well as some of the consequences
of these upon women’s lives. The final section then highlights those issues which the review of
current understanding indicated should be included in the subsequent consultation exercise
which took place. Firstly, however, the evidence of the need to explore issues relating to
women and transport is outlined briefly.
 

 WOMEN AND TRANSPORT
 
 The last 10 years have seen a considerable increase in the level of interest worldwide in the
specific issue of women and transport. In the introductory article to the first major exploration
of the topic published in Britain (Grieco, Pickup and Whipp, 1989), Hamilton and Jenkins
listed a range of ways in which transport policy had been, to that point, effectively “gender
blind” and had failed to take account of issues affecting women particularly. It was suggested
that is did not take account, for example, of issues relating to the links between transport and
women’s employment, safety, and a variety of other priorities. The situation was summarised
as follows :
 

 “Women have travel needs which are as significant as those of men, although
radically different in many respects. As consumers of transport, however, women’s
needs have too often been assumed to be identical to men’s, or simply to be unworthy
of note”.

 (Hamilton and Jenkins, 1989)
 

 Since then, a great deal has changed, not only in terms of the nature of the transport industry,
but also in terms of the understanding of issues affecting women amongst both providers and
policy makers. The recent Transport White Papers for both the UK and Scotland (DETR,
1998b; Scottish Office, 1998a) for example are clear in stating that there is now a specific
transport policy context for women, and this has also been the case in a number of other
countries, such as, for example, the United States, Canada and Australia. The Transport Bill
1999 states that public transport authorities must develop and implement policies for the
promotion and encouragement of safe, integrated, efficient and economic transport facilities.
 
 In addition, although the Integrated Transport Bill proposals in Scotland do not make local
transport strategies mandatory, guidance issued by The Scottish Executive (in February 2000)
requires gender auditing to be carried out. This is the first instance of UK government
guidance requiring consideration of gender issues in the development of transport policy. In
addition, the government’s approach to issues such as social inclusion and mainstreaming
(discussed further later) has led to an increased focus on such issues.
 
 A range of research has also been undertaken in the last few years on specific aspects of
women’s travel needs and behaviour, and most travel data sources now collect (although often
do not publish) gender-specific information.
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 Despite this progress, as will become clear, there remain a range of areas in which evidence
and understanding are limited. What has become apparent, however, is that there are clear
differences in the ways in which women and men travel, in the modes of transport which they
use and in the nature of their journeys, as well as in the constraints and barriers which they
face, and the consequent effects upon their lives. This is illustrated in these two quotes
(unattributed in the original research) taken from the wide-ranging GLC-sponsored “Women
on the Move” research :
 

 “Women have structured their lives to overcome the difficulties imposed by the low
priority given by policy makers to the needs of non-commuters. In spite of women’s
greater reliance on public transport, operators continue to view their main function
as a carrier of (mainly) men to their place of work with other uses being incidental”.
 

 (GLC, 1984)
 
 This section will review both current travel data sources and available research evidence, to
attempt to identify the nature of these issues. As Hamilton et al (2000) point out, there are
clear issues affecting women’s transport which relate to patterns of travel, patterns of
employment, income, caring responsibilities and access to forms of travel (particularly access
to cars). There are also differences amongst women in terms of the experiences of specific
groups (e.g. older women, disabled women, women from ethnic minorities, women living in
rural areas and lone parents).
 

 GENDER DIFFERENCES IN TRAVEL PATTERNS
 
 The weight of evidence on the issue of gender differences in travel patterns is now such that
the existence of a basic difference is axiomatic, and the question relates more to the ways in
which these patterns differ than whether they do. There is evidence from many parts of the
world that the patterns differ including, for example, the United States (Rosenbloom, 1996),
Sweden (Polk, 1996), Australia (Hanlon 1996) and most of Africa (Grieco and Turner, 1997).
 
 In the UK, travel patterns of women and men also vary a great deal and in many ways.
Overall, women and men make approximately the same number of trips each year (TSO,
1998) but, beyond this, there are very considerable differences in, for example, the length of
these trips, the modes of transport used, the complexity of these trips and, at the most basic
level, the purpose of these trips. This section will explore these gender differences, as well as
considering some of the ways in which women in different geographical, economic and social
situations, and women of different ages, use various forms of transport1.
 
 Trips and average journey length
 
 In terms, firstly, of trips and lengths of journeys, in 1995/72, for the UK as a whole, men, on
average, took 1,074 trips, while women, on average, took 1,032 (a difference of around 4%).
The figures for Scotland are virtually identical at 1,090 for men and 1,033 for women

                                               
1 n.b. There seems little point in reproducing large data tables in this overview. These are readily available in
the two main reference sources (TSO, 1998 and Scottish Office, 1999b).
2 The National Travel Survey aggregates three years’ worth of data to give a useable size of dataset.
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(Scottish Office, 1999b3). Despite this basic similarity in the overall propensity to travel,
however, there are significant differences in the average lengths of these trips. On average, for
the UK as a whole, men travelled 45% further, while for Scotland, the comparable figure is
over 48%, reflecting (as will become clear) the greater access to cars by men and the higher
level of travel relating to their employment.
 
 Over the 12 years to 1997, the number of trips taken by women and men in Scotland increased
by very similar amounts (7.7% and 7.2% respectively), indicating that the gap in terms of
numbers of trips, while closing, is doing so only very slowly. More significantly, however, the
distance travelled by both women and men on average has increased considerably over the
same period, by over 37% for women and by 26% for men. In relative terms, the distance
travelled by women is now 67% of that of men, compared to 58% in the mid 1980s but the
remaining differences are clear from these figures. The change is explained, in large part, by
the considerable increase in the number of women now holding driving licences and having
access to a car (discussed later), although clearly differential access is still a major issue, as
well as the variation in journey length.
 
 Mode of travel
 
 It is clear from the above that women and men vary in the modes of transport which they use.
Figures on journeys per person are not currently published from the NTS for Scotland, but, at
a UK level, women undertake a higher proportion of their journeys on foot, as car passengers
and using buses. Men, however, undertake nearly half of all of their journeys as car drivers,
and this is the most significant area of difference in terms of the use of modes of travel. In
Scotland, for example, men drive a little under three times as many miles as women (NTS).
Unpublished data from the Scottish Household Survey (Scottish Executive, 2000 unpublished)
suggests that there also differences in the frequency of driving journeys undertaken by men
and women (holding driving licenses), with as many as 71% of men driving every day,
compared to 64% of women. In terms of those who hold licences but never drive, there is also
a clear difference between men and women (6% and 8% respectively).
 
 This evidence is echoed by work undertaken by System 3 (1998) as part of a travel diary
exercise on cycling, which sampled a considerable number of travel trips, and showed that
women took substantially more trips on foot and by public bus than men. The System 3
research also found than women’s car trips are typically over a somewhat shorter distance.
 
 The reasons for these differences are complex, and relate partly to the different working
arrangements of women and men (discussed later), but also clearly to differences in levels of
income between women and men, as well as to differences in the number of women and men
who hold driving licenses. Unpublished evidence from the Scottish Household Survey
(Scottish Executive, 2000 unpublished) provides some further detail on the other main reason
for this difference, access to a car. Although 23% of men (of all ages) do not have access to a
car, for women (again of all ages) this rises to 33%. There are differences at all age ranges, but
this is most marked in the over 65 group, where as many as 57% of women do not have access
to a car, compared to 35% of men. As many as 72% of female lone parents do not have access
to a car.
 

                                               
3 This document presents a Scotland-specific analysis of the NTS.
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 Purpose of trips
 
 Common sense suggests that women and men travel for different reasons, and this is borne out
by the findings of the National Travel Survey (TSO, op cit; Scottish Office 1999b). Taking
Scotland specifically, only 19% of all trips made by women, for example, are for work or
business, while for men, this is 29%. (The Scottish Office paper aggregates business and
commuting while the TSO paper shows that, in terms of business alone, men, on average,
make 3.5 times as many trips as women.) This is related to the fact that women tend to work
closer to home, and in jobs which do not require as much in-work travelling. Unpublished data
from the Scottish Household Survey (Scottish Executive, 2000 unpublished) provides
emphasis to this, illustrating that nearly 20% of working age women walk to work, compared
to only 12% of working age men. It is interesting to note also that, if travel paid for by
employers (in-work mileage) is excluded, the distances driven annually by men and women
are, while not yet identical, are at least similar.
 
 The category of commuting and business alone accounts for most of the variation between
women and men in terms of numbers of trips taken annually. In terms of other forms of trips, it
is only in some leisure-based categories that men make more trips than women (although
women visit family members on their own more often than men). In any given week, women
are around 20% more likely to visit adult children, a parent or another adult sibling than are
men, reflecting the current division of family responsibilities, discussed later (ONS, 1998).
Women also make more trips escorting family members to and from education. On the other
hand, men are more likely to travel to visit pubs and clubs, as well as sporting events. Women
make more shopping trips, whilst the number of trips for “personal” business are more or less
identical between women and men. Women travel more during off-peak times and less after
dark (Hamilton et al, 2000).
 
 The reasons for most, if not all, of these differences are self-evident when the comparative
roles of women and men in UK society are considered, although these roles are changing
(albeit slowly in many areas). (See evidence from successive National Travel Surveys and from
the US Federal Highway Administration, 1990; Rosenbloom, 1996.)
 
 Trip complexity
 
 There is mixed evidence on whether women and men exhibit differences in the complexity of
the trips which they make. In the US and a number of other countries (including studies in
France and the Netherlands), there appears to be clear evidence that women’s travel patterns
are more complex than those of men (Rosenbloom, 1989). Evidence from the NTS is more
ambivalent (TSO, 1998), although it is clear that the complexity of travel is increasing for both
women and men (Bianco and Lawson, 1996).
 
 The evidence from the United States (summarised at length in Bianco and Lawson, op cit)
suggests that women are more likely to commute less far than men (which is also the case in
the UK) and are less likely to return home directly after work (being more likely to shop or
attend to personal business). The evidence from the UK is that women and men are more or
less equally likely to return home after work, but tend to undertake different activities when
they do not. There are also variations in terms of activity patterns, which include dropping off
or collecting children from school, but these are not as large as might be expected, when it is



89

considered that women generally bear the brunt of this responsibility, as is discussed further
later. (Women make 7% of all of their journeys for this purpose, against 3% for men.)
 
 Rosenbloom (1989) showed that women often tend to make interconnected decisions about
where they work and the need to escort children to education. This analysis might be extended
to include decisions as to whether to work on a part or full-time basis (ONS, 1998). As seen,
women are far more likely to work closer to home, and to walk to work, but, as will become
clear, this may also be linked to the lack of availability of adequate transport to enable them to
take advantage of opportunities outwith the immediate local area.
 
 Although there are clear differences in the purpose of trips taken, the evidence cited above is
inconclusive in terms of the overall debate about the relative complexity of trips undertaken by
women and men in the UK. It seems self-evident however, that the complexity of the decisions
made by women in relation to which travel option to choose is greater. The decisions facing
women at each stage are complex, with service and timetabling information, the cost of
various options, safety information, opening hours of services, and considerations of personal
safety all playing a part. Relatively little research, even in United States, however, has been
conducted on the nature of these travel decisions.
 
 The complexity of travel decisions are most obvious in the case of women without access to
cars, and the number of modes of transport involved in making a journey is likely to be
generally higher for women than for men given their higher level of use of public transport.
Travel options can, for example, be complicated further by the need to use different forms of
public transport in combination with walking. Return journeys may also commence from a
different location from the outward journey, with implications both for the complexity of the
trip and cost of travel. The “out and back”, or the “out, one stop and back” patterns which
characterise much of the travel of men in employment are not common in the case of women,
particularly those working part-time (and often in two or more jobs), with children, domestic
responsibilities and the need to travel often at times when bus services are infrequent. They are
also unlikely to be common among older women, who, for example, make more leisure and
“personal business” trips.
 
 Differences amongst women
 
 In highlighting travel patterns, it should be stressed that it would be wrong to regard women
as a homogenous group, and, in addition to the gender differences, there are substantial
differences amongst women by age, by income and by location.
 
 It was noted earlier in this section that younger women and younger men display quite similar
travel patterns in terms of the actual numbers of trips taken (although the nature of these
differs). At a UK level, this is true for all age categories up to age 40. Beyond 40, the patterns
change markedly, with women making far fewer trips overall. At a UK level, women aged 30
– 39 make nearly 2.2 times as many journeys of all kinds as women aged over 70, while for
men of comparable ages, the figure is 1.5 times. This relates partly to the loss of the driver in
the household for women who are married and became widowed, but increasingly as women
restrict their travel as they become older and travel during daylight hours, using known routes
(Hamilton et al, 2000).
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 There is also a clear difference between younger and older women in terms of the likelihood of
having a driving license and access to a car. At a UK level, for example, 74% of women aged
30 – 39 have a full license, whereas for women over 70, the figure is 22%. (The comparative
figures for men are 89% and 65%.) For Scotland, unpublished Scottish Household Survey
data (which provides more detail than published NTS information, and uses different age
categories) shows that 71% of women aged 35 – 44 have a license, compared to 28% aged 65
and over. (The comparable figures for men are 87% and 76%). It is also interesting to note as
many as 69% of women aged 65 and over have never held a driving license, compared to 22%
for women aged between 25 and 44, and 19% among men of their own age group. Although
the gaps both between women and men, and among groups of women are closing, as is
illustrated by the finding that, as recently as 1975, only 4% of women over 70 had a license,
there remain both significant gender differences and differences among women in terms of
holding licenses.
 
 There are other age-related differences amongst women. Proportionately, older women make
far more journeys on foot and by bus or coach, and, inevitably (given their lower levels of
labour market participation), older women make a much higher percentage of their trips for
shopping and other leisure purposes.
 
 In addition, just as there are overall gender differences in travel patterns as a consequence of
income levels, there are differences amongst women which relate to this factor. Overall, for
example, System 3 (1998) estimated that people in classes D and E made nearly 25% fewer
journeys than people in classes A and B. The average distance travelled by lower income
families is less that two thirds of that among higher income groups, and the modes of travel
used are also quite different. These factors clearly lead to different travel patterns between
women on different incomes as well as, overall, between women and men (as a consequence
of the fact that women are disproportionately represented in the lower income groups).
 
 Clearly, a main area of difference is again in terms of access to a car, and many lone parents,
for example, do not have access to a car (over 70% according to Scottish Household Survey
data – see above), nor do many women in low income families (as, even where low income
two-parent families have a car, this is generally used by the male). Unpublished Scottish
Household Survey data shows clearly that, at higher income levels, there is no real difference
between men and women in terms of access to a car, while at lower income levels (below
£15,000 net household income) the number of women without access typically exceeds the
number of men by more than 20%. In the 1995/7 NTS, only 7% of low income families had
two cars, while 50% of higher income families did so. Fully 63% of lower income families had
no car at all. For Scotland (for quarters 1 and 2 1999, and not, therefore directly comparable),
61% of lower income families had no car, compared to only 13% of those families with a net
household income over £15,000. Unpublished Scottish Household Survey data (op cit) shows
that there are also sharp differences between women in different economic groups in terms of
the likelihood that they have a driving license. Among women in what the survey described as
“high income areas”, 80% have a license, whereas among women in council-rented flats, the
comparable level is only 21%.
 
