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This paper e.xamines changes in travel -in metropoZ-itan Sydney that
oCeuPred in the decade 1.971 to 1981" It shows hoi.J societaZ changes
in the spat·iaZ distribution of' the population and job.s~ the structural
changes in the compos-it ion oj' the work.force and changes -in personal
mobility have influenced choice,s of travel modes .for the journey to
IJork"

The Y'esults are based on two home -interview surveys that wepe
conducted in Sydney in 1,971 and in 1981" An explanation is given
oj' the diff'ieulty in us'ing $upvey data toot were collected under
different gu-idelines~ beeause substant'iaZZy different results can
oCCur' due to the methodology and techniques used in data collection,

This paper relates the obsepvable changes in soc-iety to the mode
choice for work trips and canc]udes that any attempts made to
influence mode choice must be cognisant of the societal changes and
the'irimplications"

The paper also concludes that considerable care must be exereised
when attempting to compare home intex-view supvey data collected under
different guidelines"

this paper was pr'epared, the author was Senior Research Officer 'Jf the
Transport Study Group of New South Wales. The assistance provided by

Keech was considerable and is gratefully acknowledged
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The work journey has traditionally been the focus of transport
planners' attention" The heavy concentration of travel within the
morning peak tends to make this time period the yardstick for ensuring
adequate capacity for all forms of travel. Furthermore the relationShip
between home and workplace is the basic one behind peak hour transport
flows,

WORK TRIP MODE SPLIT IN THE 20TH CENTURY

INTRODUCTION

(SOURCE: 1901 Manning (1983)
1971, 1981 Horne Interview Travel surveys)

From a public point of view, provision for the journey to work is
an important item of government expenditure and an important element of
political debate on the average, Sydney workers travel for
approximately 60 minutes (or 26 km) in corrunuting to and from work" The
costs in time and money are thus considerable" Most of this travel
Occurs during the two daily peak periOdS, straining the capacity of the
public transport system and clogging the roads"

The population of SYdney has grown more or less steaai1y
throughout the twentieth century; the same is generally true with the
workforce except for declines due to wars etc, In contrast to the
continued growth in total work travel, the work trip load on public
transport reached its peak during World War 11 and has steadily declined
since then., The decline was brought about by the switch to motoring"
The motor car was introduced to Sydney as a serious means of travel
during the 1920

I

s., The depression brought a pause in motorisation but
the use of the motor car increased during the late 1930 1 s" This was
discouraged again by petrol rationing and wartime shortages of new cars"
However from the late 1940's, car ownership spread rapidly ana the mode
share for private vehicle increased. During the 1960's the transition
from pUblic transport to motoring was masked by the rapid growth in the
workforce" Within a few years however, the young people who had entered
the workforce in these years had bought cars and the decline in pUblic
transport patronages began again,,~ indication of these trends can be
seen in Table 1.

Manning (1978) concluded that the history of the journey to work
in Sydney up until 1971 is one of increasing distance made possible
within a constant allocation of average workers time" 'Ihis has enabled
the city to grow geographically with a fall in population density and
enabled its people to pursue the suburban Australian ideal of house and
garden"
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The question that has been left unanswered for many years is
wh,etl,er trends already established in the 20th century will continue or

the changes in society, in addition to policies of subsidised
and petrol price increases, have or will reverse the trends"
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1981 data inclUdes commercial vehicles trips, Which were
excludea in 197L

1981 data inclUdes reporting of incidental stops, excluded in
1971..

severe under-reporting of trips exist,ed in 19'71, especially
trips in the off peak, non motorised trips (eg. walking) and
short trips" By cont.rast, the 1981 survey methodology
ensured that all these trips were collected"

*

*

*

The first of these surveys was undertaken as part of the Sydney
TransfXJrtation Study (SATS) in 1971.. Like most surveys of this time

SATS survey was designed primarily to gather information on travel
took place in the problem periods of the day, namely the morning and

evening peaks (SATS, 1971)" For this reason it focussed on motorised
travel to and from work.

Two home interview surveys,- conducted in Sydney in 1971 and 1981,
nr,)v).o~ an unique opportunity to monitor the travel trends in the

and to investigate the underlying causes" Both surveys were in
surveys of household members and recorded travel for a single day.,

s~mpJLeS were selected from Electricity Authority records and were
and 3% of the population ..

