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ABSTRACT

We are witnessing a growing interest in non-motorised modes of transport, due in large part
to concerns over the negative side effects of car usage. The increased levels of traffic have
already resulted in many cities suffering from serious problems in the areas of: safety,
congestion and pollution. Some of these problems could be solved if the number of short car
journeys were reduced and replaced by walking.

Many of our travel routines are influenced by a number of factors such as socio-economic,
demographic, together with needs and attitudes.  An important step in the direction of
developing general concepts for the implementation of supportive measures for walking
would therefore be to collect enough background information about the traveller him/herself.

The results from different studies have found that in general people’s attitudes are very
positive about walking if the conditions are right. One important factors is distance others
are comfort, traffic, perception of safety, security and aesthetics. The conclusion is therefore
that in order to encourage people to walk comprehensive programs are needed, including a
range of different approaches, from physical implementation, new business and social
structures to educational programs.

INTRODUCTION

The increase in the number of cars over the last 50 years has been alarming. In 1950’s the
number was 53 million and in 1997 it exceeded 500 million (Friends of the Earth, 1997) and
according to Zuckerman (1993) a further fifty million are added to that total each
subsequent year.

The negative consequences of the increased use of motorised forms of transport have
started to become very apparent. It contributes to a range of different problems such as
global warming and the depletion of the ozone layer. It pollutes our air and water, the noise
level in our cities has increased and many land sites have been tarmaced. A car take up fifty
times as much space as a pedestrian (Zuckerman, 1993) and in the city of London 22
percent of all space has been given over to the car, in Los Angeles the figure rises to 60
percent (Irvine, 1996), space which, from a biological perspective, can be compared to a
desert.

Health and well-being is closely connected to what we call “quality of life”. This concept is
multidimensional measuring; social, mental and physical health. It includes absence of
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stress, being able to cope with life, self esteem, happiness, physical fitness, having a social
network and support from others (Lamb, Brodie and Roberts, 1988). A growing number of
evidence clearly shows that motorised forms of transport have a negative effect on our
physical and psychological health.

In a recent study from WHO it was shown that more people die from exposure to air
pollution than from car accidents. An estimated number of 21.000 people die prematurely
each year as a consequence of pollution from cars in the countries studied (Austria, France
and Switzerland). In addition to the above over 300.000 extra cases of bronchitis in children
are found each year (Seethaler, 1999).

Research has also found that environmental noise contributes to different forms of mental
and physical disorders (Dubos, 1965; Cameron, Robertson and Zaks, 1972). Symptoms such
as; nervousness, depression, sleeplessness, undue irritability and asthma are more common
amongst people who are exposed to high levels of noise than others (Halpern, 1995).

Heavy traffic and the infrastructure which divide and isolate previously close knit
communities can also have an effect on our social network (Lee, 1984 in Cassidy 1997).
Indeed a classic study by Appleyard and Lintell (1972) showed that the social lives on a
street were closely related to traffic density. On a street with light traffic the interaction
between neighbours were much more frequent compared with the same for those living on a
street with heavy traffic.

The increased use of the car has resulted in that people have become more sedentary and
today different studies estimates that around 25% of the population are inactive. To be
physically fit does not only help to enhance a person’s quality of life but is also related to
longevity. People who are physically active throughout their life live longer than those who
are more sedentary. In a longitudinal study following a group of people over 16 years it was
found that those who regularly took part in some form of physical activity lived, on average,
two and a half year longer than those classified as inactive (Paffenbarget, et. al., 1986).

Too little exercise and too much fatty food may result in weight problems. In Sweden alone
with its eight million people ½ million are regarded as overweight. Figure 1 shows the
percentage of Swedish people who are overweight between 1980 to 1996.

Source: Swedish Central Bureau of Statistics (SCB).

Figure 1 shows that within this relatively short time-period the increase has been fairly
substantial.
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It is a well known fact that overweight people runs a greater risk of developing a range of
different diseases than others. A problem that has become so great that WHO now describe
it as the quickest growing epidemic in the world

It could be concluded that the increase of motorised form of transport has had a negative
effect both on our external environment and our quality of life thus urgent measures needs
to be taken. Many of our planning actions, including choice of transport mode, are
behavioural. Thus, in order to promote more environmentally friendly modes of transport a
greater understanding of human decision making is required.

WALKING AS A MODE OF TRANSPORT

Over short distances walking is ideal and if done on a regular basis also the most effective
form of exercise.

However, walking, which in the past used to be very common, has started to decline. The
proportion of pedestrian travel varies between different countries: in Spain (Barcelona) this
is very commonplace (33%) (EMO, 1991), whereas in Copenhagen it is relatively unusual
(15%) (National Travel Survey Database, 1995).

A number of different factors influence people’s willingness to walk or not including:

 Accessibility
 Comfort
 Heavy Traffic
 Safety and security
 Aesthetics

Accessibility

Accessibility is closely related to distance but also to time and speed. Walking is not as fast
as biking, and certainly not as driving, hence the distance needs to be shorter. Indeed, this
is also the most important reason for walking and an acceptable length, for most people,
appears to be around 1 km (Demetsky and Perfater, 1975; Mitchell, and Stokes, 1982;
Centraal Bureau voor de Statistiek, 1997; Forward, 1998a; Forward, 1998b).