 Lone parents do, however, make more trips overall, and where there are male/female
households there is no evidence of change to the pattern whereby the male partner is the main
driver (Hamilton et al, 2000).
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 There is also some evidence that the travel patterns of women from ethnic minorities may be
quite different to those of other women. Hamilton, Jenkins and Gregory (1991) showed that
women from ethnic minorities in West Yorkshire tended to travel further on average than
other groups of women, in order to travel to specialist shops, see family members and attend
places of worship. They also found that this group of women was more likely to use market
places than supermarkets for their main shopping. The GLC-sponsored “Women on the
Move” research (GLC, 1984) showed that there are also significant differences in the travel
patterns of groups of women from different ethnic minorities, largely, the report concludes, as
a consequence of the different circumstances (economic, social and religious) of their lives.
There was also evidence that women from ethnic minorities (at that time) were much less
likely to hold a license than white women. The evidence is, however, extremely limited and
inconclusive in relation to these issues (as the samples have been very small and localised) and
it may be that the patterns found here are not representative of all women from ethnic
minorities, nor, perhaps of women from ethnic minorities in Scotland.
 
 Similarly, disabled women are likely to have different travel patterns and experiences, as a
result of the physical inaccessibility of much of current public transport. Women living in rural
areas may also use different modes of travel, undertake journeys of different lengths and for
different purposes. Hamilton et al (2000) also cite evidence from an unpublished thesis
summarising the issues relating to the cost of services in rural areas and the isolation
experienced. Clearly, the consequences for women, for example, in rural areas with no access
to a car, in terms of a range of socio-economic factors may be considerable. There are also
likely to be variations between women who are working and women who are not working in
terms of the forms of transport which they use, the purpose of their trips and the nature and
frequency of the journeys themselves. There is, however, little published data in relation to the
detailed patterns of these variations.
 
 All of these issues, however, point to the need to explore these issues further and to ensure
that the process of policy development recognises not only the overall gender differences in
travel, but also the differences in experiences of specific groups of women.
 
 Summary of travel patterns
 
 From this brief overview of patterns of women’s travel, the following key factors can be
identified :
 

 women and men make broadly the same number of trips annually;
 women tend to travel much less far annually than men, largely because of their

economic position;
 although the differences between women and men in terms of the nature and extent of

their travel are closing, they are doing so only very slowly;
 many more women than men do not have access to a car (and still far fewer women

than men hold driving licenses), and this is arguably the single greatest factor which
influences the differences in travel patterns;

 women are more likely than men to travel by public transport and on foot;
 women’s trips are more likely than those of men to relate to caring and family

responsibilities, whilst men are more likely to travel for business and leisure;
 women make more journeys using public transport with children, and otherwise

“encumbered”;
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 although the apparent complexity of women’s and men’s journeys are similar,
women’s journeys are more likely to involve a range of different forms of transport,
whereas men’s journeys often involve only their cars;

 despite these gender differences, women are not a homogenous group, and there are
variations in travel patterns between, for example, women with and without children,
women with and without employment and in different forms of employment, women of
different ages, women in urban and rural locations, women from black and minority
ethnic groups and women with disabilities;

 there are a range of other factors which have an impact upon these patterns of
women’s travel, and these relate to socio-economic issues (e.g. employment patterns,
income and care responsibilities), technological change (e.g. environment and design
issues) and barriers to access (e.g. personal safety, information and timetabling) which
must also be taken into account in identifying women’s transport needs.

 
 These “other factors” will also help to provide additional understanding of the differences in
travel patterns and point to the issues affecting women which policy makers and transport
providers require to take into account in developing work to ensure that their provision is fully
inclusive for women. These will be considered below.
 

 ISSUES AFFECTING WOMEN’S TRAVEL PATTERNS
 
 Having identified the overall patterns of women’s travel, it is also important to explore some
of the aspects of women’s circumstances and experiences which help both to provide further
insight into the transport requirements for women, and to explain some of the patterns which
have been identified. These relate particularly to the influence of women’s socio-economic
circumstances (which influence their transport options), to environmental considerations and
to specific barriers which women face in terms of the nature of current service provision.
 
 Socio-Economic Changes
 
 One of the key issues which must be acknowledged in assessing women’s transport
requirements is the social and economic circumstances of women over the last 30 years, as this
(arguably more than any other factor), has led to considerable change to women’s travel
patterns over that period.
 
.18 Economic activity
 
 The level of change in the broad pattern of women’s lives in the last 30 years has been
considerable, particularly in terms of the extent of paid employment and participation in
education. It was found, for example, that in 1971, the economic activity rate for men was
91%, while for women it was only 57%. By 2011, however, it is estimated that, for men, this
will have fallen to 82%, and for women, to have risen to 77%, a gap of only 5% (in
comparison to 34%) in barely 40 years (ONS, 1998). A total of 37% of the workforce was
female in 1971, and by 2006 it is expected to be 46% (GHN, 1995). Over the 20 years to
1990, economic participation in the US, for example, rose for women by 14%, while falling by
4% for men (Rosenbloom, 1996).
 
 There are, however, differences between women’s and men’s employment and there has also
been a significant increase in the number of women with dependent children in the active
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labour force. More women also work in part-time employment (often as a consequence of
caring responsibilities) and have two or more jobs. All of these developments have led to
significant changes to women’s travel patterns in the UK, with, for example, many women
now being required to undertake more work-related journeys (particularly to and from their
place of employment, often at non-peak hours) and to balance journeys relating to work and
childcare (for which, as will become clear later, women still have primary responsibility).
 
.19 The labour market
 
 The UK still has a particularly gendered labour market, which again has implications for
women’s travel. Women tend to be concentrated in a relatively narrow range of occupations,
and, despite the fact that women now outnumber men in the numbers of VQs achieved (SEN,
1999a), they remain disproportionately represented in lower status and lower skilled
occupations.
 
 Overall, women also tend to work closer to home than men, and with far more flexible hours.
For example, of the 6.8 million people in the UK who work part-time, over 5.4 million
(approximately 80%) are women (SEN, 1999b). In 1997, 11.7 million women, but only 8.7
million men worked flexible hours and 1.3 million women job shared, while the comparable
figure for men was only 100,000 (HMSO, 1998).
 
 This clearly affects the modes of transport used and the need for availability of services at off-
peak hours.
 
.20 The structure of the Scottish economy
 
 There have also been significant changes in the structure of the Scottish economy which have
also had an impact both on women’s travel patterns and on the nature of the transport-related
barriers which they face.
 
 Firstly, for example, increasing globalisation has changed the nature of Scotland’s employment
base away from reliance on heavy engineering and manufacturing, towards more service-
related industries. The manufacturing industries which remain are quite different in nature,
with a concentration on, for example, the electronics and food industries (Scottish Enterprise,
1999). The consequence of this is that the nature of work itself is changing and there is now
more emphasis on knowledge-related industries, a need for different types of skills and, above
all, a need for a more flexible workforce, prepared to work irregular hours, with periods of full
and part-time employment. By far the largest component of that flexible labour force is
provided by women (Rajan, van Eupen and Jaspers, 1997).
 
 In addition to this, one of the areas of greatest growth in Scottish employment in the last few
years has been in call centres, which require quite different skills and working patterns from
traditional industries (Scottish Enterprise, 1999 op cit). The location of much of Scottish
employment has also changed, with a move away from “brown-field”, urban locations to
newer, “green-field” peripheral areas, typified by, for example Euro-Central in Lanarkshire and
Edinburgh Park, and, in retailing, by developments such as Braehead near Paisley, the Gyle in
Edinburgh and Freeport in West Lothian (and this trend is mirrored all over Scotland).
 



94

 These changes have not necessarily been balanced by improvements to public transport, in
terms of timing and routing, to allow women to take full advantage of these new employment
opportunities.
 
.21 Childcare
 
 Despite the changes to working patterns, women still have a disproportionate share of
childcare responsibilities, reflected in some of the journey purposes highlighted. For example,
82% of dependent pre-school age children are looked after by women and only 15% by men
(ONS, op cit). Even in holiday periods, as many as 77% of children are looked after primarily
by women. Hamilton et al (2000) point out that women have the largest proportion of caring
responsibilities of all types and have primary responsibility for domestic work (Social Trends,
1999). As well as affecting the nature of journeys taken, this also affects the need for transport
providers to ensure that their provision is appropriate for women with children (discussed
further later).
 
.22 The ageing population
 
 There are a range of other socio-economic factors which also have an impact on women’s
travel, one of which relates to the age of the population. As seen, there are differences
amongst women in different age groups in terms of their patterns and experiences of travel. In
addition, however, older people will have particular travel needs, and the proportion of older
people (and particularly older women) in the population is increasing.
 
 Between the mid 1980s and the mid 1990s, the proportion of older people in the population in
the UK rose by around 3% (ONS, 1998). The share of older people in the population (and in
Scotland) is set to rise considerably over the next 15 years (GROS, 1997a). At age 40, there
are almost exactly similar numbers of men and women in the UK, but by 89, there are 3
women to every man, with 63% of the men married, but only 28% of women (ONS, op cit).
When this is related to the figures outlined earlier in relation to factors such as the low
proportion of older women with a driving license and independent access to a vehicle, the
need for the provision of alternative forms of transport and the potential demand for increased
use of public transport by this age group is clear. Given this growth in the relative number of
older people, coupled with changes in terms of care in the community, this is likely to lead to a
sharp rise in the number of people living in the community with reduced mobility, with
implications for the accessibility of vehicles.
 
.23 Income
 
 The effects of income on access to transport and to the choices made have been suggested
earlier, in terms of the differences between groups of women and in terms of issues such as the
likelihood of having access to a vehicle. This is of particular significance when it is considered
that women, on the whole, tend to have lower income levels than men, and the issue of
average wages has been well-rehearsed in a wide range of sources (see, for example, the
National Earnings Survey, 1998 or Women’s Unit, 1999 for a comprehensive analysis of this).
There are additional key issues in relation this, as it is found that, proportionately, for example,
women tend to be in lower income households than men, with 19% of women in the
households with the lowest levels of income, compared to 16% of men. For the second tier,
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the respective figures are 21% and 18% (ONS, 1998), with a high number of women lone
parents.
 
 In many cases, women on lower incomes also have to work part-time in jobs which are often
lower level and generally carry lower incomes (often in more than one job) and combine this
with complex childcare arrangements which are complicated further by the transport system
currently existing in the UK (although this issue is not particular to the UK, and Bianco and
Lawson (1996) provide a US perspective on the same issue).
 
 Although the issue of income is not an absolute predictor, in itself, of access to a car, it is self-
evident that ownership of both first and second cars is highly correlated to this. As Bianco and
Lawson show, it is particularly access to a car (in the US) which is critical to the successful
organisation of many women’s lives. Further Scottish evidence in support of this was
presented earlier in this appendix.
 
 Many of these changes, as suggested, help both to explain the travel patterns which have been
identified and to understand more fully the specific circumstances which women face which
can help to highlight their transport requirements.
 
 Environmental and Technological Changes
 
 In addition to these socio-economic issues, a number of environmental and technological
changes can also be seen to affect women’s travel patterns and experiences. Some of these
changes have already been suggested above (for example, in terms of the location of industry
and retailing), but some additional issues are also considered below.
 
.24 “Suburbanisation”
 
 Many of the changes which have been seen in Britain in the last 20 years were evident from
the 1930s and 40s in the US (Jeff and McElroy, 1996). From that time, for example, the
traditional geographic organisation of US cities and large towns was breaking down, with
more and more people leaving the city to live in the suburbs. Newer US cities (for example,
Los Angeles), are primarily “suburbs” with a relatively small central core, and this pattern
accelerated in the 1970s. The consequence of this was that there has been a considerable
increase in the reliance on cars, and a consequent rise in the number of women (and men, but
less marked) holding driving licences (Spain, 1996).
 
 This pattern of “suburbanisation” has been evident in Britain for a much shorter length of time,
but it is now very marked. There have perhaps been two stages in this. The first involved the
gradual de-population of cities in favour of the new towns, starting after the war and
accelerating in the 1960s. The population of Glasgow is, in some ways, a barometer for this,
declining from over 1 million in the early part of the century to less than ¾ million now
(GROS, 1998b). Many people moved to the (then) new employment centres of East Kilbride,
Irvine and Cumbernauld (towns with radically different land use patterns).
 
 The second phase has been the gradual geographic expansion of existing settlements, and,
arguably, Scotland is at an earlier stage in this process than some areas of England, but, these
trends are nonetheless evident. In many Scottish towns and cities, a significant proportion of
the population has moved from town centres to newer suburbs, such as Westhill in Aberdeen,
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Currie and Balerno in Edinburgh, or to peripheral estates, such as Easterhouse or Wester
Hailes, with little sign of this overall trend changing. (In some peripheral estates there is now
evidence of some population decline, but there is no commensurate increase in the population
of town centres, suggesting that those who are moving are doing so between suburbs.) Even
in smaller towns such as Dunfermline, a considerable part of the expected population growth
is in the new edge settlements adjacent to industrial sites, suggesting that the trend towards
suburbanisation in Scotland will continue, and even accelerate, over time.
 
 This period of social and economic change has coincided with the de-regulation of bus and rail
services, which has had a considerable impact on the travel needs of all residents, and on
women in particular, given the differences in their transport use and relative reliance (in many
cases) on public transport. There is evidence that many bus services, and nearly all train
services, operate on a hub and spoke system, making travel between suburbs (which many
women have to do daily for work, care and other reasons) particularly difficult (in terms of
time and expense) for those without a car (Greed, 1994).
 
.25 The changing face of town centres
 
 In terms of changes to town centres themselves, Scotland appears, in some ways, to have
escaped some of the worst excesses of car-oriented town planning, with relatively few
examples of the type of problematic design evident in many US and Canadian cities (and
described in some detail by Werkele and Whiteman, 1995). Examples of this might include
high speed 4 or 6 lane roads crossing city centres, with excessive use of underpasses and
overpasses, and the layout of roads creating isolated pockets of land with little pedestrian
activity and high levels of risk of crime (discussed more fully later). In some UK cities and
towns, however, the centre necessitates the use of such underpasses, and Werkele and
Whiteman note that, when faced with an underpass or over-bridge, many pedestrians prefer to
“take their chances” with the traffic, effectively swapping one form of risk for another.
 