During the decade 1971-1981, changes occurred in the population
structure, housing type and location choices, car ownership rates, the
conditions and location of employment and the composition of the
workforce, as well as many changes in the transport infrastructure.

In order to obtain reliable data in a changed environment a major
travel survey was commissioned in 1981, in accordance with the survey

available (The 1981 Sydney Travel Survey). Attempts were
made to compatability between the two surveys, although
improvements in carrying out the survey (both in methodology and content)

of course made to take account of the state-of-the-art in survey
techniques. It was not known how significant these improvements would be

terms of the quality and quantity of data collected" It was
subsequently determined that the two surveys were not readily comparable
(STSG 1984a) ..

An examination of the reported travel from the 1971 and 1981
surveys reveals that the apparent trip rate (i.e. trips per person aged
five years and over) in the Metropolitan Area on the average weekday
increased from 2,,4 to 3,,6 trips per person per day, which is an increase
of 50%. This result is not a true indication of the changes in travel
behaviour in the decade and needs to be qualified by the considerable
differences in the two surveys namely:
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TABLE 2

COMPARATIVE BASIS
-------------------------------------------WEEKDAY
ME.'I'ROPOLITAN AREA
PERSONS 5 YEARS AND OLDER

AM PEAK (eg. arriving between 7am ana 9 am)
TRIPS TO WORK (ignoring incidental stops)

ITEM

DAYS
AREA
AGE
TIME
PURPOSE

On the other hand, an examination of the fUll set ot peOples
activities suggests that both surveys captured similar amounts ot
out-of-house time despite the large discrepancies in actual nUmber ot
trips. Figure 1 and 2 shows the total Out-ot-house time, for 1971 ana
1981 respectively, in four major activities namely:

travel time
time spent at work
time spent at education
time spent at I other I (shoPPing, social, etc,,)

The general form of the activity graphs in 1971 is very similar to
that for 1981" Travel peaks are approXimately the same (ie. 8.30 am and
3,,30 pm), Work represents the major out-ot-house activity between H am
and 4 pm, together with education, The 'other' activities are spread
generally between 10 am and 11 pm, The area not enclosed, up to the
population (2,5 million in 1971 and 2,7 million in 1981), represents thenumber of people at home"

COMPARATIVE BASIS (1971 and 1981)
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In brief, Figures 1 & 2 suggests that the two surveys captured a
similar amount of out-ot-house time. In 1971 reported out-of-house time
aVeraged 351 minutes whilst in 1981 it averaged 364 minutes" So although
the trip rate increased by 50%, the out,-ot-house time Changed by only
4%" Note: off peak travel showed a large increase as did 'other'
activities, This suggests that by caretul analysis ot the data, a
reliable and consistent basis for comparison between 1971 and 1981 can be
established by fOCllssing on peak Work trips"

The major differences between the two surveys need to be
acknowledged in defining a comparable base, These differences refer not
only to TRAVEL DAYS, AREA and AGE of respondents but also to the
substantial degree ot trip under-reporting Which occurred in 1971 Which
related to non motorised travel, oft peak travel and inciaental stops, A
comparative basis for trip making can thus be established by
concentrating on those data items that are both definitiona11y consistent
and accUrately reported from both the 1971 and 1981 home interview
surveys" Table 2 describes the comparative basis which reSUlts in "am
peak work trips in the Metropolitan Area on an average weekday" as being
an accurate and reliable basis for comparison"

In brief, all data are from the home interview surveys unless
otherwise stated" Social and demographic data have been checked against
census data for validation and have been found to be reliable.
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TABLE 3

BELL

There was substantial growth in private vehicle ownership and
the availability of company vehicles"

*

Proportion of dwellings: 1971 1981 Change
-----------------------

0 vehicles 25.9% 19,8% -24%
1 vehicle 51.1% 46,,9% -8%
2 vehicles 19,,3% 26,,4% 37%
3+ vehicles 3,,8% 7,0% 84%

Total Vehicles 855,000 1,190,000 40%
Company Cars 67,000 150,000 124%

Vehicles per household
----------------------

INNER .81 ..97 20%
MIDDLE 1.12 1.31 17%
OUTER 1.15 1.38 20%
TOTAL 1.02 1.22 20%

Vehicles per person .31 ,,40 29%

VEHICLE OWNERSHIP

ECONOMIC, SOCIAL AND DEMCGRAPHIC CHANGES

(1) Vehicle OWnership and Driving Licence

In the decade from 1971 to 1981 several major economic, social and
demographic changes occurred in the Sydney Metropolitan Area. These
changes, which are discussed below, have had important implications for
travel and especially for morning peak travel to work.