New business and social structures can help to increase the number of people who walk. As
a result of a reurbanisation scheme carried out in Toronto involving the construction of new
houses in the city centre a large number of people started to walk to work: 35% in the
summer and 29% in the winter (in Zuckerman, 1993).

It could therefore be argued that if people and services were moved closer together then
more people would be walking. Of course this means that the trend of dispersing cities,
towns and villages has to be reversed. We therefore suggest:

• Concentrate different facilities within easy walking distance.

Planning for pedestrians therefore mean trying to cut down the distance as much as
possible. However, some cities built around the car have done the opposite, it is the
pedestrians who find it necessary to make the detours rather than the drivers. Despite this
pedestrians do not always do as they are told. An individual who is motivated to cut down
the distance might well enter an area not suited for pedestrians.

• Eliminate unnecessary detours for pedestrians

A person is also less aware of time when the experience is satisfying and one of the aspects
many try to satisfy when it comes to transport is comfort.
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Comfort

Other aspects, which also affect a person’s feeling of well-being is how pleasant or
comfortable something is. Studies on travel behaviour have shown that especially the latter
is an important reason for using the car even on short journeys (Forward, 1998a; Forward,
1998b).

Thus, in order to compete with the car, the journey by foot has to become more
comfortable. A comfortable journey would, to start with, include few obstacles and barriers.

• Reduce the number of obstacles and barriers

Walking is many times linked to other modes of transport and in a study by Forward (1998a)
this applied to 14% of all journeys. Hence, when discussing walking we need to consider the
whole journey. One measure, which can be taken to make walking more comfortable, is to
extend the walking areas with public transport stops and stations.

• Create attractive and continuous networks for pedestrians

Heavy Traffic

Heavy traffic is certainly a disincentive and studies have shown that it can prevent people
from walking (Forward, 1998a; Forward 1998b).

Pedestrian zones are becoming more and more popular although some traders are still
worried about loss of trade. However, the experiences from cities that have pedestrianized
large areas of the city centre have generally been very positive. A study investigating the
effects of pedestrianization on trade in eighteen locations showed that it was positive in
seventeen out of the eighteen (Roberts, 1989 in Zuckerman, 1993). We therefore suggest:

• Increase the number of car-free areas.

Nevertheless, these zones need to be planned with great care preventing them from
becoming isolated islands in a sea of cars.

Safety and security:

Pedestrians are, aside from cyclists, the most vulnerable of all road users. The proportion of
pedestrian fatalities is different in Western countries ranging from 10-15% in some and up to
35-40% in others (Gunnarson, 1999).

The outcome of an accident between a car and a pedestrian depends very much on the
speed of the vehicles, see figure 1.
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(Gunnarsson, 1999).

Figure 2 shows that the death rate quickly increases from 30 km/h to 70 km/h when
basically nobody will survive.

• Introduce traffic calming in areas with mixed traffic

A person’s perception of safety refers to their own interpretation of the same, which is based
on previous experience and that of others. In some instances the perception of danger
associated with travel can be greater than the real danger as measured by accident
statistics. However, it is perceived safety rather than actual statistics, which influences a
person’s choice of transport. For instance most underpasses are very safe for pedestrians
(statistically speaking) but that does not necessarily mean that they feel safe. Some
pedestrians rather cross a busy street than using the underpass, especially at night and in
isolated places.

• Limit the number of pedestrian underpasses

If they are absolutely needed make them as attractive as possibly by:

• Introduce small businesses, café’s and cameras etc.

Another consequence of pedestrian’s vulnerability is that many children are not allowed to
walk even short distances because parents are worried. An increasing number of parents
take their children to school by car, which has made them more dependent and less
physically, active. If we then remember that physical activity is very important since it
improves the child’s stamina, makes them more alert in school and generally helps them to
achieve better academically then this is very serious indeed.

• Provide safe routes to school

Another fear, which many people have expressed, especially women, is the fear to go out
after dark (Lynch and Atkins, 1988; Forward, 1998a; Forward 1998b). In Glasgow part of the
problem was addressed by introducing better lighting in public areas and crime prevention.
As a result people felt a great deal safer and more people started to use the street again
(Nair, 1994).

• Provide and maintain adequate lighting in public areas.

Aesthetics

Cities built for people rather than cars can be more aesthetically pleasing to the eye.
Unfortunately the experience of walking for many people is taking themselves from the
underground parking garage to the nearest shop which is not particularly rewarding when it
comes to aesthetic and will certainly not give a taste for more. Aesthetic environments
enhance the experience of walking and time becomes less of an issue. In addition to this
studies have also shown that the environment has an effect on a persons’ health and that
pleasing physical circumstances makes us to feel more relaxed and at ease.

• Put aesthetics high on the agenda when planning
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CONCLUSION
To encourage people to leave the car and take up walking on a regular basis will benefit
both our planet and our own quality of life. Different research has shown that attitudes to
walking are generally very positive if the conditions are right. One important factor is
distance since very few are prepared to, on a regular basis, walk very far. Other factors,
which influence walking, are comfort, traffic, perception of safety, security and aesthetics.
The conclusion is therefore that in order to encourage people to walk comprehensive
programs are needed, including a range of different approaches, from physical
implementation, new business and social structures to educational programs.
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