 A further issue in relation to town centre design relates to what may be termed “single use
areas” which become deserted (or little used) after dark (as might be the case, for example,
near Anderston in Glasgow), with a lack of pedestrian activity, a lack of lit buildings and a
lack of any sense of being overlooked.
 
 This is equally true of other developments, given that, for example, to accommodate the rise in
car-borne traffic, there has been a significant rise in the number of in-town multi-storey car
parks in Scotland, and these have brought particular problems for women car users in terms of
safety (Department of Transport, 1995d). In addition, these also represent the transition for
many journeys between personal and public transport (e.g. at park and ride stations) and
between motorised and walking modes. Greed (1994) asserts that many women have lost
confidence in “park and ride” because of their isolation on return journeys after dark. Many
car parks have poor design features (Department of Transport, 1995b), which are exacerbated
by poor maintenance and lack of staffing. (Werkele and Whiteman, 1995, provide a range of
photographic illustrations of poorly planned and maintained facilities of this type.) Many
women have been found to modify their travel behaviour in order to avoid the use of multi-
storey (and poorly lit) surface car parks (Werkele and Whiteman, op cit).
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 The most used, and often best lit, car parks (with CCTV in some cases) around town centres
are often those for supermarkets, but, in many cases, the management actively deter longer-
term parking by commuters, in order to maximise space for their shoppers.
 
 The increasing pedestrianisation of areas and town centres has also led to a range of effects
upon women, and, at its most basic, Greed notes that some paving materials used (and drain
covers) prove difficult for buggies, and that the use of coloured materials to delineate car and
pedestrian areas rather than traditional pavements (both within town centres and housing
areas), also poses a risk.
 
 A further direct consequence of the pedestrianisation of town centres is that many of these
areas have very little traffic at night. Similarly, the re-routing of buses has meant that, in some
cases, bus stops are now in isolated, poorly lit back streets, again, in many cases, with little
pedestrian activity (Greed, op cit; Werkele and Whiteman, op cit).
 
 The wider issue of women’s personal safety, in itself, presents a significant barrier to women
in using a range of forms of transport, and will be discussed more extensively later.
 
.26 Technological changes
 
 There have also been a number of technological changes to transport which have had a
significant impact on the way in which women travel. Clearly, there has been greater change in
some modes of transport than others, and the most notable example of this is low-floor buses.
These buses are not only capable of being lowered close to pavement level to allow straight
transfer for buggies and prams, as well as wheelchairs, but also have increased luggage space,
a dedicated area for prams (where there are no wheelchair users) and improved access to
seating. In Edinburgh, there are now low floor double deck buses as well as single deck buses
(which are increasingly common, although still not widespread, across Scotland). Trains, too,
have become more accessible, with increased luggage space, and, in many cases, more
accessible seating. The Class 170 “Turbostar” trains brought into service in early 2000
between Edinburgh, Glasgow and Aberdeen have a dedicated toilet which allows reasonable
access to a wheelchair user. In the cities, and in some (albeit few) towns, taxis are now
similarly accessible to a wide range of users. All of these developments have improved travel
for women who are “encumbered” as well as disabled women, although, despite these
improvements, there are still many areas of Scotland (and particularly rural areas) which are
served by limited, or relatively inaccessible, services.
 
 Two other, unrelated, areas of technological advance are also worth mentioning at this point.
Firstly, although many women do not have access to private cars, many of those who do rely
on them for the majority of their journeys. In part, following research into the specific needs of
women in relation to in-car safety, there have been some ergonomic changes to basic features,
including movable seat belt heights and increasingly customisable (in terms of height and
lateral position) driving seats. There is still evidence, however, that women are perhaps as
much as 50% more likely to be injured in accidents than men, as a consequence of driving
position, poorly fitting seat belts and the fact that women’s bodies are not as strong,
particularly in older women, as men’s (Spain, 1996). This broad issue has arisen again in the
claim that, as women are generally smaller than men, and may consequently have to sit closer
to the steering wheel, some women may therefore be put at risk from the current design of
airbags. Car accidents are also more likely to be fatal for older people than for younger people,
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making the issue of in-car safety a particular issue for this group of women and, given that the
number of older women driving has increased, and will continue to increase, for the overall
pattern of fatalities in road accidents.
 
 A further change is in terms of the increase in the availability of surveillance technologies.
CCTV is now common in many towns and cities in Scotland (Scottish Office, 1999a) and
increasingly common at travel locations such as bus and railway station, car parks, and even
shopping centres. Many, however, remain without this provision, and the issue of CCTV and
its relationship to women’s safety is also discussed further later.
 
 All of these changes in environment and technology, as with the socio-economic changes,
contribute to the influences upon women’s transport, and contribute to the understanding of
women’s needs. The third main area of influence relates to a number of specific additional
barriers to the use of existing transport which can be identified as affecting women.
 
 Barriers and Difficulties
 
 Although personal safety is the most obvious and best-researched of the specific barriers to
women’s travel, there are a number of additional issues which must be explored, such as, for
example, those relating to physical access, timetabling and service routing, information (or
more often the lack of information) and the cost of fares. These barriers can, in themselves
affect women’s travel, and when the interrelationship between these barriers and some of
socio-economic and technological changes described earlier are considered, the consequences
and restrictions for women become clear.
 
.27 Personal safety
 
 It is fair to suggest that, in the UK at least, there has been almost as much research into
aspects of safety and travel as into all other aspects of women’s travel taken together. A series
of research projects undertaken by Crime Concern for the DETR over the last 5 years has
provided a comprehensive and extensive assessment of virtually all aspects of personal safety,
which are supplemented by a considerable number of US and Canadian studies which offer a
slightly different perspective. In the UK, however, there is now a broad consensus on many of
the personal safety issues facing women when travelling by car, by public transport, on foot or
using other modes.
 
 In summary, it is suggested that, overall, women have much higher levels of restriction to their
travel than men, caused by personal safety issues, and that this difference intensifies after dark.
Some modes of transport are considered to be particularly problematic after dark (particularly
double deck buses, trains of all kinds and walking). In addition, many transport interchanges,
particularly those without much traffic and no CCTV, are regarded as unsafe by many women,
and bus stops, unstaffed railway stations and car parks are often avoided after dark (and in
many cases, during the day as well). Women tend to avoid locations (which may be entire
areas of a town or city) which are considered to be unsafe, reporting that their levels of fear
are heightened by graffiti, poor maintenance and the “lack of care”, which are common to
many transport locations, as well as in towns and cities, across Scotland.
 
 The behaviour of other passengers can also be a cause of concern to both women and men,
but, again, particularly to women. There are clearly specific additional issues for women who
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have either been assaulted themselves, or have witnessed an assault or other incident. The
“Women on the Move” study observed that the impact of one assault may be seen in the
subsequent behaviour of not only the woman who was assaulted, but also witnesses, transport
workers, her family and friends (GLC, 1984). Many women report (in both the US and UK)
that they do not travel after dark at all (DETR, 1995 a-d; Crime Concern 1997; DETR, 1999a;
DETR, 1999b; Scottish Office, 1999a).
 
 Transport operators often point to the finding that actual levels of crime on public transport
are decreasing (Crime Concern, 1997), but this takes no account of the nature of the threat of
male violence against women (and its link to broader gender inequality), the impact of this
upon women’s actual use of public transport and their methods of travelling. It also takes no
account of the number of women who are currently unable to travel as a result of these
factors.
 
 As Kelly suggests (1999) :
 

 “The prevalence and cumulative nature of violence against women makes it a
citizenship issue … . the fear and threat of violence limits not only women’s sense of
security and safety, but also their behaviour.”

 
 It should be stated clearly here that the responsibility for violence against women lies solely
with the perpetrators of this, and the overall goal must be the elimination of violence against
women through initiatives to address the behaviour of these perpetrators. Any solutions which
suggest that women should restrict their activities or should alter their behaviour are
considered wholly inappropriate to this analysis. There are, however, ways in which transport
policy and the built environment can have an impact on addressing women’s safety, and much
of the work which has been undertaken over the last 25 years in addressing such issues has
focused on this. Schultz and Gilbert (1996) for example, offer a number of observations on
environmental issues, suggesting that three factors play a role in the likelihood of crime in
areas, focusing on the availability of “victims”, the availability of hiding places and the
perception by the perpetrator of the possibility of capture.
 
 This has influenced current thinking on issues such as the routes, types and surroundings of
paths (Brown, 1992), the importance of good sightlines, the importance attached to paths and
walkways being overlooked, the current view that underpasses should only be used as a last
resort, and the critical importance of street lighting (Werkele and Whiteman, 1995). Despite
this, however, there are still literally tens of thousands of areas across Scotland where poor
design features compromise women’s safety. These are most common in town and city
centres, but also exist in housing and industrial areas, and include doorways, loading bays,
grade separated driveways, over-bridges and underpasses, multi-level housing and shopping
areas, many isolated bus stops, walkways and linking stairways (for example into transport
interchanges, or between roads at different levels), areas with poor, or non-existent directional
signage and isolated parts of surface (as well as virtually all parts of multi-storey) car parks.
 
 A range of other measures have been put in place to increase safety, the most visible of which
is CCTV (discussed in relation to new developments in technology). The perceptions of the
value of this as a deterrent to crime have been advanced by many authors (see for example,
Department of Transport, 1995a; DETR, 1998d). Although there are unresolved questions
about displacement of crime to other areas, and of increases in fear of crime caused by the
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security measures themselves (Lynch and Atkins, 1987), the recent Scottish Office document
“A Safer Scotland” (Scottish Office, 1999a) asserts that “CCTV appears to have been
effective in cutting crime, not simply displacing it.” (Recent research on the impact of CCTV
in Glasgow, however [Scottish Office, 1999c] showed that the cameras had had no impact on
overall crime rates per se, but had had some impact on the levels of crimes of violence, and
this may partly explain the apparent impact on the fear of crime.) Some transport operators
are now experimenting with safe routes, which involve effectively linking up areas covered by
CCTV to allow “safe” passage between, for example, bus and railway stations and town
centres.
 
 In the United States and Canada, CCTV has been used extensively in relation to public
transport to help to reduce both crime and fear of crime. A number of transit systems now use
the system extensively both at stations and on vehicles. The Toronto TTC, for example, has
designated areas in each subway station which are monitored continuously by CCTV, and
which are well-lit and subject to random patrols by armed police. These areas are at a point
opposite the carriage in which the on-train security guard travels (Toronto TTC, 1999;
Werkele and Whiteman, op cit, Schultz and Gilbert, 1996). Clearly, the Toronto subway is a
relatively small transport system and such measures would not necessarily be cost-effective
over a full railway network, but already some Scotrail trains have the facility for CCTV
monitoring. A video/phone link connecting station platforms to a centralised control location
has been introduced on a pilot basis in some stations in Scotland, and telephones are now
installed routinely as part of station developments or refurbishments.
 
 The Docklands Light Railway was built in the mid 1980s with security as a primary concern,
and, although nearly all stations are unstaffed, there are a wide range of security measures,
including CCTV, good sight lines, two-way communication for passengers, working (and
maintained) telephones on each platform and alarm buttons. Although many stations are
elevated and reached by lifts, DLR has an active maintenance policy which ensures that
virtually all lifts (as well as all other safety related features) are available for use close to 100%
of the time during which a station is open (personal communication to Reid-Howie
Associates). In the view of the operators (DLR Ltd), these measures, allied to the fact that the
stations are clean and graffiti-free, contributes to their regular use by women and disabled
people even outside the peak periods (DETR, 1995b).
 
 In New York, the public transport system has been revolutionised by high levels of investment
to improve the quality of both buses and trains, to reduce overall levels of graffiti (the subway
is remarkably clean and graffiti free) and increase levels of on-train and in-station security
measures. It is only relatively recently that as many as 97% of users in a survey were
concerned enough for some aspect of their safety to take specific precautions (MTA, 1989),
with 78% expressing fear of crime as their greatest current concern on public transport. The
consequence of these pro-active safety-related measures has been an overall increase in
ridership.
 
 In the 1980s, services in areas of Toronto where evening buses operated on an unlimited
request stop basis were so successful that this mode of operation was extended to the entire
Metro area for all services after 8pm, and this is now becoming increasingly common in Britain
(Werkele and Whiteman, op cit).
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 Beyond these measures, there have also been a number of other initiatives undertaken in the
UK and elsewhere to reduce crime on public transport. In some areas, the reductions in staff
which were common during the early 1990s have been reversed with more staff now available
for late evening services. In some areas, police can now ride at their discretion on any bus or
train service, acting as a deterrent. Despite, however, the benefits both to crime levels and to
fear of crime of increased staffing, virtually all of Scotland’s bus fleet is driver-only operation,
and more than 50% of railway stations remain unstaffed (Reid-Howie Associates, 2000).
 
 Finally, some operators have undertaken awareness-raising campaigns about issues relating to
women’s safety. In the UK, these measures have been led by the Mobility Unit at the DETR,
which has published a series of booklets on aspects of personal safety. It is telling, however,
that, as noted by Schultz and Gilbert (op cit), a booklet entitled “Safety Tips for Riding the
Newark Subway” (in one of the highest crime areas in the US) was regarded by the police as
“one of the state’s best kept secrets”.
 
 Although none of these factors can be seen to negate the need to address the broader issues
relating to male violence against women, improvements to the transport environment can
clearly provide some means of increasing women’s access to greater participation in social and
economic activity, which can currently be seen to be constrained in this way.
 
.28 Physical access
 
 There are also specific barriers for women in relation to physical access to vehicles, and
although, as seen, there have been a considerable number of improvements in the technical
specification of particularly buses and trains in the last 10 years, there remain a considerable
number of services across all modes of transport which are inaccessible not only to disabled
women, but also to women who are encumbered (escorting very small children, with or
without pushchairs/prams, or carrying several bags of shopping). One consequence of the
increasing accessibility of bus services is that there has been evidence from both Scotland and
England (anecdotal evidence provided to Reid-Howie Associates during research on transport
for disabled people) of tension between wheelchair users and women with buggies, each
“claiming” the available space. (This problem has been exacerbated in some areas by the
labelling of the wheelchair space as being suitable for buggies.) One operator in the north east
of England termed this “buggy rage”. However, low-floor buses are still relatively uncommon
across Scotland, with the exception of parts of the central belt (and even there, there are many
routes served by high-floor services). Shoppers’ services are not routinely operated by low
floor buses.
 
 In terms of rail services, large areas of the country have no effective rail service for disabled
people and many suburban and inter-city trains are very busy in peak (and in some cases off-
peak) periods, making access difficult for people both with a range of impairments and women
with pushchairs.
 