The number of private and company vehicles available for private
use in the morning peak grew by 40%, and the number of vehicles available
per person grew from 0,,31 to 0.40.. In 1971, 26% of houeholds did not
have a vehicle, but by 1981 this proportion had declined to 20%. The
proportion of households wit.h one vehicle also declined from 51% in 1971
to 47% in 1981" By contrast, the proportion of households in 1~81 with
two or more vehicles was 33%, up from 23% in 1971"

The number of company vehicles available tor private use aauoled
from 67,000 in 1971 (8% of all vehicles available for private use) to
150,000 in 1981 (13% of all vehicles available)"

The extent of the changes relating to vehicle ownership overshadow
many other changes during the decade. Table 3 reveals the nature and
extent of the changes for the Sydney Metropolitan Area. (INNER, MIDDLE
and OUTER refer to groupings of LGAs, as shown in Figure 3). Although
different areas show substantially different rates of vehicle ownership,
the rate of growth in vehicles per household has been fairly constant
over the whole area"
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FIGURE 3

SYDNEY LGA BOUNDARIES
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TABLE 4

Females

,Femltles

7%
43%

Change

87
60

1981

81
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There was significant growth in the number possessing a
driving licence, especially among females.

Male
Female

*

o L-~;;--:!;----;:---;-;---:::----:!:----:':-_,L----,l_---L-_.L-_
17-20 25 30 35 40 45 50 55 60 65 65 ..

'0

'0

100

'0

'0

200

LICENCE HOLDING BY AGE AND SEX

FIGURE 4

Proportion (18+) with a DRIVING LICENCE

The proportion of males, aged 18 or more, who held a driving
licence increased from 81% to 87% over the decade" While the proportion
of adult females holding a licence increased from 42% to 60% (See Table
4) ,

There is a well established link between licence holding and car
availability/ownership, which in turn can influence the choice of moaes
In this analysis licence holding is used as an indication of potential
car usage. Figure 4 illustrates the relationship between a person's age
and the proportion holding a driving licence. It further illustrates the
stabilisation among males compared to the significant changes in licence
holding among females, especially in the younger age categories"
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workforce

* The number of males in the full-time workforce declined and
the number of females increased.

The number of fUll-time employed males living in the metropolitan
declined by about 24,000 (or 3%) while the number of full-time

e~~;;;=:~;ro~females increased by about 38,000, a 12% increase. The female
.~ of the full-time workforce rose from 28% in 1971 to 31% in

as shown in Table 5.

TABLE 5

SEX OF FULL TIME WORKFORCE

MALE
FEMALE

TOTAL

1971 1981 Change
-------_._------ ----------------

817,469 (72%) 793,692 (69%) -3%
316,574 (28%) 354,758 (31%) 12%

-----------_._-- ---------------
1,134,043 (100%) 1,148,450 (100%) 1%

* There were major changes in the ratio of part-time t,o
full-time jobs. The decade also witnessea the
introduction of more flexible working times"

Although the total metropolitan workforce increased by 9% over the
the increase in the number of full time workers was only 1% or

14,000 persons. The part-time workforce {less than 35 hours per
more than doubled, growing by 94,000 and increasing from 6% of the

wol:kf'orc:e in 1971 to 13% in 1981.

It is also known that flexible working conditions were far more
in 1981 than in 19'71, although data from the travel surveys

or'OVJ,ae accurate statistics to measure the extent of this change.
efEec:ts of flexi-time could include fewer workers travelling to work

morning peak period and, on any given day, fewer workers going to
because of flexileave, 9-day fortnights or 19-day months"

TABLE 6

FULL TIME & PART TIME WORKFORCE

1971 1981 Change
-----------_._- ------._--------

Full-time (~35 hrs) 1,134,043 (94%) 1,148,450 (87%) 1%
Part-time (1-34 hrs) 71,048 (6%) 165,100 (13%) 132%

---------------- ----------------
TOTAL 1,205,091 (100%) 1,313,550 (100%) 9%
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There was substantial growth in full-time employment in the
North Sydney commercial district.