 In general terms, across every mode of transport, there are areas of difficulty for both disabled
and encumbered women (Reid-Howie Associates, 2000). Although the implementation of the
Disability Discrimination Act 1995 (HMSO, 1995) will, over the next 15 years, address many
of the basic issues of access, it will not address them all, and such issues are likely to continue
to constrain women’s access to transport services in the future.
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.29 Timetabling and service routing
 
 There has been relatively little research to date on the impact of timetabling and service
routing on women’s travel but there is a considerable amount of anecdotal evidence from
economic development sources regarding the difficulties posed for large companies and new
inward investors in being able to access women employees for factories in generally green-
field locations. This is seen to link to the lack of access to cars for many women and to the
timetabling and routing of public transport discussed earlier.
 
 This has been addressed in some areas by LECs, employers and local authorities subsidising
bus services, for example, from peripheral estates in Glasgow to East Kilbride, and by the
creation of direct footpaths in other parts of the city (personal communication to Reid-Howie
Associates), but such initiatives are not common. There is evidence that these problems
contribute to the social exclusion of women in much the same way as a lack of flexible and
affordable childcare (Reid-Howie Associates, 1999; Green, 1998). As Green (op cit) notes,
women with access to a car are likely to have a far wider choice of employment opportunities,
particularly, as noted above, in newer industries sited away from town centres and residential
areas.
 
 There is also anecdotal evidence from many sources about the problems posed by the “hub and
spoke” type of service routing common in Scotland’s towns and cities and mentioned earlier.
As services tend to operate from peripheral areas through town centres, it is often difficult to
travel by public transport from one peripheral area to another. This can again constrain, for
example, access to part-time employment, non-local services such as hospitals or visits to
family members. It can also add to the expense of travel, as bus journeys tend to be sold on a
per sector, rather than a per journey basis. (Although most operators offer day tickets and
weekly seasons, these may not be economically viable for people on low incomes because of
the need to pre-pay often considerable sums, and in some areas only in cash to the driver.) For
disabled women, these problems are magnified, as there is no guarantee not only that the first
service is accessible, but also that connecting services or transport interchanges are accessible.
 
 A recent report by the Social Exclusion Unit within the Cabinet Office (Social Exclusion Unit,
1999), summarising data from residents’ surveys indicated that inadequate public transport
was one of the main issues facing people in poorer areas in English cities. Murray (1998) cites
work undertaken by Greater Manchester PTE to address the issue using GIS techniques to
map the relationship between transport availability and areas suffering higher levels of social
exclusion (using data derived from DETR) with a view to assessing the extent to which the
PTE is able to deliver a frequent service (defined as 6 services per hour within a 300m radius)
to those areas where the availability of public transport is critical for addressing economic
inclusion.
 
 Turner, Grieco and Apt (1998) also make the point that bus routing is often circuitous and
designed to minimise the cost to the operator of providing the service, rather than maximising
the utility to the user. A consequence of this is that journeys are often surprisingly protracted,
despite point to point journey distances being relatively short. One consequence of this for
mothers with small children (and for some older people) is that the time spent on the bus may
be too long to fit with their personal needs, as well as making employment in some areas less
feasible for others.
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 In the United States, the availability of public transport in areas of social exclusion has become
a major area of public policy. The Federal Transit Administration (FTA) has established five
goals relating to the impact of the availability of transportation as a means of addressing social
exclusion (FTA, 1999a), all centred around the need to create demand-responsive services,
which connect those areas in which there are jobs with those areas in which there is a high
level of unemployment. As part of this, the FTA has also published information leaflets on how
to use buses and the subway, detailing issues such as how to find schedules, how to hail a bus,
how to board a bus and how to pay the fare (FTA, 1999b). Tackling the problem from the
supply side, the FTA has also allocated considerable resources to establishing new routes in
partnership with local Transit Authorities. At that level, local authorities have been
encouraged to form multi-agency partnerships, including local businesses and residents, to
assess the transport needs of both business and local communities (FTA, 1999c).
 
 The recent transport white papers in the UK (Scottish Office, 1998a; DETR, 1998b) both
concentrate on the extent to which integrated transport solutions can address social exclusion,
both of which identify women as a priority in this. Transport solutions do not, however,
feature in the Scottish Executive document “Social Justice – Where Everyone Matters”
(Scottish Executive, 2000a), which sets out targets for tackling social exclusion in Scotland,
and which was published in March 2000.
 
 There are some current examples of demand responsive local services in Scotland in relation
to disability (Dial-a-ride in its various forms is the most obvious, as well as the Easyboarder
service established originally by Central Regional Council, operated using low-floor buses to
bring local bus services into areas not currently served, where social exclusion is, therefore, a
considerable risk, linking in with commercial services operating on traditional routes.) There
are no examples of this, however, being targeted at issues affecting women specifically,
although there seems little doubt that, with the development of local transport plans and the
extension of bus quality partnerships, there will be more opportunities for the development of
additional examples of this type of service, particularly if the need to consider gender issues is
translated into practice.
 
.30 Information
 
 The assertion that men and women have different travel information needs is predicated on the
assumption that, as travel needs and patterns differ, the needs for information which underpin
that travel also differ. As women use public transport far more than men, and older people (of
whom older women are overwhelmingly the majority) proportionately more than other groups,
the ways in which public transport information is obtained is important for access and safety
reasons, and relying solely on on-site information (attached to bus stops, for example), is
unlikely to be practical for many women. Similarly, traditional timetable information is very
information- dense, and according to the DETR Mobility Unit, difficult to read and
comprehend for many older people, in addition to those with some form of visual impairment
(DETR, 1996b). There may be issues for women from ethnic minorities in terms of the
provision of information in appropriate languages.
 
 There are also links to women’s safety issues here, as the uncertainty caused by a lack of
information, inadequate directional signage and not knowing the time of the next service is one
of the main causes of transport-related fear of crime, although some attempts have been made
to address this in the last 10 years. Bus service information, for example, is now more
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commonly displayed at bus stops and some new trains are equipped to display next station and
timing information. The London Underground has, for some time, in common with other
metro systems, been able to display information on the waiting time until the next train
(although, strangely, the Madrid system shows the time since the previous train), all of which
can be a considerable aid to reducing anxiety at stations. Such a system is now being piloted at
some bus stops, for example, in Glasgow and Aberdeen.
 
 In addition to these issues, the complex multi-modal journeys undertaken by women using
public transport can also create information difficulties as, traditionally, timetable information
has been produced by operators, dealing only with their own services, or, at best, describing
limited links, for example, to ferries or main-line rail services. Since bus-deregulation in the
mid 1980s, the ease with which multi-operator journeys can be planned has decreased in some
areas. In Edinburgh, for example, where there are two large competing operators (LRT and
First Edinburgh) and a range of smaller operators, the timetables are single-service and
provide no connecting service information. In terms of rail services from Aberdeen, the three
operators serving the station, Virgin, GNER and ScotRail each provide separate timetables,
with only ScotRail showing all operators’ services.
 
 In some parts of Scotland (e.g. the SPT area, the Highlands and Fife) this issue is being
addressed by local authority (or SPT) run multi-modal journey information systems, which can
provide information on bus, rail and, where relevant, ferry and underground travel options,
but, as yet, there is no system covering Scotland as a whole (although one is mentioned in the
Scottish Transport White Paper). The ability to plan a journey accurately, identifying linking
services and the means of making these links is again also clearly a contributory factor in
addressing personal safety concerns.
 
.31 Cost of travel
 
 The inter-relationship between gender and income has already been discussed earlier in this
appendix, with women disproportionately represented among the lowest income groups
(particularly among lone parents on low incomes). The actual cost of travel can, therefore,
clearly act as a specific barrier to access for many women.
 
 In terms of car use, studies have demonstrated that low income groups have a
disproportionate need to use cars, but schemes to reduce car use (by, for example, raising fuel
prices, road-pricing and town centre car parking charges), could have a regressive impact on
such families (Murray, 1998). The impact of fuel costs upon rural areas has also been well-
rehearsed (Farrington et al, 1998), again reducing the likelihood of women being able to use
this form of private transport there.
 
 The issue of the cost of fares was mentioned earlier in this section, in the context of the fact
that most transport journeys are sold by sector, or at best on an outward and return basis, and
this does not accord with the way in which many women (particularly women on low incomes
with caring responsibilities), have to use public transport. There was some anecdotal evidence
from a recent study undertaken of demand for childcare in part of the west of Fife (Reid-
Howie Associates, 1999) that the cost of fares to reach areas of employment (involving
multiple journeys, and at some times, even requiring taxi journeys to be made) was more of a
disincentive to work than the lack of childcare itself. Again the cost of public transport may
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also affect some groups disproportionately, such as, for example, women living in rural areas
and disabled women.
 
 By international standards, mainstream public transport in the UK is quite expensive4, and,
coupled with the fact that the cost of car ownership in the UK is particularly high, this also has
an impact on the travel options available. This links to the issue of social exclusion raised
earlier, constraining the ability of many women to consider returning to the labour market,
particularly in situations where, although they may have the skills, the geographical area in
which there is a demand for these skills would require a complex and expensive commuting
journey.
 
 Part of the objective of the New Deal (through measures such as the Working Families Tax
Credit) is to ensure that those experiencing social exclusion are able to take up employment
opportunities, particularly opportunities where the level of pay would not previously have
been great enough to cover, for example, increases in childcare costs. It is likely however, that
there will still be many women for whom the cost of travel may be too high to make returning
to work economically viable.
 

 IMPACTS AND CONSEQUENCES
 
 The preceding discussion of the key issues affecting women’s travel patterns and opportunities
has identified clearly that there are many issues which currently limit the availability of
transport choices and opportunities for women.
 
 These limitations clearly affect women’s lives in a wide range of ways, and, although it is
outwith the remit of this report to discuss these in detail, it is perhaps useful to point to some
of the main consequences, both upon women themselves and on society as a whole, of the
persistence of the barriers which have been identified, and of the links to broader issues of
social exclusion.
 
 Social Exclusion
 
 As has become clear from many of the examples given throughout this review, transport and
travel in Scotland do not currently meet all of women’s requirements, with a wide range of
impacts upon, and consequences for, women. At the most basic level, these findings both
contribute to, and result from, broader gender inequalities, helping to perpetuate economic and
social disadvantage by restricting and constraining the activities in which women can
participate, the places to which they can travel and the times at which they can use transport.
 
 All of the difficulties which have been identified can be seen to reinforce women’s social
exclusion in economic terms by making it difficult for women to gain access to employment
and training, thus reinforcing and maintaining differential levels of income and poverty and
constraining the opportunities which are available. In addition, this can have an impact on
levels of stress and other illnesses amongst women and can be a contributory factor in
problems of isolation and lack of opportunity for specific groups of women.

                                               
4 For example, to travel anywhere in New York on a subway service (or bus service, and both in combination)
costs $1.50 (about 90p), in Madrid it is 130pts (just over 50p), while in London, a single journey in the central
area alone costs £1.40, rising to £3.40 for a cross-city service crossing 6 zones.
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 In terms of poverty specifically, the EOC (in a submission to the Scottish Office Social
Exclusion consultative paper) makes the point that women are the most significant socially
excluded group in society, and that this is as a consequence largely of lack of opportunity (in
terms of work and education). As has been clear throughout this appendix, transport
contributes significantly to reinforcing this lack of opportunity (EOC, 1998). This is
acknowledged specifically in measures such as the creation of education action zones, and by
the growth across Scotland of measures (largely funded by the European Social Fund) to bring
further education into local communities (and individual’s homes) through the use of
information and communications technology. The presumption is that the traditional means of
delivering further education (attendance at a college) is not currently feasible for many
women.
 
 As Murray (1998) points out, however, social exclusion is about more than these “income and
material considerations”, but is also about “access to services, the quality of the environment
[and] the ability to participate” (Murray, 1998 p1). The limited access to private transport for
many women, and the difficulties in using many forms of public transport can combine to
restrict women’s access to a range of other services (e.g. health, housing, benefits, social
work, leisure etc) for which a journey may be required.
 
 In terms of the development of policies and practice to address these issues, there is an
increasing realisation that social exclusion is caused by the actions of society as a whole, and
by the failure of many institutions, such as government and local authorities (among many
others) to take the necessary steps to “include” previously excluded groups in the widest
possible range of social and economic activities (Social Exclusion Unit, 1999).
 
 This process of social inclusion may already be established to an extent in terms, for example,
of actions to promote the representation of women in various types and levels of employment,
but is less prominent in terms of reducing transport inequality. As an example, neither the
recent Scottish Office strategy paper “Social Inclusion – Opening the Door to a Better
Scotland”, not the target-setting document “Social Justice – Where Everyone Matters”
mention transport at all, and, as Murray (1998, op cit) notes, some recent government-sector
actions have served to strengthen, rather than to reduce transport-related exclusion (citing the
example of hospital specialisms being centralised at single locations within health board areas,
placing people without personal transport at a considerable disadvantage as a consequence of
the increasing complexity of the travel required to attend a distant hospital.)
 
 The development of “welfare to work” in the UK has also placed relatively little emphasis on
transport issues, with much of the support to women, as suggested by Grieco, Turner and Apt
(1998) focusing on childcare, particularly on extending local provision (through the New
Opportunities Fund) and helping to the meet the cost (through the Working Families Tax
Credit). Grieco et al (op cit) suggest that there must be a commensurate focus within welfare
to work on developing adequate public transport to meet women’s needs.
 
 In the United States, improving transportation is one of the main features of the welfare to
work approach, with the Federal Transit Authority recognising that only 6% of people
claiming welfare benefits in the US have access to personal transport, and, if the measures are
to be successful, public transport must be adequate:
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 “Transportation is critical to the success of welfare reform. Public mass transit and
other forms of specialised transportation services will be needed to reach jobs and
such other necessary support services as child care, medical facilities and the like.”

 
 (US Federal Transit Authority, 1999b)

 
 This section has also suggested that some groups of women will face specific difficulties as a
result of the nature of the transport issues raised, and although it is not possible to address all
of these, it is important to note that the nature of the needs, and the social exclusion identified,
may be exacerbated, for example, for disabled women, women from ethnic minorities, rural
women, older women and others, who may already experience a high level of disadvantage in
terms of gaining access to services and participation in economic and social life.
 
 The Need for Action
 
 All of these impacts and consequences and the barriers to full access to transport for women
which have been identified highlight the need for the research which has been undertaken.
They also point to the need for the development of tools to assist in gender auditing of
transport policy, as part of the overall commitment to tackling social exclusion and to the
“mainstreaming” agenda.
 
 The continuation of social exclusion is clearly inappropriate in a society where there is an
expressed commitment at a governmental level to address all forms of this, and to ensure that
opportunities are provided to all groups for full participation in economic and social life. There
is also a national commitment to addressing violence against women and to increasing
women’s safety, as well as to promoting the elimination of gender inequality. The current
issues which have been raised in relation to transport use, however, serve to perpetuate these
gender imbalances in a range of ways and are incompatible with the priorities and agenda of
the current government.
 
 There are also a range of more specific consequences in terms, for example, of the costs to
industry and employers, the impact on health and other social issues and, increasingly, in terms
of the increase in peak-time congestion on roads of the transport patterns highlighted.
 
 Firstly, in relation to the consequences for industry and employers, there is likely to be a
considerable opportunity cost as a result of the extent to which the transport system in the UK
prevents, or at least impedes women from playing a full role in economic activity. This is true
in terms of the impact on the economy of the loss of a considerable pool of skilled and flexible
labour, and the loss to the exchequer in terms of tax revenue, as well as the cost of additional
in-work and unemployment-related social security transfer payments. The loss of income in
some neighbourhoods may also contribute to undermining the viability of local shops and
services. All of these arguments are advanced in a variety of forms in the recent Cabinet Office
consultation document, entitled “Bringing Britain Together : A Strategy for National
Renewal” (Social Exclusion Unit, 1999).
 
 A variety of authors (e.g. Turner and Grieco, 1998) have also argued that a lack of
appropriate public transport also has a cost to the nation in terms of public health. They
suggest that many women suffer “time” poverty, stating that because women often use
inadequate transport, they have insufficient time to undertake the complex weight of tasks
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which are necessary in their daily lives. As a consequence of this, many “non-essential” tasks
(which may often include health-related tasks, such as routine health appointments, as well as
basic needs such as relaxation) are ignored. They also argue that poor transport is responsible,
both directly (as a consequence of late or cancelled services) and indirectly, through the time
poverty argument outlined above, for costing the NHS a considerable amount each year in
missed appointments at GPs and hospitals. This argument can clearly be extended to other
public services to which access by women is complex or impossible.
 
 A further impact upon society is in terms of congestion, as a lack of decent, affordable and
safe travel in many areas can contribute to forcing women who have access to cars to rely on
the use of these for short journeys which might otherwise be effectively undertaken by other
means. (Obvious examples are daily shopping and escorting children to school.) In the case of
school trips, there has been an enormous change in the last 20 years in the extent to which
children are taken to school by car, and a recent report by the DFEE and DETR (1999),
suggests that there has been a doubling of trips by car in the ten years to 1996, and trips by
public transport now represent less than 1%. The number of children travelling to school on
foot is now less than half (and, although the report does not provide a split by urban and
suburban/rural areas, it is likely that this trend is most marked in the cities). The consequence
of this is that there has been a large increase in the number of cars travelling at peak periods in
towns and cities on short, but multi-leg journeys.
 
 Finally, the fact that many women are deterred from travelling, particularly during off-peak
periods, is an economic issue not only for industry, but also for many transport operators in
terms of lost revenue. The DETR estimated, for example (Crime Concern, 1997, DETR,
1998d) that implementing a package of security measures could lead to an estimated increase
in ridership of over 10%. Disability groups have also consistently argued that increasing the
accessibility of transport, not only for disabled people but for a range of others (including
encumbered women), can lead to increased usage and to revenue which is currently lost.

 
 All of these issues formed the basis of the identification and consideration of women’s
transport experiences and priorities in Scotland.
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 The following tables present the data from the postal survey described in Section 3 of the
report.
 
 Table 1 Postcodes Represented in the Responses
 
Postcode  Approximate Area  Total response
 AB  Aberdeen and the North East  46
 DD  Dundee and Tayside, North Fife  102
 DG  Dumfries and Galloway  16
 EH  Edinburgh, Lothians  428
 FK  Falkirk, Stirling, Clackmannanshire  106
 G  Glasgow, Lanarkshire  237
 IV  Inverness, Highland  51
 KA  Ayrshire  25
 KW  Orkney  4
 KY  Fife  201
 ML  North Lanarkshire  19
 PA  West Central Scotland  39
 PH  Perthshire  24
 TD  Borders  20
 ZE  Shetland  3
 Total   1321

 

 
 Table 2 Age of Respondents
 
 Age  Frequency  Percentage
 Not answered  17  1.1
 Under 16  4  0.3
 16 - 24  111  7.0
 25 - 34  354  22.4
 35 - 44  406  25.7
 45 - 59  444  28.1
 60 - 74  204  12.9
 75 and over  40  2.5
 
 



112

 Table 3 Respondent lives with … ..
 
  Frequency  Percentage
 Male partner  771  48.7
 Alone  345  21.8
 Parents  171  10.8
 Alone with children  152  9.6
 Friends/flat mates  55  3.5
 Female partner  29  1.8
 Other relative  23  1.5
 Resid. accommodation  15  0.9
 Other  13  0.8
 Not answered  9  0.6
 
 
 Table 4 Economic Status
 
 Economic Status  Frequency  Percentage
 Employed full time  736  46.6
 Employed part time  300  19.0
 Retired  221  14.0
 At home  94  5.9
 Self employed  73  4.6
 Unemployed  67  4.2
 In part time education  64  4.1
 In full time education  48  3.0
 Other  33  2.1
 In full or part time training  24  1.5
 Full time carer  16  1.0
 Not answered  25  1.6
 
 
 Table 5 Annual Household Income
 
 Income  Frequency  Percentage
 Over £20,000  678  42.8
 £10 - £20000  490  30.9
 Under £10000  310  19.6
 Not answered  106  6.7
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 Table 6 Driving licences by age
 
 Age  %age of respondents

holding a driving licence
 16 - 24  49
 25 - 34  71
 35 - 44  80
 45 - 59  76
 60 - 74  59
 75 and over  32
 (Age not given)  38
 
 
 Table 7 Access to a car by income of respondent
 
  Access to car  No access to car
 Income  Frequency  Percentage  Frequency  Percentage
 Over £20,000  559  86.9  84  13.1
 £10 - £20000  314  67.0  155  33.0
 Under £10000  116  38.7  184  61.3
 Not stated  60  60.0  40  40.0
 Total  1049   463   
 
 
 Table 8 Modes of transport used (%)
 
 Mode  every day  every few

days
 once

 a week
 once

 a month
 infrequent  never

 Bus  23.5  20.3  9.3  5.5  30.7  10.7
 Train  3.6  3.4  5.8  15.7  55.2  16.3
 Car as driver  36.0  16.3  4.0  1.2  6.0  36.5
 Car as passenger  8.2  27.4  20.2  7.5  22.7  14.0
 Underground  0.9  1.7  1.7  4.2  28.2  63.4
 Taxi  0.9  5.2  13.7  14.8  45.9  19.5
 Walk less than 1ml  44.5  18.7  5.9  1.3  7.2  22.5
 Walk more than 1ml  23.2  27.3  14.7  6.7  11.9  16.1
 Cycle  2.1  3.3  2.4  4.2  21.8  66.1
 Ferry  0.1  0.1  0.1  1.0  36.8  61.8
 Plane  0.0  0.0  0.3  3.5  69.3  26.9
 Dial a Ride  0.0  0.2  0.0  0.2  1.1  98.5
 Community Transport  1.1  0.5  0.7  0.6  4.4  92.7
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 Table  9 Nature of restrictions on travel
 
  restricted

 when only
 restricted

where only
 restricted both

where/when
 not restricted

 Work  14.1  12.3  14.1  59.6
 Study  15.9  9.7  11.5  62.8
 Visit relatives  14.1  21.8  12.9  51.3
 Visit friends  14.6  21.4  12.5  51.7
 Care for relatives  7.4  12.5  6.4  73.7
 Activities with children  11.6  8.7  10.7  69.0
 Leisure activities  18.0  17.3  20.6  44.1
 
 
 Table 10 Perceptions of restrictions on travel
 
  Very restricted  A little restricted  Not restricted
 Day safety  2.2  11.7  86.1
 Night safety  20.1  46.6  33.3
 Cost of fares  15.5  38.1  46.4
 Lack of information  13.5  42.5  43.9
 Accessibility  9.5  12.4  78.1
 Times of services  28.1  45.3  26.6
 Routes  28.3  42.1  29.5
 Facilities for children  9.2  11.0  79.8
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 Table 11 Average rating for each priority
 
 Priority  Average rating  Rank
 More accessible timetables  4.08  1
 Better street lighting  4.08  2
 More evening bus and rail services  4.05  3
 More police in towns  4.01  4
 Clearer timetables  3.99  5
 CCTV in stations  3.94  6
 More consultations with women  3.94  7
 Police travelling on vehicles  3.90  8
 More routes in rural areas  3.89  9
 CCTV on vehicles  3.87  10
 More day bus and rail services  3.86  11
 CCTV in car parks  3.83  12
 Multi Journey tickets  3.78  13
 Lower adult fares  3.71  14
 Security at park and ride  3.68  15
 Toilets  3.67  16
 More staff on bus and rail stations  3.63  17
 Hail and ride  3.55  18
 More low floor buses  3.50  19
 More routes in housing areas  3.48  20
 Lower off-peak fares  3.45  21
 Family Tickets  3.38  22
 More dedicated cycle routes  3.35  23
 More staff in car parks  3.22  24
 Lower children’s fares  3.22  25
 More cycling facilities in towns  3.18  26
 Conductors  3.05  27
 Children facilities at stations  2.97  28
 Children facilities on services  2.81  29
 Women only transport  2.53  30
 Women only car parks in towns  2.37  31
 Women only car parks at stations  2.35  32
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 CHECKLIST FOR MEETING THE NEEDS OF WOMEN IN
TRANSPORT  POLICY/PROPOSALS

 

 THE BASIS OF THE CHECKLIST
 
 The checklist which is provided below is designed to ensure that the process of developing
transport policy, the actual policy and the services which develop from this take account of the
needs of women in Scotland.
 
 It is based upon the recognition that women have a range of needs when travelling, which are
not always currently fully recognised and met in transport planning and provision. It provides
an outline of a process to identify and address these needs, and a summary of key issues which
can restrict transport for women. It allows each potential policy development to be considered
in terms of the effects upon that issue.
 
 The checklist is based upon existing literature and a widespread consultation carried out by
Reid-Howie Associates with women in Scotland in 1999/2000. This process has identified
that, although women have a complex range of needs in using services, and these will vary
between individuals, it is possible to identify a broad range of issues which are of particular
relevance to them. It is not suggested that these issues affect only women. It is suggested,
however, that the current travel patterns and experiences of women suggest that, if these
needs are not addressed, then women are likely to be excluded from, or restricted in, the use
of provision. Although, therefore, these issues can be seen to affect women disproportionately,
it will also become clear that the development of policies in this way, to address these issues,
will have benefits across the community to all groups.
 
 In general, the research has confirmed that women’s needs and the areas in which the transport
system does not always address these needs can be seen to fall into the following categories :
 
 Safety/comfort : The need for an environment which recognises the need to promote
women’s safety and comfort, and to ensure that the travelling environment reduces the
opportunity for violence against women;
 
 Access – The need for vehicles and facilities which allow women who are encumbered or who
are disabled to use these, and the provision of specific facilities to address their requirements;
 
 Routes/services – The need for the provision of routes and services which recognise the types
of journeys which women make and the importance of access to employment for women
which is often outside peak hours and may involve journeys to out of town employers or
between suburbs;
 
 Cost – The need for the provision of services which can be used by those on low incomes, and
which recognise that complex journeys and increased costs of all forms of transport affect
women disproportionately;
 
 Information – The need for the provision of clear and reliable information which allows
journey planning, and the provision of multi-modal information;
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 Planning, Provision and Consultation – The need for the provision of the opportunity for
women to contribute to the development of policy, the importance of their needs being
understood and the provision of feedback on the implementation of policy.
 
 The checklist focuses on these areas and intends to provide a basic tool for policy makers to
allow the consideration of whether intended policy developments offer the opportunity to
increase accessibility of transport for women or have implications for women using transport
services. It is intended for use in conjunction with the detailed guidelines to transport policy
makers which have been prepared separately. The research report “Women and Transport :
Moving Forward” also presents the information gathered in the research and provides further
contextual and background information.
 

 USING THE CHECKLIST OF ISSUES
 
 The checklist is presented on the following pages. For each issue, reference is made to a set of
notes for guidance which provide more detailed information in relation to the potential impact
of developments on women’s use of transport and facilities and which should be read as the
checklist is completed. The checklist has been designed for use with new or existing policy,
and consideration of the broad policy implications should take a short period. The actual
identification of the key information, however, and the process of consultation, clearly require
to be built in to the policy process.
 

 In each case, a policy/proposal should be examined by first considering the way in
which the policy process itself was undertaken, in order to ensure that issues affecting
women have been taken into account from the start;

 
 Following this, the content of the policy should be considered in terms of the key

issues A-F, by answering, firstly, the main question for that issue, in order to establish
whether there are likely to be any implications for the policy in terms of that issue;

 
 Each issue should be considered in relation to all forms of transport, including

walking, cycling and using public and private transport and facilities;
 

 Where the answer to the main question is “yes” the subsidiary issues should then also
be considered, to ensure that proposals do not have a negative impact on women’s
access to transport by creating additional problems (tick column 1). A policy or
proposal may have no effect on issues relating to women’s travel (tick column 2). The
policy may help to ensure that positive action is taken to address existing problems for
women, or to improve services (tick column 3);

 
 Where problems are identified, it is important for policy makers to identify these in

detail, in terms of which forms of transport and which groups of women are affected.
These issues should then be addressed, and changes made to eliminate any negative
impact upon the ability of women to travel prior to policy adoption/implementation.

 
 In order to ensure that a policy/proposal takes account of the requirements of women, it must
at the least have no ticks in column 1. The aim, however, should be to ensure as many ticks as
possible in column 3, promoting ways of addressing existing problems and encouraging
women’s access to transport.
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 There is, for each issue, a box for additional comments, which can be used to explain in more
detail what actions have been taken, to set out why no action has been taken and to indicate
future actions which are planned.
 
 The following pages present the checklist.
 
 It should be noted that this checklist is currently in draft, and has been piloted by the Scottish
Executive. It may, however, be subject to further amendment in the future, in order to ensure
its consistency with other relevant mainstreaming and equalities work which develops.
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 THE POLICY PROCESS
 
 The first stage involves the examination of the actual policy process, in order to ensure that a
number of basic requirements are built into the formulation and development of policy,
ensuring that consideration of issues affecting women form part of mainstream considerations
in transport policy making :
 
  

 yes

 

 no

 

 note

 no.