There was substantial growth in the number of jobs in the
major suburban commercial centres, although the extent of
growth and the ratio of full-time to part-time jobs varied
from one centre to another"

*

*

DESTINATION 1971 1981 1981-1971 Change-------- ---- ------- ------- -----CBD 147,829 126,305 -21,524 -15%North Sydney comm" District 10,719 19,581 8,862 83%Major Carron. Suburban Centre 51,882 61,543 9,661 19%Non Comma Centres 499,299 490,594 -8,705 -2%---------- --------- ------- -------- -----TOrAL 709,729 698,023 -11,706 -2%
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Between 1971 and 1981 the number of am peak work trips to the CBD
declined by almost 22,000, a 15% decrease from the 1971 level. OVerall
the CBD declined from 21% of metropolitan am peak trips in 1971 to only
18% in 1981..

DESTINATION OF AM PEAK WORK TRIPS

* The number of jobs in the Central Business District (CBD)
declined substantially.

Table 7 shows the destination of am peak work trips. The table is
indicative of employrnenttrends within the Sydney region as similar
changes are evident if all work trips are considered~ A nunt>er of major
employment "trends can be determined, which are discussed below:

(3 ) Employment:

The nUlTlber of peak work trips to this area almost doubled, from
11,000 to 20,000 (See Table 7)" Most of this growth was in
office/commercial jobs; it drew an increasing proportion of its workers
from outer suburbs and its employment density increased While parking
became more constrained. OVer the decade, North Sydney became more like
the Central Business District in these respects.

AM peak work trips to the eleven biggest suburban commercial
centres grew by 19%, white total jobs in these areas increased by 27%.
Changes in individual centres ranged fram 102% growth in Chatswood to 5%
decline in Hurstville. Also, unlike North Sydney, none of the centres
reached such a scale that employee car parking was excessively difficult
to find.
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1971 1981 Change
--------- ----------

792,597 725,190 -9%
1,127,301 1,174,293 4%

614,824 837,792 36%
--------- -,-------
2,534,722 2,737,275 8%

The population declined in thehigher-density transit
oriented INNER areas and grew substantially in the
lower-density, car-oriented OUTER suburbs.

•

TOTAL

INNER
MIDDLE
OOTER

POPULATION (5+) BY AREA

LGA GROUP

In the INNER suburbs, generally up to 12 kilometres from the city
the population declined by 9% (67,000 persons) between 1971 and 1981. '
The MIDDLE suburbs, generally 12-24 kilometres from the city, had a 4%
increase (47,000) in their popUlation, while the number living in the
car-oriented, low-density OUTER suburbs (beyond 24 kilometres or so)
increased by 223,000 or 36%.

All indicators examined (population, households, workforce and
vehicle fleet) which reflect the size of a city have shown an expected
increase.. What is of particular interest is the relative size of these
changes. The population (5+) has increased by 8%; the workforce by 9%;
the number of households by 16% whilst the total number of vehicles has
grown by 40% and the number of company cars has more than doubled (124%).

Similar trends are shown in the decentralisation and
suburbanisation of employment. The biggest gains occurred in Blacktown,
Parramatta and Hornsby.. Most of the increases were in MIDDLE and OUTER
LGAs. North Sydney was the only INNER area to show significant growth in
employment whilst significant decreases in employment occurred in south
Sydney, Sydney, Marrickville and Leichhardt LGAS"

(4) Population
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AM PEAK TRIPS TO WORK

Trips to work represent a major part of morning peak travel (54%
in 1971 and 50% in 1981). 'l11ese journeys are considered to be of great
significance for planning purposes. Firstly, they are considered
mandatory and are generally made most weekdays; secondly, there are
normally constraints in the time of day when they can be made; and
thirdly, their origins and destinations are relatively fixed. As noted
previously, work trips (along with education trips) are most likely to
have been well reported in 1971 and so are amenable to detailed
assessment of trends.,

* There was a major shift from public transport to private
transport for the journey to work.

The total number of trips to work in the morning peak was fairly
stable, dropping by only 2% or 12,000 trips.. The majority of trips to
work in the am peak are by private vehicle" Table 9 shows that 'vehicle
driver l was the only mode to record an increase over the decade" Since
1971 an additional 65,000 peak work trips were made by vehicle driver,
increasing its share from 45% to 55% in the am peak. All other forms of
transport declined: rail by 14,000, ferry by 2,000, bus by 36,000(1),
walk by 15,000 and vehicle passenger by 8,000(2).