 Has clear direction been given to those involved in
development of the policy of the need to consider the impact
upon women from the outset?

 o  o  1

 In developing policy, has information on issues relating to
women or specific groups (e.g. disabled women, women from
ethnic minorities, women in rural areas, lone parents and
women travelling with children) been examined?

 o  o  2

 Do all of those involved in policy making recognise the
organisation’s commitment to mainstreaming and understand
the constraints relating to women and transport?

 o  o  1

 Have women been involved in the decision making process
relating to the development and implementation of this policy?

 o  o  3

 Have women’s views been actively sought in relation to the
development of this policy, using an accessible consultation
process and a range of means?

 o  o  4

 Will the policy proposals be examined in terms of the checklist
contained within this document, to highlight any issues which
have not been identified previously?

 o  o  1

 Will action be taken to address any problems identified
through the checklist, to address barriers, and will the process
be used to improve women’s access to transport where
possible?

 o  o  5

 Will the promotion of the policy ensure that women are aware
of the proposals and the ways in which they will be affected?

 o  o  4

 Is there an agreed process for monitoring the implementation
of the policy which allows the impact upon women to be
identified and addressed?

 o  o  6

 Comments
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 THE POLICY IMPLICATIONS
 
 Once the appropriate process has been established, the following considerations should be
taken into account as the policy develops and the proposed content should be examined, in
terms of a number of key issues. These have been identified from the research as those issues
which are most likely to have an impact on women’s travel. Where a proposal is likely to
affect any of these aspects of provision, it is important to identify the potential effects in detail,
and to re-consider any areas in which barriers to women’s travel may be created.
 
 SAFETY/COMFORT
 
 Is any aspect of the policy/proposal likely to relate to, or affect, the design, layout or
other aspects of the physical environment/vehicles used by travellers or the level of
transport staffing or the surveillance of areas in which women travel?
 

 Yes/No
 
 If yes, check whether the policy has any implications which have a negative effect on, or
compromise any of the following, directly or indirectly (column 1), whether it has no impact
on the issue (column 2) or whether there are any ways in which the policy or planned
development provides an opportunity to actively encourage improvements (column 3) :
 
 

 
 What is the likely impact of the policy/proposals
 on …

 1
 -ive

 impact

 2
 no

impact

 3
 +ive

impact

 
 note
 no.

 The provision and use of well-lit, open, visible, clean
and well-maintained built environment, vehicles and
facilities

 o  o  o  7

 The provision of staff or means of surveillance to
oversee areas and vehicles used by women travelling

 o  o  o  8

 The provision of identifiable means of access to support
and assistance for women travellers, as required

 o  o  o  9

 The enforcement of measures to promote action by
providers against perpetrators of violence against
women

 o  o  o  10

 The development of further improvements to women’s
safety through the consideration of new means/forms of
provision

 o  o  o  11

 Comments
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 ACCESSIBILITY
 
 Is any aspect of the policy/proposal likely to relate to, or affect, physical access to
facilities or physical access to the transport infrastructure or the design of vehicles?
 

 Yes/No
 
 If yes, check whether a policy/proposal has any implications which have a negative effect on,
or compromise any of the following, directly or indirectly (column 1), whether it has no impact
(column 2) or whether there are any ways in which the policy or planned development can
actively encourage improvements to these issues (column 3) :
 
 
 

 What is the likely impact of the policy/proposals on
…

 1
 -ive

 impact

 2
 no

impact

 3
 +ive

impact

 
 note
 no.

 The provision of physical access for all groups to
vehicles, facilities and the built environment

 o  o  o  12

 The development and provision of facilities for
children to meet the needs of women travelling with
children

 o  o  o  13

 The development of adequate space on vehicles and
within facilities to allow the storage of buggies, bags
and other items

 o  o  o  14

 The development of further improvements to
accessibility through consideration of new
means/forms of provision

 o  o  o  15

 Comments
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 ROUTES/SERVICES PROVIDED
 
 Is any aspect of the policy/proposal likely to relate to, or affect, the provision of routes
and services or the types of transport available or provision to rural areas or to
peripheral estates?
 

               Yes/No
 
 If yes, check whether a policy/proposal has any implications which have a negative effect on,
or compromise any of the following, directly or indirectly (column 1), whether it has no impact
(column 2) or whether there are any ways in which the policy or planned development can
actively encourage improvements to these issues (column 3) :
 

 
 What is the likely impact of the policy/proposals
on …

 1
 -ive

 impact

 2
 no

impact

 3
 +ive

impact

 
 note
 no.

 The provision of integrated transport, without
identifiable gaps in services

 o  o  o  16

 The use and availability of transport in less
accessible areas, including rural areas, peripheral
estates, suburbs

 o  o  o  17

 The distances which transport users have to travel
e.g. on foot to access services

 o  o  o  17

 The provision of transport at times which can meet
the needs of full and part time workers

 o  o  o  18

 The provision and use of transport serving the
location of major employers

 o  o  o  19

 The development of improvements in less accessible
areas through the consideration of new means/forms
of provision

 o  o  o  20

 Comments
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 COST
 
 Is any aspect of the policy/proposal likely to relate to, or affect, the cost of any form of
travel, including the imposition of new charges for any aspect of transport use or the
increase in existing charges ?
 

     Yes/No
 
 If yes, check whether a policy/proposal has any implications which have a negative effect on,
or compromise any of the following, directly or indirectly (column 1), whether it has no impact
(column 2) or whether there are any ways in which the policy or planned development can
actively encourage improvements to these issues (column 3) :
 
 

 
 What is the likely impact of the policy/proposals
on …

 1
 -ive

 impact

 2
 no

impact

 3
 +ive

impact

 
 note
 no.

 The provision of low cost transport and facilities to
allow the use of all forms of transport by those on all
income levels

 o  o  o  21

 The provision of measures to offset increased
charges which potentially exclude some users from
some forms of transport

 o  o  o  22

 The development and provision of flexible options to
reduce the costs of travel by all forms of transport

 o  o  o  22

 The development of reductions in the cost of
transport use through the consideration of new
means/forms of provision

 o  o  o  23

 Comments
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 INFORMATION PROVIDED
 
 Is any aspect of the policy/proposal likely to relate to, or affect, the nature and content
of information or the availability of information or the ways in which information is
provided?
 

                                 Yes/No
 
 If yes, check whether a policy/proposal has any implications which have a negative effect on,
or compromise any of the following, directly or indirectly (column 1), whether it has no impact
(column 2) or whether there are any ways in which the policy or planned development can
actively encourage improvements to these issues (column 3) :
 
 

 
 What is the likely impact of the policy/proposals
on …

 1
 -ive

 impact

 2
 no

impact

 3
 +ive

impact

 
 note
 no.

 The provision of clear and accessible timetables and
other travel information

 o  o  o  24

 The development and provision of integrated systems
of multi modal information

 o  o  o  25

 The provision of information in a range of formats/
languages to inform a range of groups of transport
users

 o  o  o  26

 The development of further improvements to
information through the consideration of new
means/forms of provision

 o  o  o  27

 Comments
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  PLANNING, PROVISION AND CONSULTATION
 
 Is any aspect of the policy/proposal likely to relate to, or affect, the ways in which
transport policy or services are planned at a national or local level or the provision of
staff training or the process of consultation with groups in the community?

 Yes/No
 
 If yes, check whether a policy/proposal has any implications which have a negative effect on,
or compromise any of the following, directly or indirectly (column 1), whether it has no impact
(column 2) or whether there are any ways in which the policy or planned development can
actively encourage improvements to these issues (column 3) :
 

 
 What is the likely impact of the policy/proposals on
…

 1
 -ive

 impact

 2
 no

impact

 3
 +ive

impact

 
 note
 no.

 The integration of transport policy and planning with
the identification of the views of women in local areas

 o  o  o  28

 The development and provision of opportunities for
women to participate in consultation

 o  o  o  28

 The development of understanding of social inclusion
issues relating to women by policy makers and service
providers

 o  o  o  29

 The development of further improvements to staff
training and consultation to increase understanding
through new initiatives

 o  o  o  29

 Comments
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 APPENDIX 5 - DRAFT GUIDELINES FOR USING THE
CHECKLIST

 
 These guidance notes are for use with the checklist provided to ensure that transport
policy/proposals provide services which are relevant to, and can be used by women. They are
designed to provide additional details in relation to the reasons for consideration of each of the
issues, and to identify the main factors which require to be taken into account.

 The checklist and guidelines have been developed as part of the widespread commitment to
the promotion of social inclusion in Scotland and to ensuring that all groups in the community
are enabled to participate fully in the economic and social life of the country. The basis of
ensuring that this commitment is reflected in practice is through the promotion of policies
which meet the needs of all sections of the community.
 
 In the past, however, policy and services have not always recognised the different effects of
their provision on some groups (for example, women, disabled people, ethnic minority groups)
and the barriers which they may impose on those groups which do not fit the dominant pattern
of need for which the provision has been developed.
 
 This causes a range of problems, in terms of excluding groups from full participation in
economic and social life. It also points to the need for mainstreaming of the promotion of
equality through the development of policy and services which identify the potential impact of
a policy or service upon women as a specific group, and helps to ensure that the issues
affecting that group are acknowledged and addressed in the processes of policy making and
provision.
 
 It is useful, at this stage, to summarise some of the ways in which women’s travel patterns
differ from those of men, which require different solutions in the promotion of transport policy
:
 

 women tend to travel shorter distances than men;
 women have much less access to cars than men;
 considerably fewer women than men have driving licences;
 women travel less in relation to their employment and are more likely to work close to

home and walk to work;
 although the differences between women and men in terms of their journey patterns

are closing, they are doing so only very slowly;
 women are more likely than men to travel by public transport, as car passengers and

on foot;
 women’s trips are more likely than those of men to relate to caring and family

responsibilities, while men are more likely to travel for business and leisure;
 women make more trips to and from education (including escorting children) and

more shopping trips than men;
 women make more journeys using public transport, with children and otherwise

“encumbered”;
 women’s journeys are more likely to involve a range of different forms of transport,

whereas men’s journeys often involve only their cars;
 there are also variations in travel patterns between different groups of women, for

example, women with and without children, women with and without work and in
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different forms of employment, women of different ages, women in urban and rural
locations, women from black and minority ethnic groups and women with disabilities;

 women over 70 make fewer journeys than women aged 30-39 and are less likely to
have a driving licence and more likely to use public transport and to travel on foot;

 women on lower incomes travel shorter distances and have less access to a car than
other women;

 many disabled women are unable to use public transport in its current form;
 women in rural areas have access to more limited public transport services and rely

more heavily on car travel, and the impact of not having access to a car is greater in
these areas.

 
 All of these differences suggest that the ways in which public transport is provided will have a
differential impact upon women, requiring consideration of the key issues affecting them and
the potential impact of these in the policy making process.
 
 The key issues which emerge from relevant research are summarised in these supplementary
guidance notes. The approach which has been described represents a wholly evidence-based
approach to policy making, and this evidence has been gathered through a major research
study of the transport issues affecting women in Scotland.
 
 More detailed information can be obtained in the research report, entitled “Women and
Transport : Moving Forward” which, it is suggested should also be read by those involved in
the auditing process.
 
 It should also be stressed here that the introduction of mainstreaming of equalities work and
the development of widespread gender auditing will require the provision of longer term
training and provision of advice. This tool provides a starting point for the development of this
work in relation to transport policy. Detailed advice, where required, should also be sought
from policy colleagues in the Equality Unit of the Scottish Executive, who will be able to
provide further overall guidance in the development of a mainstreaming approach.
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 NOTE
 

 
 DISCUSSION

 
 1.

 
 There has, historically, been what has been termed a “gender-blind” approach to
policy making, where it has been assumed that the requirements of all transport
users, including women, are effectively the same (unless a service has been aimed
and designed specifically for women). This has meant that the policies and services
which have developed have not recognised some of the specific issues affecting
women whilst travelling, which may present barriers to their access to transport use.
 
 Although this is now changing, and the focus on social inclusion and mainstreaming
of equalities has led to a growing awareness that the experiences and requirements of
a diverse range of groups must be built in to policy planning, this is not yet fully
developed. There are still many aspects of policy and practice which are not based
on an understanding of the ways in which policies and services impact upon women
and the ways in which women experience their provision.
 
 It will clearly take time for all of those involved to adopt this approach as a matter of
course, and a crucial element of this is to ensure that the policy process itself allows
the identification of the key issues affecting women. There are many ways in which a
policy process can ensure that it is fully evidence-based and inclusive, and this should
be a central part of the use of the checklist.
 
 The first stage in ensuring that policy is developed in an appropriate way is to ensure
the provision of clear direction and commitment at the highest level within the policy
making organisation, at the start of the policy making process, to the consideration
of gender auditing of the policy, of which this checklist is the first stage. All of those
involved in the development or consideration of policy must be required to actively
examine, at each stage, the implications of their proposed developments for all
groups, including women. This will involve ensuring a clear understanding of the
general principles of equalities work, the barriers which exist currently and the ways
in which these can be overcome.
 
 All of those involved should also be aware of the broader commitment throughout
the organisation to mainstreaming and social inclusion, and should recognise the
links between following an appropriate and inclusive policy process and promoting
these issues.
 
 At this stage there should be a requirement to use the tool which has been
developed, and to clarify any areas in which there is a lack of understanding at the
outset. The use of the tool will allow policy makers to identify the key areas which
should be considered.
 
 In the longer term, it is likely that more widespread staff training will allow full
understanding of the implications of the work undertaken and the best means of
carrying this out.
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 2.
 
 One of the key aspects of ensuring that policy recognises the key issues is to be
aware of the nature of these, and one of the first stages in development of policy
which addresses this is to collect and examine relevant information.
 
 Although there has been, in the past, limited information on specific policy issues and
their impact upon women, the growth in equalities work in the 1980s and 1990s has
led to an increasing body of knowledge relating to the experiences of groups which
have experienced exclusion and discrimination. The consideration of this type of
information can assist in identifying, in the first instance, some of the potential
implications of the policy on women. This should include the examination of general
issues relating to equality in provision and to more specific material relating to
women’s experiences of the particular policy area.
 
 In relation to women and transport, for example, the research report entitled
“Women and Transport : Moving Forward” prepared in conjunction with the
checklist, provides a useful starting point and overview of some of the relevant
literature. In addition, the findings of the research which was carried out identified a
range of specific issues affecting women whilst using transport which have key
implications for policy, if that policy is to address these. This type of relevant
literature should be sought and examined, and any more specific studies relating to
the particular area of work or local studies, which can also assist in the identification
of issues should be explored.
 
 It was also found in the women and transport research that there are a range of
specific issues which affect women in particular circumstances, and that different
groups of women, for example, face particular constraints in relation to transport.
The literature in relation to these issues should also be examined, and again the
research report “Women and Transport : Moving Forward” details this. This will
ensure a basic understanding of the key issues which are likely to require more
detailed consideration in the formulation of policy.
 

 
 3.

 
 In addition to ensuring that the policy process is based upon up to date evidence
relating to the issues affecting women, the actual structure of decision making can
also influence the relevance of the outputs for women. One of the problems which
has been identified in relation to transport (and other) policy making in the past has
been the lack of involvement of women, both in the decision making process and in
their input to the development of the policy through consultation.
 