The rest of this paper examines some possible reasons for these
shifts "

TABLE 9

AM PEAK WORK TRIPS BY MODE

Priority Mode 1971 1981 1981-1971 Change
_._---------- ------_._-------- ---------------- -------
Driver 316,409 (44,,5%) 381,507 (54.7%) 65,098 21%
Passenger 74,928 (10,,5%) 67,070 (9,,6%) -7,858 -10%

Train 149,672 (21..0%) 135,623 (19..4%) -14,049 -9%
Ferry 10,091 ( 1..4%) 7,917 ( 1..1%) -2,174 -22%
Bus 96 ,908 (13.6%) 60,431 ( 8,,6%) -36,477 ·-38%
Taxi 3,287 ( 0.5%) 2,417 ( 0,,3%) -870 -26%

Other, Walk 58,202 8,2%) 43,058 ( 6.1%) -15,144 -26%
------------- ---------------- ---------------- --------_.
Total 709,729 (100% ) 698,023 (100%) -11,706 -2%

Transit share: 36% 29% -20%

(1) A substantial part of the decreased bus patronage is attributable
to the opening of the Eastern Suburbs Railway ..

(2) This represents a decrease in vehicle occupancy for peak work
trips from 1..24 to 1.. 18.
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(See Figure 6)
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TABLE 10

. Ferry

AM PEAK WORK TRIPS BY MODE AND BY SEX

=w;,
.................. BU2

50000

FEM,I.lE

100000

-----------FEMALES--------- -----------MALES---··----__
Mode 1971 1981 Change 1971 1981 Change

------ ------- ------- ---,--- ------
Driver 45,312 105,289 59,977 271,097 276,218 5,121
Passenger 38,729 38,414 -315 36,200 28,656 ·-7,544

Train 62,481 59,871 -2,610 87,191 75,752 -11 ,43~
Ferry 3,264 2,826 -438 6,827 5,091 -1,736
Bus 54,407 35,561 -18,846 42,731 24,870 -17 ,861
Taxi 1,907 1,547 -360 1,380 869 -511

Other, Walk 27,242 19,188 -8,054 30,961 23,870 -7,091
------- ------- ------- ------- -------

Total 233,342 262,696 29,354 476,387 435,326 -41,061

Transit
Share: 52% 38% 29% 24%
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TABLE 11

AM PEAK WORK TRIPS BY MODE AND DESINTATON
(See Figure 7)
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AM PEAK WORK 'IRIPS BY MODE AND BY DESTINATION

E ,.,

e.o, ..DU" SlOr;~,

r "",.h~;m
[ 1'~""en9 .. r

f[[]I2IIJJ3:. hi!

100000

-----·--CBD!Nth Sydney---- ---------NON CBD-------_

Mode 1971 1981 Change 1971 1981 Change

----- --_._- ------- ----- ------
Driver 22,962 25,003 2,041 293,448 356,504 63,056
Passenger 8,665 8,002 -663 66,263 59,068 -7,195

Train 80,596 76,834 -3,762 69,075 58,789 -10 ,286
Ferry 6,616 5,425 -1,191 3,476 2,492 -984
Bus 34,349 23,838 -10,511 62,789 36,594 -26,195
Taxi 511 106 -405 2,775 2,310 -465

other, Walk 4,849 6,678 1,829 53,353 36,381 -16,972
----- ------ ----_._- ------ ------

Total 158,549 145,886 -12,663 551,180 552,137 957

Transit
Share: 77% 73% 25% 18%
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Effect of Suburbanisation and Vehicle ownership

The trend towards suburbanisation has already been noted (Table 8)
had the substantial increase in vehicle ownership (Table 3). It is

difficult to isolate these two trends because they occurred, to a
hand in hand. That is, the growth areas are very car orientated

record the highest levels of vehicle ownership (See Table 12).

To test the effect of these changes, all 'fringe' Local Government
(LGAs) have been grouped together, that is all those LGAs that form

boundary of the Metropolitan Area (see Figure 3)" These !.GAS are
in Table 12 from north to south.

TABLE 12

CHANGES IN VEHICLE &NERSHIP AND POPULATION (5+)

---vehicle/household---- ---Population( OOOs )_._-
1971 1981 Change 1971 1981 Change

1.28 1.48 16% 141 161 14%
1..27 1..56 22% 87 103 73%

Hills 1..47 1.78 21% 49 85 73%
1..04 1..31 26% 14 33 136%
1..16 1..34 16% 50 86 72%
1..08 1..24 15% 73 85 16%
1..29 1..57 22% 6 11 83%
1..09 1..36 25% 30 80 166%
1.21 1..53 26% 136 153 12%

1..02 1..22 20% 2535 2737 8%

Table 12 shows the large population shift to these 'fringe' LGAs,
r~::;~;~;p~from 12% to 166%" At the same time, vehicle ownership also
;1 significantly, so that these LGAs are among the highest in

level of vehicle ownership in t.he Metropolitan Area,

The effect of these changes on mode split are shown in Table 13,
reveals t,wo trends" Firstly the 'fringe' areas account for 56,000

peak work trips at the expense of trips originating in 'other'
fringe) areas. A closer inspection reveals that most of this

in,;reasE (49,000) or 88% were made by vehicle driver, although vehicle
.~~~:~~i~~r and train also increased slightly" Altogether 75% of the
i in vehicle driver trips originated in the 'fringe I growth

The overall conclusion is that vehicle driver trips have
incr,,.,,ed from all areas, but the major increases have occurred in the

LGAs, attributable as much to the population in these areas as
relatively high levels of vehicle ownership.
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---------'FRINGE'---------- ------------QTHER-------____
Mode 1971 1981 Change 1971 1981 Change

----- ----- ------ ----_.- -------
Driver 80,168 129,177 49,009 236,243 252,329 10,086
Passenger 17,572 20,716 3,144 57,357 40,355 -11,002

Train 30,551 35,619 5,068 119,121 100,004 -19,117
Ferry 1,713 1,163 -550 8,378 6,754 -1,624
Bus 9,181 7,527 -2,254 87,957 52,905 -35,052
Taxi 364 589 225 2,923 1,828 -1,095

Other, Walk 7,721 8,041 321 50,481 35,017 -15,464
-----_.- ------ ------- ------- ----.-

Total 147,269 202,832 55,563 562,460 495,191 -67,269

Transit
Share: 28% 22% 39% 33%

[ill 1981

o 1971

200000150000
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100000
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50000

FIGURE 8
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TABLE 13

Taxi

EOth"

AM PEAK WORK TRIPS BY MODE AND HOME LOCATION
(See Figure 8)

50000

AM PEAK \\ORK TRIPS BY MODE AND BY HOME DESTINATION
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SPatial Inpact

Figure 9 examines the percentage increase in the use of motor
vetllC.le~ by LGA to see if there exists a spatial bias" 'Ihis figure plots

private vehicle share of work trips for 1971 versus 1981.. LGAs on
left segment indicate increased private vehicle usage in 1981

con,pa.red to 19'71.. The overall trend is an increase in private vehicle
from 55% to 64%"

It is clear that the trend towards increased use of motor cars is
wi,oes,pr,ead throughout sydney, although there are a few pockets that show

reversal of the trend (e.g. Camden, Hunter's Rill, which are generally
elCpJ."w,eu by local influences (STSG 1984b). Table 15 summarises the

shifts and Table 16 shows a similar trend in the location of
showing that population and jobs have shifted 'outward) at a

rate.

TABLE 15

ORIGINS OF AM PEAK WORK TRIPS

Residential
Location

INNER
MIDDLE
OUTER

TOTAL

1971 1981 1981-1971 Change
---- ------- -------

239,123 199,706 -39,417 -16%
316,121 303,121 -13,000 -4%
154,424 195,195 40,771 26%
------ ------- --~-----

709,729 698,023 -11,706 -2%

TABLE 16

DESTINATIONS OF· AM PEAK WORK TRIPS

Destination 1971 1981 1981-1971 Change
--------- ----- ----- -------

INNER 403,927 358,725 -45,202 -11%
MIDDLE 223,136 225,624 2,488 1%
OUTER 82,666 113,674 31,008 38%
--------- ------- ------- --------

TOTAL 709,729 698,023 -11,706 ·-2%

In swnmary, Figure 9 shows that the trend towards the motor car is
universal, and probably not influenced solely by anyone of the

;eviOllsly mentionep causes but more likely by a combination of effects"
and destinations are of course greatly influenced by the

locations of households and jobs; however the likelihood of an
nUl.VlO'"'' choosing to drive to work has increased fairly constantly over

Whole metropolitan area.
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