 In terms of the decision making process, firstly, it is important to ensure that there is
a broad representation of participants, representing a range of groups. In an area
such as transport, which has traditionally been male dominated, it is important that
the views of women as policy makers are included, as this can ensure that there is an
appropriate focus on the key issues and an appropriate balance of input of views.
 
 There is also an Equalities Unit within the Scottish Executive and a Women’s Issues
Research Consultant, whose expertise should be sought, along with that of any other
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policy specialists in areas in which women’s issues are being addressed.
 

 
 4.

 
 In addition to the inclusion of women directly in the decision making process, it is
also clearly vital that the views of women in the community are sought specifically
through a more widespread consultation process, in terms of the ways in which
policy proposals might impact on issues affecting them. This was identified as one of
the key issues by the women involved in the “Moving Forward” research.
 
 This process should involve both the involvement of any relevant national groups
(such as, for example the Women’s Forum, co-ordinated through the Women’s
Issues Researcher in the Scottish Executive) along with a range of local women’s
groups. Many local authorities also maintain lists of women’s groups from which
relevant organisations can be identified.
 
 Where consultation does take place, it is important that a range of methods are used
(e.g. group discussions, short questionnaires, public meetings, as well as more
traditional means, such as the circulation of consultative papers). Where women’s
comments are sought during a consultative process, a realistic timescale should be
established to allow groups to meet to consider their response. Where meetings are
held, the venue should be accessible to disabled women, including wheelchair users,
and childcare provision should be made, either through direct provision or by
reimbursing the costs. The absence of these considerations can exclude women from
participation in a consultation process.
 
 Publicity for a consultation process should be wide and directed to relevant venues
where this is likely to be seen by women.  Material provided should be available in a
range of formats, including disk, tape, Braille, and community languages. Where
possible, transport should be provided to any meetings which are held, or costs
reimbursed. Where necessary, meetings should also be held in rural areas, and the
specific means of identifying the views of rural women should be sought. The timing
of meetings should also be considered, as many women will be unable to attend at
times which coincide with collection of children from school.
 
 Where consultation has taken place, it is essential that feedback is made available in
relation to the range of views received and the reasons for the inclusion or exclusion
of contributions. Similarly, at the stage of policy implementation, it is important to
consider the best means of ensuring that women are made aware of the
developments which will take place and the ways in which they will be affected by
the changes. This will, again, involve a range of means of information provision, as
described above.
 

 
 5.

 
 All of these mechanisms are likely to highlight a range of issues which will require to
be taken into account in the development of policy. The use of the checklist should
also allow the identification of any aspects of a policy which have implications for
women, whether these are positive or negative and the means of using the tool have
been described in the introduction to the tool itself.
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 It is clearly inappropriate to pursue any policy which is likely to have a negative
impact upon women and the ability of women to access and use a service. Where any
negative effect is identified, there will clearly be a need to reconsider the policy, in
order to ensure that this is addressed and that the impact is at least neutral. Wherever
possible, however, consideration should also be given to whether a policy can be
used to make transport more accessible to women transport users, to address
existing difficulties have been identified and to identify any aspects of their
experiences which could be enhanced.
 

 
 6.

 
 The above means should ensure that the policy process itself is responsive and
inclusive in relation to women, but the process of inclusion of women in decision-
making and consultation should not be restricted to the stage of policy development.
Similarly, the identification of the issues affecting women should not be limited to
this stage.
 
 In order to continue to promote social inclusion, to ensure that policies respond to
changing circumstances and to measure the impact of policies in practice, there is a
need to establish a continuing dialogue between transport policy makers, providers
and users. There is a need both to monitor changes to patterns of service use in
terms of gender and other factors, and a need to identify regular means of receiving
feedback from women’s groups and women in the community in terms of their
experiences of the effects of the policy. This should again include consideration of
the specific impact of a policy on groups such as disabled women, women from
ethnic minorities, women in rural areas, lone parents, older women and a range of
other groups which are identified who may be affected in particular ways.
 
 Policies should be reconsidered periodically in relation to the feedback received, and
amended where necessary, in accordance with the tool.
 

 
 7.

 
 There is now a broad consensus that a range of issues relating to personal safety and
comfort affect women while they are travelling and that there can be significant
constraints on women’s travel (and consequent participation) as a result of such
issues. Women have higher levels of restriction upon their travel due to these issues,
particularly after dark. A high proportion of women in the recent “Moving Forward”
survey believed they experienced constraints to their travel at this time.
 
 It has been found that many modes of transport are considered problematic for
women after dark (including, for example, buses, trains and walking). Many
interchanges (bus stations/railway stations, bus stops and car parks) are considered
unsafe, and women have also reported avoiding areas which they feel are unsafe (this
is often whole areas of a town, and some women avoid travel after dark altogether).
Women have identified that aspects of the quality of provision, such as poor lighting,
lack of visibility, lack of cleanliness, vandalism and poor maintenance can all have an
impact upon their perceptions of safety, and it is essential to identify whether a
policy development can impact upon improvements to these areas.
 
 There are many ways in which features of the transport environment can affect
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women’s safety (although responsibility for violence against women rests with
 the perpetrator). Any initiatives, for example, which increase the provision of
lighting, (street lighting and lighting on vehicles and facilities) can be beneficial.
Similarly, the design of “visible spaces” should be encouraged, avoiding the
provision of, for example, poorly lit areas hidden by trees and bushes (e.g. around
car parks, bus stops and cycle routes, walkways); underpasses; isolated stops and
parts of car parks; linking stairways to car parks; poor signage. It has also been
identified that the provision of clean and comfortable facilities which are graffiti free,
as well as the promotion of the use of vandal proof vehicles, facilities and
environment, can have a positive impact upon the ability of women to travel.
 

 
 8.

 
 The most visible safety measure in recent years has been the introduction of CCTV
as a means of surveillance, and many women suggest that this is a positive measure,
although it is important that, where this is provided, it is supported by appropriate
staffing and is not seen as a solution in itself.
 
 The problem of isolation has already been identified, and any ways in which a policy
can enable the introduction of measures to reduce this should be considered,
particularly, for example, the development of safe routes, whereby services,
interchanges and town centres can be linked.
 
 It is also suggested that surveillance by staff and the provision of staffing both on
vehicles and during walking and waiting times can be helpful, with the provision of
staffed facilities and vehicles particularly after dark, as well as regular patrols of
areas and services important. These staff can also help to respond to any problems
arising.
 
 Any increase in vehicle, facilities or environmental safety measures should be
promoted through the use of transport policy, where possible, as studies in the USA
have demonstrated that proactive safety measures can increase the use of transport
(and, consequently, the revenue to operators).  This links to note 9 below.
 

 
 9.

 
 As stated in note 8,  it is not sufficient for surveillance measures alone to address
women’s safety issues, and there is a need for the provision of appropriate responses
to issues arising. This again suggests the need for the provision of staffing on
vehicles and at facilities wherever possible, including car parks. It also indicates the
need for monitoring of CCTV in order to identify incidents. The provision of police
patrols in isolated areas can also be beneficial.
 
 The provision, on vehicles and at facilities, of a means of attracting staff assistance
should also be encouraged, as should the provision of means of help for drivers on
isolated roads (such as the provision of telephones or other assistance).
 
 The provision of consistent and coherent advice to women in relation to safety
should also be encouraged, and this should always begin from the standpoint that
 responsibility for violence against women rests with the perpetrator and that women
do not “ask for” or “deserve” to experience this (as some safety information in the
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 past has focused heavily on women restricting their activities and assuming
responsibility for preventing male violence).
 

 
 

 10.
 
 There are a number of other ways in which safety can be enhanced, particularly in
tackling the behaviour of perpetrators, and taking preventative measures suggested
by women in the research, such as the introduction of no alcohol policies on
transport vehicles, and on the streets, and the enforcement of these. Other measures
can include encouraging operators to challenge and to report perpetrators of
violence against women, as well as the promotion of initiatives to encourage
reporting and detection of this. This can also include the development and display of
appropriate information on board vehicles to send a clear message and to provide
information relating to sources of support.
 
 There is, however, also a broader issue relating to addressing violence against
women, throughout the Scottish Executive, which has implications beyond transport
policy. There are a number of initiatives within the Scottish Executive which focus
on this issue, and there is a need for the developments in women’s safety which
focus upon transport legislation to link to the overall action plan which has been
developed to tackle violence against women more generally. This will involve a clear
process of identifying other appropriate policy contacts and sharing information as
work develops.
 
 There will be implications for a range of policy areas, such as measures to encourage
the prosecution of perpetrators, initiatives to address male violence, awareness
raising amongst young people and other measures.
 
 In terms of transport policy, any measures which demonstrate that violence will not
be tolerated and which raise awareness of the government’s overall commitment to
tackling such violence will be beneficial.
 

 
 11.

 
 As well as these measures relating to personal safety, women have identified the role
of policy in the encouragement of other initiatives to address both this, and other
aspects of safety. This might include, for example, initiatives to reduce car use, and
to introduce general traffic reduction and traffic calming measures. Policy
developments can also help to encourage the use of walking and cycling and to
ensure that this can be undertaken safely. Initiatives such as taxi sharing can also be
promoted and issues such as the regulation of taxi providers encouraged.
 
 The impact of changing technology upon the promotion of women’s safety also
emerged within the research undertaken, and this is likely to continue, as
improvements to vehicles and other technology identify new solutions. It is essential
that policy makers are up to date with new developments in technology and ensure
that transport providers are encouraged to develop new forms of provision where
these can enhance safety.
 
 In addition, the need to use information from the type of monitoring and feedback
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 which were suggested earlier can also assist in developing safety improvements, as
women themselves identify ways in which problems can be addressed and initiatives
which have been undertaken elsewhere (such as, for example, “hail and ride”
services) are evaluated.
 
 Policies, where possible, should encourage providers and operators to identify and
promote new work in this area, as well as to monitor the effects of provision which
has been made.
 

 
 12.

 
 The need for services to be physically accessible is important in order to address the
needs of disabled people (including women) as well as being beneficial to women
who are “encumbered” in other ways (e.g. with buggies/children). This was a major
issue for women in the research, constraining again their access to a range of
services and activities. A range of problems were identified, with particular issues for
disabled women relating to accessing specific areas, boarding transport vehicles,
using the vehicles safely and using the facilities provided in waiting areas.
 
 The need for the promotion of transport through policy development has been
recognised through, for example, the development of the Disability Discrimination
Act, although there are clearly issues relating to the timescale for implementation of
this. Wherever possible, other aspects of transport policy should promote the
development of accessible transport in Scotland, and should address issues which
relate to consideration of the vehicles themselves, infrastructure provision and the
pedestrian environment.
 
 A recent report (“Transport Provision for Disabled People in Scotland, Reid-Howie
Associates Ltd 2000) suggests that 5 main areas require consideration, as follows :
“that overall policy must take account of their needs, with services  co-ordinated in a
way which allows them to travel independently; that the built environment, vehicles
and buildings should be accessible; that staff employed by transport providers should
be adequately trained; that information should be available on a multi-modal basis, in
appropriate forms, and covering all aspects of accessibility; and that transport
providers and local authorities should consult regularly with disabled people as the
best means of ensuring that their needs are met.”
 
 There are also issues for disabled people driving, with a need to promote the
availability of appropriate parking and to use policy and legislation to address, for
example, inappropriate parking and abuse of designated parking spaces.
 
 It is clear that, in developing policy to address an issue such as the physical
accessibility of the transport system, those responsible should also ensure that a
specific consultation process is undertaken with those upon whom there will be a
particular impact (in this case disabled women). As is this case in the wider
consultation process, the appropriate expertise from those who experience the
difficulties can help to inform the process.
 

 
 13.

 
 Research has shown that women still have a higher level of childcare responsibilities
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than do men, and are more likely to be travelling with children. Many women with
children rely on the use of public transport (e.g. lone parents are amongst those least
likely to have access to a car) and the lack of physical access can be a significant
barrier to their use of this.
 
 In the “Moving Forward” study, a range of difficulties were highlighted for women
with children, with, again, the main problem overlapping with that described at note
12 above, and relating to boarding and using vehicles and services with buggies and
prams. This overlap demonstrates the benefits to a wide range of groups which can
result from the promotion of improvements to an aspect of transport. Many women,
for example, pointed to the benefits of low floor bus provision in terms of gaining
access to services when travelling with small children.
 
 In order to promote improvements through policy development, this again requires a
focus on the promotion of physically accessible services (e.g. the development of
low floor buses, increases to low floor services, the consistent provision of ramps
and lifts and the use of ramps on trains), which can accommodate not only
wheelchairs, but also pushchairs/buggies.
 
 There is also some overlap here with the issue raised at note 7, in terms of the
provision of appropriate, clean, safe and comfortable transport facilities. It has been
identified, for example, that there is a need for the provision of toilet facilities for
women travelling with children at transport facilities. Improvements to roads and
pavements can also provide benefits both for women with prams and buggies and for
wheelchair users, as well as for pedestrians and cyclists.
 
 The availability of assistance for women at such facilities and on board vehicles, by
staff who have an awareness of the issues facing women with children, can also have
an impact upon this and should be encouraged. Issues raised at other points in this
guidance relating, for example, to information/routes and services can also have a
positive impact on the experience of women travelling with children and this will be
considered further later.
 

 
 14.

 
 A further issue which arose in relation to accessibility, again particularly for women
travelling with children, was the lack of storage space within transport vehicles.
 
 As described, women are more likely to be travelling with children, and also retain
the largest responsibility for domestic tasks such as shopping, and are thus most
likely to be travelling whilst “encumbered”. The “Moving Forward” study provided
clear descriptions from women in relation to the difficulties of coping with children,
buggies and shopping whilst using transport.
 
 Again the design of vehicles can have an impact upon this, and the potential for
policy developments to encourage the use or design of transport vehicles by
providers and operators which have adequate space for the storage of bags, buggies
and other items, should be encouraged.
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 15.  As is the case in relation to the use of technology to address issues relating to
women’s safety, there have been a number of improvements to the availability of
vehicles and other mechanisms to increase the accessibility of transport.
 
 Again it is likely that technology will continue to develop and new access
improvements are likely to become possible. It is again important to ensure that
transport providers are encouraged to be aware of such improvements and that the
use of these can be encouraged through the development of transport policy as they
become available.
 
 Again, the use of monitoring and feedback information in relation to the experiences
of disabled women and those with children in relation to access and access
improvements, should also be encouraged.
 
 Groups of disabled people are also likely to be aware of new examples of good
practice, and to have a role in suggesting potential new developments. It is essential
that appropriate mechanisms are developed to identify these views, as well as using
these to develop new aspects of policy which encourage innovative initiatives in the
provision of transport to meet the needs of disabled or “encumbered” women.
 

 
 16.

 
 Previous research has demonstrated that women’s travel patterns are more complex
than those of men, with a greater overall reliance on the use of public transport and a
range of different purposes for journeys, often requiring the use of different forms of
transport in combination. There are still differences between men and women in the
numbers who have driving licenses and access to a car, as well as differences
amongst women, affected by age and income. Women on low incomes, older women
and younger women are more likely to use public transport and, as demonstrated
earlier, women use transport for different reasons.
 
 Women’s employment patterns (with women more likely to work part time, often in
more that one job) and childcare responsibilities, as well as other responsibilities
(such as responsibilities for caring for relatives or for taking family members to
attend appointments) all affect the ways in which they use transport, and the
importance of the promotion of integrated transport for women becomes clear.
Women in the “Moving Forward” study, for example, described difficulties in linking
services, in the number of services which they required to use, in waiting times
between services (in terms, particularly, of the implications of this for their safety), in
the frequency of services, and, as will be seen later, in the use of services which
address the needs which they have.
 
 Any policy measures which facilitate the provision of integrated transport can tackle
some of the barriers which women face. This can be addressed, for example, through
the provision of linking between different forms of services (bus and train, services
by different operators, the location of facilities, the location of services relative to
each other).
 
 In addition the development of initiatives such as “through ticketing” and similar
 work can facilitate the use of the different forms of transport to meet women’s
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needs.
 

 
 17.

 
 Given the reliance upon public transport by many women, the importance of the
provision of services to a range of areas becomes important, and there are clearly
some areas to which much more limited services are provided.
 
 Research has indicated that there are specific problems for women in rural areas
without access to a car, and patterns of car use suggest that there are many women
who will experience such problems. It remains the case, for example, that women are
less likely to be able to drive and to have access to a car and this, again, affects some
groups of women to a greater extent. The frequency and overall lack of provision of
public transport services to rural areas has been highlighted as problematic, as has
the provision of services at times which can allow women from these areas to work
in main towns, as well as to gain access to other services and facilities. Women in
this situation may become isolated from services, leisure and employment
opportunities, with considerations of personal safety in isolated rural areas also
important.
 
 Women living on peripheral estates and in some suburbs have also been found to
experience problems, in terms, for example, of the frequency of services and the
routes that are served. The current “hub and spoke” system of provision can make
travel between villages and between suburbs difficult and respondents to the
“Moving Forward” study highlighted the number of changes and the length (in terms
of the time) of journeys to reach their destination.
 
 In some estates, women have suggested that there are no services going in to the
housing areas, requiring a considerable walk to gain access to the transport, as well
as, often, the need to change services in order to make a journey into town. There is
a need to ensure that access to the transport system is close to housing areas, and
that the distances which are required in order to gain access to transport are short.
This again overlaps with some of the safety issues considered earlier.
 
 The importance of using policy in order to develop services to these areas is clear.
There is a need to encourage the improvement of provision to rural areas, and to
develop services which meet the needs of women in other areas which are currently
isolated in terms of their access to transport services.
 
 It is also essential to bear in mind the need to consider the issues for each type of
area separately (i.e. the impact upon women in peripheral estates/rural areas) as
developments could potentially have a positive impact upon one, whilst having a
negative impact upon the other.
 

 
 18.

 
 As in other aspects of transport use, women are more likely to rely on public
transport in order to reach their workplace, and women have reported problems in
the timetabling of services to allow them to get to work on time (particularly
 
 exacerbated, again, for women in rural areas and on peripheral estates, but also an



143

issue for women in other areas). In some areas of Scotland, the “Moving Forward”
research identified that there was no transport available which would allow women
to reach their workplace at an appropriate time.
 
 Women are also more likely to work part-time than men and to have two or more
jobs, and may face a very limited service during off peak hours (again exacerbated
for those who are outwith the main routes and who may have to travel a distance in
order to reach the services). Women working shifts and those working in the
evenings have particular difficulties (with overlaps with issues relating to their
personal safety).
 
 The lack of availability of transport services which accord with these different
employment patterns can exclude women from some jobs, as well as requiring
lengthy journeys where women are able to gain access to work.
 
 As well as a need to increase services to specific areas, there is also a need to
promote the increase in services generally, and to focus on off peak hours (including
evenings and weekends). The services which women require may not always accord
with the most profitable means of provision of services, and the use of policy to
ensure that consideration is given to promoting such services is a key part of
addressing this aspect of social exclusion.
 

 
 19.

 
 The nature of employment in Scotland has changed in recent years, with a need for a
flexible workforce, often working irregular hours and often having periods of full
and part-time employment. The largest part of the flexible workforce is provided by
women. The need for transport provision to reflect the less traditional hours which
women work has been identified at note 18 above.
 
 In addition, however, there are issues relating to the location of new areas of
employment in Scotland. Much of the employment has now moved from urban
locations to newer green field areas. In planning these developments, there have not
always been corresponding improvements to the provision of public transport, thus
restricting the opportunities available to women.
 
 There is a need for policy development to encourage the provision of services to
these areas, to meet the needs of both major employers and of the workforce. This
includes the provision of additional services to these areas and the consideration of
the issues raised at note 18 in terms of the consideration of the appropriate timing
and frequency of the services.
 
 This also requires the linking of different areas of policy, as the promotion of new
developments (such as the provision of support to major new employment initiatives)
can have an impact upon the opportunities available to women, and the inclusion of
transport considerations at the outset can clearly assist in addressing some of the
potential difficulties.
 

 
 20.

 
 All of the issues relating to the availability of public transport services clearly have a
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differential impact upon women, as more frequent users of public transport, and on
some groups of women to a greater extent than others.
 
 Transport policy should continue to focus on encouraging the provision of services
which are based on the travel patterns which women demonstrate, and which have
been outlined at the start of this document. This should include the need to gain
access to local employment, the need to be able to travel to appointments, the need
to develop routes consistent with schooling and to link these routes to shopping
areas and the need to promote the provision of services to and from those peripheral
and rural areas which are currently less well-served.
 
 Again there is a need to develop an awareness of developments elsewhere which
provide examples of initiatives to promote new and innovative ways of developing
services to points of employment needs and to areas which are poorly served areas
by transport operators. There is also a need to involve women from relevant areas
and in relevant groups in the planning, developing and monitoring of the provision.
 

 
 21.

 
 Research continues to demonstrate that women, on the whole, have income levels
which are lower than those of men, as well as having less access to private transport.
 
 Women, overall, tend to be in lower income households than men, and some groups
of women (such as lone parents and older women) are likely to be disproportionately
represented amongst those on low incomes.
 
 Research has shown that the cost of travel can be a specific barrier to access to
transport services for many women, and this includes women who have private
transport.
 
 In terms, for example, of car use, women’s already restricted access to this can be
reduced further by rising fuel prices, road pricing and car parking charges.
 
 In terms of public transport, rising fares can reduce the availability of this to women.
Journeys from areas which require the use of different forms of transport, or
different services, also currently often increase the costs and may have an impact on
women travelling. There are likely, again, to be higher costs for women in rural areas
and women who require to travel with a companion.
 
 Again this affects a range of aspects of women’s experiences and links to points
made previously in relation to the employment opportunities which are available to
women, as the cost of travel may be a significant consideration in the types of
opportunity which women will consider.
 
 It is essential that the potential impact of a policy on the cost of transport to the user
is explored, and identified, and that the need for the general reduction of fares and
the promotion of transport at a low cost underpins all policy developments.
 

 
 22.

 
 As outlined at note 21 (above) there is a need to promote the general provision of
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transport at a reasonable cost and where policy developments have an impact upon
reducing the cost of fares generally, then this should clearly be pursued.
 
 It is also possible that some developments in relation to improvements in transport
will have negative implications for women in terms of increasing costs. Where this is
the case, then consideration should be given to identifying means of offsetting any
cost increases through the provision, for example, of concessions to those on low
incomes. It should be noted, however, that the more general development of low
cost options is preferable.
 
 There may also be options for the provision of flexible options which can reduce the
costs of transport (such as, for example, the promotion of multi-journey ticketing
and through ticketing). Women in the “Moving Forward” research identified a
number of suggestions, including those mentioned above, as well as, for example, the
provision of travel passes, off peak reductions, options for unemployed women, low
cost options for companions and reductions in taxi, parking and petrol charges.
Again, policy should be developed to encourage the promotion of these initiatives,
wherever possible.
 

 
 23.

 
 The continuing considerations of the promotion of policy change and development
which affect a reduction in the cost of transport use remains a key aspect of meeting
the transport needs of women, as well as (as with all of the issues raised) improving
access to transport for all users.
 
 Again, there is a need to continue to gather information in relation to practice which
suggests alternative means of reducing the cost of transport, and of receiving
feedback in relation to the effects of policy developments upon the cost of travel.
 

 
 24.

 
 
 
 
 
 
 

 
 The ways in which transport information is provided can have an impact both on
access to services and on safety.  Women have identified a range of issues in
research and have indicated that, along with routes, services and safety, is one of the
key issues which constrains their travel.
 
 There are a number of issues which have been identified relating to information.
Without appropriate information, women will not be able to use public transport to
meet their needs. Women are often unaware of where, and how to identify
information and point to a lack of clarity in the information which is provided.
Timetables have been highlighted as often problematic, in terms of their complexity
and reliability, as well as the accessibility of this information (in terms of where such
information is provided and how to obtain this).
 
 The uncertainty of not knowing when the next service will be is also one of the main
transport-related causes of fear of crime.
 
 There are many ways in which the information which is provided can be improved,
and policies should be used, where possible, to encourage the provision of
comprehensive, reliable and accessible information. This should be made available at
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a range of locations and should be well-publicised. This should include the provision
of information, for example, at facilities, stops and on board vehicles, including “real
time” information (displaying the waiting time to the next service). Transport
operators should also be encouraged to ensure that staff are enabled to provide
accurate information to assist passengers.
 

 
 25.

 
 Given the complexity of some of the journeys which women undertake, there is often
a need (which has been described earlier) to use a number of different services, or to
use different modes of transport in combination. This can lead to additional
difficulties in gaining access to information from different service providers and in
obtaining information relating to connecting services (again a crucial aspect of
women’s safety).
 
 The difficulties which women face in planning journeys can be addressed by reliable
provision which can allow proper planning of journeys, even where these involve
more than one operator or type of connecting service. There is also seen to be a need
to increase the information which is available relating to specific issues such as fares,
the accessibility of services, the routes served and safety.
 
 Policies should be examined for potential impact on the provision of information
relating to complex and multi-modal journeys. The development of integrated
information, along with the development of integrated services should be encouraged
through policy developments. Women have also suggested that their use of transport
would be enhanced through the development of initiatives such as national timetable
information, with a single point of access to co-ordinated, multi-modal transport
information wherever possible.
 

 
 26.

 
 The need to encourage the provision of information both on board and at facilities
has already been stressed. Research has also demonstrated that some women will
require the provision of information in a format which they are able to use. This is
particularly important for disabled women and women from ethnic minorities.
 
 People with hearing impairments face specific barriers in the use of audible
information, people with visual impairments clearly require provision in formats
other than written text, people from ethnic minorities require provision in languages
other than English and people with learning disabilities (along with many others) face
barriers in relation to the complexity and format of provision.
 
 There is a need to promote the provision of written and audible information, and
information in a range of formats, and to encourage the provision of translated
information. This, again, overlaps with other aspects of provision, such as the
development of services to enable the provision of community interpreting and
translation services.
 
 The types of information which are required should again be considered in
consultation with the specific groups which are likely to use the information, and this
will require directed consultation to ensure that the proposed developments are
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appropriate.
 
 Where the policy is likely to have an impact upon the provision of information, there
is a need to ensure that this will accord with the demands of the Disability
Discrimination Act and will reflect good practice.
 

 
 27.

 
 As with all of the other areas covered in the consideration of issues affecting women,
continuing improvements to technology can assist in the development of new forms
of information provision (such as, for example, the developments in real time
information provision at bus stops). In addition, there are currently initiatives being
undertaken to promote the development of multi-modal information, and it is
essential that the results of any evaluation of such new initiatives (along with
feedback, as in other aspects of implementation) are included in the consideration of
policy developments here.
 
 There is a need to continue to promote improvements to information, to accord with
the needs described above. Policies should identify, where possible, mechanisms and
developments to continue to encourage new initiatives in relation to the type of
information provision and the dissemination of such material.
 

 
 28.

 
 The importance of including women in transport decision-making and consultation
has been detailed in notes 3 and 4, and these notes should be considered alongside
note 28.
 
 There is a need to identify the issues affecting women as a group, and to identify the
issues affecting specific groups of women in the consideration of transport policy
and planning both at a national and at a local level.
 
 Women have identified the lack of congruence between transport as it is provided
and transport which would address their travel patterns and requirements, and have
indicated in the research that there has been a lack of understanding and
acknowledgement of these issues in the past.
 
 A number of suggestions have been made at notes 3 and 4 to enable the inclusion of
women’s views in the process of policy and service development. It is essential that
local transport planning (as well as national policy making) take account of the need
to involve women in the process, and this can be encouraged and promoted
 through the development of national policy (through, for example, the need to reflect
these issues in local transport plans).
 
 Developments should encourage the inclusion of women’s views (in the range of
ways suggested) including the involvement of women in the transport planning
decision-making process at a local level.
 
 Policies should also promote the need for the provision of local opportunities for
consultation, using the means suggested at 3 and 4. This should include the
involvement of women in a range of circumstances, the use of a range of means of
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consultation and the identification of means which are relevant and appropriate for
participation by women.
 
 Policies should also promote the need for the identification of mechanisms for the
provision of regular feedback from women using services, following the
implementation of changes. This should include the development of complaints
procedures, as well as seeking the views and experiences of women users through
additional consultative mechanisms.
 
 Any potential impact of a policy in terms of service planning mechanisms must
consider the promotion of means of increasing the representation of women’s views
in the process.
 

 
 29.

 
 A number of issues relating to women’s circumstances and the impact of these on
patterns and experiences of travel have been highlighted throughout the guidance
notes.
 
 These have related, for example, to issues such as work patterns, safety issues,
domestic responsibilities and income levels, all of which have an impact upon the
ability of transport provision to be fully inclusive and to reflect the requirements of
women.
 
 When these issues, and the concept of the promotion of social inclusion, are
understood clearly by policy makers and service providers, it becomes more likely
that the consideration of issues affecting women develops as an integral part of a
service.
 
 Although the use of the checklist will assist in framing policy to address the barriers
to access to transport which affect women, the process will clearly be enhanced
through the provision of training of both policy makers and staff (see also note 1).
Staff training in equalities issues (and with a focus on gender issues), as well as
training directed more specifically to the implementation of the tool which has
developed, should be undertaken in conjunction with policy developments, and as
part of a general programme of increasing the visibility and promotion of social
inclusion.
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